Repro

‘CALEDONIAN 245, be advised of some
significant area of weather that overflies
Daisetta Vortac...’

Daisetta Vortac was a radio beacon slap
in the middle of our final run-in to Houston’s
fast developing Intercontinental Airport —
the last ‘signpost’” on a journey that had
brought us 4,200nm non-stop from Gatwick:
out over the North Atantic to within sight of
the southern tip of Greenland, over the
frozen wastes of Labrador and the pollution-
troubled Great Lakes, before threading our
way along the spider’s web of jet routes high
above the farmlands and industrial cities of
continental USA. Now, with only 300nm to
run. one of our final sector controllers was
advising caution and vastly understating the
problems of continuing on our planned
course. Already a smooth horizon was
beginning to show early signs of a bubbling
cauldron of cloud tops. with the full menace
becoming clearer by the minute as our
progress ‘over the hump’ continued to
unwind the curvature of the Earth. Warm,
excited winds from the Gulf of Mexico had
violently collided with a stream of cold air
coming down from the north and between
them they had spawned the Texan
granddaddy of all storm clouds — topping
out at a reported 70.000ft and dumping 10in
of rain on Conroy County in just one hour!

At the invitation of British Caledonian
Airways | was on the flight-deck of
G-AYEX, a Boeing 707-355C rostered for
the Wednesdays-only slot of their daily
London-Houston Flight BR245 (on the
other six days each week BR245 is a DC-10
schedule). I was there to watch a typical 707
route operation as it progressed from
departure to touchdown. but this *significant
area of weather’ caused all the carefully
prepared flight plans to be thrown out of the
window (metaphorically of course. at
39.000ft!) and resulted in the first diversion
during eighteen months on the route. With
the decidedly non-typical nature of this
particular operation squarely placed on my
shoulders — *It’s all your fault you know.
This has never happened to us before!” — a
disappointed but good natured crew settled

16

duced from Air Extra by lan Allan Publica
Il Credit to J i _

jcation

down to the inevitable diversion after holding
for half an hour or so while Houston Control
patiently tried to rescue something from the
soggy mess below.

The day had started peacefully enough,
with introductions on board the aircraft at
Gatwick: Captain Peter Whyte, First Officer
Peter Looker and Engineering Officer Sid
Roberts. As I arrived they were all involved
with pre-flight checking — the listed call and
response procedure that guarantees a
methodical clearance of all important
systems on the aircraft. They were aiming to
have their checks substantially completed by
the time the customers began to arrive. and
to be ready for starting as soon as the last
one had come down the jetway and been
welcomed aboard. 1 had arrived half way
through the ‘Before Start Check’. with
Engineer Sid Roberts calling:

Eng: ‘Yaw damper’.

Capt: ‘On.’

Eng: ‘Mach and airspeed warning.’

Test: Loud bell ‘Checked.’

Eng: ‘Window heat.’

Capt: ‘Low.’

Eng: ‘Q and pitot heaters.” (Q-feel or
artificial feel unit heater)

Capt: *Checked and off.’

Eng: ‘Exterior lights.’

Capt: ‘Set.’

and so it went on: with passengers now
streaming on to the aircraft. nearly fifty
items on the pre-start check-list were called.
physically checked and answered until, with
the door about to be closed. the ‘Cleared to
start’ call was made by Sid Roberts and the
Captain contacted Gatwick Ground Control
on 121.95 to ask for start-up clearance.

The 707 does not have an APU (Auxiliary
Power Unit) as standard equipment — one
is available as an option but only at the cost
of 162ft* of space in the rear cargo compart-
ment — and the aircraft is normally
dependent upon ground-based power for
initial starting. The Air Start Unit connects
to the aircraft just under the leading edge of
the starboard wing and the Ground Engineer
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was in touch with the Captain during the
final stages of pre-start checking. With tower
clearance established, the Ground Engineer
was asked for air pressure and for
confirmation that the engines could be
started in safety. As soon as pressure
appeared in the system Sid Roberts began
calling the rising values until the required
38-40psi was achieved. With confirmation of
this pressure, First Officer Peter Looker
selected Ground Start on No 3 engine to
allow air into the pneumatic starter motor.
As soon as the G/S valve opens, air vents
through the starter and the overall system
pressure drops: this is monitored on the
Engineer’'s panel to indicate satisfactory
operation of the valve. Outside the aircraft
the Ground Engineer watched the engine and
called ‘Rotation’ as the fan started to move.
The aircrew then switched their attention to
two instruments. In the centre of the main
panel there are four vertical rows of
instruments., indicating identical
performance references on each of the
engines. From the top they are EPR (Engine
Pressure Ratio). N, (Low pressure spool %
RPM), EGT (Exhaust Gas Temperature). N,
(High pressure spool % RPM). and finally
the Fuel Flow Meters. The First Officer
concentrated on N, and watched for 15% of
available RPM while the Engineer checked
his own panel for a satisfactory rise in oil
pressure. At 15% N, Peter Looker selected
*Start’ on the engine start lever, letting fuel
into the system for the first time. As the fuel
ignited EGT began to rise sharply and the
low-pressure spool RPM (N)) increased. At
34% N, the ground start valve was closed on
No 3 engine to allow the air system pressure
to build up in readiness for starting No 4.
Engines are started in the sequence 3-4-2-1
(No 1 being the port outer). As soon as No 2
is running, the generator on No 3 — the first
to start — is brought on-line by the Engineer
and the aircraft can be self-supporting. Air
bottles are provided for independent starting
but these would only be used in the event of
external power failure or at an airfield where
no external facilities were available.

With all engines running a brief “After
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Start Check’ ensured that ground equipment
had cleared, that the interconnect valves on
the two hydraulic systems were closed and
that the doors were secured. Satisfied on all
three points, Captain Whyte turned to
Gatwick Ground Movements Control and
asked for push-back clearance at 12.41hrs
GMT (all subsequent timings are GMT).
With push-back confirmed we were on our
way: one 707 with 62,000 kilos of fuel, 670
kilos of general cargo, 130 kilos of mail. 84
passengers and 11 crew — a total take-off
weight of 137.900 kilos. We were to burn off
nearly a tonne (ie, a metric ton=1,000 kilos)
of fuel during the five-minute taxi to the
threshold of Gatwick’s runway 08.

During the long ride to the end of the
runway, another series of checks were
completed:

Eng: *Ground start selector.’

F/O: *Off’

Eng: ‘Anti-ice.’

F/O: *Checked and set.’

Eng: ‘Attitude warning.” (the stick shaker
system rattled aggressively)

F/O: *Checked.’

Eng: *Window heat.’

F/O: ‘On and high.’

Eng: “Q and pitot heaters.’

F/O: *On.

... 20 or so items finally cleared the aircraft
for flight as we turned towards 08 and were
instructed to hold for an arriving Icelandic
Piper and a B.Cal One-Eleven inbound
from the sunny Mediterranean. At 12.46,
almost exactly on schedule, we were given

Above left: British Caledonian have a fleet of
nine 707s — all convertible -320Cs and
currently used on a wide variety of routes to
West and Central Africa and South America as
well as on scheduled cargo flights, including
the TexaCargo service linking London and
Prestwick with Houston, Tex.

Below: A welcome-aboard type view which
greeets the passenger entering a B.Cal 707
cabin. Photos: B.Cal

the runway and turned for a rolling take-off.
With the runway centreline disappearing
rapidly under the nose. Peter Looker began
calling critical speeds as Captain Whyte
concentrated on the essentially manual
business of seeing the 707 safely into the air.
Decision speed (V,) at our weight had been
computed at 140kts, with VR (rotation) and
V, (lift-off) at 149 and 163kts respectively.
Rotation was called only 43 seconds after
full power was applied and we lifted off a
second or two later.

We had cleared out of the London

Control Zone on Standard Instrument
Departure (SID) Daventry 11. one of
thirteen prescribed routes away from

Gatwick’s runway 08. Making use of a
variety of existing radio beacons, SIDs are
published for all major airports and some
military airfields. Their primary function is
to funnel aircraft on to the airways as
smoothly as possible and they ensure
accurate control of separation in areas of
high traffic density. Daventry 11 called for
Caledonian 245 — our callsign — to climb
straight ahead until we were three miles from
Gatwick DME (Distance Measuring
Equipment) before turning left to intercept
the 265° radial from Detling VOR. Detling
is also equipped with DME and we were to
fly to within 16 miles of the beacon before
turning left over Sevenoaks to pick up the
015 radial from Seaford VOR. Again using
DME — but this time from Seaford — we
had to follow the 015R to Hornchurch
before turning left once more towards
Brookmans Park NDB (Non-Directional
Beacon) and then on to Daventry VOR and
airway Upper Blue 3 at 31.000ft. Because of
the requirement to monitor distances and
direction from a variety of different beacons,
SIDs are normally flown manually — at
least during the early stages — and on the
specialised instrumentation applicable to the
published departure routes. Although
G-AYEX was equipped with twin Litton
Inertial Navigation Systems (INS) they were
only used in an advisory position-checking
role during departure, not really coming into
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their own until we had passed over Daventry
and were well on our way to the NATS entry
point.

Immediately before departure the aircraft
had been given a transponder code
(*...squawk 6771") to ensure accurate
identification during its passage through the
London Control Zone. This code was dialled
on to the altimeter-linked transponder. As
soon as the airborne equipment received a
radar signal that it recognised, it returned a
height-encoded signature that would appear
on the Controller’s screen. The ‘squawk’
code was changed several times during our
flight to correspond with instructions from
various Air Traffic Control Centres.

As soon as we were established on our
climb-out. Gatwick Departure Control
relinquished responsibility for the aircraft by
calling: ‘Caledonian 245 airborne at 12.47.
Contact London Centre on 128.9°. London
Centre were to supervise our climbing transit
through the difficult skies above Southeast
England and as we emerged into the
sunshine through some patchy cumulus we
were cleared, without speed restriction, to
FL280 (Flight Level 280 or 28,000ft). Our
flight plan called for level 210 overhead the
Brookmans Park NDB. just nine minutes
after take-off. rising to 350 over
Machrihanish on the West coast of
Scotland: by then we would have been
airborne for 55 minutes and some 6.5 tonnes
lighter. Air Traffic evidently had a small
problem and asked: *Caledonian 245, can
you make 350 now?” After no more than 15
minutes’ flying we were still a shade heavier
than ideal for that height and the Captain
gave an honest reply. ‘It’s a bit of a struggle.’

‘Er. OK 245. That’s what I thought.”

No more was said. The Controller looked
elsewhere for the solution to his problem and
kept us on the planned course and at the
level best suited to our weight.

British Caledonian use computerised flight
planning to get the best results from each
aircraft. The computer is given a set of
variables — such as regular world-wide
weather reports and air traffic information
— and the fixed performance index of each
aircraft in the fleet. These are used to
compile an optimum plan for a given load
and destination. The resulting collection of
figures will give the crew their route (with
INS fixes for each important waypoint and
beacon), the forecast winds and
temperatures along the route, sector times
and speeds and the anticipated fuel burn-off.
As the flight progresses. actual performance
can be compared with the plan’s predictions
and adjustments made if necessary.

By 13.41hrs we were over Machrihanish
and established on airway UW 14 (Upper
White 14) at our planned FL350: this would
remain unchanged for the 5thr flight over
the North Atlantic and down towards
Labrador. Leaving the Daventry 11 SID
route only 18 minutes after take-off. we had
arrived over this western outpost of Scotland
via Lichfield, Pole Hill and Dean Cross.
Engineer Sid Roberts was switching to the
707’s main tanks, having already taken
6 tonnes from the big tank in the belly of the
aircraft. There are four main and two reserve
tanks in the wing and the normal fuel
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management technique calls for an initial six
tonnes from the belly before switching to
mains for a further six tonnes. The belly tank
is then emptied before flying totally on wing
tanks. Fuel can be pumped around the
system and any engine can feed from any

tank. Using fuel systematically in this
manner greatly relieves the load on the wing
and prevents the slow build-up of an
inefficient, out-of-trim condition.
Machrihanish is 149nm from the outer
limits of the Scottish FIR (Flight
Information Region) and we covered that
distance in almost exactly 21 minutes. We
were flying towards our NATS entry point
(North Atlantic Track System) at a position
56°N 10°W. The NATS system serves a
similar function to the SIDs mentioned
earlier. The majority of Atlantic airspace is
well beyond the controlling influence of
civilian radar and totally random flightpaths
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would make each aircraft vulnerable to
collision. Some control is therefore essential.
The Air Traffic people on both sides of the
Atlantic look at the overall weather situation
twice daily and decide on the most
favourable routes for the period in question.
These routes are published and made
available to everyone: each track is given a
code letter and a physical description
consisting of a series of latitude/longitude
co-ordinates. In this way a pilot wanting an
Atlantic crossing will have his prescribed
route issued by name (eg NATS *B’). This
gives him a fixed route to fly and it gives Air
Traffic a prediction of his position at any
time during the flight. Once on the NATS
track. each aircraft is required to maintain
the approved flight level and speed to ensure
that adequate separation is maintained. As
an additional safeguard each aircraft is
compulsorily required to contact Air Traffic
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Seen on this page are several views of a B.Cal
Boeing 707 flight deck and its instrumentation,
and Above, the outbound route followed on the
first stage of the BR245 service to Houston
described in this article.

Top left: An overall view of the front office
with the main engine, flap, trim and autopilot
controls between the Captain’s and First
Officer's seats. The overhead panel is mainly
devoted to electrical and individual systems
controls.

Left: The Captain’s flight instruments (top, left
to right): Airspeed Indicator (ASl)/Machmeter,
Director Horizon, Aneroid Altimeter and Radio
Altimeter. Below the Director Horizon is the
second component of the Flight Director
System, the Horizontal Situation Indicator. The
Radio Magnetic Indicator (RMI) and Vertical
Speed Indicator (VSI) are the two instruments
to the right of the lower row. At the bottom left
is a very accurate clock and below the RMI and
VS| are two digital DME (Distance Measuring
Equipment) Indicators.
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Top right: These are the centre panel engine
instruments referred to on page 16. Also seen
to the left of the engine instruments are the
Autopilot Axis Indicator and standby horizon
and, right, two Flap Position Indicators. The big
lever on the extreme right is the Landing Gear
control handle with its indicator lights
immediately above.

Right: A close-up view of the RCA Radar,
flanked by the two Litton INS (Inertial
Navigation System) control panels and
displays. Photos: Peter Gilchrist
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after its position has changed by 5° latitude
or 10° longitude. On the North Atlantic this
would result in a call being made after every
300 miles or approximately 40 minutes.

Caledonian 245 was given NATS *C’ as
its route, and this is how it looked in its
published form: 56010.58020.59030.-
59040.59050.PORGY. The figures represent
56°North 10°West, 58°North 20°West etc,
and PORGY is one of a number of named
NATS exit/entry points and corresponds to
a position 56°19'North 58°05'West. With
this string of numbers in front of them the
crew was able to programme the INS to
bring each position up as a ‘waypoint” and
fly there automatically — and very
accurately — on the coupled Bendix
Autopilot. The official half-way point over
the North Atlantic occurs at 30°West, and
this is the boundary between the Shanwick
and Gander Oceanic FIRs. At this point and
beyond, all our compulsory check calls were
made to Gander.

During the long cruise 1 was able to talk
to the crew in more general terms about 707
operations. Not surprisingly there was a lot
of affection for the aircraft. Twenty years or
so of airline operation has built an enormous
amount of experience into the airframe and
into its maintenance routines: as a result the
707 has an enviable reputation for reliability
and sturdiness. Compared with modern
wide-body aircraft — B.Cal’s own
DC10-30s for example — some of the
on-board systems are a little dated. Both fuel
and pressurisation need constant monitoring
by the Flight Engineer, not because they are
in any way unreliable but because they were
designed before automatic control systems
had been fully developed. Comparing the
galleys on a 707 with some of the newer jets
is a bit like comparing the main hall of
Fortnum and Masons with a local grocery
store. The 707 is an older aircraft and still
has a bit of the ocean-liner about it:
wide-bodies tend to be all seats and
efficiency, with very little thought given to
the purely human problems of serving and
clearing perhaps 500 meals and countless
snacks and drinks on a long sector such as
London-Houston. The 707 is popular with
cabin staff because it does afford that extra
bit of space that makes for a more
comfortable working environment.

I was interested in the utilisation figures

for G-AYEX. By today’s standards it’s not a
particularly ‘high-time’ airframe, with just
over 42,000hr since its first flight on 11 May
1967. Its daily air time still averages well
over ten hours. Our trip to Houston had left
Gatwick just after mid-day on 18 April and
was scheduled to last 9hr 39min. Exactly
one week earlier the aircraft had been sitting
on the tarmac in Freetown, Sierra Leone,
having flown out the previous day from
Gatwick. The Technical Log — always kept
on board — illustrated the busy life of a
fairly typical 707 by noting the flights
(see overleaf) during that one week.
After a two-hour turn-round in Houston the
aircraft would be on its way back to
Gatwick in readiness for yet another
six-hour flight to Africa.

‘Gander Gander. Caledonian 245." Peter
Looker was checking in with Gander to
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Date Dep Arr Time
I'l April Freetown  Monrovia 50min
Monrovia  Freetown 45min

Freetown  Gatwick Shr 55min

12 April (Maintenance at Gatwick)

13 April Gatwick Monrovia  7hr 00min
Monrovia  Accra Thr 40min
Accra Monrovia  Thr 40min

14 April Monrovia  Gatwick 6hr 50min
Gatwick Las Palmas 4hr 00min
Las Palmas Gatwick 4hr 00min

15 April Gatwick Dakar Shr 35min
Dakar Freetown lhr 15min
Freetown  Dakar lhr 20min
Dakar Gatwick Shr 35min

16 April (Maintenance at Gatwick)

17 April Gatwick Lagos 6hr 45min
Lagos Kano lhr 25min

18 April Kano Gatwick Shr 45min
Gatwick Houston 9hr 40min

Left: A port side view from below B.Cal

Boeing 707-355C (the ‘55’ Boeing customer
code suffix indicates an ex-Executive Jet
Aviation -320C aircraft) showing the sleek lines
of the airliner. Photo: B.Cal

Below: The Flight Engineer’s instrumentation
includes a ‘geographical’ presentation of the
aircraft’s fuel system together with all the
pump and valve controls. The three sets of
instruments at the top right are engine oil
quantity, temperature and pressure gauges.
Photo: Peter Gilchrist
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report our position as we approached the
Canadian Air Defence Identification Zone
nearly five hours after leaving Gatwick.

*Caledonia 245. Gander. Go ahead.’

*OQur position: 58°N 50°W at 1606
(GMT). Flight level 350. PORGY at 41
(ETA at PORGY 16.41). Spot wind 260/10.
Temperature minus 51.°

*Caledonia 245. Gander. 58°N 50°W at
1606. 350. PORGY at 41. Check the
weather OK. At PORGY contact er,
Moncton Centre on 132.4. That's after
PORGY.

*132.4. Caledonian 245

This exchange was typical of the R/T
shorthand used along the busy airways. It
signalled the end of our long over-water
flight and nudged the North American
system into accepting vet another aircraft
inbound from Europe. Already the
Newfoundland coast could be seen over the
nose, as the passengers behind us settled
down for an afternoon snooze. Lunch had
been served. the film had been shown, and in
a shade over four hours we were due to
touch-down in Houston.

With nearly 30 tonnes of fuel used in
6<hr. we approached Lake Huron and our
intended climb to FL390. Peter Looker
called Toronto ATCC and obtained
clearance before gradually increasing
altitude to make the engines more fuel-
efficient. We were established on HL551,
one of the Canadian high level jet routes into
the USA and Captain Whyte was receiving
weather information from Houston. The
forecast appeared favourable at that time,

and was passed on to the passengers along
with local time information and a general
description of our position, intended route
and ETA Houston.

For the following two hours we made our
way down towards Houston with ever
worsening weather reports coming in from
the area. Our own local conditions were
favourable and we picked up the tailwind
that had been predicted by the flight-
planning computer. Our groundspeed over
the Atlantic had been averaging around
430kts but now. substantially lighter and
with favourable winds, the average had crept
up to the 490kts mark. At 20.38hrs GMT we
were approaching Indianapolis and Captain
Whyte called Houston on the Pan American
company frequency to be told that a storm
was brewing: outside, several thousand feet
below us. a bright red 727 went arrowing
past towing needle-like contrails from
its shiny tail. By now we were beginning to
see the first signs of trouble as a clear pillar
of cloud peered over the horizon of haze,
watching our approach with interest. A
change of course towards Little Rock, Ark
— so recently ravaged by tornadoes —
brought a 747 into sight on a parallel track
about ten miles ahead. Cleveland Centre had
advised us "OK 245 at level 390. Roger and
turn left 25° in short vector that’ll have Little
Rock shortly. You'll be behind a Braniff also
going through Little Rock. He's the 747 in
front of you.” It was the Big Orange. also out
of Gatwick, and now on his way to
Dallas/Ft Worth with huge corkscrews of
vapour spiralling away behind him. He was
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to remain with us for 50 minutes or so, using
his slight speed advantage to pull slowly
away and relieve our occasional contact with
his turbulent wake vortex.

The 500 miles or so between Indianapolis
and Little Rock brought no further news of
the storm. Our radar was of little value at
that range but it did serve to confirm the
gradual disappearance of Braniff's 747. We
had asked for direct routing to Little Rock
and after establishing that we were INS
equipped. the controller agreed that there
would be no conflict if we came off airways
and took a slightly shorter route. We were
asked to ‘squawk ident’ so that our progress
could be carefully watched. At 21.20hrs
GMT. 81hr after leaving Gatwick. we were
approaching Little Rock and in touch with
Memphis Centre: "Caledonian 245. looks
like vou'll fly. after Little Rock. Jay 180
(Jetway 180) to Daisetta. direct Houston.’
Within 30 minutes of that optimistic forecast
of our progress, we had been notified of our
area of significant weather and were holding
150 miles northeast of Houston.

At that time the VHF was alive with
people being asked to hold and one look at
the pillar of cloud suggested it would be a
long delay. Peter Looker contacted Houston
Centre to ask how long the delays were
likely to be and was told:

*‘Right now they’ve just told us indefinite.”

‘Oh .... thanks.” (What else can you say
at a time like that!)

Captain Whyte used the company
frequency to talk to Emory Brockway. one
of B.Cal's Houston managers. and advised
him that things were ‘not too hopeful” and
Engineer Sid Roberts reported that fuel was
down to 9.2 tonnes. During the following few
minutes a decision was made: we would have
to divert to Dallas/Ft Worth and wait for the
storm to pass. Minutes later, after hearing us
get immediate clearance out of the stack. a
Continental aircraft made the same request
and was told to make one more orbit before
he could be released: then a Delta and a
Braniff asked for Dallas and were given
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Above: A spectacular view of a night departure
from Gatwick by B.Cal 707 G-AYSI.
Photo: B.Cal

similar instructions. One by one they came
to the same conclusion. Everyone in the
stack wanted diversionary clearances to
somewhere — most of them wanted Dallas.
We were lucky. Skilful timing by the captain
had taken us out of the stack first and we
were well on our way to Dallas as the
Houston controllers were snowed under with
requests from every imaginable airline. With
an early acceptance of the inevitable. we
were allowed a straight run in to
Dallas/Ft Worth and were given immediate
clearance to land. While we were taking on a
further 24 tonnes of fuel. the others were
either coming off the stack near Houston or
were now holding at the newly congested
approach to DFW.

Within an hour of our landing at Dallas,
the storm over Houston had abated
sufficiently to allow the airport to re-open
and get back to somewhere near normality.
Dallas itself was already becoming crowded
and they were only too pleased to give us
virtually immediate clearance out of the
area. The 200 mile trip should have taken no
more than 30 minutes but we were asked to
hold once more because delayed departures
were monopolising Houston’s  runways.
After ten minutes orbiting around College
Station Vortac. Peter Looker was trying
hard to be philosophical about it all: T know
they've got problems down there but any
more of this and I think I'll ask if we can go
round the other way!” We were still chuck
ling over his mock giddiness when Houston
Centre advised us to expect further clearance
almost immediately. And then it came: we
were given a route via Navasotta and then
direct to Houston Intercontinental. with
instructions to overfly Navasotta beacon at
10.000ft and 250kts. A local altimeter
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setting was relayed. together with runway
details and surface weather.

As we descended towards the Houston
area we began to see what all the fuss had
been about. Fifteen miles from the airport
people were out in the streets in boats.
Houses. cars, and caravans had been washed
away or were almost totally submerged
under huge areas of muddy brown water. At
14 miles from the Outer Marker we were
asked to fly heading 110° and intercept the
ILS on runway 14 at above 2.100ft
‘...and maintain your present speed to the
marker if feasible.” With the runway now in
sight, a Delta TriStar turned in between the
ribbon of lights and accelerated away for
take-off just as Peter Looker lowered the
undercarriage and confirmed ‘down and
locked™. Sid Roberts began a brief landing
check leading to decision height and flaps
were lowered to 50° with a noticeable
deceleration. As the nose came up | saw a
taxying 727 slip by below us as we crossed
the airport boundary and flared to a positive
touchdown. As as soon as all three
undercarriage units were safely on the
runway. reverse thrust was selected and a
row of four lights snapped on to indicate that
they were all operating. Without a trace of
sideways movement G-AYEX decelerated
fiercely and came down to taxi speed well
within the available runway length and
turned away to find the B.Cal stand while the
crew busied themselves with the After
Landing check list.

The sun had just begun to shine hazily
through the broken cloud as we turned in
towards the advancing jetway on stand 29.
As soon as we came to a halt, a final job for
the crew: the shut-down check. to ensure
that all the expensive machinery is safely put
away. For the crew a well earned rest. After
I 1hr 22min in the air they certainly looked
forward to it. For G-AYEX: well, today is
another day. After a two-hour turnround,
another 60 tonnes of fuel. another crew,
another varied selection of passengers —
and another journey.
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