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Phil Caiger regales us with PPL/IR Europe’s recent adventures in Turkey

I

’m not quite sure how I was persuaded to organise the PPL/IR
Europe flying trip to Turkey but it turned out to be a great
experience. Despite the destination, this trip would almost certainly
have been easier to organise than previous trips since we had only
three aircraft and six participants: Anthony and Miranda Bowles in
their Beech A36, Jim Busby and Colin Williamson in Jim’s Socata
TB20 and myself and my brother, Andy, in my Piper PA46. The trip
was planned to last 10 days including the flights from and back to
the UK and covered around 3800nm of which around 900nm was
within Turkey.

Planning

PPL/IR EUROPE

We had independently
planned routes to Brac as we
each had different start points
and developed IFPS acceptable

routes for the final leg to Turkey and the legs within Turkey together.
The last leg within Turkey, from Ankara to Istanbul, proved to be the
most tricky because the high MEA meant all of us filing above where
we wanted to be for only a one hour flight. The MEAs seem to have
been defined to facilitate continuous radio coverage along the route
rather than for terrain clearance and in the event, both Anthony and
Jim were able to request lower than filed. Three options for the leg
from Brac to Istanbul were developed because Anthony had noticed
that the long range forecast anticipated bad weather along the direct
route. In the event none of the options would have been clear of the
weather and the shortest route was flown by all. Some of the return
legs went a long way over the sea, so as a precaution I hired a liferaft
for the journey.
Flight permits and PPR was required for all the airports we
chose in Turkey and additionally 20 minute slot times for arrival
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and departure for all but Nevsehir. I provided Gozen a
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s you may have noticed, many of the articles
in IP magazine are written by the same
individuals in every publication. We are constantly
looking for new people to contribute articles to IP
magazine and would welcome any contributions.
If you would like to submit an article, please try
to make your work original, informative, accurate
and authoritative; your article could communicate
flying related personal experiences, balanced
arguments or purely factual information that our
readers are unlikely to obtain elsewhere. Please
ensure all photographs are high resolution and
professional quality. Please send all contributions to
theeditor@pplir.org.
Thank you, Ben Hines
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feature of the northern Adriatic in the
evenings at this time of year.

Izmir and Ephesus

The northernmost route flown from the UK to Turkey and the return route flown by
Anthony and Phil. (Destination to alternate airport in dashed line)
schedule of all the flights into/out of and
around Turkey so they could make the
necessary arrangements. I also needed to
arrange handling by Olympic in Corfu.
Most of this was done by email with just
the odd phone call.
Hotels were perhaps the most worrying
aspect of the planning as despite reading
the Lonely Planet, Trip Advisor and
Booking.com reviews, until you have
personal experience of a particular hotel
you can never be absolutely sure of your
choice. As it transpired, all of the hotels
lived up to our expectations and I would
readily stay at any of them again.

Brac
We departed Biggin Hill as soon as
the airport opened on Saturday morning
in fine weather and flying at FL170 we
arrived 2.5hrs later at a slightly cloudy
Harbour at Bol, Brac

Friedrichshafen for fuel and our picnic
lunch. Refuelling at Friedrichshafen was
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typically efficient and after watching the
airships come and go a couple of times we
felt sufficiently rested and continued on
our way in clear skies at FL170 across the
rugged beauty of the Austrian Alps, down
the surprisingly barren Croatian coast and
another 2.5hrs later arrived at Bol airport
on the island of Brac.
I’d never landed at Brac before and
was not warned about the rather unnerving
approach; the 04 runway is perched at the
top of a 2000ft cliff towards which one
descends. It would almost have been better
in IMC! The friendly and helpful airport
staff were upon us immediately on landing
to refuel the aircraft and then push us into
our parking spot where we tied down and
unloaded. Anthony and Miranda had kindly
waited for our arrival and we took a taxi
together into Bol.
Bol is a charming small town on the
west coast of the
island with a small
but beautiful yacht
marina,
waterfront
bars,
restaurants
and beaches. After
meeting Colin and
Jim, our first act was
to head to the beach
for a swim in the clear
and warm waters of
the Adriatic – a real
pleasure after a day of
travelling. A fantastic
dinner followed later
in the evening which
we were forced to
eat indoors despite
the warmth because of the strengthening
“bora”, a katabatic wind which is regular
3

Calm had returned in the morning but
as expected a long trough had developed
in an east-west direction from far out in the
Ionian sea all the way across Greece and
Bulgaria. Thunderstorms and CBs were
forecast on the Greek coast and at various
other airports along the trough. The direct
route from Brac looked the most promising
on the synoptic chart and should have
avoided the worst of the forecast weather
and the latest IR showed high cloud but
no concentrations typical of thunderstorms
so we decided to give it a go but return to
Dubrovnik if it proved impassable.
Heading towards the trough it was clear
the cloud was high and we soon requested
a climb to our ceiling of 25,000ft but even
that was not enough to top the weather and
we flew most of the way to Izmir in and out
of IMC. The weather radar picked up heavy
rain on our path at one point over Bulgaria
whereupon we turned onto a more southerly
heading to avoid, the controller making a
careful note of where we believed the storm
to be. Not a trace of ice was picked up and
once over the Aegean we popped out into
glorious sunshine.
As we neared Izmir, despite repeated
requests to descend, we were kept at
F190 by the Greek controllers with the
explanation that Izmir (LTBJ) wanted us
at that level. So when finally handed over,
the entire, rather long, arrival procedure
and vectored approach was flown in a
continuous descent at unusually high
speed. Izmir, to my surprise, turned out
to be a large and very busy airport and
perhaps all along the controller was trying
to ensure I did not delay the next holiday
jet which landed quickly after I vacated the
runway.
Flying at lower levels, both Anthony
and Jim flew though some rain enroute,
Anthony was the only one to pick up just
a trace of ice and an uneventful flight
was had by everyone despite our earlier
concerns.
The handling agents, Gozen, were
waiting on the apron and once the other
aircraft arrived the fuel truck appeared.
Gozen whisked us though immigration
and as the hire car Colin had arranged
was waiting for us we drove off to Selcuk.
The hotel in Selcuk, the Kalehan, was
traditional in style, the buildings set around
a large planted courtyard and served us
some very welcome beer and a
P4
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great dinner.
The following morning we spent at
Ephesus which was just a short drive
away and was truly impressive in scale
and reconstruction; it comes a very close
second to Leptis Magna near Tripoli but
rather less dangerous to visit now. It is
said to be the best preserved ancient city
in the eastern Mediterranean; originally
just a temple for Artemis it became a major
Greek/Ionian trading centre and later the
provincial capital of the Roman empire.
In the afternoon, we took a walk from
the hotel into the town of Selcuk which
itself has a few interesting sites, including
the Ephesus museum, to where the most
precious artefacts have been taken, the
Basilica of St John which would have been
one of the largest cathedrals in the world
if it hadn’t been for numerous earthquakes
and the remains of a Roman aqueduct
under which we ate a superb evening meal
cooked to the proprietor’s mother’s recipe
(or so he said!) after a delightful swim in
the hotel pool.

Goreme
Nevsehir (LTAZ) was the nearest
airport to Goreme, a small town in the
heart of Cappodoccia and a perfect base
for exploring the area. The flight there
from Izmir was in bright sunshine and
uneventful and although the airport
was 3000ft above sea level and 32ºC, it
presented no problems. We were aware that
no Avgas was available at Nevsehir (or our
alternate, Kayseri) so all we could do was
Cave dwelling in Cappodoccia

grab our cases and jump into the waiting
hire car. It was about a 1 hour drive from
Nevsehir to Goreme so by the time we’d
arrived at our “cave hotel” (quite literally
rooms cut into the rock) and had some
lunch we were well into the late afternoon.
Actually, our timing was fortuitous as we
arrived at the ‘Open Air Museum’, another
of Turkey’s World Heritage sites, when
all the crowds were leaving and the heat
of the day was dissipating, the setting
sun improving the photogenic qualities of
the rocks. The museum is extraordinary,
originally a Byzantine monastic settlement,
its inhabitants had carved churches with
frescoed walls and ceiling, communal
dining rooms with ‘tables’ and ‘benches’ as
well as their own living accommodation as
caves in the rock.
Perhaps the one of the chief highlights
of the trip for
me was the hot
air balloon flight
the
following
morning;
we
were
awakened
before dawn and
assembled
in
darkness,
with
what
seemed
like every other
tourist in town, at
a cafe for a quick Tech stop in Ankara
coffee and slice
of bread before
being driven out to the launch site. As the
dawn began to break we rose, along with
perhaps 100 other balloons, to see the sun
rise over the mountains and marvel at the
spectacular rock formations and dwellings
in the area. The pilot showed great skill
as he manoeuvred us up and down and
around the rocks at times close enough to
grab a handful of leaves from a passing
tree and ended the flight with his “pièce de
résistance”: landing precisely on the trailer
to take the basket home.

Istanbul
We had hoped to stay for 3 days in
Istanbul but unfortunately, despite much
arguing about how little room light aircraft
took up, we could not persuade the airport
authority to allow us more than two nights.
So, in order to make the most of our
time in Istanbul, we rose before breakfast
again the following morning to drive back
to the airport and fly to Ankara Esenboga
(LTAC) for refuelling. This time the TB20
went first and Anthony and I followed
Instrument Pilot
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quickly behind, all at FL100, such that we
landed just a few minutes apart in the same
sequence. I had called Gozen the day before
to remind them to make sure fuel would be
ready on our arrival and sure enough they
were. So, just a short while later, we were
off again above fair weather cumulus and
into Sabiha Gokcen, Istanbul’s 2nd and
very busy international airport. We had all
filed at FL160 for this leg because of the
MEA and ATC queried whether Jim could
actually reach FL160. It all worked out
well however and lower levels were given
when requested. A long RNAV STAR was
followed by a nice easy vectored ILS over
the Bosphorus. On landing, Gozen were
extremely efficient again and once we’d
all arrived we were taken by minibus to
the GA terminal where we were given a
BA lounge style sandwich lunch and then

driven to the ferry terminal at Kadikoy
for our journey across the Bosphorus to
the European side. The ferry was a great
way to arrive, the fresh air of the sea was a
welcome change from the heat in Goreme
and we were afforded superb views of
the city as we approached. The hotel was
within walking distance and following
a complimentary orange juice, we were
ready for an orientating walk around the
area taking in the Spice Bazaar and over
the Galata bridge for a beer on the opposite
waterfront.
In the evening we took a dinner cruise
along the Bosphorus, all the main sights
were nicely illuminated and even the two
suspension bridges enchanted us with
colourful flashing lights ... all somewhat
more eye catching than the belly dancer!
The following morning was cloudy
and after walking the short distance to
the enormous Topkapi palace it began to
rain heavily; we were fortunate that the
palace was largely indoors and were able
to have lunch afterwards under
P 19 
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Graham Whittle recounts the experience of acquiring his latest, very versatile, aircraft

A

t the last meeting at York Races in
2012, a business acquaintance said to
me, “Your Robin is OK Graham, but you
need a proper aeroplane. What you need is
a Cessna 206!”
“What is a Cessna 206?”, I thought, but
didn’t say. 172, 182, 210, 206 ... they all
look the same to me: usually white, high
wing and rather “sit up and beg” in the
cockpit. About two weeks later, I went to
“just have look” at N191ME, the TC206H
that my racing acquaintance happen to own
and was considering selling.
“It has been maintained to the highest
possible standard - no expense spared, you
know me (although I didn’t at the time),
I don’t muck about.”, he
said, with a convincing
Yorkshire burr. A while
later I went for a flight to
Nottingham airport. To my
surprise the autopilot was
not switched on. “Bit of
snag it will be fixed next
week”. CHT needle is not
registering anything, “Yes,
it comes and goes, but
you don’t really need it”.
Alarm bells were ringing;
I had just spent two years
getting everything right on
my Robin I did not want
to have to go through the
drudge of travelling back and forth, on
public transport, to and from the workshop.
I made my mind up within 10 minutes of
take-off that I did not want this Cessna. On
the return from Nottingham, I was in the
left seat and we flew in and out of cloud
at FL70. My experience was limited to a
Robin and training aircraft like 172s and
PA28s. This 310HP turbo-charged ship was
a revelation: it was very smooth and once
trimmed, would fly straight and level with
very little need for attention. Comfortable
too, those sit up and beg seats were just
right and there was ample elbow room.
Built in 2000, it had the latest IFR avionics
of the day: Slaved Century HSI, KLN94,
MFD, KAP140 two axis autopilot with
altitude preselect, ADF, DME and two
vacuum pumps.
The decision to buy took several weeks;
I tried to talk myself out of it.
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What do I use an aeroplane for? Flying
in and out of grass strips, mainly in the UK,
plus about four trips a year to the continent.
This 206 had the heavy duty undercarriage
option with wide wheels, ideal for wet
rough ground. It stalls at 50kts IAS or
less, even with only 20 degrees of flap,
let alone the full 40 degrees. So, it rotates
quickly and lands slowly; ideal for short
sticky strips, especially teamed up with the
powerful engine.
What if I didn’t like it or needed the
cash in hurry? Well, the TC206H is a
current model, the new ones have glass
but otherwise they are virtually the same.
The type is unusual in the UK but there are

many thousands of them scattered around
the globe: Amphibians in Scandinavia and
Canada; air taxi and general load carriers
in Australia, Africa, South America and
Alaska; sky-diving lifts in the UK and
Europe; police and border agency patrol
platforms in the US, where they are often
fitted with a Rolls-Royce 250B17F/2
engine by Soloy Aviation Solutions.
What about that turbo? I had not heard
a good word said about turbo-charged
aircraft; they are thirsty, need more
maintenance, something else to go wrong,
easy for the pilot to cook the engine, etc.
I checked out the Cessna Pilot Association
website. Over in the US it seemed that 206
owners preferred the turbo version. The
turbocharger in the TC206H is automatic
and does not require any control input by
the pilot other than adhering to the power
and mixture settings recommended in the
5

manual.
So, I sold my 2004 Robin for £95k
within a week of it being placed on
planecheck.com. Fitting an HSI and an
autopilot in the Robin was going to be
north of £30k, so I convinced myself that
at £110k the 206 was good deal. It was N
registered and I knew from the surveyor’s
report that it would cost £10k to £20k to
get in on the UK register. The main costs
for the transfer were the implementation
of the manufacturer’s maintenance
recommendations that my new friend had
legitimately under FAA rules chosen to
ignore.
So how has it turned out? It took nearly
six months to get on the UK
register. Waiting for documents,
waiting for parts, waiting for
inspections. I was flying it by July
2011. I write in July 2012, I have
had 12 months of going back and
forth to and from the workshop,
some of that is due to the 200 plus
hours flown, some due to catching
up on earlier neglect, some due to
having a stormscope and engine
monitor fitted.
The aircraft is now serviced
by Mulitflight at Leeds Bradford
Airport. They are a Cessna
Service Centre, who have agreed
to maintain G-NIME according
to Cessna maintenance programme for
that aircraft. Apparently, the CAA had to
be consulted regarding this and they were
much in favour of the change. The CAA
Light Aircraft Maintenance Schedule
has been filed in the bin. At last, I feel
comfortable that everything works and is
in good order.
Even after twelve months and over 200
hours I am still learning about the aircraft. I
have not yet landed with a cross wind above
the maximum demonstrated of 20 knots.
The Robin seemed to land itself but the
206 can be landed in different ways to suit
the circumstances, at times I am learning
about that the hard way. I have not yet
used the approach mode on the autopilot;
I have done plenty of ILS landings but
always by hand. I am coming round to
the conclusion that a useful altitude on a
P6
flight of more than 250 miles
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Anthony Bowles gives his initial thoughts on the new Garmin GPS/COM/NAV units

B

eware of maintenance organisations
with comfortable crew waiting
areas, tea and coffee making facilities
at the ready and tastefully decorated
adjacent demonstration rooms where
the latest avionics gadgetry just happens
to be fired up and ready for action with
the user manual conveniently to hand.
This was my introduction to the Garmin
750/650 GTN series replacing the earlier
and much admired 530/430 GNS series
and by the time I had spent a couple of
hours evaluating the 650 while a check
was being finished on my aircraft, I was
persuaded that it was a good piece of
kit. I had a dual 430W installation in my
aircraft together with an Avidyne EX600
done just before the GTN series came
out; it turned out that the 530/430 WAAS
enabled units are still much sought after
particularly in the States so the exchange
price for upgrading was rather more
tempting than anticipated and a month
or so later, my aircraft was back down
with my maintenance organisation for the
exchange to take place. RGV asked for the
aircraft for five working days but in fact
completed the installation in three. This
article describes my initial impressions
of the units after around fifty hours use
and I may write something more in due
course after further acquaintance with the
units and once the long promised software
upgrade has been done. Because I have an
Avidyne MFD with traffic and weather
data download, this review concentrates

on the primary comm, VHF nav and GPSS
functions rather than the more peripheral
facilities of the GTN units. Both the 650
and 750 units come as WAAS/EGNOS
enabled and are fully certified for all
PRNAV operations by EASA.
In size, the 650 is a direct swap for the
430 but it needs a pin rewire on the back
connector so it is not ‘plug and play’. The
750 has a much bigger screen and is thus
rather physically larger than the 530, with
the intent that it should replace the 530 and
audio box and use a remote audio box, all
of which would require additional wiring
installation work. For those without an
MFD, it would make an excellent unit but
for me, swapping the two 430 boxes for
dual 650 boxes was the obvious choice to
follow.
The immediate impression on switch
on is of a much improved and more
legible screen display; not unsurprising
given that the GNS series units were first
produced around 12+ years ago and the
advances in screen technology since then
have been considerable. I am not going to
give ‘an instruction manual’ description
of the unit because readers can readily
glean this from Internet sources but rather
home in on the immediately perceived
differences between the GTN series and
its predecessor GNS series.
First the comm primary and secondary
frequency displays are now on the right
hand side of the unit; frequency changes
to the secondary display can be done

via the two concentric knobs just below
the frequency windows, which is my
preference, or the secondary display can
be tapped which brings up a numeric
keyboard for entry of the new frequency,
confirmed by tapping the ‘enter’ icon
and then activated by tapping the active
frequency window. The comms seem
effective enough but I found the sidetone
signal very disconcerting; it sounded as if I
was speaking in a huge echoing cathedral.
I gather that this deficiency is known and
due to be corrected in the forthcoming
release of version 3 of the software. I
have been able to mitigate it somewhat
meanwhile by going into the setup menu
and tweaking a couple of the setup
parameters suggested to me by RGV.
NAV frequencies are not routinely
displayed on the 650 because of lack
of space; it is necessary to call them up
by pressing the inner concentric knob
and the primary and secondary NAV
frequencies then appear in the comm
frequency windows. Changes are made
in similar manner to comm frequency
changes and after around 30 seconds,
the display automatically reverts to the
comm frequencies selected. A nice touch
is that the VOR/ILS identifier letters now
appear when the beacon is identified, in
similar manner to its 530 cousin. While
it would be nice to have the primary and
secondary NAV frequencies displayed all
the time (and the 750 has sufficient screen
area to do this), I did not find the lack of
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is FL180. It gracefully travels
up at the cruise climb setting in less than
30 mins, (2400 rpm 30” MAP 19 usg/hr)
Should you meet some ice on the way the
heated prop keeps the engine efficient, and
there is a reserve of power if necessary to
hurry through the ice layer, by switching
to a full power climb (2400 rpm 39” MAP
30 usg/hr,) At FL180, compared to lower
down, you get: a wide choice of routes,
little chance of ice, a smooth ride above
the weather, higher true airspeed, higher
glide range, and can go very fast on the
way down. The built in oxygen is much
easier to use than the portable tanks loaded
into the Robin. With few passengers and
Aerox cannula, one fill of the factory fitted

tank lasts several weeks if not months.
The Aerox cannula are a doddle once you
have used them a few times. Sometimes
of course flying lower makes more sense
because a more direct route can be found,
or because of unusually strong headwinds
aloft. The TC206H can be operated higher
than 18000ft with proper face masks. At
Flight Level 240 with maximum weight
and maximum power the climb rate is
down to 400ft/minute with 86KIAS.
The question everyone asks, ‘How
much fuel does it use?’ I plan at 16usg/hour
(60l/hr), and cruise at 13.5usg/hour (52l/hr)
lean of peak, which gives a TAS of about
150kts at FL180.
The maximum take-off weight is 3600

lb (1633 kg). The empty weight is 2400
lb (1088 kg) so with full fuel 88 usg (333
litres) it can be loaded with 672 lb (305
kg) equivalent to four people weighing 12
stones each.
Most PPL/IR Europe members
would prefer something faster, a twin, or
a retractable, a Bonanza, a Cirrus, or a
Jetprop but operating off grass 12 months
a year on the North York Moors the choice
is limited.
If you would like more detail on the
206, Google “Cessna 206” and go to the
Wikipedia and the Cessna.com websites.

Instrument Pilot
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continuous NAV frequency display on the
650 a particular disadvantage – it is a quick
knob press away when required. Much
more of a disadvantage is that on a random
basis, some GTN units will not channel a
King remote DME properly. My number
one box suffers from this peculiarity,
which I was not warned about in advance
so at present, all DME channelling has
to be done on box 2 which adds to the
setup work for an ILS/DME approach.
Again the release of
software version 3 will
supposedly fix this.
The third window
down on the right of
the unit displays the
selected
transponder
code and touching this
window brings up a code
entry display and soft
keys to perform other
transponder functions
– identing, selecting
VFR code etc. This is
intended for control of
a remote transponder
and indeed one can
control two such units.
It also functions with
my adjacently mounted
Garmin 330 unit and
while interesting to
try this feature out,
in practice I prefer
to continue to enter
transponder codes in the
traditional fashion.
New data entry to
the units is now done
via a SD card which
seems much quicker
to program and load
than the old proprietary
Garmin memory cards.
On switch on, the
various databases are
checked and information
given as to their currency and on
acknowledging these details, you are then
presented with a screen, scrollable in the
650, with twelve icon options. Depending
on ancillary equipment fitted, some icons
may be greyed out and therefore not
available for use. These icons essentially
mirror functions performed by the hard
keys and outer concentric knob options in
the GNS series.
The ‘Default NAV’ icon calls up a
traditional CDI display together with six
93/2012

user selectable digital fields of the usual
categories as found in the GNS series and
which can be configured via the ‘menu’
icon; the immediate previous waypoint
is displayed on the left of the screen
immediately above the CDI display, the
current waypoint is shown in the centre
in magenta colour and the next waypoint
is shown to right above the CDI display.
A message icon may be displayed to the
centre left of the display, blinking to show

unread current messages and static to
show read but still active messages.
All the features of the GNS series are
available through the appropriate icon
together with, depending on ancillary
equipment installed, a number of new
features. These are best explored by
downloading the GTN trainer software
and playing around with this.
Individual preferences will differ; I find
that I use the Default NAV CDI display on
Box 1 and have the current flight plan
7

open on Box 2. Flight planning facilities
have been much improved in comparison
to the GNS series in two very significant
ways. Firstly, waypoints can now be input
directly from a digital touch keyboard;
the 750 has a sufficiently large screen
display to incorporate a full alphanumeric
keyboard where you simply touch the
desired letter/number and confirm the
waypoint entry when complete. The 650
requires a little more care; its screen
can only display five
alphanumeric characters
at a time and you need
to first touch the bottom
area of the screen to call
up the relevant part of the
alphabet before touching
the particular character
required. What is beyond
doubt is that either method
provides a much quicker
and more accurate method
of selection than the
endless knob twisting that
was required in the GNS
series.
However the real time
saver and benefits of the
GTN series come next.
Your waypoint is the entry
point to an airway from
which you exit a couple
of hundred miles down the
line? Touch your entered
waypoint and a menu
comes up giving you a
‘Load Airway’ option;
touch this and you can
choose which airway to
join, touch that and you
are presented with a list of
exit points. You choose the
required one, touch and it
and all the intermediate
waypoints en route are
loaded into the flight plan.
You repeat the procedure
until you reach your destination.
In the old GNS series, I used to load the
first three or four waypoints and then my
destination on the ground, and then when
I was airborne and settled into the cruise, I
would enter such additional waypoints as
were necessary – in other words, not every
waypoint but only those where a change of
track was required. This worked quite well
for most of the time but was not so good
when you received a DCT to a waypoint
some way down the line which
P9
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Geoff Prout on the perils of over reliance on our avionics
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s usual, I enjoyed Nigel Everett’s
thought provoking comment – this
time regarding the use of the autopilot.
He points out the problems associated
with surrendering manual control but fails
to point out that in a sticky situation two
pilots are better than one. Furthermore, I
guess I must be a bit idle, but the prospect
of maintaining altitude for hours on end
fills me with dismay, as well as giving
some anxiety as to how I would manage
the routine chores on a long flight.
But I must agree that using the vertical
speed component can be hazardous not
only for the reasons suggested in the
article but for the ease with which one can
become distracted leading to an altitude
bust. Of course more sophisticated systems
will have warning chimes or even altitude
intercept functionality, always assuming
one has the time to set it up. For myself, I
try not to use vertical speed control unless I
have at least set a target altitude warning.
But I do recognise that as well as
becoming deskilled by over reliance on
the 2 or 3 axis autopilot, the beast may let
one down at the time of greatest need as
illustrated to me one foggy evening.
Instructing during the winter months
is always a bit of a challenge - short
days, adverse weather, aircraft needing
defrosting etc. etc. etc. etc.! But today’s
four slots had proceeded without problems
and as darkness began to fall I was ready
to undertake the short flight back to Lee
on Solent where my personal transport, an
early Cirrus SR22, is based, close to my
home. Just past sunset it isn’t yet official
night so I resist the temptation to gun the
cold engine to get moving over the soggy
grass and allow the big beast to warm up
secure in the knowledge that the runway
lights would be on at Lee if I needed them.
Oil temp. now in the green so I taxi
down to the 24 hold and run through the
checks. No problems and I line up pleased
that there’s a 15 knot wind up and down
the runway – although I remove the spats
for the winter, the term “unstick speed”
takes on a new significance when leaving
a rather soft grass runway! Climb out at 90
knots and turn left at the castle. Boscombe
MATZ is closed so no problem with the
low level route to Aldebury and I prepare
Instrument Pilot

to climb to 1800 feet on the local QNH.
To my surprise I contact a puff of
cloud at about 600 feet but it doesn’t look
extensive so I’ll pop through it, reckoning,
local knowledge, that it’s a bit of stratus
which often clings to the rather soggy Avon
valley. Less than thirty seconds later I break
clear and see that it’s more extensive than
I’d thought and briefly consider returning
to Old Sarum, but abandon this as I can see
this layer has now swept over the airfield.
Ever the optimist I’m still hopeful this
is local and continue the climb to 1,800
feet: tuning to the Southampton ATIS I’m
not too pleased to hear Information Charlie
give a cloud base of 500 feet with 6 km.
visibility. Not good, but I’ve flown past
EGHI often enough to know that there too
low stratus / fog can collect adjacent to the
river Itchen (grasping at straws - I’d never
seen this in a wind of 15 knots which we
had today) but I elected to proceed south
in the hopes of finding a sizable gap along
the coast. Halleluiah for the GPS chart on
the big screen MFD as in order to remain
below the Solent control area (2000 feet) I
am conscious of the TV aerial on the Isle of
Wight towering up to 1295 feet – not good.
It’s rush hour at Southampton Airport so I
decide to simply listen out on 120.225 with
their listening squawk of 0011 until I pass
the coast.
In different circumstances it would have
been a glorious flight with a crescent moon
giving enough radiance to illuminate fields
of billowing clouds (unfortunately) as far
as the eye can see. But I see no gaps and
if I needed stimulus to further action, it is
an ‘All stations Southampton: cloud base is
now 400 feet’. I am overtaken by paranoia
feeling sure that there was a note of smug
satisfaction in the voice of the approach
controller sitting warm and snug in the
radar room. But at least the deteriorating
weather stimulates me to action which I
ought to have taken 5 minutes ago and I
call said controller to request radar vectors
for the ILS (just as well they’re on the
southern runway as it’s already below
minima for the VOR DME approach to
runway 02).
Philosophically I’ve always believed
two pilots were better than one so it’s
time for the autopilot to give me some
8

help while I follow a series of headings
and climb to 4000 feet. Not so long ago
I’d had an autopilot malfunction late on
an ILS approach but reckoned the gremlin
had since fled…….or had it? I find I
can’t get the altitude hold to function and
confess to some fairly erratic flying while
I fiddle - fortunately in good VMC on
top. It finally does seem to be engaging so
with confidence a little sapped I decide to
continue to use it while I get the approach
plates out and confirm I have a torch (2
actually!) close at hand.
Final vector to close the localizer from
the left and I establish about 8 miles out but
now for some reason the glide slope won’t
arm. Like an idiot I become obsessed with
this ‘malfunction’ and once again fiddle till
the controller reminds me in the friendliest
possible voice ‘N 1CG, you’re well below
the glide slope, what are your intentions?’
Now as it happens, during my last
two IR revalidation flights, my examiner
had suggested not using the autopilot
for any phase of flight ‘You never know
when the damn thing will pack up’ so I
have maintained reasonable hand-flown
currency since. So clearly ‘my intentions’
were to forget the sodding autopilot and get
on and fly the aeroplane for further vectors
to the ILS.
This was prolonged by the arrival
of the coastguard helicopter bringing a
casualty for onward ambulance journey
to Southampton General Hospital as the
conditions precluded landing there – the
vis. had dropped to 4000 metres and the
cloud was down to 300 feet.
Concentration on a proper instrument
scan without the distraction of diagnosing
autopilot problems resulted in nicely
centred needles and some very welcome
approach and runway lights directly ahead
as I broke cloud at just over 300 feet.
So what did I learn?
In best instructor mode, I’ll do the good
bits first!
The aircraft was appropriately equipped
for the manoeuvre being flown, with a
current GPS data base and current approach
plates. Although I had not flown down to
minima in genuine IMC for several years
I was in reasonable IF practice.(I can’t
resist adding that I’m astonished by the
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frequency with which IMC rated pilots
practise like mad for their test and then
neglect instrument flight for the next 25
months). Best of all and I had bags of fuel
and could easily have diverted north to
clear the approaching weather.
Now the bad bits!
I had checked weather (and NOTAMS)
earlier in the day but a 30 second visit to the
computer for current weather would have
spared me a lot of anguish as I sat on the
train on my way home. But most of all I

should have practised what I preach. Always
say the F***** word when things are going
wrong, remembering that in the aviation
this word is FAFFTA – First And Foremost
Fly The Aeroplane. It’s so easy to focus
on one problem, in this case the autopilot,
and to lose the big picture. Incidentally, the
glide slope ‘malfunction’ was nothing of
the sort – without a particular button input,
this autopilot will not arm the glide slope
unless in level flight. So another message
here (and I’m sure it applies to unfamiliar

and complex GPSs) is to be confident
of the functionality of the kit before you
attempt to use it in anger.
The ‘sting in the tail’ is of course that
although the AOPA/Strasser scheme means
that the genuine diversion does not have to
pay a landing fee, handling and parking can
still result in a 3 figure bill.
In this case however, I’ve never had
better value for money!

P7
was not on the flight plan; charts
had to be perused to locate this, sometimes
ATC asked for clarification and then the
waypoint entered before the DCT button
activated. The GTN series enters all
possible waypoints and in some recent
lengthy flights across Europe, I found all
DCTs given were on the flight plan and it
was then just a simple matter of touching
the relevant waypoint and then pressing
the DCT button and confirming the entry.
Of course the old Apollo 480 units already
have this facility so it is not an innovative
feature in the true sense of innovation but
certainly very nice to have (at last) in the
GTN series. It is also worth mentioning
that the GTN series can store many more
flight plans each with very many more
waypoints than the GNS series.
Talking of buttons, there are now only
two hard key ones. The first at the top right
of the unit is the ‘HOME’ key and wherever
you may be in the menu system, pushing
this takes you back to the icon menu
presented at start up - a good recovery
system if you become lost in the detail of
a sub menu. The second key is the DCT
key; pressing this will enable you to select
a waypoint, which you enter by name or
relative bearing from another waypoint,
select a waypoint on your flight plan,
probably the most used option, or select
the nearest airport from a list presented,
useful in more pressing circumstances.
In all cases, the new selected waypoint
has to be confirmed by touching the DCT
activate soft key and here I have a serious
gripe. The new track is activated but the
unit then decides you will want to display
the waypoint on a map. Why is this? I
would have thought that reversion to the
immediate previous mode or at the very
least the ‘Default NAV’ mode would be
more logical; but it then takes two further
actions to get back to the previously
selected mode, first the ‘HOME’ hard key
and then touch the appropriate navigation

icon. I could understand more being taken
to a map display on the larger 750 but the
map display on the 650 is small and of
relatively little use. Indeed I guess that it
cannot be that difficult to install a setup
switch to display one’s preferred default
screen and that would be the best way
forward for a future software revision.
The ‘PROC’ icon calls up the
procedures submenu, from which
departures, arrivals and approaches can be
loaded and activated in a very similar way
to the GNS series. As mentioned earlier on,
the GTN units are approved by EASA for
all PRNAV operations, including precision
LPV approaches so an aircraft can now be
equipped for PRNAV ops by fitting these
units as a minor mod. During my recent
European trip, on one occasion the runway
changed between asking for start up and
taxi clearance. I had (efficiently!) loaded
and activated the SID and then found on
the runway change that I could not enter
the new SID; I had to re-enter the flight
plan from the ‘catalogue’ list and then load
and activate the new SID. On my 430,
loading a new SID was more easily done.
Garmin have at last caught up with
Avidyne in introducing an iridium satellite
download receiver for weather, rainfall
radar and IR satellite picture although I
understand that this facility still needs the
imminent software revision to activate it.
Similarly nearby traffic information can
be displayed either on its separate screen
or overlaid on the map display.
Some have raised doubts as to the
ease of the touch screen operation in
turbulent conditions. The design of the
case facilitates anchoring one’s hand in
turbulent conditions and so far I have
not experienced any particular difficulty
in operating the units in such conditions.
It is also worth mentioning that the auto
dimming control for night operation use
is much better than on the GNS units; I
always had to manually adjust downwards

the back light level on my 430 units.
There is one noticeable feature
omission, available in the GNS series,
which has not been carried through to the
GTS series and this is that timed bespoke
warning messages, for example to change
fuel tanks, can no longer be set up. This
is unfortunate in my view; while there
is still a flight timer submenu callable
from the ‘Utilities’ icon this needs to be
actively programmed and will not run in
background mode. It is also no longer
possible to program checklists, not a
problem as far as I am concerned, as I
prefer old fashioned paper ones.
In summary, my views on the GTN
series are very positive and Garmin have
worked hard to carry their avionics well
into the 21st century age. I have no doubt
that a combination of the 650/750 units
will form the workhorse of comm/nav/
gpss installations in GA aircraft for the
next decade as the 430/530 series have
in the last decade. However there are
still niggles to be sorted before the units
deserve unqualified praise.
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Human-powered helicopter
crashes just short of 3m above
ground

A human-powered rotorcraft built
by a team of students in Maryland was
damaged in a hard landing recently during
a test flight, after setting a new (unofficial)
altitude record of 9.4 feet. Pilot Henry

Enerson was not hurt. The altitude was
only 5 inches from the required height
to win the elusive Sikorsky Prize. The
$250,000 prize, first offered in 1980,
requires a human-powered helicopter to
hover for one minute and reach an altitude
of 3 metres while remaining under control
within a constrained box, all in the same
flight. The University of Maryland team
has so far attained a duration of 65 seconds
with its Gamera II rotorcraft. The team is
repairing the damage from the crash and
plans to try again soon. The accident,
which occurred during descent, was caused
by the failure of a joint which had been
repaired after an earlier crash. The aircraft
is about 105 feet across and weighs about
75 pounds. It has only been flown indoors.

Autonomous drones will be used
as storm chasers off the U.S. East
Coast
NASA is deploying two Global Hawks
acquired from the U.S. Air Force on the
Hurricane Severe Storm Sentinel Mission,
or HS3, kicking off this year. Referred to
as “severe storm sentinels,” the Global
Instrument Pilot

Hawks will be flying out of NASA Wallops
Flight Facility in Virginia. The five-year
Hurricane and Severe Storm Sentinel
mission is investigating the processes
which influence hurricane formation and
intensity change in the Atlantic Ocean.
Hurricanes are an extreme environment
making them very difficult to sample.
Between heavy precipitation;
high winds and turbulence in
the air; and heavy seas on the
ground, storm chasing can be
a dangerous business. Using
unmanned aircraft keeps
humans out of risk. With
other remotely operated
or robotic aircraft, piloted
aircraft or space satellites
it can be very challenging
to monitor remote extreme
locations like a hurricane.
With a single Rolls-Royce
AE3007H turbofan engine,
these drones can fly at altitudes greater
than 60,000 feet, with an 11,000-nauticalmile range, for approximately 30 hours
-- letting them cover thousands of square
miles over a storm. The Global Hawk is
44-foot-long with a wingspan more than
116-feet wide, though the craft is just 15
feet high.
While NASA’s Global Hawks may look
similar to the military ones, the payloads
are very different. The first Global Hawk
is charged with sampling the hurricane’s
environment, for example. In the nose will
be the Cloud Physics Lidar (CPL) laser
system to measure cloud structure and dust,
sea salt and smoke particles. It does this by
bouncing laser light off the clouds and
particles. The Scanning High-resolution
Interferometer Sounder, an infrared
instrument designed by the University of
Wisconsin in Madison, is embedded in the
belly. It measures the temperature, vertical
water vapour and sea surface temperature.
The third is the dropsonde system from the
National Center for Atmospheric Research
and National Oceanic and Atmospheric
Administration. Located in the tail of the
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aircraft, the dropsonde system holds up to
88 little canisters and ejects these small
sensors, each of which has a parachute that
allows it to float through the storm while
measuring data like pressure, humidity and
temperature and using GPS. They transmit
data in real time back to the home base.
The second of Global Hawk’s key
responsibilies is to sample hurricane cores.
Located in the nose, NASA’s Jet Propulsion
Laboratory created a microwave system,
the High-Altitude MMIC Sounding
Radiometer, to measure temperature,
vertical precipitation and water vapour. In
the belly, a High-altitude Imaging Wind &
Rain Airborne Profiler radar system works
like a ground radar system but is pointed
down to measure cloud structure and
winds. In the tail section, the Hurricane
Imaging Radiometer will measure
microwave radiation to analyse surface
wind speeds and rain rates.

Drones as art
Drones have become a fact of life
and since art imitates life it’s perhaps no
surprise that their capabilities can also be
used to create something like what Ars
Electronica Futurelab did at the Cloud
in the Net festival in Linz, Austria: The
company used 49 Hummingbird quadrotor
UAVs, each carrying a variety of lights.
The control system synchronized the flight
patterns and light displays to create some
pretty amazing 2D and 3D presentations.
The quadrotor display is just the beginning
for the aerial expression of ideas, art and
even sculpture, assuming the authorities
permit it. For instance, MIT’s FlyFire
project envisions hundreds or even
thousands of drones flying in formation to
form the dot matrix of just about anything
that can be imagined. Artistic expression
aside, the commercial application of
that technology seems considerable for
advertising or even communications.
This takes light pollution to a whole new
dimension.
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FAA studying mobile phone
regulations
Of all the warnings the airlines give
us, the one that likely arouses the most
suspicion is about turning off all electronic
devices. Nobody really believes that an iPod
or a Kindle can bring down an airplane.
There appears to be a body of anecdotal
evidence from airline crews about Personal
Electronic Devices, or PEDs, interfering
with airline electronics, but the science is
sketchy. No airline accident has ever been
blamed on such interference.
The FAA has been monitoring this
phenomenon since the 1960s, when the
big concern was portable FM radios.
In retelling that history, the FAA said it
concluded that airlines were “best suited
to make the determination of which PEDs
would not cause interference with the
navigation or communication system on
their aircraft” because it would be “an
excessive and unnecessary burden” for
the government to do it. That remains the
FAA’s position today, 50 years later.
Given the mushrooming variety of
toys and tools that have been spawned by
the digital age, we can understand why
the FAA doesn’t want to operate a PED
testing lab today any more than it did in
the 1960s. But it is equally unreasonable to
expect several dozen airlines to undertake
duplicative analysis and testing of every
device on the market. Predictably, this
being the airline industry, most carriers
simply match each other in following
an FAA recommendation, based on a
technical committee’s advice, to simply
turn everything off during takeoff and
landing and allow the use of approved
devices (a term that usually excludes
mobile phones) only after the aircraft
reaches a safe altitude
The FAA is now planning to form an
advisory committee of experts and gather
public comments with an eye toward
putting more certainty into this situation,
and maybe more flexibility. According to
the FAA, “the desired outcome ... is to have
sufficient information to allow operators to
better assess whether more widespread
use of PEDs during flight is appropriate.”
Amongst the technical data the FAA is
looking for are more data-sharing among
airlines and manufacturers, design and
manufacturing standards that could make
aircraft more resistant to interference,
onboard monitoring systems that could
detect electronic hazards and consumer
electronics industry standards for “aircraft93/2012

friendly” PEDs.

Mobile phone use cited in fatal
crash
One inappropriate use of mobile phones,
however, is texting and talking whilst in
command of an aircraft, and this was cited
by the Transportation Safety Board as a
contributing factor in the fatal crash of an
aerial survey Cessna 185 aircraft in Canada
in November of 2011 on a short flight from
Peace River, Alberta, to Fort St. John,
British Columbia. “While it did not appear
the pilot was actively engaged in cellphone
communications during the last 11 minutes
of the flight, this distraction was prevalent
throughout the flight and in conjunction
with the night conditions encountered may
have contributed to the CFIT event,” the
board said. The report said the pilot may

and flying without the correct licences
or documentation. Matt Lee, CAA Head
of Enforcement, said, “Taking those who
have committed aviation-related offences
to court is not something that we do lightly,
but, particularly in cases that affect public
safety and consumer interest, it is essential
that those who break the law are aware that
prosecution is a possibility. By bringing
prosecutions we hope to ensure that they
do not offend again, and also to encourage
others to operate legally.”
The largest fine imposed on a single
defendant was £4,500 for a series of
offences where a pilot undertook public
transport flights without the appropriate
licences or Air Operator’s Certificate.15
of the prosecutions led to fines and one
offence resulted in a community sentence
banning the pilot from being part of an
aircraft crew for a year.
The log can be found on the CAA
website http://www.caa.co.uk/docs/503/
CAA%20Prosecutions%202011-12%20%20Internet%20release.pdf

US Pilots Bill of Rights becomes
law
have been a victim of “black hole effect”
in which the limited visual cues available
during a night VFR flight in a remote area
can affect depth perception. The aircraft
descended gradually and under positive
control until it hit a tree about eight
miles short of the Fort St. John Airport.
Investigators matched mobile phone
records against GPS data to plot the pilot’s
phone use against his performance and
found he flew much less precisely when on
the phone. While he was texting and talking
the aircraft’s altitude varied by as much as
1,000 feet. The pilot spent 28 minutes on
five separate phone calls during the flight,
received three text messages and replied to
two of those. The board is recommending
that non-emergency use of mobile phones
be banned during flights.

CAA publishes prosecution data
for 2011/12
The CAA has published its log of
prosecutions for the year 2011/12,
including details of the offences prosecuted,
pleas and penalties imposed by the courts.
During the year, the CAA undertook 16
prosecutions, resulting in fines totally
£20,050. The most common types of
offences were airspace infringements
11

The ability for pilots to defend
themselves during enforcement actions just
got a little stronger after President Obama
signed Sen. Jim Inhofe’s ( R-Okla .) Pilot’s
Bill of Rights (S.1335) into law in August.
Inhofe had introduced the bill a year ago,
after he had his own run-in with FAA and
was forced to complete remedial training.
He had landed on a closed grass strip in
Texas in 2010.
The bill, Inhofe says, “remedies many
of the most serious deficiencies in the
relationship between general aviation
and the FAA, and ensures that pilots are,
like everyone else, treated in a fair and
equitable manner by the justice system.”
The bill requires National Transportation
Safety Board review of enforcement
actions to conform with federal rules of
evidence and civil procedure; requires
FAA to provide timely notice to pilots who
are the subject of an investigation; makes
communications from contract flight
service stations and/or towers available
to airmen akin to freedom of information
requests; changes some of the statutory
deference in the appeals process and allows
for district court review of appeals from
NTSB. The bill further calls on FAA to
improve the Notice to Airmen system and
for a Government Accountability Office
(GAO) review of FAA’s medical P 12 
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 P 11 certification process. FAA would
be required to take action based on GAO
recommendations.

Cirrus to supply training fleet to
French Air Force
Cirrus Aircraft has announced that
Cirrus SR20s and SR22s have been
selected by Cassidian Aviation Training
Services (CATS) in a public tender for the
French Air Force and Navy. A fleet of 13
Cirrus SR20s will be dedicated for training
pilots at the French Air Force base of Salon
de Provence. An additional fleet of seven
Cirrus SR22s will be dedicated to training
flights of navigating officers arm systems
(NOSA) and liaison flights, in particular
to accompany the French Air Force’s
aerobatic team. Through the agreement

with CATS, another fleet of three Cirrus
SR20s will be dedicated to the students of
the Ecole Navale at the naval air station of
Lanvéoc Poulmic. CATS will be in charge
of maintenance and airworthiness of all
fleets. The transaction was handled by
Cirrus France.

Spotting that airport
An Oregon app developer has come
up with a unique solution to the problem
of spotting unfamiliar airports from
the air. Paul Mace is offering ArPort
which he says turns an iPad, iPod
or iPhone into a “mini-HUD” that
displays pushpin locations of airports
within 25 miles in the field of view
of the device’s camera. The pilot or
front seat passenger points the camera
through the windshield and all the
applicable airports show on the screen
as pushpins. Move the selection icon
under the pushpin to get distance and
heading and tap on the icons to get
airport information.
Mace said the idea for the app grew
out of a conversation with a fellow pilot
about the frustration of not being able to
find airports from the air. Mace said it took
a few months of research and fiddling to
get the app to work and it still has some
Instrument Pilot

limitations. While in the air it may need an
external GPS like BadElf or Dual to work
properly. It also only works in the U.S.
and its territories, although expanding its
horizons is under consideration.

Pilots landing at wrong airports
Maybe to prove the need for such
software, a military and an airline crew
each proved recently that it is still possible
to land at the wrong airport. Recently,

a United Express Saab 340 operated by
Silver Airways missed its destination of
Clarksburg, W.V., by about 10 miles and
landed instead at Fairmont Municipal
Airport. The 11 passengers were “reaccommodated” to the right airport shortly
afterward and the crew has been suspended.
The incident came a few weeks after an Air
Force C-17 mistook an executive airport in
Tampa for its intended target.
On July 25, the C-17 with 19 crew and

23 passengers set down at Peter O. Knight
executive airport’s 3,405-foot runway. The
crew had been hoping to land at MacDill
Air Force Base where they would have had
more than 11,000 feet of concrete. The Air
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Force still hasn’t explained what happened
but it wasted little time getting the highly
visible mistake rectified. Crews offloaded
everything not needed to safely fly the
aircraft and it took off for its original
destination a few hours later.

ADS-B In, Out, and portable
A new product joining the ranks of
ADS-B offerings may have particular
appeal to individuals and operators who
own multiple aircraft as well as renters
who own none, because it’s portable.
SkyVision Xtreme this week introduced its
fully portable ADS-B In and Out system
that delivers all ADS-B traffic (in 3-D
presentation) and weather “to any display
without installation” via Wi-Fi. At under
$4,000 the system could be considered
a stopgap measure for people who want
the added utility but don’t want to commit
panel real estate to evolving and yet unrequired technology. SkyVision Xtreme
has produced ADS-B software products
since 2009; its portable system includes a
NavWorx ADS600-B, a UAT transceiver,
antennae for that unit and GPS, plus
mounts. The system works with any WiFi capable device via a free app, meaning
pilots can create multiple displays in the
cockpit. And the hardware comes packed
in a metal briefcase that, when opened,
introduces three wires into the cockpit for
the antennae and a 12/24V cigarette-lighter
plug.

WingX Pro 7
Hilton Software has introduced a
Ground Proximity Warning System
(GPWS) with Look Ahead Protection to
WingX Pro7 for iPad and iPhone.
WingX Pro7’s new GPWS alerts
pilots to an impending or immediate
danger of impacting terrain or an
obstacle, company officials said.
WingX Pro7 Version 6.8 also
adds new FlightShare technology
enabling pilots to share flight
information between devices, twopilot crews, and between a student
and a flight instructor.
“Building on our legacy of safety
innovations that include our Passive
RADAR
Altimeter,
Synthetic
Vision, and integrated ADS-B
Weather and Traffic, WingX Pro7 Version
6.8 adds an incredibly powerful lookahead GPWS system that warns pilots of
impending terrain and obstacle threats,”
said Dr. Hilton Goldstein, the company’s
89/2012

CEO. “Pilots are using WingX Pro7 in
all flying conditions including night
and IFR. We are proud to provide pilots

for medical certificates by the CAA. Until
now, only a limited number of medications
for the treatment of diabetes have been
allowed for pilots and air traffic controllers
(ATCOs) applying for Class 1, 2 and 3
medical certificates. However, over recent
years there have been advances in the
treatment and monitoring of the disease,
allowing the control of the condition and
any complications to be managed more
effectively. The decision should allow
more licensed pilots and ATCOs, who
have diabetes, to continue to undertake
operational duties safely. Guidance
information will shortly be issued by the
CAA to pilots and ATCOs setting out the
new procedures to follow. This includes
the application of operational restrictions
and in-flight testing regimes.

Bond, Bristow and CHC
Helicopter to bid for air rescue
with the additional look-ahead capability
to help reduce Controlled Flight Into
Terrain (CFIT) accidents. Version 6.8’s
new FlightShare technology is a perfect
fit for professional pilots and the training
environment. A pilot can plan a flight on
an iPhone, FlightShare it with an iPad, then
send it wirelessly to an Aspen Connected
Panel – very powerful.”

EASA certifies Rotax 912 iS
The Rotax 912 iS aircraft engine, which
was introduced at Aero Friedrichshafen
earlier this year, has received a type
certificate from EASA. The engine
also was recently ASTM certified.
“These are important milestones in
the commercialisation of new aircraft
engines,” said Gerd Ohrnberger, general
manager of BRP-Powertrain. The company
said it will now will focus on gaining FAA
certification. The 912 iS engine delivers
fuel efficiency 38 percent to 70 percent
better than comparable engines, Rotax
said. The 912 iS features dual electronic
fuel injection and electronic ignition, and
can deliver 100 HP on either Avgas or up to
E10 mogas. The engine can run for 2,000
hours before overhaul.

New CAA rules for pilots with
insulin-controlled diabetes
Pilots and air traffic controllers with
diabetes treated with insulin (and other
medications that significantly lower
blood glucose) may now be considered
89/2012

Three companies are to compete for
contracts to provide search and rescue
helicopter services in the UK. The winner,
or winners, would take over roles provided
by the Royal Navy and RAF and operate
from sites across the UK. Bond Offshore
Helicopters, Bristow Helicopters and CHC
Helicopter are on the shortlist published
by the Department of Transport. The
UK government expects to announce the
winners early next year. The companies are
each bidding for three lots, which include
covering coastguard duties.
Lot one is to deliver the service at, or
near, Sumburgh, Stornoway, Culdrose,
Leconfield and Valley using helicopters
with a minimum rescue capacity of eight
casualties per aircraft. Lot two is to deliver

the service from Lee-on-the-Solent and at,
or near, Chivenor, Prestwick, Lossiemouth
and Wattisham using helicopters with a
minimum rescue capacity of four casualties
per aircraft. Lot three is a contract covering
the requirements of both lots one and two.
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Avidyne plans to replace Garmin’s
GNS430 with its IFD440 GPS
If you’re itching for a modern
replacement for your dated GNS430
GPS then Avidyne has a solution with
the IFD440 retrofit navigator. Think of
the IFD440 as a space-saving alternative
to the previously introduced IFD540 - a
box that was designed as a drop-in for
Garmin’s GNS530 navigator. The smaller
IFD440 affords the same plug-and-play
easy upgrade process as the larger IFD540
and retains the same hybrid control feature
set of touchscreen and conventional knobs
and buttons. It also brings the same NMSintensive operating logic that trickles down
from the company’s R9 integrated glass.
Despite being smaller, the IFD440 shares
the same level of capability as the IFD540
including a virtual keyboard, geo-fill flight
planning and a crisp map display.
Trying it on for size, the smaller box is
expected to measure a standard rack width
of 6.30 inches, stand 2.65 inches high
and require 11 inches of depth behind the
panel. It weighs 8.5 pounds with interface
connectors. Its 4.8-inch diagonal, LEDbacklighted LCD touchscreen might seem
small in comparison to the IFD540 but its
VGA-like screen clarity is its saving grace.
While the unit won’t be available for at
least a year, Avidyne will take your money
now for a drastically reduced price point of
$8500. It’s expected to retail for $14,995.

CAA issues first EASA pilot
licences
The UK CAA has begun issuing the new
EASA pilot licences. The licences, which
will replace JAR and many older national
versions, were finally printed for the first
time at the CAA’s Gatwick headquarters.
The transition process to the new panEuropean format is expected to last five
years. A pilot with an existing JAR licence,
such as a PPL, will have it replaced with an
EASA equivalent whenever the licence is
sent to the CAA for renewal, revalidation
or any other reason.
The EASA licences, which are in a new
format and look quite different to the JAR
and national licences, will be valid for the
owner’s lifetime. Because of the new format,
different information will be required by
the CAA before it can issue a new EASA
licence, and new licence application forms
have been prepared accordingly. Pilots
are advised to read the CAA website
http://www.caa.co.uk/eupilotlicensing
P 14 
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his issue of IP marks the end of an era,
in that Stephen Niechcial has decided
that, after a number of years in the role,
he quite reasonably wants to spend more
time flying and with his family, rather than
chasing articles for IP. I’d like to thank
Stephen not only for his work in carrying
the IP editorship but also in his handover to
me and acknowledge the high bar he has set
to continue. This is a role that is very new
to me and with your approval is one I hope
to be able to continue but I do need some of
your thoughts and input.
At some point in the future there will
be a questionnaire included with IP, asking
what it is that you like, what it is that you
would like to see more of and conversely,
what you feel there is too much of and the
articles you care less about. Perhaps, in the
meantime, you might like to peruse this
and a back issue or two to put yourself in a
position to be able to give some feedback.
As there are a substantial number of people
who receive the printed copy but appear
not to be in the forum, I feel it important
we include as much of the membership
as possible and I would most appreciate
it if we could get a proper picture of the
membership needs and desires. In the
meantime, IP welcomes articles from the
membership, particularly those that are
of a principle interest to those flying IFR
that might not be so suited to publication
elsewhere.
It just remains for me to wish you safe
and enjoyable flying as the traditional
season starts to draw towards a close and
naturally look forward to meeting any of
you should our paths cross.

 P 13
- which contains detailed information,
including a section explaining the new
licence format.

NTSB: Wingtip cameras for large
aircraft
Citing 12 accident investigations
since 1993, the NTSB has issued a
Safety Recommendation to the FAA for
installation of anti-collision aids, like
onboard camera systems, to help pilots with
clearance issues during taxi. The Board
says preliminary information collected in
its investigations show that pilots of large
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Social weekend
Normandy landings
5th-7th July 2013
Fly in to Caen:
Accommodation:

La Ferme de la Ranconnière, Crepon (www.ranconniere.fr),
2 night package

Friday night:

Group dinner, Menu de terroir at La Ferme

Saturday:
Saturday lunch:
Saturday night:

All day guided coach tour of D-Day landing sites
Hotel de la Marine in Arromanches
Group dinner, Menu Gastronomique at La Ferme

Sunday morning:
Sunday lunch:

Visit to Bayeux Tapestry
At the airport prior to departure

Booking through Galina travel at ~£350 per person

Spring meeting and AGM
Date: Saturday 6th April 2013
Venue: The departure hall at Coventry airport is now booked and confirmed for the
spring meeting and AGM.

Aircraft Ads
Members are welcome to submit advertisements to IP . Email: theeditor@pplir.org

aircraft cannot easily see the aircraft’s
wingtips from the cockpit. It found that
in aircraft like the 747, 757, 767, 777 and
the Airbus A380 pilots must literally stick
their heads out of the window to see the
airplane’s wingtips, noting that this “is
often impractical.” The recommendation
notes that the Airbus A380 superjumbo is
already equipped with an external camera
system, and why that system is insufficient
in addressing the Board’s concerns.
According to the NTSB each of 12
accidents referenced by the letter involved
situations in which pilots “were either
unable to determine or had difficulty
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determining the separation” between their
aircraft’s wingtips and another object
while taxiing. The recommendation states
that the accidents “highlight the need”
for aids that help pilots with the problem
of sometimes moving obstacles they may
encounter on the ground. The NTSB
recommends that a system that displays
wingtips and wingtip paths (not unlike the
reversing camera in some modern cars) be
installed on all newly manufactured large
airplanes where the wingtips are not easily
visible from the cockpit.

93/2012

N���� O� T�� ICAO 2012
F����� P��� C������
Vasa Babic summarises the most significant changes to Flight Plan coming in November
Important note:
This paper supplements the formal guidance available on the new flight plan system. It is does not cover “all you need to know”,
so you must refer to a complete, formal source: for example, UK AIC Yellow 099 2012. In addition, the specifics of RNAV/RNP/PBN
capability are detailed in the Eurocontrol Guidance document here: http://www.eurocontrol.int/sites/default/files/content/documents/nm/
flight-planning/icao-2012/icao-2012-guidance-latest.pdf

New codes for FPL Item 10a
The long list of Equipment and Capability codes might appear confusing. Many are unlikely to be relevant to light aircraft; these are
greyed out in the table below. Obviously, if you have an advanced turbine aircraft or specialised equipment, you need to check the grey
boxes in detail.

Cut along here to keep for reference

S
A
B
C
D
E1
E2
E3
F
G
H
I
J1
J2
J3
J4
J5

Standard COM/NAV/approach aid equipment
for the route to be flown is carried and
serviceable (See Note i)
GBAS Landing System
LPV (APV with SBAS) (See Note iii)
LORAN C
DME (See Note vii)
FMC WPR ACARS
D-FIS ACARS
PDC ACARS
ADF (See Note vii)
GNSS (See Note iv)
HF RTF
Inertial Navigation
CPDLC ATN VDL Mode 2
CPDLC FANS 1/A HFDL)
CPDLC FANS 1/A VDL Mode 4)
CPDLC FANS 1/A VDL Mode 2)
CPDLC FANS 1/A SATCOM (INMARSAT)

J6
J7
K
L
M1
M2
M3
O1
P1 - P9
R
T
U
V
W
X
Y
Z

CPDLC FANS 1/A SATCOM (MTSAT)
CPDLC FANS 1/A SATCOM (Iridium)
MLS
ILS
ATC RTF SATCOM (INMARSAT)
ATC RTF (MTSAT)
ATC RTF (Iridium)
VOR
Reserved for RCP
PBN approved (See Note v)
TACAN
UHF RTF
VHF RTF
RVSM approved
MNPS approved
VHF with 8.33 kHz channel spacing capability
Other
equipment
carried
or
other
capabilitiesww

The remaining codes are relatively straightforward, with a few rules to remember:
(i)

If you have VHF radio and VOR and ILS equipment, use the entry “S” as your first entry. If you use “S”, do not enter any duplicates,
ie. “V” or “L” or “O1”
(ii) Enter any additional codes that apply to you from the table, in alphabetical order
(iii) Since the codes indicate capability as well as equipment, only use a code if you are formally “capable”. For example, code “B” refers
to LPV approaches. Only use “B” if you are capable of complying with the requirements for LPV minima (typically, a Flight Manual
supplement approving your GPS installation for LPV is needed). If you have the equipment fitted but not the formal AFM entry, omit
the code
(iv) If you have an approved GPS installation, enter code “G”. If at least one is an EGNOS/WAAS unit, note that you should indicate the
type of augmentation in Item 18 with the entry “NAV/SBAS”
(v) If you have any approved capability for area navigation, enter code “R”. That could be B-RNAV, P-RNAV or GPS approach approval.
This will mostly be through GPS equipment, but an aircraft with B-RNAV approval based on Rho-Theta equipment (eg. a KNS80)
should also use code “R”.
(vi) If you are 8.33kHz capable, use code “Y”
(vii) You should only use the “D” (DME) and “F” (ADF) codes if you have the actual equipment, GPS-derived ‘equivalent’ capability
does not count for this purpose.
Note that without the “R” entry, your FPL will be rejected for any IFR route or airspace requiring BRNAV. But, with an “R” entry,
93/2012
91/2012
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your FPL must detail your area navigation capabilities in item 18 with a “PBN/” entry, explained below. An FPL with “R” in Item 10 but
not the corresponding “PBN/” in Item 18 will also be rejected.

New codes for FPL Item 10b
For most IFR-capable light aircraft, the 10b entry for Surveillance (Transponder) equipment will be “S”, for Mode S with Pressure
Altitude and Aircraft Identification. If you have an advanced installation (eg. ADS-B, or Enhanced Mode S in a faster turbine aircraft)
see formal references for the appropriate code.

New codes for FPL Item 18
The key new requirement is to specify Performance-Based Navigation (PBN) capabilities in Item 18 with a “PBN/” entry followed by
the appropriate codes. The terminology may be confusing, so it is worth a quick overview:Area Navigation (“RNAV”) was originally implemented at a regional level, with some variation in standards and completely nonstandardised names. For example, Europe developed the “B-RNAV” standard, with a Required Navigation Performance (RNP) of +/5nm for 95% of flight time. “MNPS” is used in the North Atlantic. Approaches using area navigation are charted with a host of different
names (GPS Rwy X, RNAV Rwy X, RNAV (GPS) Rwy X, RNAV(GNSS) Rwy X, etc.).

The “old” European B-RNAV standard complies with the “new” definition of RNAV 5 but not that of “RNP 5” because BRNAV does
not have a requirement for performance monitoring. (Performance monitoring is the ability for navigation equipment to detect and alert
the pilot if certain performance criteria are not met. Generally, GPS units are RNP capable (eg. through internal calculation of satellite
geometry/dilution of precision and through RAIM or SBAS integrity checks) but, for example, radio aids are not, eg. a KNS80 RNAV unit
based on VOR-DME cannot autonomously alert a user to an erroneous VOR signal)
Amongst the codes available for Item 18 “PBN/”, only three are likely to be relevant for lighter aircraft:
B2
B4
D2

B-RNAV (ie. RNAV 5 in the new terminology) capable using GPS.
B-RNAV capable using VOR-DME.
P-RNAV (ie. RNAV 1 in the new terminology) capable using GPS.

P-RNAV is not strictly compliant with RNAV 1, but Eurocontrol has deemed that it be treated as such for the purpose of Item 18
coding. This means that if you fly outside the European (ECAC) region, you should check if you are ICAO RNAV 1 compliant before
filing “D2”. Note also that the FAA stipulates additional Item 18 codes for flights in the USA, see the FAA’s AIM.
S1

Approved for GPS approaches (ie. RNP APCH in the new terminology), whether LNAV-only or LPV. However,
in the case of LPV approval, you would also include “B” in Item 10.

The entry in Item 18 “PBN/” includes:
- All the codes for PBN capability for that particular flight (up to a max of 8, ie. 16 characters)
- In alphabetical order
- Without spaces
For the sake of clarity, you do not enter only the code for your “highest” capability. For example, if P-RNAV and B-RNAV
approved, you include “B2D2”, not just “D2”. For example, a light aircraft with a Garmin 430 (non-WAAS) installed that is approved
for B-RNAV and GPS approaches but not P-RNAV would have the following entry: “PBN/B2S1”
In addition, if you entered “G” in Item 10, to designate GPS equipment and you have an SBAS (ie. WAAS/EGNOS) installation, you
should enter “NAV/SBAS” also in item 18. The other form of augmentation is GBAS (Ground-based) – this is not yet available for light
aircraft.

Instrument Pilot
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Cut along here to keep for reference

ICAO’s PBN Manual has introduced new standards and terminology. Firstly, PBN is the “umbrella” term for all things that we used
to call Area Navigation. Secondly, there are two main classes now of PBN standards:
- RNAV, without a requirement for performance monitoring
- RNP, with a requirement for performance monitoring
The track-keeping requirement is still measured in NM for a particular standard and the term “RNP” is no longer used in the narrow
sense of “within Xnm 95% of the time” but more generally for a PBN standard with the performance monitoring requirement.

T�� PPL/IR O����� F����
Timothy Nathan encourages new and existing members to make greater use of the Forum

T

he collective membership of PPL/IR
Europe knows more about operating
light aircraft under IFR in Europe than
anyone else: more than instructors, who
often know little more than the holds and
approaches of their local airfields; more
than airline pilots, who have everything
done for them by an Ops Department and
then blast straight up into the sunshine;
more than EASA and the National
Authorities, who come to us for advice
because they recognise our greater
expertise. We have many thousands of
hours of practical, real world, experience
of planning and executing IFR GA
flights, hundreds of years of experience
in managing aircraft and equipment and
discussing airspace and procedures.
As a member, you have access to all
that knowledge and experience at the
click of a mouse button via the website
forum. It is one of the most useful
resources you have at your disposal, and
it directly addresses why the organisation
was set up in the first place – to network
knowledge between people who would
otherwise find it hard to come by.
Over recent weeks it has been a
pleasure to welcome a few new people
to the forums, but it is still a shame that,
of our 475 members, only a handful are
regular contributors to and beneficiaries
from the forum.
I am writing now to try to encourage
the many of you who have not visited the
forums or who have visited them but not
contributed, to join the community. In my
opinion, the forum is the most useful part
of being a member of PPL/IR Europe,
because it gives you instant access to
people who almost certainly know the
answer to your question, who will go and
find out or at the very least, will point you
to where you can get an answer.
Additionally, the forum has a section
of Airfield Notes, where members have
posted their experience of airfields all
over Europe and tell you all sorts of
things from where to expect turbulence to
the number to the security gate!
But let’s start with why people might
not be using the forums and see if I can
deal with your concerns:
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I am not computer literate; I
don’t know where to start.
If there are people who don’t feel that
they can penetrate how to use the forum,
then please email me and I will arrange a
little online tuition for you or a group of
you. There isn’t much to show you…but
then, maybe all you need to be shown is
that there isn’t much to be shown!

I don’t know how to log on.
Send me an email and I will send exact
instructions. If you like, you can even
send me your preferred password and I
will set that up for you too!

My English is poor.
Don’t worry about that on two counts.
Firstly, we are not all native English
speakers and even those that are have
become very tolerant of people who do not
have English as their first language. We
have to work with non-English-speaking
ATCOs and pilots, not to mention hotel
clerks and taxi drivers, much of the time.
Most of us are delighted that you are even
willing to give it a go and will not criticise
or laugh if you make mistakes. Your
English is, almost certainly, better than
a native English speakers’s command of
your language.
Secondly, I read every posting and if I
think that the way it is phrased makes it
difficult to understand, whether because
of poor spelling, vocabulary, grammar,
idiom or punctuation, I will do my best
to work out what was meant and then
correct it. Mostly, unless I am away
myself, these corrections are done so fast
that most readers will never have seen the
original.

I don’t have anything interesting
to contribute.
Everyone has interesting stuff to
tell us. It might be about how things
are in your country, about how you are
developing your skills or a technique you
have discovered. Every pilot worth his
salt considers him or herself constantly
learning. Anyone who thinks that they
have nothing to learn is dangerous.
And we can all learn from one another.
Sometimes, someone asking a very basic
17

question can get others questioning
themselves whether they really know the
answer to the basic question. If you are
studying for the exams, you will know
stuff that the old lags forgot years ago,
and need to be reminded.

People will laugh, be rude or
aggressive towards me.
This happens in some forums,
both aviation and non-aviation, but it
absolutely never happens in PPL/IR
Europe. There are a number of reasons
for this.
Firstly, we insist on the use of full, real
names. People cannot hide behind a cloak
of anonymity.
Secondly, we are a relatively small
group, so there is no way to make a
jab and then run and hide. Just about
everyone knows everyone else.
Thirdly, we regularly meet each other
in real life. Approximately a quarter of the
whole membership comes to the AGM.
Who is going to be rude or unpleasant to
someone that they can reasonably expect
to meet over lunch within a few months?
Fourthly, as pilots who have managed
to get to the point in our lives where we
can fly under IFR at our own expense, we
are basically a group of nice , intelligent,
educated gentlemanly/ladylike people.
We just don’t do nasty.
Finally, if I, as moderator, saw any
nastiness (and I would see it very quickly)
it would be deleted before any/many other
people saw it and ask the writer to desist.
That is, however, theoretical, as I have
moderated the forum since its inception
and there has never been the need.
Rather than try to persuade you with
the theory, let’s take a very recent case
study. Julian Mant is a relatively new
member of PPL/IR Europe. He was
attracted to the organisation by the
people he met at Aero Expo, particularly
our lovely Membership Secretary, Sali,
and decided that we were a like-minded
group of people he could fit in with.
Julian had in the past dabbled in
PPRuNe and had found that contributors
there used it more as a point scoring
exercise - an ‘I know more than you’,
school playground experience P 18 
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Chairman’s corner
Anthony Bowles

L

ast time I mentioned that the
Executive Committee and a number
of other members who had participated in
a Forum discussion initiated before the
meeting, met at Gloucestershire Airfield
one Sunday in the latter part of July
to review PPL/IR Europe’s strategic
objectives. I do not think that any of us
believed before the meeting that radical
change was necessary and so it turned out
to be. But all organisations ought to review
the reasons why they exist every now and
again and particularly organisations such as
ours, where volunteers with a spell of time
to serve the organisation come and go, but
there is no permanent secretariat in place to
remind the volunteers about the core tenets
of the organisation.
We decided that we should add a
sentence to the ‘About us’ page on our
website reading as follows:PPL/IR Europe is open to anyone
with an interest in acquiring or enhancing
instrument flying qualifications with a view
to operating light aircraft for purposeful
travel. PPL/IR Europe supports and
encourages all who wish to improve their
instrument flying abilities.
Over the years, some have argued that
we are really only interested in IR holders
or those seeking to gain an IR qualification.
We hope that this additional wording
makes it clear that this is not the case.
Pilots with or seeking an IMCr, now to be
an IR(R) come as fully into this definition
as pilots with or seeking an IR, or with an
IMCr seeking an IR. Soon, if all goes well,
the EIR will be an additional qualification,

which is likely to appeal to some European
pilots and we believe will enhance UK
IMCr holders privileges by allowing them
to fly IFR in airspace presently closed to
them if they wish to do so. We hope that
the net end result may be an increase in
the total number of full IR qualified light
GA aircraft pilots in Europe, because the
greater the number of these, the greater our
strengths at the EASA negotiating table.
However, there will always a significant
number of pilots for whom the IMCr or
EIR will be sufficient for their purposes
and we are here to represent their interests
as strongly as we try to look after the
interests of our IR members. I cannot
emphasise this more strongly. We give
equal support to European pilots flying
non-EASA registered aircraft in EASA
airspace following the introduction of the
new EASA licensing and maintenance
regime in 2014.
A number of subsidiary matters were
also discussed. First, there was agreement
that attendance at Friedrichshafen and
AeroExpo is beneficial to PPL/IR Europe,
its profile with regulators and with members
and was generally to be encouraged. This
year’s experience showed that it was better
to have a small group of members willing to
commit to running our stands on a full time
basis rather than a larger number of people
standing in for a couple of hours or so. We
are hoping to be present at Friedrichshafen
and Sywell again next year and if there are
volunteers able and willing to commit to
either of these events, please drop me an
email as soon as you can.

Training material and seminars for
members and others, when appropriate,
is highly regarded and is seen as a
valuable part in the annual activities for
members. Vasa Babic has just run his third
PRNAV theoretical seminar at Coventry
as successfully as the previous two last
October and in March. I think that more or
less everyone who asked for a place at one
of Vasa’s seminars has now been offered
one. There are signs that there may soon
be encouraging news for members wishing
to undertake PRNAV operations. We are
actively considering preparation of further
training material/courses for the new CBM
IR and EIR.
The annual social weekend continues to
be highly appreciated and there is support
for holding more one day events, possibly
around non-aviation themes which would
encourage wives, partners, children and
others to attend. While Steve Dunnett,
our meetings secretary, will continue to
organise our primary events, I think that
other additional events realistically have to
be largely organised by members at local
level. If individuals see an occasion, which
they think may appeal to other members or
their families then post something on the
Forum and garner support for it or send an
email to Steve or I for a view. I know that
Steve would always be prepared to offer
general advice about organisation and we
would try and ensure some ExCo members
presence at the function on the day.
Likewise there is continuing support
and encouragement for the longer nine day
trips although these take more time and

 P17 - rather than genuinely trying
to help. So he felt that he would prefer
to address me and Sali directly with
his rather complex question about the
privileges of an FAA IR holder flying an
EASA reg aircraft in UK airspace.
Sali and I didn’t know the answer and
persuaded him, after a little reluctance,
to ask on the forum. The answers came
from a variety of sources and provided a
comprehensive reply - if you’ve not made
a visit recently, please log on and have a
look.

Every day, there are examples of
questions about avionics, regulations and
law, techniques, safety, weather, planning,
Jeppesen and Garmin, automated flight
plans and all the other stuff which we, as
serious long distance, IFR pilots need to
know.
At the last count, there were 303
airfields in 40 countries in the Airfield
Notes section. This source of really
useful, practical information may be
unique in the world. Why not check if
the airfields you know well are there?

If they are, check the entry, maybe add
some more knowledge to it or if there is
nothing, create one!
So, in summary, forum is as good a
source of practical advice and information
as you will find anywhere about flying
GA IFR in Europe. It is gentle, safe,
intelligent, well written and welcoming.

Instrument Pilot
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Please use it! You really will
be very welcome.
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trouble to organise and family/holiday and
other constraints make it difficult for many
members to come on these. These trips
come within the ‘purposeful travel’ element
of our mission statement to expand flying
horizons and undertake journeys, which
may be more difficult on an individual
basis. There is no one I know who has
done one of these trips and not come back
without learning something of aeronautical
value on the way and had an enjoyable time
as well. This year, Phil Caiger organised an
impeccable trip to three places in Turkey.
A write up appears in this IP so I will not
give any details here except to say that
we discovered a new valuable use for our
photograph Air Crew card; it was accepted
as sufficiently secure valid ID for security
for renting out audio guides on our visit to
the Topkapi Palace in Istanbul. Now that
must be worth a tenner!
On a different note, there are welcome
signs that EASA recognise and will do
something about the unduly onerous safety
strategy for GA following proposals made
by Europe Air Sports of which we are a
member, and IAOPA for a more risk based
approach for aircraft maintenance although
how long this will take to translate into
practical proposals is quite another matter.

Likewise it is good to hear that significant
new numbers of GPS approaches are
becoming available particularly in France
and Germany. Much less satisfactory is the
rate of progress in introducing more GPS
approaches into the UK. Anecdotally one
hears this is because of the problems in
drafting safety cases for their introduction
for the CAA. Is this another example of
gold plating to defend regulatory territory
and ambitions? I hope not but I do not
recall the introduction of NDB or VOR
approaches in olden times being frustrated
by reference to safety cases. Likewise, on
my recent trip to Turkey, I could not but
observe the absence of flight crew wearing
yellow hi-vis tabards once we reached
Europe’s shores and whether we were on
large international airport aprons or minor
municipal fields. Are such airfields less
safe because of the relative absence of
dayglo yellow?
Lastly, I guess that most members
are now familiar with the new website. I
know that a few members had some initial
problems with logging in but for the most
part, transition from the old to the new
website was seamlessly quick and easy
and for that we owe Derek Fage, PPL/IR
Europe’s webmaster, a big vote of thanks

as the back office changes have been major
and will help in no small measure to keep
admin costs down in the future. Members
can now edit their profiles on line and I
end this Chairman’s Corner with a request
please to all members to review and update
their profiles if they have not already done
so. Login, click on ‘Member Services’,
then ‘Update your membership details’ and
then choose which profiles you would like
to update. Apart from obvious ones like
changes of (e-mail) addresses, telephone
numbers etc, please do update licence/
rating details as we use this information
in our dealings with the various regulatory
authorities and where relevant, information
on aircraft ownership is helpful too. There
is a forum page, which gives details of
your recent posts and what posts you are
currently following and then a page to
renew your subscription online. Finally
there is a page where you can upload a
mugshot of yourself or aircraft or whatever
(within reason!). As I think all members
know, we have a policy of requiring
members to post in their own names which
we feel keeps the quality of debate high
and avoids some of the problems one sees
on other forums where pseudonyms are the
order of the day.

 P 4 umbrellas in the palace restaurant
overlooking the Bosphorus. The Topkapi
would have been very opulent in its heyday
but, unlike many Chateaux and castles in

and we walked on to see the Hagia Sofia,
formerly a Christian church, later a mosque
and now a museum. The Hagia Sofia, built
in AD537 by Roman Emperor Justinian, is
probably Istanbul’s most magnificent site;
the size of the interior dome is incredible
and it has actually collapsed several times
since it was built but one really has to risk
standing underneath to appreciate it! By
now, the sun was shining again and after
tea in the public gardens outside the Hagia
Sofia we split up to enable the shoppers to
buy the requisite gifts for family back home
and for the rest of us to visit the Basilica
Cistern, an impressive Roman underground
reservoir complete with fish! The evening’s
entertainment was provided by whirling
dervishes – a mesmerising performance,
too mesmerising for some of the audience
as their eyes closed!
Jim and Colin had to be back in the UK
by Monday so needed to leave Istanbul on
Saturday morning. The rest of us, however,
were fortunate to be in less of a hurry and
had another morning to explore more of the
sights.
The Blue Mosque was worth queuing
for; the hand painted tiled interior making

up for the rather drab looking, albeit
stunningly architected exterior and a
wander around the Grand Bazaar enabled
the rest of us to participate in the traditional
haggling over the price of gifts.
After lunch, we reversed the outward
journey across the Bosphorus to the airport,
revelling in the views of this great city for
the last time. Gozen whisked us though the
GA terminal and back to our aircraft where,

Hagia Sofia

Europe, little remains of the furniture and
you are left to image what it would have been
like. In the early afternoon the rain abated
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Basilica Cistern

despite having a firm quotation, we were
forced to haggle over their bill. Refuelling,
courtesy of the Aviation club, was timely
and left us time to peruse the various SIDs
for our departure. Eventually, we flew off
through clear skies straight into P 20 
Instrument Pilot

 P 19 the beautiful sunset over the Greek
mountains for a night landing in Kerkira,
Corfu. Full main and tip tanks were taken
for this trip, despite the cost, because of
the distance to suitable alternates that had
Avgas; Thessaloniki was the most obvious
but had a NOTAM indicating that no Avgas
was available so, Dubrovnik was selected
as my alternate which was over an hours
flight away from Kerkira and a long way
off the route.

Corfu

Interestingly, there must have been a PA46
flyin – we were the 4th Malibu parked up
on the apron. After tea and coffee and a bite
to eat in the smart terminal (1 1/4hrs later)
we took off again across the Mediterranean
to Avignon. Once we were handed over
to Marseilles, we were astonished to hear
Anthony’s voice on the radio and sure
enough, we landed off the procedural NDB
approach just 10 - 15 minutes after him.
Again, this time thanks to Anthony’s earlier
arrival, refuelling was swift and we were
quickly on our way to a Mercure hotel,
superbly located, just 50m from the Pope’s
Palace.

A fabulous meal of grilled prawns and
salad with the obligatory bottle of red wine
in the roof top restaurant of the Cavalieri
Avignon
Hotel in Corfu Town ensued, by the time
we’d finished we were the only people left
Planning the journey home was a matter
and the waiters were itching to get home.
of waiting for the morning’s thunderstorms
Come morning, weather checked and from a cold front to clear away from
flight plans for the afternoon filed, we Avignon and also the deep low over the
wandered off to see the Paleo Frourio south east of England to move away north.
(Old Fort), constructed by the Byzanties The thunderstorms were forecast to clear
in the 12th century and occupied and by 10.00z but the low not until 15.00z so
modified over the years
Hot Air Balloons Over Cappodoccia
by various armies, it
offered superb views
of the Venetian red
roofs of the town,
nearby islands and the
mountains of Albania
across the narrow
stretch of sea.
Although
we
were already back in
Europe, returning to
our aircraft, this really
now felt like it was
the beginning of the
journey home. Olympic
wafted us efficiently
though the airport and
we were soon back at
our aircraft where we
waited and waited for
the lone fuel bowser
operator to finish all
the commercial traffic
and make his was over to us. With just we filed our departure for 12.00z the flight
10 minutes to go, he appeared and rapidly being planned to take 3hrs which, rather
filled the tanks.
fortuitously, gave us the remainder of the
Anthony had decided to fly non-stop to morning to explore Avignon.
Avignon, but for me 41⁄2hrs in the plane just
The classically styled main square
seemed too long and we elected to stop to aside, the two sights are: the famous pont
stretch our legs in Calvi, Calvi was superb, from the nursery rhyme (obviously!) and
vectors from Bastia to final, localiser DME the enormous Pope’s Palace, constructed
approach and circle to land; as soon as our by the first French pope and occupied by
wheels touched the ground the fuel bowser subsequent French popes until the Italians
was on its way over and positioned to fill tired of the French and created their own
up even before I’d stopped the engine. Pope again. Unfortunately, we only had

sufficient time for the bridge and a few
photos of the outside of the palace so
Avignon is definitely on my list for a long
weekend.
The airport was almost deserted when
we returned and we struggled to find anyone
to let us out to our aircraft. Eventually,
someone turned up and we were let through
without delay and headed off once again,
into blue skies above broken clouds and
another uneventful trip home albeit with a
strong (60kt) crosswind most of the way.

Summary
The trip was an appealing balance
between flying and sight-seeing, the journey
to Turkey and back home again allowed
just enough time to relax and enjoy some
of the enroute stops and once inside Turkey
the pattern of a day on / day off of flying
enabled us to visit all the sights we set out
to do and not feel we were in too much of a
rush to do anything properly. Undoubtedly
there is more to see, and a few extra days
in Istanbul and perhaps
a trip to Pamukkale
would be on my agenda
for another time. The
handling in Turkey was
expensive but I think
worthwhile for the flight
permits, prompt delivery
of landing slots (Izmir,
Ankara and Istanbul
are all slot controlled)
and the ease with
which we were able to
get into and out of the
airports; we had to pay
nothing at Nevsehir and
Ankara, even for fuel,
enabling us to arrive
in Istanbul earlier than
would otherwise have
been the case (the bills
for these airports were
paid just before we left
Istanbul). Avgas was the
most expensive I’d come across: we were
charged USD 3.5/litre in Izmir and Ankara
and USD 4.5/litre in Istanbul – thankfully
we were not taxed as this would have added
another 18%. The generally good weather
made the trip relatively stress free from a
flying perspective and the good company
and conversation over dinner really made
the trip great fun – a special thanks to
Anthony, Miranda, Jim, Colin and of
course my brother Andy for coming on my
first PPL/IR Europe trip!

