PILOT’S PERSPECTIVE FIESELER Fi 156 STORCH
Dave Unwin flying Peter Holloway’s Old
Warden-based Fieseler Storch. DAMIEN BURKE

“...the attention to detail and remarkable quality of the restoration mean it is
almost certainly the most authentic flyable Storch in the world”
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Astonishing

Contraption
Dave Unwin flies one of the most recognisable aircraft ever made –
the immortal Storch

P

roud owner Peter Holloway
grinned down at me from
the Storch’s tall cockpit:
“Well, what do you think Dave?”
Having studied the ungainly
undercarriage, inverted engine
and wonderful wing, I replied:
“I’ve gotta say, Pete, it looks
like a real contraption!” Peter
laughed delightedly: “You know,
contraption is an excellent
description. Climb on up and I’ll
show you around.”
Easily the best known product
of Gerhard Fieseler’s company,
it is fair to say the Fi 156 Storch
(Stork) is the original purposebuilt short take off and landing
(STOL) aircraft. The prototype
had its maiden flight in May 1936.
Aerodynamically the Storch was
state-of-the-art and answered a
requirement for a general purpose
type, that could take off and land in
an extremely short distance.

Advanced
aerodynamics
Before joining Peter I began a
detailed examination of his very
unusual and rare machine,
appropriately civilian registered

G-STCH but wearing Luftwaffe
colours as ‘GM+AI’. It is a composite
of an example built at Puteaux in
France by Morane-Saulnier and Fi
156 parts. The attention to detail and
remarkable quality of the restoration
means it is almost certainly the most
authentic flyable Storch in the world.
The metal wings were built by
Morane-Saulnier, and feature four
fuel tanks, with a combined capacity
of around 44 gallons (200 litres);
more than the original, woodenwinged version. The tanks feed
an inverted V-8 Argus As 10C-3,
which produces 240hp (179kW) at
2,000rpm.
I was surprised that the exhausts
are directly in front of the main
undercarriage, which was the next
item to catch my eye. Its long and
rather spindly compression legs are
deceptively strong, being attached
to the wing roots and braced to the
lower fuselage.
The leading edge of the wing
features full-span fixed Handley
Page slats, while the entire trailing
edge consists of large slotted flaps
and big ‘droopable’ Frise ailerons. I
also noted the extremely long Pitot
tube and was intrigued by two red

T-handles set into the leading
edge at the wingroots. These
operate the pins that permit the
wings to hinge backwards to
stow along the upper fuselage
and either side of the fin and
rudder.
In complete contrast to its
advanced aerodynamics, the
Storch’s construction is entirely
conventional. Fieseler initially
used a mixture of welded steel
tube and wood, covered with
fabric. The fin is built as an
integral part of the fuselage,
and is also fabric covered. Trim
is provided by the strut-braced
tailplane’s incidence being
adjustable. I noted that although
neither the fin nor tailplane is
especially large, the rudder and
elevators are really big.

Teutonic features
Getting in is a real climb – if
you’re checking the fuel, you
could almost get vertigo. A
further complication is that
although there appears to be
lots of things to step and hold
onto, quite a few are placarded
‘Nicht Anfassen’ or ‘Nicht
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The undercarriage features long and rather
spindly compression legs. DAMIEN BURKE

Betreten’ (don’t touch and don’t
step on).
The cockpit is typically Teutonic,
featuring a considerable amount
of colour-coding. It is also glazed
so extensively that the initial
impression is of sitting in a small
conservatory that has inexplicably
been fitted with wings. The original
pull-down sunshade is still installed,
and the map light works.
One feature I really liked was
the neat pull-out check list, which
slots away into the panel. It has the
pertinent speeds on one side and
engine data on the other. It’s such
a good idea. I really don’t know why
more aircraft don’t use a similar
arrangement.
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Having noted the size of the
control surfaces, I was not at all
surprised that the stick is quite tall
(for mechanical advantage) while the
rudder pedals feature leather straps
and toe-operated brakes. The brakes
are surprisingly powerful. I found
this ironic, as the late Captain Eric
‘Winkle’ Brown (see pages 122-129)
had told me most German aircraft
had rather indifferent brakes. The
only Luftwaffe type with good
brakes doesn’t need them!
The throttle quadrant is mounted
quite high on the left sill and I
noted the mixture is fully aft for
rich. Mixture is interconnected
to the throttle, so that it is
automatically adjusted to rich

when the throttle is pulled back.
The fuel system is fascinating.
There are four tanks feeding into
two separate filters and pump
chambers, although there is only one
pump. This all seemed unnecessarily
complex to me, but Peter explained
it allows ‘suspect’ fuel to be used
without contaminating the entire
system.
If necessary, you could put low
octane petrol out of a captured
enemy vehicle in one tank, take
off using the known ‘good’ fuel
and switch to the tank containing
the suspect fuel at a safe altitude
and cruise power setting. If the
‘improvised’ fuel was completely
unsatisfactory you would quickly

switch back, feeding the engine
through an uncontaminated filter
and pump chamber.
Next curious item to catch my
eye was the airspeed indicator
(ASI). Astonishingly, this goes up to
400km/h (248mph) even though
the VNE speed is only 210km/h.
Maximum cruise is only 150, while
a more realistic figure is a stately
120 to 130. Consequently, normal
operations only ever use less than a
quarter of the instrument. I put this
down to a German anomaly.
The cylinder-head temperature
(CHT) gauge is a modern instrument.
Peter’s theory as to why one wasn’t
fitted originally is that test pilots
would simply have said: “This engine
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“...famed test pilot Captain Eric
‘Winkle’ Brown had told me that most
German aircraft had rather indifferent
brakes. The only Luftwaffe type with
good brakes doesn’t need them”

Peter Holloway at the helm of his fantastic
Storch, showing the incredible view it
affords.

runs too hot!” It would just have
been a ‘worry gauge’, so they didn’t
bother. As I was soon to discover,
if there was ever an aircraft that
needed a CHT, it’s this one.

Swapping seats
For my first flight I sat in the back,
which has no controls. However,
as this is where the observer sat,
I observed – and learned – a great
deal. Peter talked me through the
start-up procedure, and then taxied
out. Before performing the run-up,
the oil needs to be at least 30°C,
while the CHT gauge is redlined
at 240°C. These two important
numbers definitely have to be borne
in mind.
During our brief flight Peter
demonstrated the Storch’s truly
astounding slow-flight capabilities.
At one point we seemed to have
almost stopped in mid-air. Peter told
me the Luftwaffe had actually laid
field telephone cables using these
aircraft.
After a very smooth landing we

swapped seats, and with Peter
providing me with plenty of guidance
I wound the flaps down to 20°, which
is where the ailerons just start to
droop. I lined up, rolled forwards
slightly to straighten the tailwheel
and ensured my toes were well
clear of the powerful brakes and
slowly opened the throttle. The
take-off and initial climb went well
until I inadvertently raised the flaps
too much and too quickly. We sank
slightly as the pitch trim changed.
Initial impressions? It’s pretty slow,
rather hot, and quite noisy. I was
also fascinated by the CHT needle,
which seemed to be very close to the
redline for most of the flight.
As soon as we were clear of Old
Warden I began to examine the
general handling. The Storch’s
ungainly appearance belies a
surprisingly sprightly roll rate,
while it was easy to keep the turns
co-ordinated using the powerful
rudder. The pitch trim is nicely
geared and the elevators effective.
As I swung the Storch through
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straight-and-level, which gave an
indicated airspeed of 125km/h.
However, this still burned 47
litres per hour, making its fuel
consumption per miles worse than
a Spitfire’s.
Slow flight is as incredible as you’d
imagine. Indeed, with the big flaps
hanging down and some power, the
wing retains such a tenacious grip
on the airflow that the needle of
the ASI sinks off the scale. Luckily
I made another smooth landing
and with Peter’s “Nice job, Dave!”
ringing in my headset, I cleared the
runway, wound the flaps up and
taxied in.
I was hugely impressed by the
Storch. It’s an excellent example

of ‘function over form’, and even
by today’s standards its STOL
performance is remarkable.
Seventy-five years ago it must have
been truly astonishing.
I flew it on a flat-calm day and was
amazed at how little runway I used,
and this was the first time I’d ever
flown one. I would imagine that with
a few hours on type, you could land
practically anywhere.
Storches performed sterling
service from the frozen wastes
of the Russian Steppes to the
scorching sands of the African
desert, and was as important to the
Luftwaffe as the Messerschmitt Bf
109 or Junkers Ju 88. Having flown
one, I can certainly see why.
Storch VP546 at White Waltham, July 1948. It
was wearing these markings when the late
Capt Eric ‘Winkle’ Brown flew it from
HMS ‘Triumph’. PETER GREEN COLLECTION

The cockpit of Fi 156A-1 G-STCH. ALL DARREN
HARBAR UNLESS NOTED

a series of increasingly steep
turns, Peter sensed my mood
and observed: “You’re enjoying
this, aren’t you?” I agreed: “It’s
fantastic. After all, it isn’t every day
that I get to fly a piece of history.”
It’s a fabulous aircraft to fly, with
extremely good visibility.
Having convinced both Peter and
myself that I could fly the Storch
reasonably well, all I had to do
now was land it. Unsurprisingly, it
has a pretty low sink rate, and it
is inadvisable to completely close
the throttle as you descend. The
trick is to come down just below the
glidepath, and then use just a trickle
of power all the way in.
Although it felt like I was rather
high, I rounded out, waited until
I was sure the wheels must be
almost touching the grass (although
it still seemed too high) then
simultaneously closed the throttle
and pulled the stick right back.
Obediently, the Storch simply sat
straight down and rolled to a stop
very quickly.
To prove to Peter that it wasn’t a
fluke, I flew another circuit, this time
ensuring after take-off I left the flaps
down until I had 90km/h, and then
retracted them in stages. On final
approach I wound down the full 40°
of flap, carried a little more power
into the flare and once again it sat
down exactly where I wanted it too.
One thing’s for sure – with 40° of
flap hanging down there’s no chance
of overshooting.

Truly astonishing
For the next sortie, I was keenly
aware I was about to solo in
probably the finest and most
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authentic airworthy Storch in
existence. A deep breath and I
began to run through the start
sequence. All ready, I gave a shout
of “Propeller frei!” – well, I was
trying to stay ‘in character’ – and
pressed the guarded starter button.
The Argus grumbled into life
and as I taxied out I noted I had
to occasionally dab the brakes to
keep the speed down. You don’t
want the throttle set too low, as
with the ignition retarded below
800rpm you can foul the plugs. Of
course, you don’t want to taxi too
fast either. Apart from this, it’s very
straightforward to taxi.
For a vintage taildragger you
have a fine view ahead. You have to
avoid inadvertently overstressing
the rear fuselage when taxiing,
turning and running up. This is
because the tailwheel is always
under considerable load, due to
the forward position of the main
undercarriage.
Acceleration was noticeably
better without a passenger, as was
the climb rate. Nevertheless, steady
flight speed remained uninspiring,
and I can readily believe that in
service Luftwaffe pilots exploited
thermals whenever possible. As on
my previous flight, the CHT needle
was soon climbing ominously
towards the red line, so I throttled
back to around 1,650rpm and
lowered the nose to get some more
air moving through the cowling.
I examined the control and
stability and confirmed my initial
assessment that it is essentially
stable about all three axes. As I
was treating the motor very gently
I never used more than 1,650rpm

‘Winkle’s’ deck-landing Storch
While Dave Unwin was discussing flying the Storch with Captain Eric ‘Winkle’
Brown, he delighted in telling of the time when he landed one on the carrier
HMS Triumph. That Storch survives, it is on show at the RAF Museum Cosford.
Fieseler Fi 156C-7 475081 was built by Mraz at Chocen in Czechoslovakia in
the spring of 1945. It was captured at Flensburg, Germany, near the Danish
border, and was flown to the Royal Aircraft Establishment (RAE), Farnborough,
on September 5, 1945. Initially given the Air Ministry identification number
101, it took on the RAF serial VP546 in May 1946. Used extensively by RAE’s
Aerodynamics Flight, VP546’s slow-flying capabilities made it ideal for aerial
photography, glider towing and its ability to get in and out of very small fields
was most useful.
In his book Wings on My Sleeve, Eric describes his sortie of May 28, 1946 in
VP546: “I was given a German Fieseler Storch, that remarkable slow-flying
plane. To baptize it thoroughly, I took it to sea and landed it aboard the carrier
Triumph. They put the barrier up for us, as the Storch had no arrester hook,
but it was not needed. To the astonishment of the ‘goofers’ the little plane
landed and came to a stop right on the aft lift... We paid our way while we
were on board by using the Storch’s incredible gift of hovering to photograph
the approach path to a carrier, something that had not been properly done
before...”
Turn to page 122 for Dave Unwin’s tribute to Eric.

Restored to its original Luftwaffe colours, Storch 475081 has been
on show at Cosford since April 1989. KEN ELLIS

