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First and Second Editions

‘The History of the Auster Aeroplane’ was first published by the International Auster Pilot Club in 1979.
This completely revised edition has been produced in recognition of the 50th Anniversary of the first flight
of the Taylorcraft Plus C on the 3rd of May 1939. Ambrose Hitchman has reviewed and enhanced the
original text and additional material has been included to reflect the part played by the Auster in the development of post-war aviation in other parts of the world. It was a proud claim of Auster Aircraft Ltd. that
their aircraft were exported to over 70 countries throughout the world.
RSH
May 1989

Third Edition
The third edition of the History of the Auster Aeroplane has been revised to reflect the state of the Company
and the present position of the mark in the year 2006. The contributions from the previous authors has
been added to by the inclusion of some of the findings of the Heritage Group of the Club. It is hoped
that this will produce a more rounded view of the Company during its time as Austers, Beagle Austers and
latterly Beagle. In addition, chapters are included give an indication of the position of the Auster in the UK,
New Zealand and Australia. Previously unpublished material on the Helicopter Project is included with a
very personal but technical view by the Project leader. A new chapter is one which details Ratcliffe Airfield,s
part in the initial development of the Auster and the its connections with Leicestershire Flying Club and
in particular Sir Lindsey Everard.
Mike Preston
September 2006

Ambrose Hitchman

Ambrose Hitchman was appointed a Director of Auster Aircraft Co. Ltd. in 1950, having been a senior
executive for several years. He was responsible for all commercial aspects of the Company’s trading including
both civil and military aircraft and their product support, estimations, quotations, price fixing and costings
for both home and overseas markets, as well as other commercial projects such as automotive components
sales.
He was the only director of the original company to remain at the Beagle-Auster works at Rearsby when the
company was taken over by the government. Later he continued his work in supporting Auster products by
joining Hants. & Sussex Aviation Ltd. at Portsmouth when they purchased the whole of the Auster support
project from Beagle Aircraft Ltd. in 1968.
Now living in retirement with his second wife at Kirby Muxloe, Leicestershire, Ambrose maintains a close
contact with the current Auster scene. He is President of the International Auster Club, the organisation
that aims to keep all types of Austers, from the early British Taylorcraft to the Beagle Airedale, flying, and
to encourage interest in all aspects of the Auster Aircraft Company. He is an active President, attending club
fly-ins whenever possible, and he was the instigator of the fly-in at Rearsby in September 1988 arranged to
co-incide with the 50th Anniversary of the foundation of Taylorcraft Aeroplanes (England) Ltd.

Professor Mike Preston

Mike Preston joined Auster Aircraft Company in February 1960 as an engineering apprentice. He then
moved into the design office and subsequently became a stressman. He left the company in 1967 and
continued in the aircraft industry. Initially at British Aircraft Corporation working on Concorde and
subsequently at Field Aircraft Services where he was Deputy Chief Designer. After leaving the aircraft
industry he went into teaching and research at Trent Polytechnic and Loughborough University where he
became a Professor of Engineering Design and Director of the Design Institute. He is Chairman of The
International Auster Club Heritage Group.
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The Pre-War Period
Chapter 1
THE PRE-WAR PERIOD

The origin of the Auster can
rightly be attributed to the
formation of the Leicester
County Flying Club in 1937.
After a short time operating from
a strip near Melton Mowbray they
moved to Rearsby in 1938. Their
aircraft consisted of a variety of
aircraft types including a Taylor
Cub, a Drone and a Mignet PouDu-Ciel (Flying Flea), which
was ceremoniously burned after
the type had been banned, as
part of bonfire celebrations on
November 5th 1937. In retrospect this seems a pity, as it would
have made a good museum
exhibit after seventy years. The
Club later acquired a Taylorcraft
Model A G-AFJW, built a hangar
at Rearsby to house their aircraft,
and also erected a clubhouse,
which was used as a canteen by
Rearsby Automotive who subsequently occupied the site. This
company employed many of the
old Auster team, and they carried
on production of motorcar parts
after the demise of the Beagle/
Auster Company.

Mignet Pou-Du-Ceil ( Flying Flea)

The firm of Rearsby Automotive
was originally started by Pressed
Steel but was then taken over
by British Motor Corporation
(BMC) the demise of this organisation meant that the company
was up for disposal. It was taken
over by members of the old Auster
team and continued to flourish
for many years until it was again
taken over by Adwest Driver
Systems. The Adwest company
was also in the manufacture of
parts for the Automotive manufactures. Finally in 2003 the

Aerial view of Britannia Works Thurmaston
Outline shows approximate position of original workshop
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company was closed and the site
is now designated as the Rearsby
Business Park. The old associations have been preserved by the
naming of the individual units
as Terrier Beagle Husky. In 2005
the Rearsby bypass was opened
and improve access to the site and
will guarantee the site future
.
It is interesting to note that the
County Flying Club joined the
civil air guard scheme prior to
the outbreak of war and trained
many pilots, who later joined
the Royal Air Force and Air
Transport Auxiliary. The Club
received a subsidy of £30 for each
pilot trained. The rate per flying
hour was 5/- (25p) at weekends
with a reduced rate of 2/6d (12p)
per hour for weekdays. An active
member of the club was Mr. A.L.
Wykes, who had been a pilot in
the Royal Flying Corps in World
War One. Lance Wykes was the
Managing Director of Crowther
Limited, a firm established in
the textile machinery field. He
was very impressed with the
Taylorcraft Model A, and was
quick to assess the possibility and
potential for demand amongst
the flying club movement and
private flying.

Copyright © by the IAC
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A.L.Wykes the man who started it all, in company with Plus D G-AFWN c/n 124
(via Robert Wykes)

Copyright © by the IAC
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Taylorcraft Model A G-AFJP (LCCMS)

At that time there was very little
activity in the manufacture of
light aircraft in the U.K. De
Havilland were still making the
Tiger Moth, but had discontinued the Puss Moth, Leopard
Moth and Moth Minor series and
were concentrating their efforts
on bigger aircraft such as the
Rapide, and later on, Dove and
Heron types. With the potential
market in mind Lance Wykes
visited America and met up with
Mr. C.G. Taylor who originated
from Nottingham. Lance Wykes
had previously had contact with
Taylor prior to him emigrating to
America in the 1920s. Mr. Taylor
had joined up with Mr. W.J. Piper
and they formed a partnership to
design and market the Taylorcraft
aeroplane. This partnership was

dissolved in 1926 and Mr. Piper
went on to establish the wellknown Piper Aircraft Company.
Taylor then formed the Taylor/
Young Aeroplane Company and
produced the Taylorcraft Model
A, which was first imported by
the County Flying Club.
In 1938 Lance Wykes arranged
a licence agreement with
C.G. Taylor. The company of
Taylorcraft Aeroplanes (England)
Limited was formed on November
21st 1938. A nominal capital
of £15,000 was raised through
family connections. Lance Wykes
became Managing Director with
Frank Bates and Percy (Uncle)
Wykes as directors. It should be
noted that the other directors of
Crowther Limited did not share

Engine installation on
G-AFNW
With Albert Codling to the right

Lance Wykes’ enthusiasm for the
project, and it was only due to
Lance’s dynamic and persuasive
personality that the agreement
was completed.
A building behind Crowther’s
factory at Britannia Works,
Thurmaston, was acquired for
the aircraft venture. Interestingly,
this building had been used years
before to make cane seats for the
early flying machines. It had a
partial earth floor and had been
used for some years in making
cane basket seats etc. from osiers,
some of which were grown in the
fields at the rear of the building.
A considerable amount of work
had to be carried out by a few
employees to make it acceptable
for the new role.
Incorporated in the licence
agreement, a complete fuselage jig
was purchased and shipped from
America, along with a complete
set of drawings, technical information and material schedules.
Also a complete Taylorcraft
Model B aeroplane (G-AFKO)
was purchased and delivered to
the Thurmaston works.

Two production Taylorcraft Plus C’s (G-AFVA c/n 114 and GAFVB c/n 115) line up at Ratcliffe in 1939 alongside imported
American Taylorcraft B G-AFKO, which was later converted into
the Model H glider (via Robert Wykes)
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The recruitment of suitably skilled
labour posed a problem, but a
nucleus was assembled mostly
from the Leicester area. Some
of the original team included
Copyright © by the IAC
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Prototype Plus C during first
flight at Ratcliffe
G-AFNW being towed to Ratcliffe Airfield prior to final assembly
and first flight

Ken Sharp (later to become a
Director), Albert Codling (previously ground engineer to Sir
Lindsay Everard, who operated
his private aircraft from a small
aerodrome at Ratcliffe on the
Wreake (just north of Leicester),
Jack Hunter, Bert Thompson,
Jim Harrison, Gus Morris and
Joe Eames to name but a few.
They formed the “39” club and
became the core of the labour
force for some years.

Work began on the first aircraft
in February 1939, and it was
towed backwards behind a lorry
to Ratcliffe Aerodrome on the
24th April. The first flight took
place on May 3rd, nine weeks
from the start - a remarkable
feat. The first aircraft, G-AFNW,
became known as the “Plus C”,
which incorporated improvements to the Models A and B,
and used British equivalents to
replace the American material

Aerial view of Ratcliffe aerodrome in the sixties

Copyright © by the IAC
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Taylorcraft Plus Brochure
1939

standards. Since the facilities for
design and stress analysis etc. was
meagre, some stressed parts of
the structure were “beefed up”
with heavier gauge materials to
meet British ARB requirements,
rather than trying to prove that
the American standards were
adequate. The resultant aircraft
finished up somewhat heavier and
stronger. British T.45 replaced
the American standard tubing
of 22 tons specification with an
unwelded tensile strength of 45
tons, and the wing spars were
replaced by a stronger structure
but with additional structural
weight.
G-AFNW had a Lycoming O145-A2 engine of 55 h.p. It was a
high wing, strut braced construction with a welded steel fuselage
structure with only one door on
Page 7
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the starboard (passenger) side.
A separate trimmer was used,
positioned below the tailplane,
looking similar to a submarine
hydro stabilizer. A British C.
of A. was obtained based on
modifications to an American
approved design and production commenced. A total of 23
aircraft were completed before
the outbreak of war on September
3rd 1939.
Taylorcraft plus c g-afua c/n 107 was stored during the war years
and later flew until October 1948 when it was damaged beyond
repair (via Ian O’neill)

Built as a Plus C G-AFUB C/n 108 was impressed as Hl534 and
converted to C/2 standard in 1942. Post war it resumed its original civil marks before being sold to the republic of Ireland In 1953

During the early days of the war a
Blackburn “Cirrus” Minor engine
was fitted to a “Plus C”, and this
was loaned to the embryo Army
Air Corps to test its suitability
for the air observation role. The
result of the test showed that it
was not ideal (but other aircraft
were also found wanting too).
Nevertheless it was concluded
that the aircraft had possibilities
in the A.O.P. role and largely due
to the efforts of Captain (later Lt.
Col.) H. C. Bazeley and others
the trials continued.
In the meantime the early aircraft
for civil flying were being sold
to flying clubs for £500 each,
but nonetheless, prior to the
outbreak of war, the company
was in financial difficulties.
Their limited capital had been
absorbed, there were serious cash
flow problems, and suppliers
- particularly the raw material
manufacturers were pressing for
payment for goods supplied.
In retrospect it does seem
doubtful if production could
have continued if it had not been
for the outbreak of war and the
subsequent military contracts.

Almost the last Auster 1 to be civilianised, G-AIXA C/n 134,
formally LB264, was first registered in January 1947 and used to
regularly attend IAC Meetings (now at RAF Hendon). (I.W.O’Neill)
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The War Period and Later Military Austers
Chapter 2
THE WAR PERIOD AND LATER MILITARY AUSTERS
In the first months of the war
Taylorcraft Aeroplanes (England)
Limited was virtually at a standstill. Private flying had been
banned and, in order to find
work to keep the team together,
some sub-contract work was
obtained from the major aircraft
firms most notably making seats
for Airspeed Oxfords and fins for
the Hurricane as well as components for the Spitfire, Armstrong
Whitworth Albemarle and
Hawker Audax.
Fortunately the trials of the Cirrus
engined Plus C had continued
and although it was still short
of the ideal it was accepted by
the Army for the A.O.P. role.
Therefore the remaining 22 civil
Plus Cs were impounded and reengined with Cirrus Minor I 90
hp engines to become the Model
Plus C/2. These aircraft were
modified under contract and
many improvements were incorporated, including better visibility for the pilot in all directions.
These aircraft were completed in
1940/41 and some of the early
ones did service in France prior
to the Dunkirk evacuation.

later he sent me solo. This was
again one of the D series made
by Taylorcraft at Rearsby from
an American design. The aircraft
was quite similar to some of the
early prewar Taylorcraft, and
was powered by a 90 h.p. Cirrus
Minor engine; it had no flaps
and rather small section highpressure tyres on the main wheels,
the brakes were poor but braking
was assisted by a tailskid. The
instruments were all grouped
together, rather like prewar
American cars, and finished with
chromium trim. There were no
navigational lights or generator;
the Army High Frequency set was
fitted on a tray behind the pilot’s
head, the transmitter/receiver
switch being extended by a piece
of copper tubing which made
operation possible if you were
double jointed. If the radio didn’t
work you just throttled back and
shouted out the window. The fuel
tank was immediately behind the
engine and the fuel gauge was a
bit of wire on a float, the wire
sticking through the filler cap; a

low fuel state was easily recognised by the noise of the float
hitting the bottom of the tank!
The undercart was flimsy and
usually bent if you landed in a
slightly rutted field. It had a poor
rate of climb and brute force was
needed to induce any manoeuvrability. Landing technique was
to approach nose up with plenty
of power and speed about two
knots above the stall, cutting the
throttle as the wheels touched.
Any excess speed would cause the
aircraft to float several hundred
yards and this, combined with
the very poor brakes could be
interesting.”
Having proved the possibility of
adapting the aircraft for useful
Army purposes a contract was
then placed with Taylorcraft for
100 new Plus Ds early in 1941.
Therefore, the manufacture and
assembly re-started to build the
aircraft to an improved standard.
A new stronger undercarriage
was fitted, together with larger
wheels and more efficient brakes;

The following is an extract from
the ‘Journal of Army Aviation’
in 1966 being reminiscences
of some of the pilots who flew
Austers in the early days:
“My first recollection of a
military Auster was seeing some
Model D Taylorcrafts being used
on exercise ‘Bumper’ by 651
Squadron in 1941. They seemed
to fly at telegraph wire height all
the time and it appeared great
fun. A year later I was well into
the act and in April 1942 I flew
one from Knighton Down with
Norman Lane as my instructor,
one hour and fifteen minutes
Copyright © by the IAC

Tiger Moths under repair at Britannia works Thurmaston
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also larger perspex windows
were incorporated to improve all
round visibility.
Earlier in 1940 and whilst the
Plus Cs were being modified,
the company was asked by the
Ministry of Aviation Production if it could repair Tiger
Moth aircraft. Although both
labour and space were limited,
the company agreed and almost
immediately Tigers were being
delivered to the Thurmaston
works two or three at a time
on “Queen Mary” lorries. A
total of 399 Tiger Moths were
repaired during the war period.
At a final reckoning it was found
that one more aircraft had been
“repaired” than had been issued
in the damaged state! This
was put down to the practice
of issuing new components,
fuselage etc. from the stores for
the workers to build in order to
save “waiting” time, and thus to
have new replacement components available on receipt of the
next damaged Tiger. This made
for a quick turn around time of
repair.

Later in 1940 the company
undertook the repair of Hurricane
aircraft despite the limited
technical ability available for these
larger and more complex aeroplanes. To the company’s credit
368 Hurricanes were repaired
and returned to service during the
very critical time of the “Battle of
Britain” and subsequently. After
the Hurricanes a total of 281
Typhoons were repaired during
the war period. Additionally 300
Austers, damaged in training and
in war service, were repaired and
rebuilt. A magnificent achievement - nearly 1300 aircraft were
re-built, repaired and returned to
service for the war effort.

No. 1 WORKS:
The original Crowther machine
shop at Britannia Works,
Thurmaston, which undertook
all metal machining for the Auster
programme. New machine tools
were acquired as necessary
No. 2 WORKS:
The first Taylorcraft assembly
shop which became the Tiger
Moth repair section.
No. 3 WORKS:
A small component repair shop
- part of “Sheffields” garage at
Syston.

All this additional production
required more labour and floor
space, and created a mushroom
growth effect on the capacity
available in 1940. Four “Super
Robin” hangars were installed at
Rearsby and the airfield extended
to cater for the Hurricane and
later Typhoon flight-testing.

No. 4 WORKS:
At Mountsorrel, part of Allens
garage, used for Hurricane
component repairs.

Altogether ten production, repair
and stores units were taken over
in dispersed areas of Leicestershire as follows:

No. 6 WORKS:
The aerodrome and assembly
hangars for Hurricane, Typhoon,
Auster and Tiger Moth assemblies and flight shed at Rearsby.

No. 5 WORKS:
Part of the En-Tout-Cas works
at Thurmaston - used for
component repairs and salvage

No. 7 WORKS:
An ex-shoe factory at Syston
which became the main Auster
assembly shop.
No. 8 WORKS:
The woodwork shop at Syston
doing all Auster and Tiger Moth
woodwork repairs and new
production.
No. 9 WORKS:
A small experimental works at
Brookside, Syston.

No 6 Works at Rearsby in November 1941 when Auster production took second place (via Robert Wykes)
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No. 10 WORKS:
A raw material store at Syston
- rear of Wilkinsons garage.

Copyright © by the IAC
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those nearest the stove were
toasted, and others on the outer
parts were frozen. All suffered
from the fumes given off by
the coke stove. More room was
acquired in the cost office and,
as other buildings could not
be found, and wood was on
licence, some packing cases that
came from Russia with damaged
Hurricanes were used in the
extension.

Welding a fuselage frame

All the new premises, apart from
the new structures at Rearsby,
were requisitioned by the
Ministry and adapted for Auster
use. Labour was the next problem.
Skilled aircraft people were not
available in the Leicester area, so
that personnel were drafted in
from the Leicester and Melton
Mowbray districts to be trained.
The nucleus of skilled labour was
supplemented by poaching from
established aircraft firms. The
R.A.F. seconded some skilled
fitters, who were demobbed and
returned to civilian status for the
rest of the war whilst working for
Taylorcraft / Auster.
Other unskilled labour was
engaged and quickly trained in
aircraft work. Plumbers quickly
became welders; girls from the
hosiery works became fabric
workers; carpenters and cabinet
makers undertook the manufacture and repair of all woodwork
items. Automobile engineers
soon learned the skills of engine
and airframe fitting. Men and
women from upholstery trades
took over the production of
seat cushions and cabin furnishing. Sheet metal workers were
drafted in from local dust extraction manufacture and took over
the fabrication of cowlings etc.
Copyright © by the IAC

Dope and paint personnel were
recruited from the painting and
decorating trade. The stores
were manned by personnel from
various sources including shop
assistants and the like, who were
trained and adapted for stores
duties and stock recording. Many
of these operatives were directed
to the firm by the Ministry
of Labour from less essential
trades.
The main office was set up in a
large house and grounds called
“The Woodlands” on the outskirts
of Thurmaston. It housed the
accounts department, design and
drawing office, cost office, etc.
Some senior bank clerks were
drafted in to take charge of the
accounts and cashiers duties. The
cost office was manned by people
from warehouses as well as some
“bookie’s” clerks. Also some
retired men and women joined
in the war effort.
The design and drawing office
was a sheet asbestos building
which was erected in the grounds
of “The Woodlands”, skilled
draughtsmen and women from
other trades were engaged. The
cost office was an army type
wooden hut, heated by a single
central coke stove. In the winter
The History of the Auster Aeroplane

“Embodiment Loan” bonded
stores had to be set up at No. 2
and No. 6 works to house the
components which were required
in the repair programme. Main
manufacturers sent these parts to
R.A.F. Maintenance Units (M.U)
and replacement components
had to be demanded. These parts
were issued on a priority basis,
the main contractors having
first pick. Representatives from
Taylorcraft / Auster made weekly
visits to these M.U.s and with
a little persuasion could extract
the parts required to complete
the repair of aircraft, which were
held up. The embodiment loan
stores also housed the components for the Auster production
programme such as engines,
propellers, instruments etc.,
which were issued from government stores. All issues had to
be recorded and auditors would
make periodical visits to check.

Fabric worker covering
a wing.
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was not popular, although this
began an idea that the name be
another in the series - Hurricane,
Typhoon, Whirlwind - describing the fighter aircraft of the
period. Finally, the name “Auster”
- a Roman name for a warm
southerly breeze - was chosen,
and the Plus D became known as
the Auster Mark I.

Auster I LB282 c/n 153 served with 653 Squadron and 43 OTU.
Later it was converted to a civilian A/C as Plus D G-AHUG

At that time the attitude was
“let’s build some aircraft and
to hell with the paper work”.
Consequently, the records were
not always strictly accurate. It
was common for two engines to
be recorded for one aircraft, three
undercarriages etc. and switches
from one aircraft to another
after issue from the E.L. stores
was common practice. Some
parts then had to be “borrowed”
from friendly M.U. personnel
to make good these deficiencies
for the period of audit! All these
deficiencies were cleared up at
the final reckoning and a “cash”
settlement was effected to cover
the final shortages.
After the war all dispersed works
were returned to their owners,
apart from part of No. 7 Works
at Syston, which was used as the
machine shop, and, of course,
the hangars at Rearsby (No. 6
Works). Additional buildings
were erected at Rearsby to house
all the office staff. The design office
at “The Woodlands” was dismantled and re-erected at Rearsby.
During the time of this change
over the design and drawing
office staff were accommodated in
buildings at Ratcliffe Aerodrome
Page 12

pending the completion of the
re-erected building.
During the production of 100
Model Ds the Ministry of
Aviation Production requested
that the aircraft should be named.
The suggestion of “Icarus” was
rejected as the character in Greek
mythology crashed on his first
test fight! Similarly “Zephyr”
meaning gentle, warm wind,

The Auster Mk. I was found to be
underpowered in the hot climate
of North Africa. In other respects
the Mk. I had been operating
with success. The following is a
further extract from the ‘Journal
of Army Aviation’ 1966.
“The Auster I went into service
with 651 Squadron in August
1942 in time for the pilots to get
thoroughly familiar with it before
embarking for North Africa. This
was a more robust workmanlike
aircraft with a much improved
undercarriage and reasonable
brakes. The panel was sparsely
instrumented, but the layout was
neat and when flown solo the
aircraft handled quite well. It
was still underpowered.”

Army and Air Force maintaining Auster III NJ931 c/n 561 in Italy
17.12.43. The inscription reads “Wee Wattie” “La Pissa Del Padrone”. (The Trustees of the Imperial War museum, London.)

The History of the Auster Aeroplane
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In an endeavour to improve
performance a prototype Auster
II was built using an American
Lycoming 0-290 engine of 125
h.p. but due to the “U” boat
activity in the Atlantic at that
time, continuation of supplies
was doubtful, so that the Gipsy
Major engine was selected. This
engine had been used by De
Havilland in the Tiger Moth for
several years and supplies became
available. For the Auster III the
Gipsy Major was fitted with
aluminium cylinder heads and
dual fuel pumps were incorporated. The Tiger Moth relied on
gravity feed, which did not apply
to the Auster.
Deliveries of the Auster III began
in 1943. This was the first Auster
to have flaps, and by using the
first stage of the flap setting a
take off run of 70 yards was
achieved; with flaps down the
aircraft stalled at 30 m.p.h. The
ten-gallon tank of the earlier
models was retained since it was
deemed adequate for operational
duties of 80 minutes duration. It
is nostalgic to record that Lance
Wykes set out to demonstrate the
70 yards take-off in front of the
films attendance. The 70 yards
were measured and ALW’s car was
placed on the runway. Of course

Auster Mk III, awaiting delivery at Rearsby 1943

as always happens with publicity
stunts, he did not make it and hit
the roof of the car, which ripped
off one undercarriage leg. He did
successfully land the aircraft on
one wheel.
Another note from the ‘Journal
of Army Aviation’ 1966: “The Auster III came into service
in January 1943. 655, 656
and 657 Air Observation Post
Squadrons were formed at that
time and equipped with the
Auster III. The Auster III came
into service in Italy later that
year. There was no conversion
course and no pilot’s notes - only
the most newly joined pilot had

any experience of using flaps, but
we discovered their usefulness very
quickly. We found this aircraft,
which had a Gipsy Major engine
and large-track propeller, was
prone to land wheels first and
it was easy to lose your propeller
tips. This tendency was cured by
lashing 9 lbs of lead over the stern
post, and we all began to like the
aircraft very much, especially as
it had a short take-off and a good
rate of climb. It could be landed
very short indeed especially if the
“emergency’ flap position was
used. By and large the Auster III
was the best answer we had to our
needs during the war. However,
there was still no self starter and
no second seat.”

Damaged Undercarriage

Landing with Damaged U/C
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Auster V TJ 274 c/n 1357 which like so many of the type served
in the Far East
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AOP6 TW574 c/n 1942 in the marks of 661 Squadron

An Auster venture of the early fifties was the Model B4 Ambulance/Freighter G-AMKL c/n 2983 which was evaluated for military purposes as XA177 (Auster Aircraft Co via Barry Dowsett)

B4 instrument and radio panel (EW)
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In 1944 the Auster IV was built.
Now that the “U” boat activities were lessened by the convoy
system,
American
engines
became available, some on leaselend terms, and, therefore, the
Lycoming 0-290-3 was again
fitted to the Auster airframe.
The Mark IV had a much larger
cabin. The top longerons were
re-designed so that instead of the
continuous length in a straight
line from the rear wing pick up
position to the tailplane, it was
lowered at the rear of the cabin
area, so that the fuselage had a
“tadpole” appearance. This modification gave a much improved
rear vision. This is what an army
pilot thought of it, with acknowledgment to the ‘Journal of Army
Aviation’ 1966
“I left Italy in March 1944 and
by the time I had started instructing at 43 OTU the Auster IV was
in use. The nose of this aircraft
was much shorter than the Auster
III as it had a Lycoming flat 4
cylinder engine. Its all up weight
was greater consequently the
take off performance took a step
backwards. Landing however
was good and the engine proved
to be a real “banger”. It may be of
interest that the Lycoming engine
was not used by the Americans as
an aero engine; it was produced
to drive farmers’ water pumps
and electric generators.”
Later in 1944 several modifications were carried out on the
Mark IV and the Mark V was
produced. This aircraft had the
controllable trimming tab on the
port elevator whereas previous
marks had the trimming vane
as a separate item below the tail
planes. A full blind flying panel
was fitted as standard, and a tail
wheel replaced the old tailskid.
Tail wheels were also fitted retrospectively to the earlier marks.
Another extract from the ‘Journal
of Army Aviation’ 1966
Copyright © by the IAC
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“Some pilots thought the Auster
V the best operational aircraft
produced, although it tended to
float a long way on landing. The
climb away from take off was
good, but still no self-starter was
fitted. Many pilots remember the
long hours spent trying to start
the engine under hot conditions.
Certainly more Auster Vs were
built than any other mark, and it
was in service from 1944 to 1954
and used in a variety of ways.”
Throughout World War Two all
types of Austers gave yeoman
service to the Army in most
theatres of war. The exploits of
these aircraft and their pilots are
well described in an excellent
book titled ‘Unarmed Into Battle’
by Major General H.J.Parham
CB, CBE, DSO, and E.M.G.
Belfield MA, published by
Wykeham Press, Winchester
1956. (Reprinted in 1986 and
available from the Museum of
Army Flying at Middle Wallop).
After the war development of
the Auster for military purposes
continued. The Auster 6 used
the more powerful Gipsy Major
7 engine producing 145 h.p.
(equivalent to the civil Gipsy
Major 10/1). This aircraft had a
moulded windscreen to replace
the fabricated one with a flat
front as fitted to the earlier marks,
and wing fuel tanks of 32 gallons
capacity; also separate aerofoil
flaps slung beneath the trailing
edges of the wing. It was a two
seater with room for a heavy air
to ground radio beside the pilot,
and a swivel seat for the observer
in the rear cabin. Later to facilitate instruction, the Mark 7
allowed pilot and pupil to sit side
by side with full dual controls.
Also, to meet the demand for
more aircraft of this type, ten
Auster Mark 6s were returned to
Rearsby for modification to the
Mark 7 standard, but on account
of some minor differences these
Copyright © by the IAC

Another company venture was the Model S WJ316 from which
was developed the Mk 9 (Maurice Marsh)

were known as the Mark 10.
Another note from the ‘Journal
of Army Aviation’ 1966: “I first flew the Auster 6 in
Palestine in 1947, later in Korea
and Malaya. I had a high regard
for this aircraft. I found it to be
robust with a high serviceability
rate. VX13O sticks in my mind
as an outstanding aircraft in
which I flew 133 hours in 28
days, a record which stood for a
long time.”
Further aircraft for military
purposes were designed and
prototypes built in the 1950s
to replace the Auster 6 and 7.
The specification issued by the
Ministry of Supply for one of
these, the A2/45, originally

indicated a further development
of the Auster/Gipsy combination and, since other manufacturers had also been invited to
tender, the Auster Company
submitted a very modest tender
and were granted the contract for
the prototype. The specification
was the subject of many changes
during the design and build
period so that increases in weight
demanded a bigger engine. Finally
it became a far larger aircraft with
a Gipsy Queen 34 engine of 240
h.p. All the meetings between the
design team, Ministry officials
and military representatives were
carefully recorded, and a satisfactory price was secured for the
many changes in specification.
Only two prototypes were built
and no production followed.

Auster A2/45 2nd prototype Gipsy Queen August 1949

The History of the Auster Aeroplane
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The prototype A.O.P 9 WZ 662 photographed at Cranfield in
1988, is still flying (RSH)

Trials of this aircraft at Middle
Wallop and Boscombe Down
proved that it was not acceptable. Neither was the Heston twin
boom pusher, which had been in
competition.
Another venture by Auster in the
early 1950s was the B4 designed
to fulfil an ambulance/freighter
role. This was a box car type of
construction, capable of carrying
two standard stretchers, or being
used as a light utility aircraft for
liaison flights. It had a Blackburn
Bombardier engine, but after
trials the services showed little
interest in the project, which was
eventually scrapped.

In an endeavour to update
the Auster 6 and 7 the Auster
Company fitted a Bombardier
engine to a civil fuselage. This
was known as the Model “S”.
Also a Bombardier 180 h.p.
engine was installed into a Mark
6, and both these aircraft were
submitted for trials by the Army
Air Corps in 1951/2. The Model
“S” performance impressed, and
the Mark 6 conversion was also
of interest due to the possibility of re-engining the existing
aircraft. Both these aircraft were
evaluated at Middle Wallop
and as a result the Auster 9 was
developed. The resultant aircraft
was much heavier than the Model
“S” and the Mark 6 conversion

Mk.9 landing over the hedge at Rearsby
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with the consequence of some
loss of performance. This aircraft
had a Bombardier 180 h.p.
engine and differed in appearance from previous Austers,
having a dorsal fin and forged
aluminium under-carriage legs
with liquid spring shock absorption, which replaced the usual
type of bungees fitted to earlier
models. It also had hydraulic
assisted flap operation and toe
brakes and a metal covered
tailplane. It was the last of the
military Austers and production
continued until 1961, and was
in service throughout the world
until 1966.
Another venture was the construction of the Model “H” glider. It
was learned that in America a
Taylorcraft fuselage was modified
to a three or four seat glider for
training and operational duties,
so Auster emulated this project.
The lightest weight fuselage was
selected so the original Taylorcraft
import from America (G-AFKO)
was used for this experiment. A
bulbous nose was welded onto
the fuselage (which had been
stored) to copy the American
design, but this glider never flew.
Geoff Edwards did make an effort
to get it airborne and a power
glider cable haul was borrowed
but Geoff quickly realised that
he could not get airborne and
consequently the venture was
abandoned, and it did not
arouse any interest from military
sources, so it was abandoned and
scrapped. The same fate befell the
American project, which did not
proceed beyond the prototype
stage. Various other projects for
military purposes were investigated but did not proceed beyond
the drawing board.
In the late 5Os and early 60s,
when the helicopter looked as if
it was to replace the fixed wing
aircraft for the A.O.P. duties etc.,
a final effort was made by Auster
Copyright © by the IAC
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to produce the ultimate design.
An American Continental 0470 260 h.p. engine was fitted
to a Mark 9 (Mark 11 G-ASCC)
giving the aircraft a remarkable
rate of climb and performance
but, despite extensive demonstrations and trials both home and
abroad, the introduction of the
helicopter for A.O.P and other
Army duties denied the production of this excellent aeroplane.
The prototype is currently in
flying condition reflecting an
interesting chapter in Auster’s
history. The Auster Company,
having lost out to the helicopter, attempted to join this field
by designing a light helicopter
with rotor tip ram jet propulsion to specification HRT/144,
but it proved to be beyond their
capabilities. The contract for
this specification was eventually
placed with Fairey, but production did not proceed beyond
prototypes. Auster’s venture
did ultimately leave the ground
when it was hoisted up into the
hangar roof, where it was left
to rot. The expenditure on this
project exceeded £50,000 and
although to day this could be
considered as “peanuts”, this
hard earned money came from

B3 Target Drone (To Specification OQ3)

Auster’s private resources and
could well have been spent on
more lucrative projects. Other
helicopter projects were “toyed”
with by Auster types C2, C3, C7
and C8. These were envisaged
as using Rover gas turbines,
but they only achieved drawing
board status.
Another military project worthy
of note was a contract with the
Air Ministry to supply 250 pilot
less target aircraft to specification OQ3. This aircraft had a
span of six feet and was powered
by an ABC engine. It was cata-

pulted into the air from a special
ramp for gunnery practice and
was radio controlled in flight.
When out of fuel or hit (!) a
parachute was released to reduce
the repairs needed after hitting
the ground. Production took
place in the 1951/53 period.
After the completion of this
contract Austers conceived a
project (C9) for improving the
concept using a Villiers Talisman
twin two-stroke engine but no
interest could be raised from the
military who were then using a
much faster jet propelled target
aircraft, so no work was achieved
other than paper work!
The
military
production
programme,
which
was
supported by spares contracts,
repairs, design and modification,
came to an end in 1961. During
the period of 21 years all this
work had been the mainstay of
Auster’s production and revenue,
and contributed largely to the
civil programme, which matured
after the war.
A full list of all the aircraft types
produced is given in Appendix
II.

Beagle Auster Mark 11 G-ASCC Continental 0-470-260 engine
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Chapter 3
DEVELOPMENT OF THE CIVIL AUSTER
Towards the end of World War
II Lance Wykes was preparing
plans for the sale of civil Austers
for active peacetime flying. To
cater for the expected demand,
arrangements were put in hand
to find distributors and agents
both in the U.K. and overseas.
Regrettably he did not see his
plans mature for he died in an
accident when flying an Auster
IV on May 14th 1944 whilst
he was supporting the Leicester
National Savings Movement at
a ‘Salute the Soldier’ campaign
at the Abbey Park in Leicester.
It was the intention to show the
slow speed of the Auster when
compared with the Typhoon,
which was flown by Geoff
Edwards (chief test pilot at that
time). This was a severe blow to
the Company, which had always
relied on A.L. Wykes’ drive and
enthusiasm.
After the accident Frank Bates
became Managing Director,
Percy (Uncle) Wykes became
Chairman and Ken Sharp (who
had become a director in 1943)
supported them. After the war the
licence agreement with America
ended and the Company adopted
the name of Auster Aircraft. This
initially caused a little confusion
with the company Auster Limited
of Birmingham whose existence
was not known to Auster
Aircraft. The Birmingham firm
manufactured components for
the motor trade, which included
MG windscreens. This difficulty
was soon overcome by mutual
agreement. The directors then
followed Lance Wykes’ plans for
aircraft for the civil market.
It was decided to produce two
aircraft, one a 2-seater without
flaps, and another with 3 seats
Page 18

plus flaps. Enquiries were put in
hand to ascertain the availability of suitable engines. The firm
had very much in mind the need
for economy of operation, and,
therefore, decided on a 100 h.p.
engine for the 3-seater and a 75
h.p. for the 2-seater. This represented a big increase in the prewar 55 h.p. engine as fitted to the
early Taylorcraft Plus C which
was deemed to be adequate in
power and economical for flying
club use. De Havilland were
contacted about the availability of the Gipsy Minor engine,
but they said that this engine
was no longer in production. At
that time it was considered that
the Gipsy Major was too heavy
and too thirsty for use in either
aircraft. The supply of suitable
engines was always a problem
in the period 1947-60; the only
British engines available were
the Cirrus and the Gipsy, and
import licences were not easy
to obtain. De Havilland did
approach Lycoming in the early
1950s with a view of a licence
to manufacture in the U.K. but

nothing became of this. Rolls
Royce concluded a licence for
the manufacture of American
Continental engines in the late
1950s but this was 10 years too
late for Auster.
Several British concerns made an
attempt to design and produce
an engine based on the American
concept of horizontally opposed
four-cylinder type, and the names
of ‘Monaco’ and ‘Jamieson’ come
to mind. Morris Motors also had
a project to make an engine; the
idealistic specification was:- cost
£100, horse power 100, weight
100 lbs.! Coventry Climax did
install one of their “ground”
engines in an airframe for some
tests, but all their efforts came to
nothing. The forecast of demand
coupled with the cost of design,
tests and type approval, ruled out
any further progress. As there
was no British engine in the 75
h.p. range an import licence was
obtained to enable the purchase
of the A75-12 from Continental
Motors in America.

Probably the only common feature between Plus D G-AFWN and
the prototype J/1 Autocrat was the registration. Here it is shown
as a J/1 serving with Cambrian Airways Ltd. Note the horn balanced rudder which was not a feature of production Autocrats.
(Air Britain)
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formed metal stringers. This was
done to obtain some standardisation and so avoid the necessity of
two different standards in early
construction.
A competition was carried out
amongst the staff of Auster to
find a suitable name for these
two aircraft. Finally the 3-seater
became the J/1 Autocrat and the
2-seater became the J/2 Arrow.

Mk 5 J/1 G-AGOH at the Lincolnshire Air Museum

For the 3-seater the Blackburn
Cirrus Minor 2 90 h.p. engine
was specified (this engine being
a development of the Cirrus
Minor 90 h.p. as used in the Plus
D aircraft). A Model D aircraft
G-AFWN owned by Auster was
available, and it was decided
to rebuild this as the 3-seater
prototype. Actually the resultant
aircraft used nothing of the old
Model D airframe, but, nevertheless, assumed the registration
G-AFWN. A Mark V airframe
was used and the only major
modification was to remove the
cross bracing tube over the rear
cabin to give more headroom. A
moulded perspex windscreen was
incorporated instead of the Mark
V fabricated type. In submitting
a “modified” aircraft for C. of A.
approval it is probable that the
firm sought to take advantage of
the original 1939 approval, and
so avoid the stringent requirements for certification of a new
type. Moreover, the war record
of the Auster was recognised by
the Air Registration Board.
Concurrently,
Blackburn’s
obtained a Mark V airframe
from Auster in exchange for a
Cirrus Minor 2 engine, and they
did their own installation. Blackburn’s used the resultant aircraft
Copyright © by the IAC

G-AGOH for development flying
of the Cirrus engine. The work’s
flying club at Brough also used
this aircraft. To-day G-AGOH is
owned by the Leicester Museum
of Technology and is stored in
the Lincolnshire Air Museum. It
differs from the Auster prototype
as it retains the extended perspex
canopy and side windows characteristic of the Mark V, whereas
G-AFWN had the rear cabin
reduced slightly and the perspex
canopy faired in by a wooden
former and stringers to blend in
with the top fuselage structure.
The Auster G-AFWN was ultimately sold to West Germany,
becoming
D-EKOM,
and
returned to Rearsby in 1966 for
a complete overhaul.
Consideration was given to the
fuselage structure for the two
aeroplane types - the 100 h.p.
3-seat and the 75 h.p. 2-seater.
Originally the aim was to reduce
weight where possible for the
lower powered 2-seater, but
finally it was decided to adopt a
standard basic structure for both
aeroplanes. For the top canopy
and fuselage of the 2-seater
the fuselage was blended to
straighten the line between the
rear wing pick-up position and
the rear fuselage by lightweight
The History of the Auster Aeroplane

Still with the aim on economy,
one J/2 Arrow was fitted with a
Continental A65 engine. This
was known as the J/3 Atom, but
it was found to be underpowered
and did not proceed beyond the
prototype, which was eventually
converted to J/4 standard. Again
to save some weight the J/2 and
J/3 were originally fitted with
an undercarriage incorporating
small “doughnut” type wheels
and brakes. These brakes were
found to be ineffective so most
of the early production J/2s were
returned to the works for conversion to the standard J/1 undercarriage, wheels and brakes.
At this time a quantity of
Cirrus Minor 1 engines became
available, being surplus to the
Plus D aircraft, and this engine
was incorporated in the J/2
fuselage to create the model J/4
Archer. Therefore, three civilian
models were in production at
the same time, the J/1 Autocrat,
the J/2 Arrow and the J/4 Archer
(the name Archer was originally
given to the aircraft in Australia).
Some of the A75 engines in the
J/2 were boosted in power to
85 h.p. by modification to the
carburettors by fitment of alternative venturi and jets.
To introduce these aircraft to the
civil market distributors were
appointed in many countries.
In the U.K. it was decided to
put distribution in the hands of
the major motorcar distributors.
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had been paid for, a further two
aircraft were shipped.

J/2 Arrow G-AJAM c/n 2371 shows off its Continental engine
while being manoeuvred by tractor at its picturesque Temple
Bruer base ( Maurice Marsh)

Messrs. Shipside of Nottingham,
Loxham’s of Blackpool, Brookes
of Hereford, Prentice of Ipswich,
Arnold Wilson of Leeds and
Kennings were all amongst these
appointments. These appointed
distributors all signed agreements
to take a demonstrator aircraft of
each type, and forecast a requirement for sales of a number per
year. It was a common sight in
1946 to see Austers on display in
car showrooms.
Many Autocrats, Arrows and
Archers were sold both at home
and overseas in 1946/7, but
these models were found to
be underpowered for “hot and
high” operation in the tropics
and Australia. Since there were
a lot of 130 h.p. Gipsy Major
1 engines in Australia a new
airframe was evolved.
This was the J/5, which was
specifically designed for the
Australian market. The J/5 had
a sloping engine bulkhead to
enable a starter to be fitted, but
with the disadvantage that only
a ten-gallon fuel tank could be
accommodated between the
bulkhead and the instrument
panel (the standard J/1, J/2
and J/4 had a 15-gallon tank).
Consequently a ventral or “belly”
tank holding 13½ gallons was
Page 20

offered as an extra. There was no
fuel gauge to this tank. It was a
bit disconcerting for the engine
to stop when the “belly” tank
ran out, but a quick twist of the
fuel cock quickly re-started the
engine.
For the Australian market the
J/5 fuselages were packed by the
Auster woodwork section-two to
a case sardine fashion, with four
wings in another case. These were
all ARB released as approved
components. Assembly and
engine installation were carried
out in Australia and the C. of A.
obtained. Because the Australian agent (Kingsford Smith
Aviation Services of Bankstown)
had limited financial resources, a
rule was made that as soon as one
consignment on Sydney Docks

In 1946/7 it was difficult to
keep pace with the demand for
the J/1, J/2, J/4 and J/5 aircraft.
Customers were clamouring for
their aircraft, and in an attempt
to satisfy impatient clients,
airframes were often switched
from one client to another. This
sometimes lead to expensive
retrospective work to change
the specification to suit the new
client’s requirements. Some
‘phone calls from impatient
customers were inadvertently
received by the production works
at No. 7 Works, Syston, and a
typical conversation is recounted
as follows:
Customer:
‘When am I going
to get delivery of my Autocrat?’
Works Manager (a dour
Yorkshireman
Harold
Simmonite):
‘What’s
your
name?’
Customer ‘I am Prince Bira of
Siam’
Works Manager: ‘And I’m bloody
Oliver Cromwell!’
Of course, Prince Bira was the
prewar racing motorist who was
one of the notables waiting for
delivery and was one of the first

Auster J/4 G-AIZP c/n 2087 “Had a mind of its own”
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continued to fly. Cox was fined
£50 for negligent operation of an
aircraft.
The second incident took place
on 2/12/1950. Club members
Charles O’Conner and Cliff
Hayward took off in J4 G-AIZT
in the fading light of an autumn
sunset and failed to make Rearsby
in almost dark conditions and hit
a tree on the approach. Unfortunately both club members were
killed in the incident.
Damage to both the aeroplane and drawing office.

to qualify for a pilots licence after
the war.
Harold Simmonite was an officer
at the employment exchange
and Ken Sharp had almost daily
contact with him in his effort to
obtain skilled labour. When Ken
Sharp was made a director the
post of works manager at No 7
works became vacant and Harold
Simmonite said “What about
me” for this vacancy. This is how
Simmonite became manager at
No 7 Works in 1943.
Also in 1946 a quantity of Model
Ds ex-Army became available,
and these were bought back from
the Air Ministry, and completely
rebuilt. They found a ready sale
with the flying clubs.

On 19/11/1949 Pupil Cox started
the aircraft by hand swinging
with the throttle wide open.
Consequently the aircraft GAIZP took off and on its own flew
around Leicestershire for over an
hour with no one at the controls.
It was considered that it should
be shot down at Wymeswold
but plans were altered when the
aircraft ran out of fuel. It nearly
made a good landing on a farm
field near Melton Mowbray, but
the tail wheel caught on a barbed
wire fence and so tipped on its
nose.
The farmer and his wife who
had a son in the RAF thought it
was he on a flying visit! G-AIZP
was repaired at Rearsby and

1947 proved to be a disastrous
year for Auster. It was a severe
winter and in February there was
considerable snow. The drifting
snow completely cut off the road
to the aerodrome from Rearsby
village, in spite of attempts by
Reg Hill to keep the road clear
by use of the firm’s tractor and
a borrowed snowplough. This
equipment had to be abandoned
and was left buried in frozen
snow up to six feet thick for
three weeks. The workers from
Leicester and Melton Mowbray
areas had to walk over a mile
across the fields to get to work,
and it is good to report that there
was very little absenteeism. The
canteen, with difficulty, supplied
hot soup and bread for the midday meal. It was not known how
the soup was made or from what
ingredients! Eventually German

Also in this year the Auster Flying
Club was formed. Frank Bates
initiated this and made me the
secretary. There were many pilots
in the Auster team and they gave
their services free for instruction.
Later fully approved instructors
were available including Trevor
Howard.
Many pilots had their early
instruction at Rearsby and some
are still flying. Two incidents are
worthy of note:Copyright © by the IAC

Auster “Sharps Special” c/ 1660 G-AGPS destroyed in gale at
Rearsby
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J/1B Aiglet G-ARBM c/n 2792 served in Kenya and Somalia before returning to the UK (J.M.G.Gradidge)

prisoners of war (yes, they were
still here in 1947) dug out the
road to allow transport access to
the works.
On March 16th a hurricane hit
the aerodrome with winds up
to 100 m.p.h. with the consequence that nearly all the aircraft
picketed outside were blown
over. Some were actually lifted
up in the wind - pickets and all
- and two landed on top of the
drawing office. A total of 72
aircraft, which were tethered
outside, (customer’s aircraft,
company owned and new
aircraft) were damaged and some
written off. Although insurance
covered the cost of repairs this
event did delay production when
customers were waiting.
One of the aircraft written off
was G-AGPS. This was built by
the experimental department
without Design’s approval. There
were no drawings - it was the
“baby” of Ken Sharp who was
trying to demonstrate improvement in access by moving the
bottom lift strut attachment to
the front undercarriage pick-up
point. The aircraft was flown
only under experimental conditions, and it never qualified for a
C of A. After the “write off” the
project was abandoned.
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Later in 1947 the Company
found itself in serious difficulties. Production had been
geared to the sales forecasts by
the distributors and a moving
line had been installed in the
assembly hangar. The so called
“contracts” for annual sales could
not be enforced. Once the initial
orders had been supplied the rate
of production was far in excess of
sales requirements, and storage
space had to be found for over
100 unfinished airframes. Orders
for bought out parts, including
engines from Blackburns, had to

be cancelled with considerable
liability and it became necessary
to reduce the labour force.
An incident arose during the
late 1950’s when two executives from Cessna Aircraft from
America came to Rearsby when
they were looking for a European
manufacturing base. Frank Bates
who by this time had no enthusiasm for aircraft manufacture,
could not foresee a European
market for the sales potential to
justify the expenditure involved
in this change over to metal
aircraft. So the Americans went
away and eventually fixed up
with Max Holst in France later
Reims Aviation who successfully
undertook the manufacture of
the Cessna and later produced
the Reims Rocket which did
achieve limited sales.
Therefore Rearsby lost out on the
potential follow up. It is significant that Dicky Bird after this
time left the company with a view
to switch to a metal aircraft.
In 1950 five new directors were
nominated from senior executives of the Company. These
were Mr. A. Harman (Finance),
Mr. R.J. Porteous (Sales), Mr.

A floatplane version of the J/5G Autocar, SE-BYT c/n 3083 was
operated by AB Stockholms Aero from 1954 to 1965 (Auster Aircraft via Barry Dowsett
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to Auster. These were completely
refurbished and found a ready
market.

Auster Model J/5K Aiglet Trainer G-AMMS

R.E. Bird (Design), Mr. A.G.
Inwood (Production) and Mr.
A.V. Hitchman (Commercial).
A policy was adopted to control
production at a slower rate and
to minimise development costs
of the civilian models.
At that time a considerable
quantity of Gipsy Major engines
became available, and many
of these were purchased from
disposals and other sources. In
an effort to use up the stored
airframes the J/1B Aiglet was
designed. This had a J/1 fuselage
and wings with a Gipsy Major
engine which was modified by
the fitment of double scavenge
pumps to match the oil cooling
system. A larger fin and rudder
were incorporated to improve
directional stability. Later the
J/1N Alpha appeared, which
was virtually the same airframe
as the J/1B, but to save costs the
oil cooler was dispensed with.
This effected some considerable
savings in cost as the modification to the engine oil scavenge
system was not required. The
resultant aircraft was cleared for
C. of A. to operate in temperate
climates only. One disadvantage
in the design of the J/1B and
Copyright © by the IAC

J/1N was that a starter could not
be fitted without major structural alterations to the front
bulkhead and fuel tank. This is
why so many J/lBs and J/lNs are
still hand started.
Over 100 modification kits
enabling owners to convert
their J/ls to J/lNs were supplied
worldwide. The kit included new
fin and rudder, engine mounts
and cowlings etc. Gipsy engines
were available commercially and
propellers were available to order.
In the period 1946/50 over 100
Auster IVs and Vs were released
by the Air Ministry and sold back

The Auster Autocar was the
next design, appearing in 1950.
This utilised the J/5 fuselage,
identified by the sloping engine
bulkhead, a wider rear cabin to
accommodate the pilot and three
passengers, wing fuel tanks and
a more rounded dorsal fuselage
shape achieved by using wooden
formers and stringers. Various
engines were used in this model.
The J/5B had a Gipsy Major 1,
the J/5G a Cirrus Major III (155
h.p.), the J/5P a Gipsy Major
10 (145 h.p.), and only one,
possibly the best, the J/5V with
a Lycoming 0-320 (160 h.p.).
This last one off aeroplane is still
airworthy and is owned by an
International Auster Pilot Club
member.
Further permutations of the J/5
fuselage were used in the design
of the Aiglet Trainer, a semiaerobatic aeroplane with a smaller
wingspan of 32 ft. The J/5F had
a Gipsy Major 1 engine and the
J/5L a Gipsy Major 10. Only
one aeroplane was fitted with
the Cirrus Major III engine. This
became the J/5K. G-AMMS,
which previously had been fitted

Auster Model J/5V G-APUW Autocar

The History of the Auster Aeroplane
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nents, not one he could not see
through!
These early difficulties were
quickly overcome by more
comprehensive stocks of spares
being held by agents, some on
“consignment” terms.
The repair section was continuously employed with C. of A.
renewals, repairs and modifications. Whilst this was a very
competitive field it was considered that the volume of spares
consumed outweighed the lack
of profitability on the labour rate
employed.

Auster Model J/5K Aiglet Trainer cockpit layout

with a Gipsy Major 1, was used
for this installation.
Whilst all these marks were
in production at Rearsby the
complementary product support
and spares supply was not
neglected. A first class spares
department at Rearsby aimed
to dispatch orders on the same
day as received. To this end they
held their own stocks of spares,
whilst major or unusual requests
could quickly be met from the
main production stores. All
agents, both home and overseas,
were encouraged to purchase
a “recommended” parcel of
spares, but this could not cover
all urgent requirements which
required dispatch from Rearsby.
Some difficulties were experienced in satisfying all demands.
One instance was a request
from Perth, Western Australia.
The spares controller at Rearsby
advised the customer to contact
the Australian agent in Sydney
and it was not until a further
communication from Perth
revealed the fact that Sydney
was about 3000 miles away! The
Auster owner rightfully remarked
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‘How would you like to obtain a
spare for your car from Cairo?’
In the U.K. London to Glasgow
is considered a long way, but
this is only “down the road a
bit” compared with distances in
Australia.
Another instance was a requirement for a windscreen and
the packing department had
a problem, whether to put a
label on the screen and mark it
‘A.O.G.’ (aircraft on ground)
and ‘fragile’ or to pack it. The air
freight people would not accept it
unless it was securely packed, so it
was decided to pack it in a robust
case. Consequently the air freight
charge was more than double the
value of the component.
It was the practice to polish
all the transparent panels and
to cover them with a rubber
solution coating for protection
during storage and transit. This
rubber coat could be peeled or
washed off after installation. One
customer from overseas returned
all his panels and stated that he
required transparent compoThe History of the Auster Aeroplane

In the period of reduced aircraft
production after 1947 it was
evident that the Auster Company
would have to diversify if they
were to keep their labour force
intact. Many avenues were investigated to find some work. Saw
benches designed to work off
tractor power were tried to meet
a requirement from farmers;
potato scales for the Lincolnshire
potato fields were attempted;
another project was to try to
make a caravan. All these ventures
failed.
At that time we took on the
manufacture of items for the
textile trade, particularly for the
knitting wool people manufacturing, stainless steel dyehouse
tanks for the firm of Patons and
Baldwins as well as stainless steel
dye sticks for holding yarn in the
vats and bins for holding slivers
of wool in stainless steel bins with
balanced spring loaded platforms
to avoid breakages when transferred from vat to bins.
Frank Bates pointed out that
this manufacture was not in the
articles of association and insisted
that all further transactions were
transferred to the sister company
of Crowthers Ltd with whom we
were closely associated.
Copyright © by the IAC
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Another incident occurred when
we were approached by Leicestershire County Council to repair a
footbridge over the A607 road at
Thurmaston. An overhead crane
had damaged this bridge and as it
had been designed and manufactured by an aircraft firm, Austers
,were asked to carry out the
repair. A gang was sent out to do
the work which was adjacent to
the sister firm of Crowthers Ltd.
Frank Bates saw the work being
carried out and asked “What the
hell is going on”. When it was
explained that this was a respectable exercise he was satisfied.
After all these years the County
Council has been warned that
the bridge is of aluminium-based
materials and needs constant
inspections for corrosion.
Many efforts were made to try to
break into the automotive field,
but visits to the main motorcar
companies were abortive due to
the “dragons” of female receptionists, whose sole job appeared
to be to stop representatives from
getting in touch with engineers
and buyers. The difficulty was that
Auster could not offer a product.
They had only skilled men and
existing machinery. It happened
that one of the team (Bernard
Higgins) who was trying to find
work had a brother at Rootes,
Coventry, in a senior position,
and, as a result of this nepotism,
the opportunity was gained to
supply the steering column gear
change for the Hillman Minx.
First attempts to make this unit
were costly and it took some
while for operatives who were
aircraft trained to adopt the
commercial techniques. Later
this unit was supplied to Austin,
followed by components for
the Land Rover. Once reliable
continuity of supplies had been
achieved to these car makers,
further enquiries were received
from other automobile manuCopyright © by the IAC

Auster 5 PH-NEO c/n 1802 of “Aero-Voice” carries another form
of aerial communication- strut-braced underwing neon tubes for
night advertising

facturers - Morris, Ford and
Vauxhall and a very successful
section of Auster was separated
from the aircraft works for this
voluminous source of manufacture (it should be noted that this
section of the firm still existed
as a prosperous company on
the Rearsby site under the name
of Rearsby Automotive subsequently Adwest until 2002. The
site is now Rearsby Business Park
the home of a number of local
companies.
Various aeroplane design projects
were undertaken in the 1940s.
One that matured into a flying
aircraft was the Avis, a four door,
four seat model with a Gipsy
Major 10 engine. It was an unsatisfactory aircraft. It was later
modified with a detachable side
panel to allow easy access for a
standard stretcher for ambulance
use. A fractured crankshaft on
the last test flight caused the
project to be abandoned. Les
Leetham was the pilot who
landed the prototype in a field at
Queniborough without damage
to himself or passenger, but the
aircraft was damaged beyond
repair.

The History of the Auster Aeroplane

Many modifications were carried
out to the Auster types during
the years of production, some
to improve flying performance
and others for special roles.
These included ski landing gear,
cross wind landing gear, float
installation, deck landing gear,
message pick-up, long range
fuel tanks, cable laying, as well
as such items as blind flying
panels and navigation lights.
The Auster performed a unique
range of duties including aerial
advertising by under slung neon
lights or towed banners, glider
towing, ambulance duties and
aerial photography. One innovation was the installation of a
public address from the air - skyshouting. One incident is worthy
of note. When the sky-shouting
modification was successfully
proven. The popular press were
invited to witness a demonstration. The journalists were wined
and dined and Ranald Porteous
proceeded to demonstrate the
capabilities and potential of this
installation. Next morning the
papers said: “This man shouts
from the air. THIS MENACE
SHOULD BE STOPPED” and it was. Ranald Porteous was
properly deflated. The Auster did
operate successfully in all these
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for De Havilland and some
product support for the early
‘Comet’ jet airliner.

One of the Austers to be equipped with sky shouting speakers was the prototype Mk5D G-AJYU c/n 2666 here shown at
Rearsby in June 1951 (Maurice Marsh)

tasks and under every extreme
of climatic conditions, having
accompanied Antarctic expeditions and tropical exploration
with equal versatility.
Aircraft were also adapted for
agricultural roles. Crop spraying
and dusting were carried out
with success, and many aeroplanes were sent to such places
as the Sudan for spraying the
cotton growing areas, and for
locust control in various parts of
Africa.
One trial installation is worthy of
note - the “Bonmartini” undercarriage. This was an Italian
design consisting of a four wheel
bogie in tandem on each undercarriage leg with a caterpillar type
tyre covering all four wheels, the
idea being to enable the aircraft
to manoeuvre and even take-off
over undulating ground conditions and to traverse ditches
and the like. The installation
was intended to apply to even
bigger aircraft but the Ministry
of Aviation decided to try it on
the Auster.
The first test flights were undertaken by Ranald Porteous who
executed a quick turn after
landing, with the result that
the tyres came off the wheels
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and were damaged. Ranald was
accused of sabotaging the effort,
but after all he was “testing” it. If
it had been adopted it would have
had even more rough treatment.
Later tests were carried out with
John Radford and Les Leetham
as pilots, who treated the installation with more respect. Their
efforts were suitably rewarded
by the Italians, but no further
installations were effected and
the project was abandoned.
Further aircraft work was undertaken in the 5Os and 60s for
other aircraft manufacturers.
Components for the Boulton
Paul ‘Baliol’ were sub-contracted
to Auster before it was finally
cancelled. This was followed by
parts for the ‘Provost’, ‘Prince’
and ‘Sea Prince’ for Huntings,
and components for the ‘Dove’

The requirement for agricultural aircraft for the spreading
of phosphate in New Zealand
was reported, and, therefore,
Auster’s chief designer, Mr. R.E.
(Dicky) Bird was dispatched to
New Zealand to ascertain the
requirements and potential. Mr.
Bird reported to the directors
on his return to the U.K. and
subsequently the idea of the
B8 Agricola was born. Auster’s
previous experience of agricultural use with adaptations of the
Auster formed a good starting
point. In retrospect it does
appear that very little market
research was carried out. The
New Zealand potential was overestimated and other parts of the
world were not thoroughly investigated. The directors decided to
proceed with the development
after some doubts had been
expressed by some of the senior
executives, who were more in
favour of further development of
the Auster theme.
The Agricola first flew in 1956
after correction of some defects
shown up on early test flights.
One of the defects was insufficient aileron control due to lack
of area, so that the rear of it had
to be “cranked” to accommodate
the increased aileron span. It was
intended to redesign the rear spar

Auster Mk 6 with Bonmartini undercarrage

The History of the Auster Aeroplane
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firm of Crop Culture on the Isle
of Wight initiated a requirement
for an improved version for their
operations with “Micronair”
spray units. For this requirement
the J/1U Workmaster came
into being. This was a specifically strengthened airframe of
the J/1 type, which was fitted
with a Lycoming 0-360 180 h.p.
engine. This aircraft gave satisfactory service in many parts of
the world.

The prototype B.8 Agricola G-ANYG / G-25-3 c/n B.101, which
first flew in December 1955, shows its dusting capabilities (Auster
Aircraft Co via Barry Dowsett)

for later construction but this was
never achieved. It proved to be an
acceptable aircraft for this specific
operation. Bristol Aeroplanes in
New Zealand were appointed
sole agents for the market, and
they placed a “contract” with
Austers for a quantity of fifteen
B8 Agricolas. Production then
commenced after intensive flight
trials under simulated conditions. The first four aircraft
were delivered to New Zealand
in 1956 and operated successfully in both phosphate distribution and spraying roles. At
that time the subsidy which
previously had been available
in New Zealand for this type
of application was withdrawn,
and concurrently other aircraft notably the Fletcher of American
origin - were being imported and
subsequently assembled in New
Zealand.
The result was that the so-called
contract for fifteen aircraft was
cancelled after seven aircraft
had been produced. Therefore,
production ceased forthwith
and the balance of the “bits and
pieces” were sold to New Zealand
to support the few aircraft which
were in operation. This was a
Copyright © by the IAC

severe blow to Austers after having
invested a total of £250,000 in
the project. This capital had been
carefully accumulated in the
profitable ventures in previous
years it should be noted that the
last flyable Agricola is now in the
hands of Cliff Baker at Carr Farm
who is in the process of rebuilding it to flyable condition (See
Chapter 10).
Civil Auster types modified for
agricultural use achieved limited
success in the 5Os and 60s. The

In 1959 when aircraft production was proceeding on a reduced
scale, Auster was approached
by O.G.M.A. (Oficinas Gerais
de Material Aeronautico) in
Portugal, who were looking for
a light training/communications aircraft to replace their
100 Chipmunks which had
been made under licence from
De Havilland. The required
aircraft was to be a side-by-side
two seater but capable of seating
up to three, and powered by
a Lycoming type engine. The
first approach by O.G.M.A.
was to America, but it appeared
that the American manufacturers were not interested. As
there were a number of Austers
flying in Portugal at that time an
approach was made to Auster.

The last airworthy Agricola ZK-BXO flies over Masterton in December 1985 with Alan Keate in charge (John King)

The History of the Auster Aeroplane

Page 27

Development of the Civil Auster
prepared - the 3-seater was designated J/1Y (later D5/160) and
the 2-seater D4/108. During the
early days of the contract some
difficulties were experienced.

Another agricultural Auster was the J/1U Workmaster F-OBRZ
c/n 3507 operated in Mali (APN)

The J/2 Arrow was selected as a
suitable 2-seater and the J/1N
the 3-seater. The requirement was
for Lycoming engines and the 0235-Cl 108 h.p. and the 0-360
160 h.p. were selected as suitable
power for the proposed aircraft.
Originally Lycoming would not
supply the 0-235 engine as it was
out of production at that time,
but the emergence of the Piper
Colt helped to re-establish the
production of this engine.
The requirement by O.G.M.A.
was for a licence for manufacture in Portugal and complete
manufacturing details, including

drawings of tools, jigs and components, as well as specifications of
materials, manufacturing operational details and other instructions were needed. The licence
would authorise the manufacture of the aircraft by O.G.M.A.
to be utilised only in continental Portugal and their overseas
provinces. Negotiations were
carried on between O.G.M.A.
and Auster together with the
Portuguese agents, and a successful contract was signed on 4th
November 1959. The original
contract was for 20 complete
aircraft - fifteen 3-seat and five 2seat. The prototype aircraft were

The unique D4/108 G-ARLG c/n 3606, which was built from
a spare J/4 airframe, operates on a group basis in Sussex
(M.R.Smith)
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Firstly, one of the original J/1
aircraft in Portugal was involved
in a crash during a “whooping
cough cure” flight, and technicians from both O.G.M.A. and
Auster carried out a thorough
investigation. It was traced that
the aircraft had been involved in
a previous crash, and that some
spar damage had been overlooked
when it was repaired. Nevertheless, metal spars were added
to the specification and Auster
developed and fitted aluminium
extruded metal spars to replace
the spruce spars.
Secondly, whilst Ranald Porteous
was testing the D5, witnessed
by the chief pilot of O.G.M.A.,
the wooden propeller (made by
the Airscrew Company) disintegrated. Ranald, of course, put
the plane down without further
damage, but this led to the
necessity to fit metal propellers
to both the D4 and D5. Suitable
metal propellers were obtained
from McCauley in America.
The third hiccup was due to the
fact that the only pair of wings
with metal spars were involved
in a fire in the paint shop at
Rearsby. To enable test flying to
continue a pair of standard wings
with wooden spars were fitted to
the prototype. A review by the
aeronautical press mentioned the
wooden spars so that an explanation accompanied by photographs of the fire was needed to
allay O.G.M.A.’s fears.
After these setbacks the two
aircraft were test flown and
approved by the A.R.B. and
Certificates of Airworthiness
obtained in April 1960. Deliveries to Portugal were made during
Copyright © by the IAC
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Portuguese Air Force Pilots in
1961. The earlier sets of parts in
1960 were collected by air from
Langar airfield, and the rest were
shipped. During the period of
the licence both at Rearsby and
Alverca (O.G.M.A.’s H.Q.) a
strong bond of friendship was
formed between executives from
Beagle and their counterparts in
O.G.M.A.

Auster D6/180 G-ARDJ

the period July to October 1960.
These were boxed and shipped to
Portugal.

40 sets in 1962
28 sets in 1963
28 sets in 1964

Included in the licence agreement
was the requirement for 150 sets
of materials for manufacture and
assembly in Portugal. The first
year’s requirement was for four
sets of raw materials and parts for
the D4/108 and thirty-three sets
for the D5/160. Subsequently
further sets were supplied for the
D5/160 only as the D4/1O8 was
found to be a little underpowered, and the performance of the
D5 was preferred. These additional sets of parts were delivered
at the following rates:-

A team of technicians from
O.G.M.A. visited Rearsby in
1960, and all the necessary
information to manufacture
and assemble was passed on to
them. Tooling was duplicated in
Portugal from the information
obtained by these technicians.
Certain tools which were difficult
to duplicate in the time scale
available were made at Rearsby
and shipped to Portugal. In
order to meet the urgent demand
for Angola, and as it was judged
that the Portuguese product
would not be ready in time, ten
further D5/160s were ordered
by O.G.M.A. and flown out by

CS-AND is an example of an OGMA built D5/160
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The first D5/160 completely
manufactured and assembled in
Portugal was test flown in 1962.
Further aircraft were completed
at the following rates: 20 in 1962
50 in 1963
30 in 1964
20 in 1965
20 in 1966
10 in 1967
To meet a requirement for more
power for the D5/160, particularly for agricultural purposes,
five modification kits were
supplied to enable O.G.M.A. to
build five D5/180 aircraft from
the sets of parts already supplied.
Auster were complemented by
O.G.M.A. on the reliability of
all the technical information
supplied, and for the deliveries,
which were all made on time.
The supply of spare parts to
Portugal after the contract had
been completed continued until
1970. Many local modifications
were fitted to the aircraft by
O.G.M.A. to suit the conditions
in which they were occupied in
Angola and other African territories. A light stretcher for casualty
evacuation and a conversion for
supply dropping in emergency
conditions were among the
modifications evolved.
Also O.G.M.A did arrange for
other modifications and installations which Auster did not want
to know about such as apparatus
in the rear cabin to allow small
anti personnel bombs to be
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with a fixed pitch propeller. The
aim was to achieve a selling price,
which would ensure favourable
competition with the Pipers and
Cessna’s of similar specification
and performance.

Auster built D5/160 CR-LFJ c/n 3653 was delivered crated to
OGMA in July 1960 and saw service eith the Portugese Air Force
before demob in Angola (MAP)

released in single or clusters for
use against the insurgents in
Angola and Mozambique. This
practice would be in breach of
Austers export Licence!
This was before Portugal decided
to declare these areas which had
caused them considerable difficulties beyond their control.
Whilst there were many design
modifications to the Auster
aeroplane investigated during
the 1950s, one project, the C6
Atlantic, is worthy of special
mention. It was developed
speedily, and following an
outstanding effort by all depart-

ments, the fuselage was prepared
in time for display on the Auster
stand at the S.B.A.C. Show in
1957. The Atlantic featured a
new oleo type tricycle undercarriage and wider doors for easy
access to both front and rear seats.
A Continental E-185-10 engine
was installed in this aircraft.
After the Farnborough Show on
its return to Rearsby a pair of
Autocrat wings were fitted and
test flying commenced. The early
flights were encouraging and
indicated the makings of a really
good aircraft. Two models were
projected - the “Windsor” being
the deluxe variant with a VP
propeller, and the “Winchester”

The future of the Atlantic was
the subject of many meetings of
the directors. An estimate was
prepared of the projected development costs, which included
design, stress analysis and
experimental construction, tool
design and manufacture, publications for flight and maintenance manuals and pilot’s notes,
A.R.B. fees and flight testing.
This expenditure was in excess
of £100,000 so that the sale of
300 aircraft represented the
break-even point. Some market
research was undertaken by
the sales department, but the
figures were disappointing, and
maximum sales were envisaged
as probably 100 at the most.
After the B8 Agricola debacle
the finances of Auster were at a
low ebb, and as outside financial
help was not considered, it was
reluctantly decided to abandon
the project.
At this time a division of
personnel took place, Mr. A.
Harman and Mr. A.G. Inwood
taking positions on the automotive business side, Mr. A.V.
Hitchman remaining on the
aircraft side at Rearsby, and
Messrs. Porteous and Bird joined
the Beagle team at Shoreham.

C6 Atlantic G-APHT c/n 3447 undergoing tests at Rearsby
(via I.W.O’Neill)
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The Beagle Auster Company and Beyond
Chapter 4
THE BEAGLE AUSTER COMPANY AND BEYOND
In 1960 Bristol Aircraft merged
with the British Aircraft Corporation. Mr. Peter Masefield (later
Sir Peter) decided to leave Bristol
Aircraft to seek another company
where he could continue to
develop his ideas for a light twinengined executive aircraft as the
British Aircraft Corporation
showed no interest in this project.
At the same time the Pressed
Steel Company of Oxford, who
had been operating their own
fleet of business aircraft satisfactorily for some time, were looking
for other projects. They were
already into transport with car
bodies, buses and lorries, and
had encroached on the rail
transport field by development
of the “Road Railer” which was a
link between road and rail. At
that time they were in a very
satisfactory financial position,
and were able to invest in further
projects. Mr. Peter Masefield
approached Pressed Steel and
persuaded them to back his
project for a light aircraft.
The next stage was to establish a
base for aircraft manufacture. As
the only light aircraft manufacturers in the U.K. were Austers at
Rearsby and Miles Aircraft of
Shoreham both firms were
approached. The Auster directors
(those that were shareholders)
agreed to the takeover, and subsequently Miles Aircraft was
absorbed. The parent company
was named British Executive and
General
Aircraft
Limited
(BEAGLE). The Rearsby branch
became Beagle-Auster and the
Shoreham base Beagle-Miles. A
design office at Shoreham was set
up to further the design and
development of the twin-engined
aircraft, which Peter Masefield
had started to investigate at
Bristols.
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The Miles team continued in
their designs for a light twin
four-seater, the M218 and M242,
and a single-engined version the
M117. These designs included
some experimentation with the
use of plastics and fibreglass for
weight savings and economical
costs. Rearsby design office
continued their support for the
Auster designs, which were, then
in production. The contract for
the Auster Mark 9 and the Portuguese contract for the D5/160
and D4/108, together with kits
of parts, were still current. It was
envisaged that the Beagle twinengined aircraft would not be
designed and cleared for some
time and it was, therefore,
decided to continue to supply
and develop the Auster as an
interim measure pending the
availability of the Beagle range.
At that time, between 1959 and
1962, Auster and Beagle-Auster
bought back from the Air
Ministry several batches of the
AOP Mark 6 and 7, which were
then available for disposal. It was
the aim at Rearsby to obtain a C.
of A. for these aircraft with a

minimum of alteration and cost.
This was achieved by fitting a
larger fin and rudder, together
with a new quadrant to restrict
flap movement. This work was
done by Frank Horridge working
at Lasham with the co-operation
of Auster. The resultant aircraft
was a robust tug for glider towing
and a useful aircraft for flying
clubs. It was the practice at
Rearsby for the aircraft to be sold
at £995 each. Each individual
aircraft was stripped as necessary
and re-built with minimum cost,
and was given the name
‘Tugmaster’ Mark 6A. However,
this utility product, together
with the name ‘Tugmaster’, did
not give the Beagle Company the
image they sought. It was, to use
their term, “debasing the coin of
the realm!”
Therefore, a new concept was put
in hand to refurbish the airframe
to a more improved standard.
The Terrier 1 (A61) was the first
model, being an improved
version of the 6A Tugmaster, and
finally the Terrier 2 appeared.
The alterations included a new
instrument panel and trimmer,

A61/2 Terrier G-ASAE c/n B.611 at Rearsby in 1962 where it
operated with the Airways Aero association for just over three
months (APN)
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The D6/160 and D6/180 were
also developed from the D5 series
with the Autocar type fuselage.
The engines were either the
Lycoming 0-320 or 0-360. Only
five aircraft of this type were
built.

D5/180 Husky G-ATMH c/n 3684 still works for its living with the
Devon and Somerset Gliding Club at North Hill (RSH)

improved seating and aileron
controls, larger tailplane surfaces,
a silencer and re-positioning of
the aerofoil flaps. This became
the A61/2 - Terrier 2. When this
revised specification was finalised,
the next question was - how long
before flight? Gerry Inwood, who
was then in charge of the experimental department at Rearsby and as he had considerable experience
in this type of work - estimated a
time of 4-6 weeks. This was not
acceptable to Beagle and,
therefore, the work was transferred to Shoreham, much to the
chagrin of Rearsby. It was
Rearsby’s intention to fit the
Alpine type tail surfaces, but
Shoreham designed and fitted
completely new and larger
components. History reveals that
no time was saved in this transfer
of work.
The resultant aircraft was heavier
than the original with the consequent loss in performance.
Instead of the Tugmaster scheme
of repairing and re-building one
aircraft at a time, all the airframes
were stripped and put into a
pool; damaged components were
scrapped instead of being
repaired, and erection proceeded
on an assembly line basis. It is
ironic to record that an average
of 1,706 man hours were
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expended on the Terrier 2,
whereas 933 man hours were
recorded to build the Mark 6
aircraft from raw materials in
1947. Auster limited the manhours to a maximum of 400 in
repairing and re-building the
Tugmaster. Consequently, the
Terrier programme incurred
considerable losses to the
Company. A quantity of 104
aircraft were obtained from
disposal sales, and at the end of
the Terrier programme only 80
were re-built leaving a balance of
24 carcases, which were “reduced
to produce”. These ended up as
part of the Auster sale to Hants
and Sussex Aviation.
The Auster D5 produced for the
Portuguese contract was further
developed into the D5/180
Husky, a robust workhorse with
an outstanding performance, but
only fourteen were built, one at a
time, to special order only, so
that no assembly line techniques
could be used with the result of
uneconomical production. In
June 1967 a paper was put before
the board of directors showing
the losses already incurred on
this aircraft, and recommending
that production be discontinued
unless a minimum of twelve
aircraft could be produced in
correct economical conditions.
No more Huskies were produced.
The History of the Auster Aeroplane

The final civil aircraft to be built
at Rearsby was the A109 Airedale.
Rearsby were keen to resurrect
the C6 Atlantic project which
had shown such promise, but
this was overruled and the design
of the A109 proceeded. The
engine chosen was the Lycoming
0-360 and a tricycle undercarriage was incorporated in the
design. The fuselage had two
doors, one for the front seats
from the starboard side and one
on the port side for the rear seat
passengers. Many thousands of
man hours were expended on the
design and building the
prototype. Weekly meetings were
held and alterations to the specification inevitably led to increased
weight, which affected the
projected performance. Double
thickness perspex was specified
for all the transparent panels and
much soundproofing was incorporated, no doubt with laudable
intentions. When it was pointed
out at one of the design progress
meetings that the increase in
weight was resulting in a 2-seater
aircraft, it was stated that “we
will firmly bury our heads in the
sand”. The first batch of production aircraft were found wanting
in performance, and, therefore,
the early aircraft had to be
returned to the works for
stripping and re-building to a
lighter standard, again with the
consequence of considerable
losses in both labour and scrapped
materials.
Beagle were determined to
display the Airedale at the 1961
Farnborough Show, but this was
not permitted whilst an American
Lycoming was installed. Since
Copyright © by the IAC
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works ceased to function due to
changes in the motor car industry
and now all the buildings are
being offered as separate units for
industry.

Beagle Auster A109 Airedale prototype G-ARKE

Rolls-Royce had just obtained a
licence to manufacture the
American Continental engine,
permission was sought and
granted to display it with a RollsRoyce Continental engine. As
both Rearsby and Shoreham were
judged too busy to accommodate
this engine change at such a late
date, the job was given to
Marshall’s of Cambridge. The
Continental G0-300-E (imported
from America!) was satisfactorily
installed in time, but the cost was
quite out of proportion to the
prompt achievement of demonstration flights. The break-even
production figure was projected
when the development costs of
the Airedale were known, and
this proved to be when the 567th
Airedale was sold. Since, in fact,
only 43 aircraft were completed
the loss on this project can be
envisaged.
All the losses by Beagle on the
various Auster projects were to
some extent mitigated by the
continuous progress on the automobile side of the business, and
also the completion of the Portuguese contract, the supply of
Auster spares and the volume of
work carried out by the overhaul
and repair section, and the
completion of the military Mark
9 and spares.
Copyright © by the IAC

In 1966 the Pressed Steel
Company was taken over by the
British Motor Corporation, and
later by British Leyland, and as
£5-6 million had already been
invested in the Beagle project,
they decided to withdraw. They
sold their interests in the aircraft
business to the Government for
£1,000,000 whilst the automotive side of the firm was retained.
Later British Leyland under their
rationalization programme decided to dispose of this section,
and a consortium of Rearsby
Automotive executives (some
previous Auster employees)
bought the firm from B.L. This
firm was the subject of another
takeover by Adwest Driver
Systems, in early 2000 these

Many Austers from all parts of
the world were running out of
engines. The Gipsy, Cirrus and
the old Lycomings were running
out of permitted operating hours
and overhauls were getting more
difficult and expensive. Therefore,
a scheme was evolved to enable
the D5s 160 engine to be fitted
to existing airframes. One modification was for the J/1 type with
the straight bulkhead behind the
engine, and the other for the J/5
series with the sloping bulkhead,
but due to the pressure of work
then in being on new Beagle
projects, this plan could not
materialise. However, outside
assistance by Bert Page and B.
E.A. apprentices resulted in the
successful conversion of an A61
Terrier to a Terrier 3 by the
fitment and approval of the
Lycoming 0-320. This same
engine was fitted to a Mark V
airframe by Mr. M. SomertonRayner (later Major, Army Air
Corps). He also fitted and
obtained approval for the conversion of a Mark 9 to take a
Lycoming 0-360. Also RollsRoyce converted an Auster J/4 to
take the 0-200-A Continental

A109 Airedale PH-SFA c/n B.533 spent its four year life in the
Netherlands (J.M.G.Gradidge)
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Britten Norman and so on who
passed into history after being
taken over by the conglomerate
or ceased to exist.

One of the many Austers given a new lease of life with a newer
type engine is Mk.5/150 G-ALXZ c/n 1082 which was fitted with a
Lycoming O-320-A2B in 1965. It continues to operate as a glider
tug at Old Sarum.

engine. Many other engine
changes were effected throughout the world, which speaks well
for the Auster’s reliability and
strength after many years of
operation.
Beagle at this time had three
design teams; one operating at
Shoreham on the Beagle B206
twin-engined 8-seater and the
projected B121 single-engined
2-seater ‘Pup’, and the B125
military trainer ‘Bulldog’. The
second team at Shoreham were
working on the Miles designs,
the M218, M242 and M117,
natural progressions from the
successful Gemini and Messenger.
Also some capacity at Shoreham
was involved in the development
of the Wallis WA-116 Autogyro,
which was being tested for
military purposes. The third was
the Auster team at Rearsby who
were still working on the Auster
variants and modifications.
It was evident that Beagle did
not have the capacity to deal with
all these products from either the
design, experimental, construction or production angle. It was
decided not to proceed with
either the Miles designs or to
consider any further development of the Auster types.
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Therefore, all efforts were directed
to concentrate on the Beagle
projects, the B206, B121 and
B125. When this decision was
reached the names of Auster and
Miles were deleted from the
Beagle Aircraft name heading,
and both works were to operate
under the name of Beagle Aircraft
Limited. So another two names
of aircraft pioneering firms were
lost, and joined such famous
companies as De Havilland,
Avro, Blackburn, Sopwith,
Shorts, Boulton Paul, Bristol,
Hawker, Supermarine, Vickers,
Brooklands, Fairey, Percival,
Folland, Hunting, Handley Page,

In 1968 there was a change in
the Beagle directorate - a Government nominee, Mr. N. Meyer,
was appointed as managing
director, and Mr. Peter Masefield
became chairman, It was found
that having two bases 150 miles
apart was not conducive to
economy, and it was considered
that Rearsby should be closed,
but capacity for the planned
Beagle production could not be
found under one roof. Therefore,
Beagle decided to dispense with
the services of three senior executives, Peter Brookes, Ranald
Porteous and Ambrose Hitchman.
At the same time in order to raise
some money and create more
floor space and stores accommodation for the projected Beagle
aeroplanes, it was decided to
dispose of Auster. A few concerns
expressed interest in the Auster
project, and eventually Hants &
Sussex Aviation, who operated
from Portsmouth Aerodrome,
bought the whole Auster project
including
stores
holdings,
drawings, technical information
and tools for the sum of £35,000.
Hants & Sussex Aviation had

Beagle B206 G-ARXM Being flown by Peewee Judge
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Beagle Pup HB-NAA

been involved with maintenance
of Auster aircraft and Gipsy/
Cirrus/Lycoming and Continental engines for some years. Mr.
A.V. Hitchman joined Hants &
Sussex at this time and took over
the manager’s position to look
after the Auster project. This
lasted for three years, which was
a viable proposition for H. & S.
The building used to house the
Auster project was a hangar previously used by Airspeed and De
Havilland during the war. This
building had an earth floor and
was referred to as the “Dirt
Hangar.” A concrete floor was
installed with steel racking and

Interior mock-up of Beagle Pup

workbenches. The tops of the
racking formed a base for a top
floor to house all the technical
information and drawings. The
remainder of the disastrous
Terrier programme, namely
fuselages and wings, were stored
at White Waltham. Other
components
lift
struts,
undercarriages, tail surfaces, etc.
were re-conditioned and added
to the approved stocks and found
ready customers. H. & S. had
some association with White
Waltham in 1969, and only a
nominal rental was arranged for
the space occupied by these
spares. Later White Waltham
increased the rental to commer-

Current home of the “Auster Project” is Carr Farm at Thorney
near Newark. The Austers in view are J/1Ns G-AJAS c/n 2319
and G-APTR c/n 3392
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cial levels, and a heartbreaking
task was imposed to liquidate
these stocks. Buyers could not be
found at the time so disposal was
effected to “rag and bone”
merchants, and some to a firm at
White Waltham for a very
nominal sum, for use in film
mock-ups and the like. The
economics of housing these
components at say £1,000 per
annum could not be offset against
potential sales at that time. No
doubt these major components
could be in demand to day. H. &
S. did consider building some of
these spares into complete
aircraft, having some Gipsy
engines available, but this could
not be recommended after the
Beagle Terrier debacle.
After that period in 1971 H. &
S. were taking over from RollsRoyce the complete Gipsy engine
support business, and room had
to be found to house this. It was,
therefore, decided to sell to R.F.
Saywell at Shoreham, who looked
after Auster for a further three
years or so, before selling to
Precision Engineering at Syston,
who in turn sold to C.J.Baker,
Carr Farm, Thorney, Newark,
Nottinghamshire, who still holds
Austers and continues to supply
required spares. (See chapter 10
for more details)
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Chapter 5
IN RETROSPECT
An examination of the financial
status of the Auster Company at
various times in its development
suggests that at no time was it on
a sure footing independent of
military contracts. Its final
demise was not solely related to
financial factors operating against
economic aircraft production in
the late 1960s, but also stemmed
from many years of building light
civil aeroplanes whose considerable development costs were not
reflected in their purchase price,
but partly paid for by the simultaneous development of aircraft
for military contracts. In retrospect the following factors are
pertinent in consideration of the
company’s early success and
subsequent decline.
(a) There is no doubt that the
outbreak of war in 1939
saved the original Taylorcraft
Company from bankruptcy.
(b) The military contracts for
design and supply of A.O.P.
aircraft and spares support
until 1960 subsidised the
production of civil aircraft.
(c) Since the basic American
Taylorcraft design concept
was adhered to for all the
years of civil Auster producDate

(d) Apart from the Autocrat,
Aiglet and Autocar series,
the production of other
models did not achieve the
break-even point. Small
profits were made on civil
aircraft, whilst the supply of
spares, the production of
military aircraft and production of automobile parts
formed the major source of
profit.
(e) The design, testing and
introduction of a completely
new aircraft is a very costly
exercise; this led to the
decision not to proceed with
the C6 Atlantic, also the
uneconomical production
of the Airedale and the
Agricola.
These factors prove it cannot be
considered as a viable proposition to design and manufacture
light aircraft in this country
without the support of Government subsidies. Some questions
have been asked in recent years as
to the prospect of building
Austers again, but as most of the
tooling has now been scrapped
there does not seem to be any

Type Man Hrs Direct Labour Costs

10.6.47

J/4

612.00

6.6.47

J/2

585.00

3.1.47

J/1

679.00

20.2.53 J/5F 1131.00
4.12.53 J/5G 1060.00
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tion costs, design costs were
kept low.

£90.00 av. rate 3/per hour (15p)
£85.00 av. rate 3/per hour (15p)
£101.00 av. rate 3/per hour (15p)
£220.00 av. rate 4/per hour (20p)
£215.00 av. rate 4/per hour (2Op)

Raw
Material
£92.00

viable project in this proposal. It
may be of interest to record some
of the costs at Rearsby when the
aircraft were in full production.
The table illustrates some typical
costings and shows the direct
labour costs at the dates indicated.
The overheads varied from year
to year, and it was a practice to
use a rate of 200% so that an
hourly rate of about 10/- (5Op)
was applicable to the 1947 period
and 12/- (6Op) for the 1953
period.
It will be seen that even if an
arbitrary figure of 1500 manhours was considered for production from minimum tooling,
with an engine at a figure of
£1,000 the cost at to-day’s rates
(say a garage rate of £10 per
hour) would be in excess of
£18,000 which could not be
considered viable.
Members of the International
Auster Pilot Club own and fly
cherished restored aircraft which
are carefully maintained and kept
in flying condition, and “Chicken
Coop” stored airframes are
continuously being rebuilt with
many “labour of love” hours to
keep the Auster as a vintage flying
aircraft for many years to come.

Bought Out Parts

£249.00 including engine
@ £100 prop. @ £17
£91.00 £293.00 including engine
@ £155 prop. @ £13
£100.00 £536.00 including engine
@ £371 prop. @ £15
£201.00 £704.00 including re-conditioned engine @ £290
prop.@ £64
£207.00 £820.00 including engine
@ £40 prop. @ £64
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Sub- Contract
£39.00
£39.00
£32.00
£17.00
£24.00
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In The Beginning
Chapter 6
IN THE BEGINNING AT TAYLORCRAFT AND AUSTER
by K.G. Potterton
No doubt hundreds of people who
have read some of the amazing
epics of our AUSTER Machines
in Africa, Italy, Normandy and
other theatres of War know of the
origin of this little aircraft which
has given such splendid service
to our combined forces since
that fateful day of September 3rd
1939.
But first of all, let me take you
back to the days of peace, the
Summer of 1938, when, after a
hard week’s work in the factory
or office, the weekend offered an
opportunity to tear oneself away
from the turmoil of City life and
enjoy the charm and restfulness
of our Countryside. Although
the thought of War was far from
our minds the population were
becoming extremely air minded
and Flying Schools which had
sprung up all over the country
were kept exceedingly busy trying
to cope with the ever increasing
demands of people who wanted
to fly.
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It was during this period that
the late Mr. A.L. Wykes first
conceived the idea of forming a
Company to build aeroplanes, but
this meant an enormous amount
of planning and discussions
and it was not until a meeting
between Mr. A.L. Wykes, Mr. F.
Bates and Mr. P. Wykes that the
foundations were completed and
a Company formed to deal with
the various difficulties arising out
of so bold a venture. It was as a
result of this meeting that the
decision was made for Mr. A.L.
Wykes to go to America to find
a suitable machine and purchase
the rights to produce it in this
country.
In the Autumn of 1938 Mr. A.L.
Wykes sailed for America and
very little was heard from him
until his final decision was made.
This eventually came in the form
of a Cablegram which informed
us that he had accomplished his
task and instructed us to obtain a
factory and the necessary labour

The History of the Auster Aeroplane

to produce “Taylorcraft” Aeroplanes. The production rights
which had now been purchased
from Messrs. Taylor, Young &
Fairchild Airplane Co., later
information also informed us
that the main Fuselage Welding
Jig, Undercarriage and various
other jigs were ordered and
delivery was promised for early
in the New Year (1939). The
remaining tools and jigs were to
be made by us, and instructions
for the layout of the factory and
production method, which was
to be on the “line” principle,
were also given. This then, was
the “Birth” of Taylorcraft in
this Country and it was during
this period (February 1939)
that I first joined the Company.
The Factory, which had been
acquired, was undergoing alterations; builders, electricians, etc.,
working frantically to complete
their tasks before the arrival of the
jigs, which had been despatched
from America and were duly
delivered in February.
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Several more weeks passed while
modifications to drawings were
carried out strengthening the
Airframe and other components to enable us to produce
an Aerobatic Machine and also
conform to the standard requirements laid down by the Air
Regulations Board.

ing of spruce bars, built up metal
ribs, fabric covered: Dunlop
wheels and New Hudson Brakes
were fitted to the Split Axle type
Rubber Cord Shock Absorbing
Landing Gear and the power
unit was a 55 H.P. 4 Cylinder
horizontally opposed Lycoming
Engine.

During this time jigs were being
checked and final adjustments
made to the layout of the factory
while raw materials, which by
now had started to arrive, keeping
our storemen very busy.

The enclosed Cabin, which was
extremely comfortable, gave
quite a car like appearance,
being fitted with dual joystick
type Control Columns and side
by side seating. The rear view
was also greatly improved by
window lights in the cabin roof;
these obviated that “Blind Spot”
so often overlooked by other
Aircraft Manufacturers.

But at last everything was ready,
and on March 28th, 1939 the
first production machine (GAFNW) was underway.
But before I overrun my story,
I would like to mention the
personnel which did so much to
realise these ambitions. Although
Mr. A.L. Wykes would come
along and say “It’s easy laddie”
(this was a typical remark of
his) it didn’t prove quite so easy.
Difficulties were overcome by
sheer grit and a spirit of determination which was so prevalent
with this grand team in these
early days. It was with this spirit,
and the technical capabilities
of Mr. Ray Carlson, the Chief
Engineer of Messrs. Taylor,
Young & Fairchild Airplane Co.,
who came over from America
to help us overcome these early
“teething” troubles, that this very
arduous task was accomplished.
The machine, which had been
christened the “TAYLORCRAFT PLUS,” was a high
winged monoplane. The fuselage
and tail units were welded steel
tube structures throughout and
fabric covered. The mainplanes,
which were attached to the top of
the fuselage, were braced to the
lower longeron by steel tubular
“V” struts, the structure consistPage 38

On May 5th 1939, the first
machine was completed and
ready for Test Flying. This was
exactly 5 weeks and 3 days after
we started production and we
think we may very well claim that
never before had a new aircraft
been produced in this Country
in such breath-taking time.

The machine was finally assembled
at Ratcliffe Aerodrome and
although we all felt triumphant
it was an anxious little crowd
who were present to witness the
first flight. However, Mr. Wynne
Eaton, the test pilot, soon set
our minds at ease when, after
the take of, he proceeded to put
it through its paces, returning to
earth with a beautiful three point
landing to inform us that it flew
“like a bird.”
During the next few months
machines continued to come off
the production line; the growing
demand from the Aero clubs for,
the English Taylorcraft meant
that by the end of August we had
increased our output to three
complete Aircraft per week.
But, the War Clouds were now
piling up heavily on the horizon.
The precarious thread on which
the Damoclean Sword was
suspended over civilisation finally
broke on that fateful day of
September 3rd 1939. That was,
however, an eventuality we had

The first plane produced by Taylorcraft Aeroplanes (England) Ltd.,
had its inaugural flight at Ratcliffe to-day. The top picture shows
the machine and below are, left to right: Mr. G. Wynne Eyton
(test pilot), Mr A. L. Wykes (managing director), Mr. Ray Carlson
(works superintendent), and Mr. J.Hunter (works manager).
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always taken into account, and
we had always concluded that if
the worst happened there must
be a big and immediate demand
for Taylorcrafts for training, for
communications, for reconnaissance or as observation planes.
That is where we were wrong!
Up to the outbreak of hostilities,
the Taylorcraft was being increasingly used by the Flying Clubs
for the training of Pilots for their
Class `A’ Certificate, and in fact
the Clubs were generously subsidised by the Government for
that purpose. We naturally felt
Justified in anticipating that this
training by the Clubs, having
regard to the potential war
demand for Pilots, would not
only be maintained but substantially extended. To the surprise
of everybody, and especially
to the Clubs and Taylorcraft,
immediately War broke out the
ban went forth - No more civil
flying or training. Well, that was
just too bad for Taylorcraft! But
why worry, we thought! We had
an established modem Aircraft
Factory, planned and equipped
on up to date lines for mass
production of a tried and highly
successful light Aircraft, and
obviously (or so it seemed to us)
our full output would be needed
in view of the imperative demand
for a vastly increased Air Force.
It just sounded common sense,
but that is where we were wrong.
It all seems very strange now,
in view of subsequent developments, but then the Government didn’t want our planes, nor
did they want the aircraft parts
and components we could have
produced in large quantities!
They had no use for a factory that
could deliver the goods, and ours
was but the common experience
of many firms similarly placed!
We chafed, we kicked our heels
in enforced idleness, but we
maintained our key personnel
Copyright © by the IAC

and technicians, for we still
kept the faith. We badgered the
various Ministries until they got
quite annoyed with us, but to no
end, for the Ring in those days
was very close.

certain, but was held up pending
developments in France, which
were fastly deteriorating and
ended with their final capitulation in June. Again our hopes
were dashed.

Sometimes our hopes were raised,
only to be dashed. One Sunday
an urgent telephone message
came from the Air Ministry that
an important official would arrive
at the Aerodrome that afternoon
to witness a performance of the
Taylorcraft. “A.L.” then gave one
of the best displays of what the
Taylorcraft really could do. The
Officer was greatly impressed and
unstinted in his praise, and when
the plane was coming to earth
he remarked “Well, I’ve seen the
performance with my own eyes,
but I still don’t believe it!”

But at last, after twelve months
had been wasted, contracts
started to arrive making it
necessary to open new factories
to cope with our ever increasing
commitments.

An order for five Aircraft resulted!
The Civil Taylorcrafts we had
supplied to our customers were
also requisitioned for Service.
On another occasion the
prospects looked good for a
Contract from the French Air
Ministry. A Count, representing
the French Government, made
a special journey to investigate
the possibilities of our machine,
but alas, the worst snowstorm
of the winter had covered the
Rearsby Airfield deep in snow.
This looked like a tragedy, and
“A.L. “ who was in London, was
notified that a take off would be
impossible. He wired for skis to
be fitted, but was informed they
could not be made and fitted in
time. Nothing was impossible
to “A.L.” and he wired that the
skis were to be made and fitted
ready for him to fly the next
day. (I remember this incident
extremely well, being one of the
persons to stay all night to make
these skis.) The skis were on in
12 hours; the demonstration
duly took place, and was highly
successful. A Contract seemed
The History of the Auster Aeroplane

On February 22nd 1942 the
Taylorcraft Section moved to
No.7 factory, which was to be
the birth place of the “AUSTER”
and the next few weeks saw us
engaged in laying out the factory
and making general alterations
in readiness for the Contract
which duly arrived in April. The
first machine was completed on
April 29th, and test flown on
May 7th, less than three months
after we had moved into our
new premises. This, as anyone
will realise, is quite an accomplishment, but I will say this,
and I’m quite sure I’m not alone
in making this statement, that
I really think those first three
months on Auster Machines were
the biggest nightmare I’ve ever
experienced since I first joined
the Company. Very few people,
unless they were with us at this
period, can realise the amount of
difficulties which were encountered.
Raw materials at this time
were a constant headache, 6
months delivery being the
minimum which manufacturers could guarantee, this meant
our Progress dept., had a hectic
time; begging, borrowing and
almost stealing from any source
they could lay their hands on.
New personnel had to be introduced and modifications which
were coming through almost
daily only added to the already
confused state of affairs. But
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in spite of all these setbacks we
always maintained a good heart
and deliveries were always made
to schedule.
The machine itself was itself
developed from the Taylorcraft
Model “D” and was fitted with
a 90 H.P. Cirrus Minor Engine
and complete wireless Transmitting & Receiving Set, which,
coupled with it’s short take off
and low landing speed, made it a
remarkable success for the A.O.P.
requirements.
It soon became evident, however,
that sterner duties would be
imposed upon it. To meet this
case the question of increasing
the load capacity without sacrificing performance became of
first importance, and in view of
this some valuable experimental
work with flaps was applied to
an Auster I, the result being that
the take off run was reduced still
further and the landing speed
still slower; also another machine
was fitted with a 130 H.P. Gipsy
Major Engine and, by the combination of these two experiments,
the distinctly successful Prototype
Auster III was produced. On
the 12th December 1942 when
the last Auster 1 went down the
line its successor, the Auster III,
stepped into the breach.
This machine, with its phenomenal take off of only 70 yards
with full military load which
included armour plate, wireless,
transmitter and receiver was an
immediate success, and as very
few snags were encountered in its
early stages, production was well
underway by the end of January
1943.
With the introduction of the
Auster III we thought we should
be able to get down to a really
long production run, but on
February 1st., we were requested
by M.A.P. to look into the possibilities of a still further improvePage 40

Auster Mk III general assembly drawing

ment to the rearward view of
the machine. This could not be
done to the existing fuselage,
and a redesign was `inevitable.
This proved satisfactory and
we were instructed to proceed
immediately with a “flying mock
up”. This machine, which was
later known as the Auster IV,
completed its initial flight trials
on the 4th June 1943. But it was
not until after a number of alterations had been carried out that
the finalised version (MT454)
was successfully test flown, on
July 22nd 1943. In this machine
some distinctly new features were
introduced, the Power Unit of a
130 H.P. 4 Cylinder horizontally opposed Lycoming engine.
Ventilation was also improved by
the introduction of an effective
system of Cabin Heating and
Cooling by which temperatures
could be balanced to cope with
the extreme climatic conditions
under which these machines are

so often called upon to operate;
also, as a further demand upon
this machine in the way of
communication duties was
imposed, and a third seat was
introduced in the rear cabin
and the extended rearward
view with its domed plastic top
coupled with a number of minor
improvements soon made this
machine a marked success. The
initial planning of the Auster IV
was commenced on August 9th,
1943 and the first production
machine came off the `line’ on
December 31st, 1943.
Due to the extensive design
alterations, a number of snags
were encountered which resulted
`in the rather slow production
progress of this machine and
it was at this period in view of
the fastly approaching `D’ Day
(although we did not know) that
M.A.P. dropped their biggest
`Bombshell’ informing us that

Auster Mk III MT 438
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He could, and so often did,
make staggering demands of us,
but carried before his intense
interest and breezy enthusiasm,
such demands became reduced
to, well just jobs of work.

Auster Mk V MT 100

we must deliver 150 machines
in only 12 weeks. As anyone will
realise, this was quite a terrific
demand upon us and, in view
of the Auster IV which was only
undergoing its initial `teething’
troubles, it demanded drastic
action. A hurried meeting of
the Directors was called, which
resulted in Mr. A.L. Wykes
(Managing Director) taking over
Progress, Stores and Planning
and Mr. K. Sharp (Director)
taking over the management of
the factory with Mr. Simmonite
as his assistant. Mr Bignall of
the Ministry of Aircraft Production, came down and addressed
the work people explaining
the urgent necessity for these
machines, and by the end of those
very hectic 12 weeks we had once
again delivered the `goods’.
The Auster V machine, which
was the successor to the Auster
IV, first came on to the Production Line during this period.
This machine which was fitted
with complete Blind Flying
Instruments only differed from
the Auster IV in this respect, and
on May 4th, when the last Auster
IV left the factory this machine
stepped into the breach.
At last, when the future looked
much brighter and production
difficulties were rapidly being
overcome, we little realised
the tragedy that would so soon
envelope us. This happened on
May 14th, when Mr. A.L. Wykes
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was killed in a flying accident
while giving a demonstration during `Salute the Soldier
Week’.
To the reader I would like to give
a brief insight into the personality of Mr. A.L. Wykes but I
feel that I cannot describe him
more aptly than Mr. Bostok, our
Chief Designer, who writes the
following:“From the stage of the British
Aircraft Industry has stepped a
great figure. Out of our lives has
passed a great influence. When
A.L. Wykes formed Taylorcraft
Aeroplanes (Eng) Ltd., in 1938
he took a step which could only
have been taken by a brave
man. Between a fretful peace
and impending War he entered
the sharply contested lists of the
British Aircraft Industry”.
Of the man himself it is not easy
to write. His personality was of
an order which could not be
pigeon-holed as one of so many.
It was possessed of many brilliant
facets, each in itself a character in
itself. Perhaps one of his greatest
qualities was expressed in his
ability to make small things
big enough and great things no
longer portentous. He possessed
an unquenchable spirit which
made us believe with him that no
difficulty was insurmountable or
no task impossible.
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When he made his mind up
he did so swiftly, as a bird flies,
without looking back. Neither
did he forego his convictions
easily and mere theorising did
not impress him. Only hard rock
bottom proof would cause him to
change his view, and then his “I
guess you’re right, laddie” would
be something to listen to.
He loved to break a rule, not
for the mischievous pleasure of
doing so, but to create a new
standard. Before rules may be
broken, however, the rules have
to be known, and “A.L,” knew
the rules. He would cut across
an involved technical discussion
and lift the problem clean out of
it. Maybe another rule would be
broken, but there would be one
less problem to contend with.
Morally and physically he was one
of the pluckiest men the writer
has known. No risk deterred
him, and if grit and pluck were
needed to carry the day, it was
there in full measure. Those of us
who were privileged to know the
great heart that was in him will
treasure the memory, and feel
it an honour to have marched
with him. The organisation he
built up, the good will he created
`in doing so, and the service he
rendered his country will stand
as his living monument”.
To conclude my brief history
of the past very little more can
be said, and with the coming
of March 1945 the prospects of
Final Victory being won looks
extremely near, but, then again,
that is the future and who knows
what the Stars foretell.
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Chapter 7
BEAGLE DAYS
The true sad story of how the last attempt, nearly half a century ago, to revive Britain’s once-great
light aircraft industry came in the end to naught but wrangling, confusion and financial disaster.
Reproduced from ‘Pilot’ magazine, 1983
“The Beagles are coming — and
before long we intend that they
shall be in full cry.”
Peter Masefield, 1961.
In October 1960 the grandly
titled Air League of the British
Empire published their findings
on the British general aviation
industry (or more exactly the
almost complete absence of it).
“We have formed the opinion that
general aviation comprises sectors
of any nation’s total aviation
activities which are so important
as to jeopardise the remainder if
they remain too long neglected,”
they concluded. “We believe now
that the stage has been reached
when British aviation cannot
continue to prosper without
the support of a healthy general
aviation movement. Since the
war the Americans have been
free to exploit the world market
virtually unopposed. The government should encourage private
industry to enter the field of light
aircraft manufacture by placing
military orders for prototypes
and initial production batches.”
That same month Pressed Steel
announced plans for a new
subsidiary to design and manu-

facture a range of light aeroplanes
for home and export markets:
British Executive and General
Aviation — BEAGLE. Beagle was
the brainchild of Peter Masefield;
as managing director of the
Bristol Aircraft Company he had
proposed the formation of a light
aircraft division to manufacture
two designs initially: a five-seat
business twin which would also
meet an Air Ministry requirement
for a communications aircraft to
replace the RAF’s elderly Ansons,
and a single-engine tourer which
might eventually double as a
Chipmunk replacement for RAF
training.
Masefield had put his scheme to
the Bristol board in November
1959 but before any decision
could be taken the company
was merged into the British
Aircraft Corporation, whose
new emphasis was on heavy
commercial (VC-10, Concorde)
and military (TSR.2) projects.
Masefield left the company,
taking with him the rights to his
light aircraft designs.

Pressed Steel were enthusiastic
operators of a fleet of business
aircraft, had recently acquired
the lease of Kidlington Airport,
and were known to be seeking
means of diversification; thus
they seemed a natural choice to
bring the economies of largescale mass production to the
aircraft industry.
With Pressed Steel’s assurance
of financial backing and the
blessing of the Ministry of
Aviation Masefield’s immediate
task was to assemble a team with
design and engineering expertise,

With the renaissance of Britain’s
once-great light aircraft industry
his aim, he approached Pressed

Bristol 220
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Steel’s deputy chairman Mike
Bellhouse for financial backing.
Pressed Steel were profitable
manufacturers of car bodies for
the motor industry, and also
involved in production of railway
rolling stock and pressings for
domestic electrical appliances.
They had also manufactured subassemblies for Hawker Hunters.
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Sir Peter Masefield
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Miles M117 and M218 which were the basis for Beagle Models

and to find production facilities
where his dream might be turned
to reality. Bristol’s designer Ron
Woodhams had drafted much
of the preliminary work on the
Bristol 220/Masefield Twin, and
this project work formed the basis
for a detailed brochure for the
proposed Beagle ‘British Light
Executive Aeroplane’, which was
to be a five-seat twin powered by
two Rolls-Royce Continental O470-D engines, offering a 220
knot cruise over a 1,000 nautical
miles range with an 880 pound
payload. (The original document
is confusing here, quoting
the projected cruising speed
variously as 220 mph, 220 knots
and 230 knots.) The aircraft was
to be “fully acrobatic” and it was
emphasised that “no government
finance is required but the advice
of the Royal Aircraft Establishment Farnborough will be sought
to ensure that the latest thinking
in structures, aerodynamics and
propulsion efficiencies are incorporated in the aircraft”. Also
projected in the document was a
four/five seat 260-hp single using
the twin’s tooling.
In the summer of 1960 Peter
Masefield sent a copy of his
confidential proposal to George
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Miles, who with his brother had
established F. G. Miles Ltd at
Shoreham Airport, where they
were much involved with subcontract manufacturing for RollsRoyce on the Caravelle, Boeing
707 and Comet programmes.
They were also doing contract
design work for Bill Lear on his
Swiss-American Aircraft Corporation 23 executive jet, later to
become the Learjet. The Miles
brothers, who had a wealth of
light aircraft design and manufacturing behind them, were also
working with General Mining
of South Africa to market their
Student light jet as a trainer for
the South African Air Force. And
they had plans for a new range
of Miles light aircraft the M114
two/four-seat single and the M
115 light twin intended to replace
the Messenger and Gemini, with
high parts commonality and the
(then) revolutionary extensive
use of Fibreglass.
George Miles’ response to
the Beagle Twin proposal was
cautiously optimistic. “I like the
concept very much,” he wrote.
“There is a very large potential
market for the aeroplane, and it
should be supported by military
orders against the Anson replaceThe History of the Auster Aeroplane

ment requirement provided
the protagonists for a straight
jet communication type do not
carry too much weight. It should
sell sufficiently below American
prices to take the main market
away from such aircraft as the
Cessna 310, Piper Aztec and
Aero Commander other than in
the U.S. Even in America there
should be some sales, and the
Rolls-Royce (engine) cachet will
help. However 1 am not satisfied
that the weight estimate is entirely
objective (and) without knowing
the scope of the wind-tunnel
work or calculating from first
principles, the performance looks
rather optimistic by comparison
with known aircraft of similar
characteristics. To achieve the
brochure figures a very high
manufacturing standard and first
class detail design will be essential.
You have deliberately challenged
the Americans in a competitive
and highly developed field, and
I think the philosophy is sound,
since the market is proved and
tested. However, the price must
be attractive, which assumes
large production and a courageous financial policy. Given
these, British lower labour costs
and greater skill will ensure an
advantage; but there is no time
to lose, (and) good sales and
servicing organisations are vitally
important.”
No time was lost. Pressed Steel’s
deputy chairman approached the
Miles brothers with an offer to
buy their company. They were,
says George, “not terribly interested.” In July 1960 they had
submitted the M114/115 designs
to the Ministry of Aviation, and
were hopeful that the MoA
would provide financial support
for the development of the
M114 as a cheap trainer/tourer.
“We had high hopes of government support,” recalls George
Miles, “and although we saw the
advantages of being tied to a big
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profitable company, we did not
want to lose our identity.”
It was agreed that the Pressed
Steel bid should be allowed to
drop, and that a ‘technical liaison’
be formed with Miles, with the
Shoreham company contracted
to carry out the design and
manufacture of the Beagle twin
prototype while continuing to
develop their own light aircraft
designs independently — with
the possibility that Beagle might
be involved in their future
production and sales.
In the Midlands, Pressed Steel
were having better fortune. At
Rearsby, Auster Aircraft were
then the only British company
actively engaged in the series
manufacture of light aircraft.
Founded in 1938 to manufacture American Taylorcraft
designs under licence, Austers
were modestly profitable though
much of their profit came from
such activities as the manufacture
of car components. Auster had
suffered severely from the British
Army’s decision to concentrate
on helicopters rather than fixedwing aircraft, for AOP types had

long been their mainstay. They
had also suffered from the lifting
(in 1959) of import restrictions on light aircraft. An initial
trickle of Cessnas and Pipers
was rising rapidly to flood levels,
while Auster’s civil designs were
mostly outmoded variations and
unattractive alongside the svelte
products of Lock Haven and
Wichita. With no prospect of
military orders to provide capital
for future civil development,
Austers were ripe for picking,
and Pressed-Steel acquired
their entire issued share capital,
together with the Rearsby plant
and the considerable expertise
of many long-term employees.
Auster’s managing director Frank
Bates, whose practical allegiance
to labour-intensive steel tube
and fabric construction was
perhaps partly to blame for the
company’s lack of competitiveness, was apparently well-pleased
with the deal, confessing that he
“had never made a penny out of
new civil aeroplanes” anyway, and
that the only entirely new civil
type developed by the company
the low-wing Agricola plane
had lost them £110,000. Auster
were to continue with their

View of the Rearsby Works of Beagle Aircraft. Aircraft works in
the foreground and the Automotive parts manufacture across the
Gaddesby Road
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own product line the Lycoming
powered D series while a new
range of ‘Beagle-Austers’ were
developed.
With design, engineering and
production facilities assured, the
way was now clear for Pressed
Steel to announce (on 7th
October 1960) the formation of
BEAGLE, with Mike Bellhouse
as chairman, Peter Masefield
as managing director, Frank
Bates as deputy chairman of
the Beagle-Auster division, and
Pressed Steel’s managing director
Joe Edwards also on the board.
The new company’s name,
so conveniently formed by a
slightly-modified acronym of
its full title, was a gift for punmaking aviation journalists.
Columns abounded with talk of
Beagle “scenting for business”,
for “new litters of Beagles being
born”, and “guards being needed
for the kennels” — presumably
lest the wily foxes from Wichita
came sniffing around.
Initially, little was revealed
of Beagle’s production plans,
although Pressed Steel’s chairman
Alexander Abel-Smith confidently predicted that the Beagle
executive twin would sell for
£20,000, and that components
for this and other aircraft might be
made at the company’s Linwood
plant. Peter Masefield foresaw
development at Shoreham,
including a hard runway (only
now being installed, 22 years on)
and employment for up to 800
staff there.
The ‘executive twin’ ex-Bristol
220 was to be the keystone of
the new company, whose eye
was firmly set on the vital Anson
re-placement contract for the
RAF. Miles were charged with
designing, building and testflying the prototype in time for it
to appear at the Farnborough Air
Copyright © by the IAC
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Show in 1961 — less than eleven
months away. “You can be assured
of a really exceptional effort on
our part.” Fred Miles reported to
Mike Bellhouse in mid-October,
“Work has started with great
enthusiasm, and a willingness to
use all the hours there are to get
a prototype to Farnborough next
year. It is wonderful to feel this
atmosphere again.”
But as work began on the Beagle
twin the Miles brothers noticed
that their previously optimistic
relationship with the Ministry
of Aviation suddenly went cold,
and in November 1960 they
learned that government support
for the M114/115 would not be
forthcoming unless F. G. Miles
Ltd was merged with a company
of better financial standing.
Some observers believed that this
government decision may not
have been entirely unconnected
with influential Pressed Steel’s
frustration at the rebuff received
at their initial approach to buy
out Miles. Whether or not this
was true, George Miles admits
that the news “changed our ideas,
and we started serious negotiation, and eventually agreed

a formula with Peter Masefield
and Pressed Steel/Beagle for the
transfer of the company except
for those parts not involved
with aviation.” Although the
Miles brothers were not in a
strong position (it being likely
that their own aircraft projects
would founder without government backing), negotiations very
nearly broke down. “We felt the
price they were offering was too
low,” says George Miles; “but at
a final meeting with Edwards,
Bellhouse and Masefield we were
within a margin of agreement,
and we tossed a coin for the last
£5,000 of the purchase price. I
won, and I still have that florin.
I soon greatly regretted having
won!”
To Miles’ surprise, the instant
they left the boardroom Peter
Masefield issued a pre-prepared
press release describing the acquisition of F. G. Miles as “the logical
movement of the manufacturing and technical liaison further
consolidating and strengthening
Britain’s re-entry into the world
markets for light and executive
aircraft.” It had clearly been an
offer he knew the Miles brothers

were not likely to refuse.
There were now three ‘arms’ to
Beagle: Beagle-Auster at Rearsby,
with a design office led by
Marcus Langley, which would
concentrate on developing the
Auster range of high-wing types;
Beagle-Miles at Shoreham, with
George Miles as chief designer
and also technical director of the
entire Beagle concern, concentrating on the executive twin
prototype and development of the
proposed new Miles types; and
what was then known popularly
as ‘Masefield Beagle’, with a
design office at Shoreham led by
Peter Masefield’s former Bristol
colleague Ron Woodhams, who
was to be appointed as Beagle’s
chief designer. In addition the
services of Professor A. D. Young,
a respected aerodynamicist at
London University’s Queen Mary
College, and Professor Misha
Black of the Design Research
Unit (who styled, among other
prestigious projects, parts of
the QE2) were retained, and a
technical department established
at RAE Farnborough.

Examples of Beagle’s stylish advertising from early 1960s
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Beagle Auster Terrier built from Army Auster AOP 6s and 7s,

Auster C6 Atlantic on S.B.A.C stand Farnborough 1957

Beagle-Auster. There was the
three-seat Terrier, rebuilt from
surplus Army Auster AOP.6s and
‘7s, which would sell for £1,995,
and the Airedale, an all-new fourseater priced at £4,750. Both
were scheduled to reach buyers
in late 1961. By “early 1963”
the Beagle twin (now known as
the B206) would be available, its
price having risen to “less than
£30,000”. Later that year and
early in 1964 the Beagle-Miles
218A (two 100 hp engines), 218B
(two 145 hp) and 117A/117B
100-145 hp singles would make
their appearances priced between
£3,500-£8,000. These latter
aircraft were the original Miles
114/115, and were also known as
the Beagle-Miles Merlins (twins)
and Martlets (singles), continuing the Miles tradition of using
the names of birds, though the
dogged Beaglers apparently used
only their numerical designations.
The Terrier I was first to fly, in
April 1961, followed by the
prototype A109 Airedale, which
made its maiden flight in the
hands of Auster’s famous test
and demonstration pilot Ranald
Porteous four months and ten
days after initial design work
began.

Auster C6 Atlantic after a nose wheel collapse at Rearsby

Announcing prospects for the
future, Peter Masefield also
fell victim to doggy analogies.
“Beagles,” he wrote in ‘Flight’
“are distinguished for their good
manners, obedience to command,
handle-ability and their enthusiasm for tasks to which they are
set. They have a special form of
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good looks of their own. They are
a breed which, when appreciated,
command affection.” Someone
remarked, unkindly, that a beagle
was also a type of shark.
Details were also being released
about the Beagle ‘pack’. The first
Beagles, with suitably canine
names, were to come from
The History of the Auster Aeroplane

The Airedale, described by ‘Flight’
(who took delivery of the first
customer aircraft) as “anything
but revolutionary, a determined and successful attempt at
removing the deficiencies of the
Auster line while losing none of
its virtues”, was based on the
earlier Auster C6 Atlantic. The
Atlantic had been designed in
1957 by Auster’s chief designer,
R. E. ‘Dicky’ Bird, who left the
company after repeated unsuccessful attempts to persuade
them to adopt stressed-skin metal
construction techniques.
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By 1961 he was chief project
engineer with Miles on the
prototype 206 development at
Shoreham. The Atlantic was a
four-seat tricycle undercarriage
development of the Auster J/5
powered by a Continental E-185
engine, with a cruising speed of
127 mph. It was displayed statically on the Auster stand at the
1957 SBAC show at Farnborough, where its uncharacteristically modern styling (fitted
luggage, no less) attracted interest.
Despite several published reports
to the contrary the Atlantic
did fly, in the hands of Ranald
Porteous and Trevor Howard,
but its appearance coincided
with the loss of Auster’s military
contracts, and for lack of development capital it was not proceeded
with. Ranald Porteous recalls it as
a delightful aircraft, which had it
been produced might have been
an able competitor for the Piper
Tri-Pacers which spearheaded the
American ‘invasion’ of 1959/60.
The Airedale was a compromise,
an attempt — in a very short
time — to drag the Auster, if
not kicking and screaming, then
certainly not without a whimper,
into the 1960s. Traditional steel
tube and fabric covering was
retained for wings and fuselage
using the same NACA 23012
section for the wing, but with
all-new detail design incorporating metal ailerons and slotted
flaps. The horizontal tail surfaces
came from the AOP.9 (one of
Dicky Bird’s few successes in
forcing stressed-skin construction on his employers), topped
off with a rakish sharply-swept
fin of a style to be repeated on
every Beagle aircraft. Power was
a 180 hp Lycoming driving a VP
propeller, giving a cruise speed at
75 percent power of 141 mph,
and a range with four occupants
of 650 miles.
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Auster Airedale “an attempt, in a very short time, to drag the
Auster, if not kicking and screaming, then certainly not without a
whimper, into the 1960s”.

Auster D6/180 G-ARDJ

The Terrier and Airedale
made their public debuts at
Shackleton’s sales weekend at
Coventry. Meanwhile, down at
Shoreham an even more frenzied
programme was under way to
get the prototype B206 built and
into the air. “Our policy,” says
George Miles, “was to build the
prototype as quickly as possible,
making reasonable short-cuts,
then to build five further aeroplanes to production standard.”
Dicky Bird recalls that the original
Bristol 220/Masefield Twin
design was “quite impractical”,
and that many aspects of detail
design had been overlooked or
insufficiently considered, perhaps
The History of the Auster Aeroplane

as a result of over-optimism and
enthusiasm. The ‘design study’
had been essentially a sales
brochure, intended to attract
financial backing for the project,
and there were many inconsistencies. For example, according
to the specification a comparison
of the generous internal cabin
width with external dimensions
revealed that only one inch was
left for structure, skinning, cabin
trim and soundproofing.
“We had to change quite a lot,”
says Dicky Bird. “In fact we started
from scratch with little more than
their three-view general arrangement drawing, and rushed an
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can take are those which make,
rather than save, weight.”

B206X in flight. “Cessna, look out. Beech, you might as well pack
it in now”

Test Pilot ‘Pee Wee’ Judge
killed much later in a gyrocopter crash at Farnborough Air
Show

Early 3 view general assembly
drawing of the B206
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entirely new aeroplane through
from first pencil line to first flight
in less than nine months, and
flew it twenty days ahead of the
planned schedule.” The Beagle
B206X prototype took just 307
days from project go-ahead to
maiden flight. It was an exhausting effort; Dicky Bird slept on a
camp bed in the design office,
and recalls that production staff
would wait in the drawing office
for blueprints, and begin cutting
metal the instant the drawings
were available. Working into
the early hours of the morning
became the norm. The wife of
one member of the team would
come in every midnight with a
couple of pounds of cheese, bread
and a bunch of spring onions for
supper. They were a dedicated, if
hardly sweet-breathed, team.
“On the prototype B206X we did
things heavier than we would
have liked,” recalls Bird. “You
don’t make a prototype lighter
than the intended production
aircraft because you simply dare
not, you just aren’t sure. So, for
example, we used twenty-gauge
metal in places where twentytwo-gauge might have been just
as good. We had to take short
cuts, and the only short cuts you
The History of the Auster Aeroplane

One saving which was planned by
Jack Angell, veteran Miles man
with a wealth of prototype experience, then general production
manager at Beagle-Miles, was
paint. “I insisted on all my prototypes that they should have only
anti-corrosion treatment and the
obligatory test markings. Paint
can add hundreds of pounds to a
prototype,” he says; “but Professor
Misha Black had been retained
to develop a special colour for
Beagle to match the ‘desert
sand’ interior” he had designed.
“They called it ‘Beagle bronze’,
and it was supposed to match
the colour of a freshly-minted
penny. Cellon-Docker told Peter
Masefield that they would have
to use expensive powdered bronze
in the paint mix to ensure that it
didn’t fade; but Titanine offered
to mix it using dyed aluminium
powder. It was to be the house
colour, and for Farnborough the
206X was painted in cream with
Beagle bronze trim as were some
early Airedales and Terriers.” It
was a mistake: within months
(says Dicky Bird)“ ultra violet rays reacted with the dyes in the
paint and turned the colour not
like a new penny, but like a very
old penny indeed”. Beagle bronze
was not to survive long as the
company’s house colour.
In August 1960 the prototype
Beagle B206X was rolled. out
at Shoreham amid extraordinary secrecy. Canvas screens
were erected to hide it from
view, but unfortunately it was a
blustery day, and despite valiant
(though hardly necessary) efforts
by Beagle staff, the wind flapped
the screens sufficiently for local
aircraft enthusiasts to photograph the aeroplane comprehensively.
The B206X was powered by
two 260-hp Continental IOCopyright © by the IAC
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470Ds, had a gross weight of
6,194 pounds and a projected
maximum speed of 200 knots
and a maximum range of 1,000
nm. The cabin was configured for
five people with toilet, or seven
without. The cockpit, wider
than that of a Viscount airliner,
had been designed with the help
of many experienced pilots,
including Jeffrey Quill, Neville
Duke, and the legendary Imperial
Airways and BOAC Captain,
O. P. Jones. The Beagle B206,
concluded ‘Flight’s’ reporter, was
“a brilliant concept, brilliantly
executed . . . designed in closer
accord with a known market
requirement than perhaps any
other aeroplane in its category”.
The first flight was planned for
mid-August. “It was the cause
of my first serious disagreement
with Beagle,” says George Miles;
“because as overall technical
director test flying came within
my control and I had taken on
John ‘Pee Wee’ Judge at the time
of our Beagle commitment and
promised him the position of
chief test pilot. Suddenly I found
that Peter Masefield had hired
John Nicholson as chief test pilot.
It’s no criticism of John, but here
I was with a chief test pilot I’d
never met and only barely heard
of, and John had been told to
take his instructions only from
the Beagle drawing office, which
had nothing to do with the prototype’s design”.
John Nicholson did make the
first flight, after lengthy taxi
trials during which he declared
himself unhappy with the rudder
authority. After the maiden flight
he asked for more rudder volume;
but Dicky Bird claims “the B206
X was absolutely perfect in control
harmonisation. George Miles
was the designer of light aircraft
control surfaces. If anyone could
get harmonisation right it was
him, and in the B206X he had
Copyright © by the IAC

it completely right. I remember
the first time I flew in it, five up
and I think Pee Wee was flying.
He was demonstrating it to some
Ministry man, and as we flew
over the airfield at 1,000 feet
he put just his finger and thumb
on the control wheel and said,
‘this is how we roll’. The B206X
rolled absolutely straight without
any loss of height or additional
control input.”
George Miles says: “When I was
eventually allowed to fly it (the
only time without other people
on board) I was fairly happy
with the aeroplane. It had a lot
of good points: solidity, good
control harmonisation, a good
crisp stall.”

Four days after the first flight, a
Special Certificate of Airworthiness was issued to the B206X,
and it made its public debut
at Farnborough Air Show the
following month, in company
with the Airedale, Terrier and
another new Beagle-Auster, the
Mark Eleven, a 260-hp STOL
variant of the AOP.9 intended to
persuade the British Army that
they still had a need for fixedwing aircraft, and to continue
the AOP.9’s export success.
A projected AOP.12 variant
with automatic wing slats, new
tail surfaces and the distinctive
Beagle swept fin was abandoned
when the Army confirmed their
allegiance to helicopters.

AOP Mk 11— the Army now preferred helicopters

AOP Mk 12, a high performance Mk 11 with Beagle fin and rudder
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Cutaway drawing of the airframe structure of the Beagle B206

The Beagle pack’s Farnborough
appearance, with a Porteous loop
(avalanche) in the Mark Eleven
as an opener for their afternoon
airshow
appearances,
also
revealed some of the company’s
future plans. A cabin mockup
of the Beagle M218 was shown
on their stand, where the 206
(still less than a month old) was
offered in a variety of civil and
military guises: as a crew and
navigation trainer, cargo-hauler,
air ambulance, and even with
strengthened undercarriage and
arrestor hook as a light carrier
off shore delivery (COD) ‘Sea
Beagle’ transport and admiral’s
barge for the Fleet Air Arm.
Despite this confident public
show, at Shoreham all was not
well. Beagle-Miles had put some
82,500 design man-hours and
100,000 manufacturing manhours into the construction of
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the prototype, including parts
for five more aircraft and some
production tooling. Meanwhile
Peter Masefield had set up a
second design team, numbering
more than 100 people, to take
on the task of ‘productionising’
the aircraft and in particular to
adapt it to the vital military role
for the hoped-for RAF contract.
“Bit by bit we discovered that
two entirely different B206s were
being designed,” says George
Miles. “Our B206, and the
Beagle design office’s. Our second
prototype B206Y was to have
been a seven-seat version built
on the same tools as the five-seat
B206 X. Beagle’s was becoming
bigger and heavier all the time
as discussions with the military
proceeded. It was an entirely
different aeroplane.”

The History of the Auster Aeroplane

Both the Miles brothers were
becoming worried and frustrated at the constant changes
being made to the aircraft’s basic
specification. In October 1961
George Miles sent a memorandum to Peter Masefield expressing his “grave concern regarding
the probable effects on expenditure and programme dates of the
fundamental changes in concept
of the B206 which have been
made” and “the disruption in the
manufacturing programme for
the second prototype and production aircraft (resulting from)
sweeping design changes. I am
handicapped by the fact that I
have not been consulted on the
alterations now contemplated,”
he wrote, pointing out that
“drastic changes” to fuselage shape
would make much of the alreadycompleted flight test programme
of little value, and that Fibreglass
and transparency moulds already
Copyright © by the IAC
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completed for production would
have to be scrapped, along with
some tooling”. George Miles
also pointed out that the design
changes would increase the
aircraft’s weight, add to its cost,
and reduce both stability and
trim range. “Instead of completing this project to production
standards, we are now entrusting
a newly-formed and still not integrated design team with what is
almost a new prototype with all
the objectives raised by a considerable margin. We may succeed
but we are inviting failure.”
In January 1962 Miles again
sent a memo to the Beagle board
expressing concern “about the
effects on cost and programme
of the complexity of structure in
those areas of the aircraft which
have been extensively redesigned
following the transfer of design
responsibility”. In the centre
section area (the only part of the
B206Y to have progressed sufficiently in manufacture for visual
appraisal) the number of detail
parts had been increased by
190 percent, weight was up 51
percent and the estimated cost
of tooling by 150 percent. “It
typifies the tendency of the newlyformed design team to inaugurate change for its own sake,
and incorporate methods and
techniques commonly used on
heavy high-performance aircraft
supported on government funds
on cost-and-profit contracts,” he
noted. “As you know, I believe
that many of the changes which
have made the original cost
estimates and manufacturing
pro-grammes meaningless are
completely unnecessary.”
The changes being made by the
Beagle design office included the
substitution of 310-hp geared
Continental GIO-470A engines,
a five-foot increase in span,
greater fuel capacity, lengthened
cabin and a gross weight increase
Copyright © by the IAC

B206X “almost skittishly light and manoeuvrable”

to 7,000 pounds. They were
inspired by the tantalising carrot
of a military order for a proposed
Beagle B206R, which would be
competing with the Dove and
Queen Air. Beechcraft’s agents
Shorts were pressing the Queen
Air strongly on the government
as a ‘special case’: it would have
been manufactured under licence
in high-unemployment Northern
Ireland. The over-riding factor in
the Air Ministry’s decision was to
be that the chosen aircraft should
be able to carry a five-man Vbomber crew, crew chief and all
their personal equipment nonstop from England to Malta.
George Miles contended that
this could have been achieved by
a straightforward development of
the B206X, and that by January
1962, seven months before the
new prototype appeared, three,
aircraft could have been flying.
Dicky Bird agrees. “As far as I
was concerned the 206Y ruined
a good aeroplane. When they said
they wanted to design a military
version I suggested that the
new Beagle design team should
have regular meetings with the
prototype team to discuss why we
had done things the way we did
with the prototype, to save them
man-hours. They didn’t want to
know. We had one meeting. The
The History of the Auster Aeroplane

trouble was that they just didn’t
have enough practical experience of light aircraft design. Silly
things like putting bigger engines
with bigger propellers on the same
thrust line and using the same
undercarriage, so they had propstrike problems on grass runways.
It was then I realised that Beagle
was going to go down the drain.”
George Miles was also becoming
increasingly alarmed. “I was
trying to get a sense of realism into
Pressed Steel’s directors,” he says.
“I realised that the company had
originally allocated £1 million
to the whole Beagle development. The Airedale development
and manufacturing programme
alone cost more than that.”
Pressed Steel did not seem to
be au fait with the ways of light
aircraft development and manufacture. Jack Angell recalls that
on a visit to Cowley one of their
production directors told him
he could “stamp out x-hundred
Mini bodies each day” and asked
how the Shoreham plant might
compare with Beagle aeroplanes.
In April 1962 Miles presented
some disturbing facts to the
Beagle Board. “The manufacture of the B206 prototype took
about 100,000 manhours; the
second and third aircraft would
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have taken 80,000 and 65,000
hours to bring them to the same
standards. However, bearing
in mind the design changes
introduced and the addition of
equipment it might be necessary
to add a further 36,000 hours.
Therefore, for a total expenditure of about 450,000 hours
(including design man-hours)
— in money probably £600,000
— we would have had not only
the B206X prototype, but also
a representative development
aircraft and a third aircraft to
the full production standard.
This programme, with the aid
of some sub-contracting, a slight
strengthening of certain specialist
departments and a small increase
of labour force, could have
been achieved by the original
Shoreham establishment without
the need for recruiting a third
design office, or any increase in
manufacturing floor space or
consultancy costs. Moreover, the
enthusiasm and goodwill which
was built up economically over
nearly ten years would have been
enhanced and strengthened, and
the team spirit which achieved the
difficult B206 prototype target
would have been maintained.
The newly-created Beagle Design
Office has used some 150,000
man-hours on productionising
the B206X or the B206Y, (and)
effort is continuing at nearly
4,000 man-hours per week with

the curve showing no sign of flattening. A fair estimate of design
and manufacturing man-hours
to complete the first three aircraft
... is at least 700,000 man-hours.
and the cost, in round figures
and excluding flight test department outgoings and Beagle headquarters’ overheads, £1 million.
This, in the writer’s view, represents an unnecessary expenditure of the order of £400,000;
but perhaps more serious, the
programme is running almost
exactly a year behind the practicable schedule. It is impossible
to predict the effect this may have
on sales, since we shall have given
the American competition ample
time to catch up and pass the lead
we might have had in this class of
aircraft.”
Thanks to an unflagging and
dynamic public relations effort
by Peter Masefield, Beagle’s
public face revealed nothing of
these internal wranglings. the
image remaining one of confident
optimism. “Soon.” assured the
managing director, they would
“have aeroplanes coming out of
their ears”; and Beagle aeroplanes
would be “making an impact at
every airfield in the country”.
“The message” says Dicky Bird,
was: “Cessna. look out. Beech, you
might as well pack it in now”
“Beagle’s new litter come with
impeccable pedigrees, and they

1962 Beagle Miles 218

Page 52

The History of the Auster Aeroplane

have the look of champions”.
Press Report, 1962
By the time of the 1962 Society
British Aircraft Constructors
show the uneasy marriage of
Beagle’s three separate elements
had been consummated by
their incorporation into a
single company, Beagle Aircraft
Limited, and it appeared that the
key elements of the product line
were finally coming together,
as the company approached its
second anniversary.
The long-overdue and overbudget second Beagle B206
prototype had flown from
Shoreham on 12 August, a week
before the eagerly awaited BeagleMiles M218 made its first flight
in the hands of designer George
Miles. The M218 had suffered
delays because of the production
and financial priorities accorded
to the redesigned B206Y; yet it
was the M218 which interested
buyers more than any other
Beagle offering. Early in the year,
long before the aircraft had flown,
Ranald Porteous had made an
extensive sales tour of the Middle
and Far East, Australia and
North America, and reported: “I
think this machine has the best
potential of any of our range the
market will be primarily in the
more sophisticated areas such as
the States and Europe.”
The M218 might indeed have
found an eager market had it
been ready in 1962. A fourseater of most attractive appearance, it was powered by a pair
of 145 hp Continental O-300s,
and had a primary load-carrying
structure comprising a one-piece
T-shaped alloy wing spar and
rear fuselage, while nearly all the
remaining airframe was from
Fibreglass. The ARB’s unfamiliarity with the new material and
its strengths and weaknesses did
result in a substantial (100-125
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pound) weight penalty, since all
Fibreglass components had to
be designed with a 100 percent
strength reserve. In its class there
was only Piper’s Twin Comanche
(and perhaps Beech’s larger, more
powerful, more expensive and
ageing Travel Air).
Production of the Airedale, still
being refined and subject to a
weight-reduction programme,
was under way at Rearsby, but
already unsold aircraft were
being stockpiled and many of
those sold had gone to ‘captive’
markets Beagle distributors. The
price had risen to £5,500 less
avionics, which Porteous felt was
too high for the export market
in competition with the Cessna
172/175. “Only a handful of
sales will be achieved abroad,”
he cautioned. There was however
some interest from Iran and New
Zealand in a stripped agricultural version tentatively called
the ‘Baredale’, which would have
had no interior trim or soundproofing, a fixed-pitch propeller
and just a pilot’s seat, the cabin
being left clear for local installation of chemical hoppers. This
scheme came to naught.
Terriers, produced from airframes
bought in by Beagle for £50-100
each, were also slow to sell, and
although a refined Terrier 2 was
flying (with a larger tail, differential ailerons and revised flap
geometry) it seemed likely that
the poor old dog would soon
be put down to make room at
Rearsby for production of the B
206.
Beagle had also become involved
with an RAF officer named Ken
Wallis, who had been experimenting with autogyros at Shoreham.
Wallis had spent years refining
the American Bensen Gyrocopter
design when Beagle approached
him with the suggestion that his
autogyro might have military
Copyright © by the IAC

Airedale production ceased after just 43 aircraft were built and it
took two years to sell them all

Beagle also took Ken Wallis’s Gyrocopters under their wing,
though nothing came of it.

applications. It was agreed that
the Beagle-Wallis WA116 would
be developed at Shoreham, and
the first aircraft flew on 10 May.
It was seriously damaged in a
taxying accident two days later.
Three more WA116s were built
for evaluation by the Army,
though only one was actually
ordered by the Ministry of
Defence. Pressed Steel’s distributor subsidiary British Executive
Air Services were also proposing
a licence-built version of the
American Brantly B.2 helicopter
for the Army’s light helicopter
requirement.
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Neither proposal came to
anything. “With the wisdom of
hindsight, I think the trial of the
WA116 by the Army was very
premature,” says Ken Wallis.
“The aircraft at the time had a
dreadfully noisy (and frequently
very silent!) converted target
plane engine, and it was required
to carry a very ancient and ugly
radio installation. but certainly
Miles Aircraft, then Beagle,
could not have been kinder or
more enthusiastic and helpful
to my strange project. Certainly
the ‘respectability’ gained by the
WA116 in those days still stands,
and the Beagle involvement will
pay off in the certification plans
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Beagle 218

Miles M 117 based on M 100 Martlet 100 Trainer

for the Vinten-built Weslakeengined version.”
Beagle was still beset with
internal problems. By the spring
of 1963 a string of senior staff
had resigned or been fired
including F. G. Miles, Frank
Bates, Marcus Langley and Ron
Woodhams. Sir Mark Norman
(brother of Islander/Firecracker
maker Desmond), who had been
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Beagle’s commercial director,
and sales director Tim Vigors
both resigned in 1962. A major
factor in their departure had
apparently been their disagreement with constant changes to
the specification of the B206 and
Airedale, and particularly Beagle’s
equivocation over the competitive and saleable Miles-designed
117/218. In a submission to
Pressed Steel’s Mike Bellhouse
The History of the Auster Aeroplane

and Joe Edwards in May 1963,
George Miles claimed that the
M218 had been “used as a sales
counter while little attempt had
been made to sell it as an individual product.” He claimed that
“at least half of the Airedales sold
to date have been purchased by
dealers only to obtain a franchise
for the M218”, and that a single
order for twenty M218s from
the German Bölkow. company
(subject to them being granted
a franchise for the type) had
been rejected by the board on the
grounds that it might jeopardise
the sale of Airedales and Terriers
which dealers would take only on
the promise of an agency for the
twin. “The M218 is, in fact, the
only Beagle project which can be
shown, without special pleading,
to have a sound commercial
future,” he told them. Ranald
Porteous agrees: “I could easily
have taken orders, real orders,
not the gin-and-tonic kind, for at
least 250 M218s before it flew”.
Miles’ relationship with the Beagle
and Pressed Steel directors had
by now become untenable, and
he had been asked and refused to
resign. He demanded (but never
got) a formal board meeting to
discuss: the future of the B206
“with particular reference to the
guarantees of performance and
payload of the military version,
the contract negotiations with
the Ministry of Aviation, and
production plans and costing”;
for the M218/117 family; “the
effect of the sales policies of the
Pressed Steel Company’s aviation
subsidiaries on the commercial
future of these types”, and his
own position regarding negotiations with South Africa on the
sale of Student jets.
At the time of the Beagle takeover the Miles brothers had
offered them the rights to the
Student, and when it seemed
that sales in the United States
Copyright © by the IAC
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might materialise the prototype
had briefly appeared as the
Beagle-Miles M100, bearing the
Beagle logo. However, an offer
of the aircraft for £10,000 was
rejected by Beagle, and the rights
to “be free to do whatever they
wish with the Student” remained
with Miles. Subsequently Miles
negotiated with General Mining
S.A. and set up Miles Aircraft
(S.A.) Pty to pursue the offer of
the aircraft to the South African
government as a military trainer.
In asking for his resignation
Beagle claimed that this caused
a conflict of loyalties, and that
attempts to sell the Student to
South Africa would prejudice
sub-contract work on the BACI-II (Beagle was surviving dayto-day on such work mostly
gained through the offices of the
former Miles company) because
the British Aircraft Corporation
were trying to sell the Jet Provost
to the SAAF.

and Auster and Miles effectively disappeared. Press releases,
brochures and publicity material
relating to the M218 and M117
subsequently appeared under the
Beagle title. “Only after repeated
enquiries,” says George Miles,
“was I informed that Pressed
Steel’s public relations department at Cowley had received
specific instructions that the
Miles name was not to be used,
and that the technical editor of
‘Flight’ had been instructed to
delete the word Miles wherever
reference was made to the BeagleMiles218 in a feature article on
the aeroplane.” When Miles
discovered that the data boards
for his aircraft for the 1962 Farnborough show also left off the
-Miles part of the designation,
he pressed the PR department
to repaint them. This was done,
but the two PR men responsible
subsequently lost their jobs in a
departmental reshuffle.

In a meeting with Bellhouse and
Edwards, George Miles pointed
out that he had been granted
the right to exploit his Student
design as he thought fit; that
Beagle were gratefully doing
sub-contract work for Bill Lear,
(whose SAAC 23 was in competition with the HS-125) while
seeking more such work from
Hawker Siddeley; and that the
company’s own B206 was a headon competitor with the Dove for
a military contract!

By May 1963 Beagle’s senior executives had made it clear to George
Miles that they had decided to
cease work on the M218 as soon
as possible although a year earlier
Peter Masefield had assured the
Ministry of Aviation that no
government money was needed
for development of the M218
and M117, and that production of both would be accelerated. Far from being speeded-up,
even development work slowed
towards the end of 1962. “The
logic of this policy of attrition
was hard to follow,” claims
Miles, “since firm orders for over
twenty M218s, mostly backed
by deposits, had been secured
without any real sales effort, and
no-one had expressed any doubt
regarding the sales potential of
the aircraft. (At the time) all
effort was diverted to an all-out
attempt to obtain a major subcontract for the engine cowlings
of the One-Eleven and the Fokker
F.28, two prototype aircraft

The M218 was an even more
contentious issue. It had been
axiomatic to the Miles’ brothers
acceptance of Beagle’s bid for
their company that the Miles
name and the identity of their
designs would be preserved, and
such assurances had been given.
These assurances were broken
when, without a full board
meeting, the separate parts of
the company were consolidated
into Beagle Aircraft Limited,
Copyright © by the IAC
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which had not yet flown, and for
which approximately equal risk
capital would be needed as for
the manufacture of fifty M218s.
Meantime the overhead costs
of Shoreham continued unsupported by commercial work other
than highly unprofitable overhaul
work, for which the organisation
(was) totally unsuited.”
Miles tried without success to
persuade Beagle to release the
rights to the M218 and M117
designs to him, then handed the
matter over to his lawyers to seek
compensation. In fact, agreement
had been reached in principle for
the M218 prototype and rights
to be released earlier, but this
decision (like many taken by
the Beagle directors) was subsequently reversed. “To effect a
salvage operation of the M218
and to ensure the continuity of
employment of those who have
been concerned with him in its
development is to our client more
important than the recovery of
monetary compensation, Miles’
lawyer wrote to Beagle’s. In doing
so he would be able to restore the
serious damage to his reputation
that has already been caused.”
Remarkably little of these and
other problems at Beagle ever
became public at the time. For his
part George Miles agreed that his
differences with Beagle’s board
should remain private. Although
ninety redundancies among
technical, works and administration staff were announced at the
end of January 1963, the mood
expressed in the press through
constant Beagle press releases
and intentional ‘leaks’ was one of
ebullient self-assured optimism
that it would all come good in the
end, and that the very next corner
was the last remaining hindrance
to success. Perhaps they believed
it: certainly the flavour of Beagle
memos and press releases of the
time suggests that they did, but
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Beagle B206 G-ARXM

the ‘next corner’ was a sharp one
requiring deft steering, and to
those closest to the company it
must at times have seemed as if
the management had either let
go of the wheel entirely or were
all tugging at it in different directions. Pressed Steel’s Board were
certainly not unaware that the
Beagle venture was in danger
of foundering. Launch costs
estimated at £1.25 million for
an eight-aircraft range (Terrier,

Airedale, B206, WA116 and
two models each of the M218
and M117) had already been
exceeded by a wide margin, and
only two types the anachronistic Terrier and the unspectacular
Airedale were actually available to
customers. Faced with an overall
net loss of £2.1 million for 1962,
Pressed Steel had already given
thought to pulling out.

Beagle B242 sales brochure
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But what of the flagship, the
206? The B206Y prototype had
indeed emerged a very different
aeroplane from its kennel-mate
206 X. The span had been
increased from 38 feet to 43
(later further
extended by the addition of
canted-up wingtips to improve
stability and handling, particularly in sideslipping or asymmetric flight), the cabin area had
been extended by one frame to
provide a full-width triple seat
in the third row, and the original
fibreglass cockpit canopy had
given way to an all-metal
structure. The fin area had been
increased, and a new tailplane/
elevator designed, replacing the
original’s
variable-incidence
surface with a fixed conventionally-trimmed one, new nacelles
had been designed for the 310
hp RR-Continental GIO-470A
engines. ‘Flight’s’ Mark Lambert
concluded after flying the 206Y:
“The Beagle has grown up from
a frisky puppy into a fullytrained commercial animal. The
206X was almost skittishly light
and manoeuvrable, delightful
to fly but perhaps too sporty for
comfortable airways work. The
B206Y retains the basic purity,
manoeuvrability and ‘European’
feel, but is much more steady and
‘hands-off’ — in fact, excellent
for airways flying.”
However well-trained, the future
of the B206 and of Beagle still
hinged on the critical RAF
order. Beagle’s directors’ efforts
to sell the aircraft to that Service
raised controversy again, and
were the subject of numerous
inaccurate reports — including
one in Pressed Steel’s chairman’s
statement in the company’s
annual report for 1961 in which
he noted: “An encouraging sign of
official support for Beagle’s activities is an order which has been
received for two B206 aircraft
from the Ministry of Aviation for
Copyright © by the IAC
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the purpose of evaluation leading
towards what we may well hope
will be a substantial production
order.”
No such order had been placed
by the MoA, although two evaluation aircraft (designated B206ZI
and ‘Z2) were ordered late in
1962, and were the first true
production-standard aircraft.
At the time of his suggested
resignation in May 1963 George
Miles referred back to the
military sales effort in a statement
to the Beagle board, drawing
attention to “the commercial
hazards which would arise from
the grossly optimistic targets for
performance and payload. These
forecasts were largely incorporated in the official Standard of
Preparation for the aircraft but
were not substantiated by the
specification submitted by Beagle
to the Ministry of Aviation in July
1962, and which 1 still regarded
as optimistic in important
respects.” These discrepancies
apparently created confusion
when formal contract negotiations began for the two evaluation aircraft. Although George
Miles revised the performance
which Beagle would guarantee
to the MoA at their request, he
was later to claim that before
these revised figures were resubmitted to the Ministry they were
again revised more optimistically
without reference to him or to
Beagle’s Aerodynamics Department, who would not have been
able to substantiate them.
In Pressed Steel’s annual report
chairman Alexander Abel-Smith
reported “the Beagle B206 has not
only met but has in many respects
exceeded the high performance
target set for it the aircraft has
been designed especially to meet
RAF requirements in addition to
its civil roles.”
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Miles, who says that the Beagle
Board were intent on preventing
open discussion of the performance guarantees given to the
MoA, and had several times
urged him not to rock the boat
responded: “It is difficult to see
any justification for this comment
in view of the fact that the airworthiness clearance for the B206 is
only being sought for an aft centre
of gravity limit of 28 percent,
and is known that stability is not
satisfactory beyond this limit. the
implication of this restriction is
broadly that when carrying the
stipulated military load only a
small proportion of the stipulated luggage load can be stowed
in the luggage compartment, and
the occupants will have to carry
some fifty pounds of luggage each
about their persons.”
At this time the B206Y had
taken part in a fly-off competition at Northolt against the DH
Dove/Devon. In March 1963
a report appeared in the ‘Daily
Telegraph’ that the RAF had
ordered 45 aeroplanes. Again, no
such order had been placed, but
Beagle were still hoping to sell
as many as ninety B206s to the
RAF, with break-even now anticipated at the 251st aircraft, to
be manufactured in 1968. They
were thus dismayed when on, 6
May 1963 Minister of Aviation
Julian Amery finally announced
the pivotal military order: for just
twenty B206s, with an option on
a further twenty. “It is common
knowledge,” he reported “that
the financial results of the Pressed
Steel Company of whom Beagle
is a subsidiary have lately been
such that Beagle’s very existence
in its present form has been in
jeopardy.”
“I think the Government has
driven about as hard a bargain as
any I have known,” commented
Peter Masefield, noting that they
“would not do better than breakThe History of the Auster Aeroplane

even on the deal.” The base price
of the RAF Beagle ‘B206Rs’ was
£30,000. At the time the quoted
civil base price for the aircraft
was £35,000, and a typicallyequipped production 206 was
expected to sell for around
£57,000. Pressed Steel’s chairman
Alexander Abel Smith, noting
that it was costing some £250,000
to ‘militarise’ the Beagle twin,
remarked: “Our understanding
was that the (RAF) requirement
was likely to be between 50 and
79 aircraft. All our calculations
therefore were based on an initial
production of 250, on which we
based our prices for the recovery
of our development expenses.
It came as a great shock to us
(when) it finally came down to
twenty, which of course caused us
to think extremely hard again as
to whether in fact it was worth
going forward. But having gone
so far and having gained still
further encouragement as to the
export potential we decided to
take a big breath and go on, and
no doubt it is a bit of a gamble,
as we stand today.”
The initial production batch was
reduced to fifty aircraft, and it
was decided that after the first of
the MoA’s two evaluation B206Zs
had been completed production
would be centred on the former
Auster plant at Rearsby, and that
Boulton Paul would be subcontracted to build the wings.
George Miles was far from optimistic about the RAF order
and future prospects for the
B206. “In my view” he told the
Beagle directors, “a quantity of
fifty aircraft cannot possibly be
produced by the methods and
at the prices which have been
envisaged without very heavy
further losses. Moreover, by the
time these aircraft are available
for sale it is very doubtful indeed
whether we can find a market for
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thirty machines over and above
the requirement.”
Two months later, in July 1963,
George Miles resigned from
Beagle, recognising that the
board’s attempt to oust him
for his ‘boat-rocking’ was a fait
accompli. He had summed up
his feelings about Beagle in
this statement to the directors:
“From the very inception of
British Executive and General
Aviation Ltd, manufacturing
plans and policies have been wild
and chaotic. Locale, quantities,
methods, personnel, factory plans
even the products themselves
have been so switched about and
altered without apparent logic or
any effective co-ordination that
it is impossible even to comment
without finding that different
arrangements are contemplated
and require a changed outlook
again ... We continue to meet
crisis after crisis with uncoordinated expedients, and management inevitably grows daily
more divided and chaotic. The
present situation cannot possibly
continue, and is obviously hopelessly uneconomic ... The margins
by which Beagle has failed to
meet the targets set for performance, expenditure, dates and
programmes are spectacular.”
In September 1963 Beagle
organised a two-day ‘mini
Farnborough’ presentation of
the entire range at Shoreham.
Surprisingly the M218, which
Miles had been told was to be
dropped, was not only the centrepiece of the show, but there was
talk of production tooling being
produced in 1964 and of the first
production aircraft appearing
the following summer, with a
price tag of £9,800. In fact far
from abandoning the project, the
Beagle design office was working
on a complete redesign (shades
of the B206X again) to turn the
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The 218 re-engineered in metal was certified then abandoned

aircraft into a ‘half-scale B206’ in
concept if not appearance.

demonstration tour of Australia
and New Guinea.

Although ‘Flight’ reported
“plentiful Airedales” at the
Shoreham show, production of
the aircraft had ceased in June
1963 after just 43 had been
built and many of those were
stored pending sale for up to two
years. The Terrier, too, was being
produced only spasmodically
from stored airframes, although
conversion of former AOPs did
continue for several more years,
incomplete airframes eventually going to private companies
for conversion. (One went to
the British European Airways
apprentice school, and became
the first aircraft ever to make its
maiden flight from Heathrow.)

Australasia and the Far East were
seen as major markets for Beagle
products. Indeed (and most
remarkably for a company which
was not actually selling any
aeroplanes to its home market
at the time) Beagle announced
in December 1964 that they
planned to begin manufacturing
their aircraft in Australia within
twelve months. The possibility of
licence production in India had
also been mooted.

The two Ministry evaluation
Beagle B206Zs flew in January
and February 1964. The first
got off to an inauspicious start
during gross weight trials at RAF
Tangmere when its undercarriage
collapsed. Repaired, it departed
for tropical trials to RAF ldris in
Libya, only to repeat the incident.
The first production standard
civil aircraft, now designated
Beagle B206C Series I, did not
fly until 22 October 1964; early
in 1965 it set off for an extensive
The History of the Auster Aeroplane

The ‘Beagle-Australia’ plan arose
out of a sales and market research
tour conducted by Ranald
Porteous, who discovered that
there was only one major organisation in Australia big enough to
handle a Beagle franchise effectively which was not already tied
to one of the major American
manufacturers: Ansett. Reg
Ansett was apparently “most
impressed and interested” in the
B206, and it was suggested that
he might order three aircraft for
his airline, plus a demonstrator
for a subsidiary company which
would act as Beagle distributor.
Alternatively, Porteous favoured
the setting up of Beagle-Australia,
which would have been locally
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for the end of 1965, was £39,000
basic, £49,000 equipped.
While Shoreham and Rearsby
sub-contract work was still the
only profitable Beagle activity,
the company was now forecasting gaining two percent of the
world’s general aviation market
by 1970 £4 million’s worth of
business with a target of four
percent.
B206 Basset with the Anson aircraft it was intended to replace

financed, with capital, management and facilities coming
from well-established Australian
companies such as Commonwealth Aircraft, James Aviation
and Bryce Killen’s United Air.
Beagle was to have held minor
equity, mostly in the form of
spares holdings and demonstrator aircraft. “Little flow of liquid
cash would therefore be involved,
and a complete Beagle-Australia
organisation could feasibly come
into being virtually overnight,”
Porteous reported to Peter
Masefield. No manufacturing
ever was done in Australia, but
Bryce Killen’s organisation acted
as sales agents and sold a number
of B206s, including three air
ambulances to the Royal Flying
Doctor Service.
In the Far East sales activity
centred on yet another proposed
206 variant, the armed 206M
counter-insurgency
aircraft,
which was proposed to the Royal
Malaysian Air Force, Thai Air
Force and to Ceylon apparently
without much interest, for the
COIN 206 never existed other
than in brochures.
Meanwhile the M218 had reemerged in time for the 1964
Farnborough show as the Beagle
B242, its Fibreglass components
replaced with metal, and the
original 145 hp engines replaced
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by 195 hp units, later upped to
210 hp. The price had risen to
“£10,000-15,000”, and it was
made known that some “highly
original derivatives” were in
planning, although it was then
the declared Beagle policy to give
details of new aircraft only after
successful first flights of prototypes. Among aircraft being
considered at the time were a
high-wing retractable similar to
Cessna’s Centurion, and a ‘miniairliner’ derivative of the 206
which would now be called a
commuter.
In the event, even the promising
B242 came to nothing. It was
certificated in June 1965, but
by then the cost of B206 development precluded production
and it was abandoned. (The sole
prototype was destroyed in a fire
in 1969.) Also revealed at Farnborough was Beagle’s intention
to develop and concentrate
marketing on a supercharged
version of the 206 — the first
admission that the normally
aspirated version was simply no
performer in the tropics, where
much of its market was perceived
to be. The B206S was to be
powered by a pair of RR Continental GTS IO-520 engines of
340 hp each, and to offer a seatsfilled cruise range of 1,210 miles,
or a full-tanks range of 1,605
miles. Price, for first deliveries set
The History of the Auster Aeroplane

But Pressed Steel, stunned
by the cost of developing the
Beagle enterprise, and negotiating a merger with the British
Motor Corporation (now British
Leyland) had lost heart in the
light aircraft business and were
not willing to underwrite the
development of the B206S.
Beagle turned to the government, and on 12 February 1965
at the annual dinner of the Association of British Aero Clubs,
John Stonehouse, since disgraced
and jailed but then Parliamentary Secretary to the Ministry
of Aviation, announced that
the government would grant
£600,000 aid to Beagle towards
research and development costs.
It was the first step in a controversial and finally fatal liaison
between Beagle and the State.
“In the present state of light
aircraft manufacture in Britain,
the Government has a part to play
in determining the future of the
industry” Plowden Committee
Report, 1965.
1965 was to be a critical year in
the history of Beagle. While the
£600,000 government subvention provided funds for the
much-needed development of
the B206 and B242, the future
of the company was still very
much in doubt.
To understand why, we must go
back to July 1959, when the first
Copyright © by the IAC
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talks took place between Peter
Masefield and Pressed Steel’s
chairman Mike Bellhouse (who
at the time was learning to fly
the company Tri-Pacer, and had
approached Masefield about the
possibility of obtaining one of
his Bristol-modified Chipmunk
Masefield Tourers’). The British
motor industry was buoyant and
booming. Pressed Steel were, in
Sir Peter’s words “riding high on
a wave of profits with a strongly
positive cash flow and money to
invest or else pay out in Excess
Profits Tax”.
By 1965 the picture was very
different. A recession had set
into the motor industry towards
the end of 1961, and over the
succeeding years Pressed Steel’s
order book was severely cut back
and their refrigerator business
was incurring heavy losses. In
1965 negotiations were under
way which were to lead to a
take-over of Pressed Steel by the
British Motor Corporation, and
BMC had made it clear that if
the acquisition took place they
would want no part of Pressed
Steel’s diversified interests.
Beagle directors began their
own talks with potential buyers
for the company, including the
British Aircraft Corporation,
Hawker Siddeley and Westlands.
None was interested, because
government cancellations had
robbed them of major contracts,
and all their available funds were
committed to the expensive development of existing projects.
Against this background production of the B206 and the
military Basset was finally under
way at Rearsby. By the time of
Wedgwood-Benn’s announcement of government aid the first
full production standard B206C
(civil variant) was flying, and the
first Basset had gone to the RAF
Copyright © by the IAC

Beagle Basset XS768

Handling Unit at the A & AEE
Boscombe Down.
The Basset’s service entry was
hardly auspicious. The second
aircraft suffered an undercarriage
fault and subsequent wheelsup landing on its second flight.
When finally delivered to the
communications flight at RAF
Andover, it was discovered that
the aeroplane was difficult to
operate from the grass airfield,
and all Bassets were subsequently

delivered to RAF’s Topcliffe
and Bovingdon, and which
had hard runways. The poor
Basset was to lead a true dog’s
life with the RAF. Twice, all of
them were grounded because of
problems with the undercarriage,
engine sump, cracking exhaust
augmentor tubes and engine
bearer vibration troubles. This
was not quite what the Beagle
house magazine envisaged when
it reported “Fred Basset joins
the Royal Air Force fully house-

XS766, XS770, XS773, XS772, XS771 B206 Basset line-up.
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trained and a worthy successor to
our old friend the Anson”.
Indeed the Basset’s troubles,
and its failure to do all that the
RAF had expected, became the
subject of a House of Commons
Committee of Public Accounts
report, which concluded that in
five-seat configuration the Basset
had a range of only 380 nm
(against an expected 1,000 nm),
and that with seven seats filled it
had no effective range at all with
an air temperature of 30°C and
a meagre 194 nm at 15°C, John
Boyd-Carpenter, who chaired
the committee and was evidently
a connoisseur of hounds,
remarked in an aside: “I have
been consumed with curiosity
as to who was the humorist
who named this aircraft Basset.
You will be aware that this, as
compared with the Beagle, is
heavy, slow and feels the heat.”
The committee’s report noted:
“The five-seat version could be
used effectively for communications in the UK, but even at
military safety standards the
performance had been materially
reduced, and there were doubts
about the practicability of using
it as a seven-seater, except in an
emergency. It seems likely that
had the reduction in performance
been foreseen, the Air Ministry
would have wished to reconsider
purchase of the aircraft.”
In truth the maligned Basset was
not nearly such a dog as might be
thought. Much of the reduction
in performance was due to the
weight of additional equipment
(military radio, engine fire
detectors and extinguishers, deicing, dinghies and survival gear)
which added 1,000 pounds to
the aircraft’s weight and robbed
it of payload or range. Some of
the RAF performance claims,
notably that the single-engine
climb gradients did not meet
British Civil Airworthiness
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XS770 B206 ‘Regal Beagle’

Requirements minima, were
also suspect, since no other
RAF communications aircraft in
service at the time were operated
to civil standards. There is
certainly some evidence of highlevel opposition to Beagle among
the Air Staff hierarchy. Sir Ronald
Melville, Second Permanent
Secretary at the Ministry of Technology, admitted that the service
chiefs “would have preferred the
Dove 8”, but that his department had pushed the Basset
to support Beagle’s production
plans. Ranald Porteous reported
back to Shoreham that an air
attaché in Karachi had shown
him exchanges with the Ministry
of Defence in which “they denigrated the Basset both directly
and by implication” and that the

attaché had “detected a persistent
anti-Beagle attitude”. And that
was before the first Basset had
been delivered!
In the event, no follow-up order
for the aeroplane was ever placed
by the RAF, and in May 1974
all but a handful of Bassets
(including the famous ‘Regal
Beagle’, used by Prince Charles
for multi-engine training) were
withdrawn from use and sold
off on the civil market. Their
replacement, ironically, was the
de Havilland Devon .
Some of the problems which
beset the military Beagle were
also encountered by the B206C,
which ultimately benefited from
the trouble-shooting done by

Beagle B206S
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Beagle and Rolls-Royce for the
RAF. Had the MoD accepted
Beagle’s suggestion of re-engining
the Basset with the 340 hp turbosupercharged RR/Continental
GTSIO-520s used on the B206S
much of the required payload/
range performance might have
been restored. In March 1965
the company’s first development
B206C went back to the experimental hangar at Shoreham for
modification to take the turbosupercharged engines, which
included a new set of wings and
entirely new nacelles. This ‘Series
II’ Beagle made its first flight on
23 June 1965, and according to
its pilot the late ‘Pee Wee’ Judge,
“gave an impressive demonstration of its performance when it
left standing the B242X chase
plane specially chosen for this
task because of its high rate of
climb!”
With the immaculate vision
of hindsight it is easy to see
that the installation of the
GTSIOs turned the B206 into
the aeroplane it perhaps should
have been from the outset. All
performance parameters, especially payload/range, climb rate,
single-engine and hot-and-high,
were boosted, the cabin interior
was redesigned to provide more
space for people and bags, and
changes to rudder configuration
and the coupling of the flap and
elevator trim controls further
refined the aeroplane’s seldomcriticised handling characteristics. In all respects the B206S was
a capable and worthy competitor
for the best American products.
It is worth pausing here to look at
Beagle’s future plans at the time
the B206S’s appearance. Early
in 1965 the company arranged
a presentation at Shoreham at
which two new projects were
revealed. One was the B121 twoseat trainer, aimed at flying clubs
and the Chipmunk replacement
Copyright © by the IAC

Proposed range in 1966, including stretched and T-tailed derivatives, and something remarkably like the later Bandeirante.

requirement; the other the B222
‘Treble Two’, a B206 development
with circular section fuselage
seating 8/10 and powered by a
pair of 390 hp Continentals and
offering a 230 knot cruise speed
and a maximum range of 1,430
nm. Significantly, artist’s impressions of the aircraft showed it
in RAF Transport Command
colours.

Confidential project brochures
produced at the time reveal a
fascinating range of aircraft which
Sir Peter Masefield says were all
serious properly costed proposals.
Many of them also appear to
have been ahead of their time.
The eventual range proposed
thus included two high-performance retractable undercarriage
singles, the 210 hp B123 and 310
hp B143; the still-warm B242
light twin; a stretched 8/10 seat

222 project communications/feeder airliner
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Fuselage mock-up for the B222 (piston engines) and B224 (PT6A
turboprops)

version of the B206 designated B
210; the military B206M COIN
aircraft with Cessna 310-style
canted tip-tanks and underwing
and fuselage hard points for
bombs, rockets, missiles, napalm
and gun packs; the B212 Ttail PT6A-powered COIN and
ground support development of
the 206, which looked like the
Argentinean Pucara; the B222
communications/feeder airliner;
and a pressurised PT6-engined
development designated B224
which would have seated fourteen
and which bore a remarkable

resemblance to the later very
successful Embraer Bandeirante. Also planned was a twinturbofan eight-seat business jet,
the B226, looking like Cessna’s
then-unknown Citation, to be
powered by Rolls-Royce RB-188
engines. Even these represented
only a long-term part of Beagle’s
future plans.
Among all the advanced new
designs there remained but
a single remnant of the old
Auster line the D5/180 Husky
utility aircraft, which was being

produced sporadically and at a
loss. Ambrose Hitchman, longtime commercial manager for
Auster at Rearsby and subsequently
for
Beagle-Auster,
recalls that the low volume of
production (one in 1965, six in
1966 and three in 1967) and
Beagle’s unwillingness to lay
down batches of aircraft rather
than building piecemeal, pushed
the cost of each Husky to an
estimated £6,045, £1,747 more
than the UK market price. The
same had been true of the Terrier.
The original Auster AOP.6s and
‘7s had taken about 700 manhours each to build; conversion to Terriers took between
1,700-2,000 man hours apiece.
The Airedale took some 6,900
man-hours and £2,037 in labour
charges to build, against a selling
price below £5,000.
In many respects Rearsby was
beset by the same problems encountered during the prototype
B206X
development
at
Shoreham. In a memo to Beagle
directors Ambrose Hitchman
noted “many hours have been
wasted in retrospective work due
to changes after the aircraft has
been partly built to sales specification. Unless we are prepared to lay
down a batch of twelve to twenty
aircraft to achieve the assembly
estimate of 500 hours (and we
have the production capacity and
floor space available), we should
cease further manufacture of
Huskys forthwith.”
They did, and in November 1968
sold off Beagle’s Auster interests
for £30,000 a price negotiated
by the redundant Hitchman,
who joined Auster’s new owner
Hants & Sussex Aviation at Portsmouth.

226 project fanjet
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In July 1965 the board of Pressed
Steel accepted BMC’s take-over
offer. At the first subsequent
board meeting it was emphaCopyright © by the IAC
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sised that BMC’s policy was for
total concentration on motor car
bodies at Cowley. Pressed Steel’s
Prestcold plant at Swansea was
sold to Ford, and the railway
wagon and Hillman Imp body
factory at Linwood was acquired
by the Rootes Group, leaving just
Beagle for disposal, but without
a taker.
Peter Masefield, who by then
had been appointed chairman of
the British Airports Authority,
forecast that to achieve a satisfactory rate of output of a range of
six related aircraft types which
would be profit-making, a total
investment of £10.5 million
was required. £5 million was for
launching costs (design, development, tooling, flight-testing and
to cover high initial batch costs),
and £6.5 million to cover stocks
and work-in-progress for a peak
projected output of 425 aircraft
per year (the £1 million difference in the figures takes into
account the ploughing-back of
early profits into later launching
costs).
This investment programme was
discussed by Peter Masefield,
his deputy Peter Brooks and
chief designer Tom Carroll
in their evidence given to the
Plowden Committee on the
British Aircraft Industry. As a
result, the committee’s report,
published in December 1965,
for what it was worth, unequivocally recommended that Government support should be given to
the manufacture of British light
aircraft.
“It has been represented to us
that the manufacture of light
aircraft ought to be well-suited
to the resources of British
industry at the present time,”
the committee reported. “The
market is buoyant, the sums
at risk in development are not
excessive and lower wage rates
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Beagle Husky brochure

should give British manufacturers an initial market advantage
over their American competitors. Though the sums needed to
launch a light aircraft are small
compared with those required to
launch large airliners, we doubt if
the necessary funds can be raised
wholly in the private market at
the present time. We recommend
therefore that, in suitable cases,
a measure of Government
financial assistance should be
given towards the launching of
promising light aircraft. Suitable
arrangements for recovering this
expenditure through sales should
be made. We see no reason why
this branch of industry, given
the necessary Government assistance for a few years, should
not become commercially selfsupporting rather sooner than
the rest of the industry. We think
the Government should review
progress from time to time in the
hope that within a few years the
industry will be self-sufficient.
If, on the contrary, light aircraft
business were not approaching
this objective by then, the case for
continuing assistance would be
open to question.”
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Following
publication
of
Plowden’s findings, Beagle and
Pressed Steel directors met with
Roy Jenkins, then Minister of
Aviation, for discussions on
the company’s future, while
Masefield also pursued other
possible paths to security, notably
in discussions with the American
General Dynamics company,
who had expressed “keen interest”
in acquiring Beagle. During
the summer of 1966 rumours
circulated that the Government was to take over Beagle.
Peter Masefield, admitting that
talks had taken place with the
Ministry of Aviation, described
the rumours as “complete speculation”. Concurrently he was
having talks with Sud Aviation
in France about co-operation
on light aircraft programmes,
and declared that “we seem to be
heading towards agreement on an
unduplicated line of European
products with each partner
having responsibility for particular products” one of which
apparently was to have been an
Astazou-powered version of the
B206.
The GD deal did not materialise, and in December 1966
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Fred Mulley, Labour Minister
of Aviation, told the House of
Commons: “The Government
have now agreed, subject to
the approval of Parliament, to
acquire at a price of £1 million
the assets of the Beagle Aircraft
Company, including the work
already well advanced on a range
of British light aircraft. The
House will be asked to approve
the necessary legislation. In the
meantime, the Government will
continue to provide the funds
for day-to-day operation of the
company, on whose Board the
Government are to be suitably
represented. Beagle represents

the best opportunity for us to
compete in the growing market
for light aircraft. The successful continuation of the company
will make a useful contribution
to our balance of payments, and
the company should, with full
government backing, be able to
command an increasing share of
the world market.”
An Opposition MP swiftly
condemned “this further example
of back-door nationalisation made
necessary only by the general lack
of confidence in British aviation
created by the Government and
by the capital famine caused

Original B121 concept scheme

Original mock-up of the B.121T later to emerge as the Bulldog.
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by the Government’s economic
policy”. The only alternative to
the Government take-over, Mr.
Mulley replied truthfully was to
let Beagle close and make 1,000
employees redundant. “Instead
of saving aviation, we would let
this branch of aviation perish,”
he retorted, “. . . there will not be
a profit for some years to come,
but in the long run and we have
to answer the challenge in the
long run we have either to do
this, or let this valuable part of
aviation die”.
“Mr. Mulley is to be congratulated
on his act of faith in the future
of light aircraft,” commented a
‘Flight’ leader “there was only
one British alternative to the
nationalisation of Beagle, and
that would have been the collapse
of Peter Masefield’s struggle to
put British light aircraft manufacturing back on the map we
may find that the country has got
a bargain for its £1 million.”
The sale price did not include
the profitable Rearsby based auto
parts business, or the plant which
BMC rented back to Beagle
for £20,000 a year. Two years
ago British Leyland’s Michael
Edwardes sold off Rearsby Automotive to a consortium of former
Auster employees.
While Parliament continued
to argue the causes of Beagle’s
predicament and the government’s solution to it, the
Shoreham design office had
been busy on the single-engine
trainer/tourer which was to
form the bottom end of Beagle’s
proposed new range. The B121,
to be named Pup, was to be “the
best possible low cost aeroplane”
that would appeal to sport fliers,
businessmen and in developed
form to the RAF. Beagle decided
on
all-metal
construction,
modestly aerobatic certification (+4.5g/1.8g), side-by-side
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seating, tricycle undercarriage and
crisp but docile handling characteristics. The airframe would be
offered initially in 2/3 seat form
with 100 hp and 150 hp engines.
A four-seat 180 hp Pup Major
tourer and twin-engined Twin
Pup versions were projected as
logical developments.
The Pup (and its military Bulldog
derivative) were the first and only
pure-bred Beagles: its design
by a team led by Tom Carroll’s
successor John Larroucau owed
nothing to earlier Auster or Miles
aeroplanes. Peter Masefield told
members of the Elstree Flying
Club at their annual dinner in
December 1966 that the new
Beagle “would embody the same
qualities of handling and style
that characterise the British
sports car”.
The first Pup 100 flew from
Shoreham on 8 April the
following year, and was officially
named by Sir Thomas Sopwith in
May, alongside the Shuttleworth
Trust’s example of his earlier
Pup. The first 150 hp Pup flew
on 4 October, and two months
later a contract was signed with
MinTech for the first half of a
planned 60,000-square-foot Pup
assembly building at Shoreham
which would house every phase of
manufacture. After eight months
of test flying on the two variants
Pee Wee Judge reported in Beagle
News: “We feel that in the Pup
family we have an outstanding
little aircraft which is in a class
quite by itself, combining the
comfort and amenities of the best
of its contemporaries with an upto-date and efficient structure,
really good handling qualities
and complete aerobatic capability.”
Others who flew the aircraft,
including the Duke of Edinburgh
and veteran Imperial Airways
Captain O. P. Jones, agreed.
Copyright © by the IAC

Pup cockpit

Pup roll-out at Shoreham

Pup prototype G-AVDF
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had little serious criticism save
for items of cockpit layout and
the difficulty of securing the
cabin doors because of fuselage
flexing.

Structure of the Beagle Pup

The Pup 100 was to be priced at
£3,495 in basic form, or £3,750
with dual controls, a better
standard of cabin trim and a full
blind-flying panel; the Pup 150
was quoted at £4,250 basic, and
the Pup 180, scheduled to fly in
March 1968, at £5,400 —prices
which were lower than (or at
worst, very competitive with)
the imported products of Cessna
and Piper. MinTech man-hour
estimates for Pup production
closely matched those believed to
pertain for comparable American
aircraft, while Beagle’s labour
rates and overheads were claimed
by Peter Masefield to run at
about sixty percent of those of
their American counterparts.
With 250 Pup orders received
in the twelve months from the
first public announcement of the
aeroplane, all seemed set fair for
the long-delayed Beagle trainer’s
market debut. Production was
expected to reach 200 aircraft
per year by 1969, doubling by
the early 1970s.
There were hopeful signs, too,
that the improved Beagle 206S
was beginning to make sales
headway. A subsidiary — BeagleAustralia — managed by agent
Bryce Killen, sold the aircraft to
the Royal Flying Doctor Service,
and while many 206s were being
stored at Tollerton and Castle
Donington pending sale, modest
progress was being made in
Britain, the Middle and Far East
and the United States.

Beagle B206 of the Royal Australian Flying Doctor Service
photographed at Rearsby

Boscombe Down complemented
the aeroplane for its “very good
handling characteristics ... very
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pleasant and docile . . . yet sufficient scope to enable good piloting
standards to be achieved”, and
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During 1966 and 1967 the
company had come close to
concluding two substantial deals
for 206s which could significantly
have altered Beagle’s financial
situation and perhaps its eventual
Copyright © by the IAC
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fate. The South African Air Force
placed a firm £2.5 million order
for 36 aircraft for coastal patrol
and air-sea rescue duties. Sadly,
despite the strong support of
the British government, the
U.S. Department of Commerce
blocked the deal by refusing to
grant an export permit for the
aircraft’s
American-manufactured engines on the grounds
that the Beagles might be used
for internal suppression.
The Argentine Air Force chose
the B206S as its standard multiengine trainer and communications aircraft and signed
an ‘intention to proceed’ for
seventeen aircraft. It was typical
of the misfortune which attended
so many of Beagle’s plans that
an outbreak of foot-and-mouth
disease at the time prompted
a ban on the importation of
Argentine beef. The Argentinians, reportedly “sore as hell”,
retaliated by ordering American
Aero Commander 500s instead.
Ironically, in the light of more
recent events, another Argentine
order for three civil aircraft was
also cancelled because of a dispute
over sovereignty of some remote
islands called the Falklands.
Beagle had a protracted flirtation with Brazil, where plans
had been laid as early as 1964
for the setting-up of a subsidiary company to manufacture the
B206 for the South American
market. This followed an approach
made by a Rio-based go-between
named John Norman, representing Biasa lndustrie Aeronautica
SA. BIASA’s managing director
Sergio Botelho had gathered
together a group of aeronautical
engineers and design staff, and
had previously negotiated unsuccessfully with Lockheed-Macchi
for licence production of the
LASA-60, and with the German
Bölkow company. A factory
site had been located at GuarCopyright © by the IAC

Beagle B 206 production line at Rearsby

atingueta, between Rio and Sao
Paulo, and a German-Brazilian
design team was working on a
twin-engine aircraft said to have
been “almost a carbon copy of the
B206”.
Ranald Porteous made many
trips to Brazil in negotiations,
resulting in a tacit agreement for
a ten-aircraft order for B206s
from the Brazilian Air Force
following the successful conclusion of a deal for licence-production by Beagle-BIASA. Sales of
200 aircraft in Brazil in the first
five years and 400 in all Latin
America were projected. A Beagle
B206S was ordered as a Latin
America demonstrator. The sale
price of this aircraft was to have
contained a hidden five percent,
charged as “tropical standard of
corrosion proofing”, to be lodged
directly in BIASA’s London
account. “Please remember the
absolute necessity of avoiding
mention of the five percent
discount in any letter or invoice,”
Porteous cabled Shoreham; “this
is exactly the kind of thing that
the Banco Central look closely for
you will therefore have to be very
careful to arrive plausibly at the
correct total of £47,370.”
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Unfortunately repeated delays
in getting the demonstrator to
Brazil, and the efforts of sacked
employees to discredit Botelho
in the Brazilian press, combined
to fire rumours of share-pushing
when Beagle-BIASA shares were
put on the market. “The noshow of the 206S, coupled and
synchronised with a substantial
new share issue, left Botelho very
vulnerable,” says Porteous; “and
everyone seemed to assume that
it was just another bucket-shop
and that Botelho’s agreement-inprinciple with us was a myth”.
Botelho himself became suspicious of the frequently-cancelled
appearance of the demonstrator, coupled with uncertainty in
Britain over Beagle’s future at the
time of the Pressed Steel/BMC
take-over, and the Beagle-BIASA
project eventually foundered.
“Unless you have a strong home
company you cannot have satellites,” says Sir Peter Masefield.
“These are the sad things about
Beagle.”
Two
interesting
sidelights
emerge from Ranald Porteous’
Brazilian sales efforts. At that
time Freddie Laker was running
British United Airways, and was
apparently seeking a replacePage 69
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of Sir Archibald Mclndoe’s
famous plastic surgery ward at
East Grinstead Hospital. The
double entendre of the aircraft’s
name cannot have been lost on
customer or manufacturer.

Beagle Pup named “Guinea Pig” as a tribute to members of the
club

ment for his Cessna Skyknight.
It was suggested to him that if
the Beagle-BIASA factory went
ahead there would be substantial
staff travel between England and
Brazil, and if he considered a 206
for his personal transport, Beagle
would see that the business went
to BUA. And during his sales
tours Porteous inspected two
American light aircraft which
Beagle were interested: Jim
Bede’s BD/1, which later evolved
into the American Yankee, and
Cherokee designer John Thorp’s
two-seat Skyscooter.

In April 1968 the first Pup was
handed over to a customer:
Frank Hewitt of the Shoreham
School of Flying. It was Beagle’s
declared policy that early
Pup deliveries should be to
schools and clubs local to their
Shoreham and Rearsby factories,
so that service experience could
be closely monitored and rapid
support given. Another launch
customer was the Flaravia Flying
Club at Biggin Hill, whose first
aeroplane was named ‘Guinea
Pig’ because of links with the
Guinea Pig Club’for veterans

View of the pup production line at Rearsby during the final days
of the company
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Pup production grew swiftly
towards one per working day by
late 1969, many of the aircraft
for export to Europe, the Middle
East and Australasia. Eight
special 160 hp Pup Mark 3s were
built in 1969 for the Iranian
Civil Aviation Training Organisation. Hopes that the College
of Air Training at Hamble might
select both the 206S and the Pup
as replacements for their Apaches
and Chipmunks were dashed
when the College ordered Barons
and Cherokees instead, despite
strong political pressure to buy
British. So confident had Beagle
been of a Pup order that twenty
production line places had been
reserved for CAT aircraft.
The Pup was generally received
with great enthusiasm for its
handling qualities; but by late
1969 Frank Hewitt, the first
Pup operator, announced that
he was selling his fleet because
of Beagle’s poor response to
fault rectification. Brakes, shock
absorbers, wing mounts, fuel
tanks and especially the fit of the
aircraft’s doors plagued Pups in
the early days, and many aircraft
including exported machines
came back to Shoreham and
Rearsby for urgent repair. This is
hardly unusual with any entirely
new design in its first years of
service; but in part the Pup’s
problems may be attributed to
its more complex construction
as compared to (say) the Cessna
150 or Cherokee. “It appeared
to be designed not for production
but as a one-off special in which
cost was no object,” commented
‘Flight’. “The philosophy has
apparently been to have most
parts custom-built when in many
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cases bought-out components
would have done the job equally
well. The designers should have
taken a Cherokee apart down to
the smallest component, drilling
out every rivet. Then they should
have been told: ‘This is Piper’s
capability — now go away and
beat it’ “.
The result was an aeroplane much
more expensive to produce than
its American rivals, and thus
seriously under priced. Beagle
recognised the fact in July 1969
when Pup prices were increased
to £4,350 for the 100 and £5,200
for the 150, with an estimated
gross profit margin of £1,000
per aircraft. Later analysis shows
that each aeroplane was probably
costing £1,000 more than the
selling price in materials, boughtout parts and labour.
Although the government had
announced their acquisition of
Beagle in December 1966 and
had been financing the company’s
operation since then, formal
purchase could not be made
until the necessary legislative
authority had been sought from
the House of Commons through
the Government’s Industrial
Expansion Bill. The delay drew
criticism from the Conservative
Opposition. In February 1968
Nicholas Ridley MP asked why
no accounts for the company’s
trading in 1966 and 1967 had
been published, and suggested
that the working capital provided
by the government had been
given illegally because Beagle had
not yet been nationalised. The
Minister of Technology, Anthony
Wedgwood-Benn, informed the
Commons that Beagle’s trading
losses for the fifteen months to
the end of March 1967 had been
£1,141,000, that the working
capital had been in the form
of grants, and that no public
money had yet been spent on
the acquisition of Beagle because
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The last Rearsby-built B206 design — B206 Series 3

Pressed Steel had not been paid
their £1 million. “Why do not
the Government pay their debts
to people from whom they buy
things, or otherwise pay interest
on the money which they owe?”
countered Mr. Ridley in a debate
which left members little the
wiser about Beagle’s affairs.

to break even in 1972 with a
sales volume of the order of £5
million to £6 million. The total
World market for light aircraft
is upwards of 12,000 a year, and
Beagle needs to capture only four
to five percent of it to establish
and maintain an economic and
profitable programme.”

Shortly after this skirmish the
Ministry of Technology outlined
their philosophy for Beagle’s
future to a House of Commons
Standing Committee: “It is not
expected that a nascent company
in this part of industry can be
immediately profitable. Expenditure has to be regarded as an
investment. We have always
recognised that considerable
investment in Beagle would be
necessary before the company
could be expected to show a
profit. This might well take several
years. This is perfectly normal in
commercial ventures of this kind
where considerable development
expenditure is called-for before
a return can be obtained from
production sales. Beagle’s aim
is to eliminate trading losses by
completing development of the
present range and building up
sales to the point where income
from sales exceeds annual total
expenditure. On its present
programme the company expects

The government was following
the recommendations of the
Plowden committee almost to the
letter. In July 1968, Beagle was
formally taken over as a whollyGovernment owned company
with a declared hope that it
“would be run in as commercial
a way as possible with as little
direction from the Government
as is necessary.”
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The government had invested
£4.4 million in the company:
£3.3 million on day-to-day
running costs from mid 1966,
most of which went on B206
development, and the balance
for the £1 million purchase
price and interest paid to Pressed
Steel. Wedgwood-Benn stated
that a further £2.5 million
would be provided in the form
of a £2 million government
share issue, the balance by bank
overdraft secured in the assets
“but possibly subject to Government guarantees”. Significantly,
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at clearing out the project design
and ancillary departments and
building up the direct labour
force to increase efficiency and
output in 206S and Pup production to get the product into the
marketplace, in effect.

Minister of Technology Anthony Wedgwood-Benn talking to staff

Wedgwood-Benn forecast that by
1972 Beagle would be delivering
400 Pups (100s, 150s and 180s)
and 150 Twin Pups with earnings
from sales alone running at £5.25
million, and declared that Beagle
still represented the best chance
for “success or failure for the
British light aircraft industry”.

as managing director six months
previously. Peter Masefield, who
was devoting most of his time
to running the British Airports
Authority, became chairman of
the company. Myer had no experience of the aircraft industry. He
came to Beagle from the Metal
Industries Division of Thorn
Electrical Industries, where he
was regarded as “an organisation
man, a professional managing
director.” Sir Peter recalls him as
“switched-on”. Another former
Beagle man says Myer was “the
Michael Edwardes type, given a
free hand to reorganise”.

The government had installed
their own man, K. N. ‘Nick’ Myer,

Reorganise he did, with a rigorous
staff-cutting programme aimed

within two days of the acquisition, the government took out
£250,000 worth of debentures;
a debenture holder has a legal
right to a company’s assets and
can demand the appointment of
a receiver.

Beagle Pup 100 at Shoreham
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Among those who lost their
jobs was Ranald Porteous, who
had done eight-turn spins in
the Pup at the Farnborough
Air Show a few weeks before
he was dismissed; Peter Brooks,
Masefield’s long-serving and
respected deputy; and Ambrose
Hitchman, who recalls sending
his three-months’ salary redundancy cheque back in disgust
and going to see Peter Masefield
at BAA’s offices in an attempt to
preserve his pension rights. “After
25 years with Auster and then
Beagle, they offered to refund my
contributions,” he says. “Peter
Masefield was sympathetic, but
by then wielded little power at
Beagle.”
In January 1969 WedgwoodBenn (“much more reasonable
than he is today, not nearly so
extreme,” says Sir Peter) flew in
a B206S to the Shoreham and
Rearsby factories, reaffirming
to their workforce. the government’s intension to support the
successful continuation of the
company.
Two new developments emerged
from Shoreham during the year.
In May, Pee Wee Judge and flight
test observer David Cummings
made the first flight of the B125
Pup, with a 200 hp Lycoming
engine (the installation had
already been tested on the
original Pup prototype) driving
a constant-speed propeller, a
new 8g wing and a clear sliding
canopy. This aircraft, quickly
renamed Bulldog, appeared at
the Paris Air Show a few weeks
later where it won a £1.75 million
order from the Forsvartes MateriCopyright © by the IAC
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elverk (Swedish Air Board) for 58
aircraft for the Swedish Air Force
and options on a further 45.
Eight more were soon ordered
for the Zambian Air Force and
five for Kenya.
In a later assessment of the
Bulldog, Boscombe recorded
an “overall impression of the
aircraft that was most favourable, and in our view it is wellsuited to the military trainer
role ... handling characteristics
even better than those of the Pup
150”. Extensive trials in Sweden
including flights on skis, tropical
trials in Cyprus and high-altitude
testing at Samedan in Switzerland confirmed the fine qualities
of the Bulldog, and raised
Beagle’s hopes again of a contract
with the RAF for a Chipmunk
replacement.
The other new aircraft to appear
was the Beagle B206S Series III,
which flew in August, four days
before a nine-strong team from
Ling-Temco-Vought
visited
Shoreham to discuss their serious
interest in acquiring a substantial
share in Beagle, if the British
government were willing to
continue support.
The Series III was a half-way house
between the standard B206S and
the projected ‘stretched’ B210. A
ten-seater, it was unstretched but
had a raised cabin roof line which
faired back to the fin in a straight
taper to provide additional cabin
headroom. After intensive and
secretive test-flying at Shoreham,
the development aircraft was
remanufactured to Series II
standard . A single production
Series lll, named Commuter
after its intended market, flew
in August but did not complete
certification trials. It was later
sold to a Brazilian customer and
is believed to be still flying.
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Beagle Bulldog prototype G-AXEH

Beagle Bulldog XX 538

“By the autumn of 1969,” says
Sir Peter Masefield, “Beagle had
gained a backlog of orders which
amounted to more than 350
aircraft a majority for export.
Production had been built up to
a rate of one per working day and
for the first time since the war
the British aircraft industry had
a family of light aircraft which,
in performance, in price and in
flying qualities, were genuinely
ahead of anything else in their
class in the world. The Pup was
in demand greatly in excess of
the supply, and the supercharged
version of the B206 had begun
establishing itself in the sophisticated United States civil market.
“Market research in depth on
both sides of the Atlantic showed
that Beagle could expect to be able
to sell by the mid-1970s around
The History of the Auster Aeroplane

1,000 aircraft a year about
85 percent of them for export
including to the USA providing
that the finance could be made
available in the form of working
capital to enable production to
be matched quickly enough to the
market demands.”
In addition to their talks with
LTV, Beagle were having discussions with Grumman and
McDonnell in the USA, with
Sud Aviation in France and with
Dornier and Bölkow-Messerschmitt in Germany on collaborative projects and co-operation
on distribution and marketing.
Commercial analysis forecast
that further investment in the
company might be expected to
make a return of between 15-20
percent on capital once production and turnover had been built
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up to the required levels. The
projected date was 1974/75,
when Beagle was forecast to
be earning £8 million a year in
foreign currency.
“Fourteen months after acquisition by the Government, Beagle’s
production was growing steadily,”
Sir Peter says. “Costs were coming
down, orders were booming, and
a sound and profitable future was
in sight for the shareholder and
for the 1,080 employees of the
company. During the previous six
months new firm orders had been
gained for 192 aircraft of which
167 were for export, and orders
were coming in steadily at the
rate of more than forty a month.
Some 150 Pups had been built
and more than 120 delivered to
customers. Bulldog tooling was
under way for first deliveries to
the Royal Swedish Air Force in
July 1970.”
Buoyed by this upturn in their
fortunes, Beagle drew up a
new programme for the future.
Central to it was the expansion
of production to a rate of 785
aircraft a year, which market
research indicated would provide
a sound financial basis. The
proposed programme was based
on four fundamental points: that
an expanding market existed
which would otherwise be fed
from American manufacturers;
that Beagle had demonstrated
their ability to design competitive aeroplanes which customers
wanted; that they had proved
their ability to sell with a growing
backlog of orders; and that the
one-a-day production rate had
proved that they could build.
“We submitted that we were
fulfilling well the recommendations of the Plowden Report,”
claims Sir Peter. “We had established a business worth doing
which would be satisfactorily profitable on the basis of
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adequate capitalisation. Costs
were coming down steadily as
the typical ‘learning curve’ was
absorbed. Thus, the 100th Pup
required only fifty percent of the
man-hours of the twelfth off the
production line.”
Adequate capitalisation was, of
course, a prerequisite to the entire
programme. Beagle estimated
that, over the five years 19701975, they needed £6 million
a modest sum even then, with
motorways costed at £16 million
per mile which would give a
conservative return on net assets
employed of around 12.5 percent
by the end of the five-year plan.
In October 1969 Peter Masefield,
Nick Myer and T.N.Ritchie,
Beagle’s government-appointed
financial director, met with
Wedgwood-Benn and his deputy
at Min Tech, Harold Leaver, to
agree plans for Beagle’s future in
the long term.
As events were very quickly to
prove, ‘long term’ was a singularly inappropriate phrase.
“It has always been possible to
make a profit so long as no aircraft
are being built” K.N.Mayer,
Beagle Managing Director,
1970.
The
Government’s
public
response to Beagle’s proposals
came in the House of Commons
in December 1969, when
Anthony
Wedgwood-Benn,
apologising in advance to a rowdy
gathering of MPs for the length
of the statement he was about to
make, reviewed Beagle’s achievements and the Government’s
decision to back the company,
finally delivered the death blow.
“After giving the most careful
consideration to these proposals
(Beagle’s request for a further £6
million investment) the GovernThe History of the Auster Aeroplane

ment have regretfully decided
that, having regard to the need
to contain Government expenditure, there is not sufficient
priority to justify the investment
of further public funds in this
enterprise in the face of the many
competing demands on national
resources. In the circumstances,
the board of Beagle Aircraft Ltd
has had no alternative but to ask
its bankers and the Government
to appoint Mr. Kenneth Cork
as receiver and manager as the
appropriate step for the preservation of the undertaking and the
assets of the company. I am not
sorry that we made this effort to
bring the industry back on its
feet. In this, we have been excellently supported by the managers
and workers of the company,
who have made the most valiant
efforts.”
The “many competing demands”
on Government cash included
one lodged by Upper Clyde
Shipbuilders for exactly the same
amount needed by Beagle. “At a
time of economic problems there
was a certain amount of money
available for industry,” explains
Sir Peter Masefield; “and Upper
Clyde also wanted £6 million
—paltry sums compared to those
we talk about today and they
got it instead of Beagle. I spoke
long and earnestly to WedgwoodBenn, saying ‘for God’s sake, here
we are with 1,000 employees,
every-thing coming along, let’s
have light aeroplanes manufactured in the South’. He said no,
the need for ships and employment in the north was much
greater. Anyone thrown out of a
job in Shoreham would find other
employment, but anyone out of a
job in Glasgow would find it very
difficult, so his choice had to be
for Upper Clyde. In six months
they lost the lot when Upper Clyde
shut down. Very sad ... Benn
killed Beagle when he needn’t
have done, though I think he was
Copyright © by the IAC
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under Treasury pressure. The fact
is that no Government over the
past twenty years has really cared
for British aviation.”
Benn was also under pressure
in the House from the moment
he finished his announcement.
Opposition MPs challenged this
amazing about-face, coming
barely eighteen months after the
Government had recognised the
“considerable investment” which
might be needed in Beagle which
might take “several years” to
realise a profit. Would Mr. Benn
recall his confident assurances
in his judgement, MPs asked?
Would he reveal the extent of
public funds involved? And from
a private pilot MP, this would he
please confirm that the failure of
Beagle had not been due to the
inefficiency of their aircraft, but
to the financial background of
the company?
Investment of public funds,
revealed the Minister, totalled
some £6 million. On his business
judgement he observed: “I
would simply say that there is a
commercial risk in all aircraft
projects, many of them conducted
by private companies as well, and
this is inherent in the business
involved there is neither criticism
of management nor the workers,
who have an excellent record of
industrial relations, nor of the
design of the aircraft (which
were) popular and secured orders
abroad; but the object of investment by Government is to make
money by making the project
viable. It is not sufficient to get
orders for aircraft which are not
covered by that expenditure.”
An immediate result of the
Government’s withdrawal was
that the optimistic discussions
which had been taking place
with Ling-Temco-Vought for a
partial acquisition of Beagle were
abruptly halted. In the week
Copyright © by the IAC

following
Wedgwood-Benn’s
announcement the receiver
began negotiations with trades
unions at Shoreham and Rearsby
for immediate staff redundancies. Beagle Aircraft (1969) Ltd
was set up to continue day-today business while a buyer was
being sought.
The receiver valued Beagle’s total
assets at £1.2 million but much
of that comprised work-in-hand,
including eleven complete or
part-complete B206s, thirty
complete Pups and components
in various stages of preparation for some 56 others, and
parts for the Bulldog. Tangible
assets plant, machinery, office
furniture and fittings totalled
only £98,000, and the company’s
properties were leasehold, one
with an expired lease, the other
with only a short time to run. The
Pup assembly plant at Shoreham,
which had cost £131,000, was
built on leased land whose lease
expired just a few months after
it was completed. The company’s
liabilities were set around £1.25
million, which included a
£200,000 deposit on Bulldogs
from the major creditor, Sweden’s
air force.
In the weeks that followed the
Government appeared reluctant
to give guarantees to meet
creditors’ claims or to honour
staff contracts and redundancy
payment agreements. It was
reported that £75,000 might be
available in total for severance
pay, perhaps £100,000 if the
unions “could twist its arm halfway up its back”, but that would
barely cover a week’s pay per
employee, and it was rumoured
that redundancy pay calculations
would be based on post-receivership wages, when no overtime or
bonuses were being earned.
In his ‘Daily Mirror’ column,
Labour MP Woodrow Wyatt
The History of the Auster Aeroplane

commented:
“The
Beagle
Aircraft Company is owned by
the Government. That is why
suppliers, including a company
of which I am chairman, are
willing to give it credit. It never
occurred to me that the Government would dishonour the obligations of a company which it
owned. Otherwise, when the
Beagle Aircraft Company was
slow in paying its debts, as it was,
supplies would have been cut off.
Now according to the Minister of
Technology, Anthony WedgwoodBenn, it will pay its debts only
if it has any money left after the
receiver has sorted things out.
That is no way to run a whelk
stall or a business.”
Conservative MP Tom Boardman
demanded an enquiry into the
Beagle affair and Benn’s handling
of it: “The public have a right to
know how commercially the firm
was managed.” Miss Mervyn
Pike MP, who represented the
Rearsby constituency, succeeded
in raising a question on Beagle
during which Hector Monro
drew comparison between Jodel
in France building 200 aircraft
a year with 120 workers, Partenavia in Italy turning out eighty
aircraft (one per worker), and
Beagle “with upwards of 1,000
workers and has now produced
not a great deal more than 100
aircraft” per year. F. V. Corfield,
a scathing critic of the Government’s handling of Beagle could
“only boggle at the ineptitude of
the cash flow situation on which
the minister made his initial
decision”.
While the first recriminatory
shots were being fired in Parliament efforts were being made to
try to find a buyer who would
take on Beagle and continue to
produce the existing range of
aircraft particularly the Bulldog,
which the Swedish government still wanted in preference
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to the indigenous MFI-15, and
for which there seems a likely
prospect of a RAF order, which
would otherwise go to the SIAIMarchetti SF260M.
Lotus chairman Colin Chapman
was among the first potential
buyers to express interest in
Beagle. Miles Aviation &
Transport Ltd, the part of the
Miles brother’s enterprises not
sold to Beagle, put in a bid of
“well under £400,000” for the
rights to the Bulldog and for
Beagle’s profitable sub-contracting work, but the offer was
turned down because of future
uncertainty over security of
tenure of the Shoreham production facilities which Miles wanted
to use. Nick Myer had talks with
Messerschmitt-Bölkow-Blohm
in Germany. And the American
John Delaney Group, whose
activities included tyre-retreading in South America and exhibition furnishing, showed interest
in Beagle’s assets, by now on offer
at knock-down prices totalling
less than £500,000.
In a contemporary memo Peter
Masefield wrote: “None of them
has, so far, been afforded time to
go fully into the complex analysis
naturally required to establish
the solid facts about the business.
With a company in the hands of
the Receiver, and with redundancies occurring each week, by
the middle of March Beagle will
virtually have ceased to exist.”
So it was. On 27 February
1970 an Extraordinary General
Meeting passed a special resolution appointing Kenneth Cork as
liquidator. Three weeks later only
250 staff were left at Shoreham,
nearly all employed on the subcontracting side of the business,
and the Government appointed
managing director Nick Myer
had received his redundancy
notice along with the rest of the
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managerial team. The hoped-for
eleventh-hour bid for the entire
operation never did materialise.
The sub-contracting part of
Beagle did find a buyer. C. F.
Taylor Holdings, part of the G &
J Weir Group of Cathcart, bought
it and the Beagle Aircraft (1969)
Ltd company names for “less than
£100,000 with a £300,000 order
book”, says current managing
director Ken Stone, and were
given three months to move the
operation away from Shoreham.
Today Beagle Aircraft (1969)
Ltd is based at Christchurch,

Beagle Bulldogs XX659,
XX856, XX857, XX858

G-BDOG civil Bulldog — Bullfinch

Bullfinch G-BDOG with wheels retracted
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to home builders for completion;
it never happened.
Thus (as Peter Masefield had
predicted) by March 1979 it
was all over bar the shouting.
That took place at Westminster,
when F. V. Corfield moved in
the Commons: That this House
regrets the mishandling by Her
Majesty’s Government of the
Beagle Aircraft Company.

A line-up of Swedish Bulldogs

a profitable supplier of major
assemblies for the aerospace
industry, with £1 million worth
of business from Rolls-Royce,
Shorts, Fokker, Boeing and other
international companies.
The Bulldog and the Swedish
order were also saved. In
June 1970 Scottish Aviation
announced that they would take
over manufacture and development of the aircraft and would
fulfil Beagle’s lapsed order from
the Swedes. A second prototype,
almost complete when Beagle
collapsed, was flown in early
1972 (and is now owned by Alan
Curtis and based at Compton
Abbas).
The Bulldog was selected by the
RAF, and has become a success-

ful export winner for SAL. The
original Beagle plan to develop
a four-seat tourer version also
came close to fruition when SAL
produced their prototype 200 hp
retractable Bullfinch at the 1976
Farnborough-Show. “It was not
quite how we would have done
it,” says Sir Peter Masefield.
The Bullfinch never went into
production.
As for the remainder, a number
of unsold B206s languished
in the long grass at Shoreham
during 1971, slowly dispersing
to customers in Britain, the USA
and South America. The nearlycomplete Pups were finished and
sold, and in 1973 plans were
mooted to supply components
from planned succeeding batches

Unsold, incomplete B206s outside the Shoreham factory in 1970
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“I stress that this is not yet another
debate on the merits or demerits
of nationalisation,” Mr Corfield
said in his opening remarks.
“Our concern is the loss of a very
substantial sum of public money
resulting from what appears to
have been a mishandling of this
affair in which the House, from
the start has been completely and
at times, misleadingly, informed.
The sum of money involved was £6
million, which I estimate will be
increased by about £1.25 million
by the Minister’s very welcome
decision to accept liability for
Beagle’s creditors”.
“The Government paid £1.1
million (for Beagle) and made
good losses to the tune of £2.5
million, and they estimated that
a further £2 million would be
required to break-even by 1972
with eventual annual sales at that
time of between £5-6 million.
In the event, however, it is clear
that a further capital injection
of no less than £6 million would
have been required to achieve
a break-even point by 1975 in
other words, three years — later
than the original estimate. That
represents a really mammoth
miscalculation based on a period
of only eighteen months. Are we
really to believe that this further
requirement just came as a bolt
from the blue in late November
last year? It certainly appears
that the Government’s decision
not to accept further financing
of Beagle came as a bolt from
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the blue to the company; that is,
unless the company was behaving
very dishonestly indeed, which
I cannot believe it was since it
was still accepting equipment to
a considerable value to within
a day of the Receiver being
appointed.
“This is a sorry affair. Although
there are aspects other than the
loss of this very substantial sum.
I have to express some sympathy
with (Benn) because I have
no doubt that what happened
was that when he went to the
Treasury he was told: ‘If you
want £6 million you cannot have
it for both this and Upper Clyde
Ship-builders. Where are the
most votes for the Labour Party?
I think that the Government
have mishandled this affair in a
way which is really deplorable.
There has been no word of regret,
no word of explanation merely a
statement that it was worthwhile
doing to try to save the light
aircraft industry. It is not worthwhile doing these things unless
they are conceived and managed
with a degree of commercial and
financial acumen which was
wholly lacking and, in this case,
lacking to the point of negligence.”
Mr. Corfield asked the Government whether they had ever made
any attempt to check the validity
of Beagle’s proposed production
rates and estimated cost decreases,
and also raised publicly for the
first time a £58,000 deficit in
Beagle’s pension fund, the money
apparently having been borrowed
to cover wages shortly before the
collapse.
“Beagle came to the Government
in early 1966 and made a number
of suggestions, one (of which)
was a partnership arrangement,” replied Wedgwood-Benn.
“That we were not prepared to
accept. An American company,
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General Dynamics, had a look
at Beagle early in 1966. That
company’s view was that the
range of aircraft was sound, and
that eventually there were good
prospects but that the time to get
a return was rather long. That
is exactly the reason we reached
the judgement, which I am now
defending, that we should go in.
There was a real risk, and in the
event the risk did not come off,
but there were also real prospects
of success for Beagle. The whole
thing might have worked if we
had put the extra money in,
but of course, there would have
been a three-year slippage of the
break-even point. In addition
the marketing problem of selling
a light aircraft in a world 91
percent dominated by American
manufacturers is such that we
thought it right not to go on. This
is not the first crash of an aircraft
company. One would think that
only Beagle had gone wrong and
that the reputation of all other
aircraft firms was such that they
would never go bankrupt. If the
Government decide to go in with
a company, with a clear objective
and a limited sum of money,
and that project goes wrong and
the Government decide to stick
to their original intention and
not provide more money and
the company goes bankrupt,
the Government have behaved
perfectly correctly and in a
completely defensible way.”
On specific questions relating
to Government monitoring of
Beagle’s financial targets and the
apparent ‘bolt from the blue’
demand for a further £6 million,
MinTech Parliamentary Secretary
Neil Carmichael allowed that “it
was never the intention of the
Government that they would
involve themselves in detailed
questions of day to day management” and that the Government
had no inkling of further capital
needed until Beagle presented
The History of the Auster Aeroplane

their new plan in November
1969. No enquiry was to be
held.
What really went wrong at
Beagle? The popular myth that
its demise was solely at the hands
of Wedgwood-Benn is only true
in that he administered the coup
de grace, and in so doing does
seem to have acted like one who
throws a drowning man a lifeline,
helps him in his struggle towards
the shore, then, with the odds for
his survival increasing, lets go of
the rope.
“Beagle ought to have survived,
and given this modicum of
finance it would have survived,
I am quite sure,” says Sir Peter
Masefield. “There was good
financial control going on and
good production progress. Once
we had built production up to a
steady rate of output the company
could have been seen through to
the stage where the Pup and 242
were selling well, as I am sure they
would have done, and British
light aircraft manufacture could
have been maintained into better
days. Whether Beagle could have
survived the current recession is
another matter.”
From even a cursory look at
conflicting statements made by
Government ministers at the
time of the acquisition of Beagle
and subsequently, it is clear
that a behind-the-scenes battle
went on between MinTech and
the Treasury which changed
the Government’s position and
placed emphasis on cutting
Government expenditure in the
run-up to a general election.
Beagle, not a vote-catching issue,
was the unfortunate victim.
But things had gone wrong
long before: why? Was the 206
the wrong aeroplane on which
to found a new enterprise, too
complex, requiring too great an
Copyright © by the IAC
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investment? Should a two-seat
trainer have been the first Beagle,
on which to build sales success
before launching an entire
range?
Arguably yes. But that point of
view takes no account of the
foundations of the company. It
was the proposed Bristol 220
twin, and the Air Ministry’s
declared written intention to buy
120 such aircraft (the Cessna 310
was favoured at the time) which
was the inducement for Pressed
Steel to become involved. Had
Masefield gone to them with a
Pup-style machine in 1959 there
probably would never have been
a Beagle company. Development of the 206 aircraft, made
necessary in part by a change in
the military requirement from an
aeroplane to carry three people
and equipment from England
to Gibraltar to one carrying
five to Malta, drained Beagle’s
resources when little income
was being earned from sales of
the Terrier and Airedale, which
were never intended to be more
than temporary stop-gaps. The
crushing blow of a military order
for only twenty Bassets played a
significant part in the company’s
ill-fortune. The Pup, too, while
a good aeroplane, was too costly
to produce, with a sales price not
covering manufacturing costs
let alone providing a reserve for
research and development.
And there were human foibles to
consider. In its early days Beagle
was composed of teams of people
who came from conflicting
backgrounds among whom old
loyalties died hard. Thus former
Auster men, the Miles faction
and Peter Masefield’s team from
Bristol all had their own ideas of
what should be done and how,
and they still have their own ideas
of what went wrong and why.
“The fact is that Beagle was a
serious and dedicated effort by
Copyright © by the IAC

a team of worthy people,” says
Sir Peter. “It would have gone
forward under sound private
enterprise backing had not
Pressed Steel been the subject of
a take-over bid from the ill-fated
British Motor Corporation. Even
then, Beagle would have gone
forward but for the negative
action of the then Government
towards all British aviation. It
refused to support the TSR.2, the
Hawker 1154 supersonic development of the VTOL fighter which
became the Harrier, and the HS681 STOL military transport, as
well as the promising BAC ThreeEleven, and Beagle. But for that
negative political bias against
British aircraft development we
would have, today, a formidable range of modern aircraft in
production, including a fullycompetitive series of light aircraft
from two-seat trainers and light
twins to a light executive jet
complementary to the 125.”
“Beagle certainly had an
ambitious programme. But it
had been carefully costed, it was
going ahead step-by-step, running
within budget, and man-hours
were coming down steadily along
an ‘80 percent’ curve, along a
five-year plan.
“British aviation
and our
national effort generally has
been the poorer and we have lost
opportunities in the forefront of
technology to which, I believe,
British design, development and
production skills in specialised
fields, have been particularly
fitted.”

aged others to invest in the
light aeroplane business. And
if they had, or if Beagle alone
had successfully climbed the
steep path ahead of it in 1969,
our light aircraft industry might
now be at least as active as that
of France, and possibly comparable in scope and output to one of
America’s ‘Big Three’.
While the manner in which
Beagle was conducted, both by
private enterprise and Government, justly deserves criticism,
let us at least spare applause for
a brave effort.
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The tragedy of Beagle’s demise is
that it must surely have been the
last opportunity to re-establish
a significant large-volume light
aircraft industry in this country.
Had the venture succeeded
and been seen to succeed even
after the Government stepped
in, it might well have encourThe History of the Auster Aeroplane
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Chapter 8
THE AUSTER HELICOPTER
By Peter R Payne and Gordon Hallam and Mike Preston

Hiller HJ-1 Hornet ramjet helicopter 1950 (Photograph Aerospaceweb.org)

Austers were noted for innovation in the area of UK and indeed
world light aviation. One of the
most adventurous projects undertaken by the company was that
of the Helicopter. Whilst most
Auster people had heard of its
existence, very few knew any
detail of the project. The Heritage
group acquired a copy of the
original proposal document
submitted to the Ministry of
defence. In addition a paper
written by Peter Payne the chief
designer on the project was
found. The latter was supplied by

Gordon Hallam who now lives
in Queniborough and worked
with Peter Payne on the project.
The paper is an interesting
document, it primarily addresses
a range of technical problems
associated with the design. It is
full of more general comments
about fellow workers and perhaps
more interestingly the company
approach to development and
the management’s attitude at the
time. In addition he comments
on his subsequent employment
with a large company and their

different approach to development of a similar project. He
compares their approach to the
more agile methods used at
Auster. The paper has been edited
to remove some of the personal
references and to make it more
readable and coherent with the
rest of the book.
Peter quotes in the text a number
of references to other ramjet
powered helicopters. An example
is the Hiller Hornet and the
McDonnell ‘Little Henry’. These
machines were taken to a more
advanced stage of development,
flying versions were made and
tested, they for various reasons
met with little success.
The great weight savings
achievable allied with the
expected propulsive efficiencies of mounting the propulsion system on the tips of the
main rotor blades were explored.
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Hiller Hoe-1 / YH-32 Hornet 1953 rotor dia 7M, length 3.89 M, height 2.38 M weight 243 Kg
(Photograph Aerospaceweb.org)

The consideration of the use of
ramjets, which consist of little
more than a fuel nozzle and an
ignition system, would add to
the previous benefits. One of its
main advantages is that it has
virtually no moving parts and is
hence lighter and more reliable
than the conventional engine and
power train approach. An associated problem with ramjets is that
they need to be accelerated to a
relatively high velocity before
they will operate. In addition a
ramjet consumes much more fuel
than an equivalent gas turbine.
Hiller first produced the HJ-1
which was to cost $5000. It was
due to go into mass production
but the Korean war intervened
and all of Hillers production
went into producing the UH-12.
In 1952, the US Navy was interested in a utility helicopter. They
investigated an improved HOE1 design to meet the Marine
Corps requirement for an Ultra
Light flying vehicle, a replacement for the Jeep?
Copyright © by the IAC

The HOE-1 was first delivered in
1954. The machine initially
looked promising but high noise
level and the exhaust flame did
not meet the necessary battle
field characteristics. In addition
the high fuel consumption and
low flying speed (max 71 m.p.h)
linked to its limited range 35
miles. Whilst the technology in
this case was proved to function,
the same problems would have
been associated with the Auster
design. (For more information of
the Hiller see www.nasm.si.edu/
research/aero/aircraft/hiller_hoe.
htm).
In addition McDonnell produced
the XH-20’Little Henry’ which
was no more than a test bed to
investigate the use of ramjets in
helicopters. It is claimed to be
the first ramjet helicopter.
(For more information see http://
avia.russian.ee/helicopters_eng/
mcdonnel_henry-r.html
It is interesting to consider the
reasons for the departure of
Austers into the area of helicopThe History of the Auster Aeroplane

ters. It was a defensive strategy,
against the correctly perceived
threat of the helicopter over the
more conventional AOP market.
Had it worked who knows where
the company would be now. The
original Hiller concept of
replacing the car with a light
helicopter could have had many
advantages. It is hard to see how
the inherent problems of efficiency and noise could have been
overcome.
The future held a good acceptance of the helicopter in battlefield conditions, mainly proved
by the American experience in
Vietnam, but they only really
came into their own when the
newer generations of reliable gas
turbine was available. It is ironic
that the follow up project to the
ramjet helicopter was one to
incorporate the Rover Gas
Turbine into the basic Auster
Design. This also came to
nought.
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The Auster/Bristol
Helicopter Ramjet
Engines
By Peter R Payne
I think I may now claim to
be a recognized engineering innovator; a rather stuffy
aphorism for “inventor.” Like
any other trade, innovation has
to be learned, mostly by doing,
and making mistakes, and then
recognizing what went wrong,
and learning from the experience. In the beginning, there
was nothing but conceit to make
me believe I could “find a better
way,” plus enormous enthusiasm
and energy, and a love of mathematical analysis. I invented
very little that was “new,” and
the “new” ideas turned out to
be valueless! But as the conceit
faded, experience grew to replace
it, and a few ,very few, of my
“new ideas” started to show some
small merit. And so, the intellectual growth started, feeding upon
itself, so that today I’m almost as
self-confident as in my youth;
but hopefully with better reason!
Another important factor in
my personal development was
the enormously good fortune of
growing up in the fledgling helicopter industry, where there was
no “established” way of doing
anything. Designing a new helicopter was almost continuous
invention. One saw all manner
of innovators in action; the outstanding ones like Raoul Hafner,
Johnny Jupe, O.L.L. Fitzwilliams,
J.A.J. Bennett and many others,
effective if less gifted, whose
names I’ve long forgotten.
This story is about one little
segment of that time, and starts
in the fall of 1953 when, at the
advanced age of 26, I worked in
the Project Office at SaundersPage 82

Roe, located in Eastleigh Airport,
near Southampton. That year,
we had completed preliminary designs and proposals for
two tandem helicopters (both
proposals were unsuccessful)
and were now contemplating
a Ministry of Supply RFP for
an “ultra-light” Army helicopter. The RFP specified “tip jet
propulsion,” as I recall, either
ramjet or pulse jet. Needless to
say, the design contract was eventually awarded to a pressure jet
design, and the machine actually
put into production was an updated version of the old Cierva
“Skeeter” shaft-driven helicopter!
But at the time, this was all in
the future, while we debated the
pros and cons of ramjet versus
pulsejet. I was a proponent of
the ramjet, perhaps because I
was familiar with the vices of a
pulsejet. (The grass is greener. )
The majority, including Ted
Ciastula, our Chief Engineer,
favored the pulse jet, at least
partly because we had already
developed one at Saunders-Roe.
It was quite compact, operating
at 120 Hertz and God knows
how many decibels. It’s progeni-

tor, Charley Tharrett, had done
an excellent design and development job, and the only problems
were those fundamental to the
concept:
(a) How could one support a red
hot tail pipe in a high centripetal
force field?
(b) How could one live with the
hellish racket?
(c) How could one get a usable
specific fuel consumption? It
was quite poor statically, and got
worse as the thrust fell off with
increasing air speed.
(d) How could one get a reasonable valve life, which was then
very low.
At the time, I thought those
problems were insurmountable.
Today I know better. A trip to
the States - perhaps even reading
the U.S. literature (which we
never did in those days) would
have revealed that the answers to
(a) and (c) [and some help in (b)]
was a ramjet-like duct around
the engine, with a diffuser at the
front and a nozzle at the rear. In
France, we could have discovered (from SNECMA) that

Model of the proposed Auster “Ultra-light” ramjet Helecopter.
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Rear quarter view of the Auster “Ultra-light” ramjet Helicopter.
The tail rotor was belt driven from the main hub assembly we
thought gearboxes too complex and expensive to drive something that wasn’t really essential to safety.
I’ve since changed my mind.

mechanical valves weren’t really
needed anyway, thus eliminating
problem (d). But since we didn’t
then know about these solutions,
my conclusions may have been
sound, within the context of
what we knew. My big mistake
was the assumption that, because
I knew nothing about them, the
alternative ramjets would not
have corresponding problems.
And, of course, I had no doubt at
all that I could develop a successful ramjet!
Except for Colin Faulkner
and Ron Sieley, the others at
Saunders-Roe disagreed with
me. They preferred the devil they
knew, and felt that a proposal to
develop an entirely new engine,
as well as the helicopter, would
get a very short shrift at the
M.o.S. How right they were
about that one! Today I have to
agree with their position entirely,
but fortunately, I wasn’t wise
enough then, so that there is a
story of sorts to tell. For in the
middle of this debate, I received
a call from Mr. Bates, Managing
Director of Auster Aircraft, Ltd.
Copyright © by the IAC

(Rearsby, Leics.) to ask if I would
be interested in forming a helicopter design team at Auster,
initially to bid on the ultra-light
RFP, and then to get Auster into
the helicopter business. This was
not as unrealistic as it might have
sounded at first blush. The firm
had unrivalled experience in
building simple, practical light
aircraft. It was developing the

AOP (Air Observation Post)
MK9, a very pretty STOL plane
which could land on and take
off from a ploughed field, and
often showed off at Farnborough
by taking off across the runway.
So, knowing the Army’s flying
needs intimately, who better to
build them a helicopter? After
agreeing on terms (I stuck out
for the unheard-of salary of
£1000 p.a.), I moved to Rearsby
(in December 1953) as Chief
Designer (Helicopters) with Ron
Sieley as my assistant and weights
man. The Chief Designer (Fixed
Wing) was “Dickey” Bird, the
Chief Draftsman was Alf Tilley,
the Chief Aerodynamicist’s name
I’ve forgotten entirely I got on
with them in inverse order of
remembering their names! (Fred
Watkins -Ed) Mr. Bates had
them transfer some designers to
my department, and I hired one
or two people from the outside.
Starting in early December, we
delivered our proposal in the
middle of January. In six weeks,
we had to form the team, do
the preliminary design, write
and print the proposal. It says
much for the Auster people that
ours was the most comprehensive proposal received, as I later

A side view of the helicopter, giving an idea of the overall size and
handling system.
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Demonstration of folding undercarriage on mock-up

learned from the M.o.S. In that
time, we even built a mock up
and a model, photos of both
appearing in the proposal.. Even
though it’s peripheral to the main
purpose of this account, a brief
description might be appropriate.

The primary structure was
welded steel tubes; something
Auster could do with their eyes
closed. The capacious fuel tank
formed the cabin floor and the
lower fairing. The rest of the
envelope was plexiglass, except
for aluminium panels in the

doors. All good, clean, simple
stuff.
I don’t think the rotor had drag
hinges; just a central flapping
pin on which the blades were
individually hinged. I think my
philosophy at the time was that
Cierva’s invention of the flapping

Three view general arrangement of Auster helicopter
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seal while awaiting a M.o.S.
decision.
(Of course, we didn’t have a prayer
of winning, regardless of how
good our design was. Ministry of
Supply probably thought there
was already entirely too many
helicopter companies around,
and wasn’t about to put Auster in
that business as well.)

Basic fuselage structure made from welded tube

hinge was brilliant, but the drag
hinge caused more trouble than
it cured. But our final design did
incorporate a shear pin which
would fail before anything else,
and convert the remaining bolt
into a drag hinge. Tip speed was
900 ft/sec, so “once rotor” was
up there with most people’s third
harmonic! I wonder, why didn’t
I use offset hinges? I’d already
studied
them
analytically.’
Perhaps we didn’t need them
because of the high rotational
speed and high rotor inertia.
Disc loading was 3.0 lb/sq ft and
the tip section thickness to chord
ratio was only 4%! No transonic
sections in those days! Just NACA
0004. Because the whole ship
was so small, I think the rotor
would have worked out all right,
with tolerable vibration. And we
were quite cunning about ground
resonance. Ron Sieley (who died
shortly after in a tragic automobile accident) came up with the
idea of a friction strut which gave
fundamental fuselage frequencies
of zero (when sliding) or very
high when locked. We thought
our “shock leg” was very simple,
robust and inexpensive, as well
as being a good fix for ground
resonance. I wonder why no one
else ever took it up? Did we miss
Copyright © by the IAC

something, or was it just good
old Not Invented Here?
Since a ramjet rotor has zero
torque (except for bearing
friction), we used a small aerodynamic surface aft for some
kind of stability if the tail rotor
broke, and let it go at that. I now
think that rear boom would have
grown a bit longer, after the first
flight, if we’d gone ahead. After
submitting our proposal in midJanuary 1954, it was decided to
develop the critical technology,
namely the ramjet engine, the
rotor blade, the under-carriage
strut, and the fuel supply rotary

I should say here that I only had
a very small “full time” design
team, but could borrow other
people when required. Ron
Sieley died in the spring of 1954,
and some time after I was able
to fill the gap with Reg Austin,
who had just graduated from
Cranfield. Reg had impressed
me when I worked at Bristol
Helicopters in 1949-52, where
he was an apprentice. Now,
he’s one of the top men in the
industry, of course. I hope we’re
still friends. Last time we met,
he said, of the new Lynx rotor,
“It’s rather difficult to think of
a good name for it.” To which I
replied, “Why not use the ‘stiff
hinge’ name I christened it with
when I invented it back in 55?”
(At which time, I might say, I
couldn’t excite any interest in it
at all, at Bristol Helicopter.)

Equipment layout of Auster Helicopter to specification HR-144-T
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The team: from left to right, tractor driver, shop type, Morris
Russell, designer, very good man, Gordon Hallam, recently demobilised from the RAF, in his F/O mac. Also a first class designer. Reg Austin, my number one at the time don’t know the rest.

Then there was Maurice Russell
and Gordon Hallam, Don’t
know where they are now, but
it’s safe to predict they did well
in life. Very competent designers.
Paul A. Hilton came on board
somewhat later in the game.
Paul was a demobbed Halifax
bomber captain who had spent
three years as a POW where he
learned how to improvise and
do everything himself. At this he
was quite remarkable. One day,
the welding shop foreman came
over to the office to claim, in the
manner of his kind, that no man
born of woman could butt weld
30 gauge thick stainless steel
sheet the way Paul’s drawing said
to. Paul calmly accompanied him
over to the welding shop, slipped
a “number two lead burning jet”
(whatever that is) into a torch,
and laid down a perfect bead.
Paul had been experimenting with
ramjets for several years before
he joined us, and it’s a thousand
Page 86

pities that we didn’t have him on
the team at the beginning so that
his experience could have influenced our design. In 1959, he
formed P.A. Hilton Ltd., initially
to build ramjets and the associated testing gear for educational
institutions. We even have one
down the road from here, at the
U.S. Naval Academy. Since then,
the company has diversified into
many other products, but Paul
is still the only man I ever knew
who made money out of subsonic
ramjets.
The photos say there were at
least two others on our team, but
twenty-three years is a long way
back down the tunnel of time. I
was very lucky to work with such
competent people. Sometimes
that statement is almost a
formula, but not in this case; as
you will perceive when reflecting
on how much was done in the
ensuing year.
The History of the Auster Aeroplane

I’ve already mentioned the
undercarriage leg design and
development. That was successful (at least, we thought so) and
needs no more description. A
reliable fuel supply rotary seal
was also demonstrated without
any trouble.
I was personally faced, in late
January, with the task of designing
my first engine. I knew what a
B.Th.u was, but that was about it.
(Was Mr. Bates oblivious to this,
or was he wiser than I knew?)
Fortunately, I’d chatted with
an American called Chadwick
(of Hiller) at the previous year’s
Farnborough show, and learned
that tip mounted ramjets tended
to deform under C.F. loading and
go egg-shape. Hiller (“Hornet”
helicopter) fought to keep them
circular. McDonnell (“Little
Henry” helicopter) were more
relaxed (he said) and let them
take on whatever egg-shape they
cared to. He also warned that the
thrust went up with tip speed,
faster than the rotor torque, so
a foolproof rotor speed governor
was vital.
I read what I could find (which
wasn’t much) and visited with a
chap at the National Gas Turbine
Establishment who’d just come
out with a report on the performance of subsonic ramjets. Also
with Paddy Kinsella at Cranfield.
(Paddy was my first boss in
the aircraft industry, in 1948,
and I learned some of my most
important lessons from him. A
great engineer.) Then we started
drawing. Since the thing would
try to go egg-shaped anyway, that
seemed the logical way to make
it, so that the centripetal forces
tending to flatten it would be in
some kind of equilibrium with
the internal pressure. Basically,
I attached a strong Nimonic
beam, running chord wise, to
the rotor blade, and “hung” thin
sheet metal (.012 inch Nimonic
30) “skins” over this. We had a
Copyright © by the IAC
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rear skin and a fore skin, and of
course we had trouble with both.
Diagrams show the various bits
and pieces involved.

View of ramjet showing attachment to the spar

General assembly of Mk 3b ramjet

The fuel control needs a bit of
explanation. If the fuel line in
the blade was full of fuel, then
the centripetal acceleration gave
very high fuel pressures at the
tip; of the order of 4000 lb per
Sq in. On the Hiller “Hornet”
and Mcdonnell’s “Little Henry”,
the U.S. engineers went to some
trouble to avoid this, employing
a speed control fuel metering
device at the hub to ensure that
the fuel “head” was fairly low.
(Then they had troubles with
poor atomization, of course!)
I went the other way and put
the speed control device in the
ramjet itself. I imagine that
the left hand end of the piston
control cable is attached to a
suitable spring and that the
spring force plus the centripetal
forces on the cable and piston
are in some sort of equilibrium
with the fuel pressure. Then the
mathematics are such that if the
rotor speed increases, the piston
slides outwards, closing off additional fuel injection holes and
reducing the ramjet thrust. Very
clever! And the high fuel pressure
ensures good atomization, and
thus minimal radial drift of the
fuel particles prior to combustion.
If I’d had more sense, I wouldn’t
have put the “pre-heater pipe”
where it could quench the pilot
zone flame; I’d have integrated
it into the baffle and given it
enough surface area to really
vaporize the fuel. But too old we
grow smart!

Detail view of fuel system and baffle
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Well, we finally had a shiny
new engine, and went down to
Cranfield to blow air through
it. I presume it lit up like an
oversized blow torch, but my
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like now, before any further
testing.

Detailed view of support assembly

memory is quite blank. Also,
someone at Cranfield was very
helpful about baffle design, but
again, the details have gone.

Meanwhile, we’d been building a
whirl test rig that was sex personified. The sandbags weren’t part
of the original design, but Mr.
Bates came to see an early test
and decided to authorize them:

Our initial fear was that
something would go wrong with
the fuel metering device, and the
whole thing would explode as
the ramjet passed through the
speed of sound. We soon learned
to control this fear. The next
concern was whether we were
getting any thrust at all out of the
bloody thing. By measuring the
decay in arm speed, we found we
were, but not much. (We did get
more revs with the thing alight!)
But we needed to go significantly
faster before the ramjet could
“take over.” And that meant a real
rotor blade for an arm, instead of
a crude fairing.

General assembly of rotor blade and ramjet
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Details of rotor blade construction

Meanwhile, back at the Design
Office (Helicopters), the Chief
Designer (Helicopters) had
dreamed up an improved rotor
hub. Several people proved to
me on paper that it “wasn’t a
structure,” but by the time I saw
their point, it was built and it
didn’t seem so hot on the theory
of structures either. It worked
O.K., as we Americans say. At

almost the same time, Jan Meijer
Drees1 was designing a very
similar contraption in Holland
for the Dutch ramjet helicopter; the Kolibrie. Probably the
Hafner “torque bar” was the
original inspiration in both cases.
Some years later, Charley Siebel
used a similar contraption on the
Cessna helicopter.

The first whirling arm test rig. The arm was started by a belt driven from the tractor in the background, the belt then being shunted
to an idler pulley, and a dog clutch thrown out at the hub. The fuel
tank rotated with the arm , to obviate a pump and rotary seal. The
blade consisted of an aluminium fairing over a tubular steel spar.
All controls were remotely operated from the emplacement in the
background
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I must have been on a real sheet
metal kick at that time, because
we decided to make the blade
out of layers of 30 S.W.G. sheet
metal and “Durestos” plastic
sheet, one sixteenth thick, with
two 10 S.W.G. S.S. plates at the
centre. The thirteen foot long
central plates were first shaped
to a tapered planform and
chamfered near the tip. Then
bonded together with hot setting
“Araldite,” and welded to the
new, improved “Mk2” ramjet
beam, using a long V weld. (We
couldn’t get a high enough “joint
efficiency” any other way.).
These two plates alone constituted the spar for the outer 30%
of the blade. Inboard, they were
built up with alternate layers of
“Durestos” and S.S. sheet using
“Redux” bonding. The aft fairing
was built as two flat skins which
were then bonded to a handshaped foam core. A superb
craftsman bent up the nose sheath
on a brake press, the tapered and
non-tapered sections separately.
At the time I had no idea of the
consummate skill needed for
such an operation, and I probably
just said “very nice.” If that sheet
metal craftsman ever reads this, I
hope he’ll write to me. I’d like to
shake him by the hand.
The Mk 2 engine was larger, and
we had Rolls Royce make the
skins; at fearful cost, I gather,
because when Mr. Bates saw
the bill, he started to look like a
man who was changing his mind
about helicopters in general, and
Peter Payne in particular. Of
course, in those days, I was an
arrogant, hard-driving, totally
tactless S.O.B. (more so than
now, I mean) and I may just have
worn out my welcome.
Whilst the rotor and engine were
under construction, we improved
our whirl test rig. Fuel was now
pumped from the test hut, and
flow rate recorded on a real time
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basis. A Plessey high frequency
ignition system replaced our bit
of wire. The disc brake could be
operated (hydraulically) from the
hut. Everything was much more
scientific than our first quick
bash. We’d even “swung” the
blade and engine, to ensure that
all the little Centres of Gravity’s
were in their proper place and
wouldn’t cause blade flutter.

Normally unimpressive to photograph, the Mk 2a ramjet belches
an impressive tail of flame if the ignition is switched on after the
fuel, as this late evening picture shows. Maybe it was this low
speed start that buckled the diffuser.

On the first run up, the blade
accelerated nicely and promptly
went into the worst “weaving”
flutter mode I’ve ever seen. Six
feet out of track! Having thus
(ahem!) proof-tested the blade,
and re checked all the little C of
G’s, we decided that one aerodynamic centre must be misplaced
from where the drawing said it
should be. That of the engine
itself. So off we went to Cranfield
again, to borrow one of their
small wind tunnels. The stupid
thing thought it was a wing and
its aerodynamic centre was less
than 12% back from the nose.
No wonder it fluttered!
Back at Auster, we designed and
fitted to the blade tip trailing
edge, a fairing to move the aerodynamic centre aft to where we
had thought it was originally.
Back on the whirl rig, it accelerated smoothly to “take over”
speed and we disconnected the
clutch. Zumph, zumph, zumph,
at increasing frequency. I can
hear it now; and see it if I close
my eyes. But I couldn’t take the
emotional strain for long, and
ordered the fuel switched off,
so I could rest. Officially it was
an inspection. Then another
run under it’s own power, and
another rest.

General assembly of control system
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On the third run, it wouldn’t
“take over” and investigation
showed that the inner skin of
the diffuser had buckled badly,
perhaps because we had a fire up
there at low speed. The buckled
Copyright © by the IAC
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aluminium, with a fairly heavy
wall, and most important, learn
from Pabst and rely mostly on
free stream diffusion. Internal
diffusion is hard to do right on a
slender budget..

Auster Ramjet

skin caused separated flow in
the diffuser, and down went the
thrust.
We not only needed a new
diffuser, we needed a new design
concept for it. Cast it out of

In February 1955, 13 months
after I joined Auster, the Engine
Division of the Bristol Aeroplane
Company asked if I’d like to join
them to help develop a helicopter
ramjet under Ministry of Supply.
contract. I went down and talked
to both Robin Jamison (who
headed up the ramjet division)
and Stanley Hooker, the Chief
Engineer of the company, and
decided to make the change. I
was powerless in the hands of
the M.o.S. bureaucrats and so
was Auster Aircraft Ltd. So from
March 1955 to June 1956, I did
it official-like, using millions of
dollars worth of superb research

equipment, and a unionized staff
that could sometimes be induced
to work as much as three hours
in a day. I was fifteen months at
Bristol, against thirteen at Auster,
and the budget was an order
of magnitude greater. During
that time, though, we accomplished less than at Auster; and
no hardware appeared except a
few lash-ups tested in my own
personal five hundred horsepower
blower test facility. Or was it a
thousand? They were working on
the design of a whirl test facility
when I arrived, and when I left,
they were still working on it! I did
get them to scrap their original
engine design; or rather, Robin
Jamison did, after I invoked his
aid.
One of the problems was that
everything was so separated. The
Chief Designer would have one
of his hirelings make a drawing;
then we’d have a meeting to
comment on it, and I’d write a
critical memo. Various people
would then take umbrage and
defend their positions, etc., etc.
In all that fifteen months, I don’t
think I visited the Drawing
Office once. And since I lived an
hour away by chartered coach in
Clevedon, I didn’t put in much
overtime. So I had the chance
to write my book and play a
hell of a lot of tennis. I wore my
tennis clothes while working in
the study, which had a balcony
overlooking the Clevedon Tennis
Club. Every time someone was
short of a partner, they’d throw
a ball into the study. Then I’d
grab my racket and shin over the
balcony wall.

Main rotor hub assembly
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The engine was finally built some
considerable time after I’d left
England. Robin wrote me that
it ran. nicely and powered the
rotor, which is a bloody miracle
when you look at all those knobs
and bumps sticking out. I should
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applications as primary helicopter power sources.
A case can be made for their use
as boosters, or on compound
aircraft which are either
(a) helicopters at low speed;
autogyros in cruise, or
(b) winged, and tuck their rotor(s)
out of the way somewhere for
cruise.

The helicopter would be simple to transport on a 3 Ton army lorry

think the flow over that big one
goes transonic at half rotor speed.
I should also think the whirl
tower alone cost more than we
spent at Auster. But that seems
inevitable when comparing small
and large companies.
As I’ve pointed our elsewhere a
small Research & Development
team has a tremendous edge over
a large one, partly because the
very size of the latter makes it
ponderous and slow-moving, and
people get in each other’s way.
By the way, that’s not me crying
in the wilderness any more; it’s
semi-official. The recent conference in Geneva took it as a sine
qua non. So what is the British
Government doing? Trying to
eliminate all the small companies,
of course!
Robin Jamison was a very able
engineer. But he was often
powerless to change things in
the grip of the company and/
or Government bureaucracy.
The Chief Designer seemed to
be a power unto himself, for
example. More, it didn’t even
occur to most people that things
could move ten times as fast, so
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they didn’t try. I’m beginning
to sound like Neville Shute
Norway, so I’d better stop. That
was a small segment of my life as
an engineer.
I stopped playing with ramjets.
In Canada, John Frost and
Desmond Earl (at AVRO) were
playing with something just as
impractical, and when they sent
someone to England to find a
specialist in low pressure afterburners, I was an obvious choice.
And I was ripe for a change of
country as well as a change of
job. That started a whole new
life, which is still unfolding 21
years later.
But I had better render an
opinion on helicopter ramjets,
before closing. I have a large file
stuffed with all kinds of unpublished data and theory and a practically complete manuscript of a
book on how to design and build
helicopter ramjets, so there’s a
bias towards finding use for all of
this. No one likes to admit that
part of his life was wasted.

But I don’t suppose it will ever
happen because it’s unlikely
anyone will want to invest the
sizable hunk of cash needed for
their development. Still, the
time wasn’t wasted for me. I was
learning my Trade.
Also, years later, I got interested
in water ramjets, whose problems
are surprisingly similar to those
of their air-breathing cousins. In
the latter, we reduce the density
of the air flowing through the
duct by increasing its temperature. Then (very crudely) since
the total head of the exhaust must
equal that of the inlet, (minus
losses) and since its density is less
at the higher temperature, it must
come out faster. The working
fluid has been accelerated, and
we get thrust. In water, we get
the same effect by blowing gas
bubbles into the duct where an
air-breather would have its flame
holder, thus reducing the density
to achieve the same type of acceleration of the working fluid.
Mark you, I don’t think water
ramjets will amount to a row of
beans, either,, which is why, in
an hilarious twist of fate, we are
now developing water pulse jets!!!
And under government funding,
too!

Despite this bias, I now think
that ramjets gobbled up entirely
too much fuel to ever have wide
The History of the Auster Aeroplane
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Chapter 9
LAST OF ITS KIND RETURNS HOME
by Dickie Bird, Jim Kilsby and Mike Preston.

Introduction

In International Auster club
News Volume 23 Number 2 the
following item appeared, it was
an indication that the sole
remaining Auster B8 Agricola
was up for sale. The article was
supported by a piece from Dickie
Bird suggesting that the club
should try to negotiate the
purchase of this sole remaining
B8.
The following gives a history of
the aircraft whilst in New Zealand
and
documents
individual
aircrafts history. The final part
charts the return of the B8 to the
U.K. and shows some pictures of
its present condition at its new
home at Carr Farm.

1966 Auster B8
Agricola
Premi-Air Aviation Limited of
Auckland, NZ, is presently
offering for sale the last flying
example of the Auster B8
Agricola, ZK-BXO (c /n AIRP
860) plus the entire worldwide
stock of spares, tooling and
drawings. The aircraft is finished
in the original Auster scheme of
Larch Green and Silver and
retains its original interior. The
aircraft is fitted with the same
six-cylinder Continental IO470-D that powers the AOP
Mk.11. Since 1966 the airframe
has accumulated 4260 hrs, the
engine 1050 hrs, and the
propeller 210 hrs. The asking
price is NZ$95,000 (c.£30,000),
but this sum includes a complete
package of new and unused
Auster production line spares
(some 2300 items in all, including
Copyright © by the IAC

centre section, spar kits, skins,
firewalls, ribbing etc.) as well as
an extensive selection of used,
damaged/ repairable and airframe
components, instruments and
Continental IO-470-D engine
spares. Drawings, manuals, and
tooling are also included.

After this plea Dickie went out
to New Zealand the next item is
a record of this visit by John
King

Auster Aircraft’s retired Chief
Designer, R E. “Dickie” Bird,
writes:

An ancient Roman Emperor?
A thirst-quenching drink for
farmers?

“... By the time the first batch of
Agricolas was complete, the New
Zealand market for agricultural
aircraft was flooded by planes
from the USA The Agricola
turned out to be considered the
“perfect” aircraft for its job, and
after I had left Auster Aircraft
the New Zealanders pleaded a
number of times for it to be put
back in production. This of course
did not happen. At the beginning
of April, I heard that ZK-BXO
was being offered for sale.
Although there are enough spare
parts to build one or more
Agricolas, the Auster Club does
not have manufacturing facilities. What I suggest is that I ask
the owner the purchase price of
ZK-BXO with sufficient spares
for day to day use. The cost of
shipping would also have to be
taken into consideration,. It
would be very satisfying to me if
we could set up a scheme for club
members to contribute to the
purchase of ZK-BXO. It could
be-come an attraction for visitors
to Auster Fly-Ins... ‘
R. E. Bird

Certainly not! The Auster B.8
Agricola was a great performer
and much loved by the few who
were fortunate enough to fly
her.

How about setting up a trust and
offering 400 shares at £100 each?
- Ed.
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AGRICOLA
last of a unique breed

Tucked away on a tiny airfield at
the bottom of the North Island
are two unique aerial top dressing
aircraft which are the last of their
type in the world.
They are the Auster B8 Agricolas
of Associated Farmers Aerial
Work Ltd of Martinborough, the
survivors of one of the few British
attempts to enter the agricultural
aviation market. The aircraft was
designed specifically for aerial
top dressing in New Zealand,
and it was one of the first types
to feature the high-pilot centralhopper configuration which is
nowadays common to many
other types.
The prototype, ZK-BMI, was
first flown by the Auster company
from Rearsby in Leicestershire
on December 8, 1955; it was the
first of 15 Agricolas laid down,
although only seven were actually
completed. Another three were
later built up in New Zealand
from spares.
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The Agricola is a simple aeroplane,
built of welded steel tube with
fabric covering aft of the front
spar, except for a small portion at
the root of the outer wings which
is metal to withstand drag loads.
A 1,680 lbs capacity hopper is
situated behind and below the
pilot, with a trunk leading to it
from the hopper mouth at the
top of the cockpit.

ZK-BMJ over Takapu Valley 1968
(C.R.Stephenson)

ZK-BMJ over outlet of Lake Wairarapa
(C.R.Stephenson)

A separate 173 US gallon tank
located in the starboard wing
root was used on the spray version
to give a quicker change over to
liquid application. The spray bars
were located inside the wing with
the nozzles protruding behind
the trailing edge. Only one
aircraft, Rangitikei Air Services’
ZK-BML, was operated in New
Zealand in this configuration.
New Zealand first saw the
Agricola in October 1956 when
the local agents, the Bristol
Aeroplane Company imported
the second aircraft, ZK-BMJ, for
a demonstration tour of the
country.
But despite an extensive showing
of the aircraft there was little
enthusiasm for the type, and it
faced stiff competition from
types such as the FU24 and
Cessna 180 which were also just
coming onto the market.
Its tube and fabric construction,
which was intended for ease of
repair and maintenance in much
the same way as the Tiger Moth
it was designed to replace, was
seen by many operators as a
retrograde step, and they
preferred to go the modern, allmetal way.

ZK-BXO topdressing at Orongorongo Wellington Harbour entrance in distance 1972 (C.R.Stephenson)
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As well, the Agricola required a
number of modifications before
it was able to go into commercial
use, and top dressing firms were
not prepared to wait around until
they were sorted out.
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Initially, only three orders
resulted from the demonstration
tour, two from the Wellington
company Airlift (NZ) Ltd and
one from Rangitikei Air Services
of Taihape. Airlift was a subsidiary of Aircraft Engineering Ltd
of Paraparaumu which was one
of the first companies in New
Zealand to convert Tiger Moths
to the agricultural role.
Its chief pilot was Claude
Stephenson who had carried out
much of the demonstration tour
of the Agricola and who put BMJ
into commercial work for the
first time on November 1, 1956.
The company also ordered a
second Agricola, which appeared
in may 1957 as BMK, but it did
not last long before crashing into
the Waingawa River after failing
to become airborne from
Masterton because of frost on
the wings.

ZB-BMJ Down but not out! forced landing at Tora: broken crankshaft. 1968. (C.R.Stephenson)

Rangitikei Air Services lost its
aircraft, BML, in January 1959
when it crashed and burned near
Taihape.
Late in 1959 the Airlift company
was declared bankrupt and its
Agricola repossessed. Claude
Stephenson then set about establishing a new company, and in
August 1960 Associated Farmers
Aerial Work was formed with
Airlift’s Agricola BMJ and a
second aircraft, BMM, on order.
Claude Stephenson has become
synonymous with the Agricola in
New Zealand; since 1956 his
aerial top dressing career has been
centred almost exclusively on the
type, and the original aircraft he
demonstrated to agricultural
firms around the country in 1956
remains as one of the two operational Agricolas in his fleet,
almost 20 years later.
Associated Farmers Aerial Work
continued with its two-aircraft
fleet until June 1962 when the
Copyright © by the IAC

ZK-CCU loading up on coastal airstrip Orongorongo 1974.
(Jim Kilsby)

ZK-BXO ready for action. (Jim Kilsby)
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newest Agricola, BMM, was
written-off after striking high
tension lines at Stoney Creek,
near Martinborough; its remains
were sent off to Airepair Ltd at
Hastings for use as spares. In this
same year another Wairarapa top
dressing company, Air Contracts
Limited, became the third
Agricola operator in New Zealand
when it added two new aircraft,
BMN and CCV, to its fleet as
well as obtaining from Britain
the dismantled prototype, ZKBMI for use as spares.
ZK-DEU at base airstrip Martinborough, DEU built from spares
Registered in 1971. Crashed into hillside at Raukapatunia near
Martinsborough 2nd December 1971 (Jim Kilsby)

BMN was a new aircraft, but
CCV had previously been used
in the United Kingdom by Aerial
Agriculture Ltd; it had been in
storage at Rearsby since April
1960 when its certificate of airworthiness had expired, and it
remained there until being reconditioned for sale to New
Zealand.
However, it didn’t last very long
in this country either, being
destroyed in an accident at
Pongaroa, near Pahiatua, in
February 1963.

ZK-BMJ and CUU at base airstrip Martinborough 1965
(C.R.Stephenson)

Veteran Agricola pilot Claude Stephenson and his personal aircraft CCU (C.R.Stephenson)
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Later that year Air Contracts sold
its other Agricola to Associated
Farmers Aerial Work. At this
stage
the
Martinborough
company became the only
operator of Agricolas in the world
- with two in its fleet (BMJ &
BMN) and a third (BMM) being
rebuilt, and following negotiations with the Beagle aircraft
company in Britain, the successor
to Auster, it purchased all the
remaining Agricola spares. AFAW
is licensed to operate over the
southern part of the North
Island, south of Waikanae and
Masterton, and the high pitched
growl of the two Agricolas is
commonplace to the residents of
the Hutt Valley as the aircraft
transit from their base at
Martinborough
across
the
Rimutaka Ranges to airstrips
Copyright © by the IAC
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Of the three Austers that now
remain, only BMJ (the original
in New Zealand) and CCU are
still operational.

What it was built for?

serving farms on the west coast
north of Wellington.
It was on a return flight from one
of these sorties in March 1965
that pilot M.H.Lacey forcelanded BMN in heavy bush in
the foothills of the Tararua
Ranges a few miles from
Paraparaumu. Mr. Lacey and his
loader-driver managed to make
their way out of the bush the
following day but the Agricola
was written off. However useable
parts of it were later recovered
and sent off to Airepair at
Hastings for use in rebuilding
projects.
With the loss of BMN the
rebuilding of BMM was speeded
up and it took to the air again in
June 1965 as ZK-CCU to restore
AFAW to a two-aircraft fleet.
The following year another “new”
Agricola joined the company in
the shape of BXO, which had
been built up from the spares
that the company had bought in
Britain. This status was maintained until March 1971 when a
fourth Agricola appeared. This
was DEU which was also a
hybrid, having been built at
Martinborough from the collection of parts built up over the
past 10 years or so. This last
Agricola to be built did not last
very long, however; with only
374 hours on the clock it crashed
at Roakokoputuna in Wairarapa
in December 1971 almost exactly
nine months since its first flight.
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Because of the slump in the agricultural aviation industry, BXO
has been dismantled and placed
in storage until such time as it
becomes economic for it to be
flown again.
Despite the fact that the Agricola
did not catch on in New Zealand,
the pilots who fly this rather
ungainly and angular aeroplane,
have a great enthusiasm for it.
One aspect that makes it unique
and which considerably eases the
pilot work load is the hydraulically-operated hopper doors and
flaps. These are run off an enginedriven pump and during the
course of the day’s top dressing
save the pilot a considerable
amount of work by his not having
to continually pull levers during
sowing runs and landings.
Originally powered by a 240 hp
Continental flat six engine, the
remaining Agicolas have been reengined with the 260 hp version,
and their pilots claim them to be
far superior to the FU24 of the
same power rating, especially in
their ability to operate from short
strips. One thing the Agricola
does have over the other types is
its ease of ground handling, due
to the very wide 14 ft 4 ins wheel
track; this is compared with the
12 ft 2ins of the FU24 and the 7
it 8 ins of the Cessna 180.
The single seat enclosed cockpit
was originally entered by a door
opening over the top of the
cockpit, but this has now been
replaced by a forward swinging
side door to stop superphosphate
entering the cockpit. There is
also a side-by-side two-seat cabin
just aft of the hopper trunk with
a rearward facing bench seat. The
rear fuselage is sealed to stop dust
The History of the Auster Aeroplane

and superphosphate getting
inside, and special filters are fitted
to counter any changes in
humidity and atmospheric
pressure.
The rear fuselage also provides
another example of the Agricola’s
simplicity; the nylon-coated
control cables for the elevator
and rudder which run along the
outside of the fabric.
Pilot visibility from the Agricola
is excellent, especially that
forward as the top engine cowling
slopes downwards providing an
unimpaired forward vision. Even
when the aircraft is tail down,
the nose remains below eye level.
One of the two remaining
aircraft, CCU, is fitted with a
modified hopper door so that it
can be used for seeding operations as well and during its last C
of A this aircraft had its exhaust
ducts removed from underneath
the engine to considerably lessen
the amount of noise it makes.
Like the venerable Bristol
Freighter and the Dakota, the
Agricola just seems to keep on
and on at its appointed task and
the last of the breed are likely to
remain a familiar sight in the
skies of South Wairarapa and
Wellington for some years yet, a
tube and fabric oddity in the
playground of Boeings and DC8s.
Editors Note
This article was originally written
by Mr Jim Kilsby and I would
like to thank him for provision of
the photographs and permission
to publish the material. In
addition I wish to acknowledge
the assistance given by Mr. Claude
Stephenson in the preparation of
this article.
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A Little Bird Told
Me
by John King and
Mike Preston
The chances of a pilot in New
Zealand meeting the designer of
the aeroplane type he learned to
fly in 35 years ago and has flown
for around half his logged time
are, to put it mildly, rather slim.
That’s presupposing the pilot
learned to fly in a factory-built
machine, of course. The average
pilot would be hard-pressed to
name the chief designer of Cessna
or Piper these days and it’s rare
for a custom built to be used for
ab initio work, even if it’s
probably not too difficult to meet
Dick VanGrunsven or Christophe Heintz if you’re passing
through their way.
But chief designers, even ex-chief
designers, of major producers of
GA aeroplanes don’t come to
New Zealand very often. Ronald
Edward “Dickie” Bird was here
during February 2001, for the
first time since 1957, and
although he’s far too much of a
gentleman to say so, earlier
memories of this country are
probably tinged with sadness at
what might have been.
Dickie Bird’s first visit to New
Zealand was in 1953. The
country’s aerial top-dressing
industry was well established,
with nearly 100,000 tonnes
being dropped from 109 aircraft,
mostly Tiger Moths, during
448,710 flights the previous year,
figures that were soon quadrupled. Topdressing companies
were sprouting all over the place,
pilots were keen and the landscape
was already showing signs of
improvement. The only problem
was hardware. Topdressing was
started with Tiger Moths because
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Auster B8 Agricola with its designer Dickie Bird

they were cheap and readily
available in quantity.
Now the humble open-cockpit
biplane is an excellent trainer
and, in the right weather, even
has its good points as a crosscountry
low-level
touring
machine. But for agricultural use
it soon proved less than ideal.
Fragile, able to lift only small
loads, susceptible to wind gusts
and lacking in control on the
ground with its absence of wheel
brakes, the Tiger Moth was also
wrecked in quantity.
Offering better ground control
and a bit more comfort was the
Auster, the first three J/ls being
imported from 1948 for aerial
seeding and spreading rabbit
poison. They did a valiant job on
all of 100 hp from their Cirrus
Minor 2 engines, but an increase
in payload came with the first
J/1Bs in July 1950, and for the
next 30 years Austers were
continually used in aerial
topdressing in New Zealand. The
biggest operator, with a total of
12 J/1s, J/lBs and J/5Gs, was
Auster Air Services, based in
Canterbury in the South Island.
The History of the Auster Aeroplane

The DHC-2 Beaver first appeared
on the scene in January 1951 and
was much better than either the
Tiger Moth or Auster. Able to
haul a tonne of superphosphate,
five times the Tiger’s load, de
Havilland Canada’s workhorse
was nevertheless very expensive
and well beyond the reach of all
but the biggest operators.
What the country needed,
nodded all the wise heads, was an
aircraft designed specifically for
local conditions. Auster’s chief
designer, Dickie Bird, toured
New Zealand and spoke to the
local pilots and operators, all of
whom had something to say,
then went home and worked on
the ultimate aerial topdresser.
He produced it, too. It may not
have been the world’s prettiest
aeroplane, but the Auster B8
Agricola fair bristled with
desirable features found on
nothing else. The wide-track
undercarriage was stable on the
ground and its long-travel oleos
soaked up the bumps on rough
strips, while the flat plate glass
windscreen had a wiper for
sneaking home in bad weather.
The fabric covered rear fuselage
Copyright © by the IAC

Last of Its Kind Returns Home
was sealed to keep out the
corrosive dust and sprays, with
external control cable runs, and
integral plumbing needed only
nozzles screwed into the undersides of the wings for spraying,
instead of draggy external pipes.
Safety was enhanced by keeping
the load underneath the pilot,
who had pleasant flying controls
and hydraulic operation of flaps
and hopper doors to reduce
fatigue.
Development of the Agricola was
delayed by that of the AOP9
which was started around the
same time. The British Army
kept changing the specifications
of its air observation post the
fortunes of Auster had long
depended on its military
contracts, which thus took precedence and so the prototype top
dresser didn’t fly until December
1955. By then the Fletcher,
which originated in California
and was developed for the New
Zealand market, had been
accepted as the standard New
Zealand topdresser and was well
into production. The Agricola
was designed for 300 hp but had
to make do with 230 hp, all that
was available at the time, and its
reduced load-carrying capability
put it an a disadvantage. The
original order for 15 was cut back
to eight, seven of which were
completed along with another
set of assemblies, and five arrived
in this country.
Those five, plus a couple more
built up out of bits and pieces,
served for many years, mostly
with Associated Farmers Aerial
Work which Claude Stephenson
RD started in Martinborough in
1959. Attrition has reduced the
world population of Auster
Agricolas to just one flying
example, owned by John
Stephenson, one of Claude’s sons
and the flying pharmacist at
Whitianga. He also inherited the
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world’s supply of Agricola
drawings and spares, comprising
a barn full of parts, enough to
make at least one more.
Austers have long been known in
New Zealand, and not just for
agricultural work. The first to be
imported, J/1 ZK-AKZ, was
soon followed by others as aero
clubs and charter operators
discovered the advantages of
shirt-sleeve comfort in a cabin
when carrying passengers. They
are still to be found in some
numbers as uncomplicated classic
aeroplanes, mostly powered by
Gipsy Major engines and
teaching a new generation of tail
wheel pilots the finer points of
flying.
As we all know, alas, the Auster
company faded from the scene
long ago, but Dickie Bird stayed
around. “I had fallen in love with
aircraft when I was about 10
years old,” he says, “when a local
paper ran a photograph of an
imitation dogfight before an
airshow.” He was apprenticed to
Percival on turning 14 in 1936,
earning 2d an hour or 7/6d for a
45-hour week, and the ABC
Scorpion-powered Flying Flea he

built with Bernard Sarna was just
about to fly when war was
declared in September 1939.
Working in the Percival design
office during the latter part of his
apprentice-ship, he then spent
two years as head draughtsman
with Hants and Sussex Aviation.
The secret aircraft repair organisation at Boxbourne was rebuilding damaged aircraft smuggled
out of France by the Free French,
but that work eventually came to
an end and Dickie joined
Taylorcraft (later Auster Aircraft)
in 1943. He worked his way up,
from senior stressman and aerodynamicist, through the draughting and design teams to become
chief designer in 1947, responsible for the development of the
entire subsequent range of
Austers, civil and military, and
was appointed a director of the
company in 1957.
Somewhere in there he learned
to fly. “As an aerodynamicist I
was also a flight test observer, and
they all thought I should be able
to fly. I learned with the test
pilots,
including
Ranald
Porteous.”

Stan Smith (Left), John Stephenson and Dickie Bird
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As manager of the special projects
design division of F.G. Miles,
rising to joint chief engineer of
Beagle Aircraft in 1962, he was
responsible for the prototype
design of the B.206 executive
aircraft. “The B.206 flew 186
days after work started on the
project. I had originally estimated
82,000 design hours, and the
final total came to 82,405
hours.”

Front view of Agricola at Carr Farm

Auster B8 engine bay at Carr Farm

Auster B8 Agricola cockpit at Carr Farm
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Then came several years with
Britten Norman. John Britten
and Desmond Norman used
Austers in their crop spraying
business, a large international
organisation. They needed a 10seat passenger aircraft to carry
their workers between work and
quarters in South America,
something capable of operating
from the same airstrips in banana
plantations as the spraying
Austers. Still working at the time
for Miles, Dickie started to put
the Islander design together for
Britten Norman under a subcontract, bringing in design staff. He
later joined the company fulltime as chief designer and then
enjoyed a mix of Britten Norman
and Miles Aviation and Transport
(Research and Development).
The Islander went on to be made
in the highest quantity of any
British commercial aircraft, and
Dickie Bird at one stage went to
Rumania to arrange the manufacture there. Later work included
last-minute
detail design of
the Concorde instrument panel,
followed by many years in
Transport Canada Airworthiness
Division and finally retiring as
chief designer of IAD Aerospace
in 1993. It’s been a long and
varied career in aviation, involved
in many projects. Which one has
given him the most satisfaction?
“Except for the fact that it never
really went into production, the
Agricola.” Which might have
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Auster B8 access to passenger compartment

Auster B8 rear passenger Compartment

something to do with his visit to
New Zealand, exploring the
possibility of setting up a group
to return the world’s last
remaining Agricola, plus all those
parts, to its country of origin —
something
which
indeed
happened three months later.
But the chance of speaking
frankly to the designer of the
aeroplane type you learned to fly
in, and subsequently owned for
18 years, is too much to resist.
Any Auster pilot is aware of two
character traits which set the type
aside from lesser breeds. The
quirky landings can be sorted out
with experience and a bit of luck,
but by far the least satisfactory
aspect of the Auster J series is its
aileron
response,
usually
described as “rotten” although
not to the designer’s face. But
why was it left like that right
through all those years of production?

Jean Baker, Peter Bolton and Cliff Baker inspecting the Club
Magazine

“When the Auster was first
developed the Army was in a bit
of a hurry and said, `Don’t worry
about the ailerons, our pilots can
cope.’ After that there was never
the time, the incentive or the
money to do anything about it.”

Auster B8 Agricola with Jean and Cliff Baker
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Last Of Its Kind Returns Home
Auster B 8 Agricola Production List
C/N

Identity

B101

G-25-3 G-ANYU
ntu ZK-BMI

B102

ZK-BMJ

B103

ZK-BMK

B104

ZK-BML

B105

ZK-BMM ZK-CCU

B106

ZK-BMN

B107

ZK-BMO ntu
G-APFZ ZK-CCV

B108
B109
B110
B111
B112
B113
B114
B115
B116

ZK-BMP ntu
ZK-BMQ ntu
ZK-BMS ntu
ZK-BMT
ZK-BMU
ZK-BMV
ZK-BMW
ZK-BMX

B117

VP-GAZ

AIR
/680

ZK-BXO G-CBOA

AF
001R

ZK-DEU

History
Prototype G-25-3, first flight at Rearsby 8th Dec 1955, G-ANYG
ntr: ZK-BMI June 1956: remained in UK, Dismantled and stored at
Rearsby 1959. Cancelled 16th Feb 1960. Rear fuselage from Reighton to Carr Farm 2002
Registered October 1956, Crashed at Wairongomai 10th December
1976: reg cancelled 10th August 1977:Parts to ZK-DEU q.v
Registered December 1956, exhibited at Farnborough September
1956: crashed on take-off at Masterton 11th May 1957:Registration
cancelled 26th September 1958: Parts to ZK-CCU
Registered March 1957: Stalled and crashed after take-off near
Taihape 22nd January 1959: registration cancelled 21st July 1959:
Parts to ZK-CUU
Registered 1957: Hit HT wires and crashed near Martinborough 7th
June 1962: rebuilt as ZK-CUU (also using parts from ZK-BMK,ZkBML and ZK-CCV) by Airepair, F/F at Hastings 11th June 1965:
Crashed at Chariu Valley nr Wellington 13th February 1977: Registration Cancelled 11th August 1977
Registered 1957: Ran out of fuel and forced landed near Paparamu
11th March 1965: Rebuilt by Airepaire as AIRP/680: see below
Registered as G-APFZ September 1957: to ZK-CVV October 1962:
Crashed at Pongora near Masterton 19th February 1963: Parts to
ZK-CCU
Completed as B117-q.v.
Stored incomplete at Rearsby
Stored incomplete at Rearsby
Not Completed
Not Completed
Not Completed
Not Completed
Not Completed
Auster B8A prototype: Not Completed
Damaged beyond repair at Skeldon Estate, British Guiana 27th June
1959: Wreck returned to UK and stored at Rearsby
Rebuilt by Airepair from crashed remains of ZK-BMN c/n B106. To
UK March 2002 Registered as G-CBOA 22nd April 2002: currently on
Carr Farm
Built from spares (including some from ZK-BMJ c/n B102 by Associated Farmers Aerial Work Ltd: registered February 1971: First flight at
Martinborough 1st March 1971: Crashed into hillside at Raukapatunia
near Martinsborough 2nd December 1971

I would also like to thank Graham Slack and Alan Johnson of Air Britain for permission to reproduce
the Agricola Production List.
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Auster Heaven
Chapter 10
AUSTER HEAVEN
By Terry Dann, Cliff Baker, John King and Mike Preston.
This chapter includes the recent
history of the company and of
the remaining spares holding.
The final demise of the Auster
part of the Beagle Company is
well documented in the earlier
chapters of this book. The final
holding was purchased by Cliff
Baker, a well known Austerphile
and purveyor of Auster Spare
parts. Cliff along with his equally
enthusiastic son David, owns
and maintains the most extensive
collection of Auster aircraft in
the U.K., and probably the
world. The second and final parts
of this chapter deal with the
present Auster collection owned
by Cliff.
Cliff looks back at the days when
Auster watching was more fun
than arithmetic lessons and aerial
activity punctuated the ploughing
and gives an insight into the
reasons for Cliffs enthusiasm for
the type and the start of his
Auster Heaven. In addition Cliff
has been involved in the repartriation of the only surviving
Auster Agricola from New
Zealand, the story behind this
major task is also told through
the eyes of the then Chief
designer Dicky Bird. Details of
his odyssey to investigate the
possibility of getting the aircraft
back to the UK and the way in
which this was finally achieved.
The initial part of the story is
told by Cliff himself and relates
to his days when he lived at a
farm which which was close to
the airfield at Rearsby. So in the
best tradition of story tellers
“Once upon a time at a farm near
Queniborough?
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Over the years people have asked
how I became interested in Auster
aircraft.
This interest began when our
family moved to ‘Ridgeway Farm’
which overlooked the Rearsby
airfield in September 1942 where
Taylorcraft were starting to make
the MkI and Mk3. The company
was already involved in the repair
of Hurricanes and Tiger Moths.
As well as the almost constant
flying of Auster aircraft, (their
circuit was around our farm)
there were also test flights of the
Hurricanes, Tiger Moths and
later Typhoons; these they used
to roll over the airfield, there
were many visiting aircraft
including Percival Proctors,
Ansons, Rapides, Dakotas, and
Miles Messengers. The company
had taken over two fields on the
Gaddesby lane as an over-run;
one to be left in grass, the other
could be cropped.
A Douglas Boston came in from
the Rearsby end one day and
used both the over-run fields,
one of which was cut and stooked.
All the sheaths of corn went
nearly as far as Rearsby, my job
then was to go and fetch them
back!
I can remember an Auster flying
the whole of one Saturday fitted
with skis and seeing the Mk 5 on
floats in the water tank just inside
the main gate for a couple of
days.
When they were short of engines
they would line the aircraft up
along the Rearsby end of the
airfield. The glider was among
them for several months.
The History of the Auster Aeroplane

Living underneath the Rearsby
circuit meant that I was witness
to many such memorable occurrences, I’ll try and list some
here.
In December 1942 a A-W
Whitley made a wheels-up
landing and collided with the
fence around some buildings on
the far side of the airfield. It was
eventually taken to the factory,
rebuilt and flown out again.
Shortly after that a Hurricane
was landed across the airfield on
a very windy Saturday morning
and ended up nose down in the
brook on the far side of the
airfield. The Home Guard went
to guard it, but, after the wind
dropped, it rained hard most of
the night. On Sunday morning
all you could see was the tail end
of the Hurricane sticking out of
the water and the Home Guard
tent on an island. That brook
could rise 6 feet in half an hour!
Our school bus went past the
airfield every morning and
evening. One morning there
were three black Tiger Moth
fuselage frames outside one of
the hangars, obviously there had
been a fire during the night. That
would be during the summer of
1943, about when they began
the factory across the Gaddesby
lane for plastics. The whole place
worked around the clock. During
the war Austers had a fleet of
double decker buses. They came
into Leicester bus station along
with the Midland red buses.
If you lived in the countryside
and your dad wrote a letter for
the headmaster at the school, you
could go to Sunday school on
Monday mornings. We were in
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this situation and our bus would
drop us off at Syston and come
back about an hour later and take
us to school. Incidentally this
was opposite the Thurmaston
works and you could see in
through the windows to watch
the engineers working.
One Monday when we got to
school there were Wacos &
Horsas being towed by Dakotas
flying over and on the way home
on the bus we could see the
airfield littered with broken
gliders. I spent the evening
looking around them without
even seeing the Home Guard
who were supposedly patrolling
on guard. It was in the May of
1944. They were repaired and
towed out by Dakotas. They were
not very high over the trees at the
Rearsby end!
One winter’s day in 1944, the
farm where I worked borrowed a
trailer for muck spreading which
had Hurricane wheels. The
ground was frozen hard when we
loaded it and got to the gateway
in the field it started bouncing
and lifted the Fordson tractor’s
back wheels off the ground. We
only did one load and took it
back!

end out of the straw stack and
the tops from the trees, just
missing the house. Father and I
were the first there but were
unable to do anything as it was
burning and as it was still carrying
live ammunition which was
flying all around the field. All the
crew were killed in that. I cannot
remember any bombs hitting the
airfield, although two bombs
were dropped at Queniborough.
They hit a chicken hut and a
cow.
Around about Whitsun 1946, I
think it was Cambridge Gliding
Club had a weekend at Rearsby.
While being towed by FWN the
Perspex canopy on one glider
came adrift and it came down
about 200 yds from our house.
That was the first time I had seen
a tow bar on an Auster.
In July 1946 we went to the first
post war air display at Rearsby.
The prototype Auster J2 G-AICA
was on show along with De
Haviland Dove G-AGUA.
In September 1946 we left
Ridgeway Farm, so that was the
end of my Auster watching. As
an air-minded teenager I could

not have been in a better place
even though there was a war on.
I used to say to myself if ever
I’m rich enough I’d love to own
one of those!
Cliff Baker

Auster Emporium
By Terry Dann
I’ve been an Auster enthusiast for
about as long as I can remember:
one of my earliest flights at age
10 was in Southend Corporations J/1 G-AGTX. Along the
way I have part-owned J/5L GAPLG and Terrier 1 G-ARSL but
most of my “Austering” was with
the Rochford Hundred Flying
Group at Southend in their
Terrier 2 G-ASAK from 1977
until its disposal in January 1995.
When it became apparent the
Rochford Hundred would not
continue to operate Austers, I
hard to shake. After some time,
several false starts and some
negotiation I purchased Terrier 1
G-ARUI from our now Secretary,
Colin Ladd, in November 1997.
The subsequent C of A in 1998
led me to my encounters with
Auster Spares and the amazing
Baker family.

Since about 1943, Austers had
been repairing Typhoons and,
after the war had ended, there
were about 50 engine less and
wingless Typhoon fuselages along
side the Gaddesby lane. I suppose
they all went for scrap. About a
month or so before the war
finished, the prototype; GAFWN, was flying in camouflage, green and brown on top
and grey underneath. When the
war ended FWN was painted
cream with green trim which was
the standard colour for J1’s.
On a November evening in 1945
a Lancaster crashed two fields
away from the farm. It took the
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Auster Terrier 3 c/n B648 uncompleted fuselage

Auster 5D G-ANHW

As always when you purchase a
“new” aeroplane you go a little
overboard in repairing and
replacing items and I very soon
became a regular customer of
Cliff, his son David and wife Jean
as they helped me identify parts I
required and dispatched them to
me with impressive speed. I had
read of the many Austers in Cliff’s
possession and I was anxious to
see them for myself. The opportunity arose when I decided to
replace the top Perspex on RUI.
No way this could be sent
through the post. In due course
my wife Margaret and I arrived
at Carr Farm on a Sunday
morning in April 1998. Jean gave
us a warm welcome and led us
through into the workshop
hangar to meet Cliff and David.
The workshop itself was impressive. A large area of the building
was partitioned off for Auster
Spares storage and Cliff and
David were working on an Auster
5 undercarriage on the bench.
The rest of the space was taken
up with Auster fuselages in
various states of repair. It didn’t
take long for us to get the business
matters out of the way and then,
recognising my interest, Cliff and
David led us on a tour of the
Austers in residence.
The first frames we came across
were incomplete aircraft, which
have travelled with the remains
of the Auster enterprise from
Rearsby to White Waltham and
then to Newark. These were
D6/180 c/n 3705 and Terrier 3
c/n B648. Both of these are in
excellent condition, the Terrier is
distinguishable as a Mk 3 by its
dorsal fin and it also features a
beautifully pristine panel.

Auster AOP 9 WZ 729 / G-BXON
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Next to these was the dismantled
frame of Auster 5 F-BBSO, onetime G-AMJM. Three derelict
frames were also nearby, these
being J/ 1N G-AIJI which came
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from East Midlands, having been
damaged in gales at Kirmington
in January 1975, Auster 5D GANHW ex-Shipdham, having
force-landed at Canton Manor,
Norfolk in 1970, and Auster 6A
G-ARGB which came from
Waddington, its C of A having
expired at Southend in June 1974
(although I must admit I don’t
recall ever having seen it at
Southend).

Auster B5 Ambulance replica

Beagle Auster Airedale G-ARXC

Auster 5D G-ANHX
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Near the hangar doors of the
workshop building were the three
airframes on which Cliff and
David were most active at that
time. Recovering had just been
completed on the fuselage of the
first of these, AOP9 WZ729/GBXON. This had been stored
away in a hangar in Singapore
after the British Army left and
only recently rediscovered,
having been imported in late
1997. The interior is of course
completely original, an excellent
find. Next to the AOP 9 was the
real star though- an Auster B4
Ambulance fuselage under
construction. This 1951 freighter
design had been evaluated by the
A&AEE at Boscombe Down but
had not been successful and the
prototype G-AMKL/XA177 was
dismantled at Rearsby in 1956.
This airframe contains some of
the original parts. The final
fuselage in the area was Airedale
G-ARXC ex Kirton-in-Lindsey,
having been withdrawn from use
at Leicester in November 1976.
This aircraft is remarkable in that
it has not been modified to
replace the bolted fuselage joints
with welded ones, a major cause
of high weight in the original
design. The fuselage was in an
advanced stage of fitting out but
was waiting for attention behind
the AOP 9 and B4. We moved
on into the main hangar. This
was incredible - a true “Auster
Emporium”. I have never seen so
many Auster airframes in one
place. Every inch of the hangar
Copyright © by the IAC
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was taken up with frames, wings,
engines and other parts.

Beagle Auster Airedale G-AROJ

The first aeroplane we encountered was a very significant one
for me. This was Auster 5D GANHX, the machine with which
the Rochford Hundred Flying
Group began flying in 1964 and
which it operated until replaced
by the ill-fated J/5B G-AMFP in
1968. G-ANHX had subsequently crashed in March 1970
and had arrived at Carr Farm
from Leicester. The fuselage was
complete and covered with the
engine installed. Hopefully, she
will be back in flying trim before
too long.
Next to HX was a camouflaged
Auster 4 fuselage, complete with
engine, cowlings and propeller.
This was EC-AXR/G-ANHU,
which had arrived via Shoreham
and still had evidence of its
Spanish ownership on the fin
and rudder. Also in the vicinity
was another Airedale, G-AROJ
almost hidden under fins, tailplanes and other parts. The C of
A on this had expired in January
1976 and the fuselage retained
its covering.

Terrier I G-ARTM

Auster 6A G-ARGI
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Of further interest in this corner
of the hangar was the fuselage of
Terrier I G-ARTM, which
showed signs of excellent workmanship in its restoration with a
fresh bulkhead and forward
fuselage metalwork fitted. This
had crashed at Priory Farm in
May 1970 and had arrived via
Sywell and Chirk.
Several fuselage frames lay around
the hangar, which were clearly
beyond hope - either being badly
out of shape or in an advanced
state of corrosion. Cliff identified
these to us as J/5F G-AMUJ,
J/1N G-AIGR and the rear
fuselage of Airedale G-ARNR.
MUJ had crashed at South
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Rauceby, Sleaford in June 1960
and arrived ex-East Midlands.

Auster 5 G-AIKE

Auster J/1N G-APTR

Taylorcraft Plus D EI-AMF the former G-ARRK
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The history of IGR is interesting
-the aeroplane was rebuilt in
1953 with a spare fuselage and
subsequently damaged in gales at
Cranfield in March 1986. Cliff’s
fuselage is the second one exSywell. RNR was the fourth
development Airedale, a rebuild
to lightweight standard was
commenced when its C of A
expired in July 1963 but this was
not completed and the airframe
was reduced to spares in March
1964, the remains going to
Burton-on-the-Water, with the
rear fuselage eventually reaching
Carr Farm.
Another frame present was Auster
6A G-ARGI which looked in
better condition and capable of
restoration. This had been
withdrawn from use in July 1973
and arrived ex-Chirk. Against
the far hangar wall were several
more bare frames, along with
wings, fins, tail planes etc. Cliff
identified the fuselages as all
being Auster 5s : G-AKWT,
OCP and LNV. KWT had
crashed at Tollerton as long ago
as August 1948, only 4 months
after being civilianised and is also
reported as having been later fire
damaged. It arrived at Carr Farm
from East Midlands. OCP was
withdrawn from use (wfu) at
Hemswell in June 1968 and is a
composite having consumed
parts of G-AKOT while at Carr
Farm. Both KWT and OCP were
lying inverted. LNV is of great
interest, it was dismantled at
Leicester between 1950 and 1957
after C of A expiry in July 1950
and returned to Rearsby for the
fuselage to be alloy coated and
was never rebuilt once this was
done. The fuselage frame is in its
silver finish with wooden plugs
still in place in the wing and
undercarriage fitment points that
Copyright © by the IAC
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ensured the holes were not filled
with the metal coating.
There were two other dismantled
fuselages in the hangar that still
retained their covering. The first
of these was Auster 5 G-AIKE, a
significant aeroplane in that it
was Cliff’s first Auster acquisition. It had been damaged in
gales at Luton in September
1965. It still has engine and
cowlings in place. As Cliff said,
he then bought another for spares
to rebuild IKE and it just grew
from there! The second fuselage
was that of Airedale G-ASWF
whose C of A had expired in
April 1983 and arrived from
Leicester. Among all the fuselages
etc were three complete Austers.
Two of these belong to Cliff and
have been wfu for the time being.
These are J/lN’s G-AJAS (C of A
expired April 1990) and GAPTR (C of A expired April
1987). The other aeroplane was
Auster 4 G-AJXV belonging to
Barbara Farries and was resplendent in D-day colours as NJ695
“Little Lulu’.
Completing the collection was
Cliff and David’s latest acquisition, Taylorcraft Plus D El-AMF,
the former G-ARRK. David had
only recently returned from
Ireland with the aeroplane, which
fills a gap in the early part of the
collection. The partly restored
fuselage frame was present along
with the front bulkhead and
perspex. This aeroplane was built
at Rearsby in 1961 from several
others, the fuselage and tailplane
coming from G-AIIU, the wings
and c/n from G-AHUM and
other parts from G-AHXG.
Having been registered in June
1961 it was exported to Ireland
in April 1962, eventually being
damaged in gales at Cork in
February 1974. David was very
proud of this addition.

In case you’ve lost count that
makes 26 Auster/Beagle variants
at Carr Farm! For completeness I
suppose I should also mention
that Jodel DR1050 G-ATFD
was also present and was the only
non-Auster resident. I asked Cliff
why he kept so many airframes,
particularly those, which were
clearly beyond redemption. His
reply was “to preserve their identities”. I understood completely,
this was the sign of a true enthusiast! Long may Cliff, David and
Jean continue with their work
and the excellent service they
supply to all of us who maintain
the Auster tradition.
Terry Dann January 2002

Return to the
Emporium
On January 4 2003 I was in
Nottingham seeing to repairs on
my Tiger Moth’s fuel tank and
thought it would be a good
opportunity to catch up with
things over at Thorney. In particular I wanted to inspect the
Agricola! I called David Baker
from Nottingham and he was
very hospitable in agreeing to
show me around that afternoon.
Having negotiated the icy roads

and light snowfall I arrived at
Carr Farm where David took me
immediately to see the Agricola.
He fully understood my excitement and enthusiasm. I was
impressed! The Agricola is a big
aeroplane and even without it’s
outer wings attached it took up a
large amount of the workshop.
Full span is 42 ft and David tells
me it will just fit in. The aeroplane
is in excellent condition and once
the wings are fitted it will be
ready for operation. David hopes
to get it in the air later this year.
This airframe, proudly wearing
it’s new British registration GCBOA, is the only surviving
complete aircraft from the 8
originally constructed (plus 3
built
from
spares/crashed
machines in New Zealand). GCBOA is one of that latter group,
it was built by Airepair in New
Zealand in 1965/66 from the
crashed remains of ZK-BMN (c/
n B.1O6). Airepair gave it the
new c/n of AIRP/860. (Air
Britain have kindly allowed me
to incorporate their production
list for the Auster B.8 Agricola in
this article and you will find it on
Chapter 9 for further reference).
This was my first encounter with
the Agricola and it conveys a real
sense of strength and purpose.
Equipped with a 260 hp

The Gateway to Heaven
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Auster B4 Ambulance replica at 19 April 2004

Auster B4 Ambulance replica Instrument Panel at 19 April 2004

Lycoming (upgraded from the
original 240 hp Continental) it
must be quite a performer, the
take off run is just over 550 ft
fully loaded and only 55 yards
empty David if you need a
volunteer for the first flight!! The
cockpit is spacious and the view
excellent just what you need for
lengthy periods of crop dusting.
The hopper loading chute is in a
compartment just behind the
pilot and surprise, surprise,
behind that is a compartment for
two rear-facing passengers! This
must be for purposes of expediency only, not comfort, as the
passengers sit side-by-side on a
wooden bench with no instrumentation and only a small
window at each side through
which to keep in contact with
the outside world, no thanks!
Brakes, flaps and the hopper
doors are hydraulically operated.
Along with the container that
brought the aeroplane from New
Zealand to the UK, Cliff and
David also brought another
packed full of spares all of which
are unique to the Agricola, no
Auster family commonality.
These should see the Agricola
around in the UK skies for some
time to come.
The spares also included two rear
fuselage frames from other New
Zealand Agricolas, all of which
crashed unfortunately, the perils
of crop dusting I suppose.

Auster J 1N G-APKM
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Cliff and David have yet another
ace up their sleeves on the
Agricola front they have also
acquired the fuselage frame of
the prototype aeroplane, G-253/ZK-BMI c/n B.1O1. This was
dismantled at Rearsby as long
ago as 1959 and was obtained
from Breighton. If anyone wants
an aeroplane constructed from
this frame it would appear there
are enough spares!
Copyright © by the IAC
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My thanks again to David for
showing me around and passing
on so much of his knowledge
and enthusiasm. You can’t help
being inspired when you visit
Carr Farm long may it continue.

Auster 4 NJ695 G-AJXV

I took the opportunity to also get
an update on the rest of the
“fleet” at Carr Farm.
The B.4 Ambulance based on
some original components from
G-AMKL/XA177 has made
excellent progress. The fuselage is
now virtually complete and fabric
covered. This includes the unique
undercarriage which Cliff and
David have constructed and the
side-hinged rear door also built
from scratch. This is a very
impressive project; the standard
of workmanship is excellent with
many engineering difficulties
having
been
successfully
overcome along the way. Yet
again, there is very little commonality with other members of the
Auster family not even the
tailplane or rudder.
The last time I visited, Cliff and
David were hard at work on their
AOP.9 G-BXON/WZ729. The
fuselage has now been repainted
in its camouflage after recovering
and RAF markings have been
applied, apart from the serial.
This project is taking a break now
while attention focuses on the
Agricola and the B.4.
The remainder of the airframes
in store is unchanged since mid1999 with the exception of J/1N
Copyright © by the IAC

G-APKM. This arrived dismantled from another local farm
around late 1999 and continues
in storage. The aeroplane is
complete and retains its covering.
David is interested in the whereabouts of the owner
D. Huggins, by the way, if anyone
knows.

I also acknowledge reference to
Ken Ellis’ Wrecks and Relics
(Midland Publishing), Beagle
Aircraft (Midland Counties
Aviation Research Group), Auster
(Images of Aviation) by Ken
Wixey (Tempus Publishing), Air
Britain 2002 UK and Ireland
Civil Aircraft Registers, Air
Britain News and Michael
Austen’s British Civil Aircraft
Registers
1919-1999
(Air
Britain).
Terry Dann January 2003

[Some publications have referred
to the frame of J/1 G-AJPZ being
at Carr Farm from around
October 2001 but David assures
me he has no knowledge of this
one.]
Auster 4 NJ695/G-AJXV is the
only airworthy resident. For
completeness an unregistered XAir is under construction in the
main hangar.
After a brief look round the many
airframes in the freezing cold I
called it a day but did not leave
without a few parts for my own
aeroplane brake pads and a new
tail-wheel. There are 28 Auster
airframes at Carr Farm now, from
the Auster 1 (Taylorcraft Plus D)
through to the B.8 Agricola absolutely unique. There is currently
no J/5 series or a Husky I expect
they must be on the shopping
list.

The History of the Auster Aeroplane

Page 111

Auster Heaven
AUSTER/BEAGLE AIRFRAMES AT CARR FARM
Registration Type
Auster D6/ 180
Terrier 3
El-AMF
Plus D

C/n
3705
B648
157

F-BBSO
G-AIGR
G-AlJl
G-AIKE
G-AJAS
G-AJXV

Auster 5
Auster J/1N
Auster J/1N
Auster 5
Auster J/1N
Auster 4

1792
2172
2307
1097
2319
1065

G-AKWT
G-ALNV
G-AMKL

Auster 5
Auster 5
Auster B4

998
1216
2983

G-AMHU

Auster 4

799

G-AMUJ

Auster J/5F

2791

G-ANHW

Auster 5D

1396

G-ANHX
G-AOCP

Auster 5D
Auster 5

2064
1800

G-APKM
G-APTR
G-ARGB

Auster J/1N
Auster J/1N
Auster 6A
Auster 6A

3385
3392
2593
2299

G-ARNR

Airedale

B504

G-AROJ
G-ARTM

Airedale
Terrier 1

B508
3723

G-ARXC

Airedale

B510

G-ASWF

Airedale

B537

G-BXON

Auster AOP9

G-CBOA

Auster B8
Agricola
Auster B8
Agricola

AUS On rebuild WZ729 Ex-Singapore, 1997
10/60
B106 Outer Wings Removed ZX-BXO ZK-BMN Ex New Zealand
3/2002
B101 Rear Fuselage Frame G-ANYG ntu G-23-3 Prototype exBreighton 2002

G-ARGI

ZK-BMI
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Status/Previous identification/Comments
Uncompleted fuselage. Ex-White Waltham, Rearsby.
Uncompleted fuselage. Ex-White Waltham, Rearsby.
Partly-restored fuselage. G-ARRK, G-AHUM, LB286. Arrived 4/98.
Dismantled frame. G-AMJM, TW452. Ex-Taunton.
Derelict frame. Second fuselage.
Dismantled frame and tail section. Damaged in gales 1/75.
Dismantled. NJ728. Damaged in gales 9/65
Complete. C of A exp. 11/4/90.
Airworthy. F-BEEJ, G-AJXV, NJ695. Painted as NJ695 “Little Lulu”
Derelict frame. MT360. Crashed Tollerton 7/8/48.
Silver frame. RT578. C of A exp. 4/7/50.
Fuselage, new construction. XA177, G-AMKL, G-25-2.
Some original components.
Dismantled Camouflaged EC-AXR G-ANHU MT255 Ex
Shoreham
Derelict frame. Crashed Sleaford 8/6/60 Remains expired
1999.
Derelict fuselage. TJ320. Force-landed Canton Manor, Norfolk 1970.
Restored, dismantled. TW519. Crashed 28.3.70
Fuselage frame TW462. Wfu Hemswell 22/6/68. Composite
with G-AKOT.
Dismantled Arrived late 1999 C of A Expired 9/1/89
Complete. Wfu C of A exp. 11/4/87
Dismantled fuselage VF635 C of A exp. 21/6/74
Bare frame VF530. Wfu 7/73. C of A exp. 4/7/76. To Yorkshire 1999
Rear fuselage Dismantled Rearsby 1963. Remains expired
1999.
Dismantled HB-EUC, G-AROJ C of A exp. 8/1/76
Fuselage on rebuild WE536 (T7) Crashed Priory Farm
28.5.70
Fuselage on rebuild El-ATD, G-ARXC Wfu Leicester 11/76,
C of A exp. 27/6/76
Dismantled C of A exp. 27/4/ 83
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Chapter 11
RATCLIFFE AIRFIELD AND THE AIR TRANSPORT
AUXILARY
by Steve Clark and Mike Preston
In the early days of Taylorcraft the
manufacturing was carried out at
Britannia works in Thurmaston
but the final assembly and Test
flying were carried out at Ratcliffe
Airfield.
The importance of this small
now derelict airfield should not
be overlooked when considering
the history of aviation in Leicestershire.

Plaque Commemoration
L to R Steve Clark, Tony Everard, Cathy Ross (President), Peter
George (Ratcliffe ATA Pilot, Peter Bolton Auster Club, (International Auster Heritage Group Chairman) (Mike Preston)

This plaque commemorates the aviation heritage of
Ratcliffe Aerodrome
The aerodrome was founded by Sir Lindsey Everard and the opening pageant on 6th September 1930
was attended by 100 aircraft, 5000 spectators and many famous aviators including Amy Johnson. It
was here that the first flight of a Taylorcraft, which developed into Auster aircraft, took place on 3 May
1939. Over 3000 Auster aircraft were built at the Rearsby factory and other local works between 1939
and 1968. During World War II, the aerodrome became Number 6 Ferry Pool for the Air Transport
Auxiliary (ATA), which was set up to ferry newly produced aircraft away from their factories. More
than 170 ATA personnel lost their lives during the delivery of over 300,000 wartime aircraft, including
Amy Johnson herself. After the war the aerodrome became home to the displaced Leicester Aero Club
until the closure of the aerodrome following the passing of Sir Lindsay in 1949.

“Who climbs with toil, whersoe’er,
Shall find wings waiting there.”
Henry Charles Beeching
Commemorative Plaque
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We were approached at the
Queniborough event, by Steve
Clark an old boy of Ratcliffe
College, to see if we would be
interested in being involved in
the decoration and opening of
the newly built old Boys Bar at
the college. The decoration of the
bar was on an aeronautical theme
to commemorate the part played
by Ratcliffe Airfield in the local
history of flying but also to foster
an interest amongst the present
students in aviation and perhaps
persuade some to get involved in
the area.
The actual opening was carried
out by Tony Everard, the son
of the early aviation pioneer Sir
Lindsey Everard. who lives a
short distance away at Ratcliffe
on the Wreake. Mr Everard has
fostered his fathers interest in
aviation and in 1966 built a
heliport adjacent to his house at
Ratcliffe. He was an enthusiastic
helicopter pilot owning a succession of helicopters used by him
for business and pleasure. After
his retirement from the family
brewing business in the 1980’s
the heliport was used less and less
and now is the home of a flock
of sheep. Whilst this was to date
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the end of the connections with
aviation locally it is interesting to
note that the Everards brewery
still managed by a member of
the Everard Family has a small
helipad at the side of the works
and own a Robinson R-22 helicopter. This hence still keeps the
family name linked with aviation
in Leicestershire.
The actual event was a success
and hopefully raised the profile
of aviation in the college. A more
interesting aspect of the event
was the research which Steve
Clark put into the project was an
article which Steve wrote for the
old boys magazine “The Ratcliffian gives a very good indication
of the background to aviation
local to Rearsby between 1930
and 1950. The full text of the
article originally appeared in
the Old Ratcliffian Magazine,
Written by Steve Clark (1974
– 79 ) which is published by the
old Boys of Ratcliffe College.

The History and
Aviation Heritage
of Ratcliffe
Aerodrome 19301950.
There can be little doubt that
aviation was one of the most
dramatic developments during
the twentieth century. The effect
on the lives of every citizen in
the world has been profound.
On a global scale, its rampant
development particularly during
wartime has changed the course
of history affecting every nation.
In today’s world, the lives of individuals as diverse as the poorest
refugee or the richest billionaire
are dependant on aircraft for the
global transportation of freight
and passengers in time scales of
hours, rather than months as in
the previous ship dependant era.
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View of Ratcliffe Airfield showing extents of airfield, with the
buildings and primary landing area. (Steve Clark)

Thus, it might not seem surprising, that aviation has become a
highly documented topic. People
are just as fascinated today with
the mystery of flight as were the
crowds who witnessed the first
aerial exhibitions of pioneers and
cheered at the first great achievements of crossing the Channel or
flying across the Atlantic. Films,
television documentaries and a
flood of books and magazines all
testify to our interest in aviation,
no better illustrated than by
the millions who flock to air
shows each year. Particularly
popular are commemorations
and anniversaries of important
and historic events such as the
Wright Brothers’ 100th Anniversary or the last flight of
Concorde. Indeed, institutions
and companies, who possess

an aviation legacy view it as
a cherished inheritance to be
honoured, since often the legacy’s
qualities of courage, endeavour
and determination to achieve the
goal are exactly the characteristics
that are desired for the continued
development of itself.
It is, therefore, very apt that a
vibrant and historic aviation
legacy that has lay dormant for
over fifty years amongst the
dilapidated farm buildings and
windswept fields that stretch
north along the Fosse Way
between our school and the
neighbouring golf course, should
be finally released to the honour
and memory of those who created
our aerodrome’s legacy and to the
benefit of future generations who
it may inspire.

A glittering gala occasion at Ratcliffe 27th June 1937 The large
biplane is a Handly Page HP 42W Hercules of Imperial Airways.
(A Codling via Roy Bonser)
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flying celebrity to officially open
the aerodrome.

Westland Wallaces and Avro 504 N’s of 504 Squadron in evidence among the 30 aircraft which arrived for a garden party at
Ratcliffe 28th July 1935. C H T Brown via Roy Bonser

Central to everything is William
Lindsay Everard, as there would
be no story to tell without this
dynamic philanthropist. The
Everard family ran a successful
Leicestershire Brewery and Sir
Lindsay, who lived at Ratcliffe
Hall opposite the school was the
MP for Melton Mowbray. In
addition he also held many
committee positions such as
President of the Leicestershire
Aero Club.

Although he, himself, never
became a pilot, he was very
passionate about the need for
aviation development for the
benefit of the country and in
1930 he began the construction
of his own aerodrome on the lands
he owned directly to the north
of Ratcliffe College. Work was
completed during the summer
months and a grand opening
Air Pageant was planned for 6th
September 1930 complete with a

A view from the tower of the former swimming pool being put to
good use with an airborne lifeboat and dinghy display.
The editor has swam in this pool (W W Storer via Roy Bonser)
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At that time the young female
aviator, Amy Johnson, had just
completed her solo flight from
Britain to Australia. As such
she had created a great media
sensation and was in great
demand to be feted and host
events. As such the Daily Mail
had presented her with a prize of
£10000 for her achievement in
return for a nationwide publicity
tour. Unfortunately, the strain of
events resulted in Amy having
to cancel all her engagements
on doctor’s advice on the 4th
September and so it seemed
Sir Lindsay would lose his “star
attraction”.
Sir Lindsay managed to find a
last minute stand-in in the form
of the Director of Civil Aviation
who was Sir Sefton Brancker,
but possibly due to Sir Lindsay’s
persuasive personality, Amy
Johnson flew up from London
to Ratcliffe with Sir Sefton in
his own aircraft on the day. Thus
although, Amy was only there
in an “unofficial” capacity, there
can be no doubt who the real star
of the show was, as depicted in
The Leicester Mercury coverage
of the event showing Amy riding
with Sir Lindsay in an open top
car among 5000 cheering spectators. Indeed the day was not
without its other excitements
including air races, formation
displays and even a demonstration of air power in which 3
RAF aircraft “bombed” Chinese
pirates with their dummy ship
exploding suitably for the
occasion. However, the finale was
not the end of the excitement, as
one of the 100 aircraft attending
the Pageant crashed on take
off narrowly missing departing
spectators’ cars leaving through
the aerodrome gate. Fortunately
no one was killed, although the
wife of the pilot who was the
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passenger on board was freed
from the wreckage and taken to
hospital.
Looking back now, it must have
been quite a sight for pupils at
Ratcliffe to have witnessed the
thousands of cheering spectators running across the airfield
to surround the bright yellow
Puss Moth aircraft landing with
Amy and Sir Sefton aboard,
but although the Pageant was a
success, tragedy was to follow.
In less than 4 weeks, Sir Sefton,
who had officially opened the
aerodrome, was killed on the
inaugural flight of the R 101
airship to India when it crashed
in Northern France killing 48
people. All British airship development was cancelled after this
disaster.
However, Ratcliffe aerodrome
was then to settle down to
what was probably its golden
years up to the start of the
Second World War. During this
decade Sir Lindsay developed
the aerodrome into one of the
finest civil aerodromes in the
country. The club house facilities were extremely hospitable
including an open air swimming
pool (still there today). First
class maintenance hangars were
built to accommodate the full
time engineer who looked after
Sir Lindsay’s various aircraft. Sir
Lindsay also employed a series of
personal pilots including another
famous aviatrix named Winifred
Spooner. His pilot would fly him
around Europe both on business
trips and on his entry into other
flying competitions such as the
Oasis Trophy in Cairo, which he
won in his beautiful twin engine
Dragon aircraft.
Fetes and displays continued at
Ratcliffe aerodrome during the
inter-war years and the Ratcliffian records occasion of the boys
from the school being taken up
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Taylorcraft Plus C prototype G-AFNW at Ratcliffe in early 1939
(Via Roy Bonser)

B17 landing at Ratcliffe (Roy Bonser)

Hanger complex shortly before the dismantling of the control
tower. (Roy Bonser)

The History of the Auster Aeroplane
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View of Ratcliffe looking towards the A 46 (Roy Bonser)

for flights in Sir Lindsay’s aircraft,
even by Amy Johnson on her
later visits up to Ratcliffe. It also
records Sir Lindsay’s admiration
at the high standard of aeronautical knowledge displayed by the
pupils during their visits.
However, this is not surprising
as boarding on the boundary of
one of the finest aerodromes in
Britain must have been a schoolboys’ dream for many of the
pupils, although maybe not for
the clergy and parents. Some
of the galas were most unusual
for the time, such as the night
time displays utilising the aerodrome’s floodlight equipment
and especially the high power
mobile searchlight mounted on
the chassis of an old Rolls Royce
of Sir Lindsay. Other fetes were
of a truly international nature,
such as the Weekend Aerien in
1936 and the Federation Aeronautique Internationale visit the
following year. These occasions
would be hosted in style with a
large marquee and a garden party
atmosphere, often a display from
an overseas aircraft and pilot
would be enjoyed. Strange to
realise that an aircraft with a
swastika on the tail was flying
over Ratcliffe as a welcome guest
many years before others would
return “uninvited”!
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It is a fine example of the
aviation spirit of this time that a
man running a textile machinery
business
in
Thurmaston
should suddenly decide to start
producing aircraft! However, the
growing aviation interest at the
time had included the formation
of the County Flying Club
around the Leicester area. Again
Sir Lindsay being the man he was,
initially let the club use Ratcliffe
aerodrome until they could set
up a nearby airfield in Rearsby
in 1938 on land owned by Sir
Lindsay. The club purchased
a Taylorcraft aircraft from the
USA and this aircraft very much
impressed a club member named
A.L. Wykes, who was previously
a pilot in World War I.
In fact, he was impressed enough
to arrange with the American
parent company to build the
aircraft under licence in his textile
machinery works. The prototype
differed from the American
version in some respects due to
the British aircraft regulations
and was called a Taylorcraft Plus
Model C. This was taken by
road from the works to Ratcliffe
aerodrome for final assembly and
the historic maiden flight of the
aircraft that was to become the
Auster aircraft took place at
Ratcliffe on 3rd May 1939.
The History of the Auster Aeroplane

It would only be a few months
later that war with Germany
would overtake the destiny of
both the Taylorcraft and Ratcliffe
aerodrome itself. Most relevantly
upon the outbreak of war, all civil
flying in Britain was curtailed. As
Britain moved onto a wartime
footing, the Taylorcraft design
was now evolved to suit a
military requirement for an
unarmed light aircraft flown by
Artillery Officers to act as an Air
Observation Post (AOP) aircraft.
In line with the fashion for
naming military aircraft along
windy lines such as Hurricane,
Typhoon, Tempest etc. the
Taylorcraft became “the Auster”
which was a warm south westerly
wind in Roman times. Although,
all the initial Taylorcraft had been
first flown at Ratcliffe, production and flying was now moved
to Rearsby a few miles away as
Ratcliffe itself was to be given its
own role to fulfil.
This role was born out of the
need to ferry newly produced
aircraft away from the factories
as soon as they were ready. This
task had initially been done by
Service pilots. However, the need
for operational pilots to be in the
front line led to the formation
of the Air Transport Auxiliary
(ATA) which utilised the flying
skills of pilots not fit for RAF
service due to their age or some
condition precluding combat
duties. With the creation of this
organisation a logistical need for
ATA ferry airfields spread strategically across the country arose.
With Ratcliffe’s central location
and excellent facilities it became
an obvious choice and the ATA
pipped the RAF to the post to
gain the agreement of Sir Lindsay
for its use. Thus Ratcliffe started
a new career as No 6 Ferry Pool
TA; part of a network of around
14 ATA Ferry pools stretching
from Hamble in the South to
Lossiemouth in the far North,
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with White Waltham as the Head
Quarters to the west of London.
Sir Lindsay in his inimitable
style had thrown open the doors
of his own large home at Ratcliffe
Hall to accommodate many of
the pilots stationed at Ratcliffe
during the war, others were
billeted in the local area. The
ATA at Ratcliffe later became a
“mixed” pool consisting of both
male and female pilots. Many of
the pilots were also from abroad,
including
many
American
volunteer pilots, all providing a
varied backdrop to tasks in hand.
Apparently, the Ratcliffe Ferry
Pool always retained a friendly
atmosphere that it inherited from
its previous club existence, but
the workload was considerable
as the pilots moved thousands
of aircraft from the industrious Midland production lines.
Bombers from Coventry, transports from Anstey and a flood of
Spitfires from Castle Bromwich,
which was the main source of
work. In the meantime, the local
Auster works was also specialising in repairing Tiger Moths,
Hurricanes and later Typhoons
all covered by the ferry pilots at
Ratcliffe.
One pilot stationed at Ratcliffe, J.
E. Martens, for example, moved
261 Lancasters, 148 Wellingtons
and 315 Spitfires among the
1797 ferry flights he completed
during the war. Another pilot,
Commander Francis, who became
one of Ratcliffe’s Commanding
Officers, managed to deliver a
Stirling, a Liberator, a Mosquito,
a Spitfire and a Sunderland
flying boat, all on the same day!
This in itself is an incredible feat,
not least due to the problems of
flying aircraft with vastly different
systems, engines and procedures.
To address this a superb aidememoir was devised which listed
the vital handling details and
checks for over 80 aircraft types
condensed into a small flip card
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format. These ATA Ferry Pilots
notes were often the only guide
to ferrying an aircraft never
flown by the pilot before. That
the ATA delivered over 300000
aircraft during the war with such
low accident rates is a testament
to the abilities of the pilots, not
least because the aircraft from
the factories were usually bare
without radios or navigation
aids. The weather at Ratcliffe
could be extremely harsh, but
apparently as long as the tower
of Ratcliffe College could be
seen the 200 yards away from
the Watch Tower, it was deemed
safe to take off, whereupon the
aircraft would try to follow the
Fosse towards better conditions.
The aerodrome was not without
its mishaps, however, and
accidents did occur and lives were
lost. It must have been a worry to
the school that a potential crash
might also cause a catastrophic
loss of life among the pupils
given the close proximity to the
school and also the potential for
the airfield to be a target
for the Luftwaffe. An account
from Old Boy Basil d’Oliveira
recalls how during the standing
for the school photograph in
1941, they were treated to a
wonderful low flying display by
Old Ratcliffian George Saddington who was later on killed in
the war. He also recalls how a
Hampden bomber overshot the
runway in October 1941 and
ended up in a blazing heap on
the Fosse, fortunately no-one was
killed. Basil ran the aeroplane
spotter club and could see many
of the flights into the aerodrome
from the school tower. He
estimates that some nights there
were over 50 aircraft spread out
around the aerodrome perimeter
and remembers having to sleep
in the gas tank shelters the night
that Coventry was blitzed and
also mines being dropped at
Thrussington as well as other
air raids when pupils slept on
The History of the Auster Aeroplane

mattresses in the corridors. On
a lighter note, he can also recall
that a Handley Page Harrow was
placed between the rugby pitch
and the aerodrome boundary
to be broken up since it was no
longer airworthy, he believes
every boy in the school at that
time possessed a piece of that
aircraft.
It was also in 1941 that Amy
Johnson died, although not
stationed at Ratcliffe, she had
joined the ATA and was ferrying
an aircraft in bad weather from
Blackpool down to Oxford. She
was caught above cloud and
eventually parachuted from her
aircraft, coming down into the
Thames estuary. Her descent was
seen by a Royal Navy ship patrolling close by. Although they got
close to her, the sea was too
rough for her to grasp the ropes
and swept her away, the Captain
ran aft and dived into the sea
to reach her and although the
crew could see him supporting
her, they could not reach them.
The body of Lt-Cdr Fletcher
was found later, but Amy’s body
was never recovered. Thus Amy
Johnson became one of over 170
ATA personnel to lose their lives
whilst serving in the ATA.
As the war progressed, the
buildings surrounding the white
clubhouse grew as more facilities were added on as Ratcliffe’s
workload steadily increased.
At one point the production of
Spitfires at the Castle Bromwich
plant reached an incredible 320
aircraft per month. Ratcliffe’s
central position made it an ideal
staging post and the aerodrome
is credited with having received
every different type of RAF
aircraft that it operated at some
time during the war. It even
became responsible for the
ferrying of Sunderland flying
boats from Rochester and so
strangely had a group of Sea
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Now, many years later, having
listened to stories of some of
the people involved, such as
Peter George and Ann WoodKelly, who were both Ratcliffe
ATA pilots and also having seen
how proud the local people who
worked at the Auster factory were
of their achievements such as the
3000 aircraft they produced, it
is time to re-adress a balance.

Incredible assembly of aircraft visiting Ratcliffe at the closing
down ceremony 6th October 1945 (Roy Bonser)

cadets stationed at Ratcliffe to
assist with the mooring duties.
Overall it is estimated that
around 50000 ferry flights were
carried out from the aerodrome.
With the end of the war, the ATA
was disbanded, but not until there
had been a grand display to mark
the occasion at Ratcliffe. This
occurred on 6th October 1945
and included many different
types on show and a flying
display by the famous Geoffrey
de Havilland in a DH Vampire
and also a Spitfire flown by Alex
Henshaw who had been chief
test pilot at Castle Bromwich. By
all accounts it was quite a day.
As the post war austerity began
to ease in 1947, Sir Lindsay
again stepped in to help aviators
in need, this time the homeless
Leicester Aero Club, which was
looking for a new home to
reform. Once again Ratcliffe
aerodrome reverberated to the
sound of aircraft engines and
once again spectators flocked
to see an annual display with a
crowd of approximately 10000
people at the aerodrome in May
1949. However, this month also
marked the passing of the aerodrome’s great patron and with
the death of Sir Lindsay, the
aerodrome land was soon put up
for sale. The end of the aerodrome
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was marked by a 16 aircraft flight
around the local area and a party
on 25th March 1950.
Having survived the risk of
a direct accident for 20 years,
perhaps it is understandable that
it was Ratcliffe College itself that
bought the aerodrome and closed
it and turned it back to farming
use.
Certainly comments in the
Ratcliffian at the time refer to
the risk posed by training aircraft
in the hands of inexperienced
pilots, however the Ratcliffian
also looked forward to the
increased area available for school
playing fields. So, although, the
motives to close the aerodrome
were genuine and sincere, one
cannot help wondering whether
a slight inner guilt has caused the
school to stay very low key about
the historic role and wonderful
heritage that it had brought to
an end. Certainly in my 5 years
as a pupil in the 1970s, no details
were made forthcoming, and all
I had was my own curiosity for
the hangar buildings, where we
pulled out our CCF Primary
Glider on RAF cadet training
afternoons. It was called the old
airfield, but with the planting
of the crops, I could never tell
where landing areas lay or find
out the history.
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Time to give credit to the vision
and forethought of Sir Lindsay
Everard who set these events in
motion and to be proud of our
connection with Amy Johnson.
Time to admire the skill and
adaptability of a local community
who with no prior experience
became the country’s largest
producer of light aeroplanes and
finally to honour the courage
and determination of a largely
forgotten group of ATA pilots
whose dedication and flying skill
played an important role in the
vital output of wartime aircraft.
Ratcliffe College as a school has a
lot to be proud of and commemorating this heritage will hopefully
inspire the young people that it
can also be proud of in
the future.
Written by Steve Clark
(Old Ratcliffian 1974 – 79 )
References:
Brief Glory
(The Story of the Air Transport
Auxiliary) by E.C. Cheeseman.
The Forgotten Pilots by Lettice
Curtis.
Aviation in Leicestershire and
Rutland by Roy Bonser.
Austers (Nearly all you wanted
to know) by M Preston and
M Ames The Intentional Auster
Club Heritage Group.
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Chapter 12
AUSTRALIA’S AUSTERS
by Bill Baker
The first Auster to arrive in
Australia came by sea on board
the S.S. ‘Samanco’. The ship
berthed in Melbourne on the
seventh of September 1944.
Some 19 ex-R.A.F. Auster AOP
IIIs were in the shipment, the
oldest being c/n 238 MZ1O5
which subsequently became A111 (the A11 being the R.A.A.F.
type identification number). This
aircraft is extant and is currently
under long (very) term rebuild
in Melbourne. The Austers were
requested by the Australian
Government for spotting and
communications duties in the
South West Pacific area by the
R.A.A.F. It is supposed the Auster
was chosen because of the quantities available in the U.K., the
robustness of its construction,
with its record of field repair,
and because of the fact that the
power-plant, the D.H. Gipsy,
was currently being manufactured in Australia by General
Motors Holden.
The initial batch was assigned to
No. 84 Wing and was formed
into 16 and 17 A.O.P. Flights.
The Mark IIIs as they were
known in Australia were assigned
many roles which included
forward reconnaissance, artillery
spotting, general communications and despatch dropping.
The important role of ambulance
evacuation saved many lives
and after the surrender of the
Japanese, the aircraft were used
extensively in the evacuation
of former prisoners of war who
were in urgent need of medical
treatment. The Austers saw action
in Bougainville, Tarakan, Borneo,
Labuan and on the mainland of
Papua New Guinea and amongst
other places, Wewak, Aitapi and
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Auster A11-12 of 16 AOP Flight being re-assembled at Balikpapan, Borneo soon after recapture A11 24, on the right, awaiting
its turn. Construction squadron grader in foreground (Bill Baker)

Tadji. In all, 16 and 17 Flights
flew 1328 sorties between
November 1944 and June 1945.
During the Second World War
the R.A.A.F. had 51 Auster
A.O.P.IIIs on strength and some
26 survived to pass into civilian
hands or were retained for post-

war service use. With the coming
of peace a large proportion of
the remaining A11s were put up
for sale by the Commonwealth
Disposals Commission.
At this stage, I must digress
slightly. A certain John T. Brown

A11-5 undergoing repairs on the tail cone. (Bill Baker)
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very great, because at this time
Australia was in the ‘Sterling’
block of mostly British Colonies
and ex-Colonies, which made the
purchase of products, including
aircraft, from the Dollar or ‘Gold’
block well nigh impossible.

Auster III A11-14 c/n 366 ex-MZ252 of 16 AOP Flight, undergoing
maintenance at Sepingan, Dutch Borneo, in June 1945. Visible
in the background is A11-17 c/n 363 ex-MZ249 which survives to
this day as VH-FAE and is currently under rebuild
(Bill Baker Collection)

A.F.R.Ae.S.,
A.M.I.Mech.E.,
an expatriate Englishman, who
had spent some time in India
and New Zealand, purchased
the defunct Kingsford Smith
Aviation Services at Mascot
Aerodrome, Sydney. This was
the original company set up by
Sir Charles Kingsford Smith,
Australia’s greatest aviator. With
the purchase of K.S.A.S. came
‘Smithys’
Page
121 original hangar from
which he operated his Australian National Airways, and from
which he flew to his death in
Burma. Incidentally, this hangar
still exists and remains in use at
Kingsford Smith Airport, to-day’s
name for Mascot. John Brown had
been, during the war, operating a
major overhaul facility at Mascot
on behalf of the Department of
Aircraft Production, and he saw
enormous potential in a lot of

the aircraft being offered for sale.
He purchased almost all (122)
of the Australian designed and
built C.A.C. (Commonwealth
Aircraft Corporation) Wackett
trainers being offered, also some
200 Oxfords. DH82 Tiger Moths
and Austers followed.
The first of the Auster disposals
was c/n 654 A11-37 (formerly
NJ834), which was registered
VH-BHA (Broken Hill Australia)
and the C. of A. issued to the
Zinc Corporation which is part
of Australia’s mining Goliath
B.H.P. (now BHP Biliton). This
was on the 27th March 1947
and was followed two months
later by the first new imported
civilian Auster, J/2 Arrow c/n
2352 ex-G-AIGW fitted with a
75 h.p. Continental engine. The
importance of this first import is

Auster A11-29 seen at Labuan in May 1945. Note the serial
number painted on the cowl.
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Kingsford
Smith
Aviation
Services were almost solely
responsible for the importation
of all of Australia’s Auster population. These arrived in a CKD
(Completely Knocked Down)
form and were re assembled by
KSAS.
Some were airframes only and
were fitted with locally manufactured Gipsy Major engines
which Brown had purchased
from the Disposals Commission. Their relationship with the
Rearsby factory was often that
of love-hate. K.S.A.S. frequently
suggested modifications that
would enhance the Auster’s
Australian marketability, some
of which were adopted and some
which were not. What the factory
did not appreciate were the vast
distances, and hence a need
for much larger fuel capacity,
and the heat, which required
more adequate engine and crew
cooling.
Among other Australian modifications conducted by K.S.A.S.
were engine changes (i.e. the
fitment of American higher
horsepower engines to standard
Auster airframes), manufacture and fitting of aerial agricultural equipment, adaptation
for banner towing, a system of
aerial advertising using amplified
sound (quaintly named, by Peter
Brown, sky-shouting and not a
notable success). John Brown had
been joined in the business by his
two sons, Peter, Phillip, daughter
Jacqueline, and eventually his
son-in law. Pat, Peter’s wife also
worked in the company.
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sion, there were no further orders
for more aircraft because of cost

A11-8 seen flying over Bougainville, note shark-mouth painted on
the cowl. (Bill Baker)

In 1959 one such adaptation
was incorporated in Auster J/5G
Autocar VH-KCD, owned by
W.A. Davey of Cobar, who had
flown it some 700 hours since
new , with a 155hp Cirrus Major
III engine. The major part of the
modification consists of fitting a
Lycoming 0-360 of 180hp with a
Hartzell constant speed airscrew
in a new engine which gave the
aircraft a slightly longer sloping
nose-line enclosed in a new fibreglass cowl. Toe operated Goodyear
hydraulic disc brakes, fibreglass
wheel spats, a new panel with a
set of blind-flying instruments

and a steerable Scott tail wheel
similar to that fitted to Cessna
180’s completed the picture.
This conversion was called the
“Bushmaster”. And the whole lot
came out 60lbs lighter! Earlier
at the beginning of that year
K.S.A.S. had completed another
J/5G conversion to Hazelton
Air Services agricultural aircraft,
VH-ADY. This conversion fitted
a Continental 0-470 of 225hp, a
somewhat easier fitment than the
Bushmasters 180 Lycoming, all
the other ‘goodies’ as above were
also fitted. Although successful as
it was with the VH-ADY conver-

J/5 VH-KSB c/n 2093 the first “Adventurer”, first flown 15th November 1947, stands alongside J.T.Brown, Managing director
of Kingsford Smith Aviation Services and Austerserve, who was
responsible for the introduction of civil Austers to Australia (Bill
Baker)
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The most important modification made by KSAS, in my estimation, was the fitting of a nose
wheel in place of the conventional tail wheel. This was far in
advance of the Auster Company’s
thinking. The reason for the
need for a tricycle geared aircraft
was that at this stage KSAS
were operating a flying school,
Kingsford Smith Flying Services
(KSFS), at Bankstown using
Auster J/4’s. Also at Bankstown
the Illawarra Flying School were
operating 11 J/4’s. Both these
schools were experiencing strong
competition from schools using
modern U.S. tri gear types, such
as Pipers and Cessnas. Also, at
that time Bankstown Airport did
not possess sealed runways, only
grass.
The Browns planned to fight
back by re-engineering a J/4 with
the larger 100 h.p. Cirrus Minor
II, fitting a nose wheel and by
reversing the main undercarriage legs, when you think about
it, a fairly simple way out and
surprisingly, one that had not
been thought of by Austers. A
damaged airframe, VH-BNQ,
c/n 2361, G-AIJU which had
crashed at Mt. Perry, Qld., on 26
3 51, was purchased. It was given
the designation, J/4T. A contemporary report in the AOPA
Magazine of December 1957
gives quite a glowing recommendation;
“This unique development of
the Auster is a modification of
the well known J/4 ‘Archer’,
and was designed by Kingsford
Smith Aviation Service as a test
unit for further mass production as an optional fitment on all
existing marques of Auster. The
pros and cons of tricycle versus
tail-wheel have been debated for
years within the flying fraternity
Copyright © by the IAC
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during take off and lack of torque
reaction is most impressive.

BNQ undergoing the nosewheel conversion carried out K.S.A.S
at Bankstown (Bill Baker)

but it is sufficient to say at this
juncture that the tricycle trend is
quite apparent and offers certain
advantages.
In the J/4T the problem of
attachment of the nose wheel
and shock
Page
123 absorber unit has been
achieved in the most interesting
and practical manner and offers
a simple and robust solution.
The complete nose-wheel unit is
in the form of steel tube boom
carrying the main pivot, shock
absorber unit and wheel. The
boom slides into a tunnel incorporating a tubular truss at each
end attached to the normal front
fuselage structure. Mounting is
achieved by three bolts and the
complete unit may be removed
in ten minutes.
Suspension and shock absorption
in the nose wheel is achieved by
means of rubber in shear block
allowing extreme simplicity,
excellent riding qualities and low
cost. The standard Auster undercarriage is reversed and lowered
for increased ground stability
and uses the normal shock cord
form of suspension. The normal
braking system is retained and
the nose-wheel is fully steerable
through a rudder linkage
system. Aircraft handling on the
Copyright © by the IAC

ground is excellent and gives the
sensation of great stability at all
speeds. On very rough ground
the pitching, normally associated
with contemporary tricycles, is
damped out very rapidly and
smoothly.
Vision is naturally excellent
whilst taxying and the aircraft
will manoeuvre within it’s
wingspan on full rudder lock.
Rudder control of the nosewheel remains light at very low
speeds whilst taxying speeds up
to 40 mph produce no signs of
hunting or shimmy. On take off
the aircraft has no tendency to
wander and accelerates rapidly
to a position where it may be
lifted off the ground at 30 knots.
The excellent forward visibility

Throughout the flight the J/4T is
virtually indistinguishable from
the standard Auster ‘Archer’
although the cruise speed at
normal settings is improved by
some 5 mph due, no doubt,
to the slight forward C. of G.
movement brought about by the
nose-wheel fitment. The landing
technique is quite foolproof and
from almost any attitude or speed
the aircraft will roll positively
onto three wheels and appears
to glue itself to the ground for
the landing run. As with most
tricycles, brakes may be applied
harshly during the landing roll
without fear of a nose over and
such application produces an
impressively short landing run.
Cross wind operations become
almost pleasant, and KSAS, the
agents for Auster aircraft, have
stated that this development
is entirely local and has been
designed and manufactured at
their Bankstown workshops.
Units suitable for the larger
model Austers are under development and should be available
in the near future. Hydraulic
brakes are an optional fitment in
all cases.”
But this was not to be the case,
and from this distance in time one
wonders why the then Department of Aviation gave KSAS such

Very rare photograph of VH-BNQ J/4T flying (Bill Baker)
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VH-BNQ converted back to standard, note the repositioning of
the wheels, the paint-work indicating the change of Cof G (Bill
Baker)

a ‘hard time’ with the certification
of these ‘mods’. Perhaps there
were old scores being decided, a
not unusual method of getting
back at people or organisations
who would not do as they were
told? It could be truthfully said
that D of A were very authoritarian, one might say “pig headed”.
Thus another Australian aviation
project ‘bit the dust’, shot down
by entrenched bureaucracy,
which still pervades the Australian scene. One, perhaps, could
also speculate if there was a deal
of pressure exerted by the strong
U.S. aircraft lobby that was
dominating all phases of Australian aviation at this time? BNQ
was reconverted to conventional
tail wheel configuration and
placed into service with the flying
school being re registered as KFF.
Starting in 1961 the Austers in
the Flying school were phased
out and were replaced by PA22
108 Piper Colts.
After a visit in the fifties by
Managing Director, Frank Bates,
and test pilot, Ranald Porteous,
the management of Auster got a
clearer understanding of Australian requirements. However, it
took a long time for this to happen
considering K.S.A.S. must have
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been the biggest export market
that the Auster Company had.
Peter Brown had joined his
father’s company from New
Zealand after demobilisation
from the R.N.Z.A.F. in which he
earned the D.F.C. flying Lancasters in Europe. Peter’s job was
test flying all the aircraft which
were being modified, remanufactured, traded-in and sold. He also
undertook sales tours in country
regions, where he introduced
aviation to many pastoralists.
Peter would arrive in an Auster

at one of his prospects, land,
demonstrate the ability of the
aircraft, and he would point out
where, with the aid of a tractor,
the farmer could put in an airstrip.
The deal would be clinched with
the offer of flying training. The
efficacy of this approach can be
seen in the Civil Registers of the
50’s. Kingsford Smith Aviation
Services under John and Peter
Brown had grown to a large
concern for Australia, employing
between 30 and 40 people. The
youngest Brown son, Phillip,
at this time was undergoing his
Aircraft Engineering Apprenticeship within the company. As
well as overhauling ex-disposals
aircraft, engine overhaul was a
large part of the business. John
Brown purchased a lot of D.H.
Gipsy engines which were overhauled and were fitted to the new
imported basic Auster airframes.
K.S.A.S. recognised that a useful
adjunct to their engineering
would be a flying school and this
led to the formation of Kingsford
Smith Flying Services. K.S.F.S.
started off by using Wackett and
Fairchild Argus for training. The
first Auster to come onto line was
J/4 VH-AAL in October 1951.
This aircraft was later destroyed

VH-ADS of Macquarie Air Services seen here at Lake Maquarie
North of Sydney (Bill Baker)
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Illawara which had seven Austers
at Sydney-Bankstown. At one
time, K.S.F.S. operated at least
17 aircraft for training, including
the afore mentioned Austers plus charter aircraft of various
types and employed 11 flying
instructors plus maintenance and
office staff. It was quite a sizeable
organisation.

A11-201 with Flight Lieutenant Leckie practising float flying at
RAAF Point Cook (Bill Baker)

in a mid-air collision with a
Tiger Moth. Other Austers were
AAO, AET, AAK, AEC, ACD,
ABE, ABD and ABI. J/2 VHBDE125
was the first aircraft that
Page
K.S.A.S. imported in 1947 and
was bought back in 1952 for the
school and was later converted
to a J/4. VH-BNQ was the J/4
that was the subject of tricycle
gear experiments (aborted due to
differences between the company
and the Department of Civil
Aviation) was put on the line in
1958. As you can see nearly all
these aeroplanes were J/4s which
were held in great esteem by the
Browns. Two exceptions were
VH-BYJ, one of the first civil
conversions of Mark IIIs done by
K.S.A.S. in 1947, and the other
was the original J/5F prototype
VH-AFS, which was used as a
maid of all work by the flying
school.
At this time the aero club
movement was being subsidised
by the Federal Government by a
reasonable amount per student
flying hour but K.S.F.S. was not
and, much to the chagrin of the
Royal Aero Club of New South
Wales, was able to offer, despite
Copyright © by the IAC

lack of subsidy, flying at considerably less than their rates, due,
according to Peter Brown, to
better utilisation and lower cost
of the J/4. Many thousands of
students passed through K.S.F.S.,
a large number of them to
make their marks on Australian
aviation in commercial airlines
and agriculture, all ab-initio in
Austers. Other flying schools and
aero clubs followed the K.S.F.S.
lead and introduced the Auster
into their fleets. The biggest was

In an era when jumbos fly
tourists on sight seeing trips over
the Antarctic wastes, it is interesting to look back at Australia’s aviation pioneers of thirty
five years ago, who contributed
much to the knowledge of the
Antarctic Continent.

SOUTH
For some time I have been
gathering information about the
role of the R.A.A.F. and Austers in
the exploration of the Antarctic.
The following is a distillation of
the material.
This story refers to the ANARE
(Australian National Antarctic
Research Expedition) of 1953
/4. The aircraft concerned were
A11-200 & A11-201. They
were Auster Model ‘K’ AOP 6’s.
In preparing this story, I found

Auster A11-201 with Kista Dan in the background. (Bill Baker)
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A11-201 shown being refuelled ‘on the ice’ by A.N.A.R.E Antartic
ship “Kista Dan” Note the astradome in the top perspex (Bill
Baker)

it very difficult to establish the
constructor’s serials. All 200 had
a R.A.F. serial of VX126, whilst
A11 201 had a C/N TAY 913
BJ and R.A.F. serial VX 127.
They also could have carried
South African Airforce serials of
between 5407 54 1 1.
In more than 80 hours of
hazardous flying over the icy
wastes of Antarctica, two R.A.A.F.
pilots wrote another chapter in
the history of the R.A.A.F.’s part
in the exploration of Australia’s most southern territorial
possessions. The R.A.A.F. pilots
were Flight Lieutenant Douglas
Leckie of Ivanhoe, Victoria, and
Flight Sergeant Ray Seaver of
Newcastle, N.S.W. They flew
64 photographic and reconnaissance flights and made thousands
of survey photographs. More
than half of their flying time was
recorded in a barely serviceable
aircraft.
On Monday, February 1, the
ANARE vessel Kista Dan first
entered the pack ice of Antarctica at 66023’S 64000’E and,
in the words of Flight Lieutenant Leckie, “the Antarctic Flight
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of the R.A.A.F. was ready to
take down the shutters and do
business.” However, it was not
until the following day that the
Kista Dan entered a pool of clear
water that was large enough
for the take off run needed for
an Auster fitted with seaplane
floats.
Flight Lieutenant Leckie and
Sergeant Morgan were on mess
duty (All members of the expedition had shared the routine
chores since leaving Melbourne.)

They had just finished washing
up the dishes when the ship
entered comparatively clear
water. There were a number of
grounded icebergs in the area
but Leckie decided that conditions were favourable for take
off. The Auster was immediately
hoisted over the side of the ship
and lowered on the water, which
was very calm. With expedition
leader Dr. Law as his passenger,
Leckie succeeded in pulling the
Auster into the air after considerable manoeuvring to overcome
difficulties associated with taking
off from smooth water. They were
airborne for 1 hour 35 minutes
on that first flight. In the first
twenty minutes, Leckie flew at
1,500 feet and approached the
ship from various directions
to test his radio compass with
which he “homed” on to the
ship’s transmitter. He also tested
thoroughly the Auster’s radio
communications before heading
in the direction of Mawson to
carry out an air survey of the
area in which it was proposed
to establish Australia’s first
permanent Antarctic base. This
initial flight also allowed Dr. Law
to plot the best approach to the
base through 20 miles of fast ice
which separated the Kista Dan
from the Antarctic shoreline.

A11-200 and ”Weasel” on the right. (Bill Baker)
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(Fast ice is sea ice which has not
broken off from the shore but is
held “fast” to the land. As this
fast ice begins to break up at the
seaward edge, the huge sheets of
ice floating free are called pack
ice).
A heavy snowstorm prevented
Leckie from making a second
flight that day, so the Auster was
hoisted aboard the Kista Dan and
the ship’s Captain was briefed
on the best channel to follow
in the pack ice. Dusk fell as the
ship entered this channel, so the
Captain poked the nose of the
Kista Dan into the ice and the
ship remained there overnight.
On the following morning,
the Kista Dan negotiated the
pack ice, entered the belt of fast
ice, and began the slow task of
pushing a path through this
hard, blue mass of ice to Mawson
20 miles away. Actually at that
time127
Mawson was but a name
Page
on a map. It was not until a few
days later that Flight Lieutenant Leckie was to land there and
become the first Australian to set
foot on Mawson.
When the ship began to crunch
its way through ice two and a
half feet thick, Sergeants Duffell
and Morgan spent the morning
fitting landing skis to one of the
Austers. The ice surface was ideal
for ski operations. At midday,
the ship hove to and the Auster
was lifted on to the ice alongside
the ship and took off on another
survey flight. When the Auster
was safely airborne the Kista
Dan resumed its tedious journey
through the ice but stopped
again about two hours later to
refuel the aircraft. This operation
consisted of pushing the aircraft
on the ice alongside the ship near
No.2 hold while the fuel was
pumped into the Auster’s tank
through a long hose leading from
the deck of the ship. This refuelling technique was used with
Copyright © by the IAC

considerable success in the flying
operations which followed, but
was invariably hampered by the
presence of dozens of inquisitive
penguins which would crowd
around in a fashion which would
seriously impede the work in
progress.
The
penguins
congregated
around the ship in hundreds and
were a constant source of anxiety
to the two R.A.A.F. pilots when
taking off and landing on the ice
near the ship. Flight Lieutenant
Leckie and Flight Sergeant Seaver,
at that stage, were working a 16
hour day and taking in turn the
duties of pilot and flight director.
“Those penguins managed to get
under our feet at every step we
took,” said Sergeant Morgan.
“They would solemnly and
closely inspect everything we
did, squawk excitedly to each
other and then crowd in even
closer. We learned something
from them, though. All of us
had been troubled by having to
work and walk on slippery ice
and we were all having nasty and
painful falls. We noticed that the
penguins moved around easily
by taking very short steps. When
we followed their example, we
found we too could walk without
constantly falling over.”

On the third day of aerial operations, Flight Lieutenant Leckie
landed at the proposed camp site
at Mawson. His passenger was Mr.
Bob Dovers, an Antarctic veteran
who was in charge of the winter
party at the base. On another
flight to this base later in the day
Leckie and Dovers, with marker
flags, pegged out on the fast ice
adjoining the base a landing strip
which faced into the prevailing
wind. With the marking of this
area, Flight Lieutenant Leckie
thus established the R.A.A.F.’s
most southern airstrip. Ten days
later, as the Kista Dan crushed its
way through the ice to within a
few miles from Mawson, the ship
literally nosed its way through
this airstrip. “Captain Peterson
laughingly counted each marker
flag as the ship knocked them
over,” said Leckie.
On 5th February, the ship halted
while the expedition’s three
Weasels (tracked vehicles) and
two caravans were off loaded to
make a run of 17 miles across
the ice to the base selected at
Mawson. Both Austers made
several flights to guide this party
across the ice channels by the
safest and quickest route to the
mainland. On one occasion,
Flight Lieutenant Leckie landed

A11-201 on skis.(Bill Baker)
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Auster in its role of seaplane.
However, there was no substitute
available for operating the Auster
off snow and ice with skis but
both pilots quickly proved themselves capable of flying in those
conditions. Both pilots and the
expedition members who flew
with them as passengers have
vivid memories of the terrific
clatter and vibration experienced
when landing on the rough,
knobbly ice of their airfield at
Mawson.

A11-201 being launched at RAAF Point Cook.(Bill Baker)

on the ice to warn the party that
it was heading toward a dead
end crevasse. Dovers, who was
in charge of the party, then made
a short flight with Leckie, and
they selected a suitable route to
bypass the danger. At one stage
of this escort duty, both Austers
formated and flew low over the
Weasels in the direction of the
base because it was easier to
observe two aircraft against the
skyline than one.

Apart from hazards imposed by
inquisitive penguins, Antarctic
flying presented many problems
which although familiar to
airmen operating in cold weather
countries, were new to the
R.A.A.F. men. Before proceeding
to the Antarctic they underwent
a course in the snow conditions
of Mount Hotham, in Victoria,
to fit them for the task ahead.
Leckie and Seaver each made
countless landings and take offs
on the bay near Point Cook to
gain experience in operating the

Auster Mk.V A11-60 serving the RAAF during the Korean War.
Seen at Iwakuni Japan
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Only once was it necessary for the
pilots to make a forced landing.
On that occasion, they were
within gliding distance of the
airstrip when the engine failed
because of water freezing in the
fuel line. Leckie, who was at the
controls, landed in a strong cross
wind and the Auster ran into
rough ice, breaking the port main
ski. Seaver braced himself in his
seat, waiting for an impact that
did not come. “I don’t know who
was more surprised,” said Leckie
as he recalled the incident.
The R.A.A.F. has a splendid
record in the field of Antarctic
exploration. Mawson chose
R.A.A.F. pilots Stuart Campbell
and J. Douglas for his ‘eye’ on the
British Australian New Zealand
joint expedition 1929/31. These
pilots photo mapped hundreds
of miles of Antarctic coastline for
the first time. Then, on January
16th 1936, an R.A.A.F. aircraft
first spotted the lost American
explorer Lincoln Ellsworth,
and his Canadian pilot, Hollick
Kenyon, after they had found
sanctuary in Little America. The
Australian pilots operated from
the British scientific research
ship Discovery II. The R.A.A.F.
returned to the Antarctic in the
post war rush of scientific exploration. In March, 1947, three
important flights were made to
collect meteorological data, to
gain a special form of flying expeCopyright © by the IAC
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rience, to examine and photo
map Macquarie Island, 1,000
miles south of Tasmania, and to
indicate the possibility of aerial
liaison with Australian ground
parties in Antarctica.
The first two flights were made in
modified Lincolns, the distances
and durations being 2,000 miles
in 13 hours, and 2,200 miles in
11 hours 40 minutes. On the
second trip the farthest point
south which the aircraft reached
was latitude 52 degrees S. On
the third flight the Lincoln
covered 2,800 miles in 14 hours
30 minutes. It circled low above
hills on Macquarie Island, and
more than 250 photographs
were taken. This point was the
farthest south ever reached by an
aircraft based on the mainland.
Throughout the trip radio
contact was maintained with the
base in Victoria.
Page 129
This ANARE, A11-200 and
A11-201 were operated by
R.A.A.F. The aircraft which had
been used in the UK Norway
Sweden Expedition in Queen
Maud Land, were bought from
the R.A.F. by the Department
of External Affairs. Operations
were from floats or skis. First
sortie All-201, 2 February 1954,
was off floats. On 13 February
1954 both aircraft were damaged
by a storm whilst on Kista Dan.
Much important aerial work
remained to be done and the fact
that this work was eventually
accomplished was a tribute to
the technical skill and capacity
of the two R.A.A.F. technicians
who accompanied the expedition to service the aircraft. The
technicians were Sergeant F.W.
Morgan of Windsor, N.S.W.
and Sergeant K.W. Duffell of
Bankstown, N.S.W. In four
days, aided by the pilots, they
had produced one flyable aircraft
from the wreckage of the two
damaged Austers. The leader
Copyright © by the IAC

One of the two which served with RAN. The NW on the tail
indicates that the aircraft was based at Navel Air Station Nowra,
NSW.(Bill Baker)

of the expedition Dr. P.G Law,
who was the foremost Australian authority on Antarctica, has
given high praise to the efforts of
the four R.A.A.F. members who
accompanied the expedition.
They had made a major contribution to the success of the whole
enterprise, he said. A11-200 was
made serviceable by using the
starboard wing of A11-201. This
composite aircraft had no flaps.

On 5 March 1954, A11-200 had
to be cut loose from Kista Dan
in Prydz Bay because, during a
storm, it fouled a life boat. On
return to Australia A11-201 was
sold to the Royal Victorian Aero
Club. It was bought back from
them for the 1955/6 Season and
returned to Mawson (as AII201 again) for the 1956 and
1957 winters. Its last sortie from
Mawson was on 3 December

VH-BPB operating as an aerial ambulance. The founder of the
Bush pilots Mr Bob Norman is on the left. The aircraft was regularly used for this purpose. Mr Norman was subsequently awarded an O.B.E and later knighted for his contribution to aviation in
North Queensland.(Bill Baker)
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1957 and it returned to Australia
in Thala Dan on 19 March 1958.
A11-201 was later used, on floats,
from Magga Dan, for reconnaissances of the coast of Oates Land
in February 1959.
The late 50’s saw A11 201 made
obsolete by DH Beavers in the
R.A.A.F. Antarctic Flight and it
was sold as surplus and eventually put on the Australian Civil
Register, in 12/61, as VH-RCT.
At one stage owned by a Mr. Rex
Tucker it was later purchased by
Alfred Stackhouse of Flinders
Island, Tasmania. VH RCT was
written off on 5/2/64 when,
during a landing at nearby Cape
Barren Is., control was lost
during a cross wind landing in
strong gusty wind conditions
and the aircraft cart-wheeled.
The two persons on board were
not injured however VH-RCT
was beyond economical repair.
Those of us who are devotees of
the novelist Neville Shute might
recognise this incident in ‘The
Rainbow and the Rose’! The
engine was salvaged and today
lies in the local school for educational and display purposes. The
airframe was later burnt out in a
bush fire.

LIK LIK BALUS
(pigeon English for
small aeroplanes)
At the other extreme Austers
were operated extensively in
Papua New Guinea. World War
II Australian flying ace Bobby
Gibbes built his Gibbes Sepik
Airways out of seven J/5s - KSD
(c/n 2098), KSS (c/n 2873), KSQ
(c/n 2814), KSU (c/n 2877),
KST (c/n 2875), KSX (c/n 2887)
and KSK (c/n 2809). Operating
under the most difficult climate
and geography the Gibbes’
J/5s did a sterling job. Other
operators of Austers in PNG
were the Catholic Mission of
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BPA’s VH-BPC ‘Cargoon Star’ taxying at Cairns. (Bill Baker)

the Divine World with KSZ (c/n
2811), Mandated Airways BDL
(c/n 430), Guinea Airways KSM
(c/n 2812) whilst The Department of Civil Aviation operated
J/5 VH-CAM (c/n 2883) the
story of which follows.
There
was
considerable
amusement among PNG pilots
when John Arthur, the DCA boss
and something of a martinet,
crashed the DCA Auster VHCAM at Fisherman’s Island on
the 5th December 1951. The
aircraft was destroyed, and both
Arthur and his passenger, S.

Elliott-Smith, District Commissioner of the Central District,
were injured. John Arthur had
831 hours up at the time. He
held a private licence endorsed
for DH82 and Auster aircraft,
and was in the process of qualifying for his senior commercial
licence. The ostensible reason
for the flight was to examine
the progress of work on the new
Fisherman’s Island airstrip off
Port Moresby. Elliott-Smith had
not yet seen the work, and went
along for the ride, and not in an
official capacity. On taking-off
from the rough coral surface of

Bush pilots VH-BPD undergoing field maintenance. (Bill Baker)
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VH-ACL J/5B, 2946, photographed inthe late 1950’s on ‘Mowbray’
station Bogantungan Queensland. M.Hawkins and Sons used
ACL for general station work, these two photographs show ACL
setup for Dingo baiting. The Dingo is an Australian native dog
which is a particularly vicious destroyer of domestic stock. They
were in plague quantities during the fifties and were decimating
many sheep stations. (Bill Baker)

the new strip the engine cut dead
at low
Page
131altitude and Arthur was
forced to land on a coral outcrop.
The impact ripped away the belly
tank, which burst into flames.
Arthur suffered two fractured
ribs and lost two teeth; ElliottSmith’s right foot was badly
shattered. The Auster never flew
again, and DCA replaced it with

a Tiger Moth, fitted with radio,
long-range tanks, and wheel
brakes.
A whisper quickly raced around
the Territory: the real reason for
the fight to Fisherman’s was not
to inspect the strip, but to give
Elliott-Smith a free flying lesson!

Mr Hawkins loading baits which were dispensed via the tubular
device attached to the base of the lift struts.(Bill Baker)
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This juicy little morsel reached
the ear of the Director-General
in Melbourne, who thereupon
wrote to John Arthur: “There
was a suggestion in the press that
Elliott-Smith was undergoing
instruction for a pilot’s licence,
and that the flight to Fisherman’s had something to do with
that. I would be glad of your
assurance that this was not the
case “. Arthur of course gave the
assurance. He had also to submit
to the normal DCA investigation
of the crash. This concluded that
Arthur was a skilled light aircraft
pilot, who on this occasion
demonstrated airmanship of a
high standard. The cause of the
accident officially, was fuel starvation, caused by vapour locking
of the fuel pump.
The only private operator was Dr.
John Mclnerney who was known
as the ‘Sepik Flying Doctor’ who
owned VH-KSY (c/n 2888),
one of the real characters of the
post-war flying scene in PNG.
The aircraft that gave Mclnerney
his mobility also brought about
his death. Bobby Gibbes in an
interview said, “Old Vanimo was
a very nasty aerodrome. He took
off downwind in what I would
have considered an overloaded
aeroplane without an airspeed
indicator. He didn’t bother doing
his straps up. Undoubtedly with
the wind coming from behind,
he sensed that he was going
faster than he was when he got
out over the water. He did a split
S turn and speared straight in.
He knocked himself out. He was
actually drowned while the other
two clambered out safely. He
did some extraordinary things.
He liked dogs more than he did
people, I think.”
The twelve Austers in Papua New
Guinea achieved far more than
just flying hours - they opened
up vast areas of the country.
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A customary load would consist
of one bag of potatoes (150 lbs.),
one bag of onions (80 lbs.), one
bag of cabbages (80 lbs.), one
case of apples (50 lbs.), 60 loaves
of bread (120 lbs.) and sundries
(80 lbs.) - total of 560 lbs. Just
visualise that lot in your Auster!
Bush Pilots quietly revolutionised the way of life in this corner
of Australia’s vast outback for the
better.
Modified J5 VH-SCO of Agricultural Aviation of Archer field fitted with Lycoming 0-435 of 200 h.p. Named ‘Prairie Flower’.(Bill
Baker)

BUSHIES
Austers were used not only by
flying schools but by many
small air taxi and charter groups.
Many supplemental airlines in
Australia can trace their origins
back to single Auster operations.
Notable among these was Bush
Pilot Airways which commenced
operations out of Cairns, in far
North Queensland, with a J/5B.
B.P.A. later became Air Queensland and then was purchased by
the giant Trans Australia Airlines
(Australian Airlines later became
Qantas). They operated seven
Austers - KBB (‘Gulf Star’ c/n
2942), BPA (Lucky Downs Star’

c/n 2947), BPB (‘Spring Creek
Star’ c/n 3097), BPC (‘Cargoon
Star’ c/n 3154), BPD (‘Valley of
Largoons Star’ c/n 3190), BPE
(Wrotham Park Star c/n 3259)
and DNM (c/n 3170).
The Auster Autocar proved ideal
for the rough and usually short
strips and for the size of loads
that were carried. The unique
thing about ‘Bushies’ was the fact
that 120 shareholders were local
graziers (farmers) and station
owners (ranchers) and were in fact
BPA’s best customers. A typical
weekly station run would cover
a distance of 1200 odd miles and
take about two days base to base.

J/1B VH-BYO fitted with spray bars seen at Rockhamton in
1955(Bill Baker)
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Somerset Airways at Longreach,
who in fact operated out of
the original Qantas hanger in
the 5Os had a fleet of some 7
Austers, mostly J/lNs. The pilots
were known by the quaint title of
‘Pilot Mechanics’. Their terms of
employment look rather strange
in this day and age as they had
to be under a certain height and
weight, unmarried and not only
hold a valid commercial licence
but also a mechanics licence.
The fall of K.S.A.S. roughly
coincided with the demise of
Austers but was brought about
by a culmination of events. The
Imperial Preference had by the
late 5Os and early 60s crumbled
and an ever increasing number
of American aeroplanes flooded
onto the Australian market.
Austers still persisted with ‘rag
and tube’ aeroplanes, overweight,
noisy
and
under-powered,
mistakenly believing the world
still wanted them. The same
sort of fate overtook K.S.A.S.
They persisted with a civilianised
Oxford - back to Envoy specifications - at the expense of a great
deal of time and money. They
spent a huge amount of effort
(and cash) on trying to certify
an agricultural aircraft based on
Wackett components only to
be beaten by U.S. imports such
as the Piper Pawnee. The last
direct new Auster import was
VH-KDC (c/n 3378) which
was registered by K.S.A.S. on
11.8.58. After the liquidation
Copyright © by the IAC
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of K.S.A.S., the Browns set up a
new company called Austerserve
Pty. Ltd., which as the name
implies was involved with spares
and trading. This company was
continued into the mid 70s by
Phil Brown after the death of his
father. K.S.F.S. continued into
the 60s, disposed of their Austers
and replaced them with Piper
Colts and other metal American
types.
There have been many curious
and funny Auster ‘events’ over
the years. There was the Auster
which after stalling the engine
during a landing at Bankstown
was hand propped by the pilot,
with the result that the engine
roared into life and the aircraft
took off sans pilot. The Auster,
VH-AET, slowly climbed out
over Sydney, closing down
Sydney Airport and much of the
central business district of the
city. 133
The R.A.A.F. was called in
Page
to shoot it down with a Meteor
(guns jammed after six rounds)
and a Wirraway (gunners hands
froze at 9,000 feet). Finally
the R.A.N. was successful in
shooting down AET over the
sea with a Sea Fury. Later the
R.A.N. ground crew painted a
little yellow Auster silhouette on
the side of the Fury.
Almost as bizarre was the
‘Siege of Sydney’ that occurred
in February 1969 when an
American (although resident
in Australia) counterfeiter-conman, Robert Baudin, flew VHRCA in a pattern over Sydney
disrupting the business district
and air traffic. He was trying
to gain publicity to avoid being
deported to the U.S.A. on forgery
charges. It did not work out that
way, and history repeated itself
15 years later when the same
man, Baudin, tried the same
thing in New York, this time in
a Piper Cherokee and the target,
the U.N. building.
Copyright © by the IAC

A very strange story relates to
J/5F VH-AFK (c/n 2714). This
aeroplane was being flown by
Max Hazleton, who at one stage
operated some six Austers on
air taxi and agricultural work
from Bankstown to Orange, in
central N.S.W. He was caught
by rapidly deteriorating weather
in the Jenolan Caves area, near
Katoomba. This is particularly
bad hilly country, with few
roads (locally known as ‘Tiger
Country’) , although it is only
about 100 miles from Sydney.
In the whiteness he sensed rather
than saw the side of a hill. He
pulled back on the stick and
the J/5F flipped over on its
back and crashed inverted into
the Burragorang Valley. When
he recovered consciousness he
decided to attempt to ‘walkout’. Being a good bushman, he
followed the creeks and, eventually, rivers downstream and after
nearly three days found civilisation. Many aircraft were out
searching for Hazleton and they
never sighted AFK or its pilot.
Eventually Max led a recovery
party to the crash site and the
plane and its contents were
recovered.

HANCOCK’S IRON
It cannot be often said that
flying an Auster can result in
the pilot becoming one of the
wealthiest men in the world,
generally quite the opposite is
the case. However, for Langley
Hancock the exception was the
rule. Hancock discovered one
of the world’s biggest deposits
of iron ore and founded one of
the biggest mining organisations,
Hamersley Iron, in Australia.
In 2000 - 2001 there has been
massive court cases between
Hancocks daughter, Geena,
and his second wife Rose - still
unresolved, about his fortune.
The lawyers are so far the only
winners.
Lang Hancock was a third generation North West Australian,
and has in particular, strong ties
with the remote, inhospitable
Pilbara region. Lang Hancock’s
grandfather, George, first came
to the area in 1869, where he
opened a cattle station. His son,
John, took over Mulga Downs
station near the present day town
of Wittenoom. Lang joined his
father at Mulga Creek and in

Lang Hancock photographed by his Auster KSV.(Bill Baker)
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1934 he began to exploit the
deposits of blue asbestos from
the nearby Wittenoom Gorge
over which he had the mineral
lease. It must be realised that the
Pilbara region, apart from being
the hottest area in Australia
summer temperatures regularly
in excess of 120 degrees, it is also
one of the most mineralised areas
in the world. The mine prospered
well as did many independent
miners at Wittenoom. Hancock
also ran the road freighting
operation for the 322 kilometres
trip to the coast.
In 1942 he acquired his first
aeroplane, a Klemm Swallow.
The next aeroplane was a Moth
Minor, both of which could not
be described as ideal for the wild
country over which he had to
fly. Hancock became one of the
first of the “flying pastrolists’. He
used the aeroplane to commute
between his property, his mine
and the local community. By the
early ‘50s he owned over a half
million hectares of grazing properties and held many mineral
exploration leases.
In February 1950, Hancock
purchased, new, from Kingsford
Smith Aviation Services an
Auster J/5 VH KSV c/n 2884.
The story of the epic flight from
his mine at Nunyerry to his
sister’s home at Wooleen on 16
November 1952 has a couple of
versions. The popular (authorised) one, which has long been
fostered by most journalists and
by Hancock and his PR men,
makes it almost a “Boys Own
Paper” yarn, a legend. However
as will be demonstrated later, it is
full of holes.
“We got caught in some storms.
The cloud base got lower and
lower and we had to follow it
down with the result that we got
into the Turner River Gorge...
which I knew had an outlet into
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the Ashburton River “ Langley
Hancock, it goes like this. The
Hancocks in KSV departed
Nunyerry climbing to 6000 ft.
on a track of 165 degrees, the
cloud base started to lower (as
can be expected to do at the
beginning of the Wet monsoon
season) , the back door reciprocal course had closed in. The
Auster was being buffeted by
thermal currents and had rain
coming down in torrents. He was
flying a convoluted course, in a
succession of gorges, below the
level of the surrounding peaks,
following a generally southern
direction. Whilst engaged in this
endeavour he was noting the
colour and type of hills he was
manoeuvring around. He fixed
his position as being in the headwaters of the Turner River which
flowed into the Ashburton and
comparatively open country.
He followed the river down and
landed at Yinnetharra Station for
fuel.
Now we should look at the
apparent differences and contradictions in this account. Also it
must be remembered that the
above version did~ not surface
until some ten years after the
alleged event.
Lang Hancock has always insisted
that:

A It was raining with a treacherously low cloud base.
B He was forced down into the
heavily mineralised gorges.
C He had fixed his position as
being in the headwaters of
the Turner River.
All the above are undoubtedly
correct, but did they all happen
on the same flight on this particular day?
Meteorological records show
that there was no rain for the
whole of October, November
or December 1952 in the
Hammersley Ranges. It was a
very dry, dry summer. Flying in
this area, even today, is not to be
taken lightly. It is a ‘Designated
Remote Area’, where the carriage
of an ELT (Emergency Location
Transmitter) is mandatory. In
1952, radio communication was
fairly primitive, if at all
The Turner River area, has in
fact, no significant precipitates
of Hematite (iron ore), apart
from a few low grade deposits.
The river does not even lie within
the accepted boundaries of the
Pilbara iron province, The Turner
river flows northwards and does
not at any point come within
160 kilometres of the Hamersley
Ranges. There is absolutely no

Auster rally at St Arnaud Victoria. Gaggle of Mk V’s overfly.(Bill
Baker)
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Auster rally at St Arnaud Victoria. (Bill Baker)
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Auster rally at St Arnaud Victoria. (Bill Baker)

doubt that Lang Hancock flew
extensively over the Kimberley
area and he must take a great deal
of credit for the introduction of
aerial mineral survey in Australia,
as well of the private use of the
aeroplane for communication in
the outback.
It would appear perhaps the
reason for the time deference of
discovery 1952, and announcement, 1961, was influenced by
the mining regulations of the
day concerning the ‘pegging’ of
land for mineral exploitation
However, when it is all boiled
down, I believe that the Auster
was used in the discovery of this
huge ore deposit but not necessarily on the flight that has been
Copyright © by the IAC

the ‘official’ version for thirty
years.
With the back-up of the International Auster Club in the
UK and the Antique Aeroplane
Association in Australia, the
future of the Auster in Australia
is very rosy, with many enthusiasts owning and rebuilding their
aircraft to very high standards.
The annual Auster rally after 24
years is an eagerly looked forward
to event. It now rotates between
three states, and record longest
distance to attend was from
Cairns (far north Queensland)
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to St. Aranaud Victoria a distance
in excess of 2,000 miles.

AUSTERS IN
AUSTRALIA
51
2
2
244
299

R.A.A.F. (2 others
served in Korea but did
not enter Australia)
A.N.A.R.E
R.A.N.
Civil imports
Total Auster imports to
Australia.
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Chapter 13
AUSTERS — THE NEW ZEALAND ROLE
by John King
Austers have played a small
but significant part in the New
Zealand aviation scene, particularly in the decade following
World War Two. New Zealand
also played a small but significant part in the demise of the
Auster company, but that’s a less
popular story.
The predominance of British
aircraft in the 1940s and 1950s
in New Zealand was the result
of the government’s policy of
not allowing imports of any
machinery made in foreign (nonCommonwealth)
countries.
Although that resulted in a lack of
variety of aircraft types compared
with other nations, for a time the
British aircraft industry could
supply much of New Zealand’s
aviation needs, with gaps being
filled by surplus wartime aircraft,
particularly the DC-3 which had
no real British equivalent.
Below the airlines, which were
being re-established after a
wartime hiatus under RNZAF
transport squadrons before the
NZ National Airways Corporation came officially into being
in 1947, the aero clubs were
responsible for training and most
charter flying. Being a good social
democrat country, New Zealand’s
aero clubs were not privately
owned but were operated solely
for their members’ benefit. Even
today such clubs outnumber the
commercial flying schools.
The mainstay of the aero clubs
on the return to peace was, not
surprisingly, the ubiquitous
Tiger Moth. More than 20 had
been imported prior to 1939,
in addition to the DH60 Moth
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variants in general club use in the
early part of that decade, and a
factory was set up at Rongotai,
Wellington, to produce Tiger
Moths for the Empire Flying
Training Scheme.
More than 180 DH82As
rolled out of that factory (in
use until the end of the 1990s,
although heavily disguised,
as the increasingly unsuitable
domestic terminal at Wellington Airport), in addition to
others imported from Australia
and the UK. Because not even
all the thousands of RNZAF
fledgling pilots could write them
all off, Tiger Moths were readily
available for training postwar
pilots. In a few cases they were
used for keeping up the interest
of those who had flown in anger
in previous years and could put
up with the strict regimen and
flying control of the clubs.
But Tiger Moths, admirable for
aerobatics and training though
they were, had little appeal for
passengers unwilling to swathe
themselves in multiple layers just

to get from A to B in a hurry.
Cabin aircraft were needed, preferably cheap to operate, and the
Auster filled the role very well.
A number of Percival Proctors,
a few Miles types and a couple
of postwar Canadian-built Fox
Moths were put to such use, but
more Austers were used by more
aero clubs for charter passenger
and light freight use than all
other makes.
Most of these were of the J/1
variety, and most of those were
re-engined, either by the factory
before delivery or as retrofit,
with the popular Gipsy Major.
In fact, only one original Cirrus
Minor powered Auster still exists
in New Zealand today, ZK-BJL
(c/n 2327) in storage at Wanaka.
Similarly powered ZK-AUX (c/n
1994/2 ex-G-AERO and famous
for its carrier landings with The
Aeroplane magazine in 1946 and
1948) was demolished in a crash
in 1999, and while it could well
be rebuilt in the light of its early
history it is most likely to be reengined with a Gipsy Major.

The mainstay of New Zealand aero clubs in the 1950’s - Auster,
Tiger Moth and Piper Super Cub. (John King)
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in the cockpit floor and a tipperouter crouched in the back with
4 cwt of bags of poisoned pollard
or carrots, pouring them out on
cue. All this was done while the
Auster staggered around the sky
on a brave 100 hp from its Cirrus
Minor.

Ex-RNZAF ZK-DBU J/5 Restored to flying March 2001
(John King)

Austers were also popular with
New Zealand farmers, especially
those who lived in remote areas,
many hours by rough road from
the nearest town. The Auster could
be used for basic transport and,
perhaps more importantly, for
transporting shepherds and their
dogs high into the mountains
for the regular mustering of
sheep, saving sometimes days
of horseback riding. They were
also used for sheep spotting,
their artillery role ancestry
showing well, and Austers were
used for some years before being
supplanted by Cessna 180s and
185s among farmers, particularly
in Canterbury and Otago.

fauna, and especially no regard
to possible growth patterns in
the absence of natural predators.
As a result the country was
overrun by rabbits, and the stoats
and weasels imported to combat
the menace found instead that
ground-breeding birds, which
had evolved in a land completely
free from mammals, were much
easier to catch. Exit several
species of birds, permanently.
One answer to the rabbit pest was
poisoning, and accomplishing the
task in rugged mountain country
required aircraft. The first efforts
seem crude today, with a hole cut

The next stage involved a muchneeded engine upgrade to 130 hp
of Gipsy Major and a purposebuilt hopper installed in the
back, filled through an opening
in the cabin roof. With such an
Auster (ZK-AUL in particular)
Peter Rowley, one of the country’s
aerial top dressing pioneers and
an Auster devotee right from the
start, was credited with dropping
half New Zealand’s total poison
tonnage during the 1951 season.
Aerial top dressing was done in
Austers for 30 years from 1950,
although in latter years only J/
lB ZK-AUL was used, by the
Prouting family to service their
Mesopotamia Station, before it
crashed fatally in 1980. Models
used varied from one Mk.V
(ZK-AWD for 18 months
before its demise in 1955), 23
J/ls and J/lBs, to a pair of J/5G
Autocars imported in 1955 and
in operation until 1961.

But Austers were also useful for
another farming role, helping the
Tiger Moth to transform New
Zealand’s agricultural economy
by dropping superphosphate
from the air and restoring fertility
to pasture too steep and rugged
to reach otherwise.
Starting a couple of years prior
to that, in 1948, the Auster was
used for fighting a real menace to
farming. British settlers in New
Zealand were fond of introducing
plants and animals from their old
country to make them feel more
at home, with no thought as to
their effects on native flora and
Copyright © by the IAC

Greens and Browns predominate over dry part of Rakaza riverbed near this Mk5’s home base in Canterbury. (John King)
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And then there was the B8
Agricola. Tiger Moths and
Austers, willing little workhorses
that they were, had proved rather
unsuitable for hard aerial work,
and what the industry needed
was something designed for the
job right from the start. So said
Auster’s chief designer, R.E.
(“Dickie”) Bird, who came to
New Zealand in 1953 to see for
himself what the market wanted.
Heeding the advice of pilots and
operators, he returned home and
designed what is still regarded
today by many pilots and
engineers as the ideal agricultural
aircraft.
It fairly bristled with desirable
features, such as a high cockpit
above the leading edge of the
wing and also above the load,
flat safety glass panels which
allowed use of a windscreen
wiper, ultra-simple fuel system
with just one 24-gallon tank,
wide-track undercarriage for

Auster Agricola cockpit (John King)

stability, built-in internal spray
tanks and plumbing, and flaps
and hopper controls all hydraulically operated.
Unfortunately it took some time
to produce the prototype, as the
lucrative military production

took precedence in the Auster
factory. The AOP9 was the order
of the day and the military people
kept changing their minds, which
delayed the development of the
last production spotter aeroplane.
By the time the Agricola arrived
in 1956, the New Zealand top

John Stephenson flies the worlds last Auster Agricola (John King)
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Auster B8 Agricola (John King)

dressing industry had settled on
the American-designed Fletcher,
and the original order for 15 B8s
had dwindled to eight, seven
of which were completed along
with one set of assemblies. Five
of those came to New Zealand
and production was halted, so
Auster’s £250,000 investment
came to nothing and assisted the
company’s later demise.
With the original 240 hp engine
converted to fuel-injected Continental 260 hp (no 300 hp
engine, which might have saved
it, was available at the time it was
designed), the Agricola served
well in New Zealand between
November 1956 and February
1977. Two bitsers were produced
locally from miscellaneous spares
and remains of crashed B8s,
also reflecting official policy of a
new identity for an aircraft fully
rebuilt. One of those, ZK-BXO,
was refurbished in the mid1980s and still flies today as the
world’s sole example of a brave
attempt to provide one section
of the aviation industry with just
what it wanted. In 2001 it was
returned, along with the barn
full of spares — enough to make
at least one more Agricola — to
the UK where it originated.

Although universally popular
with those who flew and worked
on it, the Agricola didn’t have
quite the power to compete with
the Fletcher which, although
usually compared with a dray to
fly, satisfied the accountants. And
who actually runs a business?
Apart from being crashed and
worn out in agricultural flying,
the more normal sort of Auster
was widely used in commercial
flying in New Zealand. The major
tourist airline Mount Cook Line
had its beginnings back in the
1950s with some pioneering
work by Harry (later Sir Henry)
Wigley and J/1B ZK-BDX (c/n
3122), which was fitted with
retractable skis and carried
thousands of tourists up on to the

glaciers around Mt. Cook. There
they could throw snowballs at
one another and contemplate
the mountain fastnesses without
actually going to the bother
of walking up there, and the
company’s J/lBs were followed
by slightly more suitable J/5Gs
and J/5Ps which gave way in turn
to Cessnas and, more recently,
Pilatus Turbo Porters, likewise
equipped with skis. Today ZKBDX hangs in the new airport
terminal building at the holiday
resort of Queenstown, but few
people passing beneath its skis
realise the Auster’s significance in
New Zealand tourist flying, now
so much a part of the country’s
activities.
Nobody, however, did more with
Austers than F.J. (Popeye) Lucas.
He started a commercial service
at Queenstown in the late 1940s
and used a succession of Proctors,
Austers and later Rapides for
sightseeing, whitebait carrying in
season and supply dropping to
trampers and hunters in remote
valleys, not to mention the odd
spot of aerial top dressing.
For years he recalled the day when,
trapped in a blind valley high in
the South Island mountains by
enveloping cloud, he reacted to
the sound of his Auster engine
echoing back at him from
something solid by hauling it

Auster J/5 Adventurer (John King)
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Austers over the Canterbury plain Mk5c (Foreground)
J/5F and Mk5. (John King)

round in a vertical turn. At the
same time there came a rattle from
the tail, which his load chuckerouter, looking aft, said was the
tail wheel running around a
vertical rock wall. It took several
minutes of hair-raising flying
in those circumstances before
things cleared enough for them
to fly back down the side gorge
and out into the clear air of the
main river valley. Back home he
ruefully picked a clump of snow
tussock out of the tail wheel.

Piper Super Cub and Cessna
180 became the favoured deer
carriers, later supplanted in turn
by full helicopter operation as
remaining wild deer are caught
alive for farming, not shot.
In their heyday Peter Rowley and
Popeye Lucas were great rivals,
but they met for the first time in
years in January 1988 at a Tiger
Moth Club fly-in at Motueka.
Each with several thousand

Auster hours in his logbook, they
reminisced far into the night.
Another small but significant
facet of New Zealand Auster life
was the RNZAF use of six J/5s,
ordered in mid-1947 for forestry
patrol and army liaison work.
One (ZK-AVY c/n 2802) was
loaned to James Aviation for fire
patrol and one even saw service
on floats with No.6 (Territorial) Squadron at Hobsonville,
Auckland, but over the years the
numbers were reduced through
attrition and being sold into
civilian use. The last of these
became ZK-DBU (c/n 2095,
ex NZ1702) in 1970, and AOP
duties were taken over by helicopters — the familiar story of
military Austers in general.
One further Auster was used by
the RNZAF. A T7c (ex WE563)
was bought in 1956 for use
with the Commonwealth TransAntarctic Expedition. Utterly
unsuited to the harsh conditions,
it nevertheless survived being
buried while pegged down outside
at Scott Base in the Antarctic
winter, and also featured in an
heroic rescue of two RNZAF
DHC-2 Beaver pilots after their
crash on a glacier at the southern

Popeye Lucas’s first Auster, J/1
ZK-APO c/n 2212, was later
given a Gipsy Major and is still
active today. Martin Meehan has
owned it for more than 40 years
and bases it at Alexandra, still in
Central Otago and not far from
its original stamping ground.
A number of Austers were used
throughout the Southern Alps
for retrieving deer carcasses in
the early days, when venison
suddenly became a valuable
export after many years of being
culled as a forest-eating pest. Not
all the Austers survived, either,
being left on remote hillsides and
off the ends of primitive airstrips
in valleys, before the 150 hp
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You can’t beat an Auster’s high wings for summer shade--even if
it’s a J/5F (John King)
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Austers pause at Omarama in the South island high country.
From right: Mk 5C ZK-AZF, J/5 ZK-AXJ, J/5F ZK-BCK (obscured),
J/4 ZK-AXC. (John King)

extremity of the Ross Ice Shelf,
before being returned to New
Zealand in 1959. It was finally
damaged in a crash in a spot of
too-low flying in 1966 and is
now displayed, fully repaired, in
the RNZAF Museum at Wigram,
Christchurch.

is starting to reflect their usefulness and general appeal.

In many ways their career in this
country has paralleled that of the
Tiger Moth, through aero club
and private use, top dressing,
training (including aerobatics with the J/5F after the Tiger
Moth was phased out), and
latterly back into respectable
private ownership again in the
vintage sense. While not fetching
nearly the price of an equivalent
Tiger Moth — people will pay
lots more for lack of roof and
ground handling — the Auster is
also reaching the stage where the
final value rewards the cost of a
rebuild, and so the major restoration projects are starting to be
done.
And let’s face it, Austers are worth
using and preserving.

But private use has long been the
prevalent operation of Austers
in New Zealand. The farmers
have tended to go for more
powerful tail wheel Cessnas in
later times, but Canterbury is
still the preserve of many a rural
Auster and others are scattered
around aerodromes throughout
the country.
Long regarded as “just another
plane” and often re-engined by
the ubiquitous 150 hp Lycoming
O-320, the Auster has lately
started to become recognised as a
decent sort of vintage aeroplane
in its own right, capable of good
cross-country performance with
good load and economy, and
ideal for popping into and out of
interesting airstrips. One or two
are starting to be re-re-engined
back to original specifications,
and their value in money terms
Copyright © by the IAC

Part of the Vincent Family fleet of Austers over the Canterbury
Plains. Andrew in Mk.5C ZK-AZF and Les in J/5F ZK-BCK
(John King)
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Chapter 14
INTERNATIONAL AUSTER CLUB IN 2004
by Al Mathie, Colin Ladd, John Powell-Tuck and Mike Preston
AUSTERING
TODAY AND THE
INTERNATIONAL
AUSTER PILOT
CLUB

by Al Mathie

(From his original article)
The late Sixties were a bit of
a gloomy time for the Auster.
Flying clubs were importing
Cessnas and the appalling Piper
Colt in increasing numbers, and
anything with a tail wheel was
suddenly considered ‘difficult to
fly’. Many Tiger Moths disappeared overseas whereas Austers
were relegated in large numbers
to rafters or dusty hangar
corners. The image of the tatty
Auster being dragged out for an
occasional airing was, alas, all too
often a reality. It was largely this
depressing situation that led Jim
Sime and a band of like-minded
enthusiasts to establish the
International Auster Pilot Club
(IAPC) in 1973 and create an
enduring resurgence of interest
in the type.
During the early Seventies, IAPC
membership expanded rapidly,
and the relatively small number
of Club fly-ins organised were an
enormous success. The first IAPC
Annual Fly-in, as it was then
termed, took place at Grindale
Field, near Bridlington, in June
1974 and attracted 27 Austers.
Whilst, we can still attract that
number regularly nowadays, we
are hard pushed, other than at
Cranfield, to emulate the staggering success of the ‘75 Fly-in at
Shobdon where over 40 Austers
turned up from as far away as
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Aberdeen and even Denmark. A
notable feature of Shobdon was
the extremely high standard of
Austers present, which gave the
concours judges an enormous
problem. Autocrat G-AHAY,
in near original factory’ finish,
eventually won the day. Through
the late seventies Auster activity
continued unabated, although
these were thin times and flyin attendances fell. The gales of
January 1976 destroyed a number
of Austers picketed outdoors,
not least Jim Simes’ blue and
orange Mk.5 G-ANFU, and in
the same year flying accidents
claimed the lives of two IAPC
members, Anton Chaplin, who
hit power cables near Sunderland whilst returning to Norfolk
in Autocar G-AJYO, and David
Miller, a founder member, who
was killed along with his wife and
two daughters when his Autocrat
G-AJRK crashed on the Isle of
Wight.

David Miller was the first pilot
to land at Popham when the
field was established after being
reclaimed from scrubland, and
an annual Auster fly-in is held
there, with a trophy bearing
his name for the best Auster to
attend. It was in the late seventies
that Old Warden, thanks to the
Old Warden Group of the IAPC,
became a magnet for Austers,
successive fly-ins there attracting
large numbers of visitors both by
Auster and by road, and successful events were repeatedly held
at Marsh Farm, home of Colin
Mason’s Terrier G-ASDL, and
Leicester where Ron Neal still
oversees a few Austers, though
not so many as in earlier days,
when even the hangar walls
were festooned with Auster
fuselage frames and mainplanes.
The renewed interest in fly-ins
heralded a change in emphasis
within the IAPC with a change
from an annual event plus Club
participation in a few others
to the now familiar intensive

A typical Auster Fly-in scene at Paddocks Farm, Kibworth, in
June 1988. 19 Austers (representing 12 variants) plus three
other types attended. (Maurice Marsh)
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flying programme shoe horned
into the current frantic aviation
year. Yearly events at established
venues tend to form the basis of
the Club programme, with the
PFA Rally being the traditional
place for pilots to bring their
aircraft and also by showing the
flag with the IAPC stand in the
PFA marquee. The stand has been
a notable success in recent years,
attracting enormous interest and
helping to swell the Club coffers
both with sales and subscriptions, this being the perfect
opportunity to coax members
into paying overdue subs!
Of the IAPC events, the longest
established are Michael Stops’
Farm fly-in at Kibworth and
the August gathering at Neville
Rogers’ strip at Castle Mill, near
Bedford. Kibworth is only a fiveminute hop from Leicester, so
even the stay-at-homes can be
relied on to make the trip! In
fact the local numbers are always
swelled by a stream of Auster
arrivals from all over the country
and a field full of cars too, so that
the fly-in is now also the venue
for the Club AGM. At Castle
Mill, attendance is frequently so
good that we have to open the
farm gates and pull Austers into
the adjoining fields. A regular
feature of this fly-in is that the
Red Cross is in attendance.
The profits from the splendid
lunch provided by Neville and
his helpers go to the Red Cross,
and the ladies usually manage a
short Auster trip to see the local
area, their medical skills having
hopefully not been tested.
A number of other airfields have
hosted notable events over the
years, these varying from Biggin
Hill and Bembridge to George
Strathdee’s strip near Aberdeen.
The grass strip is obviously
very much in character with
the Auster, so it has been nice
to see the re-opened airfield
Copyright © by the IAC

at Burnaston, it self a former
bastion of Austering, as a regular
venue for an IAPC event.
Despite Auster pilots being
seemingly a rather retiring lot,
competitions at our fly-ins have
been a feature throughout the
life of the Club, even if the odd
trophy has wandered a bit or not
been competed for on the odd
occasion. The first major trophy
was the Peter Mead Rose Bowl,
presented in the early days of the
IAPC by Brigadier Peter Mead of
AOP renown, which is awarded
for spot landing. A trophy
presented by F&H Aircraft is
for the best military restoration,
whilst the latest addition is a
splendid cut glass vase presented
by Val and Tony Johnson.
This is awarded for navigation
and reconnaissance in recognition of the Auster’s AOP role
and is usually competed for at
the Kibworth fly-in. At the PFA
Rally at Cranfield, most prizes
are for concours or deserving
aircraft, and the one for Austers
is no exception. Presented to the
PFA by the IAPC, it is the Auster
Altimeter Trophy produced by
member Robin Helliar-Symons.
His splendid trophy, based on
a wooden propeller hub, has
a vintage altimeter, typical of
countless Austers, mounted at its
centre.
The Club news magazine has
always been one of the mainstays
of the IAPC. From the earliest days
when it consisted of a comprehensive broadsheet produced by
Jim Sime on foolscap sheets to
the glossy product Roy Hough
has conjured up over the last
three years, International Auster
Pilot Club News has featured all
aspects of the Auster scene, maintaining in particular the international flavour of the Club by
regular inclusion of items from
all over the world.
The History of the Auster Aeroplane

Graham Kilsby initiated the
magazine style of publication
with ‘Vol.1 No.1’ in January ‘78.
This format was consolidated
by Bill Fisher until mid ‘81,
with Ian O’Neill continuing the
good work in a most creditable
fashion for the next 41/2 years.
Roy Hough made the jump to
start the current series A4 sized
magazines in ‘86 and has excelled
himself with a full colour-covered
publication of great merit in the
Auster’s 50th Anniversary year.
There is no doubt that these
successive magazine editors have
been the linchpins of the IAPC,
particularly during thin times,
and we owe them our thanks not
just for their great attention to
detail but also for dedication to
an awesome task.
In the very earliest days of the
IAPC, Peter Stoddart established
Leicester Museum of Technology
as a repository for Auster history,
this from a local and industrial
standpoint as distinct from a
military angle, which is admirably
preserved by the Museum of
Army Flying at Middle Wallop.
Peter has answered enthusiasts’
and re builders’ queries for years
with un-flagging thoroughness,
as well as supplying technical
drawings copied from the factory
originals in response to cries for
help worldwide. The Museum’s
aircraft G-AGOH is virtually the
flagship of the IAPC, and in the
hands of Philip Goodwin, Eddie
Stevens or Steve Thursfleld it has
attended more Auster fly-ins over
the years than any other aircraft.
Moreover, G-AGOH keeps alive
the original factory scheme of
cream with green trim. Peter has
now passed the drawings to Cliff
Baker, whose spares service at
Carr Farm, near Newark, fuelled
from the residue of the factory
stocks, is fast becoming a most
comprehensive and vital back-up
for all Auster variants. Batches
of expendables and no longer
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available critical parts such as
brake back-plates and canopy
transparencies have been manufactured, and Austerers can even
fly into Carr Farm, which has a
splendid airstrip running right
up to the buildings.
No rambling through the recent
Auster scene would really be
complete without a further
mention of Ron Neal, formerly
employed in Auster’s experimental department and latterly
in charge of the Husky production line. Ron knows most of the
extant Austers by name, and his
hangar at Leicester still oozes with
Auster expertise, despite extensive
intrusion of present-day men
and machines. Ron is the oracle
on Auster airworthiness matters
as far as the CAA is concerned,
and rightly so. His perfectionist approach is an example to
all who seek to maintain or
rebuild Auster variants, particularly where authenticity of
equipment or colour schemes is
involved. Ron would certainly
disown some of the things that
are done to Austers these days a couple of aircraft with instrument panels like Concorde come
readily to mind, as do two or
three with boudoir interiors of
thick, bright carpet and flashy
trim. Not everyone is necessarily out to impress him, but Ron’s
influence is undoubtedly reflected
in the generally high standard of
Austers that we see on our flying
fields. The dusty old Auster in
the back of the hangar is now
well and truly a thing of the past
and that’s where I started!
The Auster is well established as
a classic British light aircraft, a
thing of character and value to be
preserved and enjoyed. A whole
generation of pilots grew up to
love or hate Austers, those who
disparage them being primarily
the ones who never managed to
fly them properly, particularly
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when returning to earth, which
the Auster only likes to do at the
speed where all three wheels are
parallel to the ground! I don’t
know precisely when the Auster’s
heyday was supposed to be; I
remember some years ago seeing
an article in the aviation press
which grudgingly recognised the
aircraft’s returning popularity in
its title ‘An Indian Summer for
the Auster’. Well, that was some
time back. It’s still summer for
the Auster and set fair for the
future.
Fifty or more years ago who
would have thought that these
aircraft would still be in regular
use in the 21st century. Whilst
few Austers are now employed
for commercial purposes they
continue to provide pleasure
and adventure to those fortunate
enough to fly them.
We owe a great debt of gratitude
to all those involved in the
production of what has proven
to be a rugged and long-lived
aeroplane.
The Auster has been one of the
best kept secrets over recent
years as they represent excellent
value in comparison to more
common types. However they
have finally come of age and are
now considered to be desirable
vintage aircraft still practical
for touring and pleasure flying.

2002 there are about 90 members
scattered around the world
outside the UK and a total of 450.
The club’s success has gone from
strength to strength over the
years thanks to the enthusiastic and adventurous nature of
its members and a full calendar
of events is held every Year. The
quarterly magazine is a mainstay
of the club providing information and interesting features to
the members. The quality of this
publication has steadily improved
over the years and is now quite
exceptional for the size of organisation.
One major development over the
last couple of years has been the
web site put together by Mike
Preston and Ian Pawson. This has
been very successful for flow of
information, history and ‘Sales
and Wants’.
The military history of Austers has
generated a great deal of interest
in recent times with several
aircraft painstakingly restored to
their military schemes. Owners
are regularly invited to attend air
shows with these machines.
The number of Austers now
returning to the air is encouraging and it would appear that

The International
Auster Club
by Colin Ladd and
John Powell Tuck
The International Auster Club
as it is now called caters for
all enthusiasts of the marque
whether they are interested
in maintaining aircraft or the
history behind them. Membership is truly international and in
The History of the Auster Aeroplane

Ian Pawson the Clubs web
master
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they will continue to be used for
decades to come providing friendship and fun to all involved.
Colin Ladd

Club meeting at Eggesford Devon summer 2000

A gaggle of Austers at the Club AGM held at Leicester Airfield
2003

Mike Preston, John Golding, Mick Ames and Charles Kirk and the
Auster Mk 11 at the AGM weekend at Leicester Airfield
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The aviation world has recently
celebrated the Centenary of
Flight, and all of us with an
interest in Austers will wish that
some forty years from now, a
long line of Austers will start
to achieve their own centennial
goal. It is also more than forty
years that the Auster Aircraft
Company was absorbed into the
Beagle venture and some thirty
since that enterprise folded.
Globalisation was not a familiar
byword in those days, and one
can only surmise at the distress
these events caused amongst
that close knit work force. One
might have been justified at
that time, in thinking that few
Austers would have survived the
twentieth century.
Thankfully that has not been the
case, and as Al Mathie has previously pointed out, the unloved
Auster is a thing of the past. The
reasons of course are numerous,
but amongst the most important
must be “commonsense” ! There
are quite a few British aeroplanes
that will make you go weak at the
knee, but few that possess both
the nostalgia and the capability
of the Auster. It is not surprising to find them wandering
continents, far from home, nor
is it uncommon to witness open
mouthed disbelief, at the large
volumes of equipment unveiled
from some Austers on their
travels !
My secretarial predecessors have
rightly lavished praise on some
of the individuals, instrumental
in the Auster’s resurrection, and
the success of what we now call
the International Auster Club.
Heroic amongst these must be
our magazine editors, because
human nature being what it is,
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expectations continually grow,
and each new editor faces fresh
demands.
As we look forward to the reprint of Ambrose Hitchman’s
wonderful book, Peter Wood is
the current beneficiary of this
dubious privilege, and once more
we are fortunate to have someone
who has yet again raised the bar.
Ironically, as Austers grow older,
technology, through the development of the magazine and the
use of the Internet is playing an
increasingly important part in
the future of the Club. The soul
of the Club may reside in the
UK, but its spirit is undoubtedly
international, and it is through
these channels that it breathes.

The first meeting of the extended international Auster Club committee at a local hostelry in Widmerpool

It is pleasurable to reflect and
reminisce, but what of the future
? Just when the wheel seems to
have turned full circle, one might
conclude that all is well, and
with so much achievement one
could be forgiven for thinking
that the dragon has been slain,
and that little stood in the way
of “the Auster” achieving its own
centennial milestone.
Sadly bureaucracy and ignorance
within the CAA and the recently
established European Aviation
Safety Agency, pose as great a
threat as any in the past. The
inability of these authorities to
put light aviation into a sensible
context, has produced a raft of
legislation that is slowly achieving
the double affront of not only
eroding the pleasure of flying,
but at the same time of coming
dangerously close to making the
cost of doing so prohibitive.
The IAC has excelled at “informality” but these are issues on
a scale and of a nature that we
have not had to face in the past,
and we are not able to face alone.
The ability to adapt is the essence
of survival, and inevitably we are
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Annual general meeting at Leicester July 2005, John PowellTuck officiating with Ambrose much in evidence

Auster Line up at the AGM Leicester Airport July 2005
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going to have to look beyond
the Club and give our support
to stronger alliances such as
AOPA and Europe Air Sports.
As the song goes, “the times they
are a changing”, and as a famous
international rugby player once
said, “to be as good as you were,
you have to be twice as good as
you were”! Complacency is the
enemy.

The first meeting of the International Auster Club Heritage Group
at Snibson Discovery Park on 28th October 2000.

The future of the Auster depends
in part on the success of the Club,
and that in turn on the support
of all who share an interest in
these aeroplanes. Opinions will
differ, but if we focus on our
commitment to the aeroplane,
the majority of those that fly in
2005 will achieve that centennial
milestone.
John Powell-Tuck

International Auster
Club Heritage
Group
by Mike Preston

Auster exibit in the Charnwood Museum, Loughborough
J/1N G-AJRH won the Kings Cup Air race in May 1956

The IAC Heritage Group event at Leicester Aero Club to celebrate
the handing over of the oral archive from the Lottery project.
Heather Broughton LCCHD and Mike Preston
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In 2000 the Auster Club decided
to form a new group to focus
on the historical aspects of the
Auster. It was realised that the
Club whilst being predominantly
owner/flyers the members who
were ex employees and interested people were not particularly well catered for within the
club. The members in Leicestershire, particularly ex employees
decided to form a local heritage
group. This was done in conjunction with the Leicestershire
County Council Museums, who
own 5 Auster Aircraft and much
of the technical records of the
company.
A catalyst for the formation of the
Heritage Group was the support
given to the Museum by the club
to restore the J/1N G-AJRH to
be displayed in the new museum
being built at Loughborough.
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The
Charnwood
Museum
now displays this aircraft in a
prominent position in the roof
of the building.
The inaugural meeting of the
Heritage group was held on
28th October 2000, at Snibston
Discovery Park, Coalville. The
opening meeting decided that
one of its main aims would be
to create an oral history of the
company, by interviewing as
many people associated with the
company as possible. At an early
stage it was realised that funding
would be required to support
this activity. An application to
the ‘Awards for All’ part of the
National Lottery was successful.
Hence started a 3 year project to
record the memories of Auster
people.
The heritage group carried out 40
interviews of ex employees and
has collected some 6500 photographs and has approximately
3500 other items of memorabilia. All of this material has
been presented to the Leicestershire County Councils Heritage
Group, for safe keeping in their
‘Records Office’. This work
culminated in the production
of the book, “Austers-Nearly
all you wanted to know”. The
Heritage Group looked after the
sale of the book and have sold
nearly 1500 copies.

A Committee Meeting of the IACHG at the hanger of Peter Bolton. Note the Mk 11 in the background which helps to keep the
committee members focused on the job in hand.

Aerial view of Rearsby Business Park during summer 2005

The Heritage group held a
number of committee meetings.
The pictures show us at Peter
Bolton’s barn, it helps to keep
everyone’s mind on the job in
hand, that is Austers.
The company’s Rearsby site has
been designated a Business Park.
No doubt in anticipation of
the new Bypass which was built
during 2004/5. This makes access
to the site simpler and safer. The
work has continued with many of
the buildings being refurbished.
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A view of East Goscote and Rearsby showing the newly constructed Rearsby Bypass. The Auster factory can be seen in the
top right hand corner
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Many of the units now have
residents in place. The various
buildings have been named after
famous Auster Types, keeping
the sites history alive.
The photograph shows the long
awaited Rearsby bypass, it was
completed, some three months
ahead of schedule and within
the budget. It just proves that
miracles do happen.

Member Greeted by a member of the Committee and also relieving him of the entrance fee.

Preparation in full swing in the kitchen. Meals for 100 people
being provided during the event.

The heritage group was instrumental in the starting of the
Auster Web Site “Austerclub.org”
which as well as being a communication medium for the club
contains a wide variety of information on the marque and the
club. In addition we have started
a discussion forum, which allows
members to share their views or
ask for information and advice.
The group regularly provides
material for the club magazine
and has carried out lectures
for local history societies and
aviation groups. The group has
a wide remit to secure the future
for the material which is still
available from members of the
public who have had contact with
the company. As an example of
this the chapter in this book on
the helicopter has been produced
from the material collected
during the oral history project.
The future of the Heritage group
is looking good, the history
project has allowed the group
to carry out more work collecting Artifacts and memories. This
book and the additional material
included is further evidence of
the activity of the group.
The simple truth is that it
allows like minded people to get
together and enjoy each others
company. In addition they may
get an occasional flight in an
Auster.

Intent on the discussion the President Ambrose Hitchman
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The Queniborough
Reunion 2004
One of the original aims of the
Heritage group was to have a
get together of its members.
The venue for the first event
was the village hall at Queniborough which is close to Rearsby
Airfield.
The event was advertised in the
local press and Radio to attract
as many people interested in
Austers as possible.
The morning of the event came,
Mrs Preston, was providing the
catering, at this time the numbers
coming was about 80 people, the
final number was 97.

General view of the reunion at Queniborough Village Hall

The meeting also included the
Annual General Meeting of the
Heritage Group so much paper
was required.
The hall opened at 2.00 p.m.
and the committee started to
set out the various attractions.
The Leicestershire Museums
provided an exhibition of some
of its Auster collection. The
construction of the panels was
something like an IQ test. But
the full intellect of the design
department was brought to bear
and with that success was inevitable.

The exhibition provided by Leicestershire Museums service via
Peter Stoddart. with the audience for the lecture in the foreground

The use of a PA system and the
showing of a number of slide
shows and movie film involved
the use of a video projector more
technology to baffle the organizers.
The food arrived and was put
out in the hall. The book sales
and magazine counter was set
up. Tables were put out and the
reception table provided.
Too soon 5.00 p.m. arrived and
so did the people. The signing in
counter was overwhelmed and a
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View across the village Hall during the talk on Auster History by
Mike Preston
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What a Splendid
Weekend!
The 2006 AGM at
Leicester airfield

The Club tent and stalls at Leicester fly in.
All the signs of a thriving Club

queue soon developed. This was
not a problem as most of the folk
in the line knew each other and
soon the discussions of past times
were in full swing.

done as most people seemed to
want to stay all night. We eventually convinced everyone to go
home, with many thanks to all
who organized the evening.

These discussions moved into the
main hall where a slide show of
more than 100 photographs was
in progress. The slides showed the
various group pictures obtained
during the oral history project.
Many cries of look at me or do
you remember her/him were
heard.

The future of the Heritage
group is secure, new projects are
being considered and old ones
completed. A similar event at
Queniborough has taken place.
In addition the group has gained
the rights to publish 6 prints of
Austers. 5 were painted by Eddie
Worrall and a sixth by another
local artist.

The second part of the entertainment was a video, recorded in
1970/80 period, of various senior
people from Austers talking about
the history of the company.
Just to prove the old adage time
flies when you are enjoying
yourself, it was soon time for the
food. The queue was very reminiscent of that on the approach
to the canteen at Rearsby. Topics
of discussion seemed to be very
similar as well?
Various
groupings
formed
around the hall and yet again
much discussion of times at
Austers were heard to take place.
Many people had not met since
the company closed in 1969.
All of a sudden it was 10.00
p.m. and time to clear up and go
home, this was easier said than
Copyright © by the IAC

At present the group is organizing a celebration of Ambrose
Hitchmans 100th birthday with
the publication of this book, a
fly in at Rearsby and a party at
Queniborough.
The Heritage Group has formed
a useful addition to the Auster
family. It has recorded the history
of this great little company and
its people. Many life long friendships were started at Rearsby,
many endure to this day.
The memory of many people
is that they enjoyed working at
the “Taylorcraft” or “Austers”
as they were known locally. It
was not difficult to find people
who actually looked forward to
Monday mornings at Austers.
.
Mike Preston
The History of the Auster Aeroplane

The English weather performed
well such that four of the aircraft
got to Leicester on Friday. The
owners pitched tents in time
for a trip to a pub for supper. A
good gathering of Auster Club
members, including the chronologically 2000th member and
his wife, drove to a venue for a
meal. The company was, as ever,
great and world cup football was
hardly mentioned. Austers were
spoken about with affection and
concerns about the CAA issue
crept into the conversations from
time to time.
Saturday morning began with
rain but saw more aircraft arrive
and by the time the mid-morning
departure for the fly-away to
Stoke Golding arrived, there
were eight Austers ready to go.
A lovely, well maintained farm
field complete with a beautiful
hanger was the destination,
and the hosts gave us a warm
reception. The activity was to
walk a short way to Sutton
Cheyney Wharf in order to take
a canal boat trip along the Ashby
Canal to a spot below the site
of the 1485 Battle of Bosworth,
the last battle in the War of the
Roses in which Richard III has
the dubious distinction of being
the last English king to die on
the battlefield
Back to the field where a briefing
was held to organise a ‘fly-past’
over the Museum of Science
and Technology in the Abbey
Pumping Station. They were
holding a special event and
firing up the old steam engines
that used to pump Leicester’s
sewage about. Our target was
the adjacent National Space
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Centre as the building, which is
a gherkin-shaped structure with
a spire on top - fondly known as
the ‘Rampant Maggot’, is easy to
spot from the air.

Club get-together at which
AHCN and ASYG (VX 927)
have appeared. Well done to
those involved in these restorations. Truly lovely and inspiring.

All motors started a mass taxi to
the holding point, successful runups completed, and a spirited
follow-my-leader
one-by-one
take off saw eight aircraft form
up in line astern to cruise over
the target. Apparently the visitors
to the museum were suitably
impressed by this demonstration
of Rearsby delights and many
phone calls were received which
expressed their thanks to the
pilots.

Jim Sime, present vice-president
and founder of the Club, seemed
pleased to see AHCN and he
recounted to me the event
with this aircraft that began
the concern that Austers may
become an over-looked species,
hence the club to which we now
all belong.

The dinner on Saturday night
was absolutely superb. excellent
company, lovely waitresses,
fine beverages, and delightful surroundings had everyone
feeling well-pleased.
A few new arrivals on Sunday
morning brought the tally of
Austers to 17. This was the first

The AGM was dealt with as
a separate meeting from the
potentially thorny issue of the
future classification of Austers.
All seems well with the club, and
congratulations must be offered
to the office bearers for the good
job that they have done.
The very special presence of
Ambrose Hitchman was rightfully acknowledged, and a couple
of events are being planned for
September to honour his 100th

birthday. Hopefully, one is a
planned fly-in to the factory site at
Rearsby on the 16th September.
Please watch the web-site and
diarise this very special occasion
as this historic field is normally
closed to flight operations.
It needs also to be said that it is
good to see ‘young blood’ taking
an active part in the operation
of the Club. The afternoon
saw many rides being given to
Heritage Group members, and
to a young man who is passionate about Austers and was present
almost the entire weekend. Did
anyone sign him up?
As I said at the beginning, this
was a splendid Weekend. To the
visiting pilots - thanks for dusting
off the Austers and bringing them
for us all to enjoy. The sight and
sounds of Austers is precious to
the likes of me, so long may they
fly, and long may the pilots lavish
the aircraft with care and (dare I
say it?) love.
Gerald Maddams.

Auster Mk 9

G-AHCN Auster J/1N Alpha

G-ASYG (VX927) Beagle/Auster A.61 Terrier 2

The aircraft present at AGM Leicester 2006

Page 152

The History of the Auster Aeroplane

Copyright © by the IAC

International Auster Club 2006
Epilogue
We hope you have enjoyed this book. If you are interested in further information on
this wonderful little aircraft then why not contact us or join the International Auster
Club.
What does membership give you.
A full colour Club Magazine, Technical advice on Austers, Sales and Wants pages, Club regalia, books,
access to technical information, Calendar of events, Access to the IAC Heritage Group and its events. free
advertising in the Magazine and on the web site. If you simply want to have more information then look
at our web site.

WWW.Austerclub.org

The IAC web site contains:
Information on the clubs history, pictures of most Austers listed by type, Calendar of club events,
Members Sales and wants, Club regalia and books, you can pay for goods and subscription over the
internet making it simpler for overseas members to keep in touch, It now has a discussion forum where
members can air their views.
The Auster and Beagle companies and products are very much linked by common products and people,
there was a very well warn path (both land and air) between Rearsby and Shoreham. Our Sister organisation the Beagle Pup and Bulldog club can be found at:
www.beaglepupandbulldogclub.org/
This site gives a wide range of material mainly on the Pup and Bulldog types but also includes interesting
articles on the development of the type and the history of Beagle from a slightly different angle.
Alternatively you can read the companion volume to this one “Austers Nearly All You Wanted To
Know” available to order from the web site or by Telephone from 01664 424647.

Cover Pictures
Front Cover			
Copy of Heritage Group Print By Eddie Worrall this one of a set of six
				
which can be purchased on the club web site.
Rear Page
Top		
Auster Mk 5 Alpha
		Middle		Auster J/1 Autocrat
		
Bottom		
Beagle Auster Mk 11
Inside front Top		
Ambrose Hitchman former Auster director and president of the 		
				
International Auster Club at Leicester 2002 in front of Auster J/ 1 Alpha
		
Middle		
Ambrose returning from a flight in the Auster Mk 11 at Leicester 2002
		
Bottom
Return to the home of the Auster at Rearsby event sponsored by IAC
Inside 		
Rear Top LH Auster J2 Arrow
		
Top RH
Taylorcraft- Auster Mk III
		
2nd Row LH Auster Mk IV
		
2nd Row RH Auster J/5G Autocar
		
3rd Row LH Auster B8 Agricola
		
3rd Row RH Beagle Auster Husky
		
4th Row LH Beagle A61 Terrier
		
4th Row RH Beagle A109 Airedale
		
5th Row LH Beagle B206
		
5th Row RH Beagle Bulldog
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Types of Auster Produced
Appendix 2
TYPES OF AUSTER PRODUCED
Model
C
D
Dl
Dl
E
E
F
G
H
J.
J
J
J
J1
J1B
J1N
J1S
J1U
J1W
J2
J3
J4
J5
J5B
J5E
J5F
J5G
J5H
J5K
J5L
J5P
JSQ
J5R
J5T
J5V
J8F
J8K
J8L
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Type
Engine
No
Years of Manufacture
Taylorcraft + C
Lycoming 0.145.A2
23 1939 (22 later to type C2= D)
Taylorcraft +D
Cirrus Minor 1
9 1939/41
Auster 1
Cirrus Minor 1
100 1942
Model +D
Cirrus Minor 1
35 1946/47
Auster 3
Gipsy Major 1
467 1943
Mark 3
Gipsy Major 1
2 1946 (re-conditioned)
Auster 2
Lycoming 0.290.3
2 1943 (later to type 3
Auster 4
Lycoming 0.290.3
255 1944
Glider - an experimental copy of an American project, which used the imported fuselage
of G-AFKO to form a lightweight glider with an extension of the front fuselage.
Auster 5
Lycoming 0.290.3/1 790 1944/6
Mark 5
Lycoming 0.290.3/1
84 1946/5 (re-conditioned)
Mark 5D
Gipsy Major 1
2 1953
Mark 5 Alpha
Lycoming 0.290.3/1
14 1957/59 (new production)
Autocrat.
Cirrus Minor 2
414 1946/53
Aiglet
Gipsy Major 1
87 1950/54
Alpha
Gipsy Major 1
43* 1956/59 (plus one in 1967)
Autocrat
Gipsy Major 10
J1 modification to take the more
powerful engine
Workmaster
Lycoming 0.360
10 1959/61
Autocrat
Lycoming 0.360
Revised fuselage experiment
Arrow
Continental A75
44 1946/52
Atom
Continental A65
1 1947 (proto type only)
Archer
Cirrus Major 1
26 1946/52
(Adventurer in AusGipsy Major 1
59 1947/52
tralia)
Autocar
Gipsy Major 1
82 1950/57
Autocar
Cirrus Major 3
A 3Oft. wing span racer with no flaps
Aiglet Trainer
Gipsy Major 1
92 1951/56 32ft. wing span
Autocar
Cirrus Major 3
94 1952/63
Autocar
Cirrus Major 3
Australia only
Aiglet Trainer
Cirrus Major 3
1 G-AMMS only
Aiglet Trainer
Gipsy Major 10
27 1954/60 32 ft. wing span
Autocar
Gipsy Major 10
24 1955/61
Alpine
Gipsy Major l
4 1956/57
Alpine
Gipsy Major 10
6 1956/57
Autocar
Continental E-1851 Forerunner of C6 Atlantic
10
Autocar
Lycoming 0.320
1 1960 (prototype)
Aiglet Trainer
Gipsy Major 1
Central flap Lever experiment
Aiglet Trainer
Gipsy Major 3
Central flap lever experiment
Aiglet Trainer
Gipsy Major 10
Central flap lever experiment
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Types of Auster Produced
TYPES OF AUSTER PRODUCED (Continued)
Model
K

K

Type
Auster 6.(MOA)
Auster 6. (Canada)
Auster 6 (Belgium)
Auster 6 (S.Africa)
Auster 6/7 (Burma)
(Transjordan)
6A Tugmaster

Engine
Gipsy Major 7
Gipsy Major 7
Gipsy Major 7
Gipsy Major 7
Gipsy Major 7
Gipsy Major 7
Gipsy Major 10

No
311
36
22
5
3
6
16

K.

6B/A61/1. Terrier 1

Gipsy Major 10

18

K.

A61/2 Terrier 2

Gipsy Major 10

46**

K

A61/3 Terrier 3

Lycoming 0.320

1

N
P.
Q.

A2/45
Avis 1 & 2
Auster 7. (MOA)
(Canada)
Model S
Pilotless Target
Ambulance/Freighter
Auster 9 (MOA)
(India)
(S. Africa)
Agricola
Auster Antarctic
Atlantic

Gipsy Queen 31/34
2
Gipsy Major 10
2
Gipsy Major 7
77
Gipsy Major 7
6
Bombardier 702
1
ABC
250
Bombardier 702
1
Bombardier 702
129
Bombardier 702
35
Bombardier 702
2
Continental 0.470.M
8
Gipsy Major 7
Continental
1
E.185.10
Lycoming 0.235.C1
6
Lycoming 0.320
25
Lycoming 0360
14
Lycoming 0.320
1
Lycoming 0.360
2
Continental 10.470.
1
D
Lycoming 0.360
43
TOTAL
3868

K

S
B3.
B4
B5

B8.
C4
C6
D4
D5/160
D5/180
D6/160
D6/180
E3

Auster Mk.11

A109

Airedale

(Later Husky)

Years of manufacture
1946/53
1948
1947
1953
1951
1950
1961/64 (re-conditioned Auster
6)
1962/64 (re-conditioned Auster
6/7)
1962/67 (re-conditioned Auster
6/7)
1967/68 (re-conditioned Auster
6)
1945/48
1947 & 1950 (prototypes)
1949/52
1951
1951 (prototype)
1951/53
1955 (prototype)
1954/61
1956/58
1956/57
1956/59
Ski/Float adaptation of Auster 7
1958 (prototype)
1960/61
1960/61
1960/67
1960
1960
1961
1962/65

Additionally: 9 sets of materials for D4 exported to Portugal 1961/64
		
141 sets of materials for D5 exported to Portugal 1961/64
*		
One aircraft was later built by I Hammond and L.Groves from parts bought from 		
Hants and Sussex aviation.
**		
Later 2 aircraft were built at Baginton from parts from the Beagle Receiver.
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Auster Nomenclature
Appendix 1
AUSTER NOMENCLATURE
A brief explanation of the method
of naming Auster types will be
helpful here. Although appearing
complicated initially, it is largely
a logical progression of types in
alphabetical order beginning
with the Taylorcraft Model C
which was the first aircraft built
in England (the Models A and B
being built in America). Therefore
the next Model produced was
the ‘D’ which became more
commonly known as the Auster
A.O.P. I in accordance with its
military role. It should be noted
that during the war period A.O.P.
type marks were given in Roman
numerals (I, II, III, IV and V)
but in post-war years Arabic
numerals became the norm
(6,7,9, 10 and 11).
By the end of the war the model
J or Auster A.O.P. V was in full
production and so it was modified
for civil use. The various civil
models derived from this basic
airframe were identified by suffix
digits thus:
Model		
J/1
Autocrat
Model		
J/2
Arrow
Model		
J/3
Atom
Model		
J/4
Archer
Model		
J/5
Autocrat
(Adventurer in Australia)
The J/5 Autocrat used a 130 h.p.
Gipsy Major engine and the
airframe was modified with a
sloping engine bulkhead to
accommodate a starter on the
rear face of the engine. Many
models, each differing in engine
or airframe detail, stemmed from
the J/1, vertical bulkhead, or J/5,
sloping bulkhead, airframe types.
They were identified by a suffix
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letter and this alphabetical
progression combined both J/1
and J/5 models in the same series,
best illustrated by an example :J/N 130 h.p. Gipsy Major (no
starter), enlarged fin and rudder

Auster AOP Mk.6

J/5P Autocar 145 h.p. Gipsy
Major
J/5Q Alpine 130 h.p. Gipsy
Major
Whilst this line of civil models
was being developed, new
airframes were being designed
and these continued the original
alphabetical series. For example,
the Model K was the Auster A.
O.P.6. It must be noted here that
military aircraft converted for
civil use retained their service
designation so that an A.O.P.V
became an Auster in civil guise.
However, two exceptions to this
are noteworthy. Firstly, the Auster
A.O.P.I was called the Taylorcraft
Model D on being civilianised
(for ease of certification), and
secondly, many A.O.P.6s were
converted for civil use by BeagleAuster to be known as the A61
Terrier.

Auster B5 Mk.9

Auster J/5F Aiglet trainer

Auster Model J/5G Autocrat

Auster Model B8 Agricola

Auster J/2 Arrow

Auster D6/180

Auster Model J Mk.V

Beagle Auster A109 Airdale
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Auster J2 Arrow

Taylorcraft - Auster Mk III

Auster Mk IV

Auster J/5G Autocar

Auster B8 Agricola

Beagle Auster Husky
Beagle A61 Terrier

Beagle A109 Airedale

Beagle B 206

Beagle Bulldog

Auster Mk.5 Alpha

Auster J1 Autocrat

Auster Mk.9

