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BEAGLE NEWS

THE BEAGLE PAC K
From flying board rooms for business executives, to crop spraying, glider towing and "taxis" fo r
V-bomber crews .

The Beagle family of aircraft represents a com-
plete range of private aircraft, designed to meet th e
broad range of requirements from that of the private
and club pilot to those of the biggest industria l
undertakings .

In this, the first issue of "Beagle News", we
include brief information relating to this compre-
hensive Beagle range .

THE BEAGLE AIREDAL E

The first of Beagle's prod actions was the Airedal e
– a 4 seat, single-engine executive/touring aircraft
which is now in quantity production .

The Airedale has been sold in eight countries, i t
has been used for a variety of purposes whic h
ranges from personal transport to acting as th e
`Company car' for a civil engineering organisatio n
which is building a dam in Pakistan .

Leading Particular s

Powerplant : Lycoming

	

0-360-A1A,

	

air-cooled Aspect ratio 6 . 9

flat-four 180 b .h .p . (182.5 c .v .) . Gross weight 2,750 lb ., 1,247 kg .

Propeller : McCauley

	

Met-L-Matic

	

two-blade Max. wing loading

	

14 .5 lb ./sq . ft ., 70 . 8 kg ./sq . in .
constant speed 74in . (1 .88 metres) dia. Max power loading

	

15 .5 lb ./b .h .p ., 6 . 845 kg ./c .v .

Span 36 ft . 4 in ., 11 . 07 m . Fuel capacity, standard 30 gals ., 136 litre s

Length 26 ft . 4 in ., 8 . 03 m . Fuel capacity, long range 50 gals ., 227 litre s

Height 10 ft . 0 in ., 3 . 05 in . Basic equipped weight,

Wheelbase 5 ft . 10 in ., 1 . 78 m . less fuel and oil 1,700 lb ., 765 kg .

Track 6 ft . 0 in ., 1 . 83 in . Disposable load 1,050 lb ., 473 kg .

Wing area 190 sq . ft., 17 . 65 sq . m.
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THE BEAGLE HUSK Y
A superior all-rounder the HUSKY is an out-
standing general purpose aircraft with accommoda-
tion for three (occasional four persons) . It is an
extremely sturdy machine designed to operate unde r
conditions which would prohibit the use of les s
rugged machines . The Husky has a degree of per-
formance usually found only in the more expensive
aircraft, and its short take-off and landing charac-
teristics enable it to use the roughest of landin g
facilities . The large excess of power inherent in th e
Husky make this aircraft ideally suitable for a
variety of roles .

Ski installation has little effect upon performance
and a change-over from normal wheel under -
carriage involves little work and can be carried ou t
in a very short time . In ski form the Husky with it s
outstanding STOLL performance is ideally suited
for mountain rescue duties . By the fitting of float s
even wider operational scope is achieved . With it s
very high performance the Husky makes an out-
standing float plane . As a float plane the aeroplan e
is still a full three seater .

Safety in operation, dependability, and quic k
simple maintenance, make the HUSKY ideal for
aerial spraying . Special equipment for insect
control may take the form of either boom an d
nozzle assembly or a set of four rotary windmil l
atomisers . In either case the distribution equip-
ment is mounted beneath the wings and supplie d
by a windmill driven boom from a 70 gallon tan k
installed in the cabin . At the close of the spraying
season the spray-gear may be removed and the
aircraft turned to further profit as a busines s
transport, or for private flying .

Leading Particular s
Power plant :
Engine type : Lycoming 0-360-A2A .
Propeller type : McCauley 1A/200/FA/8250 metal ,
fixed-pitch .
Overall dimensions:
Wing span

	

36 ft ., 10 .97 m .
Length overall

	

23 ft. 42 in ., 7 . 12 in .
Horizontal tail span

	

10 ft ., 3 .05 in .
Height overall (tail down)

	

8 ft . 4 in ., 2 .54 rn .
Track

	

6 ft ., 1 .83 m .
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E BEAGLE TERRIER 2
The TERRIER 2 is the latest in the Beagle serie s
of small high-wing single-engine aircraft which ar e
widely used as basic club machines in this country
and abroad . Two clubs with which the Terrier 2 i s
flying are of a highly professional nature — Airway s
Aero (B .E.A. and B .O.A.C.'s own flying club) an d
in Germany, The Lufthansa Club . Other club s
flying Terrier include Southern Aero Club, West

London, Newcastle and Cumberland . The Terriers
principal feature is that it is in effect three aircraf t
for the price of one ; it is an economical three seat
—tourer ; an ideal club trainer (dual controls ar e
standard) ; and a highly efficient glider tug . An
average two seat glider of about 600-700 lb . (two-
up) is towed to 2,000 ft . in about 62 mins . by
comparison with the 14 min taken by the more
common tug aircraft in use today .

Leading Particulars
184 sq . ft ., 17 •1 sq . in .

7 . 0
Power Plant : De Havilland Gipsy Major 10 o f

145 b .h .p . (147 c .v .) .
Propeller : Airscrew and Jicwood Wooden Two -
blade fixed pitch of 82 in . (2 . 1 metres) dia . (Type

No . Z8010/5/C . )
Span

	

36 ft ., 11 . 00 m .

Length

	

23 ft . 3 in ., 7 . 09 m .

Height

	

8 ft . 11 in ., 2 . 72 m .

Track

	

6 ft ., 1 . 83 in .

Wing Area
Aspect Ratio
Gross Weight 2,400 lb., 1,080 kg.
Max. Wing Loading 1 2 . 8 lb ./sq . ft., 62 . 5 kg ./sq . in .
Max. Power Loading 16 . 2 lb ./b .h .p ., 7 . 35 kg./c .v .
Fuel capacity

	

23 imp . galls ., 104 . 6 litres
Basic Equipped Weight

	

1,600 lb ., 726 kg .
Disposable Load

	

800 lb ., 354 kg .
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THE BEAGLE B206
Foundation of the present Beagle range is the B .206
the first true `executive' type aircraft to be designe d
and produced in this country for nearly 20 years .

It comes in the five/seven seat light twin category
which is most popular with business users through -
out the world . It is capable of carrying up to fiv e
people in considerable luxury, with toilet an d
washing facilities, or seven people in normal first -
class airline seatings, over distances of more tha n
1,200 miles .

This means in effect that it can carry a team of
business executives on export business to any o f
their customers in Europe within hours .

the R.A.F .'s communications aircraft, the Anson .
To be effective, an R .A.F. communication s

machine must be able to carry at least seven peopl e
– the equivalent of a full V-bomber crew, plus a
pilot for the `taxi' machine itself . And if possible i t
should obviously be able to fly non-stop fro m
British territory to British territory – which mean t
in practice a range sufficient to travel from Britai n
to Malta or Gibraltar without re-fuelling . It also
had to carry a substantial amount of special
equipment which a civilian aircraft does no t
necessarily require .

Work therefore began on a new and expande d

THE BEAGLE B.206 IN FULL PRODUCTION
The BEAGLE B .206, Britain's latest seven/eight seat executive aircraft, is now in full production at the Company's Rearsby ,
Leicester, factory . The B .206 is the largest of the range of BEAGLE aircraft . It is the first truly executive/type aircraft to b e
produced in the U .K. for many years and was conceived originally to meet the demands of speed, economy and comfort fo r
the modern businessman .

The B .206 can be equipped to full airways standards of radio, instruments and navigational aids to enable it in civilian for m
to use the World's airways and to operate freely on major airports .

The B.206 will be in service with the Royal Air Force later this year and production of both military and civil version s
will run parallel .

Beagle came into existence in October 1960, an d
design began within one month . As a result, th e
prototype Beagle made its first flight in Augus t
1961 .

By that time, the Services had begun to take a n
interest in what had previously been mainly a
civilian design . A replacement was being sought for

version of the B .206, which was once agai n
completed from first discussions to prototyp e
flight in a period of only nine months . It has mor e
capacity, more power, more range and more speed ,
while the basic civil U .K . price has been held to the
fully competitive figure of £35,000 . The Beagl e
B.206 is now in quantity production .
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Following are just a few outstanding character-
istics of the Beagle B .206 .

1. Exceptionally pleasant handling character-
istics throughout the speed range .

2. Exceptionally wide cabin (62 in . inside )
which makes possible first-class airline stan-
dards of seating, combined with specia l
attention to pilot's view. (Cabin dimensions :
62 in . wide x 139 in . long x 52 in . high : block
volume : 260 cu . ft .) .

3. Exceptionally wide instrument panel (54 in . )
making possible fully duplicated blind flyin g
panels and full radio and navigational aids .

4. Special attention to layout of flight deck whic h
meets I .A .T .A. and Transport Comman d
requirements for transport aircraft .

5. Hydraulically operated air-stairs/baggag e
door for ease of entrance and self-contained
operation in the field .

6. Large doors for entrance and freight loadin g
to accommodate packages 56 in . x 40 in .

31 in . (40 cu ft .) (with loading ramp . )
7. Strong floor — designed to accommodate

loads of up to 250 lb . per sq ft . or 2.000 lb .
`punch out' on any one square inch ; with
three rows of lashing points at 2,000 lb . each .

8. Fully duplicated electrical system .
9. Guaranteed fatigue life of 15,000 flying hours .

10. Design for maintenance backed by provision

of a full `exchange/overhaul ' scheme for al l
components .

11. Flexibility of roles which include :
Eight seats for 810 miles at 209 m .p .h .
Five seats with toilet for 1,600 miles at 20 9
m.p .h .
Pilot and 1,750 lb . freight for 760 miles a t
214 m.p .h .

Leading Particulars
Engines :
Two 310 h .p . Rolls-Royce Continental G10-470- A
(295 b .h .p . for take-off) .
Propellers :
McCauley two blade, constant speed fully feather -
ing .
Span 45 ft . 9 in .
Length 33 ft . 9 in .
Height 11 ft . 3 in .
Wheel Base 9 ft . 8 in .
Track 14 ft . 0 in .
Wing area 214 sq . ft .
Aspect ratio 1 0
Max. Gross weight 7,125 lb
Empty weight 4,365 lb .
Disposable load 2,760 lb .
Wing loading 33 . 3 lb/ft . '
Power loading 11 . 5 lb ./b .h .p .
Baggage volume 21 cu . ft .
Fuel capacity 195 gall .

The first production Beagle B .206 from the assembly line at Rearsby, Leicester, made its first flight on th e

19th February at the Beagle aerodrome at Rearsby. This aircraft . . . for delivery to the Ministry of Aviation

. . . is, in fact, the 247th Beagle aircraft of 6 different types to be produced during the past 3 years, and 16 5
of these (67% of the output) have been sold in the export market to 14 different countries . Beagle production

is now running at approximately one aircraft a week from Rearsby and Shoreham, Sussex .
six
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with OXYGE N
for executive aircraft

The Kidde lightweight fixed oxygen installation has been specially developed fo r
small executive aircraft and sailplanes to give economy and safety .

The unit is easily operated and centrally mounted on a small control panel wit h
additional self-sealing mask plug-in points remotely situated as required .

A supply of gaseous oxygen is provided from a lightweight cylinder .
In addition the Walter Kidde Company has a range of established design s

covering all forms of crew and passenger oxygen equipment, including portabl e
sets for most types of Public Transport and Executive Aircraft .

Kidde has developed oxygen systems for th e
Britannia, Comet 4, Caravelle, Vanguard,
Trident, H .S .125, VC 10, BAC One-Eleven
and Beagle aircraft .

(Developed from an original idea of th e
Scott Aviation Corporation of America .)

THE WALTER KIDDE COMPANY, LIMITE D
BELVUE ROAD • NORTHOLT •MIDDLESEX Telephone VIKING 661 1
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THE LATEST 1ROMVl SHORROCKS

ALL TRANSISTOR BATTERY TRANS-

CEIVER FOR LIGHT AIRCRAFT AN D

GLIDERS

MODEL TS R

*

	

Receiver covers all frequencies between 108-136Mc/ s
including stations at 50kc/s spacings with whistl e
stop tuning for precision station selection .

*

	

Transmitter 12 channels—meets 50kc/s spacing rule ,
Suitable for any frequency between 117 .9 and 127 . 9
Mc/s or any other 10Mc/s band . Frequency toler-
ance .005% .

* Intercomm. if required .

*

	

Power supply : Small battery or aircraft's electrica l
supply .

* Solid State throughout.

* Low installation cost.

* Four times the normal aeronautical radio guarantee .

* Weight 3 lb.

* Price—TSR f70/Intercomm, E7/Crystals f2 . 10s . each .

*

	

Each unit is delivered with full harness, Operator' s
Manual—Guarantee—A.R.B. Certificate .

YOU ARE INVITED TO SEND FOR FURTHER DETAILS

V.H.F. AIRCRAFT BAND MEDIUM AN D
LONG WAVE RECEIVER (MK V)

V.H .F . Aeronautical Nay . Band * Flight Informatio n

* Airways * Zone * Airport Approach * Radar * Towe r

* Apron * Earth to Space/Space to Earth * Aeronautica l
Mobile & Fixed Station s

* 108-144Mc/s graduated dial * 2 ext . aerial socket s

* Gear driven slow motion * Tape socke t
Tunin g

• Variable tone control * Attractive leather grai n
Mute Switch

	

finis h

*

	

Twin Long Life batteries * Transformerless outpu t
(up to 400 hours)

	

stage for top quality re-
productio n

* Super high output from

	

* 7'finx4'+in . ellip . speake r
14 semi-conductors

*

	

High sensitivity * Circuit : all modular con-
structio n

* High gain aerial * 8 in ferrite aeria l

* Pick-up socket * Detachable handle

* Phone socke t

PRICE : f36 (7/6 delivered )

Single Band V .H .F. L28 (7/6 delivered)

AND LIST OF SALES/INSTALLATION/SERVICE CENTRE S

SHORROCK DEVELOPMENTS LTD.
51 PRESTON NEW ROAD • BLACKBURN LANCASHIRE • ENGLAN D

TEL : BLAKEWATER 8681 2
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HE BOUGHT AN AIREDAL E
In the following article Mr . Charles Smith of
Maidenhead tells how he came into aviation an d
why he bought an Airedale

IT was a typical Spring day in May, overcast an d
dreary. Life was dull and I felt all of my forty-nine
years of age . Motoring past White Waltham
Aerodrome I noticed a dozen or so light aero-
planes parked in front of the Club buildings, and
it flashed across my mind that I had `alway s
wanted to fly' . Without thought, I drove straigh t
into the Club car park and entered the Flight
Office . I burst in with the words `How do I learn
to fly' ? My arrival was greeted by a kindly looking
character called `Mac' with a determined set o f
jaw, somewhat offset by a twinkling eye . He asked
my name and replied `Well, Mr. Smith, sign thi s
paper and we will go and see if you like it' . I
signed the paper and in three minutes flat we were
haring off down the runway in what I came to
know afterwards as a Beagle Terrier .

My immediate impression was one of elatio n
and it was tremendously exciting in the way th e
bumping of the take-off miraculously gave way t o
an uplifting swoop into the sky . `Mac' seemed
perfectly capable of maintaining a vigilant outloo k
and exact control of the aircraft, at the same tim e
explaining to me the principles of what he wa s
about . I discovered in the next half hour that I
liked flying and I liked `Mac', and thereupon
signed for the usual approved course of trainin g
to achieve my Private Pilot's Licence . On the
occasion of my next visit to the West London
Aero Club I met Squadron Leader Johnny Ginns
who was the Chief Flying Instructor and whos e
very considerable qualifications and experienc e
inspired me to greater confidence, and gave me a
wish to learn very thoroughly all things connected
with private aviation .

During the weeks that followed I was made

increasingly aware of the advantages of aviatio n
as a mode of transport and became eager t o
advance my learning to a point where I coul d
save many days every month by air travel and to
enjoy the pleasures of domestic flying .

Having undergone all the usual treatment an d
having been subject to every aviation fear know n
to man, and having made all the mistakes on the
calendar I was assured that I was now perfectl y
safe and fit to be let loose in the sky and on
14th July, 1963, I successfully underwent m y
Flight Test .

It was a wonderful sensation to know that one
could manipulate one of these fascinating devices
called an aeroplane and navigate one's self from
place to place with a reasonable degree of con-
fidence .

One of my business interests is that of a n
Organ Studio from which we sell, service an d
repair electric and electronic organs and our
connections cover the whole of the British Isles .
Here was the ideal medium to enable me t o
expand my business further, involving no extra
time and with a great deal of pleasure . I decided
to buy my own aeroplane.

1 searched through all the books, I read al l
the catalogues, I tried the planes but there was
one machine which was always in the forefron t
of every comparison and this was the Beagl e
Airedale. It was British, and it was comparativel y
very strong and safe . It was a little cheaper tha n
its rivals from Overseas . Doug Bianchi of Persona l
Plane Services at White Waltham, a man of con-
siderable experience, recommended it as being a
very well constructed aeroplane and easy to repair .
I met Eric Hall of Beagle Aircraft at Rearsb y
and I talked to many of the Staff, and came to th e
conclusion that here was an organisation who
would back up their products, who were always
co-operative and most approachable at all times .
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Ah, but I was warned—the Airedale is no good ,
it won't do this, it won't do that but at leas t
everyone agreed that it was very safe, so I ob-
tained for myself a large sheet of analysis pape r
and I wrote down the particulars of every aircraft
in my price bracket, including safety features an d
modes of construction . I placed some of the
uncatalogued characteristics of an aeroplane of
more importance than performance claims . Safet y
and reliability are more important to me than th e
last five knots, and with this new interest in lif e
I certainly do not want to die yet awhile! Th e
performance figures were obtained from dis-

interested sources and I was staggered to find tha t
the Airedale outstripped so many in the 196 3
Kings Cup Air Race . I was even more intrigued
to see that actual performance figures showed the
Airedale to be a very desirable machine and ,
although the Beagle did not come out on top o n
every feature in the sixty odd items of compariso n
data, it came out on top on more occasions tha n
any other aeroplane .

I ordered the Airedale and on 22nd October ,
1963, became the proud owner of G-ARZS .
Flying my aeroplane I am gratified that in every
case she has lived up to the claims by the manu -

Mr. Charles Smith (left), with his daughter Pamela, is seen here receiving the aircraft documents from Mr . Roy Goodwin of
Beagle Aircraft . Also in the party is Mr . Douglas Bianca of Personal Plane Services.
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facturers, and in many cases exceeded catalogue
figures . For example, on my first flight I foun d
that with three up and more than 40 gallons o f
fuel my initial climbing was in excess of 1000 feet
per minute and I was quite unused to the controls .
I found that following an American counterpar t
down the free lane from White Waltham, my
friend in front was hopping around all over th e
sky, whereas the Airedale seemed to rumble alon g
as steady as if it was on rails . It was hard to
believe that we were passing through the sam e
air space and every time I fly the plane I am more
than satisfied that I was right to choose an aircraft
with good visibility downwards, a feature very

important to the tyro . It actually says in the
Flight Manual that the aeroplane has been
demonstrated to be suitable for operation from
rough grass surfaces' and you can say that agai n
at White Waltham !

The aeroplane is now being converted to semi-
aerobatic specification and this is an adde d
attraction to the owner of an Airedale, since
Beagle's say, and the Registration Board ap-
proved, of my loops, rolls and spins which wil l
give me a lot more confidence than taking a
chance with an unapproved machine .

This is how I came into Aviation and this i s
why I bought an Airedale .

MARSHALL OF CAMBRIDG E
provides everything for the Executive an d
Private Operator as well as for the Manufacture r
and Airline Operator .

3 year C . of A . Schedule to R.Ae .C. 3 .
_.= Annual C . of A .
a' Radio Installations .

Overhauls and Repairs .
* Design Engineering .

Customs and Passenger facilities .

MARSHALL is a Specialist in Conversion and Furnishing an d
was awarded Contracts to install the Rolls-Royce Continenta l
Engine G .O.300E in the Beagle Airedale and to fit out and re-furnis h
the Beagle 206 as well as evaluate various interior trim/soun d
proofing arrangements for both civil and military versions of thi s
aircraft .
MARSHALL of CAMBRIDGE (Engineering) LIMITE D
AIRPORT WORKS

	

-

	

-

	

-

	

CAMBRIDG E
TELEPHONE : CAMBRIDGE 56291 - CABLES : MARFLY CAMBRIDG E
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To illustrate the direct financial savings that may
be achieved by the use of company planes, Beagl e
have provided the following example of a hypo-
thetical company manufacturing agricultural
machinery .

Their factory and offices are near Coventry .
Their equipment is already widely used and the y
are working hard to expand their business in mos t
European countries .

Their Managing Director has to make a routin e
round of visits to agents and/or customers fro m
time to time. Many of these are situated in larger
provincial market towns and, on this occasion th e
places concerned are Exeter, Rouen, Rotterdam ,
Ghent and Odense. He will be accompanied o n
this trip by the Sales Director, the Chief Designer
and the Senior Technician . They plan to leav e
early on Monday morning .

By Public Transport
Using the best available services, their itinerary i s
as follows :

Journey Dep . Arr .
Cost pe r
Person

Monda y
Coventry Birmingham (rail) 08 .45 09 .31 £4 19

	

9
Birmingham/Exeter (rail) 10 .01 13 .42
Exeter 'London (rail) 18 .01 21 .13 4 0

	

0
Overnight Stop
Tuesda y
London Paris (air) 09 .00 10.55 9 11

	

0
Paris/ Rouen (rail) 13 .40 15 .41 1 15

	

0
RouenlParis (rail) 20 .35 22 .08 1 15

	

0
Overnight sto p
Wednesda y
Paris 'Rotterdam (rail) 08 .21 13 .43 5 8

	

0
Rotterdam/ Brussels (rail) 17 .34 19 .26 1 15

	

0
Brussels/Ghent 19 .52 20 .35 10

	

0
Overnight sto p
Thursda y
Ghent 'Brussels 12 .34 13 .17 10

	

0
Brussels, Copenhagen (air) 15 .45 17 .25 21 2

	

0
Copenhagen/Odense (rail) 19 .45 22 .40 2 7

	

0
Overnight stop
Frida y
Odense 'Copenhagen (rail) 10.39 13 .30 2 7

	

0
Copenhagen London (air) 14.30 16 .15 25 4

	

0
London/Coventry (rail) 17 .10 19 .36 1 15

	

3

Total £82 19

	

0

To the above must be added expenses (hotels ,
meals, entertaining, taxis, etc .), at say, £10 a da y
per head for the five days .

Total direct cost, therefore, per head is £133 .
For the typical team of four described, thi s

aggregates to £532, plus 20 man-days of tim e
devoted to this one tour of visits .

On the modest assumption that a senior execu-
tive's time is of value to his company at a rate o f
about five times his salary, and assuming that th e
average salary of the group is approximately
£3,500 a year, this rates the average value of an
executive man-day at £50 . The total value of the
executive time spent on this tour of visits i s
therefore £1,000 .

The entire cost of the tour of visits can therefore
be assessed at approximately £1,532 .

By Beagle 206
Assuming the total hourly operating costs of the
Beagle to be £30 (including pilot's salary and all
standing charges, such as hangarage and depreci-
ation), the same trip would cost £300 for the air -
craft, plus £100 for expenses over 2,1 days . Tota l
£400 .

The party would be back in Coventry by 2 . 0
p .m. on the Wednesday, saving ten executive man -
days (equalling £500) of time .

The itinerary would be something like this :
Journey Dep .

	

Arr .
Monday
Coventry/Exeter

	

apprx . 08 .00 apprx . 0 .900
Exeter,lRouen

	

„ 12 .00

	

„ 13 .3 0
Rouen/Rotterdam

	

„ 16 .30

	

„ 18 .1 5
Overnight stop
Tuesday
Rotterdam/Ghent 12 .00 12 .30
Ghent/Odense

	

„ 15 .30

	

„ 18 .00
Overnight stop
Wednesday
Odense 'Coventry

	

„ 11 .00

	

„ 14 .00
The

	

total

	

distance

	

is

	

approximately 1,490
nautical miles,

	

for which ten

	

hours

	

has been
allowed . This is more than generous as the air-
craft's normal cruising speed is over 180 knots ,

Twelv e
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AIRCRAFT CAN BRING DIRECT SAVIN G

so that there is plenty of allowance for traffi c
patterns and other minor delays .

The total saving by Beagle is therefore £132 i n
direct costs, plus £500 in executive time saved .
Total £632 .

The foregoing takes no account of the very con-
siderable tax relief obtainable through the operatio n
of business aircraft, not of the indirect benefits fro m
prestige .

AMSTF.R D
's Graven ho¢¢ e(The Hagu?) c__ .

	

-Rotterdaw
.Harwich

Getting to and from a single city on the Continent can be fairly easy by scheduled airlines—provided of course that you do not min d
being bound to a rigid timetable . But it is virtually impossible to make, in a single day, a cross-country journey involving stops at on e
or more places other than capital cities . This map shows a few 'three-cornered' journeys which could be made in a single day by th e
8 .206-but which would drive your travel agent to distraction if you wanted to do them by public transport !
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WHEN the Ministry began to dispose of some of it s
Mark 6 and 7 Austers in 1959 it was realised tha t
there was a potential market for this type of air -
craft . Flying Clubs and private owners felt a need
for a low priced, robust, economical aircraft with
seating for two or more people in reasonable
comfort . Also aero towing was becoming mor e
and more popular with gliding clubs and although
the Tiger Moth was giving sterling service, as

usual, in this role, there was obviously a limited
need for a more modern machine of superio r
performance and comfort .

It was realised that the Mark 6 aircraft a s
delivered to the Army was not suitable for clu b
or private use without modification and th e
Company decided to acquire all airframes as they
became available .

A modified fin and rudder and tailplane wa s
fitted to improve stability and the flap travel wa s
restricted for the same reason . The prototype wa s
built in conjunction with Mr . F. Horridge at
Lasham, who had acquired an airframe. This
machine G-ARCY made its first flight from
Lasham in August 1960. At this stage the aircraft
was called the Mark 6A and Mr . Horridge made
two more examples G-ARGB and G-ARKC. The
first Rearsby built aircraft was called the `Tug -
master' and was registered G-ARDX . It made its
first flight in August 1960 and subsequently wen t
to Lasham to replace G-ARCY which crashed i n
September of that year .

Four more Tugmasters were built . G-ARGI i s
operated by Mr . H. C. Greenway who is currentl y
planning a round the world trip from his bas e

A recent photograph showing two Terrier I's and two Tugmasters which were recently collected Bona Rearsby by their Swedis h
owners . The two Terriers are for Orebro Bil-och Flvgklubb and one Tugmaster for Kronobergs Flygkluhh . The second Tugmaster is
for private owner Mr. C. E. Aberg .
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at Edgehill . G-ARHM regularly performs th e
impossible by towing the Midland Gliding Club' s
Eagle off the top of the Long Mynd and G-ARI H
lives at Poddington under the watchful eye of it s
owner Mr. H. Britten . The last one to be delivere d
was G-ARRX to Mr . F . Gaze of Ross, Hereford-
shire .

Early in 1961 it was decided to discontinue the
`Tugmaster' in favour of a more sophisticate d
version to be called the A .61 Terrier . Whereas
the minimum amount of work went into th e
Tugmaster in order to keep the cost down, th e
Terrier is a complete rebuild from the basic air-
frame resulting in a machine which is far better i n
all respects than the original . When a Mark 6 or 7
airframe reaches our factory it is completely dis-
mantled and all the fabric is removed . After a
thorough inspection for wear and corrosion th e
structure receives new protective treatment before
recovering . A modified canopy is fitted to th e
cabin which is then reupholstered to a very

comfortable standard . A new instrument panel i s
also fitted .

While the airframe is undergoing this meta -
morphosis the engine is partially stripped and
examined for wear. After rebuilding and benc h
testing it is reinstalled in its airframe .

The first Terrier, G-ARLH, first flew in Apri l
1961 . It was subsequently re-registered EI-AM B
and delivered to the Leinster Aero Club at Dubli n
as recorded elsewhere in this issue . Five others have
been delivered to customers at the time of writing
and a further six are on order . The Company' s
demonstrator G-ARRN has been subjected to a
very rigorous flight test programme as a result o f
which some further modifications have been in-
corporated to improve the handling qualities .

There can be little doubt that the Terrie r
presents excellent value for money and will b e
seen in ever increasing numbers during the corn-
ing year . The latest Terrier, the Series 2 is full y
described and illustrated in this issue .

BEAGLE NEWS CROSSWORD

ACROSS
4 It ' s unfamiliar? Curious! (7)
8 Lone pig running off? (7)

11 Obtain by enforced deman d
(5 )

12 It includes a condition in the
burial (9 )

13 Nice to receive, but lasts n o
longer than the giving (7)

14 A cat across one's path! (4)
16 Seems a small thing for whic h

to disturb the encirclin g
ditch (4)

17 Harshly sounded (6)
19 Bird ' s version of a wash-and-

brush-up (5 )

DOW N
1 Found in the forest, or o n

vines ?—both, and either way
edible (7)

2 Comfort, 0 those . . . .(6)
3 Good memories are a require-

ment for these (5)
5 Heir to a piper? His rhythm ,

at anyrate! (6)
6 Quite agreeable to supply th e

means after this morning (8 )
7 Giles car could not get u p

them (8)
9 Does a Scot meet a friend or

give way to sorrow? (5 )
10 No date! but something mad e

up for it (6)
15 Italian on the fiddle (4)
16 Sale brewed up! (4)

21 They have insight (5 )
22 Platforms at entrances to

docks (6)
24 Amperes multiplied by volt -

age (4)
26 Motors leave their mark (4)
28 Let the evil of the day d o

this (7 )
30 Long life (9 )
31 Cosmetic made from saf-

flower (5)
32 Act of avoidance (7)
33 Presumably those concerned

in 8 across were this (7 )

17 Inclination (4)
18 He heads this for a suit (4 )
19 In favour of, at first, and then

discovered ; all very deep! (8)
20 To bring about according to

plan suggests mechanica l
knowledge (8)

22 State (6)
23 Entreating—there 's a ligh t

within (7 )
24 Give them a head, then

moose and relations merge in
the sky (6)

25 Faint colour in which th e
drink has been upset (5)

27 A judge? (6)
29 The beer rises to becom e

kingly (5)
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MAD DOG S

AN D

ENGLISHMEN

Two days after the National Air Races at Coven -
try, we were off to Sunny Spain to carry out th e
hot weather trials of the Beagle B .206, the final
part of its certification flight test programme .

It was decided to take the opportunity to mak e
a non-stop Gatwick-Gibraltar flight to confirm
the aircraft's range and fuel consumption per-
formance and the Royal Aero Club kindl y
arranged for the flight to be an officially observe d
performance .

A direct track flight at 8,000 feet was planne d
with the co-operation of the British and Frenc h
A.T.C. authorities, who were happy to permi t
us to cross airways with the minimum of fuss an d
at 0450 G.M.T. on a cold and misty morning ,
our wheels left the Gatwick 27 runway and w e
turned on to course .

Our first sight of France was a pinpoint o n
Rennes, followed by a glimpse of the end of one
of the Nantes runways through cloud befor e
setting off across the Bay of Biscay with a nic e
firm radio compass lock on Bilbao NDB .

Shortly after crossing the Spanish coast the
clouds dispersed and we were treated to a mag-
nificent vista of brown and red mesas and escarp-
ments, reminiscent of cowboy-film scenery .

We then made our big mistake of contactin g
Madrid Zone, our pleas to remain on a direc t
track were brushed aside and we were sent off

BEAGLE B .206
HOT WEATHE R

TRIALS

around the zone by a circuitous route which
added 60 nautical miles to our track . Frustrated ,
we could do nothing but obey these inflexibl e
instructions, which included frequent enquiries a s
to whether we were I.M .C. (there wasn't a cloud
in sight and visibility was approximately 100
miles) .

It was a relief to change to the Gibralta r
frequency and be invited by a calm R.A.F. voice
to help ourselves to a direct approach on runway

Mr. `Pee-Wee' Judge, Beagle Chief Test Pilot and author of
this article .

09. We arrived 5 hours and 40 minutes afte r
leaving Gatwick with 60 gallons of fuel stil l
remaining .

After ambling across the runway into town and
a splendid lunch at the Sombrero, we were off
again to Seville, where the real work of the tria l
commenced .
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This consisted mainly of engine cooling an d
performance climbs but also included measure d
take-offs and landings .

As the main object of the exercise was to carry
out these tests in high temperature conditions ,
most of our flying activities took place during th e
heat of the day, while the locals stopped every -
thing and indulged in the old Spanish custom o f
the siesta . This gave us the free run of the airfiel d
but it was usually necessary to call the towe r
several times before a sleepy voice answered . The
siesta habit was however very catching and on on e
occasion between flights our long suffering A .R.B .
representative was spotted fast asleep standin g
with his head in his arms against the wing leadin g
edge !

After concluding the trials at the low altitud e
site of Seville the aircraft proceeded to Salamanca
where further take-off and landing measurements

were made at an airfield elevation of 2600 fee t
AMSL before returning to England via Madrid .

The Madrid – Gatwick flight was accomplishe d
in 3 hours 58 minutes at 10-11,000 feet, and as i f
to let us know that we were back in England, ou r
arrival was accompanied by a vigorous thunder -
storm, making us look rather foolish in our ligh t
tropical clothing as we made our way across the
apron to Customs .

Spain proved an excellent location for ho t
weather trials, combining high temperatures wit h
surroundings more congenial than the traditiona l
African wastes and well within `one hop cap -
ability' of the B .206 . The Airport authorities a t
Seville and the Spanish Air Force at Salamanc a
couldn't have been more helpful and we look
forward to future trials in this friendly country —
next time the B .242 ?

Weston Aircraft Instruments
range far and wide

POSITION INDICATOR S

Weston make a larg e
range of position indica-
tors, both single an d
multi-movement type s
being available . Two basi c
types of position transmit-
ters are also produced fo r
use with these indicators .

Illustrated is a typical
Weston S216 Position Indicator

SANGAMO WESTON LTD • ENFIELD MIDDX . Tel : Enfield 3434 (6 lines) • Enfield 1242 (6 lines) . Grams : Sanwest Enfield . Telex : 2472 4
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WHATEVER THE AIRCRAFT

YOU CAN RELY O N

EXTENSIVELY USED THROUGHOUT THE WORLD ON CIVI L
AND MILITARY AIRCRAFT.
VARLEY DRY ACCUMULATORS LIMITE D
BY-PASS ROAD, BARKING, ESSEX, ENGLAND .
Telephone : RlPplewayL3346 (4 lines)
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WHATEVER THE CONDITIONS

Lightweight ; igh Efficiency

AIRCRAFT BATTERIES
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The journey of . . . two young men with barely 45
years and 800 hours flying between them is re-
markable as a demonstration in the grand mann e
of the real worth of the modern British light aircr a
for serious travel without limit or qualification .

The following article is reproduced by kind perm-
ission of The Aeroplane and Commercial Aviatio n
News .
THE safe arrival on June 28 at Darwin fro m
England of Lord Trefgarne and Charles Masefiel d
in the former's Airedale made little news, especi-
ally at a time when the British Press was much
ngaged with the doings of certain young ladie s
bout-town. Indeed, why should it ?
The trail was blazed many years ago by pioneer s

using the most elementary aircraft, and havin g
none of the facilities which are available to the
private pilot today. Australia in the jet air trave l
era is only two shaves and about a dozen dry
martinis away, and the reliability of the moder n
light aircraft is deservedly taken for granted in the
more sophisticated countries where such aircraft
are used for workaday business travel by ordinary
people .

Nevertheless, the journey of these two youn g
men with barely 45 years and 800 hours flying
between them is remarkable as a demonstration
in the grand manner of the real worth of the

!modern British light aircraft for serious trave l
without limit or qualification.

Clockwork regularity
Not only did they pack into six weeks a wealth
of human experience in far places which mu s
make the grand tour of past generations seem l i
a trip to Margate, but they were able to keep wi t
clockwork regularity to a tightly-arranged sched -
ule of business visits, meetings and demonstration s
carefully planned beforehand in collaboration

This remarkable keeping to schedule and the
amount of useful work done in the busines s
sense, are together a really splendid achievement ,
and reflect great credit on the two pilots and on th e
Airedale itself.

Lord Trefgarne's Airedale was a new, standar d
machine, equipped from the normal list of
`optionals' with VOR, ADF, blind-flying panel ,
long-range tanks and sunblinds . It is worth noting
that Airedales are now flying in 10 countrie s
outside of Britain, and there is little doubt tha t
G-ASBI's voyage of demonstration will augmen t
this number .

The travellers were seen off at Gatwick on th e
morning of May 15 by parents and friends . A
Beagle 206 flown by Peter Masefield escorted the m
to within sight of the French coast to see Bravo
India and its young crew fairly on their way .
Weather was reported to be very bad over th e
eastern half of France and Clermont Ferrand wa s
selected as the first touchdown, followed by Lyon s
and Cannes, trailing at the skirts of an outsiz e
depression .

This depression was not to be shaken off unti l
two days later, when the weather cleared in time
to allow a glorious view of the Greek coast a s
Bravo India flew towards Athens .

The glories of Greece were left behind on th e
third day, when the first long sea crossing was
made to Cyprus via Rhodes . In Cyprus there was
some embarrassment, both passports bein g
perfectly in order save, unfortunately, for geo-
graphical location . They had been left in Rhodes
but caught up with the travellers two days later .

In Cyprus they were splendidly received by th e
aviation fraternity, including Mr . J . F . Blackburn ,
Wing Commander Savva of Cyprus Airways an d
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other personalities, especially those associated wit h
the embryo flying club in Nicosia, several of who m
flew Bravo India and seemed much impressed .

On May 21 the short sea crossing to Beirut wa s
made without incident and Bravo India was agai n
put through its paces by senior members of the
Aero Club of Lebanon under the watchful eye o f
Tom M applebeck, one-time Auster agent and doye n
of British air representatives in the Middle East .

Two days later the Airedale made the desert

a quick passage of it was therefore made to
Kuwait and Bahrein, where demonstrations were
given to the Air Force and representatives of th e
local airline, police force and oil companies .

The weather, at this stage, was almost unbear-
ably hot, the outside air temperature being ofte n
120°F or more, and cabin temperatures as high
as 140° were recorded on the ground . These
quickly decreased, however, as soon as Brav o
India was airborne, justifying the four ventilators

Copyright Keystone Press Agency Ltt1 .

Lord Trefgarne (left) and Charles Masefield check the Airedale' s engine .

crossing to Baghdad via Damascus . A very mis-
leading wind forecast made an intermediate land-
ing for fuel desirable, and a desert strip wa s
chosen . After a tricky hour of negotiating with th e
Arabs and ` . . . . drinking disgusting pond-water
tea at rifle point', the day was won and Brav o
India continued its trouble-free way . Tea and
rifles apart, the Arabs proved most hospitabl e
and were clearly fascinated by the snug luxury o f
the Airedale's cabin .

Iraq was in the throes of a public holiday, and

with which the Airedale's cabin is equipped .

Rugged coastal fligh t
A night stop was made on May 28 at Sharjah ,
and the next day the rugged coastal flight t o
Karachi via Jiwani was made without incident a t
the economical and comparatively cool height o f
10,000 feet . After a night's stop at Ahmedabad o n
May 31, Delhi was reached next day via Jaipur ,
and business discussions, added to a round o f
heart-warming hospitality and entertainment ,
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occupied the travellers for three days .
After a night's stop at Allahabad, Bravo Indi a

landed at Calcutta on June 5 and was immediately
sampled by the representative of the Assam Tea
Estate . A letter received by Beagle from a Calcutta
correspondent says : `We believe that they are
returning to England in a somewhat unorthodo x
manner . . . .' As Bravo India has now bee n
delivered to Beagle's South Australian distributor ,
clarification of this report is awaited with interest .

Charles Masefield writes that it was quite a ne w
sensation to find themselves approaching to lan d
with a Comet in front and a 707 behind, but
Indian A .T.C. officers seemed to take this in thei r
stride . Perhaps there is a lesson here for their
counterparts in the United Kingdom .

From Calcutta to Akyab in Burma condition s
were solidly monsoon, and the Airedale flew
almost continuously through heavy rain such a s
neither of its occupants had ever seen . It proved
completely waterproof but (to quote Charle s
Masefield again) `I don't know how people i n
open cockpits ever managed' .

Awkward momen t
Rangoon was reached on June 7 . Mingalado n
Airport has only one runway, and this had to be
tackled in a 35-knot wind, dead across it . It was
an awkward moment, but Bravo India proved
quite equal to the task, and all was well . Difficult y
with transit visas was overcome by the kindnes s
of Mr. E . V . E. Gaudoin of Fairweather, Richard s
& Co ., who gave a personal guarantee .

He and Gp. Capt. Chater, the British ai r
attache, met Bravo India at the airport an d
greatly smoothed the travellers' path . Mr . Gaudoi n
later wrote to Beagle : `The close adherence to the
flight schedule for this long journey is a testi-
monial . . . to the Airedale . . . also the two pilots . '

After Burma, Bravo India's next stop was in
Thailand, where demonstration flying was cur -
tailed due to SEATO exercises . Meetings were,
however, arranged with representatives of the
National Flying Club, Royal Thai Air Force,
Thai International Airways and the Royal Irriga-
tion Department .

May 15 : Gatwick-Clermont Ferrand-Lyon-
Cannes .

May 16 : Cannes-Rome .
May 17 : Rome-Bari-Corfu .
May 18 : Corfu-Athens-Rhodes-Nicosia .
May 21 : Nicosia-Beirut .
May 23 : Beirut-Damascus-Baghdad .
May 24 : Baghdad-Kuwait .
May 27 : Kuwait-Bahrein .
May 28 : Bahrein-Sharjah .
May 29 : Sharjah-Jiwini-Karachi .
May 31 : Karachi-Ahmedabad .
June 1 : Ahmedabad-Jaipur-Delhi .
June 4 : Delhi-Allahabad .
June 5 : Allahabad-Calcutta .
June 6 : Calcutta-Akyab .
June 7 : Akyab-Rangoon .
June 10 : Rangoon-Bangkok .
June 12 : Bangkok-Puket .
June 13 : Puket-Penang .
June 15 : Penang-Ipoh .
June 17 : Ipoh-Kuala Lumpur.
June 21 : Kuala Lumpur-Singapore .
June 25-28 : Singapore-Pelembang-Djarkart a

Surabaja - Denpasar - Waingapu - Kupan g
Darwin (arrived June 28) .

July 16 : Flight concluded at Adelaide .

Penang was reached on June 13 after a night
stop at Puket, and the travellers found Malaya to
be the most enjoyable place they had yet passed
through. They stayed in turn with the flying club s
of Malaya, Penang, Ipoh, Kuala Lumpur and
Singapore, and Bravo India was sampled b y
members of each of these in turn .

Charles Masefield writes : `Airedale fan I hav e
always been, as you know, but even I am amazed
at the enthusiasm of everyone who flies it . David
is equally enthusiastic .' At one of these clubs th e
Airedale was demonstrated in parallel with tw o
well-known American four-seaters, one high-win g
and one low. The low-wing machine was found t o
be very disappointing and was soon eliminated ,

Cont'd on page 29
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BUSINESS AIRCRAFT	

TO PURCHAS E
A Company may enjoy its own business aircraft
in three ways, by outright purchase, by hire -
purchase or by contract lease .

In Great Britain and in countries with simila r
systems generous tax reliefs are obtainable in each
case, reducing the nett cost of business aircraft t o
a fraction of their face value . Moreover, in respec t
of `lean' years when no tax has been payable, suc h
relief is reclaimable against future taxation withi n
five years .

Where an aircraft (or any other capital equip-
ment) is resold for more than its tax written down
value, a balancing charge is incurred, but this i s
far outweighed by the reliefs immediately ob-
tainable if it is traded-in for a new machine .

In the following notes and examples, a com-
pany is assumed to be paying income tax at 7/9 d
in the £, plus 15% Profits Tax, i .e . approximatel y
54% in all . The aircraft is a fully equipped seven-
seat Beagle 206 (including airline radio an d
Navaids, autopilot and de-icing) costing £50,000 .
Calculations are `rounded off' approximates .

OUTRIGHT PURCHAS E
Tax allowances totalling 130% of the purchas e
price are allowable over five years . No less than
60% is in the first year . Nett cost of aircraft i s
approximately 30% of purchase price .

Example
Purchase price £50,000
Total tax relief in five years £35,10 0

NETT COST OF AIRCRAFT £14,900

HIRE PURCHAS E
Over five years on the basis of a ten per cen t
deposit and quarterly payments including a charge
of 41% on the whole balance . The total paid over
five years is thus 120 . 25% of the purchase price ,
but, against this, tax allowances yielding 81 . 2 %
relief can be set . The net payment over five year s
is thus only 39 . 05% of the purchase price .

Exampl e
Purchase price

	

£50,000
H .P . Charges

	

£10,12 5

£60,12 5

Tax relief in five years

	

£40,600

NETT COST OF AIRCRAFT

	

£19,52 5

CONTRACT LEAS E
Over five years, with a down payment of 5 . 625% .
Total paid over five years is 112 . 5% of purchas e
price but tax allowances yield a saving equivalen t
to 60 . 75%, so that the total nett payment is only
51 . 75% .

Exampl e
Purchase price £50,000
(Fly-away payment £2822 10s Od )
Total lease payments £56,250
Tax relief in five years £30,37 5
NETT PAID FOR FIVE YEAR S

LEASE £25,87 5

Beagle Aircraft Limited is prepared to enter int o
repurchase arrangements for cash after either
three years or five years, preferably on a trade-in
basis against a new aircraft .
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. . . .THE REAL COST

TO OPERATE BY IAN R. ASLETT

There are in existence many standard methods .fo r
assessing aircraft operating costs, most of which are
strictly applicable to large aircraft being used by
_firms or corporations to carry .fare-paying passen-
gers on scheduled services . The intention of th e
following article, by Ian Aslett of Beagle Aircraft
Ltd, is to show a very simple method of assessing
operating costs, breaking down the total so that it
is easy for an operator to tailor it to suit his own
requirements .

Although it is normally assumed that light twin -
engine aircraft are usually private or corporat e
machines, there is in fact, a growing tendency fo r
them to be used as `Third Level Airliners', an d
this analysis is equally applicable to such opera-
tions .

Owners who operate their aircraft solely a s
company transport or as `private cars' are in-
terested only in how much it costs them, bu t
`Third Level Airline', taxi, and charter operators
are obviously interested in making a profit, an d
so are looking for optimistic operating condition s
of power, altitude, `block speeds', range, and pay -
load .

The Beagle B .206 is ideally suited for all privat e
executive, taxi, charter and `Third Level' opera-
tions, this aircraft has therefore been used as a n
example in all the following calculations an d
graphs .
GRAPH NO. 1 shows payload ranges that can be
achieved at power settings of 55 %, 65 % and 7 5
power at 8000 ft . pressure altitude . Also shown
are `Block speeds' obtained for similar powe r
settings, against T .A.S. and for various stage
lengths .
GRAPH NO. 2 shows hourly operating costs

against annual utilisation, based on examples
worked out in this article, and obviously directl y
applicable only to the United Kingdom althoug h
a similar treatment can be used for operation s
elsewhere .
GRAPH NO. 3 shows costs per passenger seat-
mile against stage length for 600 hrs . annual
utilisation .

Note, the actual costs shown on this curve are ,
of course, only directly applicable to Unite d
Kingdom operations, but, the form is correct
for all countries, and once the cost per hour ha s
been established by the method shown in th e
article, it is a simple matter to re-plot the curv e
using the block-speeds from Graph No . 1 .
It now becomes a simple matter for an operato r

to compute operating costs as follows :	
1. Work out operating costs for three or fou r

annual utilisations as shown in the cost esti-
mate putting in your own journey times ,
night-stopovers etc .

2. Plot the resulting costs per hour agains t
annual utilisation as shown in Graph No . 2 .

3. Establish `block speed' for the particula r
stage length being flown, see Graph No . 1 .

4. Having established annual utilisation, the
cost per passenger seat-mile can be plotted ,
using the payload range figures from Grap h
No. 1 .

It must be borne in mind that the following cos t
breakdown is hypothetical only, each operator
will always have a slightly different set of condi-
tions which must obviously be fed in to give th e
correct result for his particular operation .

Finally, in most countries, large tax relief i s
available on the capital outlay and on such things
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as fuel and hangarage . It is obviously impossibl e
to generalise on these, as they differ widely fro m
country to country .

In order to obtain a fair picture of operatin g
costs for any executive aircraft, a break-down ca n
be made under the following headings :

I . Costs per annum .
2. Non-variable costs per flying hour .
3. Maintenance costs per flying hour .
4. Specific costs per flying hour .

1 . Annual Cost s
These costs accrue against the aircraft on Calen-
dar time' only, quite regardless of the number o f
flying hours . They can be broken down as follows :

(a) Insurance .
(b) Han garage .
(c) Pilot's salary, personal insurance and uni-

forms .
(d) Depreciation of aircraft .

2 . Non-variable Costs per Flying Hou r
These costs occur per flying hour, i .e . when the

aircraft is not flying, they are not applicable .
They can be broken down as follows :
(a) Fuel per flying hour.

Oil consumed per flying hour.
Allowance for oil change per flying hour .
Allowance for engine overhaul/replace-
ment .

(e) Allowance for propeller overhauljreplace-
ment .

(f) Provision for replacement of 'lifed' items ,
spare parts for engine, propellers, airframe .

3. Maintenance Costs per Flying Hou r
This item varies with aircraft utilisation, and mus t
be worked out using the particular aircraft chec k
cycles laid down - it will usually be best to wor k
out costs over at least a three year period, in orde r
to ensure that engine and propeller overhaul costs
are taken into account .

4. Specific Costs per Flying Hou r
These costs are variables which, for any specifi c
operational envelope, . must be represented as a

(b )
(e )
(d)
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known percentage of the assumed number o f
flights for a given annual utilisation .

They can be broken down as follows :
(a) Landing fees – day and night .
(b) Hangarage fees – away from fixed base .
(c) Pilot's 'night stop' expenses – away from

fixed base .
As an example, if we assume that the averag e

flight time is two hours, then, regardless of annua l
utilisation, one half of the standard (or mean )
landing fee must be accounted for every hour . The
same applies for hangarage fees and pilot's nigh t
stop expenses .

The following Operating Costs example is fo r
the Beagle B.206, assuming utilisations of 200 ,
400, 600 and 800 hrs . per year. The aircraft i s
assumed to be comprehensively equipped with
dual controls, full I .F .R. radio package, and ful l
de-icing, giving an ex-factory price of about
£50,000 in United Kingdom .
Note: These castings are, of course for the United
Kingdom only, but the basis of costing is obvious/ i
applicable throughout the World.

Example of Operating Costs based on th e
Beagle B .20 6

1 . Basis of Estimate.

(a) Aircraft initial cost £50,000 .
(b) Average journey time two hours .
(c) Journey's made at average 65% power at 8000 ft .
(d) 50% landings made by day .
(e) 50% landings made by night .
(f) 10% of flights involve night stopover .
(g) Maintenance check cycles are :

50 hrs . or four weeks .

(c) Pilot's Salary
Minimum qualifications Commercial Pilot s

Licence Instrument rating, Performance

£ s .

	

d .

Schedule A 2500 0

	

0
(d) Insurance Covering Passenger Liabilit y

Say £25 per passenger seat (six seats) 150 0

	

0
(e) Depreciation 5000 0

	

0

COST PER YEAR £9575 0

	

0

Cost per hour for : £ s .

	

d .
200 hrs . annual utilisation 47 17

	

6
400 hrs . annual utilisation 23 18

	

9
600 hrs . annual utilisation 15 19

	

0
800 hrs . annual utilisation 11 19

	

0

3 . Non-variable costs per flying hour .

(a) Fuel per flying hour

	

£ s . d .
25 . 5 Imperial gallons per hour

	

6 10 0
(b) Oil consumed per flying hoar

Two Imperial pints per hour

	

2 0
(c) Allowances ,for oil change-per flying hour

Assuming oil change every 50 hours

	

2 0
(d) Allowance for engine overhaul/replace -

ment .
Based on engine life of 800 hrs .

	

3 8 0
(e) Allowance for propeller overhaul/

replacemen t
Based on propeller life of 1000 hrs .

	

6 0
(f ) Provision for replacement of lifed items

including spare parts for engine ,
propeller, airframe systems

	

2 0 0
TOTAL NON-VARIABLE COST S
PER FLYING HOUR

	

£12 8 0

4 . Maintenance costs per flying hour.

Including engines, airframe and radio £

	

s .
200 hours annual utilisation — per hour 2

	

1 8
400 hours annual utilisation – per hour 2

	

3
600 hours annual utilisation — per hour 1

	

1 1
800 hours annual utilisation — per hour 1

	

10

d .
0
0
0
0

200 hrs .
600 hrs . or twelve months . 5 . Specific costs per flying hour.

1800 hrs . or three years .
(h) Depreciation is assumed at 10% .

(a) Landing fees .
Assume two hours average journey time

£ s .

	

d .

2. Annual Costs
and 50 % day and 50 % night landing s
(b) Hangarage fees away from base

l 9

	

0

(a) Insurance £ s . d . Assume 10% of flights involve night sto p

Aircraft comprehensive at 3 % of list pric e
Note : Prenniunn will reduce as aircraft
depreciates .

1500 0 0 with hangarage at £ I 12s Od per nigh t

(c) Pilot's expenses away from base

2

	

0

(b) Hangarage
Based on Aerodrome Owners' Association

Assume expenses at £5 per day
TOTAL SPECIFIC COSTS PER

5

	

0

charges 425 0 0 FLYING HOUR £1 16

	

0
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It is now possible to assemble a complete picture of
actual operating costs per hour for annual utilisations of
200, 400, 600, and 800 hours .
200 Flying hours annual utilisation £ s .

	

d .
Non-variable costs 12 8

	

0
Specific costs 1 16

	

0
Maintenance costs 2 18

	

0
Cost per year over 200 hrs . 47 17

	

0
TOTAL OPERATING COST PE R

FLYING HOUR £64 19

	

0

400 Flying hours annual utilisation
Non-variable costs 12 8

	

0
Specific costs 1 16

	

0
Maintenance costs 2 3

	

0
Cost per year over 400 hrs . 23 19

	

0
TOTAL OPERATING COST PE R

FLYING HOUR £41 6

	

0

600 Flying hours annual utilisation £ s .

	

d .
Non-variable costs 12 8

	

0
Specific costs 1 16

	

0
Maintenance costs 1 11

	

0
Cost per year over 600 hrs . 15 19

	

0
TOTAL OPERATING COST PE R

FLYING HOUR £31 14

	

0

800 Flying hours annual utilisation
Non-variable costs 12 8

	

0
Specific costs 1 16

	

0
Maintenance costs 1 10

	

0
Cost per year over 800 hrs . 11 19

	

0
TOTAL OPERATING COST PE R

FLYING HOUR £27 13

	

0

Looking at the total operating cost per flying hou r
against annual utilisation, it can be seen that the
greater the annual utilisation, the more eco-
nomical it becomes to operate the aircraft . For
example, a utilisation of only 200 hours gives a
total cost of approximately £13,000 per annu m
whereas if the utilisation is doubled to 400 hours ,
the total operating cost rises by only £3600 t o
£16,600 per annum . If a curve is drawn of opera-
ting costs against utilisation, it will of course b e
seen that the curve is exceedingly steep for utilisa-
tion up to about 400 hours per annum but i t
flattens fairly rapidly as utilisation increases be-
yond this figure . From this it can be determined
that from about 600 hours upwards, the difference
in operating cost per hour is becoming very slight.

Therefore, for maximum economy, any operato r
should attempt to operate his aircraft for a mini -
mum of 600 hours per annum .

None of the costings so far established have ,
however, taken into account tax reliefs which ar e
available to any firm making a reasonable profit .

To obtain a complete picture of the manner i n
which tax relief can reduce the operating costs o f
an executive aircraft to a profitable firm, the
costings must be done over a five-year period .
Thus, if the original cost of the aircraft is £50,000
and if the firm is paying income and profits tax a t
a rate of 10s . 10d . in the pound, then the following
reliefs will be permitted :
Year I £ s . d .
60 % of cost i .e . £30,000 at 10s 10d saving 16,200 0 0
Year 2
20% „

	

„

	

„ £ 10,000 „
Year 3
20% ,

	

„

	

„ £10,000 „
Year 4
20% ,

	

„

	

„ £10,000 „
Year 5
10% „

	

„

	

„ £ 5,000 „

Total Saving

	

35,100 0 0

This represents monies that the firm
would have paid in tax if it had not been
operating an aeroplane . Therefore, over a
five-year period it can be shown that the
actual cost of the aircraft to the firm is

	

50,000 0 0
less

	

35,100 0 0

14,900 0 0

This is an annual cost spread over five
years of

	

2,980 0 0

This figure will become part of the tota l
aircraft hourly operating cost as shown
below : -

For an annual utilisation of 200 hours

	

14 18 0
„ 400 „

	

7 9 0
„ 600 „

	

4 19 6
„ 800 „

	

3 14 6

In order to establish the operatin g
costs, the annual costs of £9,575 as show n
in paragraph 2 of the example mus t
be reduced by £5,000 which was the
allowance made for depreciation . This

5,400 0 0

5,400 0 0

5,400 0 0

2,700 0 0
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gives an annual cost of £4,575 which ca n
be broken down as shown below : £ s .

	

d .
Cost per hour for 200 hours 22 17

	

6
„ 400

	

„ 11 8

	

9
„ 600

	

„ 7 12

	

6
„ 800

	

„ 5 14

	

0

Therefore, the total cost for 200 hour s
will be as follows :
Non-variable costs 12 8

	

0
Specific costs 1 16

	

0
Maintenance costs 2 18

	

0
Cost per year over 200 hours 22 17

	

6

Total 39 19

	

6

Cost per annum 7,995 0

	

0
Tax relief at 10s . 10d . in the pound 4,325 0

	

0

Actual cost 3,670 0

	

0

Therefore, the total operating cost per
hour for 200 hours would be 18 7

	

0

The total cost for 400 hours will be a s
follows :
Non-variable costs 12 8

	

0
Specific costs 1 16

	

0
Maintenance costs 2 3

	

0
Cost per year over 400 hours 11 8

	

9

Total 27 15

	

9

Cost per annum 11,115 0

	

0
Tax relief at 10s . 10d . in the pound 6,002 0

	

0

Actual cost 5,113 0

	

0

Therefore, the total operating cost pe r
hour for 400 hours would be 12 15

	

6

The total cost for 600 hours will be a s
follows :
Non-variable costs 12 8

	

0
Specific costs 1 16

	

0
Maintenance costs 111

	

0
Cost per year over 600 hours 7 12

	

6

Total 23 7

	

6

Cost per annum 14,025 0

	

0
Tax relief at 10s . 10d . in the pound 7,573 10

	

0

Actual cost 6,451 10

	

0

Therefore, the total operating cost per £

	

s .

	

d .
hour for 600 hours would be 10 15

	

0

The total cost for 800 hours will be a s
follows :
Non-variable costs 12 8

	

0
Specific costs 1 16

	

0
Maintenance costs 1 10

	

0
Cost per year over 800 hours 5 14

	

0

Total 21 8

	

0

Cost per annum 17,120 0

	

0
Tax relief at 10s . 10d . in the pound 9,245 0

	

0

Actual cost 7,875 0

	

0

Therefore, the total operating cost pe r
hour for 800 hours would be 9 16

	

0

It can now be established that the tota l
operating cost including tax reliefs will b e
as follows :
For 200 hours utilisation 18 7

	

0
14 18

	

0

33 5

	

0

For 400 hours utilisation 12 15

	

0
7 9

	

0

20 4

	

0

For 600 hours utilisation 10 15

	

0
4 19

	

0

15 4

	

0

For 800 hours utilisation 9 16

	

0
3 14

	

6

13 10

	

6

From these figures, it can be seen that by
making full use of available tax reliefs, a firm ca n
in fact operate an aircraft of this type very cheaply ,
although it will be observed that, the pattern o f
operating costs being the same, for maximu m
economy the aircraft should still be operated fo r
at least 600 hours per annum .

Twenty-eigh t



BEAGLE NEW S

OVERHAUL AND MAINTENANCE FACILITIE S
Available at the Rearsby and Shoreham Works o f
Beagle Aircraft Ltd .

Overhaul to full C. of A. standard
Contract scheduled maintenanc e
Design and installation of Custom modification s
Complete repainting to Custom standard s
Complete refurnishin g
P.E. trial s
Flight manuals compiled

A.R.B. and A.I .D . approved

Shoreham Airport, Shoreham-by-Sea ,
Sussex .

Tel . Shoreham-by-Sea 2301

Rearsby Aerodrome, Rearsby ,
Leicester .

Tel . Rearsby 32 8

Cont 'd from page 2 1

and the Airedale seemed to be preferred to th e
trans Atlantic high-wing product .

After leaving Singapore on June 25 they fle w
through Indonesia rather faster than planned a s
the Indonesians' attitude was thought to b e
unpredictable in the present awkward inter -
national situation . Not long previously they ha d
been impounding B .O.A.C. aircraft .

In fact, the Indonesians proved to be as helpfu l
as anyone and seemed to enjoy the change fro m
routine which a private, unscheduled fligh t
brought them. The travellers had been warne d
that in Kupang there was a big, bad-tempered an d
very difficult Air Force C .O., but in the event (the y
write) `butter would not have melted in his mouth' .

He said that he was quite sure that they woul d
cross the Timor safely as he had dreamed about it
the previous night . When Bravo India was out ove r
the Timor the Indonesians kept calling up to
ensure that everything was going well . The Timor
was crossed at 11,000 feet to minimize a headwind,

and slight carburettor icing had to be countered b y
use of the hot air control .

By an almost incredible coincidence, the firs t
Australasian land sighted turned out to be called
`Beagle Shoals' .

At Darwin the main part of Bravo India' s
journey lay behind it, although its Australian tou r
was yet to come. Since leaving England it had
flown 150 hours in every climatic condition, an d
had given 48 demonstration flights carrying 12 1
different people .

It had encountered desert heat, monsoon rains ,
and landing conditions from flat calm to a 35-
knot cross wind. Most of the journey had bee n
cruised at about 10,000 feet, the extreme range
proving to be about 830 miles . Engine cooling
had proved completely effective in the hottes t
conditions and the Airedale's tinted Perspex an d
overhead sunblinds had proved their worth . No
snags of any kind had been encountered through -
out this very long and varied tour .
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C
rat,

HALLENGE FOR T H
ALAN GREENHA_LG H

In this modern era of supersonic transport aircraft
and earth launched orbital satellites, the design
and manufacture of conventional propeller drive n
piston engined light aircraft is looked upon b y
many as being rather old fashioned, uninspiring,
and very well understood . It is certainly true tha t
the propeller driven piston engined aircraft ha s
been with us for some time, for the machines of th e
early aviation pioneers could be classified under
this category . There is no doubt that the method s
used during the years in both design and con-
struction of this type of aircraft for the light and
general aviation market are old fashioned when
compared with modern technologies in other fields .

Whole libraries of reports and technical book s
record the experience gained over the last sixt y
years, and it would seem obvious to anyone no t
directly concerned with light aviation ; and un-
fortunately, with some already in the business ,
that there is very little new that can be done to im-
prove these aircraft . Many aeronautical peopl e
who should know better argue that light aircraf t
of today look very much alike and follow the sam e
stereotyped conventional pattern of the pre-wa r
days, they say that there are no more frontiers to
open or new developments to pursue that hav e
not already been probed into before .

This could not be further from the truth, these
appearances are only on the surface, the design
and manufacture of light aircraft is now enterin g
a very critical and competitive phase, new tech-
niques need investigation in all the stages of a n
aircraft's life from its initial conception to the firs t
delivery of the production model .

The competition between manufacturers is ver y
keen and if we at Beagle are to make our mark an d
become one of the world's successful light aero-
plane constructors we must design and produce
aircraft that are safer, perform better and are mor e
attractive in appearance and comfort and at a

much lower cost than any of our competitors .
There are large growing markets for this class o f
aeroplane throughout the world, and each manu-
facturer in the light aviation field has his sights
firmly fixed on increasing his own particular slice
of these markets .

Mr . A . Greenhaigh .

It must be remembered that aircraft have bee n
with us just about the same length of time as th e
motor car, but up to now have not been recog-
nised to the same extent for private travel . How -
ever, this outlook is changing, and it is becomin g
generally clearer that there is plenty of room fo r
expansion in the air, interest is growing rapidl y
throughout the world, but unfortunately the cos t
of both aircraft and flying is a big factor stil l
holding back the growth of light aviation .

Looking at the performance abilities of the 4
seat light aircraft of today it is obvious, that apart
from cost, they are efficient forms of transporta-
tion. In what form of surface transport can on e
continuously cruise at 180 m .p .h . and upwards ,
with a petrol consumption of around 20 miles per
gallon ?

Clearly the great challenge for the future is cos t
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reduction, for there is no doubt that light aero-
planes are still incontestably far too expensive, an d
their cost will have to be reduced considerably i f
the light aeroplane is ever going to be recognise d
generally as a means of private and business trans-
portation . The number of cars used for this for m
of transport are now beginning to play havoc wit h
our road system, and officials freely admit that i f
the number of cars on the roads increase at th e
same rate as today then our present and projecte d
road systems will not be able to cope with th e
increase in traffic .

The development of new methods are neede d
for massive cost reduction in all the phases of a n
aircraft's design and production life and the ne w
technologies must be mastered and applied by a
successful firm in this new era of the growth i n
light aviation .

More technical opportunities seem to exist now

for the cost reduction than ever before . However,
the basic nature of aeronautical engineering does
not change, it is still an art and not an exac t
science . Many decisions, many judgements, and
many compromises must still be made in th e
design and construction of any aircraft . Proper
timing in the introduction of new techniques i s
vital .

Today one of the most fruitful cost reduction
approaches is to change manufacturing method s
and to design man hours out of construction pro-
cesses . The design office must look at ways o f
reducing the number of parts to be assembled, an d
in the factory the maximum use must be made o f
sub-assemblies large enough for comfortabl e
working access . In general we have to look to the
motor car industry and learn from the experienc e
gained on mass production and cost reduction i n
that industry .

BEAGL E
PERSONALITIES

This is the first of what is hoped will prove
to be an interesting series of pen pictures of
individuals who are actively connecte d
with Beagle . The series will not be confine d
to members of the Company, and it i s
intended to eventually include owners ,
Agents and Service personalities .

No . 1—TOM CARROLL D .F .C .

TOM CARROLL, Beagle's Chief Designer and Chief Engineer, received his first introduction t o
aircraft through a student apprenticeship at the Airspeed Aeronautical College . After completion
of his apprenticeship he entered the aircraft industry as a draughtsman in the Design Office o f
Airspeed .

As was the case with many others, Tom's career was interrupted by the outbreak of war, durin g
which period he served with the Royal Air Force and flew with the Path Finder Force and was
awarded the Distinguished Flying Cross . After leaving the R .A .F . in 1948, he spent a year in the
Stress Office at Fairey's, after which he joined B .O.A.C. and rose to be Senior Technical Office r
(Aircraft) responsible for the design assessment of B .O.A.C.'s project aircraft, which at that time
covered the Britannia, Comet and Douglas DC-7C .

In 1955 he joined Bristol Aircraft Company as Assistant Design Manager responsible for the C .P .A .
Britannia project and was promoted subsequently to Deputy Design Manager responsible for al l
projects and for the American Certification of the Britannia .

When the Supersonic Transport design study was commenced, he was made responsible fo r
the design of all systems, electronics and power plant installations on the S .S .T . project .

Tom Carroll joined Beagle as Deputy Chief Designer in March 1960 when the nucleus of th e
Design Office was being formed . He is a Fellow of the Royal Aeronautical Society and an Associat e
Fellow of the American I.A .A.
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BEAGLE SERVICE BULLETI N
ISSUE No . 1

BULLETIN No. A. 1
A .109 AIREDAL E
Radio Interference Suppressio n
A •75µF Radio By Pass Condenser is fitted
between the field terminal of the generator and
earth . This condenser has been found to cause
burning and oxidisation of the regulator contac t
points, thereby reducing the generator output and
possibly causing a run down battery . In view of
this these condensers should be removed im-
mediately, as no increase in radio interference wil l
result from this action .

BULLETIN No. A.2
Lightweight Diaphragm Fuel Pumps fo r
Lycoming 0-360 Series Engin e
Lycoming Service Instruction No . 1049 . Date
29th December, 1961 gives information regardin g
a redesigned diaphragm type fuel pump which i s
being incorporated on all new production 0-36 0
series engines . This new pump is smaller an d
lighter in weight than the pump it replaces . The
superseded pump gives every satisfaction i n
service and supply of this type will continue to be
made until the present stocks held are exhausted .

Should it be necessary for owners to change
their existing A .C. fuel pump and are supplie d
with the new lightweight type it will entail the
reworking of the pipe runs . Beagle-Auster Mod-
ification No . A84 has been introduced to cover
this installation. The only new type pump ap-
proved by Beagle-Auster as a replacement i s
Lycoming Part No . 74082, A.C. Part No . 562346 7
+A.

Owners wishing to fit this pump themselve s
may obtain details of Mod . No. A84 from th e
Service Department.

BULLETIN No. A . 3
E2B Compass Sunshade
The compass fitted to the Beagle-Auster A109 wil l
operate satisfactorily over a temperature range o f
-40°C to +70°C. When the aircraft is operating
in high temperatures and is left standing in the
hot sun, the cabin temperature can be well i n
excess of 70°C . This can cause the perspex bowl
of the instrument to crack with a subsequent leak
of the silicon fluid .

Beagle-Auster Modification No . A97 intro-
duces a sunshade to shield the compass unde r
high temperature conditions and it is strongl y
recommended that owners fit this item . The sun-
shade is fitted by attaching it between the mount-
ing bracket and the compass flange utilising th e
existing 4BA Screws and Rawlnuts . After fitting
the sunshade it will be necessary to reswing th e
compass .

Owners wishing to fit this Sunshade themselve s
may obtain details of Mod . No. A97 from th e
Service Department.

BULLETIN No. A. 4
Rudder Operating Lever Lubricatio n
Reports have been received of a tendency for the
rudder operating lever to seize in the phosphu r
bronze bearings . This is due to insufficient reten-
tion of the DTD .825 A Grease, as recommended
in the First Edition of the Owners Handbook .

On new production aircraft these bearings wil l
be packed with DTD .5530 Anti-Seize Compound .

On existing aircraft the following procedure i s
to be carried out as soon as possible . Mix a
quantity of DTD .5530 Anti-Seize Compound with
petrol to obtain a flowing consistency . Inject thi s
mixture from an oil can at the points indicated

Thirty-two



BEAGLE NEW S

in the sketch . The mixture will flow into the bear-
ing and after the petrol has evaporated a film of
Molybdenum Disulphide will be retained : no
further treatment should be necessary until th e
next C. of A. when the bearing assembly shoul d
be stripped down and packed with DTD.5530 .
ROCOL Anti-scuffing Paste meets the require-
ments of Ministry of Aviation Specificatio n
DTD.5530 .

BULLETIN No. A. 5
A.109 AIRDALE
The following modifications have been classifie d
as mandatory by the Air Registration Board an d
must be embodied as soon as possible, and in an y
case, not later than January 1st, 1964 .

Mod. A.105. Introduction of Cooling Duct fo r
Starboard Magneto
This cooling duct has been introduced to enabl e
the aircraft to be cleared for tropical condition s
(ISA 23°) and must be fitted to all aircraft .

Mod. A.118 .

	

Introduction of Increased
Strength Door Hinge Bearing s
Failures have occurred on the 2BA bearing s
fitted to the front and rear doors .

Mod. A. 118 has been introduced to cover th e
fitting of 4 inch B .S .F. bearings . This is no w
incorporated in the standard aircraft ; if Mod .
A. 118 has been incorporated it will be listed in the
aircraft log book .

At the hinge positions care must be taken whe n
opening up to 4 inch B .S .F. thread not to dril l
deeper than the bosses, damage to the fuel pipe s
and electrical cables immediately behind th e
hinge bearings will occur if this precaution is no t
taken .

Mod. A.140. Introduction of Revised Doo r
Catch
Following reports that the cabin doors were liabl e
to lock and remain locked when slammed to ,
Mod. A.112 `Introduction of Revised Cabi n
Door Lock Plate' was issued, and Service Bulletin

No. A.5 (Advance Copy) was issued to owner s
only. Complimentary revised lock plates wer e
enclosed with each bulletin .

It has since been found that this modificatio n
is not entirely successful and accordingly Mod .
A.140 has been introduced and supersedes Mod .
A .112 .

Mod. A.140 involves changing the existing
catch assembly fitted to the door and fitting a n
adjustable locking catch to the door surround .
These revised parts will be available on an ex-
change basis .

Operators wishing to carry out the abov e
Modifications themselves may obtain all require d
materials and fitting instructions from the Servic e
Department .

Service Bulletin No . A.5 stated that Mod . No .
A .140 is a mandatory modification and must b e
embodied as soon as possible, and in any case, no t
later than January 1st, 1964 .

As a result of unavoidable delay in productio n
it has not been possible to make modification kit s
available for incorporation by this date .

After consultation with the Air Registratio n
Board the date has been extended to March 1st,
1964, for Mod . A.140 only .

BULLETIN No. A. 6
A.109 AND A.61 AIRCRAFT ENGIN E
LUBRICATING OI L
RECOMMENDATION S
(Additive Oils )
De Havilland Gipsy Engine s
De Havilland Technical News Sheets T .N.S .G .
No. 68 dated 20th August, 1962 and T .N.S .
G .M.10 No . 38 dated 23rd July, 1962, give th e
following recommendations

AeroShell Oils W .80, W.100 and W.120 are
now approved for use in Gipsy Major 1, 1C, 1D ,
1 F, 1G, 1J, and Series 10 engines under the follow -
ing conditions

W80 Artic (Below 0°C )
W100 Temperate (0-30°C)
W120 Tropical (Above 30°C )
These oils are alternative to those already cov -

Thirty-three



BEAGLE NEW S

ered by Specifications D .Eng.R.D. 2472 A/O,
D. Eng . R . D .2472 B/O . . and D. H . E .227 .

No special precautions are necessary whe n
changing to AeroShell oils W.80, W.100 and
W.120 from oils of the same specification .

Lycoming Opposed Series Engines
Lycoming Service Instruction No . 1014B dated
28th December, 1962 gives revised lubricating oi l
recommendations as follows :

Recommende d
Grade of Oil

Average Ambien t
Air Temperature

Multi-Viscosity
Grade s

SAE 50 Above 60'F (16C) SAE 40 or SAE 5 0

SAE 40 30° to 90°F (—1°C to 32 C) SAE 40

SAE 30 0° to 70°F (-- 18'C to 21 C) SAE 40 or 20W-30

SAE 20 Below 10°F (-

	

12°C) SAE 20W-30

Previous recommendations were :

SAE 50

	

Above 40`F (4`C)

SAE 30

	

Below 40°F (4°C)

SAE 20

	

Below 10°F (—12°C)

The addition of Grade SAE40 has been mad e
so that where this is available it can be used as a n
intermediate step between SAE30 and SAE50 .

AeroShell Oil W .80 (SAE3OW-40) is recom-
mended for Temperate conditions 30° to 90° F
(—1 °C to 32°C) and AeroShell W65 (SAE 20W-30 )
is recommended from below 10°F to-70° F
(below -12°C to 21°C) .

This Lycoming recommendation should be
complied with anytime after initial 25 hou r
preservation run or when lubricating oil is change d
or added .

Recommendations for changing oi l
If an additive oil is used in a new engine, or a
newly overhauled engine, high oil consumptio n
might possibly be experienced . The anti-frictio n
additives of some of these oils will retard th e
break-in of the piston rings and cylinder walls .
This condition is easily corrected by the use o f
straight mineral oil until normal oil consumption
is obtained, then change to the additive type .

In engines that have been operating on straigh t
mineral oil for more than 100 hours, a change to
detergent oil should be made with a degree of

caution, the cleaning action of a detergent oil
will tend to loosen sludge deposits and cause
plugged oil passages, In fact, if an engine has
been operating on straight mineral oil, and i s
known to be in an excessively dirty condition, th e
switch to detergent oil should be deferred unti l
after the engine is overhauled .

When changing from straight mineral oil t o
detergent oil, the following precautionary steps
should be taken .

1. Do not add detergent oil to straight mineral
oil . Drain the straight mineral oil from the
engine and fill with detergent oil.

2. Do not operate the engine longer than
5 hours before the first oil change .

3. Check all oil screens for evidence of sludge
or plugging. Change oil every 10 hours if
sludge conditions are evident . Resume
normal oil drain periods after sludge con-
ditions improve .

BULLETIN No. A. 7
DESIGNATION OF GIPSY MAJOR 1 0
MK. 2 ENGINES
Models Affected—6A, A .61 & A.61/2
In order to facilitate the installation of the Gipsy
Major 10 Mk . 2 engine in the above mentione d
aircraft, certain changes were made to the build
standard .

It has been agreed between Bristol Siddeley
Engines Ltd ., and Beagle Aircraft Ltd ., that, due
to these changes, the engine will, in future, be
known as a Gipsy Major 10 Mk . 2-2 . This change
of designation is only clerical and no changes ,
apart from the performance data plate, are
required to be carried out on the aircraft .

Revised performance data plates will be re-
quired stating the new designation ; these are
available from Beagle Aircraft Ltd .

Amendments will be issued for all the relevan t
publications requiring that wherever Gipsy Majo r
10 Mk. 2 is mentioned this is to be amended to
read Gipsy Major 10 Mk . 2-2 .

As only one Auster 6A aircraft is involved in
this change it has, for convenience, been added t o
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this Beagle Service Bulletin `A' Series, normall y
anything affecting a 6A would be the subject of a
Beagle Service Bulletin `Auster' Series .

BULLETIN No. A. 8
A.109 AIREDALE
Main Fuel Tank s
Cases have been reported of main fuel tank s
leaking at the outlet bosses .

This has also occurred at the inlet bosses wher e
long range tanks have been installed . An im-
proved boss attachment has been introduced to
eliminate this fault and must be incorporated o n
tanks found to be leaking at these points .

The modification consists of heavier gauge
material tank corner pieces to which are argon-ar c
welded the bosses incorporating a welding flange ;
all four tank corners are to be modified . It i s
necessary to remove the tank from the wing to
carry out this modification, after which the tank
must be pressure tested at 4 p .s .i . The tank
serial plate is to have the drawing issue numbe r
raised to `G' .

The modification is available as follows :	
1. Replacement parts are available, free of

charge, if facilities exist for carrying out th e
work including the argon-arc welding .
Replacement fabric and paint will also b e
supplied .

2. Owners who can fly to Rearsby can hav e
replacement tanks fitted on an exchange
basis . The work will be carried out at
Rearsby by appointment .

3. Overseas owners can either use Scheme 1 ,
or have modified tanks on an exchange basis .
These exchange tanks would be sent to
customers overseas on a chargeable basi s
including the cost of carriage . When the
tanks removed from the aircraft are receive d
by us at the address below, carriage paid ,
we would credit in full the cost of the ne w
tanks less the cost of carriage .

SERVICE LETTER No . I
A.109 AIRCRAFT
The following Mod . Kits are now available to

owners of the A.109 aircraft .
1. Throttle/Propeller/Mixture Friction Device .

Under damp conditions the fibre washer s
originally used on the friction device wer e
liable to expand and bind . To overcome this ,
light alloy washers have been introduced a s
a direct replacement . The cost of this Mod .
Kit is 17s . 6d .

2. Cabin Ventilation Jet Vents .
It has been found that the jet vents do no t

shut off satisfactorily, thus allowing a con-
tinuous stream of cold air to enter the cabin .
A modification has been introduced to
eliminate these draughts by means of a
further shut-off valve . The cost of this Mod .
Kit is £14 7s . 6d .

3. Tyre inflation .
Access doors are now available for fitment

to the spats, thus facilitating the checkin g
of tyre pressures . Access doors are als o
available for the standard `Auster' spats . The
cost of this Mod . Kit is 12s . 6d .

Owners may obtain details of these Mod . Kits
from the Service Department .
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BEAGLE NEW S

`BEAGLE' OWNERS
AND IN FACT AL L
PRIVATE FLIERS ,
AIRLINE OPERATORS AN D
AIRCRAFT CONSTRUCTORS
KNOW THEY CAN RELY O N

CELLO N

AIRCRAFT FINISHE S

CELLON-DOCKER A division of Pinchin Johnson and Associates Limite d
380 RICHMOND ROAD KINGSTON-UPON-THAMES • TELEPHONE : KINGSTON 1234

BIRMINGHAM OFFICE: ROTTON PARK STREET • LADYWOOD . BIRMINGHAM 16 • TELEPHONE : EDGBASTON 411 1

A Member of the Courtaulds Group

Thirty-six



BEAGLE NEW S

Great Beagling Country
SHELL-MEX AND B .P . LTD ,
SHELL-MEX HOUSE, W.C .2 .

Principal Suppliers
of Aviation Fuel s

to Beagle Aircraft Ltd.

Anywhere in Britain . Because Shell-Me x
and B .P . Ltd have a ready-made country -
wide network of Aviation Dealers wher e
you can fill up with their products. Shell -
Mex and B.P . have just produced a fre e
map showing airfields all over the countr y
where fuelling services are available to

the private airman . Get yours from you r
local Authorised Shell and BP Aviatio n
Dealer . You'll find that most of thes e
airfields operate the Shell and BP Carne t
Systems whereby it can be arranged tha t
fuel and oil requirements are supplied
on credit . Beagling's so easy !
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EIRE UNITED ARAB REPUBLIC INDI A
J .

	

I .

	

Yates, United Arab Airlines, Bombay Office : Wm . Jacks & Co . Ltd . ,
70 Lower Baggot Street 45 Abdel Khalek Sarwat Street, Hamilton House, Ballard Estate ,
Dublin 2, Eire . Cairo, Egypt . P.O. Box No . 335 ,
Tel : 63958 Cables : Arabairage Bombay No. 1, India .

Tel : 55494 Cables : Askjack s
SWEDEN Tel : 26-2044
Sverigeflyg AB, IRA Q
Ulvsundavagen 151, Rafidain Developments Limited, Aero-Equipment & Agencies Corporation ,
Stockholm-Bromma, Sweden . P .O . Box 2003, Postal Hangar ,
Cables : Swedaviation Muaskar Al-Rashid Road, Bombay Airport ,
Tel : 291100 Baghdad, Iraq . Bombay 29, India .

Cables : Plowshare Cables : Peekayso n
NORWAY Tel : 99091-2 Tel : 62291/ext. 380 (P . K . Ghosh )
Air Services, BURM A
Fr . Nansens PI . 4vii ISRAEL Fairweather, Richards & Co . Ltd . ,
Oslo, Norway . 'Cidev ' Post Box 1053 ,
Cables : Airsery

	

Telex : 1189 P .O . Box 2024, 67-69 Lewis Street,
Tel : Office 41 15 40 — 41 11 52 47 Rothschild Boulevard, Rangoon, Burma .
GERMANY Tel-Aviv, Israel . Cables : Chinthay Rangoo n
Pldger Aviation, Cables : Cidev, Tel-Aviv Tel : 14016, 14033, 14773
Greven 1, Westf., Tel : 63585, 225588 THAILAN D
Floth 9, Western Germany . Athon Panich Company Limited ,
Tel : 02571/413, Private 414 JORDAN 108-112 Samyod ,
Telex : 0892 222 The Near East Engineering Company, Charoen Krung Road ,Aviation Department, Bangkok, Thailand .BENELUX P .O . Box 530, Cables : Athon Bangko k
Scholten Flying Service, Amman, Jordan . Tel : 2305 8
Rijksweg 17, Cables : Engineering-Amma n
Ulestraten (Post Guelle), Tel : 5669 and 23567 VIETNA M
Holland . R . J . Cros ,
Tel : Beek 04402-1960 KUWAIT Boite Postale No . 864 ,
Private 04400-15115 Jasim M . Alghanim, Saigon (Sud-Vietnam) .

Jasim ' s Contracting & Trading, Tel : 25 .15 3
SWITZERLAND P .O . Box 1800, Cables : Crossair Saigon & Aircar Saigo n
Roja Aviation, Kuwait .
Case Post 149, Cable : Jasco MALAYSI A
Morges /VD, Tel : 4815 Maclaine Watson & Co . (Federation) Ltd . ,
Switzerland . Eastern Bank Building ,
Tel : (025) 71 .24.67 IRAN P .O . Box 991 ,

Haig C . Galustian & Sons, 2 The Embankment,
PORTUGAL Shahreza Avenue, Kuala Lumpur, Malaya .
Sociedade Mercantil de Automoveis Teheran, Iran . Cables : Macwa t

E Acessorios, Lda ., Cables : Haigalustian Tel : 84281 /2
Avenida Duque de Louie 101-107, Tel : 43531 — 47430 HONG-KON G
Lisbon, Portugal . Gilman and Company Limited ,
Cables : Mercauto BAHRAIN P .O . Box 56.

Gulf Aviation Company Limited, Hong-Kong .SPAIN P.O . Box 138, Cables : Gilma nCoordination Tecnica Comercial, Bahrain, Arabian Gulf .Edificio Espana 4-15-5, Cables : Gulfav London Office :
Madrid, Spain . Tel : 5901 /4 Gilman & Co . (U .K .) Ltd . ,
Tel : 2 41 42 16, 2 47 18 08, 2 47 57 01 Gresham House ,

MOROCCO SAUDI ARABIA 24 Old Broad Street ,
London, E .C .2 .

Etablissements R . F . Lambert, Ghazi Ibrahim Shaker & Bros . Telegrams : Taipeiro Stock Londo n
29 Rue Ibn Batouta, Riyadh, Tel : London Wall 7267
Casablanca . Morocco . Saudi Arabia . Telex : Youthful London 2195 3
Cables : ' Polycab ' Cables : Ghazishake r
Tel : 208-65-265-41 Tel : 136 PHILIPPINES

Equipment Specialists, Inc . ,
JUGOSLAVIA PAKISTAN R-211 Valson Building ,
J . A . Kronston & Company, National Aviation Services Ltd ., Aduana Street ,
81 Gracechurch Street, Civil Airport, Intramuros ,
London, E .C .3 . Karachi, Pakistan . Manila, Philippines .
Telegrams : Kronsten, Stock, London Cables : Nasavia Karachi Cables : Equilists Manil a
Tel : Mansion House 5631 Tel : 49424 Tel : 3-14-02
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INDONESIA CARRIBEAN AREA URUGUA Y
Jardine Waugh (Singapore) Limited, Wilson & Johnstone Limited, Waldron & Cia ,
P .O . Box 260, 3 Broadway, Sarandi 456 ,
Singapore, Malaysia . Port-of-Spain, Montevideo ,
Cables : VVaughco Trinidad, West Indies . Uruguay, South America .

Cables : Wiljohn, Port-of-Spain . Cables : Carntyn e
AUSTRALIA Tel : 9 50 09, 9 32 89
Eastern States : VENEZUEL A
Allied Aviation Pty . Ltd ., Raymond Smith, ARGENTIN A
Building 411, Airport, (P .O .B . 160) Edificio Las Americas, Anderson, Levanti & Co . S .A . ,
Bankstown, New South Wales, Calle Real de Sabana Grande, Aviation Division ,
Cables : 'Airpath ' Sydney Caracas, Venezuela, 471 -A l si na-485 ,
Tel : 70-1198 South America . Buenos Aires ,

Cables : Allenburys Caracas Argentina, South America .
South Australia & Northern Territories : Tel : 719146 & 719164 Cables : Andlev BsAire s
Aviation Services (S .A .) Limited, Tel : 33 Avda 2044 al 204 8
Government Aerodrome, ECUADO R
Parafeld, South Australia . Peter R. Mitchell, CHIL E
Tel : 621214 Apartado 2150, Antony Gibbs & Sons Ltd . ,

La Nina 149

	

Almagro ,y 22 Bishopsgate ,SUDAN Quito, Ecuador, South America . London, E .C.2 .Mitchell Cotes & Co . (Middle East) Limited, Tel : 32631 Cables : Antipodes Londo nKasr Avenue, (P .O . Box 221), Tel : London Wall 4111 .
Khartoum, Sudan . PERU Telex : 2285 3Cables : ' Mitcocts ' Pablo E . Reifenrath ,Tel : 72741 Delegacion Pacifico-Sur ,
GHANA & NIGERIA Av . Tacna 592 011.32 ,
Astravia West Africa, Casilla 3581 ,
P .O . Box 59, Lima, Peru, South America .
Accra, Ghana . Cables : Delegatpacific .
Cables : Astravia Accra Tel : 41524
Tel : 77581 Ext . 18 (Mr . D . W . A . Stones)

BRAZI L
MEXICO Mesbla S .A . ,
Aerotecnica de Mexico, S .A., Rua do Passeio 42/56 ,
Castilla No . 16, (P .O . Box 1040-ZC-00),
Colonia Alamos, Rio-de-Janeiro, GB .,
Mexico 13, D .F . Brazil, South America .
Cables : Aerotec, Mexico City Cables : Mesbla-Ri o
Tel : 19-88-94 Tel : 22-7720
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BEAGLE NEW S

beagle
■:120 B206. . . the versatile, all-weather executiv e

aircraft .
The B.206 has been designed as an all -
weather aeroplane to fill a wide variety o f
roles and to meet both British and America n
airworthiness standards in the transpor t
category. Emphasis has been given to rugge d
construction and to the installation of wel l
tried equipment throughout . Particular atten-
tion has been paid to high standards o f
furnishing and seating in the exceptionall y
wide cabin and, above all, the B .206 has bee n
developed as a "pilots aircraft" with excep-
tional handling characteristics throughout
the speed range, with provision for full airlin e
standards of radio, navigational aids, auto-
pilotand de-icing .

BEAGLE AIRCRAFT LIMITE D
SHOREHAM AIRPORT, SHOREHAM-BY-SEA, SUSSEX . TEL : 2301
REARSBY AERODROME, REARSBY, LEICESTERSHIRE . TEL : 321
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Design flexibility of the Three-Four Serie s
Developed primarily for use wit h
general aircraft, the scope of the
STC Lightweight VHF Com/Nay .
equipment has been extended t o
satisfy the requirements of all type s
of fixed and rotary wing aircraf t
including those for full airline service .
In addition to the panel-mounte d
system, the Series now includes a
'remote control' configuratio n
suitable for the larger aircraft i n
which, due to space limitations, th e
control units and indicators only ca n
be made accessible to the pilot . The

fully transistorized basi c
communication unit has a frequenc y
range 116-13 5 . 95Mc/s spaced 50kc/ s
and a power output of 150mW . B y
adding one or two alternative
amplifier units, the output power ca n
be increased to either 5 watts o r
20 watts . The navigation syste m
provides localizer/VOR, glide slop e
and marker facilities, including RM I
presentation if required . Th e
localizer/VOR receiver covers th e
frequency range 108-117 .9Mc/ s
spaced 100kc/s . Separat e
communication and navigatio n
remote control units are available,

alternatively a combined com/nav /
DME controller can be supplied . Th e
equipment is designed to ARIN C
ATR case sizes . The Three Fou r
Series is now being fitted in the
Scout, Beaver and Beagle B206 .
To learn more about STC, visit th e
STC Stands 176-179 at th e
Farnborough Show or write, 'phon e
or Telex Standard Telephones an d
Cables Limited, Radio Division ,
Oakleigh Road, New Southgate ,
London, N .11 . Telephone ENTerpris e
1234. Telex 261912 .

Sworld-wide telecommunications and electronic s

64133E
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