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G-JAKI, 1995 M20R, 1315h TT, 20h SMOH, 180kts,
280hp TCM IO-550-G, speed brakes, full IFR panel with
Garmin 530, Sandel 3308 EFIS, KFC-150 ﬂight director,
KX-165, KN-62A DME, KR-87 ADF, KT-73 mode S
transponder. Insight GEM-602 engine monitor, Insight SF2000 Strikeﬁnder, Shadin fuel computer, electric standby
vacuum pump, wingtip recognition lights. Fresh annual
June/13. Further details available from David Abrahamson
david@cs.tcd.ie or telephone +353 1 896 1716.
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Chairman’s Corner
Paul Sherry

I am no military tactician but the comparison between the beaches
of Omaha to Juno, Sword, Gold and Utah is striking. Whilst the
latter beaches are relatively flat, Omaha beach is overlooked by a fairly
steep escarpment—approximately 100 to 150ft high. It all looked
peaceful and inviting on a warm July summer day in 2013, but I
cannot really imagine how it would have appeared on June 6th, 1944
approaching a fortified beach defended by battle experienced soldiers
in well dug in and protected positions on high ground. The US
troops landed on two beaches, Utah and Omaha. On Utah beach
197 were killed, on Omaha the number was approximately 2,000.
Not for nothing was it known as “bloody Omaha.” The numbers are
staggering and authoritative sources suggest that in the battle of
Normandy alone approximately 425,000 combatants were either
killed, injured, or missing.
Our final visit to the US cemetery at Coleville, which overlooks
Omaha beach, is a must. It is perhaps not an easy place to see because
it brings into rather sharp focus the human cost of the relative peace
and prosperity that we now enjoy here in Europe. Nonetheless I am
glad that we went to pay tribute to the sacrifice of those who bought
that peace by paying the ultimate price.
Sunday was taken up with a visit to the tapestry at Bayeux. I believe
I had last visited this at the age of 14 (many years ago) and was
probably dragged there as a recalcitrant teenager. This time I was
perhaps more able to appreciate the effort involved in the telling the
story of 1066. Bayeux struck me as a town worth perhaps a more
leisurely visit at a future date.
So all in all an excellent weekend—good flying, good company, a
good hotel and a location which I have always wanted to visit.
The popularity of this weekend (we had to turn some people away
due to lack of space) shows that when we pick a good venue which
appeals to both flyers and non-flyers then members and families are
keen to come. I hope that we can do more in a similar vein. The trick
will be finding venues that appeal to a wide range of our membership.
If you have any ideas please feel free to email me chairman@pplir.org
or start a post on the forum. We are always open to interesting ideas
and suggestions.
On the weekend prior to the Normandy visit, we held an ExCo
meeting at Liverpool (EGGP). ExCo meets approximately four times
a year (including the evening before our AGM) and we try to space
these evenly.
As usual a wide range of topics were discussed. Every time I attend
ExCo I never cease to be impressed at the huge range of skills and
depth of commitment that the members of ExCo show to PPL/IR.

I sit down to write this on a beautiful July summer’s morning. The
recent weeks have seen some excellent VFR (rather than IFR) flying
weather and it is only to be hoped that the bulk of the UK GA
industry will be seeing an uplift in activity. What is hopefully good
for them will also be good for our organisation and for our members.
Last weekend just short of 40 members and accompanying persons
enjoyed what I felt was an excellent weekend in northern France. I
am pretty sure that the fly out will be more comprehensively reported
elsewhere in this edition of IP, but it is appropriate that I make a few
comments here.
Firstly my thanks on behalf of all who attended go to Stephen
Dunnett, our PPL/IR meetings secretary, who clearly put in a lot of
work to make the weekend a success.
Over the last few years I have now been on several flying weekends
organised by MMIG46 (Malibu and Mirage Interest Group).
MMIG46 is a European offshoot to MMOPA (Malibu and Mirage
Operators and Pilots Association). Its roots are in Germany, but
rather like our organisation it wishes to have representation from right
across Europe. I have been to three MMIG46 meetings—one in
southern Germany, one in Barth on the Baltic Coast and one in
Zadar, Croatia. What I have learned from those weekends is that
attention to detail is important. It makes the difference between
perhaps just having a weekend away in the aircraft and having a really
great time.
Stephen delivered that in spades on our last weekend and my
thanks go to him. Just one example—the travel arrangements from
the airport to the hotel required a taxi ride of about 30 minutes
duration. Stephen had requested from us details of our arrival time
and had booked taxis with a local company to meet us. As our group
of four walked out of Caen Carpiquet terminal building, our taxi was
waiting outside and we were away to the hotel within a few short
moments, and thus able to enjoy a cold and refreshing drink under
a sunshade at the hotel in the shortest possible time.
Speaking personally, I thoroughly enjoyed the weekend. The hotel
was an excellent choice and steeped in French country house hotel
charm and simplicity. The food and wine were excellent as was the
company.
On the Saturday, a guided coach tour was arranged around several
sites of note in the Normandy beaches and surrounding area. We
started in the morning at Pegasus bridge, which was the site of some
of the most amazing and accurate glider flying of the second world
war, and finished up in the evening at Omaha beach and the
American cemetery at Coleville which overlooks it.
98/2013
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We only have one member of ExCo who is remunerated for her
work—Sali Gray. Many of the remaining members commit 100’s of
hours of time to PPL/IR and related matters, as well as attending
meetings of ExCo at no cost to the organisation. Almost all of our
ExCo members have full time demanding day jobs and yet find time
to attend meetings on our behalf both here in the UK and in Europe.
Of course we enjoy it, but members should (and I am sure certainly
do) appreciate the efforts that are made on your behalf.
Within our current commitments, PPL/IR Europe remains sound
financially. But I feel one of the challenges for the organisation is to
decide what we might (or might not) wish to do in the future.
Although we see ourselves as the natural home of the IFR GA pilot
in Europe, what exactly does that mean? Timothy Nathan has written
a short article which is on our website www.pplir.org/about-us/ouraims-and-achievements and that accurately describes the role that
PPL/IR aspires to fulfil.
Is that enough, or should we try to do more? And if so, then what
should that be, and of course how might it be funded? For example,
should we supply more training opportunities for our members?
In terms of what one might describe as “EASA regulatory affairs,”
our current most active ExCo member is Julian Scarfe. He attends
many meetings on your behalf at EASA. Some of this activity is
actively arguing, cajoling and pushing for improvements in the
regulatory situation (eg FCL 008), some could be more described as
“heading things off at the pass”—ie to prevent regulations being
changed (often almost inadvertently) for the worst. Julian has commented to me more than once that the GA IFR community could
be considered a little unpredictable when examined from a CAT
perspective. Before such an apparently throwaway comment sparks a
wave of justifiable protest, I should clarify.
In CAT, one does not usually get to sit in the left seat until one
has a few thousand hours in the right, been through quite a few LPC
and OPC checks, attended mandatory training courses and so on. In
others words, despite the fact that a co-pilot might be perfectly
qualified to fly the aircraft, they undergo what is in effect an apprenticeship. CAT pilots also operate within the bounds of SOP’s
(Standard Operating Procedures). All of this is designed, so much as
is practicable, to engineer human error out of the loop. Although this
can never be completely successful as we have recently seen in San
Francisco.
In the GA world, as Timothy has pointed out in the article referred
to above, we essentially get our ticket and off we go—out into the
wild blue yonder. We learn (and probably make mistakes) on the job.
I can’t speak for anyone else, but I almost never have a “perfect” flight.
I might miss the occasional item on the checklist, a few weeks ago I

had to be gently reminded by Ian Gee (who was P2 that day) that I
had omitted to set 1013 in a climb to FL250, and to be honest my
Vat (which should be 95kt) can vary a bit between 90 and 100.
Sometimes those variations are deliberate—90 for a short runway,
100 if it’s a bit gusty—but on other occasions there is perhaps some
complacency. None of these are perhaps serious, but when errors start
to creep in then the holes in the cheese are starting to line up.
So at our recent ExCo we had some discussion around the various
aspects of aircraft operation. Could we have a PPL/IR operations
manual? Should we? If we went in this direction, is the organisation
over-reaching itself in telling pilots what to do when they are perfectly
qualified to work it out for themselves, or is it taking a sensible
approach to flight safety which has been clearly shown to reduce the
risk of accidents in CAT? There will almost certainly be differing
views but is there enough of a consensus to move in this direction?
In a similar vein, I have followed the thread on Continuing Pilot
Development (http://www.pplir.org/forum/2-general-discussion/27508continuing-pilot-development) with interest. It went from zero to five
pages in almost as many days and engendered some fairly passionate
responses. Clearly this is a topic that captured the attention of those
who peruse the forum and the general thrust of the comments were
that if a good educational experience could be developed that had
specific relevance for single pilot GA, then many members would be
interested in attending such an event.
Even before this forum thread started, I had been having some
exploratory conversations with a CRM company based in Chester
(www.globalairtraining.com). One of their training team is a GA pilot
and she has already developed a course for single pilot GA in the
commercial sector. She has recently emailed me a provisional syllabus
for a training day for PPL/IR members. I will be sharing this with
both ExCo members and on the forum, and would welcome some
feedback. I am minded to run a one day course as a trial—either at
Liverpool or Hawarden. I am hoping that the one day course would
cost around £90 to include course materials, room hire, and all
refreshments. Watch this space…
Moving one stage further on, it has been mooted that PPL/IR
might apply for approval as an ATO for ground training. Another
matter to consider… But all of this takes time and financial resources,
which brings me back to my question of what PPL/IR wants to be in
terms of moving forward. Some of both ExCo and our membership,
have suggested that we should “go for it” and invest for the future of
GA IFR. Being a natural optimist, I must admit to tending to that
view. But to go down that route would need some careful thought
and consideration.
As ever, safe flying…

Invitation to autumn tour of France, Spain and Portugal
Stephen and Judith Niechcial are arranging this tour from 18th to
28th September. Final itinerary is to be confirmed, but planning on
Carcassonne, Toledo/Avila, Cordoba and Lisbon. So far there are two
confirmed aircraft, and three possibles.
The tour will follow previous formats—flying routes will be
suggested, plates provided and bureaucracy handling pre-planned.
Mid-price hotels will be booked, with just one or perhaps two
group activities during the ten days, but the majority of daytime left
unorganised with most people meeting up for an evening meal.
Participants can come along for only part of the tour if preferred.
Contact SJNiechcial@hotmail.com for further details.

Tours of Nicholson McLaren aero engine overhaul workshops
Four small group tours of this plant in Wokingham, Berkshire (two
per day) are planned for Tuesdays 13th August and 10th September.
Each of the guided tours will last for one and a half to two hours,
with a maximum of six people per visit, and will include:
• aircraft engine maintenance, repair and overhaul
• racing car engine design, build and maintenance
• Q&A session with the engineers
The morning tours will run from 10:30am to 12:30pm, and the
afternoon tours will run from 2:00pm to 4:00pm. For additional
information and booking instructions please see website.

Events
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European GA Safety Strategy
and Roadmap for regulation of GA
Julian Scarfe

Occurrence reporting
A Commission Regulation on occurrence reporting, extending what
the “MOR” scheme does in the UK to non-commercial operations,
is expected soon. Europe Air Sports worked to make the list of
“reportable occurrences” better suited to GA than the original draft.

The Safety Strategy has been endorsed by both EASA’s Management
Board and the EASA Committee (of Member states). Engagement
at a high level within these bodies and in the European Commission
is good news.
A new GA subcommittee of the SSCC (industry consultative body
to EASA) has been set up, though its precise terms of reference are as
yet undecided. It met for the first time on 12th July. This group will
help EASA take proper account of GA in the prioritisation aspects
of the rulemaking process, and in progressing reconsideration of the
aspects of current regulation that have been identified as inconsistent
with principles and guidelines in the Safety Strategy.

RPAS
The Commission has published its roadmap for the regulation of
RPAS (UAVs)—a core feature is that RPAS will only be allowed in
non-segregated airspace if they are capable of non-cooperative senseand-avoid.

MDM.062
The task to bring Performance Based Navigation (RNAV and RNP)
into the core OPS and FCL rules has progressed well, and an NPA is
expected in September or October. The NPA may recommend
changes to the IR proficiency check to include GPS approaches (RNP
APCH), modernisation of the theoretical knowledge syllabus on
radio navigation, and a set of rules and recommended procedures for
PBN operations.

UK NATMAC FAS subgroup and Class G user conference
The NATMAC FAS subgroup is in some way the uncontrolled
airspace counterpart of FASIIG, looking at what new technologies
and procedures can do for class G. An event was held on 15th July
where the needs of different users of class G airspace were represented
by AOPA, the UK GA Alliance (of which PPL/IR Europe is a
member) and Easyjet.
UK LAMP
The London Airspace Management Programme is dealing with the
restructuring of the London TMA and is closely related to FASIIG.

UK FASIIG
The Future Airspace Strategy deployment plan for controlled airspace
is progressing, and has reasonable hooks for the protection of the
interests of GA.

PBN mandate
Eurocontrol is preparing a mandate for aspects of PBN (RNAV and
RNP). It looks like RNP1 might be required in particular TMAs by
2020. Provided there is no requirement for reversion (on GPS
constellation failure), this could probably be met by a single TSOC146 (GPS+WAAS/EGNOS) box. Negotiations continue.

SESAR
PPL/IR Europe executive committee member Julian Scarfe
participates (working through IAOPA EUR) in the SESAR project
as an airspace user representative.

UK Transition Altitude
A key enabler for airspace reorganisation is to raise the TA, but the
EU is also looking at harmonising the TA across member states, so
the UK is reluctant to act in isolation. A workshop at the CAA was
held to discuss and coordinate plans, and a Harmonised European
Transition Altitude will be progressed in an EASA rulemaking task.

EASA SSCC
Julian Scarfe from the PPL/IR Executive Committee is now the
Europe Air Sports member of the full SSCC.
FCL.008: the competence-based and en-route instrument ratings
Opinion 03/2013 “Qualifications for Flying in IMC” was presented
to the EASA Committee on 11th July for review. A vote is expected
in October.

FCL.002
The tidy up of FCL continues with participation from PPL/IR Europe
through Europe Air Sports. Publication of an NPA is now expected
in Q4 2013.

SERA consultation
The UK has launched its consultation on the way it will integrate
the Standardised European Rules of the Air with UK legislation.

PPL/IR Europe welcomes new members
Andrew Binns
UK/EGSX
Gideon Todes
Andrew Stephinson
UK/Leamington
Spa for sale
Graham Duff
IFR equipped
Mooney Ovation
Andy Evans
UK/EGKB
Hugh Smith
Andy Felce
UK/EGHO
Ian Wilson
Bill Schillhammer
USA/KBED
James Fairley
Colin Sweetman
UK/EGSC
Lawrence Rippon
David Hoare
UK/Reading
Mark Wilksch
Diarmuid O’Brien UK/EGSX
Michael Rowland
Edouard Kohler
Switzerland/St George
Michal Zienkiewicz
98/2013
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UK/EGTR
UK/EGGD
UK/Lasham
UK/EGCK
UK/EGMD
UK/Bracknell
UK/EGBT
UK/Malborough
UK/EGSG

Norman Haines
Olaf Maennel
Richard Steeves
Roger Blott
Stuart Denham
Tony Gardiner
Vic Franklin
Vincent Barnes

UK/Malmesbury
UK/EGNX
UK/EGBE
France/EGLM
UK/Milton Keynes
UK/EGSG
UK/EGLK
UK/EGSX
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PPL /IR Europe
visit to the Normandy Beaches
Anthony Bowles

Three days of fabulous weather, fascinating sightseeing and gourmet
food sum up this trip. All who came owe a great debt of gratitude to
our meetings secretary, Stephen Dunnett, for his impeccable
organization—certainly for the latter two elements and who knows,
possibly the first one as well!
Some 17 aircraft and just under 40 people arrived at Caen on the
Friday afternoon and evening for our annual weekend summer event,
and indeed one member arrived in the middle of the night using the
pilot controlled runway lighting. Caen is a typical French regional
airfield with instrument approaches controlled by nearby Deauville,
plenty of inexpensive grass parking and sufficient hardstanding to
accommodate the increasing number of our members flying smart
modern aeroplanes that “do not do grass.”
Most arrivals took place between 13:00 and 18:00 hours and Steve
had kindly organised us into groups and arranged for taxis to meet
and convey us to the hotel where we were staying—La Ferme de la
Ranconniere. This was about 30 minutes away towards the coast on
the outskirts of a village. Set round an inner courtyard, this was
originally a manor farmhouse with outlying buildings which have
now been converted into comfortable hotel accommodation. We
were one of the last arrivals and, true to form, many of our party were
already enjoying the early evening sunshine on the terrace with
appropriate beverages in hand. Arrivals were from far and wide; there
was a “local” party from Jersey, while the prize for the furthest flight
went to Per Ranneries from Denmark. It was good to see so many
nationalities represented; several wives attended and one member
brought his entire family along.
Unlike previous weekend outings, we had received a fair amount
of preliminary reading material in advance of this one. This included
menu choices for the Friday and Saturday dinners—the “Terroir”
menu on Friday night followed by the “Gastronomique” on Saturday
night and Ian Taylor, our guide for Saturday, had also circulated a
37-page synopsis of the tour route, and prior reading of this was
essential to get the best out of next day’s sightseeing.
For both dinners, we were accommodated in a private room in the
restaurant. On entering, we picked up our respective “name” badges
which told the staff what each of us was eating and the subsequent
marriage of the course selected to the right person seemed to go
remarkably smoothly. With bus departure time next morning set for
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09:00, with a suggested breakfast time of 08:00, most of our party
retired soon after dinner.
Low cloud at dawn rapidly cleared to give another hot and sunny
day and armed with our notes, cameras etc, the bus departed
promptly at 09:00 for our first destination—Memorial Pegasus.
During our drive there, Ian Taylor, a member of the Normandy
Battlefield Guides, introduced himself and set the scene for the day.
We were to see a number of the Normandy beaches where allied
landings took place, some defensive German positions, and the
American Cemetery at Colleville where several thousand US
personnel had their final resting places. An early aviation theme was
established as Ian pointed out one of the emergency landing fields
established by the allies just five minutes drive from the hotel.
Memorial Pegasus was a mix between a memorial and a museum.
It is the Museum of the British 6th Airborne Division and is adjacent
to the site of the Pegasus Bridge, one of two bridges which needed to
be captured intact in advance of the main allied landings to enable
subsequent movement of allied troops and supplies inland. This was
achieved by transporting the majority of troops across in what, to
me, were huge Horsa gliders which were landed as near to Pegasus
Bridge as possible to maximise surprise to the enemy and prevent
them from having time to blow up and destroy the bridge. Various
old photographs showed how well this mission was accomplished, a
feat not lost on us modern day pilots with all the aids to accurate
navigation that GPS brings. Apart from the photographs, there were
a variety of other contemporaneous exhibits but unfortunately time
did not permit close study of more than a few of these.
Modern traffic required the replacement of the original Pegasus
Bridge some time ago, and the Museum was able to acquire the 1944
original from the French Government for a nominal one franc (not
paid), and then spend many more moving the bridge to its present
site just outside the Museum and restoring it. We were able to walk
over it. Nearby was a replica Horsa glider capable of taking around
27 men and needing two pilots’ strength to manage the round out
on landing. To conclude our visit, a short film was shown describing
the planning and execution of the bridge capture. We were especially
lucky to have Mark Worthington, one of the museum’s curators,
guide us round, and pitching his talk to us as pilots much enhanced
his presentation.
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We left the museum for a first look at the beaches—Gold and
Juno—the site of British and Canadian troop landings. Before this,
we did a drive by of Sword where my wife’s father and uncle had
landed. They looked placid enough in the hot sun and holiday-maker
atmosphere of today, but would have been very different nearly 70
years ago in much less benign weather conditions where the landings
were from a decidedly rough sea onto beaches strewn with barbed
wire and anti tank obstacles under fire from the enemy beyond the
sand dunes.
Next we visited the German “Hillman” underground headquarters
dug into a nearby hill. This has been impressively restored and we
were able to walk through the underground bunkers and see the
living and working conditions of the day. In the event, capture of
Hillman took place with relatively small loss of life with the German
commander surrendering on realising that he was outnumbered and
surrounded with an allied tank perched on top of his bunker. A
picture of him taken in the 1970s was on display in his command
control room.
Lunch followed at a pleasant seaside hotel at Arromanches-lesBain. Various members were subsequently seen augmenting their
meal with large ice-creams and a couple of members decided on an
afternoon walk back to the hotel. For the rest of us, it was back to
the bus for our afternoon session. This started with a drive-by of the
Omaha Beach where US forces made the landings. We could see
immediately why the casualty rate was so much higher here; much
wider and shallower beaches leading to higher and more difficult to
surmount dunes with higher and easier to defend ground behind.
Again it was difficult to imagine all this on a hot and sunny July
afternoon.
From Ohama we then visited US Colleville Cemetery where many
of those who perished at Omaha Beach now lie. The cemetery
covered many acres and was beautifully laid out with fine manicured
lawns, a memorial set in the centre with a small chapel nearby and
over 9,000 gravestones laid out in impeccable order. From one side

of the cemetery, we could look out over Omaha Beach. Despite the
many visitors, there was a pervasive sense of peace and tranquility.
Our last visit was to the Longues Battery, one of the betterpreserved of 23 batteries in the Lower Normandy area. Four large
guns were set in concrete and steel emplacements looking out over
the bay with poppy fields beyond and equipped with a unique fire
control mechanism from a nearby underground bunker. However
this control system was put out of action early on by allied
bombardment.
That concluded our visits for the day and it was back to the hotel
for pre-dinner drinks and our gastronomic meal thereafter. A
fascinating day and I had not realised quite how much of the local
economy depended on tours to these historic spots, all being busy
with visitors.
On Sunday we were again up bright and early but for a complete
change of scene. Jean Paul’s bus took us to Bayeux to see the famous
tapestry of that name; it is finely displayed around a long rectangular
viewing area and, helped by individual audio guides, it was possible
to follow the historic scenes related by the tapestry. I wondered how
many people it took to make and over what period of time. The visit
also included a short explanatory video and various wall displays
tracing the lineage of King Harold, William the Conqueror and a
third claimant to the English Crown (a Norwegian if I remember
correctly).
It was nearly time to head back to Caen airport for the flight home
but before this, we looked around Bayeux Cathedral, a fine Norman
perpendicular building and the surrounding streets where a Sunday
market was in full swing and enjoy a last cup of good French coffee.
This was one of the best attended PPL/IR Europe weekends and
new friendships were made as well as old ones renewed. Again many
thanks to Steve Dunnett for his organisation of it all and we look
forward to next year’s event for which preliminary plans are already
being made.

Editorial
Ben Hines

With summer hitting most of Europe with a vengeance I hope that
our members will have been out making the most of it. Whilst I am
writing from Zurich (and being simultaneously baked), members
Steven Day and Ian Seager are making their way westward towards
Oshkosh, and they are being pursued by John Shannon—all showing
one of the many values of an IR. I, for one, am looking forward to
hearing more about this as a challenge yet to be attempted.
It is with sorrow that I pass on the news that Klaas Wagenaar has
communicated his preference to stand down as the compiler of Pilot’s
Talk, and consequently as an organisation we are looking for a replacement to take up this role. Klaas has been compiling articles of
interest to the European IR community from a number of sources
and reducing what would otherwise be a deluge of information into
useful and manageable chunks for some time now. I hope that you
appreciate his effort as much as I do, and if you would be interested
in producing these notes, then please get in contact with either myself
or Paul Sherry so that we can welcome you aboard. Likewise, if you
have material which you think is suitable for inclusion in Instrument
Pilot, then I would be most pleased to hear from you.
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You may have noticed that this issue is somewhat smaller than
normal—perhaps because you are out enjoying yourselves rather than
writing an article for the magazine. With membership encompassing
a wide range of experience from the low hours pilot looking to add
a rating through to the multi-engine turbine operator with many
years of experience, we all must have something of interest to pass
on—your experience could save other pilots the cost and/or pain of
having to find out about it for themselves!
With many of our members hopefully out in their aircraft, or just
enjoying a holiday, I’m hoping that even if you don’t write about your
summer trip, you will at least check the Airfields section of the forum
and add or update information about the facilities you have used.
The stand at Aero in Sywell gives us the opportunity to welcome
another large list of new members in this issue, reflecting on the hard
work put in by the volunteers in the organisation. If you recognise
someone from your own base you might like to get in touch to swap
experience and offer assistance, or perhaps just for a chat and a
coffee…
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CAA IR 2013
Part Two (Flight Training)

Following on from his article about Theoretical Knowledge in the last issue of Instrument Pilot,
Rich Tebb describes his flight experiences preparing for the UK CAA Instrument Rating flight test
I turn off the master switch and sit back, drained by concentration
and the heat of the cockpit. The examiner turns towards me. “The
result is a PWB. Do you know what that means?” I nod. I once
overheard the acronym back at the flying club. It stands for a slightly
fruity phrase that probably reflects my examiner’s Navy background:
“Pass with Bollocking.” It’s a fair assessment—there were enough
mistakes to warrant a thorough castigation. Still, a pass is a pass!
In my last article I had just finished the Theoretical Knowledge
studies and was preparing to start flight training. During those
studies, as my thoughts were starting to turn towards choosing a
training organisation, I read a post on the PPL/IR forum by a wellknown member, Jim Thorpe, who was asking for trainees to act as
guinea pigs in an experiment he was devising. Jim is developing an
IR training course that is aimed at PPL instrument pilots. His offer
was of free, personally tailored instruction, based partly around
intensive long weekends in Northern France, with “real-world” IFR
tuition as well as test-oriented training.
I responded through the forum. Conveniently, Jim is based not far
from my home base, Gloucestershire Airport—in fact, his company’s
offices are only a few metres from my aircraft’s hangar. We met at the
airfield one evening to discuss the proposition. In return for free
instruction, I was to cover all Jim’s expenses—hotels, meals, and
commuting costs. The training would be done in my own (syndicate)
aircraft, a TB20 with a recent avionics upgrade to the latest Garmin
touch-screen GPS. Because the hourly rate for simulator training is
slightly more expensive than my own aircraft’s costs, and because the
FNPT2 simulator is quite dissimilar to the TB20, we would probably
do all the training in the aircraft. Jim also explained that he was
currently in the process of seeking CAA approval for his own Flight
Training Organisation (FTO), but for the purposes of my training
we would be doing so under the auspices of an existing FTO,
Professional Air Training in Bournemouth.
Jim asked me to understand that there was an element of trial-anderror involved, because his objective was to prepare something that
hasn’t existed before, at least in the UK—an IR training course
developed with private single-pilot operations in mind. Jim
emphasised that, while I should expect everything might not go
smoothly, he would ensure that I would not be disadvantaged by his
experiment, and that I would definitely end up with an IR at a
reasonable cost.
In all honesty, I didn’t need much persuasion. Although free
instruction and cheap French approach fees offered the potential for
cost savings, my motivation to participate in the experiment was not
financial. As a low-hours PPL, I didn’t have very much to offer to the
pilot community—but here was a chance to support someone who
has been very generous with his time and effort, and furthermore to
support him in one of his schemes to benefit the community. Another
appeal was that the course, although unpolished, was being designed
for people like me rather than cadets destined for commercial flying.
To clinch things, Jim’s evident store of real-world PPL IR experience
is almost unique among the IR instructors I have met; the
opportunity to tap into this knowledge was too enticing a prospect
to turn down. Most importantly, I also liked Jim immediately, and
warmed to his dry humour and straightforward Northern manner.
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Although we made no commitments until I had finished my
Theoretical Knowledge studies, Jim and I went on a check ride to
Cardiff in early December last year. As I already held an IMC Rating,
Jim wanted to get a feel for my basic level of competence in
instrument flying, and to see what further work would be required.
We flew some holds and a couple of approaches, and stopped for the
clichéd bacon butty. Jim’s assessment was that it should be possible
to prepare me well within the mandatory 50 hours, which would
leave time for one or two longer IFR trips to gain some real-world
experience.
There followed a four-month hiatus while I completed the TK
exams as already described in part one of this article. As I was using
a shared aircraft for my training, I negotiated with the other group
members so that I could have disproportionate use of the aircraft
during the training period. My fellow group members (we are five in
total) were very understanding, and readily agreed in principle to a
plan that involved me booking the aircraft every other weekend for
three long weekends (Friday to Sunday), followed by a solid ten-day
block in the run-up to the test itself. The first challenge came when
I tried to put the plan into practice. The combination of existing
bookings and instructor/student availability suddenly turned an
intended six to eight week training period into four elapsed months,
and meant that I would be flying for one long weekend every month.
This was hardly ideal from the point of view of continuity, but I could
hardly ask the other group members to give up their bookings so that
I could fly all those extra hours, when they were already being very
accommodating.
The next unwelcome surprise came when Jim and I got together
for a planning session just before our first training weekend. The
original plan had been to fly to Northern France for each training
weekend, to take advantage of the cheap approach and landing fees
(and with the side benefit of good food in the evenings).
Unfortunately, we ran up against the CAA, who were unwilling to
allow training to take place anywhere except the home base of the
FTO as documented in its operations manual, in this case
Bournemouth. Although Jim was challenging that decision through
the appropriate CAA channels, he suggested that it would be unlikely
to be reversed in time for me to benefit. We would therefore have to
base ourselves at Bournemouth for all our training. Since the
approach and landing fees at Bournemouth are considerably higher
than at, say, Calais (not to mention that the local hotels and
restaurants are somewhat less inviting) it was a blow both to budget
and to our epicurean aspirations. It also seemed crazy that two
Gloucestershire-based people should have to make non-loggable
positioning flights to and from Bournemouth. This was of course
lesson number one—if it seems crazy, that’s just because it is—the
lunatics are running the asylum!
I was fortunate to have the problem of screens solved for me by
the generosity of another PPL/IR member, Peter Holy, who kindly
lent me his set of homemade screens. These screens are made from
Correx (the lightweight sheet material used on estate agents’ boards)
and were designed by Peter for one-off use, so they are somewhat
prone to getting damaged in the cockpit. This meant I had to fly
everywhere with a field repair kit including Correx sheet, spare rubber
8
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suction pads and a hot glue gun! Nevertheless the screens impressed
all who saw them, and behaved impeccably in flight.
So it was that, one Friday morning in April, Jim and I flew to
Bournemouth to begin our first weekend of intensive instruction.
Although the outbound positioning flight was not loggable according
to CAA rules, we took the opportunity to start the training, so I
backtracked the NDB from Gloucestershire towards Bristol and
negotiated a transit of their airspace. This flight was an early
experience of what, in my perception, is a higher level of service from
ATC when flying IFR. I don’t mean to knock the largely excellent
service that Bristol provides for VFR traffic, but in this and
subsequent flights they went even further and co-ordinated the
handover to Yeovil Radar, who in turn asked me what type of
approach I required at Bournemouth, negotiated it, and co-ordinated
the handover in turn.
Reviewing my logbook, I note that this and almost all other
approaches during this training weekend were radar-vectored ILS,
SRA or LLZ-only approaches—in fact anything but NDB-based
approaches. This was because of the next challenge I faced, which
was that the ADF in my aircraft behaved very unreliably, such that
the RMI indicated an inconsistent difference from the GPS bearing.
It was sufficiently unreliable that Jim decided to avoid using it for
training until I could get it repaired. This proved to be a bigger
challenge than one might think. First of all I needed to persuade my
fellow group members that it was worth fixing an instrument that,
for most real-world purposes, is effectively redundant. The other
members consist of one IR pilot and three IMC holders, and the
group was formed on the basis of a zero-defect IFR-capable aircraft;
but I could still imagine that a large bill for repairs to the ADF might
at least give pause for thought to the others. Before spending any
money, we first decided to follow the procedures for calibrating the
antenna, on the basis that the bearing error appeared to vary
depending on the quadrantal position of the beacon. A visit to the
compass base at Gloucestershire confirmed that the error was indeed
highly variable, and could not be sorted by any fettling with the
antenna adjustment screw. To the credit of the other members, they
were happy to contribute to the cost of sending the ADF to an
avionics outfit.
In the meantime, while the ADF saga continued, Jim and I covered
any other aspect of the IR syllabus that we could usefully perform
without that instrument. This included general handling—steep
turns, partial panel, recovery from unusual attitudes, and recovery
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from the stall. I found these exercises fairly straightforward, although
I never really managed to find a reliable procedure for timed turns
that enabled me to roll out anywhere near the desired heading on the
first attempt. On one occasion Jim had me fly a complicated sequence
of climbs, descents, climbing and descending turns, and the odd
section of straight and level flight, all on partial panel, that was
supposed to bring you round to end up where you started, assuming
nil wind. I confess that I was thoroughly bewildered, and simply
followed Jim’s instructions. I have no idea where we ended up, but
Jim seemed to think that the exercise was a bit pointless and we never
tried it again.
On another occasion I got a real-world taste of being “messed
around” by ATC (in the nicest possible way). We had arranged a
training slot with Bristol one Saturday morning, to fly two radarvectored ILS approaches. I’m not sure why they accepted us at the
arranged time, because when we arrived the frequency was busy with
arriving Easyjet aircraft. We managed one approach, then the
controller took us into what was effectively a radar-vectored hold for
about 20 minutes, after which we were vectored onto the ILS but
had to break off because we were too slow for some traffic behind us.
We were vectored into another hold for about ten minutes, before
we finally had a second attempt at the ILS approach. Although this
had been quite challenging for me, especially maintaining altitude in
and out of mildly convective cloud, I felt sorry for the poor lady
controller who had barely paused for breath in the entire 45 minutes
we had been on frequency. As we were leaving for Bournemouth, the
frequency fell eerily silent. Jim requested a radio check, to which the
new controller on shift inquired why we wanted one. When Jim
replied that it was because the frequency had gone so quiet, the
controller replied “Ah well that’s what happens when it’s a man on
the frequency.” All highly un-politically-correct, but it made us
chuckle.
By this point in the course, after two weekend training sessions, it
was early May. We had exhausted all the non-ADF work that we
could usefully perform, and it was becoming crucial that the ADF
got sorted out. Our next training session had been scheduled for the
end of May, but Jim decided that it would be ineffective without a
working ADF. We therefore decided that I should put some hours in
on the simulator where I could start to practise my NDB/DME and
procedural ILS approaches. Cost-wise, we had initially assumed that
the simulator was more expensive than aircraft hours. In practice,
though, the difference had turned out to be negligible as our original
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assumptions were based on cheap French approach fees, whereas the
cost of approaches at Bournemouth brought the two options much
closer together.
My third training weekend was therefore spent in the FNPT2
simulator at PAT in Bournemouth. This particular simulator has been
signed off by the CAA as suitable for TB20 training when operated
in twin (Beech Duchess) mode, as the speeds and power settings are
more similar to those of the Trinidad than when the sim is configured
in single-engine (Beech Sierra) mode.
My sim instructor, Steve, was a tremendous character. He worked
as a line pilot for Aurigny for many years, flying a Trislander between
England and the Channel Islands, and logging many NDB/DME
approaches each day. This kind of single-pilot operation is probably
the closest the commercial world gets to private instrument flying.
What Steve doesn’t know about using an ADF is probably not worth
knowing anyway—he talks of it in terms of a respected adversary,
and seems to have a sixth sense for what the RMI is telling him.
Above all, Steve has a pragmatic approach to instruction. For
example, having taken me through all the preparatory calculations
that are required to determine a hold, he then said “But of course, in
the real world, you won’t be able to prepare for a hold like this,
because ATC will just spring one on you by surprise. So here’s how I
actually fly a hold…” His practical method, which almost entirely
avoids the necessity for mental arithmetic, worked so well for me that
I adopted it wholeheartedly. Of course, for the exam, I would have
to produce the calculations according to the rules; but when I actually
fly a hold, I use Steve’s technique.
I found the sim training more mentally exhausting than flying the
aircraft. I suppose this is because you don’t have any en-route sections
where you can relax to some degree and gather your thoughts for the
next phase. In the sim, every moment is during the intensive phases.
We were in the sim for nearly four hours each day. When you add at
least an hour and a half of briefing and debriefing around each
session, this turns into quite a long day, and I found I had no
problems sleeping at the hotel each evening.
The original plan was for about ten consecutive days of training
in early June, in the run-up to the IR exam. By mid-May, however,
it had dawned on me that I was facing another logistical challenge.
The aircraft’s previous 50-hour check was just before I started my
training. With a minimum of 50 training hours required for the IR,
and the positioning flights on top, not to mention any hours flown
by the other group members, it was fairly obvious that we would need
to perform another 50-hour check at some point during my training.
The snag was that the next scheduled check was for 150 hours, which
is such a significant check that the group decided to turn it into an
annual. This would of course require taking the aircraft out of service
for two weeks; but there were no convenient two-week gaps between
bookings.
As the main culprit for all the hours being flown, I therefore elected
to re-assign my pre-booked dates in June to enable the annual to take
place, and to postpone the big push until the next convenient gap in
the bookings, in mid-July.
The ADF was sent for repair during the annual, and it came back
with a report that the engineers had found a faulty pot that would
explain the symptoms we had described. They had fixed the pot, and
submitted a surprisingly modest bill, which my long-suffering group
members kindly agreed to share with me.
By now I was starting to look towards the “big push,” but fate, or
rather Jim, had another logistical challenge for me. Jim was instructing me under the auspices of PAT, as explained earlier. During
that time, I had not flown with any of the full-time PAT instructors,
so the CFI had nothing more than Jim’s word by which to assess me.
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Naturally, he wanted to check that Jim’s assessment was in line with
his own, and he had been urging Jim to organise a check ride with
me. The logistical problem was to find a time that suited everyone,
given that my annual holiday allowance was being stretched to
breaking point. To add confusion, the CFI was in France for a week’s
holiday when Jim suggested the check ride, and then Jim had to go
to France for another engagement just before the CFI returned. Amid
all this confusion, and during a terribly busy time at work, I had to
re-arrange some of my holidays so that I could fly a check ride. I guess
in part because of work pressures, by now I was starting to feel quite
fraught about the arrangements. Eventually, and more by luck than
judgement, everything fell into place at the last moment—Jim
returned from France, the last-minute holiday was agreed, and the
check ride took place at the start of July.
A week later, Jim and I set off for Bournemouth with a week’s
worth of bags packed. During the positioning flight, we attempted
an NDB/DME approach at Exeter, whose complicated procedure
had proved to be my undoing during the sim training sessions. I say
attempted, because things went quite badly wrong. The ADF had
not finished its teasing, and it now manifested a tendency to “stick”
when flying a typical intercept heading, say 30 to 45 degrees. The
needle would appear not to move at all, so you would maintain the
heading—and then eventually, if you were lucky, it would wait until
you were well through the inbound track and then swing back,
forcing you to come round and correct the issue. On this occasion,
we flew right through the inbound track and the needle remained
stuck, so we continued on until ATC warned us that we were well
North of where we should be, and we commenced a go-around.
That evening was a low point. Jim was unconvinced that the ADF
was reliable enough to be considered serviceable, and we had a
difficult conversation about whether it was time to cut our losses and
convert to using PAT’s Sierra for the remaining ten hours of training.
I could see Jim’s point, but I was concerned about the extra
complication of converting to a new aircraft, with unfamiliar avionics
and long-forgotten operations such as carb heat; on top of which, the
additional expense of rental would add a four-figure sum to an
already stretched budget. We slept on it, and the following day Jim
had a discussion with the CFI, after which he decided that we would
continue training in the TB20, and accept that the ADF was not all
it might be.
The test was provisionally planned for the Friday, and we chomped
through the remaining hours fairly quickly on Monday and Tuesday.
I was starting to become accustomed to the nuances of the ADF—
learning to spot when the needle might be sticking, and turning onto
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complicated one onto runway 26. At least it wasn’t the one that had
previously gone so horribly wrong! I ended up quite high on the
CDFA approach, mainly because I failed to descend quickly enough
on the outbound leg; but it was just about within tolerance, and more
remarkably I managed to track fairly accurately on the RMI and over
the ground!
The final twist was during the radar-vectored ILS approach back
at Bournemouth. The controller vectored me onto an intercept
heading, but failed to use the magic phrase “Report established on
the localiser.” So I was still under vectors as I watched in horror as
the HSI deviation bar passed right through the centre line and
continued to half-scale deflection the other side. I wasn’t quite sure
what to do, as this had never happened before; but I knew that I was
safe to continue on that heading for the time being so I did just that.
Eventually the examiner pressed his PTT button: “Exam five-eight,
radio check.” A fulsome apology from the controller ensued, and he
re-vectored us back round onto the localiser from the other side.
Despite this unexpected excursion, the ILS approach was one of my
better efforts—aided no doubt by the calm wind and lack of thermal
activity.
On our return to the briefing room, the examiner gave me a
thorough debrief of the sortie, including the numerous mistakes I
had made. Most of them were quite small, but there were a couple of
howlers that could, in other circumstances, have caused me to fail.
Fortunately for me, he said that some of my flying had been quite
nice, and that had compensated for the mistakes. Needless to say, in
true aviation fashion the post-flight paperwork took nearly twice as
long as the flight!
What are my main observations from the experience? First, I
suggest that anyone thinks twice before using their own aircraft for
IR training. On balance, I think it was the right decision for me; but
the tech issues made for several uncomfortable episodes during the
training. Use of my aircraft was further complicated by the fact that
I share it with others. In the event, my fellow group members were
understanding and supportive well beyond the call of duty; if you are
not as fortunate with the other members of your group, you should
think very carefully before choosing to use your own aircraft.
I have no doubt that working with Jim was the right choice. I dare
say things might have gone slightly more smoothly in some respects
if I had chosen an established but commercially-oriented course. On
the other hand, both the training and the evenings at the hotel
provided me with the perfect opportunity to learn from Jim’s broad
and deep experience of IFR flying in the real, single-pilot, low-tomedium level world in which my own trips will ultimately occur.
Having spoken to other recently-qualified instrument pilots about
their experiences, it appears they didn’t derive as much from their
courses. I attribute this to having taken a course that was designed
(or, perhaps, was being designed) for my own intended type of IFR
flying.
The other important observation is that it is not easy to fit an IFR
course around work and home commitments. Easier by far would be
to take time off work and do the course in one continuous block.
Apart from the benefits to currency, this also simplifies the logistical
arrangements. If this is not possible, you can count on needing
considerable understanding from your workplace and especially from
your family. My plans were forced to change several times during the
period in which I was training, and it would have been much harder
if my wife in particular had not been so extraordinarily supportive as
I disappeared weekend after weekend. As Jim shouted in the
background when I called her with the exam result: “He’s going to
buy you a diamond necklace now!”

the final approach track by estimation when it happened. Once
pointing directly towards the beacon, the ADF was much more
amenable, so the art was merely in either rolling out directly onto the
inbound track without an intercept, or estimating how much
intercept was required before the needle was stuck, and then turning
regardless of the needle. Jim was not convinced that either of us were
getting any reliable information from the RMI; but empirically, it
was working out for me most of the time, in a rough-and-ready sort
of way. Perhaps I had absorbed some of Steve’s ineffable experience
through my time with him in the sim: in any case, “using the force”
seemed to achieve more or less the desired result, even if no one could
explain how.
My final disappointment, and probably the lowest point of the
entire course, was on Thursday, the day before the planned exam. I
had previously flown back to Gloucester to drop Jim off, as he had
to return for a necessary family commitment and I was to fly the
170A (the pre-exam test) with one of the PAT instructors. Unfortunately, the instructor considered my performance to be
inadequate, and that further polish was required before I could be
signed off to take the exam. It was a big blow, mainly because I now
needed to use the Friday for more training, then come back the
following week to take the exam. To add to the complications, it
proved difficult to find an examiner. We tried to find someone on
the Saturday, but it was too short notice. Then we had an examiner
lined up for Monday, but he subsequently called back to cancel.
Finally we arranged an examiner for the Tuesday, and I re-arranged
my holiday with my very understanding boss at work, explaining that
I might be back at work on the Wednesday, but if I got a partial pass
I would have to stay down and return to work on the Thursday. All
this uncertainty was quite stressful, because I had nearly exhausted
my holiday allowance; and with a high-pressure project at work for
the rest of the year, failure now would probably mean a delay until
next year before another opportunity arose.
After all the drama of the previous week, the exam itself was
relatively uneventful. My examiner was at pains to put me at ease,
and briefed me on the flight and what was expected of me. Of course,
where else could he choose for the NDB/DME procedure but my
nemesis, Exeter? I had never yet managed to perform a decent
approach there, but by now I was beyond being concerned; numbly
resigned to whatever would be. The en-route section of the flight
went quite smoothly, and I was allowed to use the autopilot and the
GPS in the cruise, although I had been briefed that neither would be
allowed during the approaches. The prevailing wind had changed
from the week before, so the approach at Exeter was the more
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Pilots’ Talk

Klaas Wagenaar’s compilation of news items and snippets based on various regular aviation
publications and bodies such as AOPA, Aviation eBrief, Aviation International News, AVweb,
CASA, Eurocontrol, Flyer, GAnews, NATA and other related web-articles
Transponder 24-month check withdrawn by EASA
After several years of work by IAOPA, principally by Dan Akerman
of AOPA Sweden, EASA has withdrawn the costly requirement for
transponders to have their altitude encoder output checked every 24
months. IAOPA has maintained from the start that the check was
unnecessary, and EASA now agrees.

Scandinavia, where pilots flying to remote areas often take fuel for
boats, snowmobiles or stoves, and Scandinavian countries have
specific laws to allow it. EASA, however, says it is definitely illegal,
and adds: “It doesn’t seem logical to go on board an airplane with a
can of flammable substance that is not needed for the flight.” This
more than anything illustrates EASA’s lack of knowledge and
understanding of GA.
To confuse matters further, EASA says national authorities are
responsible for enforcing the dangerous goods provisions, and their
interpretations of the rules may differ from one country to the next.
IAOPA continues to try to win some clarification on these issues.

The Agency has cancelled Airworthiness Directive 2006-0265,
which was a copy of an FAA AD issued in 1999 mandating such
checks. The FAA cancelled the AD when tests showed the repetitive
checks were unnecessary. However, the UK CAA issued an AD of its
own, identical except for the fact that it covered a far wider range of
aircraft and equipment than the FAA’s AD. EASA then adopted the
UK CAA AD. It is this mandate which has now been cancelled,
effective from 17th April.

Saab advances “remote tower” technology in Norway and Sweden
“Remote tower” ATC systems advanced by Saab have passed site
acceptance testing in Norway and Sweden, paving the way for
broader acceptance of the technology at small and regional airports
that have no manned tower or a tower that is temporarily staffed
during the day.
In April, Saab announced that the remote tower (r-TWR) system
being tested for Norwegian air navigation service provider (ANSP)
Avinor passed site acceptance at the Værøy Island Heliport. Earlier
this year, Saab said the r-TWR system developed for LFV, Sweden’s
ANSP, passed site acceptance at Sundsvall and Örnsköldsvik airports,
an industry first. The system then entered formal certification testing;
commissioning by Sweden’s transport authority is expected this
summer.
The r-TWR concept combines the ATC functions of multiple
small airports at one centrally located facility, or remote tower centre
(RTC). The system links, in real time, cameras and sensors installed
at the airports and feeds the information to controllers at the RTC,
where it is streamed live on multiple LCD displays. The system can
integrate camera views, radar data and wind and weather information
into a 360-degree “virtual” display of an airport corresponding to a
pilot’s head-up display.

Dangerous goods—confusion and uncertainty
EASA’s decision to extend ICAO’s regulations on the carriage of
dangerous goods to general aviation is causing endless trouble, with
the Agency’s dangerous goods expert unable to give definitive answers
to IAOPA’s questions on what pilots are allowed to carry, and what
they can’t. IAOPA has sought rulings on whether pilots are allowed
to carry, for example, a spare litre of engine oil, some de-icing fluid
or a couple of litres of two-stroke fuel for a boat, but EASA’s answers
are far from clear.
In Montreal, ICAO has confirmed to IAOPA that the regulations
were never intended to apply to GA—they were written only for
international commercial flights. EASA’s baffling decision to make
them apply to every small private aircraft hopping from one field to
another is leading to a bizarre bureaucratic tangle. EASA, which has
created a document over 1,000 pages long explaining what pilots
need to know about dangerous goods, claims they have always
applied to GA, but they have never been enforced.
In answer to IAOPA’s questions, EASA has stated that GA pilots
may carry a spare battery for a laptop or mobile, but only if they are
protected against short-circuit. A container of de-icing fluid may be
carried if it is “required to be aboard in accordance with the airworthiness requirements and operating regulations” and it must only
be used on board by trained personnel. Similarly, a bottle of engine
Photo: Andy Ellwood
oil must be required under operating regulations for it to be legal.
IAOPA has pointed out that neither are specifically required under
airworthiness requirements or operating regulations, so can they
legally be carried?
All this sounds pedantic, but it is important because European law
says that anything that is not specifically allowed is illegal. (In
contrast, American and British law presume anything to be legal
unless it is specifically prohibited.) This means there must be binding
legal guidance on every potentially dangerous substance.
IAOPA has asked whether it is possible to carry a few litres of fuel
in a jerry can inside the aircraft. This is common practice in
Instrument Pilot

A controller staffs the remote tower centre at Sundsvall, Sweden, which manages two
airports. Operational certification by Sweden’s transport authority was expected this summer.
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“Remote towers hold great potential for safe, cost-effective delivery
of air traffic services to new locations and as a replacement for
outdated facilities,” said Ken Kaminski, Saab ATM general manager.
“It also opens the opportunity to merge multiple tower operations
into one centre for more efficient services.”
The Værøy heliport is served by just four scheduled flights per day.
Saab’s r-TWR system provides aerodrome flight information service
(AFIS) officers at the Bodø RTC with high-resolution video of the
daily helicopter operations. The AFIS officers control all sensors and
airfield lighting. Saab said it is also testing an infrared camera at
Værøy for managing operations at night and in bad weather. The rTWR operation is serving the Single European Sky ATM Research
(SESAR) effort to validate AFIS service.
In Sweden, Saab and LFV established an RTC at Sundsvall to
manage operations at Sundsvall Härnösand and Örnsköldsvik
airports. Sundsvall and Örnsköldsvik, both located along Sweden’s
Baltic coast, lie about 78 miles (125 kilometers) apart. Saab first
demonstrated the r-TWR system at Ängelholm Airport, a former
military base, in 2009. Saab is also deploying an r-TWR system for
Airservices Australia at Alice Springs Airport in central Australia,
using ATC provided from a remote tower centre in Adelaide, about
950 miles (1,529 kilometers) away. Airservices Australia has been
studying the technology since 2010. The ANSP is evaluating its use
in the remote and harsh conditions of the country’s interior.
Remote tower installations can expand ATC coverage at airports
that have staffed towers only during the day or during high traffic
periods, Viggiano said. Thus far in the company’s experience,
controllers have not opposed r-TWR technology for potentially
eliminating their jobs. “We see controllers really embracing the
technology,” he said. “They learn new ways of operating. It’s not like
we’re displacing somebody from a job. There’s still a controller there;
they just don’t necessarily have to be up in a tower above the Arctic
Circle doing the work.”

Cessna 182 JT-A Turbo Skylane first flight
The first production example of the new Cessna 182 JT-A Turbo
Skylane made its inaugural flight on 21st May from the airframe
facility in Independence, Kansas. The four-seat JT-A is touted by
Cessna as the first modern single-engined aircraft powered by a piston
engine designed to run on Jet-A fuel.

Beechcraft delivers 4,000th Bonanza
Beechcraft Corp recently held a special ceremony to deliver the
4,000th Model 36 Beechcraft Bonanza. According to company
officials, the Bonanza is the longest continuously produced aircraft
in history and more than 18,000 Model 35, 33 and 36 units have
been delivered since 1947.

“The Turbo Skylane JT-A performed just as expected,” says Cessna
senior test pilot Dale Bleakney. “We flew for 2.3 hours, achieved a
flight level of 8,000ft [2,440m], and attained a true air speed of 158kt
[292km/h]—everything went as expected.”
The JT-A was launched last year at the AirVenture show in
Oshkosh, Wisconsin, as a variant of Cessna’s turbocharged Lycoming
TIO-540 powered 182 Skylane. The piston-single is powered by a
230hp (172kW) Safran-built Jet A-burning SMA turbo diesel piston
engine and could provide a springboard for a series of similar reengining projects for the airframe.
The four-seat aircraft burns 11 gallons per hour and is expected
to burn 30 to 40% less fuel than comparable avgas engines, says
Cessna.
The Garmin G1000-equipped JT-A has an estimated range at
maximum cruise speed of 1,893km (1,025nm). Its certified ceiling
will be 6,096m, while its estimated useful load will be 462kg
(1,020lb). Deliveries of the $515,000 Jet-A-burning Skylane are
scheduled to begin later this year.

During a ceremony at the company’s Customer Delivery Center
in Wichita, Beechcraft CEO Bill Boisture presented the Bonanza
G36 featuring a commemorative N4000L tail number to Segall
Group, a retail brokerage firm based in Baltimore, Maryland

IAOPA wins FAA support on Part 61 licences
Following a concerted campaign by IAOPA on both sides of the
Atlantic, the US Federal Aviation Administration has agreed to allow
holders of FAA Part 61.75 licences to have their licences renewed by
national aviation authorities in Europe rather than having to travel
to the US to get the job done.
Part 61.75 licences are issued by the FAA to holders of comparable
licences from other recognised aviation authorities, such as those in
Europe, to allow holders to fly N-registered aircraft. No flight test is
required as long as certain criteria are met, and the issuing process
often takes only a few minutes.
Thousands of European pilots hold Part 61.75 licences, which
carry the number of the pilot’s licence issued by the home authority
of the pilot. But under the change to EASA FCL, all licence numbers
will be altered to include the letters “FCL,” rendering the Part 61.75
licences invalid. Under normal circumstances, holders would have to
travel to a Flight Standards District Office in the United States to
have their licence reissued. However, the FAA has agreed this is too
much to ask, and has informed EASA that it will allow national
authorities in Europe to reissue existing Part 61.75 licences, providing
that the holders can prove their identity.
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National authorities need only provide the FAA with the pilot’s
name, licence numbers (old and new), the FAA certificate number,
the pilot’s mailing address, and a statement to confirm that the PartFCL pilot licence is valid and is not suspended, revoked, or expired.
The statement of positive identification will include an official
photograph of the applicant and the applicant’s signature and
residential address, if different from the mailing address.
Craig Spence, Secretary General of IAOPA, said: “Recognising the
impact that this issue was having for general aviation in Europe,
IAOPA Europe began working with AOPA US to take the actions
that were necessary on both sides of the Atlantic. Between the actions
of the two organisations a logical, easy, no-cost policy was developed
that will allow pilots to keep their FAA validations without the
burden and costs of reapplying. This again demonstrates the power
of a strong international organisation, working together.

“Very few people knew about this program then, let alone now,”
said Geer, the chairman and president of Bravo 369 Flight
Foundation, the nonprofit organising the venture.
Next year, provided they receive the OK from Russian officials,
the pilots plan to fly and document the rest of the warplane supply
route, from Fairbanks to Krasnoyarsk, deep in the heart of Russia. In
1941, President Franklin Roosevelt signed the Lend Lease Act,
providing war materials to the United Kingdom, China, France, the
Soviet Union and other allies. The United States, itself, didn’t enter
the war until the Japanese bombed Pearl Harbor on 7th December,
1941.
Ferrying nearly 8,000 aircraft—including bombers, fighters,
trainers and transports—was kept secret, in part, because the Soviets,
whose air force had been decimated by the Germans, didn’t want
Germany or Japan to learn where the replacement planes were
coming from, Geer said.
The U24S-made aircraft were delivered via a 6,000-mile route,
from Great Falls, Montana, through Canada and Alaska, across the
Bering Sea, into Siberia, then to Krasnoyarsk, in central Russia.
Before any aircraft could be delivered, airfields had to be built along
the way. Part of the Alcan Highway, which opened in late 1942, was
routed to access these airfields.
Many of the freshly made warplanes were flown from factories to
Great Falls by ferrying pilots from the Women’s Air Force Service.
“These gals flew everything,” Geer said. “They were almost test
pilots. They were bringing untested aircraft and flying them up to
Great Falls.” Thirty-eight women pilots died during the programme,
which ran from 1942 to 1945. Another 139 pilots, both US and
Russian, died ferrying the planes the rest of the journey over rugged
terrain without modern electronics or cold-weather gear. Most of the
accidents occurred between Siberia and Moscow.

Sweden cuts tax on unleaded avgas
Lars Hjelmberg of AOPA Sweden has achieved a breakthrough in his
long campaign to promote unleaded avgas, with the Swedish
government proposing a tax reduction of nine cents a litre on
unleaded compared with 100LL.
Lars, whose company Hjelmco Oil has been selling unleaded avgas
for more than 25 years, has been working with the government for
five years to make it financially advantageous for aircraft owners and
pilots to switch to unleaded fuel. With the Swedish economy in better
health than much of the rest of the world, the Minister of Finance
Anders Borg now feels able to make the proposition to Parliament.
The reduction will take effect from 1st January, 2014.
Avgas, leaded or unleaded, used in activities other than recreational
flights is already 100% free of energy taxes and 100% free of VAT in
Sweden.
Whatcom pilots to fly secret route used to send warplanes to
Soviets during World War II

FAA agrees to drop dated material from knowledge tests
The FAA has agreed to remove questions that focus on obsolete terms
and technologies from airman knowledge tests in response to a
request from the co-chairs of an industry/government group that is
drafting revisions to training and testing standards. AOPA welcomed
the FAA’s response as a “very positive step” to advance the goals of
the Aviation Rulemaking Advisory Committee’s (ARAC) Airman
Testing Standards and Training Working Group. The industry-led
panel identified the obsolete terms and technologies now being
removed from FAA knowledge exams. The acceptance of the group’s
recommendations highlights that the FAA is working with the
industry to improve pilot testing and training.
“This is important because we are trying to change pilot’s
perception of knowledge testing,” Oord said. “Some pilots view the
knowledge test as something to ‘get out of the way’ forcing them to
memorise terms and technologies they’ll never see or use, like
LORAN or a TWEB (transcribed weather broadcast). In order to
make the test a relevant and important step in their certification, we
considered it important to do away with obsolete test questions, then
move on to an integrated airman certification standard.”
The integrated certification standards under development are
intended to make airman testing and training relevant, meaningful,
and applicable to the operational and technological realities of today’s
flying. Knowledge testing should support that goal by addressing
pilots’ command of subjects necessary for safety today; not technologies used decades ago or, in the case of the direction finder system
(DF), only available until recently in remote areas, Oord said.
Draft certification standards for flight instructors are also being
finalised and will soon be available for public review and comment,
Oord said.

Alan Anders, left, Jeff Geer and Mark Kandianis pose with a North
American AT-6 WWII era aircraft at the Heritage Flight Museum on
Thursday 6th June, 2013 in Bellingham. The three will be flying to
Fairbanks, for the first flight phase of a documentary they are filming
on the World War II programme that secretly flew warplanes from
Montana to Alaska and on to Russia to help Soviets fight the Nazis.
On 24th June, Whatcom County pilots Jeff Geer and Alan Anders
plan to fly from Bellingham in Anders’ World War II-vintage T6-F
Texan warplane bound for Fairbanks, deep in the heart of Alaska.
The 2,100-mile flight is a training leg in their ambitious effort to
create a multi-part documentary, “Warplanes to Siberia,” about the
secret US program that delivered nearly 8,000 American-made
warplanes to the Soviet Union during World War II.
Instrument Pilot
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EASA opinion on new rules for the Instrument Rating
EASA has published its final opinion on “Qualifications for flying in
Instrument Meteorological Conditions (IMC)”—the new rules
intended to make the instrument rating more accessible for private
pilots. The opinion does not solve the UK concerns over the IMC
rating, but it does contain a number of significant proposals that will
make it more realistic for a private pilot to obtain an IFR rating. This
includes significant reductions in the theoretical knowledge requirements, a competency-based approach which will accommodate pilots
holding an instrument rating issued outside Europe and an en-route
instrument rating (EIR) with limited privileges, but which can serve
as a stepping stone towards the full IR.
The theoretical knowledge requirements today involves a whole
range of subjects not relevant for a PPL pilot who wants to fly IFR
in Europe in a light piston-engine aircraft and have been an unnecessarily big obstacle. The proposal is now to remove the advanced
and high-performance subjects from the curriculum and cut down
the required ground-school hours from 200 to 80 hours, most of
which can be done as distance learning, so that the number of
classroom hours requiring physical presence is limited to eight hours.
Remaining subjects can be taken later if the pilot wants to transition
to a high-performance aircraft. This makes the theoretical knowledge
much more accessible for the typical PPL who has a full-time job.
For holders of an instrument rating issued outside Europe there is
also good news. Both the theoretical knowledge requirements and
the practical skills will be assessed during the skill test, so for a pilot
with 50 hours of IFR experience as PIC and for instance holding an
FAA IR, the EASA IR requires only a skill test. This is particularly
important considering the new FCL requirements that a pilot based
in Europe and flying an N-registered aircraft must in the future have
a full EASA FCL certificate and IR rating to fly IFR in Europe.
The last major new proposal is for an en-route instrument rating
(EIR) which will be a sub-ICAO rating limited to the en-route phase
of the flight, with no approach privileges. Jacob Pedersen of AOPA
Denmark says: “The EIR will serve as a stepping stone towards the
full IR and can also prove useful where airspace is not allowing VFR
operations and in some weather conditions. The EIR will hopefully
inspire more pilots to receive instrument training, but with the lack
of approach privileges it should not be considered as anything close
to a full instrument rating—something that is also reflected in the
requirement for just 15 hours of IFR flight training.”
Finally the EASA opinion proposes removing the English language
proficiency requirement for the IR in general and also introduces a
daylight-only variant so pilots not holding a night-qualification can
still get an IR for day-only operations.
The proposal now lies with the European Commission and must
go through the internal process before it becomes law.
While the proposals represent an improvement for much of
Europe, they are seen as a catastrophe in Britain, where the loss of
the FAA IR for what are considered to be chauvinistic reasons, not
related to safety, and the killing of the UK IMC rating, have made
flying more difficult, more expensive and more dangerous.

The Plane-Power ALT-FLX alternator features a highly efficient
hair-pin stator that enables extremely high power output even at low
engine RPM, officials noted. During FAA testing, Plane Power ALTFLX alternators proved to provide more than 150 amps on 28 volts
continuously at typical engine cruise RPM. At just 1,000 engine
RPM, the ALT-FLX generates more than 70 amps at 14 volts and 60
amps at 28 volts, company officials said.

“The ALT-FLX’s ability to function as a 14 or 28 Volt alternator
is extremely innovative and a unique differentiator in the marketplace,” explains Jason Hutchison, General Manager of Plane Power,
Ltd. “Weighing just over 12.5 pounds once installed, the ALT-FLX
provides unmatched output per pound and is the perfect alternator
for aircraft that require more output than traditional alternators can
provide such as those with electric air conditioning systems.”
Every Plane-Power lightweight alternator is designed specifically
for general aviation aircraft and features precision balanced components and tighter component tolerances to reduce vibration and
maximise service life, officials said. All Plane-Power alternators also
feature built-in noise filtering, simplifying installation by avoiding
the need to install additional filters.
Sunglasses especially for pilots now available with bifocals
Flying Eyes Sunglasses now include the option of bifocal lenses that
are designed specifically for the cockpit. They are available in three
standard magnifications, with two different bifocal height choices.
The sunglasses have the option of a higher bifocal segment height,
which may make it much easier to view the entire instrument panel,
as well as charts or an iPad on your lap without needing to drastically
move your head up and down, company officials said. Normal height
bifocals are also available.
Flying Eyes Sunglasses with bifocal lenses are $20 more than the
non-bifocal version. And they’re still non-polarized, which is important when using them in the cockpit with LCD screens, officials add.
The Flying Eyes’ strap system is designed to be worn comfortably
with a headset. The strap is soft, flat, and unnoticeable between your
head and the headset so there is no pressure or pain, even after a long
day of flying, according to company officials.
Flying Eyes sunglasses offer UV400 sun protection, because pilots
flying at higher altitudes have increased exposure to harmful UV
radiation from the sun. Additional features include:
• Flying Eyes sunglasses are convertible to “normal” sunglasses
with the included standard temples for outside-the-cockpit wear.
• Optically correct, non-polarized lenses provide clear viewing of
LCD multifunction displays on the instrument panel and
through acrylic aircraft windows.
• Neutral grey, medium-tinted lenses allow accurate perception
of colour charts and instruments. They are dark enough to
remove glare from the brightest and haziest days, but not too
dark to see easily in the cockpit.
• Shatter-resistant polycarbonate lenses with a scratch-resistant
coating will last for years of professional use.

Plane-Power debuts high-power alternator
Plane-Power, Ltd has received FAA approval of its newest lightweight,
high-power aircraft alternator. The Plane-Power ALT-FLX alternator
is a lightweight, high-output, belt-driven alternator sold as a single
part number for both 12V and 24V aircraft.
Optional mounting kits make it easy to replace heavyweight, Ford
DOFF series alternators often used on both Continental and
Lycoming engines on Beechcraft, Cessna and many other aircraft
types, according to company officials.
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A visit to Air Traffic Control in Basel
Ben Hines

Back in April this year I made a visit to Basel Airport’s air traffic
control unit, primarily because I’m based at a VFR field under their
TMA, but also with a view to passing on useful snippets to the IR
community. As well as looking after their own airport, with ground,
tower and approach, they supply the local radar service and FIS (SIV)
to the surrounding area, and they are also the regional BRIA. As I
often need to close a flight plan after landing, on one occasion when
doing this I asked about the possibility of a visit, and was advised to
contact the manager of the unit during working hours. Arranging the
visit was fairly easy—after a short phone call I had an appointment
for approximately two weeks later (much of the delay in this case was
due to overlapping holidays and work commitments), and on turning
up I was met at the base of the tower. To start with I was brought up
to a presentation room and shown a short PowerPoint overview of
their capacity and the various services they offered, along with the
geographical limits of their services and their standard vectoring
routes as well as some facts and figures about the airport.

to hear that their preference is to file I(FR) rather than a Y or Z, as
this way they definitely get to see the flight plan, whereas by taking
the Y or Z option, unless the first point was within their area, they
were likely to be omitted from the distribution. The same problem
can occur with some German departures, where unless the first point
of the route declares a point in the airspace within their TMA, ATC
won’t be sent a copy of the FPL, resulting in a delay for issuing a
clearance while the plan is located and called up; for some other local
airfields, the joining and departing points are specified in the RAD
to circumvent the problem.
Whilst discussing the shortfalls of the FPL and IFPS system, I also
learned that the level changes we spend so long incorporating to get
around the “Brussels Behemoth” are all politely dropped! This came
to me as a real surprise—all that ATC get to see is in essence the
registration and type, the initial level, waypoints, destination and
EET. In many cases the actual route wanted may well be obvious to
an experienced controller, but for instance when filing with an initial
level below FL145 when the same waypoints are present in both the
upper and lower airways, the controllers will have no idea if a pilot is
expecting to climb into the UIR whilst still under their control. Also
inconveniently omitted are any STAYINFO instructions, which those
doing training might like to bear in mind—the things we aviators do
to appease CFMU! Most surprising to me was the use of Mode S
data—or the lack of it! The only piece of data over Mode C that is
displayed and currently available at this unit to the controllers is the
flight ID, so there’s little advantage in rushing out for those EHS
connections. A further issue that was described to me occurs primarily
in the case of training flights where T&G’s or low approaches with
go-arounds are unlikely to be seen on the strip, similarly for these
and the case of “back to back” flight plans for in and straight out
again—in these cases an early notification to the controllers is
requested so that they can prepare in a timely manner.
The area around Basel incorporates some substantial terrain—for
instance the MRVA and ILS intercept altitude from the south is
7,000ft, which in turn makes for a fairly lengthy approach under
vectors or procedurally. As I sometime use Basel to execute a “cloud
break” when the cloudbase is poor, we discussed the needs for speed
control when flying extended vectors or procedures—the Airbusses
and Boeings which form the bulk of the commercial traffic fly these
at around 180 KIAS so, the nearer you can get to that, the easier the
controllers workload becomes Ambling down 20nm of glideslope at
80 knots is not going to win you any favours, and is likely to push
something into a hold! Because the ILS procedure is so long winded,
for an R33 the preference is to use the opposite runway unless the
tailwind component exceeds five knots or so—even with 4,000m of
runway the DA can still warrant attention, more so for the heavy
freighters than the PPL/IR end of the market.
After nearly a couple of fascinating hours which included a trip up
to the tower and to the radar room immediately below, it was time
to thank everyone who had so willingly given their time, fully aware
that minutes after walking out of the door more questions would pop
into my head. As it turns out, these may be easier to answer next
time—some of the controllers are PPLs and also fly from Habsheim.
I imagine many members have at one time or another made a visit
to an air traffic control unit of one description or another, but for
those that who have yet to do it, I can only encourage you to liaise
with your local unit and spend some time with them.

Photograph: Fanny Schertzer

In this case with the SIV covering not only a substantial area of
France with two frequencies, but also picking up bits of Switzerland
and Germany, there is normally a dedicated controller looking after
this during daylight hours, with radar controllers sitting adjacently
looking after IFR traffic up to FL195 (FL145 in the NW), although
these can be bandboxed in the quieter hours. In the near future, the
controllers also expect to be looking after some additional airports or
their arrivals and departures in Switzerland: Grenchen, Les Eplatures
and Bern being candidates. As one can imagine, covering all these
services on a non-stop basis requires a significant team—including
electricians, some 60 staff spread over six shifts.
After the presentation, I settled into a dialogue with one of the
controllers to look at some specific issues. One problem I have
encountered more than once when returning from the west is that a
“request descent” might produce a significant delay before a descent
clearance, which then creates a problem in getting down, engine
temperature management, or both. The suggestion here was to call
well before with a “ready for descent” with a position descriptor (eg
“in 20nm”) so all the necessary coordination can be done. Particularly
of interest to me was how best to work with ATC when departing or
arriving from my homebase LFGB (Habsheim)—an uncontrolled
field situated under the TMA starting at 1,000ft AGL. I was surprised
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