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Stephen Hallas and Timothy Nathan report on their trip to Aero Friedrichshafen 2013

T

he PPL/IR team had another very successful and fruitful visit to
Friedrichshafen this year. Quite apart from the recruiting, interest
and awareness raising, message-spreading and networking that we do
there, we also like to pick out a few things we think will be of interest
to members.
The biggest thing this year is the plethora of new in-cockpit IFR
tablet Apps and improvements to existing ones. The biggest player to
enter this market was Bendix King with its new myWingman App, a
VFR/IFR navigation app.
At the moment it is entering the European market with only German
charts and airport approach plates but they claim by September 2013
they will have UK, Ireland, France, Italy, Spain, Netherlands and
Czech Republic and will not stop there. They use AIS charts and
individual countries will cost
€119, all Western Europe (as
listed above) will cost under
€299 pa. The VFR charting
is by raster graphics, making
it much less flexible than the
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vector graphics of the competition.
It is available on iPad only. It is available on a 30 day free trial but
it would be best to wait until Western Europe plates and charts are
available.
Smart Route will be available later in 2013 and will include Smart
Altitude which looks at best level for forecast wind (provided that an
Internet connection is available which also offers world wide weather
and precipitation data.) One nice feature is that the screen can split
into two or three panels, for example, one for IFR, one for VFR and
one for instruments.
For the addition of a Levil AHRS sender at around $750, it also
provides synthetic vision and glass cockpit type attitude and speed.
Bendix claim that this provides an “advanced synthetic vision system
which increases situational awareness by providing pilots with a realtime view of the location of the aircraft with relation to surrounding
terrain and a compelling 3-D virtual view outside the cockpit,
unencumbered by clouds, fog or darkness.”
As is now the norm for these products, flight planning is by
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Late Summer
Iberian Tour
18th - 28th September2013
Stephen Niechcial and his wife are planning
a late summer trip to Spain and Portugal. Their
provisional itinerary includes: Carcassone, Segovia,
Avila, Toldeo, Cordoba and Lisbon.
Legs will be relatively short, 450 Nm max. If
anyone would like to join them for all or part of
the tour, Stephen will book hotels, research routes,
airports, etc.
Please
contact
Stephen
Niechcial
at
SJNiechcial@hotmail.com for further details.
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Desirable destinations
A

Alan South and Jorgen Behrens describe some of their favourite places for a few days R&R

t the AGM and subsequently, I
asked a few members about places
they enjoyed going to and with a little
cajoling they agreed to write up some notes
to the members. Alan South and Jorgen
Behrens get their gold stars for getting
something down and returning these to me
and with the traditional holiday season now
getting started, those looking for a little
inspiration for a destination I hope will find
these useful.

La Rochelle, France LFBH
THE PLACE: La Rochelle is an old fortified
town on the west coast of France. It has been
of military significance for at least 1000
years but fortunately has also been well
preserved and is often used as an exemplar
of modern planning success in the context
of an old city. The net result is a fabulous
place for a short or weekend break. There
are no end of bars and excellent restaurants,
mainly fish/seafood and the area around the
old port is traffic-free and buzzing. As you
would expect, it is a popular destination, so
although there are plenty of hotels, turning
up without a reservation at the weekend is
not to be advised.
La Rochelle

Less obviously for a west coast location
in Europe, La Rochelle has an excellent
climate. It is the second sunniest place in
the whole of France. Being in the solar
power business, I know about these things!
It is rarely too hot, having a sea breeze most
of the time.
Nearby and quite a different experience,
is the Île de Ré, connected since 1988 by
bridge to La Rochelle. The island is flat and
a mix of salt marshes, vineyards and nature
reserves. It is a place very much about the
outdoors and bicycles are the preferred
means of transport. I have been visiting
for twenty years and have yet to rent a
car. There are bike rental firms in every
97/2013

village.
Compared
with La Rochelle, the
island is very low key
but with a little bit of
luxury and exclusivity.
It is something of a
Martha’s Vineyard for
France, with Lionel
Jospin amongst others
having a bolthole in one
of the villages. There
are few hotels (though
a couple of good ones)
and this is more a place
to rent a house, of
which there are many Marina di Campo, Elba
available at all price
Marina di Campo, Elba, Italy
points. I advise against visiting in August,
LIRJ
the shoulder season is a better proposition.
The climate on the island is even better,
THE PLACE: Wedged between Corsica
with there not being enough land-mass and the Tuscan coast is the island of Elba.
to build up summertime cumulus. It is Like Corsica it is green and mountainous
typical to have clear skies and to see the Cu and has a dramatic coastline but it is much
building over the mainland.
smaller and easier to get around. Elba has
THE FLYING: IFR from the UK is very many coves and hidden beaches as well as
straightforward. The airways via Dinard a few long and sandy ones stretching the
and Nantes are usefully available at low sections between its main hills.
level and the airspace is quiet. The airport
I can recommend the Hotel Sardi in
has customs at the small village of Pomonte. It’s on a
reasonably
short wonderful little pebble bay and has some
notice weekdays of the friendliest service I have ever
and needs booking experienced. For something larger scale
by Friday evening with more facilities and a sandy beach, try
for the weekend. Hotel Desiree in Spartaia only about 10
There is a choice minutes from the airport.
of
instrument
THE FLYING: The VFR only airport is
approaches to the situated in a flattish section between two
prevalent runway. mountains. On the South side, the extended
GA parking is on a runway centreline is clear of terrain but on
grass apron that is the North side it is not, which makes for a
in good condition non-standard visual approach to 950m R16
and fuel is available self-service with a where the papi has a 6˚ glidepath. The airport
BP Carnet or by credit card outside of website (http://www.elbaisland-airport.it/)
lunchtime. Landing fees are available for contains a video of the R16 approach and
download from the airport website and R34 departure that I recommend you study
are fair – meaning less than €100 for a 2t before flight. Airport fees are high and
aircraft and a week’s parking in 2012.
fuel (AVGAS and Jet A1) are expensive
You can walk to and from your aircraft. but flying in privately still beats having to
This is a prerequisite for any airport to be take a ferry from the mainland! IFR joins
desirable for me. There have been various are at 5,000 ft above the ELB VOR which
arrangements over the years for airside involves some circling after departure.
access and all have worked reasonably
Brač, Croatia LDSB
well.
A great day trip or onward visit is to go
THE PLACE: Brač is the biggest island
to the Île d’Yeu, further out in the Bay of in Dalmatia a few miles off the coast
Biscay. A tiny island with a decent hard from Split. There are a couple of towns
runway.
and many small villages with just a few
3
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inhabitants. Closest to the airport is Bol
and if you arrive privately, the airport staff
see it as their job to get you into town and
have a shuttle bus for this purpose. Bol is
definitely a resort but not overwhelmingly
so. There are two or three large hotels
but most of the accommodation is rental
apartments. These are managed by a couple
of letting agencies that offer a very efficient
Bol, Brac

and flexible service. Typically, you need to
book for a minimum of four days but are
then free to choose how long you stay. Not
always typical for southern Europe, the
apartments are efficient and everything
works, including high speed internet.
Life is as one would expect in the
Adriatic: simple but good food and plenty
to do outdoors, especially in the sea.
With the strong afternoon winds, there is
good opportunity to do some very serious
windsurfing – or to do some learning in
the mornings. Boats are plentiful and easy
to hire and there are deserted coves within
half an hour or so.
THE FLYING: A flight down to Croatia
from northern Europe is one of those great
flying trips. From the UK, one good route
crosses the Alps from Zürich to Milan
requiring an MEA of FL150 and giving
spectacular views. Another route is via
Austria and Slovenia. On this route there is
an amazing spectacle where a sharp ridge
defines the border. On one side is the arid,
moon-like landscape of Slovenia. On the
other, it is as if someone has activated full
technicolour with grassy Austrian valleys,
hilltop castles and mountain railways.
Of course, once in Croatian airspace
there are the thousands of islands along
the Dalmatian coast, which is a classic
example of a concordant coastline for those
of whom remember their geography.
Brač airport is on the flat top of the
Instrument Pilot

island. Customs are available without any
notice. Although Croatia will join the EU
in July 2013, it remains outside Schengen.
It is important to check the opening hours
as they vary by day of the week and by
season. Non-precision approaches are
available to both runways but with terrain
in close proximity to the airport the plates
need careful study. Also worthy of note is
density altitude.
The airport is
at 1776’ amsl
and the density
altitude
often
reaches
5000’
in summer. The
Bora wind tends
to whip up in
the
afternoon
and because of
the topography,
wind
shear
is
commonly
r e p o r t e d .
Landing
fees
are available for
download from the airport website and
are fair – meaning less than €100 for a 2t
aircraft and a week’s parking in 2012. As
with many other aspects of Croatia one gets
the strong impression that everything just
works at the airport and that the staff see it
correctly as their job to ensure you have a
positive experience.

Copenhagen (Roskilde), Denmark
EKRK
THE PLACE: Copenhagen has long been
my favourite Scandinavian city. Most of
my visits over the years have been on
business but it is also a perfect place for a
weekend away. It is a wonderfully stylish
city, great for wandering around and for
eating and drinking. There are endless
restaurants and bars,
many with outdoor Copenhagen
seating and blankets
for the cool and light
Nordic evenings. It
is not a cheap place
to visit but I always
come away thinking
it was worth it.
Copenhagen is
an interesting and
charming Nordic city
with a lot to offer to
the visitor. It’s best
site,
especially
when travelling with
4

children, is probably Tivoli Gardens, an
old-fashioned amusement park with a mix
of rides, parades, live music and dining,
including a Michelin star restaurant. Best of
all, it’s right in the middle of the city. Other
highlights include: the Little Mermaid
statue, the free community of Kristiana
and the strip of bars and restaurants in
Nyhavn. I flew into Roskilde for a different
reason: to have dinner at Noma, chef Rene
Redzepi's famous Nordic-style restaurant
that topped the list of the world's best
restaurants for several years and that is still
the number two. Well worth the flight but
book well ahead!
If you are just travelling to the city, you
are best off without a car. From Roskilde
airport take a taxi to Roskilde station and a
train into central Copenhagen. The airport
is about 35 minutes from the city by taxi or
about 1 hr by bus/train.
THE FLYING: Roskilde is Copenhagen's
GA airfield and must be one of the best
general aviation airports in Europe. There
are a pair of cross runways, each of which
are a good length and have their own
instrument approach. At time of writing the
airport is open 0700L-2200L at the standard
and very reasonable tariff. IFR routing
from the UK is straightforward and lower
level airways are available across Germany
and Denmark. ATC and on-field service is
very friendly and efficient and affordably
priced fuel is available by self-service from
Shell (takes credit cards) and BP.

Genova, Italy LIMJ
THE PLACE: The city of Genova is old,
charming and has many historic sites but
the area's real attractions in my view are
the Ligurian sea-side towns dotted along
the coast South of the city especially the
posh marina town of Portofino and the
'Cinque Terre', five incredibly picturesque

97/2013

Genova

small towns in tiny natural coves that are
impossible to reach by car but easy to get
to by train. They are also connected by a
stunning walking trail
THE FLYING: Genova Sestri airport, also
called Christoforo Colombo after the city's
most famous son, is located in the harbour,
where the city's dramatic hills plunge into
the Mediterranean. Approaches don't get

much more scenic than
this with the experience
rather like landing
on an aircraft carrier
parked next to steep
mountains. Genova is
a full-service airport
with reasonably busy
scheduled and charter
traffic, the Piaggio
aircraft factory and
an active aeroclub. As
is the case in many
Italian airports, it is
a little bureaucratic,
some of the charges are
'exotic' but with a little
patience these can be easily navigated.
I pre-arranged hangar parking with the
aeroclub which, with the salty air and
many birds around is something I can
recommend. Rental cars are easy to obtain
in the terminal.

Port de la Meule, Île d’Yeu

Île d’Yeu, France LFEY
THE PLACE: Île d’Yeu is a small island a
few miles off the west coast of France. Apart
from some hamlets, there is one town, Port
Joinville where there are a few hotels and
simple restaurants. It is very much a place
to be outdoors and bicycles are the best and
easiest way of getting around. There are a
couple of well stocked bike rental shops
in town. Each little bay very much has its
own character and within a couple of days
it is quite possible to see most of them. Go
a little off season during mid-week and you
may well have a bay to yourself. There is
an atmosphere that is back-to-basics and
perhaps back in time as well. You still
see many rusty old Velosolex mopeds for
transport, although they are rapidly being
replaced with electric bicycles, which
though less charming are better in terms of
both air and noise pollution. The island is
most popular as a day trip by boat from the
resort towns of the Vendée with a big influx
of visitors a few hours either side of lunch.
A longer stay needs forward planning
because of the limited number of hotels but
is well worth the effort.
THE FLYING: For such a tiny island, it is
unusual to find 1220m of hard runway in
good condition. A slight catch is that it is
aligned with the space on the island more
than with the prevailing wind. Parking
has been quite limited and is not possible
to book so an arrival on a summer’s
weekend should be made early. However,
the last time I was there, it looked as if
more parking space was being prepared.
One should definitely phone first. RNAV
approaches have been published for both
runway directions and VFR and IFR
arrivals are possible with or without AFIS
but only in French.

Near disaster at Coventry AGM
A lack of preflight planning leads Nigel Everett to near distaster at the PPL/IR Europe AGM

F

or the first time in some years PPL/IR
Europe held its AGM on a Saturday
when I was free. So I went along - and it was
as good as ever. The speakers were energetic
and well informed, the business was kept
commendably short, I met up with a number
of old friends and came away with all sorts
of leads to follow up to improve life in the
cockpit.
I had, in accordance with the protocol
expected of a PPL/IR Europe member, filed
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IFR into and out of Coventry and was glad of
a chance to fly an actual ILS. The last one was
on my revalidation some time at the beginning
of last winter and although nice things had
been said, that was then and by now much
verdigris had no doubt accumulated. While
I make a reasonably regular trip around the
beacon so thoughtfully provided by Radio
Somerset, Exeter wants me to pay around £25
for the privilege of wearing out the hallowed
airspace over their equipment and that is a

5

definite disincentive. It seems that convincing
HMRC and the VAT man that IFR flight
and practice for IFR flight were a legitimate
business expense was much easier than
convincing Jean that it is now a reasonable
use of our income after tax.
My tactic on approaching Coventry, which
nestles beneath the Birmingham CTA, had
been to descend below 3000 ft altitude, so
as to avoid the outer reaches of the CTA and
to call Coventry in good time for P 15 
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Minima calculations made easy
T

Graham Whittle makes light work of seemingly complicated calculations
Precision Approaches.

he two great advantages of Jeppesen
Instrument
Approach
Charts,
compared to the charts supplied by aviation
authorities, are that they are presented in
a consistent format and always show the
approach minima. For these reasons I would
prefer to fly with Jeppesen IFR charts but at
the time of writing, reference to the Jeppesen
Online Store shows that the European annual
paper chart service costs 2543 Euros and
weighs 7.69kg, while the electronic version
costs 1715 Euros.
I fly less than 250 hours a year and

all-important text data, can be done nearly
anywhere with a good internet connection.
The plates are then either printed off or saved
on a tablet computer for pre-flight planning
and inflight reference.
Unfortunately, each country presents their
approach charts in slightly different way. To
overcome this, it is important when flying
to unfamiliar parts to carefully study the
charts before departure, note where the radio
frequencies are listed, where the aerodrome
elevation is shown, where the decent profile
is and note how the missed approach is

The ILS is very common, ATC seem to
prefer it and it is an excellent means of making
an approach in poor conditions. Calculating
the DA and the RVR for a precision approach
is easy to do without any reference to rules:
Look at the chart and identify the Obstacle
Clearance Height (OCH) - is it more than 200
feet? If so, add it to the threshold elevation to
get the Obstacle Clearance Altitude, this is
then the DA. If the OCH is less than 200 add
200 to the threshold elevation instead.
The RVR is 1500 metres.
So there are only two numbers to remember
200 and 1500. If you do not like 1500 metres
refer to the rules. As an amateur single pilot in
a single engined light aircraft, I do not have
much appetite for the single pilot minima of
800m at unfamiliar aerodromes.

Non Precision Approaches

descend down about 20 instrument approach
procedures in the year, usually in conditions
that are better than the minima. So for 20
approaches a year, the electronic version
would be equal to 85.75 Euros per approach.
On that basis, having to pay for executive
handling at the destination begins to look like
good value.
ICAO requires member states to publish
charts for their aerodromes. These are
published in the Aeronautical Information
Package (AIP), which is the source data for
Jeppesen, gCap and Aerad charts. For Europe,
the AIP plates are available free of charge and
there are several ways of accessing them;
my current favourite method is using the
RocketRoute Aeroplates app on the iPad but
alternatively they can also be downloaded
from EuroFPL, Pooleys iPlates, SkyDemon,
Eurocontrol PAMS Light or from individual
country AIPs. Downloading an up-to-date
to set of aerodrome charts, including the
Instrument Pilot

described and so on.
I think the UK charts are very good, easy to
read and understand, although missing from
the UK charts and some other EASA countries
are the minima. To calculate the absolute
lowest possible minima the information on
the approach chart is referenced to AD 2.14
in the AIP textual data of the destination
aerodrome (Approach and Runway Lighting)
and the EU rules, detailed in Commission
Regulation EC No 859/2008 pages 71 to
77. It is worth reading these pages and
perhaps calculating the minima for your local
approaches but to use this method every time
a flight is planned is in my view completely
impractical. To overcome this, I regularly use
the following procedure, which as far as I can
see, is entirely compliant with
the rules, although may on
occasion return minima that
are in excess of the absolute
minima possible.
6

To simplify things NPAs are flown using
the CDFA method: that is no levelling off
at the end. If the CDFA method is not to be
used, the minima I describe below will not
be valid.
As a general wish, I try to avoid NPAs
but sometimes they are necessary. There are
many types, each with their own minima, the
maximum NPA system minima is 350 feet,
which I then make the minima for all of them.
Like the ILS, calculating the MDA and the
RVR is easy to do without any reference to
rules: Look at the chart and determine if the
Obstacle Clearance Height (OCH) is greater
than 350 feet? If it is add, it to the threshold
elevation to get the Obstacle Clearance
Altitude, this is now the Minimum Descent
Altitude. If the OCH is less than 350 feet add
350 feet to the threshold elevation instead.
The RVR is either 1500 metres or 5000
metres.
1500 is for normal NPAs, of which most
NPAs come into, normal being the word I have
chosen for problem free approaches. 5000
is for problematic NPAs, again problematic
is my word and like normal, the word is not
found in the rules. To be problematic the
approach must exhibit one or more of the
following 5 problems:
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• The final approach segment is less than
3nm
• Rate of descent is more than 4.5 degrees,
(more that 7.5%)
• The final approach track is offset by more
than 15 degrees
• The FAF distance to threshold cannot be
determined using DME or FMS/RNAV
• The MDH is equal to or greater than 1200
feet.
At the flight planning stage we need to
identify the NPAs we might use, then check
to see if any of them are problematic. This
is quick and easy to do and very few NPAs
fall into this category. Having done that we
only have to remember two or possibly three
numbers: 350, 1500 and 5000. If we seek the
absolute lowest minima possible then we must
refer to the rules.

In summary
For ILS:
• DA is the greater of OCA or TE+200 feet
• RVR or converted meteorological visibility = 1500 metres

For NPAs:
• MDH is the greater of OCA or TE +350
feet
• RVR or converted meteorological visibility = 1500 metres or 5000 metres for
problematic approaches.

Notes to members
Ben Hines

A

fter a very hesitant and a few false
starts, it seems that more glimpses
of better weather are with us at last and
I personally have managed to get a few
reasonable trips in again, one of the first of
the year being over to the AGM in Coventry.
It was great to see so many there and even
nicer to spend a few minutes with some of
you, with apologies to the others where
time precluded meeting you all. At the
AGM, Julian Scarfe presented on the many
areas in which PPL/IR is working with the
regulatory authories, issues that are being
addressed and the considerable amount of
work that has to be done for even a trivial
change. Trevor Pegrum from Garmin then
introduced the future technologies that
we can expect to see emerging and what
will be demanding investment for the GA
fleet. After a substantial buffet lunch,
Kurt Lyall of RocketRoute explained the
workings of their product, both from a user
perspective and a behind the scenes view
of the administration and facilities. The
day finished off with the AGM matters,
during which a new Chairman was elected,
Anthony Bowles stepped down to the role
of Deputy and Jim Thorpe was presented
with a lifetime membership for his work
with FCL.008.
In this issue, incoming chairman Paul

Sherry gives an introduction to where
he comes from and his hopes for the
organisation, Rich Tebb goes through the
trials and joys of the UK CAA theory and
Markus Doerr takes us through a shortcut
into getting a flight plan into the GNSx30
range of navigators. Also, Alan South and
Jorgen Behrens give some food for thought
about some places to go, Graham Whittle
explains a simple method to work with
minima and Nigel Everett warns us not to
let down our guard at the moment we least
expect to need it. As ever, I am always on
the lookout for new articles for publication;
if you feel you might have some ideas or
something to offer, please contact me or
send your submission directly to me at
theeditor@pplir.org.
PPL/IR Europe welcomes a significant
number of new members (see page 10)
in this issue due to Aero Friedrichshafen.
Where members have declared a home
base, I’ve listed this, otherwise the town
from their membership record. Perhaps if
you see a local member you might like to
get in contact and compare notes as mentor
or mentee or maybe just have a chat with a
fellow PPL/IR.
Happy flying ...
Ben Hines

Social weekend:Normandy Landings
5th - 7th July 2013
Fly in to Caen Carpquet
Accommodation:
Friday:
Saturday:
Sunday:

La Ferme de la Ranconnière, Crepon (www.ranconniere.fr), 2 night package with dining “gastronomique”.
Group dinner, Menu de terroir at La Ferme
A guided coach tour of the D-Day beaches and battlefields with lunch in Arramanches-sur-Mer. Lunch at Hotel
de la Marine in Arromanches. Group dinner, Menu Gastronomique at La Ferme
Visit to Bayeux Tapestry in the morning followed by departures after lunch.

Meeting details, info and registration forms available on the website: login at www.pplir.org/eventsnew.
Please book urgently via the PPL/IR Europe website. The hotel only held block room bookings until 12th March, so now depends
on availability (no cost cancellations up to 72h beforehand).

Factory visit to Nicholson McLaren Aviation
Dates:
• Wednesday 24 July 2013
• Tuesday 13 August 2013
• Tuesday 10 September 2013
97/2013

Two sessions per day: 10:30-12:30 am and 2:00-4:00 pm.
Places are limited to 6 per session.
More details, info and booking via the website: www.pplir.org/
eventsnew.
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CAA IR 2013
Part 1 (Theoretical Knowledge)
Following on from Roland Honel in the previous two issue of ‘Instrument Pilot’, Rich Tebb
completes the UK CAA theory towards his Instrument Rating

A

runway threshold marking shall
consist of a pattern of longitudinal
stripes symmetrical about the centreline
of the runway. If the runway is 45m wide,
how many stripes are required? A: 6, B:
8, C: 12, D: 16.
I suppose this is the sort of question
that gives the IR Theoretical Knowledge
(TK) syllabus its reputation for
irrelevance. Breaking cloud at minima,
I can’t imagine that counting the number
of runway stripes is foremost in the mind
of a pilot. In fact, it’s hard to imagine any
circumstances where this would be useful
knowledge. The prospective IR student
must be a glutton for punishment! (The
correct answer is C, by the way).
This article is the first of two that
describe a UK pilot’s journey to obtain an
IR. We have recently enjoyed two articles
by Roland Honel on his recent experience
of German IR training – perhaps it will be
interesting to compare that with a similar
experience in a UK context. At the time
of writing, I have completed my TK
exams and about 15 hours of the flight
training. This article covers the ground
school aspects of the IR training.
Perhaps I should begin by explaining
why I am working towards an IR now,
with the promise of a more attainable
EASA rating on the horizon. After all,
the competency-based course has many
attractions. It will allow some noninstructional instrument hours to count
towards the required total. Armed with an
IR(R) and an En-route IR, the UK pilot
will enjoy almost as many privileges as
a full IR holder and get practical benefit
while building experience towards the
full rating. The cost of achieving the
rating might well be reduced. Why not
wait to see what happens?
The short answer is that we don’t know
when the new IR will be available or what
form it will take. EASA has an unhappy
reputation for slow progress on legislation
and an attainable IR is not likely to be
their most urgent priority. Furthermore,
the TK syllabus will undergo substantial
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changes as part of the new course and
surprises undoubtedly await those
students who pioneer it. There is also the
matter of online Question Banks (QB),
which will take some time to understand
and adapt to the new syllabus. With these
considerations in mind, to wait for the
new IR might realistically mean four
years before the rating appears in my
licence. As I am already of an age where
four years equates to two medicals, time
is precious and the decision to begin
training now was an easy one.
The next decision was to choose a
ground school for the IR theory course.
There seem to be two options – CATS
(www.catsgroundschool.com) and GTS
(www.gtserv.co.uk). Both organisations
have good reputations, so my decision
was based largely on matters of
convenience. Although both courses are
based around distance learning, some
classroom attendance is required, so
the nearer the better. From my home
in Gloucestershire, both Luton (CATS)
and Bournemouth (GTS) are roughly
equidistant, so neither organisation was
ruled out on this basis. The CATS course,
however, structures classroom training
around three Saturdays, whereas GTS
require two blocks of three weekdays. I
was keen to preserve some of my annual
holiday allowance in the interests of
marital harmony, so CATS seemed to
have the edge in this regard. GTS provides
printed course material, if you prefer treebased media, but I’m comfortable with
reading from a screen. The clincher was
cost – both organisations offer similar
list prices but CATS offer a generous
discount to PPL/IR members, which
amounted to around 25% of the course
fees. CATS have since raised their prices
by a significant amount but the PPL/IR
discount brings their price in line with
GTS. If you intend to take advantage of
the discount, you should contact CATS
before signing up online as the process
involves Sali Gray confirming your PPL/
IR membership to CATS.
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The distance learning part of the CATS
course is accessed online through a web
browser. A bespoke iPad app became
available part-way through my studies
but I didn’t want to pay extra for it (the
app is now provided free as part of the
new price structure). I don’t know if
the app enables you to work offline
but that would be a desirable feature.
It was slightly inconvenient for me that
the standard web interface requires a
decent internet connection, because I was
working away from home at the time and
connections could be erratic.
The online course content takes the
form of a series of PowerPoint-style
“Overview Lectures” and more detailed
“Study Guides” consisting of text and
diagrams. In addition to the content, there
are various interactive tests, organised
by subject, that closely match the actual
exam questions. Some of these tests
are basically a sequential slog through
the QB; others are time-limited so they
resemble the format of the exams you
will sit at Gatwick. The CATS web site
provides a demo login so you can try out
many of the features.
It comes as no surprise that there is
a lot of material to get through. The IR
learning requirements are not difficult
but the sheer quantity is a disincentive
to many prospective PPL/IRs. There are
seven subjects and each subject’s Study
Guide consists of roughly 10-20 chapters
that cover the various topics, for a total
of around 100 chapters. I am a fast reader
but it took about an hour to read and
digest each chapter.
One slight problem with the CATS
coursework is that the structure of the
learning materials is geared towards the
ATPL course. For the IR student, this
means that you must carefully read the
“course direction notes” documents
to understand which chapters and
even sections within chapters, are not
relevant to the IR course. To add further
complications, the IR TK syllabus
changed in early 2012 and the course
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direction notes appear to relate to the
old syllabus. This caused me to spend
some time studying topics that were no
longer part of the syllabus, which I found
frustrating, to say the least. (Note: while
researching this article, I checked back on
the CATS site to discover that the course
direction notes have been updated since I
completed the course.)
To put this into a commercial context,
there are around 35 PPL/IRs issued every
year in the UK. Even allowing for a large
drop-out rate between TK and rating
issue, this suggests a total market size
of perhaps 100 IR students per year,
shared between the two ground schools.
Given the small numbers involved, it is
hardly surprising that coursework is not
tailored to their requirements. Also, there
are further significant syllabus changes
pending, if and when the new EASA IR
arrives, so effort spent on aligning the
course materials now will need to be
written down over a very short period.
From a school’s perspective, therefore,
I can understand why there is not much
motivation to invest time and money to
support the current syllabus. We can only
hope that the promised new slimmeddown IR TK syllabus will attract a larger
number of private pilots, thereby offering
the schools a good return on investment
and perhaps encouraging healthy
competition.
Up to the point of discovering my
wasted studies, I had been rather slavishly
following CATS’ study schedule. This
structures the course into three twomonth stages, each of which culminates
in a Saturday’s attendance at ground
school, followed by taking the relevant
exams on the Monday at Gatwick.
Impatient as ever and now questioning
the schedule as well as the syllabus, I
spoke to CATS to enquire whether I could
speed things up by taking the exams in
two sittings rather than three or perhaps
even a single sitting. They answered that
there was nothing in principle to prevent
a candidate taking all the exams in one
sitting but they recommend to take at least
two sittings as it would be demanding to
sit all the exams at once. Ultimately, as
long as the candidate passes the two or
three mandatory progress tests for each
subject (effectively online mock exams),
CATS are prepared to sign off their exam
application.
It was around the same time, through
the PPL/IR forums, that I made contact
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with another CATS student who lives
locally. We arranged to meet up over a
drink and to share our experiences. It is
always fun to talk aviation for an entire
evening and in the context of our studies
it was motivating and useful. My new
buddy had recently taken some exams, so
he was able to describe the practicalities
of attendance. He also pointed me towards
AviationExam.com, an online Question
Bank that had been recommended by
several of the other candidates whom
he met at Gatwick. This proved to be an
excellent bit of advice.
Perhaps it is time to discuss the pros
and cons of online Question Banks. Some
people argue that “QB-bashing” – rote
learning of the questions and answers
– defeats the object of the TK studies.
They argue that the course objective is
a deep understanding of the subjects
covered by the syllabus, not just a feat
of superficial memorisation. I entirely
agree, as far as this argument goes, but it
misses a few key points. To begin with,
one could question the value of achieving
an understanding of a syllabus that is
in large part irrelevant to any practical
application. I certainly won’t miss much
of the Air Law stuff I memorised! This
argument is slightly tongue-in-cheek, as
a reasonable proportion of the syllabus is
relevant.
More importantly, many modern QBs
offer more than simply a test – results
– rinse – repeat cycle. The answers are
well-integrated with relevant learning
material, so you can easily delve into
the detail of questions that you answered
incorrectly (or even when you managed
a lucky guess!). In this way, although
your learning is geared towards the exam,
you gain a deeper understanding as you
study. Empirically, this technique appears
to work. In five out of seven subjects I
actually studied less than 50% of the
QB but managed good results anyway;
I assume this is because the enhanced
QB learning had prepared me to answer
the questions I hadn’t previously seen.
My overall results showed no correlation
between the percentage of QB answered
and the exam mark.
The final point is that studying the
material and using a QB are not mutually
exclusive approaches. I used the CATS
study guides to give me a broad overview
of the topics, then used the AviationExam
QB to reinforce those areas that are
examined. I suspect it would be quite
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difficult to pass the exams if your studies
consisted only of reading the material.
The exam questions are often worded in
ways that appear designed to mislead, so
some experience in the examiners’ wiles
is a worthy addition.
I was very glad of the AviationExam
recommendation.
Along
with
a
comprehensive QB and integrated study
material, it enables you to work offline,
so an internet connection is not always
required. It also offers an excellent set of
reports by which to monitor your progress.
Reports include a “progress” report that
shows what percentage of the QB you
have covered by subject; an “average
score” report that enables you to identify
your weakest areas; a “difficult questions”
report that lists questions you repeatedly
get wrong; and a “testing history” report
that lists the results of your recent mock
exams. This last report was very useful in
preparing for the exams. My technique,
leading up to the exam date, was to sit
mock exams repeatedly until I scored
85% or more in three consecutive tests.
Once I had achieved this in one subject,
I moved onto the next. When all subjects
were prepared, I sat each one again just
to make sure that I hadn’t forgotten
anything. My actual exam results proved
this to be a useful technique, as the marks
were generally about 5-10% higher than
in the practice tests, with one exception
(more of which later).
I decided to heed CATS’ advice and
take the exams in two sittings. It was
therefore, in last December, I arrived at
Gatwick for the first set of exams. There
is a marked contrast between the German
exam procedures described by Roland
and the old-fashioned CAA process. No
new-fangled computers or self-paced
exam sittings! You have to mark your
answers with an official pencil on the
answer sheet and sign and hand in all your
rough-work papers. Each exam begins at
a set time and if you finish early or if you
are not taking a certain exam, you have to
sit around in the lobby and wait for your
next exam. If you don’t plan your exam
timetable carefully, you can end up sitting
around for lengthy periods in between
exams. While this is somewhat boring, it
also provides an opportunity to chat with
the other candidates and share tips and
techniques. It was by this means that my
buddy had learned about AviationExam.
The time allowed for each paper is very
generous and most people leave the room
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early. I found that I had plenty of time to
answer all the questions, go through them
again to double-check and still leave
before mid-way through the exam. With a
multiple-choice format, you mostly either
know the answers or you don’t, so the
check is simply to ensure that you didn’t
make any silly transcription mistakes
and to validate any mathematical
calculations. On the last exam of the day
(IFR Communications) there are only a
handful of questions and no calculations
required, so I was out of the exam in less
than 15 minutes for an early start to the
journey back to Gloucestershire.
The CAA promise to notify your
results “within ten working days of the
Friday of the week in which you sit the
exams.” Only the CAA could invent such
a needlessly complex arrangement! As
the IR exam sitting is on a Monday, this
allows them three weeks to insert your
answer sheets into the marking machine,
print the results and post them to you.
Obviously, this is terribly hard work for
the poor souls in such limited time, so
I was greatly surprised to receive the
dreaded white A4 envelope only a week
later (I presume they wanted to clear the
decks rather than have to come into work
over the Christmas period). It was the
evening before my birthday, so I crossed
my fingers for an early present and
opened the envelope … four passes! All
better than 90%! I couldn’t have wished
for more.
The next phase of my studies was
a little more taxing. Leading up to the
first exam sitting, I had been between
jobs, so I had plenty of time to study.
Having started my new job, it was a lot
harder to find the time and energy to
study. On the plus side, there were only
three subjects remaining. Against this,
they were three of the hardest – Flight
Planning and Monitoring, Air Law and
Meteorology. The last two in particular
are the nemesis of many a student. Air
Law is the most tedious and least relevant
and Meteorology is a large syllabus and
just plain hard. Time to man up and get
reading!
It seemed a very short period before
the next exam sitting in February but
I was determined to get the TK exams
out of the way as early as possible and
to get cracking with the flight training.
The promise of actual flying was a strong
motivator, so with my goal in mind I
knuckled down to the studies. Air Law
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was the toughest, because some of the
topics are irrelevant and the only way
to learn the dry facts is to drill them into
memory by rote. I just couldn’t bring
myself to give them space within my
limited mental faculties, so I determined
that I would take a chance, skip the rote
learning and take a guess in the exam.
My second exam day arrived in no time
at all. This time, however, I made a serious
mistake. At the previous sitting, my first
exam was at 11:45 so I had plenty of time
to make my way to Gatwick. Second time
round, Flight Planning and Monitoring
started at 09:00 so it was too far to drive
from home. I stayed with my brother the
night before, who lives about an hour
away according to Google maps. On the
Monday morning, I allowed two hours
for the journey but I had underestimated
how dreadful the traffic can be in southeast England. For the last five miles and
45 minutes of the journey, I sat in an
almost-stationary queue with increasing
trepidation, wondering whether I would
be able to join if the exam had already
started. I arrived with no time to spare
- exactly as the invigilator came into
the lobby to call the candidates through.
It was hardly the best preparation for
an exam, consequently I was evidently
flustered and in this exam I finished with
only a few minutes to spare on the clock.
The Air Law exam followed immediately
afterwards but by now I had recovered
my composure. There was a break before
the Meteorology exam, during which
time I had lunch in the canteen on the top
floor (cheap meals for CAA staff, guests
pay full price). The last exam finished
min-afternoon, so I missed the worst of
the traffic on my way home.
I was understandably nervous about
the results. On this occasion, the CAA
went back to their normal pace of work,
so I had to wait the full three weeks. On
opening the white envelope, my eyes
scanned anxiously for the results. Good
marks for two of the papers but I had
barely scraped through Flight Planning
and Monitoring by a single percent! I was
initially relieved but felt disappointed
that I had let myself down and wasted my
hard work, just to save the cost of a hotel
room. Fortunately, though, I had avoided
a harsher lesson and a pass is a pass. I
could now look forward to the next stage
of the training and some actual flying!

New Members
PPL/IR Europe welcomes our new
members:
Adrian Norris
France/LFHV
Arnaldo Leon
Bernhard
Schnittger
Cameron Glaister
Charlot Engels
Christian Buege
Claes Bankvall
Curo Vital
Finn Skjoldborg
Frank Streckebein
Fridolin Gallati
George Lundberg
Gerhard Marx
Goran Alestig
Helmut Maier
Howard Graff
Joachim Rhaden
Jon Catilli
Josef Puntschuh
Lars Oyno
Martin Gold
Martin Kucera
Matthias Funke
Michael Nelson
Norbert Schneider
Peter Robinson
Philipp Schartau
Rene Meier
Stefan Longoni
Thomas Sailer
Timothy Skinner
Wim Karsten
Wolfgang Schuetz
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UK/London
Belgium/EBCI
UK/EGSX
Germany/EDLS
Germany/
Nienhagen
Sweden/ESGE
Switzerland/
Doettingen
Denmark/EKVD
Germany/
Mannheim
Switzerland/
Mollis
Norway/Oslo
Germany/EDLT
Sweden/EGSE
Austria/LGLS
UK/EGTB
Germany/EDMJ
UK/EDTY
Austria/
Pischelsdorf
Norway/Hovik
Germany/
Dorsheim
Czech Republic/
Brno
Germany/Munich
Germany/
Frankfurt
Germany/
Darmstadt
France/LFBA
UK/Bicester
Switzerland/
Grenchen
Switzerland/
LSZR
Switzerland/
LSZK
UK/Brecon
Netherlands/
EHHV
Germany/Berlin
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Pilots’ talk
The ADL110 - a new approach to
European data link weather

Most of our readers are IFR rated
and are flying IFR equipped airplanes.
Nevertheless, depending on the aircraft
type, there are still a number of weather
situations like thunderstorms or extremely
low visibility that cannot be dealt with but
which must be avoided. The first step is
a detailed pre-flight weather briefing but
then, whilst the aircraft is in the air, the
weather situation evolves.

In this case, in flight data link weather
is a great way to stay up to date. Before the
flight you may know that thunderstorms
are likely on your route but where they
are exactly forming cannot reliably be
predicted. A data link radar picture and
strike map can help you to adapt your
routing around these dynamic hazards.
Further, most likely in the winter you might
know that fog is likely but which airports
are affected cannot always be predicted
before departure. With data link weather
it is possible to get the latest METAR for
your destination and all possible alternates
at any time and with this you can plan ahead
and make an early diversion if necessary.
In the United States data link weather
is common place through the XM weather
service or ADS-B/FIS-B broadcast, neither
of which systems are available in Europe.
So far three European solutions have
been commercially available: Moving
Terrain Vision Air X, Avidyne MLX770
and Garmin GSR56 All of these devices
cost more than EUR 10,000 and require a
compatible multi function display.
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Compiled by Klaas Wangenaar

Dr. Golze Engineering from Germany
now offers a new solution, the ADL110.
This device brings full data link weather in
an easy to install 3 1/8 inch instrument. It
can download weather radar pictures, strike
maps, METAR/TAF, send and receive text
messages and send live tracking messages
to a Google maps. It interconnects with
most panel mount GPS like the GNS430
and will overlay the current flight plan over
the weather data.
The data provider for the ADL110 is
the German meteorological office (DWD)
which offers aviation grade data, including
a European radar composite. Currently
most of Great Britain, Netherlands,
Belgium, Luxemburg, France, Switzerland,
Northern Italy, Slovenia, Austria, Germany

and Denmark are covered, with METAR
and TAF available world-wide.
Hopefully with more affordable
products coming to the market, in flight
data link weather can become more
prevalent in European cockpits. Finally
it should be emphasised that data link
weather and other weather avoidance gear
each have their own application and should
be combined to get the big picture. For
example, data link weather is very well
suited to locate the weak spot of a cold
front as this requires considerably more
range than any traditional general aviation
radar could provide. On the other hand, the
data provided is unsuitable for short range
navigation around embedded CBs, which
would be better accomplished with on
board radar.
The ADL110, like the three other
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devices, uses the worldwide Iridium
satellite network but is based on the
Iridium packet based data service. This
transmission method is more robust than
traditional Iridium dial up services, thus
the ADL110 operates with a small antenna
mounted on the glareshield while other
solutions usually require the expensive
installation of an external antenna on the
hull.
The ADL110 retails for EUR 2980 plus
local taxes. A typical installation including
EASA certification is offered for EUR
1065 plus taxes. Data service starts at
EUR29 per month plus data usage. More
detailed information can be found on the
website http://www.ing-golze.de

Pilot attempts first flight
powered only by household
plastic waste
A pilot will attempt the 10,500-mile trip
from Sydney to London using a fuel that
has never before been tested in the air – and
is produced entirely from plastic waste.
Mr Rowsell will be flying a singleengine Cessna 172 about 1,500 miles a day
at a speed of about 115mph
His flight will be powered by five
tons of discarded packaging and waste
collected from rubbish dumps and – using
a pioneering technique – melted down into
1,000 gallons of aviation-grade diesel. The
41-year-old will leave Sydney in July,
flying over Asia, the Middle East and
then Europe, hoping to arrive in London
six days later after flying a single-engine
Cessna 172 about 1,500 miles a day at a
speed of about 115mph. To do this, he will
have to fly for up to 15-hour stretches to

Photo: Alamy
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reach his scheduled stops on time. He will
travel at an altitude of 5,000ft – much lower
than commercial airliners, which reach up
to 40,000ft on long-haul flights.
The fuel will come solely from socalled “end-of-life” plastic that cannot be
recycled and would otherwise end up as
landfill, including household waste such as
packaging and wrapping. The plastic will
be collected from the countries in which
he is scheduled to stop along the way and
shipped to Cynar, the Dublin firm that will
help process the waste into aviation-grade
diesel. Recent advances mean that it is now
possible to distil plastic – most of which
is petroleum-based – into fuel, using a
process known as pyrolysis that does not
pollute the air.
The company says its plastic waste
diesel fuel is cleaner than that used by most
planes, its production process is cleaner
and it estimates a lower cost per gallon.
Although it has been tested in cars, it is in
the very early stages of aero engine tests
and has never been used in flight.
Mr Rowsell, a hobby pilot and insurance
broker, decided to undertake the trip to raise
awareness of new technologies that are
exploring viable, environmentally friendly
ways to fly, while also cutting down the
amount of plastic waste in landfills around
the world. “I saw the opportunity to link the
British adventurous spirit and technological
innovation of the early pioneers with
similar challenges that face us today,” he
said. “Aviation leads technology in many
instances, why not do it once again with
this fuel? If this plan works, it would solve
some major environmental problems all at
once.”
But the flight will not be without its
logistical challenges. Mr Rowsell, who
was born in London but now lives in
Australia, will have to battle the elements
in a plane that is not designed for such
long distances. He must also get the timing
right on the stops where batches of the fuel
will be positioned in advance. He will take
food to last the challenge and use local
accommodation near his landing points.
His provisional route stops at 16
locations: Bundaberg, Darwin (Australia),
Bali, Jakarta, Medan (Indonesia), Chang
Mai (Thailand), Chittagong (Bangladesh),
New Delhi (India), Karachi (Pakistan),
Muscat (Oman), Abu Dhabi (UAE),
Amman (Jordan), Cairo (Egypt), Rhodes
(Greece), Nice (France), London.
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Increased TBO for Austro's
diesel AE300
Austro has received EASA approval
for the 1,500 hrs TBO (Time between
overhaul) for the 170hp turbocharged JetA1 and diesel engine AE300.
EASA has now raised the AE300 TBO
in two steps, from 1,000 to 1,200 hours and
now from 1,200 to 1,500 hours.
Austro states that the engine overhaul
price is approximately EUR 16,700 (USD
22,000), which is EUR 11.13 (USD 15.00)
per flight hour.
The company has also announced that
from now on only one part of the AE300 is
lifetime-limited within the TBO period.
According to the company, further
developments are in progress.

Next stop for Irving, all seven
continents

Barrington Irving, who in 2007 became
the youngest person and the first black pilot
to fly solo around the world, now has a new
project - planning another round-the-world
trip, this time to all seven continents, flying
a Hawker 400XP. The flying classroom
project aims to inspire kids to study
science, technology, engineering, maths,
geography, culture and history. “This isn't
just an aircraft; it's an exploration vehicle
for learning that will teach millions of kids
in ways they've never been taught before
- making them part of the expedition and
research”, said Irving. The ambitious
project helped inspire the National
Geographic Society to name Irving an
Emerging Explorer, a designation usually
given to early-career scientists and never
before to an aviator/educator.
Irving's global flight, set to launch next

year, will cover more than 50,000 miles
and take about six months, with about 75
ground expeditions including the Galapagos
Islands, Africa's Serengeti Plains and the
Taj Mahal. Educators and explorers will
share the experience with students around
the world via satellite communications.
Irving also runs Experience Aviation, a
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nonprofit based in Miami, Fla., that aims
to inspire kids to study science and maths.
“We work with all types of kids, young
women, young men, the straight-A students
and kids just out of the juvenile justice
system”, Irving told AVweb in a recent
interview. Working together to build an
airplane is a new experience for all of them,
he said, so all are on equal footing. One
group of kids, some as young as 8 years
old, are working together to build a car
“faster than a Ferrari”, Irving said, “We're
planning to race the Supercar against a
fighter jet. It's just amazing to see what
children can do when given the resources
and the opportunity to do it. What we're
doing is really working.”

Jetman Rossy confirms school
plans

Yves Rossy, who flies a unique jetpowered strap-on glider, apparently has
plans to teach his skills to others. Rossy
confirmed that he is planning to open
a flight school, which would accept as
students only experienced skydivers who
also have experience flying either airplanes
or wingsuits. “We plan courses between
one to four weeks depending on the
abilities of the students, the weather and the
level of proficiency targeted”, said Rossy.
“From controlled solo in blue sky, to multiformation flights around clouds”. Rossy
also said he would build and sell a copy
of his jetwing for a million Euros but he is
developing a glider version that he hopes to
offer at an “affordable” price.
The glider will have the same safety
features as his jet version, Rossy said, with
two parachutes and a release mechanism
to detach the pilot from the wing in an
emergency. He also said that he is using
a skydiving rig with a special two-step
opening patented by Parachutes de France.
Rossy has piloted his powered jetwing
across the English Channel and a section
of the Grand Canyon. He's flown his
gliding wing in excess of 150 mph and has
demonstrated aerobatics while flying it.

Aviation biofuels on the up and
up

Lufthansa ran afoul of environmental
groups when it was discovered that
its biofuel was sourced from palm oil
plantations.
Lufthansa probably thought it was on
a public relations winner when it began
operating flights using a mix of biofuel
and regular jet fuel between Frankfurt
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and Hamburg in 2011. However, the
“green skies” branding potential of
lower-carbon-emission air travel took a
dive when environment groups revealed
the supplier was also tapping fuel from
palm oil plantations blamed for rainforest
destruction.
Partly lost in the furore were findings
from the almost 1,200 flights that the
biofuel mix was not only reliable but
delivered 1 per cent better efficiency.
Lufthansa says its bio kerosene was 85
per cent Camelina Sativa (wild flax), 15
per cent Jatropha oil and 5 per cent animal
fat. The savings and pitfalls of using lowcarbon jet fuels featured in a two-day
conference in February this year as part of
the Avalon Air Show in Australia.
Qantas, which spent $2.82 billion on
fuel in the December half alone, found
1-2 per cent better fuel economy from the
first flights in Australia using a biofuel
mix with cooking oil last year. The carrier,
which burns about 33 million barrels of
fuel a year, also estimated the biofuel mix
produced 60 per cent less carbon emissions
than conventional fuel.
CSIRO estimated in a 2011 report that
biomass - sourced from the non-food parts
of crops, plants, algae, waste and other
organic matter - could supply 46 per cent
of the aviation fuel needs of both Australia
and New Zealand by 2020 and more than
100 per cent by 2050.
“The momentum in fact is building
to meet those goals”, said Susan Pond,
chairwoman of the Australian Initiative
for Sustainable Aviation Fuels and adjunct
professor of the United States Studies
Centre at the University of Sydney. Still,
development lags the US, where advanced
biofuels “should be at price parity within
five years”, she said. One local obstacle is
that biodiesel benefits from 38 cents-a-litre
excise relief, giving suppliers an incentive
to divert output to road rather than air
transport, Dr Pond said.
John Valastro, head of environment
programs for Qantas, said local supplies
of biofuels, while technically ready for
use, cost three to five times regular fuel
largely because of a lack of scale. “The real
challenge is how far down the supply chain
in the current environment do we need to
go?”, he asked.
Rival Virgin Australia has an
“aspirational target” of sourcing 5 per
cent of its jet fuel from sustainable
sources from 2020. It’s partners include
New South Wales start-up Licella, which
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uses water technology to produce highquality biocrude oil from agricultural and
farm waste. The company plans to unveil
a pre-commercial plant with an annual
capacity of 50,000 barrels of sustainable
biofuels in 2015.The company has spent
“tens of millions” of dollars developing the
technology and is “about to launch a $10
million raising to take us through the next
couple of years”, Mr Rogers said.
Full commercialisation would need
investment in the hundreds of millions of
dollars. “We need patient capital”, he said.
“We're building a new industry and it's
going to be a long journey.”

GA strategy – rolling back the
EASA burden

IAOPA has responded to European
moves towards a general aviation safety
strategy with a series of suggestions aimed
at improving EASA regulation of GA
and reducing unnecessary burdens on the
industry. The Association is continuing its
push for a redefinition of “commercial”
aviation which moves away from the allencompassing EASA notion that virtually
anything where money changes hands
is commercial – including cost-sharing
by private pilots, business-related flights
and group ownership of aircraft. It also
believes that such pursuits as air racing
and charity flights should not be considered
commercial.
IAOPA also wants EASA to accelerate
work on Phase 2 of the reconsideration of
the Part M maintenance requirements to
relieve some of the cost and bureaucracy
burdens that have been increased with
no improvement in safety. Some of the
mistakes made with Part M are being
repeated with EASA’s moves towards
creating Approved Training Organisations,
which face greatly increased bureaucratic
requirements and costs with no apparent
safety goal. IAOPA says many small flight
training organisations will be unable to
cope with the additional administration
requirements and wants costly and
burdensome changes to be revisited before
they are forced on the industry. There are
also concerns over instructor and examiner
requirements.
IAOPA is also seeking to simplify the
Agency’s stance on GPS approaches at
GA fields, reconsider inflexible laws on
oxygen installation and step back from
its determination to kill off the UK’s
Instrument Meteorological Conditions
rating, allowing it at least to continue in the
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UK, where it has saved many lives in its 40
years of operation. It seeks an interpretation
of the ICAO language proficiency
requirements to restrict them to airspace
and aerodromes where an air traffic control
service is required and a change to medical
requirements to exclude fewer private
pilots unnecessarily from the industry.
Third country registration issues, it says,
should be dealt with through a validation
system and STCs from ICAO-contracting
states should be acceptable to all. Finally, it
says, there should be no need for EASA to
approve minor modifications.
In conclusion, IAOPA says the EASA
requirement to achieve “a high, uniform
level of safety” is too amorphous and in
suggesting that safety levels for paragliders
or small helicopters should be identical to
those on airliners “places too great a burden
on GA. The Basic Regulation governing
EASA’s work should be modified to reflect
this.”

IAOPA seeks assurances on SES
for GA

IAOPA is concerned that general
aviation is being neglected amid faltering
progress towards a Single European
Sky (SES) and has written to European
Commissioner for Air Transport Matthew
Baldwin seeking assurance that continued
participation in SES projects is a fruitful
use of time and resources.
Ambitious plans for the improvement of
Europe’s fragmented air traffic systems have
slipped down the priority list as airlines’
economic problems have taken precedence
and goals that should already have been
achieved are still some way from reality.
At a hearing on progress, Commissioner
Baldwin stressed that GA should remain
involved in the Single European Sky effort.
But IAOPA Senior Vice President, Martin
Robinson, has again expressed frustration
with the lack of real consideration being
given to general aviation under SES.
In his letter to Matthew Baldwin, he
says: “IAOPA Europe commits thousands
of euros of membership income each
year to participate in the debates through
the Industry Consultation Body and
other forums. IAOPA is also involved
formally with SESAR (the SES Research
Programme) and we have put enormous
resources and effort into commenting on
high-level documents such as the Concept
of Operations, where we identified
deficiencies in relation to GA’s operational
needs and constraints. However, it appears
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that very little, if any, of the proposed
suggestions have been incorporated into
SES.”
While IAOPA fully understands the
priority which is being given to those
SES functions that largely concern
commercial air transport, Mr Robinson
says it is difficult to see where GA’s
contribution is being taken seriously.
“By focusing exclusively on airline
aircraft, SES is missing the opportunity
to improve operational efficiency, reduce
emissions and lower the overall costs for
all members of the aviation community”,
he writes. “In fact, our counterparts in the
States are actually seeing a decrease in the
amount of controlled airspace as a result of
airspace redesign that not only improves
the efficiency of aircraft operating out of
main airports but frees up airspace for
those operators that utilise the surrounding
airfields.”
Mr Robinson seeks a clear lead from
the Commission on how general aviation
is to be included in the SES process in
a meaningful way. Mr Robinson said,
“I believe Matthew Baldwin genuinely
wishes to do more than pay lip service
to the idea of involving general aviation
in SES debates but we lack the ability to
ensure that GA’s concerns are dealt with
in a meaningful way. We want to help but
we cannot afford to deploy our resources in
ways that are unproductive.”

Sign the petition to save Spa
One of Belgium’s oldest airfields, Spa
La Sauveniere, has been closed following
a campaign by Greens and a local mineral
water company. AOPA members are asked
to consider signing a petition which seeks
its reopening.
Following an order issued by the
Belgian regional Transport Minister
Philippe Henry, the historic airfield of Spa
(EBSP) was shut down on February 21st
after more of 100 years serving as a GA
airfield. The decision means the destruction
of more than 40 jobs at the airfield, with
hundreds of pilots and thousands of
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skydivers losing their home base. Several
meetings with high-ranking politicians
have been announced for the coming weeks
with the intention of reinstating Spa as a
GA airfield. The petition can be found at
https://www.lapetition.be/en-ligne/Pour-lasauvergarde-de-l-aerodrome-de-Spa-et-lasauvegarde-de-l-emploi-12563.html.

Solar Impulse prepares for U.S.
Flight

The Solar Impulse's HB-SIA solar
powered aircraft has been delivered
disassembled to Moffett field, California,
and its team has completed the process of
reassembling and preparing it for a fourstop flight across America. The aircraft's
wing spans more than 205 feet and is
covered with nearly 12,000 photovoltaic
cells that run four 10-horsepower electric
motors. The cells also charge the aircraft's
lithium-polymer battery packs. In flight,
the 3,527-pound plane cruises at less than
50 mph. Test flights were made prior to the
transcontinental journey and at the time of
writing, it was over half way across the
US. The program last summer suffered
setbacks.
Engineered for efficiency more than
strength, HB-SIA avoids turbulence
through flight planning, by taking off early
and cruising near 30,000 feet and also by
avoiding observable weather. A second,
larger aircraft being built to undertake
longer flights failed a safety check last
July, when its main spar cracked during
structural tests. The Solar Impulse team
now hopes to begin work on a new aircraft
this autumn that they hope to fly around the
world in 2015. To date, the longest flight
for HB-SIA was recorded at just over 26
hours. The new aircraft will be 15 percent
larger than the HB-SIA prototype.

CFI Tools releases General
Aviation app

CFI Tools has released the latest addition
to the CFI Tools catalog: The General
Aviation App, CFI Tools General Aviation
1.01. This release consolidates a number
of existing apps and some upgraded new
features.
The consolidation wraps the apps in a
single standardized package known as a
Universal App. Nine existing apps have
been retired as a result of this release,
company officials note. The package
includes Weight & Balance, Takeoff &
Landing Distance, Nearest, Crosswind
Calculator, Holds and VOR. In addition,
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there are new and upgraded weather apps
and a new E6B with dozens of aeronautical
functions and conversions.
The General Aviation app is a universal
app, meaning you can buy the app to run
on your iPhone or iPad and run the same
app on any of your other iOS devices. In
addition the App has been customized to
run on multiple screen sizes. For example,
the Current Weather feature fills a single
page on the iPad. The same information on
the iPhone fills five pages that are scrolled
left to right.
“We are very pleased to release this new
General Aviation App,” said CFI Tools

owner Brian Best. “We have built this
upgrade to consolidate years of experience
with these aviation apps. We hope the
restructured pricing scheme allows more
users to take advantage of this experience.
And we also hope it allows us to continue
providing apps on this platform for years to
come. The upgrades in these utilities are a
direct result of comments and requests by
the pilots who use them. I expect to continue
this process on this new platform.”
CFI Tools General Aviation 1.01 is free
and available through the App Store in the
Navigation category.

Cessna Turbo Skylane JT-A™
takes first production flight

The Safran-made SMA engine in the
Turbo Skylane JT-A which is engineered
specifically for aviation made its first flight
in a 182JT-A in May this year. Using only 11
gallons per hour of the, typically, lower-cost
Jet-A fuel at the estimated maximum cruise
speed of 156 knots, the 227 horsepower
engine will offer customers increased range
or payload capacity without sacrificing
performance. Flight at the maximum cruise
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speed demonstrates greater fuel efficiency
and it is expected to burn approximately
30 percent to 40 percent less fuel than
comparable AVGAS engines. The Turbo
Skylane JT-A has a seating capacity for four
and an estimated range at max cruise speed
of 1,025 nautical miles (1,893 kilometers)
with a certified ceiling of 20,000 feet. Fuel
capacity is 87 useful gallons (329 liters),
with an estimated useful load of 1,018
pounds (462 kilograms).
Senior test pilot Dale Bleakney said,
“The Turbo Skylane JT-A performed just
as expected, the weather conditions were
fantastic and we took the turbo 182 up for
what turned out to be a very normal first
flight. We flew for 2.3 hours, achieved a
flight level of 8,000 feet and attained a
true air speed of 158 kts. We brought it
in and did some takeoffs and landings and
everything went as expected.”

Fairbanks down the Alaska Highway.
50 YEARS AGO
Feb. 11, 1963 - Royal Canadian Air Force
search and rescue planes are combing
more than 600 mildes along the route of
the Alaska Highway today looking for a
missing Fairbanks based airplane.
Missing on a flight from Fairbanks to
San Fransisco is a Lloward aircraft, number
N-58856 and piloted by Ralph Flores.

“Fifty years ago (February 11, 1963)
an aircraft from Fairbanks was the object
of an search along a Canadian stretch of
the Alaska Highway. The missing aircraft,
a single engine Howard, was on its way
to San Francisco. As a kid growing up
in Fairbanks when this story first hit the
papers, I followed with the rest of the
country as the search, in severe winter
conditions unfolded. Initially searchers
had no luck finding the downed aircraft.
Missing was 42 year old pilot Ralph Flores
and his passenger, 21 year Helen Klaben,
who had been sharing expenses for what
was planned to be a three-day trip from

As the days passed, searchers found
no trace of the missing pair. Winter
temperatures in the areas plunged to 40
below and colder and hopes begin to fade.
After two weeks, search efforts were called
off, with the assumption that no one was
able to survive in those conditions.
It definitely made headlines when 49
days after their disappearance the couple
was found— ALIVE! Not equipped with
conventional survival gear, the little food
they were carrying had been consumed in
the first few days, leaving them to survive
on melted snow and a tube of toothpaste for
the better part of 40 days in the sub-Arctic
wilderness. Both had sustained injuries in
the crash, so how did they survive?”
There were two aspects of this accident
that should be considered as important
lessons:
1.
Conventional wisdom is to stay
with your airplane, in a survival situation
in the wilderness. Not only is the aircraft
easier to see from the air than a human but
it may supply a wealth of materials to use
if you are stuck for an extended period.
In this case, the victims could hear search
aircraft but couldn’t attract their attention

P5
them to direct me wherever they
wanted me. That would avoid a conversation
with Birmingham and a handover later. So,
I eventually wobbled down Coventry’s ILS,
happy in the knowledge that in the perfect
VMC that prevailed, the uncertain operation
would pass any reasonable risk assessment
even if it was a long way from my best
performance.
LESSON 1 in flying is that self satisfaction
often leads to a dismaying encounter with
one’s own deficiencies and it was on the
return flight that things fell apart. At 16:
00 about thirty of us all wanted to depart
Coventry at the same time. Some, including
myself, had filed IFR and of course, Coventry
were having difficulty getting slots through
the Birmingham CTA above us. After 15

minutes of waiting for start up clearance, a
glittering light bulb broke forth above my
head and I called to cancel my IFR plan. Quite
soon, I was taxying out to the hold and on my
way, happy and carefree to have escaped the
clutches of IFR restrictions and able at last to
flit wheresoever my fancy took me, as free as
a bird. It was while so flitting, remembering
to keep below the 3000 ft altitude restriction
noted on my way in, that disaster so nearly
struck. Coventry called some miserable
miscreant, in the tone of voice that controllers
reserve for such occasions and pointed out
that they were infringing the Birmingham
CTA, whose base over and near Coventry is
a miniscule 1500 ft altitude. At the time of
that call I may have been just below or I may
have even climbed a smidgen above 1500 ft.

A 50-year-old aviation survival
story, with lessons for today…
Tom George of AOPA writes:
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due the wooded nature of the crash site.
About five weeks after the accident, they
moved to a more open area and made a
signal which was spotted by a pilot making
a routine flight a few days later. His point
was this: conventional wisdom is valuable
but you have to consider all the factors and
come up with the best course of action for
the situation you find yourself in. Had they
moved sooner, rescue undoubtedly would
have been earlier. Had they not moved,
their survival would have been in doubt.
2.
As the ordeal progressed, Flores
attempted to convert Klaben to his religion.
Both were reasonably strong willed. The
discussions and mental conflict between
the two kept them occupied and provided a
continued reason not to give up. Tremblay
impressed upon us not to overlook the
role mental attitude plays (not necessarily
always conflict) in a survival situation.
In addition to carrying standard items
like food, first aid kit, signaling devices
and a sleeping bag in my survival gear,
I include reading material to occupy the
mind, in the event of a forced landing.
Even in non-emergency situations, I have
found it valuable to read a chapter of a book
while waiting for conditions to improve, to
help reduce the temptation to “push the
weather.” And if push comes to shove, I can
always use the pages to light a fire…
Pilots’ Talk is a compilation of news
items and snippets based on various regular
aviation publications like AVweb, AOPA,
GAnews, Flyer, Aviation International
News, Aviation eBrief, NATA, CASA,
Eurocontrol and other related webarticles.
Anyhow, I fell out of the sky down to 1300 ft
altitude before, I hope, anyone noticed little
me flitting about like an idiot.
LESSON 2 in flying is that VFR is actually
more difficult than IFR in many ways because
there is more to it than just doing what you are
told. The concept that changing from IFR to
VFR is a release into a world without pitfalls
is beguiling but seriously dangerous.
The following week I flew into Oxford,
where I flew a masterly ILS with the cloud
base at Ht 400 ft AGL. With Lesson 2 at the
forefront of my mind I took great care not to
mess up my flight home and its VFR arrival.
Feeling rather pleased with myself, I then
backed my car into a steel post. That’s Lesson
1 again.
Sharpen up, Everett!
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Rocket Route to Garmin GNSx30W
by Markus Doerr

A

t the recent AGM there seemed to be an interest in getting
flight plans into a GNSx30 device without the extensive
knob-twiddling entailed in the manual entry method. Markus
Doerr demonstrates using the ‘Garmin Flight Plan Migrator’ tool
as a way around this.
Fortunately, the process to use the Garmin Flight Plan Migrator
is not overly complicated but the investment into hardware puts
many off for the limited additional functionality. One small
mitigation is that the new card programmer can also be used for
programming the terrain database card, which conceivably saves a
trip to the avionics shop periodically!
WHAT DO I NEED?
•
Computer (Windows PC or Mac with a virtual machine)
with spare USB port
•
RocketRoute account (or alternative compatible flight
plan creation tool)
•
Garmin FlightPlan Migration Kit (available at
aircraftspruce.com or skyfox.com)
•
Garmin GNS430W/530W
RESTRICTIONS:
Unfortunately there is a restriction to the maximum number
of waypoints in a route in Garmin’s GNS430/530. If your route
exceeds 30 waypoints the route can be downloaded to the data card
but not activated in your GNS.
I’m in contact with Rocket Route to give more options on
exporting the route but one currently viable solution would be to
download only turning points and omit the waypoints in between;
another option would be to split the single large flight plan into
multiple smaller ones.
PREPARATIONS:
Install Garmin FlightPlan Migrator software. Make sure you
connect the USB card reader after installation!
FLIGHT PLAN:
You need to work out your route and create your flight plan
within RocketRoute. Once you’ve completed this and activated
your flight plan you can export your route via the ‘Export Route’
function.

After starting Garmin FlightPlan Migrator you get this screen:

Press ‘Next’

Press the ‘Add flight plan’ button and remember where you
saved the .fpl-file from RocketRoute.

Press the GARMIN button. This will download a file with a .fpl
suffix. Make sure you note where this file is saved.
Instrument Pilot

Select your file and then select open.You will be taken back to
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the previous screen with the flight plan file shown.
It is important to know the slot number as you need it later when
you upload your flight plan to your GPS. You can upload multiple
flight plans onto one card.

warning will show up whether to overwrite the existing
flight plan on slot 10

Press ‘Next’ and you see:

After confirming with Yes you are nearly done and ready to
go.

Having done this you are then ready to put the card into your
Garmin. Before powering up the GNS, take out the terrain card (in
the GNS530W it is the right one) and replace it with your flight
plan card. After the normal status page, you arrive at the import
screen.
Notice the terrain warning as the terrain card has been removed.
The file is the one we put on the card earlier. The FPL field is
changeable, so you can define the flight plan slot in your GNS
you want to use. I use slot 10 which has a flight plan already, so a
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Just shut down your GNS and restart it, not forgetting to put
the terrain card back into the right slot, before turning the GNS
on again. The sequence adds two or three minutes after getting
used to it, which fits in after engine start whilst warming up and
before calling for taxi, subsequently you can enjoy a flight without
turning knobs for 5 to 10 minutes to enter a flight plan.
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Chairman’s corner
Paul Sherry

I

t has been a busy aviation month since
my election to chairman at our AGM in
Coventry on 6th April, succeeding Anthony
Bowles. It is an honour and a significant
responsibility, to take on this role following
in the footsteps of those who have worked
tirelessly to support to the continuation and
advancement of IFR operations for the GA
community. I only hope that I may prove to
be worthy of that support.
A little bit of background information
about your new chairman, specifically with
regard to flying matters….
Put simply, I have always been
interested, almost to the point of an
unhealthy obsession, with all matters
aviation. My first experience of ‘real’ flying
was a 10 minute hop in a winch launched,
Slingsby, open cockpit, glider courtesy
of the Air Training Corps. I was hooked.
A week’s gliding course at Shobdon with
friends; training was in a Blanik all metal
glider launched by aerotow and lesson 1
was to learn formation flying with a Cessna
182 on a 30 metre tow rope.
Following an application to medical
school in September 1977 I found myself
in London for the next 6 years. I had
heard about the University Air Squadrons
and applied to join ULAS (University
of London Air Squadron). I had three
interviews including a medical. Knowing
I was slightly colour blind I arrogantly
thought I would blag my way through by
having access to the Ishihara (coloured dot)
tests and learning the right answers the day
before the test. Unsurprisingly, I was caught
out and I thought my dream was over. But
then I heard the words ‘we will try the
other test’. ‘What other test?’ I asked and
discovered that the RAF medical facility in
London was one of only two locations to
have a Wright lantern test facility (I think
the other was the CAA medical centre at
Gatwick). I passed the test, was issued
with an RAF Class 1 medical and spent
two very happy years studying pre-clinical
medicine right in the centre of London
at St. Bartholomew’s Medical School
whilst rushing off to RAF Abingdon at
the weekends so as to learn how to turn
Bulldogs upside down over the Oxfordshire
countryside. The RAF had a rather unique
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way of teaching. After the usual basics
– effects of controls, S&L, turns, climbing,
descending and circuits etc – the next step
is aerobatics. I could not believe my good
fortune. I was 18 years old and was being
told to take one of the taxpayers aircraft
up flying on my own, muck about a bit
whilst practicing some aerobatics, bring the
aircraft back an hour later and don’t bend it.
Does it get any better than that?
Basic medical training was completed
in 1983. In those days junior doctor’s
working hours were unregulated and it
was not uncommon to work 80 or 90 hours
a week including nights and weekends.
Combine that with moving hospitals every
6 months to 1 year for the next 10 years,
getting married, having 2 children, passing
higher professional exams and working in
Toronto for a year, flying took a back seat
both practically and financially.
We finally settled in Warrington
Cheshire in 1995 with an appointment as
consultant orthopaedic surgeon. 5 years
later on my 40th birthday (mid life crisis,
male menopause, call it what you like) I
decided to dust off the headset and pick
up where I had left off in 1980. It meant
starting all over again and, after some
research, I settled on Ravenair at Liverpool
(EGGP). I threw everything into it and from
starting a few days after my birthday in
April I found myself taking my PPL skill
test in June of the same year. In retrospect
I must have been seriously lucky with the
weather! Quickly thereafter a night rating
was added, followed by the IMC rating
when the appropriate number of hours had
appeared in the log book. But what to fly?
We looked at several possibilities but a
chance encounter with an owner of a TB10
on the apron at Perth (EGPT) led to a test
flight out of Woodford (EGCD) and the seal
of approval from the family. Some months a
very purple TB10 was purchased – G-TBIO.
It wasn’t overpowered but it gave us lots of
fun and experience. I remember one night
VFR flight back from Bournemouth with
my wife and 2 children where we picked
up the Liverpool ATIS 40 miles out only to
hear a cloud ceiling of 700ft and an RVR
of 1000 metres. This was my first approach
on my own in real IMC and, although
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completed safely, I came to the view that
it was time for a bit more training. A multiengined instrument rating beckoned.
My instructor at Ravenair had a
medical issue and could not complete my
MEP rating, so with Derek Davidson at
Bournemouth, I spent a happy week flying
a Partenavia PN68 to and from France on
one engine (standard operating procedure
during MEP training). I went straight from
that into my IR for which I had taken an
extended block of leave from work. I had
one cancellation from a technical problem
before being again scheduled to take my
test on Thursday 14th September. Nothing
special about that, you might say, but on
Monday 11th September the world watched
as the World Trade Centre towers became
the victim of a terrorist attack. European
airspace was shut down and it wasn’t
until 02.00 on the morning of the test that
UK airspace was opened up. But with a
predicted wind speed of 50 knots straight
across the hold, the test was re-scheduled
yet again, this time for the following
Monday. I made an absolute pig’s ear of
maintaining the final approach track on the
NDB but to my amazement was awarded a
full pass based on ‘general conduct of the
flight’.
The TB10 was subsequently replaced by
a Seneca II and then a King Air E90 for a
couple of years and then sensibly swapped
for a Cessna 340 with which we had 5 years
of fun in our group. In 2010 we sold the
C340 and bought a P46T Jetprop which we
continue to base at Liverpool (EGGP).
That’s more than enough about me
– what about PPL/IR?
Our first major event of the year was
AeroFriedrichshafen 2013 in April. Stephen
Hallas has written more fully on this topic
elsewhere in this edition of IP so I will keep
my comments brief.
Firstly, PPL/IR should give heartfelt
thanks (to which I will add my own) to
the sterling work performed by the team
who attended this meeting on your behalf.
Special mention must go to Timothy
Nathan and Stephen Hallas whose energy
and attention to detail was indefatigable.
Timothy effectively chaired all the planning
meetings whilst Stephen supported in
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every possible way, including providing
transport to and from the event in his 421.
He has refused to accept any payment for his
contribution. My thanks also to Ben Hines,
who kindly drove from Switzerland and
turned up at both the beginning and end of
the show to help set up and take down the
stand. Finally, my thanks to our German
speaking members who also kindly came
and contributed. We have lectures every day
in both English and German, which were
well attended.
For those of you who have not had the
chance to visit what is almost certainly the
largest European GA exhibition then I would
highly recommend it. It covers everything
aviation from self builds and ultra-lights,
through gliding and powered flight (fixed
wing and helicopters) up to business jets of
about 8 seats. All the major manufacturers
are there including those for engines,
avionics and every conceivable aviation
accessory. The Friedrichshafen facility
is excellent, with 6 large halls for indoor
exhibits as well as multiple other smaller
indoor facilities, alongside an extensive
outdoor display area.
As part of the team that attended on your
behalf, I have realized that if we wish to see
ourselves as a truly European organisation
then we absolutely have to have a presence
there for the foreseeable future. We gained 30
new members from a wide range of European
countries which covered a substantial part of
the costs. But the opportunity to network
with other like minded organisations
– Martin Robinson of AOPA, Michael
Erb of IAOPA, Roger Hopkinson of the
LAA, Klaus Tepper of MMIG46, George
Lundberg of the Norwegian LAA to name
but a few – cannot be overestimated. Each
of these organisations might answer to a
different constituency but all the chairmen
whom I met on your behalf were absolutely
united in their views, that where our views
coincide, then we are stronger working
together. Julian Scarfe also joined us for two
days following on from yet another meeting
with EASA in Cologne and also took the
opportunity to meet with various other
organisations of interest. I came away from
the expo encouraged on several levels. There
was, I felt, a positive energy at the show with
regard to the direction of general aviation.
Indeed directly as a result of our presence
at the show, PPL/IR has received an invitation
from George Lundberg of the Norwegian
Light Aircraft Association to join them at
their aviation show at Eleverum (ENSM).
They have asked us to man a stand their on
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the Saturday and possibility participate in
an RNAV training day on the Sunday. Our
current intentions are for Stephen Hallas and
myself to fly over to Norway in our Jetprop
– perhaps on the Friday afternoon. One of
our colleagues in the Jetprop might come but
currently there is one seat spare. If any of the
members might like a weekend away whilst
contributing to the future of PPL/IR then
please feel free to email or call.
Our next public outing is AeroExpo
Sywell over the weekend of 30th May to 2nd
June. Again, Timothy has led our efforts ably
supported by Stephen Hallas and Sali Gray,
although, resulting from prior commitments,
Stephen may not be able to be present. I will
also be travelling down Friday and on the
stand on the Saturday so please come and
make yourself known.
It would appear that Jim Thorpe’s sterling
work on FCL008 hopefully moves onward
toward fruition. The EASA opinion was
published during the Aerofriedrichshafen
event. The team was feverishly reviewing
it as it appeared on the EASA website so
as have the most up to date information for
the presentations that we gave. It has now
moved to the final stage of progress – the
EASA committee. This group is not part
of EASA but is the part of the oversight by
the Commission. There are still hurdles to
overcome as this is the truly political stage
of the process. Lobbying is continuing on
your behalf to try and smooth its passage
into law.
Our work at EASA continues. Julian is
gradually working his way deeper into the
organisation so as to be able to influence its
operations in a positive way. I am joining
him having been nominated by EAS (Europe
Air Sports) to join Rule Making Task 0278
which goes under the rather convoluted
name of “Importing of aircraft from other
regulatory system and Part 21 Subpart H
review”. We are not 100% sure of what the
task might be but we assume it may be linked
to the process of bringing FRA’s (Foreign
Registered Aircraft) onto the EASA register.
It is my ambition to make this easier and less
costly.
There is therefore much going on at the
moment. Our membership is growing thanks
mainly to our recruiting efforts and some of
the work that was started some years ago is
now coming close to fruition.
I look forward to seeing those of you
who can make it to AeroExpo Sywell on
1st June.
Safe flying…
Paul Sherry
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Aircraft ads
IFR Equipped touring aircraft
for sale:
1995 Mooney Ovation M20R
1315hr TT, 0hr SMOH, 180kts, 280hp
TCM IO-550-G, speed brakes, full IFR
panel with Garmin GNS530, 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 SF-2000 Strikefinder,
Shadin fuel computer, electric standby
vacuum pump, wingtip recognition lights.
New Annual inspection completed June
2013.
Contact
David
Abrahamson
david@cs.tcd.ie or telephone +353 1 896
1716

1982 Mooney M20K 231
This Mooney is unique! M20K 231
the most efficient Mooney with a factory
rebuilt engine and overhauled hot prop;
a great travelling machine! Hangared
at EDAZ, Schoenhagen near Berlin,
Germany.
Annual due 2/2014, airframe approx.
2080 TT (May 2013), engine Continental
TSIO 360 approx. 550 h TT since factory
rebuild, hot prop approx. 550 h TT since
overhaul. Garmin GNS530 and GNC300
XL B-RNAV coupled to HSI, King KAP
150 2-Axis Autopilot, KX 165 , KR 87,
KN62A-01, Garmin 330 GTX Mode S
Transponder, Insight Stormscope, 4 Place
Oxygen, Artex ELT ME 406. Repainted
(Konprecht) and new leather interior in
2000. Liese Muffler (acc. to German noise
abatement rules).

Asking Price is €89,000. Your offer
will be appreciated! Contact Pit Odenthal
for more information and pictures at
mooney@kunde.inter.net.
Instrument Pilot

 P 1 functionality. Similarly, the familiar
pop up for distances, bearings, time and

myWingman
fuel can be placed on screen with split
fingers and moved around the screen to give
accurate bearing to, etc.
They also claim “Seamless interaction
with certified aircraft systems, including the
ability to synchronize flight plans and other
data from myWingMan into the selected
panel avionics such as the Bendix/King
KSN 770 using the Aspen Connected Panel
system.”
This app has some interesting features
and is worth watching as the European
data becomes available but it seems to be
bombing in the US.
Jeppesen also have a vector graphics
VFR iPad application but it does not have
IFR functionality. They say that their
IFR offering, FlightDeck, will have VFR
functionality but that is expected to be raster
graphical again.
The other big news in the tablet market
is the move of SkyDemon both towards
IFR and towards Android (as well as their
proven iPad product). They were showing
their IFR charting and planning capabilities.
Like Bendix King and Jeppesen, they have
a way to go but it seems to us that it is a
shorter road and one likely to be travelled
faster than either of the big players because
of their small and responsive size and their
flexibility towards crowd sourcing.
They have recruited a small panel of
testers from PPL/IR members and we
have been able to inject a lot of real-world,
European GA IFR experience and the
result is very encouraging. What they were
showing at Friedrichshafen included very

usable IFR enroute charting with intelligent
interpretation of routes (but no route
generation yet.) They, like myWingman,
use downloaded AIP plates and took the
opportunity of announcing that they will
shortly be offering regional catalogues
of plates. While myWingman allows
multiple views, for example VFR and IFR,
SkyDemon has opted for rapid switching
between the two views.
Only time will tell which of these
products will be the most usable but it did
seem to us that vector graphics is a must
to allow useful zooming and that, if they
are to support the GA world where many
IFR flights are started and/or ended at VFR
airfields (a trend only likely to increase with
the introduction of the EIR), rapid switching
between IFR and VFR is important.

SkyDemon

At the moment SkyDemon ticks most
boxes of the available options. But in the
real world, Goliath does have a way of
beating David.
On the aircraft front, you can’t fail to stop
and admire the lines of the Cessna Corvalis
TTx. It really is a beautiful and capable
looking aircraft. Formally the Columbia
400, the Corvalis is Turbo charged with a
Continental TSIO 550C producing 310HP,
with a 2000 hour TBO.
The composite based structure provides
an opportunity to design in sleek lines and
superb looks, whilst the resulting strength
has given Cessna a Utility category aircraft,
the FAA’s most demanding non-aerobatic
certification level. Certification is expected
in late 2013 finally giving some competition
to Cirrus, in Europe.
Avionics are, as you would expect,
bang up to date with
Garmin G2000 and a
GTC 570 providing
a central FMS type
control in centre
position. The system
is the same as will be
fitted in the Cessna
TTx has the latest avionics: Garmin G2000 and GTC570
10 Jet.

Instrument Pilot
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The TTx is provided with ESP (Electronic
Stability & Protection), a system claimed to
keep the aircraft within its flight envelope,
preventing stall/spins, over speeds, steep
spirals and other loss of control conditions.
The system is only operative when hand
flying, first giving gentle nudges of control,
with increasing force as the aircraft departs
further from the envelope. Using the same
servos, the ESP control is totally separate to
the autopilot. Speed is also controlled at both
ends of the scale, with pitch changes only,
power changes are not made. Over stressing
is protected by “built in parameters”,
whatever that means! Whilst you have to be
impressed with this very clever technology,
one wonders if owners will be subjected
to systems more fit for an Airbus than a
light aircraft. With, allegedly, ill-trained
professional pilots having problems with
these systems, it’s hard to believe that the
typical pilot owner will achieve the same
level of training as a trained professional.
Nevertheless, the development of such
systems can’t be denied and along with
parachute based safety systems, they will
need to run for quite some time before we
can see the benefits and best options.
The aircraft will be certified for FIKI
(Flight into Know Icing conditions). The
TKS based system will be an available
extra, giving the aircraft IFR capability.
The TKS system has little effect on aircraft
performance and is fully automatic once
switched on, useful when ice strikes.
Performance is awesome, in part at least,
with a max. cruise of 235 ktas, a range of
1,250 nm, a ceiling of FL250 and a useful
load of 450kg.
The modern side stick control gives a
very open fronted cabin, along with the
Garmin 2000 it really does look a serious
aircraft, with serious systems to complement
the serious pilot.
We reported last year on the Pipistrel
Panthera, which has now flown. It flew into
the show and remains a beautiful, sleek,
fast and efficient aircraft offering similar
performance to the TTx (slightly slower
but with better specific fuel economy, load
carrying and runway performance).
All three are head to head issuing reasons
why they have the best aircraft. Cirrus claim
they have the better range, higher pay load
and lower fuel consumption. We are set to
see quite a battle between the manufacturers
and this can only be good for the consumer,
if they can survive in the current sales
environment.
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