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Tucano

The smartest way to join the jet set.

Because of its high performance which provides
the capabilities that used to be found only in jet aircraft, the
Tucano takes the student pilot far beyond turboprop flying.
This means that the number of student-hours in jet trainers
is dramatically reduced as, indeed, are the operating costs.
But, best of all, the Tucano can be adjusted to suit the
skills-level of the individual student.

The heart of the Shorts Tucano is the 1100 shp
Garrett single shaft constant speed engine. This provides
all the performance required for operating up to and above
the ceiling of 25,000 feet while enabling the plane to cope
admirably with the rough and tumble and frequent power
setting changes of its training role. And tandem seating
affords the best visibility, for both instructor and student, to
be found in any trainer.

The Tucano can also be fitted with 1,000 kilos of
assorted ordnance for weapon training or for COIN
operations.

The world’s biggest selling, new-generation
turboprop trainer simply bristles with all the features
demanded by modern air forces.

No wonder the Shorts Tucano has been selected
by the Royal Air Force to develop the skills and confidence
of its pilots now and well into the next century.

HIGH TECHNOLOGY. HIGH PERFORMANCE.

LOW-COST.

That’s what makes the Shorts Tucano the Trainer
for the future.

Shorts Tucano
MORE VALUE FOR MONEY

SHORT BROTHERS PLC—PO Box 241, Airport Road, Belfast BT390DZ,
Northern Ireland. Telephone 0232 58444, Telex 74688.
SHORT BROTHERS PLC—Berkeley Square House, Berkeley Square,
London W1X 5LB. Tel: 01-629-9541. Telex 24934
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INTRODUCTION
by the Chief of the Air Staff Air Chief Marshal Sir David Craig, GCB, OBE

The Royal Air Force’s far-reaching re-equipment programme advanced apace throughout 1985,
with many new aircraft and weapons entering service. The capability increase the RAF gets from
these and other equipments now in the pipeline spans virtually the full extent of the Air Power
spectrum. But getting the right aircraft and weapons into service is only part of the story. Of equal
importance is the task of developing and exploiting their full operational potential, and that
depends very much on the skill and professionalism of our people. We are, of course, an all
volunteer force. We take great pride in our Service, its traditions and that strong sense of
comradeship which we all share. There are a whole variety of interesting and worthwhile careers
for young men and women in today’s RAF; and our Reserve and Auxiliary Forces, which are also
being strengthened, enable many more citizens to make a part time but vital contribution to our
nation’s defences.

I am very pleased to see that the current edition of the Year Book reflects many of these
important themes. The article on the TriStar illustrates the sort of capability growth that the re-
equipment programme is giving to us, while those on No 12 Sgn, No 100 Sgn and the Ethiopian
Airlift show very clearly the operational expertise and personal dedication of which we in the RAF
have always been justly proud.

I very much hope that, as well as reading and enjoying these and other articles in the Year Book,
you will find it possible to visit one or more of the various “At Home” days being held at RAF
stations this year. There you can see and judge for yourself the sterling spirit of our people and the
fine quality of their aircraft and other equipments. I do hope that you will come and see us.

Dowed (rs
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SMITHS INDUSTRIES HEAD-UP
DISPLAYS AND WEAPON AIMING
SYSTEMS-COMBAT PROVEN
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Smiths Industries head-up display — the heart of the Harrier avionics system —
proved a major contribution to the success of Harrier operations in the South
Atlantic conflict.

In every mode-flight, navigation, attack, weapon-aiming—Smiths Industries
head-up display performed faultlessly, enhancing the Harriers’ manoeuvrability
and weapon system.

Smiths Industries head-up displays are chosen for Harriers, Sea Harriers,
AV-8A, Harrier I, RAF Jaguar, Indian Air Force Jaguar, JA37 Viggen and the multi-
national Tornado. Proof indeed of SMITHS INDUSTRIES

heir combat proven effectiveness.
their combat pro ¢ Aerospace & Defence Systems

SMITHS INDUSTRIES AEROSPACE & DEFENCE SYSTEMS LIMITED, BISHOPS CLEEVE, CHELTENHAM, GLOS. GL52 4SF ENGLAND. TEL: BISHOPS CLEEVE (024 267) 3333 TLX: 43172,
U.S.A. SMITHS INDUSTRIES INC. SUITE 402, 1 JEFFERS WIS HIC NGTON JSA.TEL: (70 TLX:90-1789



OPERATION
BUSHELL
AND

THE RELIEF
OF ETHIOPIA

When the British government de-
cided, in November 1984, to offer
relief aid for Ethiopia, it fell to HQ
No 1 Group, RAF, at Upavon and
to the personnel of the Hercules
squadrons at RAF Lyneham to re-
spond at very short notice. A detach-
ment of two Hercules and some 75
officers and men was established and
in operation at Addis Ababa within
days — initially for a three-month
period. Eventually, the RAF stayed
until the end of 1985, making Opera-
tion Bushell the longest sustained
relief effort ever. Some of its
achievements in the face of major
difficulties are described by Rodney
Steel.

ight across the African continent, along a
R belt south of the Sahara, the parched
land is barren and exhausted. In 1984
the rains had failed yet again, and famine
threatened whole populations. Nowhere were
lives at greater risk than in Ethiopia, where
nearly eight million inhabitants lacked ade-
quate food.

The only practicable way to get large quan-
tities of food to people starving in outlying
wilderness areas was by air. That meant either
making air drops or landing on short, dirt
runways out in the bush to discharge the vitally
needed stores. It looked like a job for the RAF’s
Lyneham-based Hercules squadrons, already
experienced in similar African operations dur-
ing the Rhodesian elections of 1980 and with
two units (Nos 47 and 70 Squadrons) specially
trained in low-level air-drop techniques.

Under the designation Operation Bushell,
two Hercules were despatched at short notice to
Addis Ababa on 31 October 1984 under the
overall command of Wg Cdr Barry Nunn from
Headquarters No 1 Group, accompanied by
four aircrews and about 50 ground staff. A
tented detachment headquarters was set up at
Addis Ababa airport, where the RAF trans-
ports were joined in due course by military
aircraft sent out to help in famine relief opera-
tions by the Soviet Union, West Germany,
France, Italy and Libya.

The tropical heat and the altitude of the
Ethiopian plateau posed operating problems
similar to those which the RAF had experien-
ced in Rhodesia four years previously. Aircraft
performance was markedly degraded by high
temperatures and thin air, Addis Ababa itself
being 8,000 ft (2 440 m) above sea level, with
mid-day temperatures there as high as 25 deg
C, but falling to freezing at night, and dawn
humidity being an ennervating 80 per cent.

A rough-
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No other company makes so varied and so vital a
contribution to the strength of the Royal Air Force
and the front-line defence of Great Britain.

No other company in the world designs and builds
a wider range of military aircraft, missile defence

systems and related equipment.
No other company can bring as great a depth of
capability and experience to bear on future defence

needs as British Aerospace.

BRITISH AEROSPACE \“‘A

... Lp wihere AR
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British Aerospace plc, 100 Pall Mall, London.
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Rough desert air strips pound the Hercules

Initially it was anticipated that the Hercules
would be used primarily for air drops of food
supplies in remote areas which road transport
could reach only with difficulty. From ex-
ploratory reconnaissance flights it soon became
clear that using the desert air strips at Makelle
and Axum as advanced landing grounds would
be a better means of maximising the Hercules’
load-carrying potential, relying on trucks to
transport supplies to feeding centres deep in the
bush run by the Red Cross, Oxfam and other
agencies. Grain had first to be picked up from an
airstrip at the Red Sea port of Assab, 332 mls
(534 km) north-east of Addis Ababa, where 30
local labourers could load a Hercules in 30
minutes — compared to the four hours required
for loading the Soviet Antonov An-12s, whose
crews refused to permit Ethiopians on board.
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The RAF’s first famine relief sorties were
flown on 4 November 1984, collecting all the
available supply of grain at Assab and taking it
to Axum (237 mls/381 km away) and Makelle
(183 mls/295 km distant). It was immediately
apparent that the Hercules were going to take a
severe pounding from the rough desert air
strips, and projecting aerials were bound with
foam to prevent damage from flying stones,
while taxy lights had to be covered with sticky
tape. On the last trip to Axum during that first
day of operations, one of the Hercules burst a
tyre and the return to Addis Ababa had to be
made with the undercarriage in the down
position and the defective wheel removed from
its axle, an overnight stop at Axum to await a
repair party being considered impossible for
both operational and security reasons.
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Resupply Hercules were soon regularly stag-
ing into Addis Ababa from Lyneham, and a
team from UK MAMS (UK Mobile Air
Movements Squadron) established a tent city
(*“Muppetsville”) to accommodate personnel
in the grounds of the British embassy when the
International Livestock Centre for Africa
(where they had initially been billeted) was
taken over by delegates to the Organisation for
African Unity’s conference — who also filled
all the hotels. A six-man team of RAF police
guarded the Hercules aircraft at night, and an
RAF medical officer (Sqn Ldr John Merritt,
from Lossiemouth) looked after health prob-
lems and the inevitable minor injuries — diges-
tive upsets and the effect of physical over-
exertion in heat and rarefied air were common
problems.
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OPERATION BUSHELL AND THE RELIEF OF ETHIOPI

( Above, left to right) An RAF policeman
and Ethiopian guard exchange views at Addis
Ababa. After an air drop, supplies are quickly
recovered. The rough air strip exacted a heavy
toll from Hercules tyres until tougher covers
and specially-devised landing techniques
helped to minimise the problem. ( Photographs
llustrating this article by John Upsall, Chris
Yorke-Edwards and Geoff Whyham. )
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A GROWING FORCE IN WORLD DEFENCE

FR Group plc, involved internationally
in the development and production
of a wide range of aerospace, military
and industrial equipment.

FLIGHT REFUELLING LTD e HYMATIC ENGINEERING COMPANY LTD
ALAN COBHAM ENGINEERING LTD e FR AVIATION LTD
STANLEY AVIATION CORPORATION e FRHITCOLTD e WE.S.LTD
Wimborne - Dorset - England BH212BJ - Tel: (0202) 882121 - Telex: 41247 - Fax: (Group 2 & 3] (0202) 880096
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ment is also provided for the three-man crew,
and a 12-seat crew rest area-cum-club class
compartment for special category passengers is
provided immediately aft the flight deck.

In the passenger role, the TriStar carries 204
ina 10-abreast (3 + 4+ 3) arrangement, forward
facing in standard airline-type economy-class
seating, breaking with the RAF’s tradition of
using aft-facing seats in its transport aircraft.
Galleys and toilets grouped at the rear of the
cabin are also the standard airline installation.
Because the extra tankage occupies the under-
floor baggage holds, special provision has had
to be made for passenger baggage — which, on
long-range trooping flights, can be of con-
siderable bulk. Part of the Marshall kit for the
TriStar conversion therefore comprises sets of
containers, 33 per aircraft, each measuring
some 5 ft 6 in by 2 ft 6 in by 5 ft (1,68 by 0,76 by
1,52 m) and weighing 115 Ib (52 kg) unladen.
With a capacity of 760 1b (345 kg) each, the 33
containers in a single aircraft can carry 25,080
Ib (11 376 kg) of baggage.

The later conversion of the TriStar to the
KC Mk 1 configuration introduces a cargo door
in the upper left side of the forward fuselage, a
reinforced floor in the central cabin area and a
cargo handling system that includes castor mats
and rollers, and winches at each end of the
cabin. Up to 20 standard cargo pallets can be
carried but passenger/baggage loads are also
possible, with standard VC-10 type seats
mounted in a nine-abreast (2-5-2) layout on the
cargo pallets. Typical combination loads will
be 194 seats with three baggage pallets, 182
seats with four pallets, 170 seats with five
pallets or 157 seats with six pallets.

Compared with the 504,000 Ib (228 615 kg)
of the TriStar 500 in airline service, the RAF
TriStar is cleared to operate at 540,000 Ib
(244 950 kg), albeit with the in-flight loading
reduced from 2:5¢ to 2-0g. The increased take-
off weight is necessary for max-fuel, max-
payload operations, but in most situations the
aircraft will operate without passengers for the
tanker réle and without underfloor fuel when
carrying passengers or cargo. In the latter case,
with wing fuel only, some 95,000 1b (43 100 kg)
can be carried a distance of 4,200 naut mls
(7 750 km).

In practice, it now seems possible that No
216 Squadron will be flying its TriStars
primarily as transport aircraft, and primarily
on the long route to the Falklands, a distance of
some 7,400 naut mls (11 900 km) with a stop at
Wideawake on Ascension Island. In an earlier
incarnation, No 216 was also a dual role
squadron, being designated as a bomber-trans-
port unit in April 1931. In those days, too, it
was operating the RAF’s largest land-based
aircraft then in service — Vickers Victorias and
Valentias — and was operating in support of
Britain’s overseas garrisons, then in the Middle
East. For the squadron — motto, “CCXVI
donna ferens” (216 bearing gifts) — the wheel
has come nearly full circle: but for the RAF, the
TriStar is setting completely new standards. [}

( Top of page) The first of the RAF’s TriStars
converted to K Mk 1 tanker|transport standard,
on an early flight test. Despite the tanking réle,
these aircraft have the white fuselages with
blue trim of RAF transport aircraft. Prior

to conversion, though, some were operated

by No 216 Squadron with the original British
Airways blue and white finish, as seen (below)
on ZD948 at Mount Pleasant Airport in the
Falklands. Contact between the TriStar

and a Hercules is shown above and right.
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Mission accomplished

A Nimrod MR Mk2 touches down on the runway of RAF St. Mawgan, its
maritime reconnaissance sortie successfully completed. Within minutes,
the consoles of the THORN EMI Electronics Mission Support System (MSS)
are displaying surveillance data extracted at 8 times recorded speed from
the Nimrod's mission tapes. Thus aircrews on patrol, or about to take off,
can be briefed in a fraction of the time previously required.

Inside the Nimrod, a THORN EMI Electronics Searchwater radar is a vital
element in the aircraft's complement of electronic sensors maintaining a
round-the-clock surveillance over the approaches to our island's shores.
MSS and Searchwater are just two examples of advanced technology from
THORN EMI Electronics serving the defence needs of the United Kingdom
and NATO.

Leadership in Defence Electronics

| THORN EMI Electronics

| —=— || THORN EMI Electronics Limited 120 Blyth Road Hayes
[EEERED Middlesex UB3 1DL England telephone 01-573 3888 telex 22417.

ATHORN EMI Company
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105
106

107

Underwing missile
pvlon (port and
starboard)

Twin missile carrier
AS-15 cruise missile
(two per wing)
folded position
Engine fire
extinguisher bottle
Bifurcated jet pipe
Engine bearer struts

110 Main engine
06 Wing integral fuel mounting ring
tanks (total fuel frame/firewall
capacity 72 980 1/ 111 Kuznetsov NK-
16,054 Imp gal) 12MV turboprop
97 Port outboard engine engine
nacelle 112 Engine accessory
08 Ventral o1l cooler equipment
90 Engine cowling 113 Engine air intake
panels 114 Propeller reduction
100 Four-wheel aft gearbox
retracting main 115 Engine cowling
undercarriage bogie annular air intake
101 Main undercarriage 116 Propeller hub pitch-

leg strut change mechanism
102 Hydraulicretraction 117 Port contra-rotating
b jack propellers
103 Inboard wing panel 118 AS-15 cruise missile
four-spar (deployed
construction configuration)

( Far left) Bear-G is a reconfigured version

of the 30-year-old Tu-95 which carries a pair

of supersontic AS-4 Kitchen musstles. From
the same stable, Blackjack (centre left) is a

supersonic strategic bomber expected to enter
service in 1987-88. ( Immediately left) Nearly
300 of the early *fifties vintage Tu-16 remain
in service with the strategic bombing force and
more than 350 (in attack, recce and tanker
versions ) with Naval Aviation, the example
tllustrated being a Badger-C with a Kingfish
misstle on the portside wing pylon.
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particular, Asst Sec Latham asserted, it *“has
better avionics, a better C? system to work into,
a better air-to-air missile, is faster, has greater
combat range, and (the Soviets) are producing

it like gangbusters”™.

Such words must come as a shock to anyone.

familiar with the openly published per-
formance figures for aircraft like the F-15
Eagle. It is easy to forget that a maximum speed
usually applies to a clean aircraft, without
external weapons, and that the number of
aircraft types able to cruise at supersonic speed
for a prolonged period of time can be counted
on the fingers of one hand. Success in modern
air combat results from a combination of many
factors, including quality of avionics and
weapons, inherently high turning rate, system
reliability, aircrew proficiency and morale and,
of proven importance, the availability of
efficient airborne early warning and control
(AEW&C) aircratft.

The fact that, during air fighting over the
Bekaa Valley in Lebanon, only the Israelis had
AEW&C support is often overlooked. An air
force that knows precisely where its enemies
are, and in what strength, so that it can ambush
them and not be lured into traps itself, can
achieve the most outstanding combat results, as
did the Israelis. In the past, Soviet interceptor
pilots were restricted by the lack of an AEW&C
aircraft better than the Tu-126 Moss, and by
their enforced operation under ground control.
They can now expect much improved support
from Mainstay AEW&C aircraft, based on the
I[1-76 transport, and are being encouraged to
take individual control of a mission once the
target has been acquired through the medium
of GCI (ground controlled interception) tech-
niques.

This represents one of the major advances 1n
Soviet air power doctrine in the 1980s, and is
becoming fully effective with the introduction
into service of three new-generation fighters.

First of this trio was the MiG-31 Foxhound,
to which Donald Latham referred. It 1s easy,
but quite wrong, to regard this as simply an
uprated MiG-25 Foxbat because the two air-
craft are similar in configuration. Foxhound is
very different in most operational respects. The
capability of its new AA-9 long-range radar
homing missiles, of which it carries eight, 1s
such that it has been able to trade some of
Foxbat’s speed for increased combat radius. It
carries a crew of two, whose capability 1is
enhanced by the fact that Foxhound is the
first Soviet fighter to offer true lookdown/
shootdown and multiple target engagement
capability. More than 70 Foxhounds were
operational by the spring of 1985, leading to the
DoD comment in its Soviet Military Power
document that Soviet air defences are becom-
ing much more efficient at intercepting low-
flying penetrators in addition to their long-
established excellence in dealing with aircraft
flying at medium and high altitudes.

Since that document was published, the all-
new Mi(G-29 Fulcrum and Sukhoi Su-27 Flan-

ker have joined Foxhound in squadron service.
Numbers are still comparatively small; but
although the greater complexity of these air-
craft has brought a 33 per cent reduction in the
estimated production rate of Soviet fighters, to
900 a year, this still compares with only 525 a
year for NATO nations (excluding France and
Spain) and is adequate to permit early export of
MiG-29s to India.

In terms of size, the Su-27 is a little larger
than the F-15 Eagle, while the Mi(G-29 is in the
class of an F-16 Fighting Falcon. Comparative
dimensions, weights and performance figures
are given in an accompanying table. Inevitably,
the Soviet pair will be described as copies of
their US counterparts, but similarities in con-
figuration are always to be expected in aircraft
designed to do the same jobs, and it should be
remembered that the Mikoyan bureau pion-
eered the modern trend towards twin fins on
fighters.

The MiG-29 and Su-27 each carry six AA-
10 medium-range radar homing missiles with
similar capabilities to those of the longer-range
AA-9. Of equal significance is that their look-
down/shootdown pulse Doppler radars em-
body key elements of technology found in the
advanced Hughes AN/APG-65 digital radar
fitted to the US Navy’s F/A-18 Hornets,
acquired without the niceties of an export
licence. The same covert methods are said to
have assisted the Soviets to make the AA-9 and
AA-10 more effective, and to develop airborne
radar countermeasures for use against the
American F-14 and F/A-18.

Such knowledge should not be allowed to
diminish one’s respect for Soviet aircraft de-
signers, who continue to display the personal
ingenuity that is discarded too readily in the
West in favour of the robot thinking of com-

puters.
Fulcrum and Flanker are said by the DoD to

be highly manoeuvrable. They are primarily
counter-air fighters, with a secondary attack
capability, although even Flanker’s reputed
13,225 1b (6 000 kg) external stores load 1s not
impressive when compared with the F-15E’s
23,500 1b (10 660 kg). A two-seat combat-cap-
able version of the MiG is also in production,
and it is known that both fighters have been
observed at Saki naval airfield on the Black Sea,
where the Soviet Navy has a 297-m (975-ft)
dummy flight deck, complete with arrester gear
and barriers, plus two experimental ski-jump
ramps, as part of its development programme
for the 65,000-ton nuclear-powered aircraft
carrier that is under construction at Nikolayev
and is expected to be named Krem/in.

It cannot be assumed from all this activity
that navalised versions of either the Mi1(3-29 or
Su-27 are scheduled to become components of
the ship’s carrier air group. Other types sighted
at Saki include the Sukhoi Su-25 Frogfoot,
which is a most unlikely candidate for ship-
board operation. Despite its NATO reporting
name in the ““F for fighter” category, Frogfoot
is an attack aircraft comparable with the

23
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FLYING THE BUCCANEER
ON SHINEY TWELVE

The Buccaneer occupies a special place in the RAF’s armoury — not least for the fact that
it was designed and first put into production for the Royal Navy. If its adoption by the
RAF was something of an afterthought, there is now no lack of enthusiasm for its

capabilities as a fast-flying, long-ranging, rugged strike aircraft, and a major update
programme now under way will keep the Buccaneer in service well into the 1990s, with
the Ferranti FIN 1063 inertial navigation platform,
other improvements. Squadron Leader C F Wrighton

Buccaneer.

espite the overcast skies and slight

drizzle, I am uncomfortably warm as I

leave the hangar and walk to the aero-
plane. The several layers of insulation and the
heavy waterproof immersion suit I am wearing
may well save my life if I eject into the icy
North Atlantic waters, but on the ground they
impede my motion and slow me down. With
oxygen and anti-g pipes hanging loose, a heavy
life-jacket crammed with the impedimenta of
survival, I feel more like a “Michelin Man”
than the suave young fighter ace found in
fiction. Nevertheless, looking back to the
hangar I can see the No 12 Squadron crest
proudly displayed and I know I am following
in the tracks of a long line of distinguished
aviators.

No 12 Squadron’s motto “Leads the Field”
aptly sums up the unit’s achievements over the
years. The first and only operators of the Fairey
Fox, No 12’s pilots were able, 60 years ago, to

show a clean pair of heels to any pursuing
fighters, and the Fox’s head was appropriately
adopted as the squadron crest. Re-equipping
with the Hawker Hart, the squadron started a
long maritime tradition by developing all-
weather bombing tactics against Capital ships.
In 1940, the first Victoria Crosses of World
War IT were posthumously awarded to Fg Off
Garland and Sgt Gray for their gallantry, flying
Fairey Battles, in destroying the Vedwezelt
Bridge at Maastricht. After the War, the
squadron was amongst the first to re-equip
with the Canberra, pioneering the introduction
of jet bombers into RAF service and employing
them operationally in the Malayan Crisis. Con-
verting to the Vulcan B Mk 2, the squadron
became part of Britain’s Deterrent Force and
over the period converted from high-level to
low-level penetration and bombing. In 1969,
No 12 Squadron re-formed as the first to
operate the Buccaneer S Mk 2B in the specialist

BAe Sea Eagle anti-ship missile and
gives a navigator’s eye view of the

Maritime Strike/Attack réle. Once again, No
12 was “Leading the Field”.

Ahead of me, six Buccaneers sit heavily on
the ground, as if to deny that 26 tons of metal
can fly in the air like a bird. The bulges at the
cockpit and round the hips demonstrate the
theory that a smooth change of area from nose
to tail will decrease the high speed subsonic
drag. In fact, the first design drawings of the
Buccaneer showed a more conventional shape
with a parallel-sided fuselage; then Dr Richard
Whitcomb advanced his “area rule law’ and
the Buccaneer was redesigned by adding the
bulges. That the theory works is borne out by
the words of a squadron song:

“Faster-lower; lower-longer

“Who will beat the Buccaneer.”

Even today, 20-plus years after the Buccan-
eer’s introduction, there are few other aircraft
that can fly as fast; or as low; or as far. None at
all can do all three.
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Low-=level formation — the Buccaneer in its element

As we climb away from the tanker, heavy
now with fuel, we widen the formation into two
sections of three. Although we are at high level
in friendly airspace, the fighter threat is always
present, and flying wide gives us the best visual
cross-cover to clear the skies. Ears as well as
eyes are busy searching as we listen for the tell-
tale sounds of enemy radars on our warning
receivers. High level may be easier to fly
academically, but the Buccaneer becomes in-
creasingly vulnerable with height, and we must
remain ever alert. At last we reach the “top of
descent” point and plunge to the relative safety
and security of low level. It is a beautiful day
with little cloud and the large airbrakes play
their part as the altimeters unwind at an
alarming rate. Rate of descent slows down
though, as we reach the last few thousand feet
and level out at a comfortable 100 ft (30 m)

above sea level. The Buccaneer is back in its
environment, and the aircrew feel more at ease
as they slip back once again into low-level
formation.

Back at low level, the Buccaneer reveals why
it earned the nickname of “Easy Rider”. De-
spite gusting winds revealed by the choppy sea
below, the ride is commendably comfortable. A
high wing loading and good aerodynamics
make the Buccaneer very stable and yet instant-
ly responsive to control inputs, The aircraft can
be flown at 50 ft (15 m) above sea-level hands
off (but it doesn’t do a lot for my blood pressure
in the back seat). The ability to fly at high speed
at ultra low level is really the strength of the
Buccaneer, and enables us to exploit the bottom
100 ft (30 m) of the atmosphere to penetrate to
the target below the radar horizon and the
defensive threat.

The master instrument at low level is the
radar altimeter, a large dial mounted in the
front cockpit where it can be seen by both the
pilot and the navigator. The old style pressure
altimeter suffers from pressure error and mis-
reads as speed changes. It can be very dis-
concerting to accelerate and then look at the
altimeter and see minus 200 ft (60 m). Con-
sequently, the pressure altimeter is adjusted to
agree with the radar altimeter reading at every
new speed. This precaution is necessary be-
cause the radar altimeter gives reliable indica-
tions only in close to straight and level flight; in
a 60-degree banked turn, for example, the
“unreliable” pressure altimeter is suddenly the
master reference. No problem if we have a good
horizon, but correct settings are vital if we are
on instruments and want to avoid hitting the
sea or climbing into missile cover.




FLYING THE BUCCANEER ON SHINEY TWELVE







RAF HISTORY -

Aviation history is a wide-ranging
subject, rife with images of dark
museums and fusty text books. The
Royal Air Force, however, makes a
great effort to keep its history very
much alive, and visible in its natural
element, where it can best be
appreciated by the general public.
Tim Laming describes the “flying
museum pieces” that every year are
a popular feature of air shows
throughout the country.

F l Whe origins of the RAF’s “heritage col-
lection™ of airworthy aircraft can be
traced back to 1957, when the decision

was taken to form a ““Battle of Britain Flight at

RAF Biggin Hill, with a complement of five

aircraft; two Spitfire Mk 16s, two Spitfire Mk

19s (PM631, PS853) and a lone Hurricane

(LF363). In 1958, the Flight was relocated to

North Weald and subsequently it moved to

Martlesham Heath, during which time the two

Spitfire 16s were lost in flying accidents. In

1960 the Flight moved to Horsham St Faith,

and then to Coltishall in 1964, where the unit

acquired a Spitfire Mk II (P7350, which had

been used in the “Battle of Britain’ film) and a

Spitfire Mk VB (AB910), which was presented

to the RAF by British Aircraft Corp. A second

Hurricane (PZ865) was donated by Hawker

Siddeley, increasing the number of aircraft on

strength to six.

In 1976 yet another move took place, this
time to RAF Coningsby, which is now the
home of the Flight and looks likely to remain so
for the foreseeable future. The Battle of Britain

INTHEAIR

Flight was created to provide a flying memorial
to the RAF’s major operations (chiefly the
Battle of Britain) and the men who fought
throughout World War 11 within the RAF, and
also to remind the general public of the im-
portant, if not decisive, part played by the RAF
in the defence of the UK. In keeping with this
objective, another famous aircraft joined the
BBMF in 1973 in the shape of Lancaster
PA474, which had been rescued from possible
destruction at RAF Henlow in 1965. The
Lancaster was partially restored and flown to
RAF Waddington, from where the aircraft
made a limited number of test flights, whilst
being completely restored to full flying con-
dition. In 1968 permission was granted for the
Lancaster to perform at the 50th anniversary
review of the RAF at Abingdon and, following
this event, the aircraft made regular display
flights (still operating from Waddington) until
joining the renamed Battle of Britain Memorial
Flight. Since then the famous bomber has
flown at a vast number of air displays, usually
in company with a Spitfire and Hurricane
drawn from the Flight’s collection.

Thanks to a great deal of goodwill and
understanding on the part of all the personnel
at Coningsby, the BBMF manages to fit in
quite well with the routine operations of a
front-line fighter station, and the World War I1
Spitfires can often be seen sharing the airfield
facilities with the equivalent fighter of the
‘eighties, the Tornado F Mk 2. The rather
interesting comparison between these two
fighters inspired Air Vice-Marshal Ken Hayr,
CB CBE AFC, to suggest to the BBMF that

they might consider flying a Spitfire and Tor-
nado as a synchro display pair during the 1985
display season. Although the Flight’s reaction
was initially rather sceptical, the idea was
eventually put into practice and resulted in a
very popular addition to many air shows during
1985. Hopefully the routine is to be repeated in
1986.

Although the BBMF is a fully established
and tasked RAF unit, the number of personnel
attached to the Flight is surprisingly small,
consisting at the time of writing of just 13
groundcrew and the Flight Commander, Sgn
Ldr Tony Banfield, who is responsible for the
administration and management of the unit,
together with all display flying of the Lan-
caster. The remaining Spitfire and Hurricane
pilots come to BBMF purely as a secondary
task, in addition to normal flying duties within
the Coningsby Phantom fleet. Sqn Ldr Ban-
field is, in fact, the only full time officer
assigned to BBMF, and whilst many of the unit
personnel often disappear during the winter
months, the Flight Commander remains very
much in business at Coningsby, making ar-
rangements for the forthcoming display season,
and writing up reports on the previous year’s
activities.

During the winter the aircraft are grounded
and subjected to a thorough inspection and
servicing. Unlike more modern aircraft there
are no finite fatigue limits on any of the BBMF
aircraft, which means that there is no limiting
number of airframe hours to which the aircraft
can be flown. The unit pursues an “‘on-con-
dition” maintenance policy, involving a contin-
ual inspection process that allows the servicing

The RAF’s Vintage Pair — Vampire T Mk
11 (XH304) and Meteor T Mk 7 (WF791 )
— fly over Eastner Castle, near Ledbury,
Herefordshire.
















( Above ) Spitfire PR Mk 19 PM631 and Tornado F Mk 2. ( Below right) Spitfire P7350.

( Above left) Vulcan B Mk 2 XH558. ( Below) The BBMF Lancaster PA474.
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many more years to come, providing sufficient
funds are forthcoming to finance each display
season. Spares are also rather easier to obtain
than for the older BBMF aircraft, and a large
collection of components is held in reserve at
Scampton, coming from various sources in-
cluding complete aircraft like Meteor NF Mk
11 WD790, which was given to the team by the
RAE when it was retired from service.

The display Vulcan

Perhaps the most impressive (certainly the
biggest and noisiest!) addition to the RAF’s
collection of airworthy historic aircraft is Vul-
can X1.426, which began display flying in 1984
following the retirement of the Vulcan from
active service earlier in that year. The Vulcan
was initially operated for a trial period until the
end of 1984, when it was decided that funds
would be made available to fly the aircraft for
another year, as a tribute to this famous Avro
bomber — originally part of Britain's nuclear
deterrent, and later to play a vital part in the
1982 Falklands operations. The 1985 season
was an outstanding success for the Vulcan,
proving to be a very popular attraction at many
air displays throughout the country. However,
X1.426 was officially withdrawn from display
flying duties at the end of the year, and the
future of the “Vulcan Historical Flight” is
uncertain, chiefly because of the high cost of
flying the huge delta winged bomber. Two
Vulcans (XH558 and XH560) were held in
reserve after their withdrawal from active ser-
vice, and stored at RAF Waddington, from
where X1.426 had operated in 1984 and 1985.
Both aircraft had last operated as B Mk 2K air-
to-air refuelling tankers, before which they
were both B Mk 2MRR maritime reconnais-
sance aircraft. One of the pair (XH558) was
restored to airworthy condition, having the
tanker’s hose and drogue unit removed from
the tail, and ballast installed to compensate for
the weight of the ECM equipment which was
previously fitted in this area. It was then flown
to RAF Kinloss, in September 1985, where the
Nimrod Servicing Unit gave the Vulcan a
thorough servicing, and repainted it in a full
gloss finish, in order to preserve the airframe
exterior in good condition for as long as pos-
sible. XH560 was designated as a suitable
spares back-up aircraft, and both aircraft were
returned to storage, pending a decision on the
future of the Vulcan Display Flight. Whilst it is
to be hoped that XH558 will appear at air
displays during 1986, its future is by no means
certain, and beyond this year, the prospects
would appear to be even more bleak.

Many countries are aware of their aviation
history, and most air forces retain at least some
of their more significant aircraft as museum
exhibits. The Royal Air Force, however, is the
only major air arm to maintain any historical
aircraft in flying condition, and to fly them
regularly. The RAF’s flying heritage truly is
“living history™. []
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CENTURY SQUADRON
CANBERRAS

First flown on 13 May 1949, the
English Electric Canberra continues
to serve the Royal Air Force in
several significant réles, though it
has long been usurped as a front-line
bomber. Most of the RAF’s
Canberras are today concentrated
in No 100 Squadron at RAF Wyton,
where examples of the B Mk 2, PR
Mk 7, E Mk 15 and TT Mk 18 are still
to be seen. This squadron’s primary
purpose is to provide target facilities
for all three armed services — a réle
that goes far beyond the most
obvious one of towing airborne
targets for ground-to-air gunnery
and missile practice. Paul
Crickmore has flown with No 100
Squadron to provide this account

of a sortie for the benefit of students
at the RAF’s School of Fighter
Control

Tower KQC36 and 22, with the Alconbury
traffic in sight you will be cleared take-off.

36 Take-off, K36, 22.

Intercom 36 Pilor Wait for the thumbs up.
Got that? Just wait for a sec so we don’t conflict
with the Alconbury, we’ll let him get well out of
the way. Right, should be all right now.

36 K36 rolling.

Intercom 36 Pilotr Brakes off, accelerating.
Clear to full power. (RPM) 77 50, 77 50; 510
520 (JPT).

Intercom 36 Nav 60 knots . . . 100 knots.

Intercom 36 Pilor That checks. 520 and 550
(JPT) stable, rotating.

Intercom 36 Nav 135 knots.

Intercom 36 Pilot Airborne now. Brakes. Gear
is travelling and holding flat.

Intercom 36 Nav 155 knots.

Intercom 36 Pilot Rog. Back to 7600 and
climbing gently. Alconbury’s well out of the
way now. And gear lights out. Just wait for his
airborne call. Okay, turning starboard now.

22 K22’s airborne.
36 K22, stud 5, stud 5, go.
36 K22, check.

22 K22.
36 K22, loud and clear. Wyton departures
K36 and 22 airborne.

Wyton Radar K36 and 22, roger. Continue
the SID, step climb FL 115 initially.

36 FL 115 initially, K36.

Whyton Radar You are identified on depar-
ture.

Canberra variants operated by No 100 Squadron
include the TT Mk 18 (top and bottom ), the

E MFE 15 (centre left) and the PR ME 7 (centre
right ).
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THE RAF IN GERMANY: 1946-1986

The war in Europe ended with Royal Air Force units operating in Germany as part of the 2nd Tactical Air Force, renamed the British
Air Force of Occupation (BAFO) in July 1945, The name reverted to 2nd TAF in September 1951 and the title RAF Germany was
adopted in January 1959, but the réle has remained unchanged throughout: to provide, within the context of NATO’s 2nd Allied
Tactical Air Force, a front-line deterrent force and attack capability designed to preserve the status quo in Europe. For 40 years,
therefore, the Germany-based squadrons have been very much at the “sharp end” of the Royal Air Force. The aircraft they have

flown since the end of World War II are here described by John Rawlings and depicted in a series of colour profile drawings.

Auster AOP Mk 6
This type equipped No 652 Squadron, the only
AOP unit in RAF Germany, from 1947 on-
wards, being stationed at first at Celle with
detached Flights. It was taken over by the
Army Air Corps on 1 September 1957.

g F Mk 2/F Mk 2A
In September 1965, No 19 Squadron took its
Lightning F Mk 2s to Giitersloh to become the
first fully-supersonic defenders in RAF Ger-
many. In December, the similarly-equipped
No 92 joined them, based at Geilkenkirchen,
giving the Command the mightiest punch its
defence force had enjoyed up to that time. No
92 joined No 19 at Giitersloh
in January 1968 and from then
on both squadrons’ aircraft were
progressively modified up to
F Mk 2A standard, approximately
matching Fighter Command’s F Mk 6.
These two squadrons continued to use
Lightnings for fighter defence duties until
replaced by Phantoms in December 1976
and March 1977 respectively.

BAC Ligh ning

The first RAF squadron to equip with this
medium-lift helicopter was No 18 Squadron at
Odiham on 4 August 1981, After nearly two
years of work-up, the squadron moved out to
Giitersloh on 3 May 1983 to provide an entirely
new airborne element in RAF Germany. It has
remained there in this airborne lifting role to
date.

De Havilland Chipmunk T
Mk10 y

The only quasi-operational Chipmunks in the
RAF are those which have served, and still
serve, with the Station Flight at RAF Gatow in
Berlin, where they fly within the Berlin area to
exercise the British rights to fly over the city.
They have also served, at various times since
the *fifties, in some of the other Station Flights
at RAF bases.

'De Havilland Devon C Mk 1/
CMk2
From 1948 to 1985, one or more Devons have
served with the Communications Squadron at
Wildenrath under its various names of 2nd
TAF Comms Squadron, RAF Germany
Comms Squadron and No 60 Squadron.

De Havilland Heron C Mk 3
One of these aircraft (XM296) served with No
60 Squadron from March 1971 for a number of
years.

De Havilland Mos:« 3
RAF Germany inherited the fighter-bomber
squadrons that had made up No 2 Group, 2nd
TAF, equipped with Mosquito FB Mk 6s.
These were Nos 21, 107, 305, 418, 464, 487,
605 and 613 Squadrons. During the early

post-war years there was much reorgan-
isation and renumbering of these squad-
rons, the situation being quite chaotic
for a while. When regularised,

there remained in RAFG a Wing of Mos-
quitoes at Wahn comprising Nos 4 and 107
Squadrons, the latter being renumbered No 11
Squadron in October 1948, This Wing moved
to Celle in 1949 and to Wunstorf in 1950, where

To form a Strike Force in RAF Germany, a
Wing was formed at Wahn from the miscellany
of light bomber squadrons left over at the end
of the conflict. This Wing was equipped with
Mosquito B Mk 16s and comprised No 128
Squadron (which was renumbered No 14 on
1 April 1946), No 98 Squadron and No 180
Squadron (renumbered No 69 Squadron on 31
March 1946). In September 1949 the Wing
moved to Celle, having been reduced to a two-
squadron formation at the end of 1947 when it
lost No 69 Squadron; Nos 14 and 98 re-equip-
ped on the Mosquito B Mk 35 in 1947/48. In
November 1950 it moved to Fassberg, re-
equipping with Vampires the following year.

Helicopters have played an important
réle in RAF Germany since 1963.
No 18 Squadron now flies Boeing
Chinook HC Mk Is (left), having
previously used the Westland Wessex
HC Mk 2 (below).




The Vampire becamc the universal cqulpment
of RAF Germany in the early *fifties, and the
first jet fighter to serve there. To start this
process, No 3 Squadron received Vampire F
Mk 1s in place of its Tempests at Wunstorf in
April 1948. The squadron was tasked with
obtaining operational experience with the type
in service in Germany and its experience paved
the way for the later re-equipment of the other
fighter squadrons with Vampire F Mk 5s. In
June 1948 it moved to Gutersloh and there
began re-equipping with the FB Mk 5 in May
1949

> Havillar

In the early *fifties, this version of Lhc Vamp:re
became the standard weapon in RAF Germany,
being used in the dual role of interceptor fighter
and ground attack interdictor. The original
Wing was built up at Gitersloh in 1949 with
Nos 3, 16 and 26 Squadrons, but from then on
there was a rapid expansion to other bases. No
16 Squadron moved to Celle in November 1950
and was there joined by newly-re-formed Nos
93 and 94 Squadrons before the year was out.
No 26 went to Wunstorf in January 1950 where
it was joined by No 4 Squadron in July, No 11
in August and No 5 in March 1952, whereupon
No 4 went to Jever. In the meantime, the
Giitersloh Wing had been maintained by re-
forming No 67 Squadron in September 1950
and No 71 in October. No 4 Squadron was
joined at the newly-built airfield at Jever by No
20 in July. Fassberg had been built in 1951 and
three squadrons were re-formed to provide a
Wing there: Nos 112 and 118 in May and No
266 in July 1951, No 98 following in October.
The final Vampire base was Oldenburg, Nos 20
and 26 Squadrons moving there in July and
August 1952, and being joined by the re-for-
med No 234 Squadron. In the meantime, No
145 Squadron had been added to the Celle
Wing in March 1952, Sixteen squadrons of
Vampire FB Mk 5s thus provided a large
numerical force in Germany, but by April 1954
the entire Vampire force had been replaced.
ﬁ =y : =
e’
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The Venom in its FB Mk 1 version was rushed
into service with RAF Germany in 1952 to take
advantage of its performance improvement
over that of the Vampire. First aircraft went to
No 11 Squadron at Wunstorf in August 1952;
Nos 5 and 266 re-equipped before the year
ended, to make up No 123 Wing. No 121 Wing
at Fassberg changed up to Venoms when No 14
Squadron re-equipped in May 1953, No 98 in
August and No 118 in October. Celle’s No 139
was the third Wing to re-equip, with No 16
Squadron in February 1954, No 145 in May
and No 94 in June. Venom FB Mk ls were
replaced by FB Mk 4s in the Wunstorf Wing in
1956, the Fassberg Wing having re-equipped
with Hunters in 1955; the Celle Wing
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{ Above) Sabre F Mk 4, No 234 Squadron

( Below) Canberra PR Mk 7, No 80 Squadron




( Above) Jaguar GR MFE 1, No 14 Squadron

( Below) Tornado GR Mk 1, No 31 Squadron
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squadrons disbanded between September and
October 1957.

| 3 - o
The advent of the Canberra in the RAF offered
the potential of a much more powerful strike
capability, and RAF Germany was quick to
take advantage of it. A Strike Wing, No 125,
was formed at Giitersloh with Canberra B Mk
2s when No 149 Squadron moved out from
Cottesmore in September 1954, whereupon
three other squadrons were formed to join it,
Nos 102 in October, 103 in November and 104
in March 1955. The Wing disbanded in 1956.

with Bomber Command in the UK, was modi-
fied in two stages for the low-level nuclear and
interdictor role required in Germany, first as
the B(I) Mk 6, an interim version with an
interchangeable belly gun pack and underwing
pylons, and then the B(I) Mk 8 which had a
completely redesigned forward fuselage, better
suited to the réle. The B(I) Mk 6 went into
service with No 213 Squadron at Ahlhorn in
March 1956, moving to Briggen in August
1957 where it served for 12 years, disbanding
on 5 December 1969. The B(I) Mk 8 equipped
all the other RAF Germany squadrons, starting
with No 88 which re-formed at Wildenrath in
January 1956 and served there until December
1962, when it was renumbered as No 14 and
continued through to June 1970. It was fol-
lowed by No 59 Squadron in February 1957 at
Geilenkirchen, this squadron becoming No 3
on 4 February 1961 and serving with B(I) Mk
8s until January 1972. No 16 Squadron was the
third and final Canberra B(I) Mk 8 unit,
forming at Laarbruch in March 1958 and
serving there until June 1972.

The Canberra took over the photo-recce role
from the Meteor in May 1954 when No 69
Squadron formed with PR Mk 3s at Laarbruch.
It proved the réle and maintained the task until
further PR squadrons had been formed, then
moving (on 1 July 1958) to Luqa, Malta, to be
renumbered No 39 Squadron. By then three
other PR Canberra squadrons had been formed
in Germany, all with the later PR Mk 7. First
was No 31 Squadron at Laarbruch in March
1955, followed in June 1955 by No 80, also at
Laarbruch, but moving to Briiggen two years
later. The third squadron was No 17, which re-
formed at Wahn in June 1956 and moved to
Wildenrath in April 1957. No 80 Squadron
served until September 1969 when it was
disbanded; No 17 served until December 1969,
leaving No 31 Squadron to maintain the role
with Canberras until March 1971.
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Gloster-Meteor FR Mk 9/
PRMk10

The Meteor first served in Germany in the
reconnaissance role, from December 1950
when No 2 Squadron at Buckeburg relin-
quished its Spitfire PR Mk 19s. Gloster Meteor
FR Mk 9s served with this squadron until May
1956, having moved to Giitersloh in May 1952,
Wahn in July 1953 and Geilenkirchen in
October 1955. Also in December 1950, No 541
Squadron at Benson received Gloster Meteor
PR Mk 10s and took these out to Buckeburg in
June 1951. It continued in the high altitude PR
role until disbanded at Wunstorf on 6 Septem-
ber 1957. Several Meteor PR Mk 10s had also
served with No 2 Squadron for a few months in
1951. A second Meteor FR Mk 9 Squadron, No
79, re-formed at Giitersloh on 15 November
1951, moving to Buckeburg in July 1954; it
kept the type until re-equipped with Swifts in
August 1956.

Gloster Meteor NF Mk 11

A night-fighter element was introduced into
RAF Germany for the first time in 1952. The
first Wing of Gloster Meteor NF Mk 11s was
formed at Wahn, comprising Nos 68 and 87
Squadrons, re-formed in January and equip-
ped by March. A second Wing was formed at
Ahlhorn later in the year, No 96 re-forming on
1 October and No 256 on 17 November. These
four squadrons maintained a night and all-
weather defence capability until 1959, when
changes were made to accommodate the Glos-
ter Javelin as a replacement. On 20 January
1959, No 68 Squadron (which had moved to
Laarbruch in July 1957) was renumbered as No
5, continuing to fly Meteors until August 1960.
No 87 had already moved to Briiggen in July
1957 and re-equipped with Javelins that Sep-
tember, while No 96 had moved to Geilen-
kirchen in 1958 and was renumbered No 3
Squadron on 21 January 1959, immediately re-
equipping with Javelin FAW Mk 4s. No 256
had also moved to Geilenkirchen in February
1958 and was renumbered as No 11 on 21
Jan 1959, keeping Meteors until March 1960.

Gloster Javelin FAW Mk 1/
FAW Mk 4/FAW Mk 5§

No 87 Squadron was completely re-equipped
with Gloster Javelin FAW Mk 1s by November
1957 at Briiggen. It was the only squadron to
fly this version, and these were supplemented
in small numbers by FAW Mk 5s in September
1958 and FAW Mk 4s in December 1959. No 5
Squadron received Javelin FAW Mk 5s at
Laarbruch in January 1960 and kept them until
moving to Geilenkirchen in November 1962.
No 3 Squadron re-formed at Geilenkirchen on
21 January 1959 and re-equipped with Javelin
FAW Mk 4s, serving for two years until
disbanding there on 31 December 1960. No 11
Squadron was already at Geilenkirchen with
Meteor NF Mk 11s and re-equipped with

Javelin FAW Mk 4s in October 1959, retaining
some Meteors until March 1960. Javelin FAW
Mk 5s augmented the FAW Mk 4s from
January 1962 onwards.

Gloster Javelin FAW Mk 9

From two Wings of Javelin FAW Mk 4/5s,
RAF Germany’s all-weather force was reduced
to one Wing, at Geilenkirchen, in the 'sixties.
No 3 Squadron disbanded in December 1960,
just after No 87 Squadron, leaving Nos 5and 11
at Geilenkirchen. In December 1962 both these
squadrons re-equipped with the missile-armed
Javelin FAW Mk 9 and provided the main
defence for RAFG until the mid-’sixties and
the advent of the Lightning. No 5 Squadron
disbanded on 7 October 1965 and No 11 on 12
January 1966.

Hawker Tempest V

Of the Tempest Wings in 2nd TAF which
moved into Germany at the end of the War,
four squadrons remained as part of BAFO and
thence RAF Germany. Two of these, Nos 3 and
80, were at Wunstorf, and two at Fassberg, Nos
16 and 56. They maintained a punchy fighter
force until post-war types could replace them.
No 56 at Fassberg was soon disbanded, in
March 1946; No 16 at Fassberg went over to
Tempest I1s in April 1947, No 80 to Spitfire F
Mk 24s in January 1948 and No 3 to Vampire F
Mk 1s in April 1948.

Hawker Tempest I1

The Tempest I1 was too late for operations in
World War Two but a Wing was built up in
RAF Germany shortly after the end of the War.
This was based at Fassberg, where No 33
Squadron replaced its Spitfire LF Mk 16Es in
October 1946. It was joined by No 26 Squadron
in January 1947 and No 16 Squadron in April
1947, The Wing moved to Gitersloh in
November 1947, where it remained for two
years. At the end of 1948 it was decided that
Gitersloh should become a Vampire base, and
No 16 began re-equipping in November 1948,
followed by No 26 in April 1949. No 33
Squadron continued to fly its Tempests there
until July 1949, when it took them to the Far
East Air Force.

Hawker Hunter F Mk 4

The Hunter F Mk 4 became the standard
fighter for RAF Germany in the mid-"fifties,
eventually replacing all the Vampires and
Sabres. Jever became the first Hunter station,
with No 98 Squadron and No 118 Squadron in
March 1955, followed by No 4 in July and No
93 in January 1956. The second Wing formed
at Oldenburg, with No 14 Squadron in May,
No 26 in June and No 20 in November 1955.
The third Wing was at Briiggen, comprising
Nos 67 and 71 Squadrons in January and April
1956, followed by Nos 112 and 130 almost
immediately afterwards. The final two
squadrons were at Geilenkirchen, Nos 3 and

234 re-equipping on Hunters in May 1956,
This large force of Hunters seemed set to serve
RAF Germany for many years to come, but the
notorious 1957 White Paper on Defence
brought about an immediate reduction in force
levels in RAF Germany. As a result, No 3
Squadron disbanded in June 1957, No 26 in
September, Nos 67 and 71 in April, Nos 98 and
118 in July and Nos 112 and 130 in May. This
left only five Hunter squadrons in Germany,
which were then re-equipped with the Hunter
F Mk 6.

Hawker Hunter F Mk 6

The emaciated RAF Germany of 1957 con-
tained five Hunter squadrons, equipped with
the F Mk 6. Of these, Nos 4 and 93 Squadrons
were at Jever, No 14 was at Ahlhorn (moving to
Giitersloh in September 1958), No 20 was at
Oldenburg (also moving to Giitersloh in 1958)
and No 26, which in September 1958 re-for-
med at Giitersloh on the F Mk 6 after disband-
ing with F Mk 4s in September 1957. These
two Wings remained operational at Jever and
Giitersloh until the end of 1960, when all five
squadrons were disbanded.

Hawker Hunter FR Mk 10

This version of the Hunter was introduced into
RAF Germany to replace the Swift FR Mk 5.
No 4 Squadron was re-formed at Gutersloh a
day after its disbandment at Jever and given the
first FR Mk 10s, being joined in Germany by
No 2 Squadron at Gitersloh in March 1961.
These two squadrons maintained the fighter-
recce role until the end of the decade, when No
4 went to the UK to re-equip with Harriers
whilst No 2 remained dedicated to the fighter-
recce task, re-equipping with Phantoms be-
tween December 1970 and March 1971.

Hawker Siddeley Andover CC

Mk 2

At least one of these aircraft served with No 60
Squadron in the ’seventies at Wildenrath.

Hawker Siddeley (BAe)

Harrier GR Mk 1/GR Mk 3

This revolutionary fighter/ground-attack air-
craft was tailor-made for the RAF Germany
role. No 4 Squadron brought its Harrier GR
Mk 1s to Wildenrath in June 1970 to work up
the role, after re-equipping at Wittering. For
nearly a year the squadron comprised the only
Harrier force in RAFG, the second squadron,
No 20, being formed on 1 December 1970 at
Wildenrath. The two-squadron Wing soon
became fully operational, converting to the GR
Mk 1A, and then the GR Mk 3, in the next 18
months. On 1 January 1972 the Wing was
completed by the re-forming of No 3 Squadron
at Wildenrath. On 28 February 1977, after five
years as a three-squadron Wing, No 20 Squad-
ron was split into two and added, one half each,
to Nos 3 and 4 Squadrons. These two aug-
mented squadrons have continued in the front
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line ever since, moving to Giitersloh in March
1977, where they now await the arrival of
Harrier GR Mk 5s in the not-too-distant
future.

Hawker Siddeley (BAe)
Buccaneer S Mk 2B

‘The Buccaneer, originally a naval strike fight-
er, was adapted for and adopted by the RAF at
the end of the 'sixties, the S Mk 2B version
being intended to replace the strike Canberras
in RAF Germany. A two-squadron Wing was
formed at Laarbruch, starting with No XV
Squadron which re-formed at Honington on 2
October 1970 and moved to Laarbruch on 11
January 1971. It was joined there by a re-
formed No 16 Squadron on 6 June 1972. The
Wing provided the heavy attack component of
RAF Germany until the advent of the Tor-
nado, No XV Squadron re-forming with the
latter in July 1983 and No 16 in February 1984.

Hunting Percival Pembroke C

Mk 1
Coming into service in the ’fifties, the Pem-
broke soon formed the main component of the
2nd TAF Communications Squadron, which
was later renamed RAF Germany Comms
Squadron and then, on 3 February 1969, No 60
Squadron. It has always been stationed at
Wildenrath, and continues to operate Pem-
brokes in the internal communications role.

McDonnell Douglas F-4M
Phantom FGR Mk 2

This version of the Phantom has a long associa-
tion with RAF Germany in three different
roles. It first entered the Command in the
ground-attack role in 1970, forming a Wing of
three squadrons at Briiggen. No 14 replaced its
Canberras with Buccaneers in June, No 17 re-
formed in August 1970 and No 31 re-formed in
October 1971. In the meantime the Phantom
had taken up its second role in the Command
by replacing the Hawker Hunter FR Mk 10 in
the fighter-recce task with No 2 Squadron at
Laarbruch in April 1971. The Phantom served
in these two roles for the next five years, until
the advent of the Sepecat Jaguar, which began
replacing the Briiggen Wing from April 1975,
when No 14 re-equipped, followed by Nos 17
and 31 in December. At Laarbruch, No 2
Squadron soldiered on with the Phantom until
September 1976. However, the aircraft’s task in
RAF Germany was not yet over, for it was now
reintroduced in the air defence role. Nos 19 and
92 Squadrons relinquished their Lightnings to
re-equip on Phantoms at Wildenrath in July
1976 and January 1977 respectively. These two
squadrons have maintained the air defence task
in RAFG ever since, and are likely to continue
to do so into the 'nineties.

North American (Canadair)
Sabre F Mk 1/ F Mk 2/F Mk 4

Because of the advent of the MiG-15 in

European skies and the delays in getting Brit-
ish-built transonic fighters into service, Can-
adian-built Sabres were purchased by the RAF
to plug the gap. The first Sabre Wing was based
at Wildenrath and comprised Nos 3 and 67
Squadrons, in May 1953, and No 71 in
October. In November, No 3 moved to Geilen-
kirchen. Meanwhile, No 4 at Jever re-equipped
with Sabres in October 1953 and at the same
time the Wing at Oldenburg became a large
Sabre formation comprising No 20 Squadron
(October 1953), No 26 (November 1953), No
234 (November 1953) and No 93 (April 1954).
The final Wing was at Bruggen, where No 130
Squadron had re-equipped as early as August
1953 and was joined by No 112 in January
1954. The Sabres began to leave RAF Ger-
many as Hunters arrived, the Jever and Olden-
burg squadrons standing down in 1955 and the
others in 1956.

Panavia Tornado GR Mk 1

This tri-national warplane has come into RAF
Germany’s service comparatively recently and
is still in the process of re-equipping the
Buccaneer and Jaguar squadrons. It first re-
placed the Buccaneer at Laarbruch, No XV
Squadron re-equipping in September 1983 and
No 16 in May 1984, To this Wing was added
No 20 Squadron from Briiggen, which re-
equipped from Jaguars in June 1984. The
Jaguar Wing at Briiggen then itself began to re-
equip, No 31 Squadron in June 1984, No 17 in
August 1984 and No 14 in August 1985, The
Tornado GR Mk 1 will eventually replace the
Jaguars of No 2 Squadron, operating in the
low-level recce role, but this is not expected
until 1987, after the Tornado recce equipment
has been proved for service and a UK-based
squadron has first re-equipped with the Tor-
nado in this role.

Sepecat Jaguar GR Mk 1

This Anglo-French aircraft entered RAF Ger-
many in April 1975 to replace the Phantom in
the ground-attack role, equipping an attack
Wing at Briggen and a fighter-recce squadron
at Laarbruch. The first Jaguars went to No 14
Squadron, followed by Nos 17 and 31 in
December. In March 1977 the Wing was
strengthened by the addition of No 20
Squadron, which re-formed there after its
disbandment as a Harrier unit. Meantime, No 2
Squadron at Laarbruch had replaced its Phan-
toms with Jaguars in the fighter-recce role in
March 1976. The Jaguar has now been replaced
by the Tornado in all but No 2 Squadron,
which will remain as the final Jaguar unit in
Germany for at least another year.

Supermarine Spitfire PR
Mk 19/F Mk 24

Although the Spitfire served in large numbers
in 2nd TAF, eventually in Germany, only two
squadrons survived into the peacetime RAF
Germany. The first of these was No 2 Squad-
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ron, which flew Spitfire PR Mk 19s in the recce
role from Buckeburg up to the end of 1950,
when it was progressively re-equipped with the
Gloster Meteor FR Mk 9. It also flew a few
Spitfire FR Mk 14Es on low-level recce duties.
The other Spitfire squadron was No 80, which
re-equipped from Tempests at Wunstorf with
the ultimate Spitfire variant, the F Mk 24, in
January 1948. This squadron flew the Spitfire
on air defence duties from various bases in
Germany until leaving for the Far East in 1949.

Supermarine Swift FR Mk §

Although the Swift proved unsuccessful in its
primary role as an interceptor fighter, the FR
Mk 5 version held promise as a low-level
fighter-recce aircraft, and was introduced into
RAF Germany to replace the Meteor FR Mk 9.
Thus, it served with two squadrons, Nos 2 and
79, entering service with the former in March
1956 and the latter in June 1956, respectively at
Geilenkirchen and Giitersloh. No 2 Squadron
took its Swifts to Jever in October 1957 and
both squadrons served until the end of the
decade, when No 79 Squadron disbanded
(coincidentally with the re-forming of No 4,
some of its Swifts briefly flying with the latter
squadron). No 2 retained its Swifts until the
advent of the Hunter FR Mk 10 in March 1961.

Vickers Valetta C Mk 2

At various times in the *fifties and early ’sixties,
the RAF Germany Communications Squadron
operated at least one of these medium-range
transports on its routes and for VIP duties. It
finally left the Command in June 1969.

Westland Whirlwind HAR Mk 10

For two years, RAF Germany had the services
of No 230 Squadron at Giitersloh in the tactical
support role, this being the first helicopter
squadron to fly in such a role as part of the
Command. It moved in on 14 January 1963 and
left again on 1 January 1965, being then re-
placed by No 18 Squadron.

Westland Wessex HC Mk 2

No 18 was the first UK-based RAF squadron
to use the Wessex, in the tactical support role.
As soon as a second UK squadron (No 72) had
become operational, No 18 left Odiham to
replace No 230 Squadron’s Whirlwinds at
Giitersloh on 1 January 1965. It served there
for three years, returning to the UK in 1968.
Just over two years later, the squadron returned
to Giitersloh, on 31 August 1970, and served
continuously in support of BAOR for 10 years.
It disbanded at Giitersloh on 1 December 1980.

Westland/Aérospatiale Puma
HC Mk 1

At the end of 1980, No 230 Squadron left
Odiham for Giitersloh with Pumas to take on
the tactical support réle, and has remained
there ever since as RAF Germany’s permanent
operational helicopter support unit.
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Westland Gazelle HT Mk 3, No 2 FTS,
Shawbury.

HP Victor K Mk 2, No 57 Squadron,
Marham.

Scotrish Aviation Fetsiream T Mk 1, No 6
FTS, Finningley.

Scottish Aviation Bulldog T Mk 1, London
UAS, Abingdon.

De Havilland Chipmunk T Mk 10, Berlin
Station Flight.

Scampton, Lincolnshire

Launching point for the 1943 raid on Ruhr
dams, this airfield opened in 1936 and re-
mained a bomber station until the last Vulcans
were withdrawn in 1982. British Aerospace
uses the airfield for Buccaneer and Phantom
test flying, but it was not until 1984 that the
RAF returned in force with arrival of the
Central Flying School HQ, which is respon-
sible for producing flying instructors. CFS
elements in residence are the internationally-
renowned Red Arrows team of Hawk T Mk
1As (since 1983); the Bulldog T Mk 1 squad-
ron, and a Jet Provost squadron (T Mk 3As
and T Mk 5As) — other components being at
Valley, Shawbury and Syerston. The “Vintage
Pair” air display duo is also maintained by the
CFS here. Air Cadet Viking T Mk 1 sailplane
flying is by No 643 VGS.

Boeing Chinook HC Mk 1, No 18 Squadron,
Giitersloh.

Hawker Siddeley Andover E Mk 3, No 115
Squadron, Benson.

Shawbury, Shropshire

Shawbury opened for training and mainten-
ance duties in 1938 and remains in the same
“business’” today. Support activities are re-
stricted to light aircraft overhauls, but various
types have been stored here since closure of
Kemble in 1983. Flying residents include No 2
FTS with its fleet of Gazelle HT Mk 3s and
Wessex HC Mk 2s, providing 125-hour courses
(75 and 50 respectively) to the RAF’s future
helicopter pilots after their Jet Provost T Mk 3
stage. The CFS Helicopter Wing is detached
here from Scampton and shares Gazelles with
the FTS. Jet Provost T Mk 4s are flown by
contract civilian personnel to give realistic
training in aircraft direction to ground-based
students of the Central Air Traffic Control
School. No 8 AEF uses Chipmunk T Mk 10s.

Valley, Gwynedd
A wartime fighter and ferrying station, opened
in 1941, Valley changed to the training role in

Slingsby Venture T Mk 3, No 616 VGS,
Henlow.

[ IS

BAe VC10 K Mk 2, No 101 Squadron, Brize
Norton.

1951 and remains thus today. Units making use
of virtually unrestricted airspace in the area
include No 4 Flying Training School, equip-
ped with Hawk T Mk Is and providing an 85-
hour advanced flying course for students fin-
ishing Jet Provost training at Church Fenton,
Cranwell and Linton-on-Ouse, the next stage
being Brawdy or Chivenor. Aircraft are shared
with the Hawk squadron of the CFS, detached
from Scampton. Wessex HC Mk 2s are op-
erated from here by both “C” Flight of No 22
Squadron and the SAR Training Flight. Many
of the visiting fighters to be seen at Valley are
attending the Strike Command Air-to-Air
Missile Establishment for annual training.

Waddington, Lincolnshire

Dating from 1916, but rebuilt in 1937, Wad-
dington has always been a bomber station, and
it was here that the first Vulcans were delivered
in 1956. That era ended in 1984 when the last of
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the type were withdrawn. Delays in the Nim-
rod AEW Mk 3 programme have resulted in a
hiatus at Waddington, and although the first of
these aircraft was delivered in December 1984,
it was assigned to development, not an
operational squadron. Regular deployments by
NATO E-3B Sentries have taken place in the
interim. Nimrods are now expected to be fully
operational by 1987, replacing Lossiemouth’s
Shackletons in providing a much-needed im-
provement in airborne early-warning cover.

Wattisham, Suffolk

Wattisham has been in use since 1939, as a
bomber and USAAF fighter base in World
War II, and for fighters subsequently.
Meteors, Hunters, Javelins and Lightnings
have now given way to Phantoms assigned to
the air defence of southern England, Watti-
sham being earmarked as the base which will
retain these aircraft into the next decade. Serv-
ing here are No 56 Squadron with Phantom
FGR Mk 2s and No 74 with the unique F-
4](UK) model, delivered from US Navy sur-
plus stocks in 1984 to replace aircraft now
defending the Falkland Islands.

Wittering, Cambridgeshire

Training and fighter roles occupied this station
from its opening in 1916 until the mid-war
years, when it became an experimental and
development base for fighters. Bomber Com-
mand took-over in 1953, operating Canberras,
Valiants and Victors until 1968, During the
following year, Wittering became the initial
Harrier station (and thus the world’s first
VTOL combat aircraft base), retaining this role
today. It is home to No 1 Squadron, which
participated in the Falklands War, and training
unit, No 233 OCU, flying Harrier GR Mk 3s
and two-seat Harrier T Mk 4/4A trainers.

Wyton, Cambridgeshire

Strong connections with reconnaissance have
been maintained down the years by Wyton,
although bombers were early residents follow-
ing the station’s opening in 1936. It was a
Wyton Blenheim that flew the first RAF sortie
of World War II. Canberras, Valiants and
Victors were among post-war residents, and
Wyton is now the last Canberra station. Its
present residents include No 100 Squadron
with Canberra B Mk 2s, PR Mk 7s, E Mk 15s
and TT Mk 18s towing targets for aircraft or
ground gunnery and SAM training; No 360
Squadron, a joint RAF/RN unirt, flying Can-
berra T Mk 17 electronic jamming aircraft to
exercise air and surface radar operators; No 1
Photographic Reconnaissance Unit with Can-
berra PR Mk 9s; and No 231 OCU flying
Canberra B Mk 2s and T Mk 4s for training.
Reconnaissance is also undertaken by the
Nimrod R Mk 1s of No 51 Squadron, which
additionally flies a single Andover C Mk 1 test-
bed on behalf of the local Electronic Warfare
and Avionic Unit. “B” Flight of No 25
Squadron mans the Bloodhound Mk 2 SAMs
here.

Other UK bases

RAF units will also be found at the airfields
listed below, although they cannot be regarded
as major flying stations. Some, it will be noted,
are civilian — particularly those housing Bull-
dogs of the University Air Squadrons (UAS)
and Chipmunks of Air Experience Flights
(AEF). The latter are part of the Air Cadet
flying organisation, as are the Volunteer Glid-
ing Schools (VGS) equipped with Venture T
Mk 2 powered gliders or winch-launched Vik-
ing T Mk 1 sailplanes, except where otherwise
stated. Some airfields function as Relief Land-
ing Grounds (RLG) for nearby bases.

Aldergrove, Ulster: No 72 Squadron, Wessex
HC Mk 2 transport helicopter.

Arbroath, Tayside: No 662 VGS, Viking T
Mk 1.

Barkston Heath, Lincolnshire: “A” Flight,
No 25 Squadron, Bloodhound Mk 2 SAM;
Cranwell satellite airfield.

Bawdsey, Suffolk: “C” Flight, No 85
Squadron, Bloodhound Mk 2 SAM.

Boscombe Down, Wiltshire: Tornado Op-
erational Evaluation Unit, Tornado GR Mk 1.

Boulmer, Northumberland: “A” Flight, No
202 Squadron, Sea King HAR Mk 3 search and
rescue.

Catterick, Yorkshire: No 645 VGS, Viking T
Mk 1; Fire-Fighting and Safety School.
Chetwynd, Shropshire: RLG for No 2 FTS,
Shawbury.

Cosford, Shropshire: Birmingham UAS,
Bulldog T Mk 1; No 633 VGS, Venture T Mk 2
glider; No 2 School of Technical Training;
Aerospace Museum.

RNAS Culdrose, Cornwall: RAF Sea King
Training Flight, Sea King HAR Mk 3 admini-
stered by the Royal Navy.

Dishforth, Yorkshire: RLG for Linton-on-
Quse and Topcliffe.

Elvington, Yorkshire: RLG for Linton-on-
Quse.

Exeter Airport, Devon: No 4 AEF, Chip-
munk T Mk 10.

Fairwood Common Airport, West Glamor-
gan: No 636 VGS, Sedbergh and Cadet gliders.
Converting to Viking T Mk 1, summer 1986.

Filton Aerodrome, Avon: Bristol UAS, Bull-
dog T Mk 1; No 3 AEF, Chipmunk T Mk 10.
Fulbeck, Lincolnshire: RLG for Cranwell.
Glasgow Airport, Srrathclyde: Glasgow
UAS, Bulldog T Mk 1.

Halton, Buckinghamshire: No 613 VGS, Ven-
ture T Mk 2; No 1 School of Technical
Training.

Henlow, Beds: No 616 VGS, Venture T Mk 1;

RAF Museum storage site (restoration work-
shops at Cardington).

WHAT FLIES WHERE

PRINCIPAL UK STATIONS

Abingdon
Benson
Binbrook
Brawdy
Brize Norton
Chivenor
Church Fenton
Caoltishall
Coningsby
Cottesmore
Cranwell
Finningley
Honington
Kinloss
Leeming
Leuchars
Linton-on-Ouse
Lossiemouth
Lyneham
Marham
Northolt
Odiham
St Athan
St Mawgan
Scampton
Shawbury
Valley
Waddington
Wattisham
Wittering
Wyton

OTHER UK FLYING BASES
Aldergrove
Arbroath
Barkston Heath
Bawdsey
Boulmer
Catterick
Cosford
Exeter Airport
Fairwood Common Airport
Filton Aerodrome
Glasgow Airport
Halton
Henlow
Hurn Airport
Kenley
Kirknewton
Leconfield
Little Rissington
Manston
Newton
North Coates
Predennack
Samlesbury
Sealand
South Cerney
Swanton Morley
Swinderby
Sydenham Airport
Syerston
Ternhill
Teversham Airport
Turnhouse Airport
Upavon
‘West Malling Aerodrome
West Raynham
Wi &) M e A A

Wethersfield

Woodvale
OVERSEAS FLYING BASES

Akrotiri

Belize City Airport

Briiggen

Fornebu Airport

Gatow

Giitersloh

Laarbruch

Mount Pleasant

North Front

Sck Kong

Wildenrath
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Westland Wessex HC Mk 2,
Sek Kong.

lo 28 Squadron,

Lockheed TriStar K Mk 1, No 216 Squadron,
Brize Norton.

BAe 146 CC Mk 1, Roval Flight,
Benson.

Hurn Airport, Dorset: Southampton UAS,
Bulldog T Mk 1; No 2 AEF, Chipmunk T Mk
10.

Kenley, Surrey: No 615 VGS, Sedbergh and
Cadet gliders. Converting to Viking T Mk 1,
summer 1986.

Kirknewton, Lothian: No 661 VGS, Viking T
Mk 1.

Leconfield, Humberside: “D”" Flight, No 22
Squadron, Wessex HC Mk 2 search and rescue.
Little Rissington, Gloucestershire: No 637
VGS, Venture T Mk 2.

Macrihanish, Strathclyde: NATO emer-
gency advanced maritime patrol base.

BAe Fet Provost T Mk 54, No 1 FTS, Linton-
on-Ouse.

BAe Nimrod MR Mk 2, MR Wing, RAF
Kinloss.

Hazwker Siddeley Domimie T Mk 1, No 6 FTS,
Finningley.

Manston, Kent: “E” Flight, No 22 Squadron,
Wessex HC Mk 2 search and rescue; No 1 AEF,
Chipmunk T Mk 10; No 617 VGS, Viking T
Mk 1.

Mona, Gwynedd: RLG for Valley.

Newton, Nottinghamshire; East Midlands
Universities Air Squadron, Bulldog T Mk 1;
No 7 AEF, Chipmunk T Mk 10.

North Coates, Humberside: “B” Flight, No
85 Squadron, Bloodhound Mk 2 SAM.
Predennack, Cornwall: No 626 VGS, Viking
T Mk 1.

BAC Lightning F Mk 6, No 5 Squadron,
Binbrook.

tland Puma HC Mk 1, No 230 Squadron,
ersloh.

Panavia Tornado F Mk 2, No 229 OCU,
Conmingsby.

St Davids, Dyfed: RLLG for Brawdy.
Samlesbury Aerodrome, Lancashire: No
635 VGS, Venture T Mk 2.

Sealand, Cheshire: No 631 VGS, Viking T
Mk 1.

South Cerney, Gloucestershire:
VGS, Viking T Mk 1.

Stornoway, Hebrides: Advanced emergency
base for air defence fighters.

BAe Harrier GR Mk 3, No 233 0
Wittering.
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When the Royal Air Force, government estab-
lishments, and the best of British industry get
their act together, they're a world-beating team.

Thermal Imaging Common Modules (TICM I1)
was a brilliant tri-Service programme conceived by
the Royal Signals and Radar Establishment and
implemented by British industry led by GEC
Avionics. ) )

Supported by the Royal Aircraft Establish-
ment's ‘Nightbird’ programme, GEC Avionics soon
demonstrated a complete night vision capability,
installing thermal imaging, processing, head-up
and head-down display systems and night vision
goggles in a ground attack trials aircraft. The

HOW
THE
RAF
GOT

resulting system enables a pilot literally to see in
the dark.

It's a major ‘force multiplier’, increasing
aircraft utilisation by a factor of three to one.
~ Now the GEC Avionics night imaging system
|ssoing into RAF Tornado GR.Mk 1, Harrier
GR.Mk 5 and T.Mk 4 trainer, and is selected.for
the US Marine Corps AV-8B. The export prospects
are immense. ”~

Another great British achievement. And’again
led by the avionics company which has won export
orders worth well over £% billion in justnine
months - in the most technically demanding
markets in the world. 7
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NOTHING ELSE EVEN COMES CLOSE.

The RAF’s HC Mk. 1 Chinook. Its external triple hook system can carry 25,000 pounds in
a single lift. Internally, it can carry 80 armed troops at one time. It is capable of evacuating
24 stretcher cases or carrying 20,000 pounds inside.

The Chinook provided enhanced capability and flexibility on the 150-mile-long Cyprus/
Beirut supply line with no problems. Chinooks are now providing enhanced capability for the
NATO support operations role in the Central German sector.

Thanks to its exceptional capabilities, the Chinook is now deployed worldwide as a support
vehicle for the RAF. No wonder. Nothing else even comes close. Boeing Helicopters, P.O. Box
16858, Philadelphia, PA 19142, USA. Telephone 215-522-3751 or Telex 845-205.
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