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Across the North Atlantic

from Gloucester to Tulsa in a light aircraft part two: The Journey
by John Shannon and Steven Day
Journey to the US

Gloucester to Wick: We almost never
began on our journey! On Sunday 21st July
at mid-day, Roy and I taxied to the holding
point for our flight from Gloucester to
Wick. Suddenly, all our avionics turned
off. No circuit breakers had popped and
the radio master switch/breaker was still
in the on position. We could only turn the
radios back on again by using the avionics
emergency master switch; we taxied back
to the hangar with our tails between our
legs.
Monday morning and Alec Vincent and
Dave Waterman of RGV were promptly on
the case. At first, we thought the problem
must be the avionics master switch but that
tested as working. We looked at the wiring
diagram as shown in the pilot’s handbook
and it looked as if it must be something to
do with the wiring.
Lesson number one: Do not trust pilot
handbooks! They are designed for pilots
who engineers consider to be simple souls
who should not be troubled by too much
detail. When Alec looked at the detailed
engineer’s circuit diagram, he discovered
that there is a further 50 amp circuit breaker
located in the wing stub by the battery bus
which is between the battery bus bar and
the avionics master switch/breaker. (The
emergency avionics master switch bypasses
this circuit breaker by operating from the
main bus bar.) The 50 amp circuit breaker

tested
Castle
faulty.
HotelNow
in Wick,
the question
Scotlandarose: how
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were we going to get a replacement circuit
breaker? By the fastest shipment it would
take three days to get one from the US and
that would mean that we would be very
hard pressed to get to Dallas in time for our
simulator course. I was deeply depressed.
It seemed as if all my careful preparatory
work and the costs incurred to date was all
for naught.
Lesson number two: In flying, never
give up hope. In walked a knight in shining
armour to rescue us from our slough of
despond. Jim Thorpe has a 421 which
he keeps in Wales at about a 45 minute
drive from Gloucester. With the generosity
given to few, he said we could “borrow”
the 50 amp avionics circuit breaker from
his plane as he was not using the aircraft
in the immediate future. This was a more
generous offer than it would seem at first
sight; we did not know at this point when
we would be able to get a replacement
circuit breaker for Jim’s aircraft!
To speed things up, Jim agreed to fly
David Waterman over to his plane in Wales
– a 15 minute journey. In the meantime
Roy and I would drive the 50 minutes to
Jim’s house near his plane’s hangar. By
the time we arrived, Dave had already
extracted the circuit breaker and confirmed
it was the same type – phew! Then, the
three of us drove back to Gloucester and
Dave put in the “borrowed” circuit breaker.
Bingo! Everything worked. As a small
demonstration of my gratitude, Jim and his
wife will come up to London as my guest
and enjoy a slap up meal at a very good
restaurant.
Roy and I were soon on our way to
Wick. We flew at F200 and the weather
was a nice summer’s day.
On arrival in Wick we were met by
Andrew Bruce of Far North Aviation. He
proceeded to give the aircraft an extremely
detailed visual inspection. His only
comment after this was to say that he had
rarely seen a plane that was so well polished
on the bottom of the fuselage. (Thanks to
Mark Chegwidden of Propwash).
The plane was fuelled – with the
addition of alcohol as an anti-icing agent;
we were given our immersion suits, life
raft, emergency supplies and in no time
at all Andrew was driving us to the local
3

Castle, a hotel in late 19th century Scottish
baronial style. Andrew had booked the
hotel for us. Roy and I had an excellent
dinner in the hotel’s ‘baronial hall’ and a
good night’s sleep.
Wick to Reykjavik: The next morning,
we turned up at the airport, all ready to
go, to find that our flight plan booked via
Rocket Route had not got onto the air traffic
system. However, over the years, Andrew
has collected on his computer, every
possible flight plan departure from Wick!
Accordingly, Andrew quickly filed a flight
plan for F220 for BIRK Reykjavik - about
670 nautical miles or about three and a half
hours flying. Again, the weather forecast
was benign. We had a slight headwind but
otherwise the flight was uneventful.
Reykjavik airport is the former main
airport for Reykjavik, the capital of
Iceland. It was built by the British in the
last war very close to the centre of the city.
It has now been superseded by Keflavik as
the main airport and Reykjavik Airport’s
future is in doubt. However, Reykjavik,
at the moment remains a large airport
with a number of runways, two of which
are served by ILS approaches. It is a
convenient airport for general aviation,
especially as the Hotel Lofleidir, in which
we overnighted, is a mere two minute’s
walk from where the plane was parked.
Reykjavik to Narsarsuaq: Our first
question was whether to go to Narsarsuaq
or Kangelussuaq. The weather was good
at both destinations. Flights between
Narsarsuaq and Goose Bay traverse Gander
Oceanic airspace which requires HF radio
below F250. The 421C, although certified to
F300 in the US, is only certified to F250 by
EASA. Accordingly, we needed to find out
if a flight plan going west from Narsarsuaq
to Goose Bay would be accepted at F250
westbound (not in accordance with the
semi-circular rule). We had been unable
to clarify this point up until now. We did
not want to go to Narsarsuaq and find that
we could not go direct to Goose Bay. That
would mean that we would need to go up
to Iqaluit and land and then down to Goose
Bay, a dog leg approaching 1000nm! The
only way to find out was to file a flight
plan from Narsarsuaq to Goose Bay at
F250 which we did through Flight Services
Instrument Pilot

Ltd. at Reykjavik. (We were, by the way,
continuing to have difficulties with Rocket
Route.) We were accepted at F250 between
Narsarsuaq and Goose Bay and so we could
go to Narsarsuaq. The departure from
Reykjavik was straightforward and the
weather was good en route for a flight at
F200. We were in VHF contact throughout
the flight. We did have a 30 knot headwind
for much of the way and Greenland was
largely covered by cloud up to about 13,000
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feet. Fortunately the cloud started breaking
up as we got to the west coast of Greenland
and it was clear over Narsarsuaq.
We decided to follow the NDB/DME
instrument approach into Narsarsuaq to
see how it looked in visual conditions. The
airport is surrounded by high terrain on all
sides. The approach is really only a break
cloud procedure with an MDA of 1500ft
(if you can climb on the missed approach
at 6 degrees) or 1,800ft for a 4 degrees
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climb) and a requirement for 6000 metres
visibility and a 5.6 degrees descent path to
the threshold from the visual descent point/
missed approach point. (See the approach
plate below.) The Narsarsuaq approach
is quite hair raising when flown visually;
there are hills higher than the descent
path on all sides. The video (See the link
below) shows us flying the approach at
the prescribed heights. As you can see the
hills are very close. Roy and I decided that
we would not want to do an instrument
approach in IMC into Narsarsuaq unless
we were desperate. The missed approach
is one to be truly prepared for; if you turn
right instead of left you are dead as you fly
into a 6000 feet mountain within about half
a mile from the airport.
Greenland has a brutal, stark beauty.
There are no trees and the vegetation is
sparse. The mountains are very high (up
to 14,000ft) and striking and there are
permanent glaciers on nearly all the higher
ground between the mountain peaks.
While Roy had never been to Greenland,
he had often flown to Japan via Alaska in
his airline days. Roy said that Greenland
reminded him of Alaska.
Narsarsuaq airport now has an avgas
fuel truck and so it is not necessary to buy
barrels of avgas. Credit cards are accepted
for payment. The airport staff are very
efficient in processing your flight plan and
getting weather and you can call Canadian
customs to warn them of your arrival using
the airport handlers’ telephone line. We
were able to make a quick turnaround in
about an hour and a half from landing to
taking off again.
Narsarsuaq to Goose Bay: The Forecast
head winds for F250 were 40-50 kts for
part of the way, which was a concern. The
actuals turned out to be 70-80kts at F250
for much of the way. We were out of VHF
communication for about one quarter of
the flight (but see the return flight below)
and it was in this period that we wanted to
descend to get out of the strong headwinds.
In the end, a relay from a passing airline
allowed us to get approval to descend to
F240 and the headwind dropped to about
50-60 kts which we lived with for much
of the rest of the flight. The other aircraft
also kindly got us the weather for our Sept
Isles alternate which we found had gone
below minimums; the worsening weather
had not been forecast. The other pilot
suggested White Sands as an alternative
alternate which was forecast to be above
minimums at the time of our landing.
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We could not find White Sands on our Do remember, before departure, to call US
GPS database or on the iPad. Finally, we customs, in our case at Bangor, to notify
managed to get back to the pilot who had them that you are coming. Make absolutely
suggested the alternate and he explained sure that you get an acknowledgement and
that the French (and official) name of the take a note of the officer that you have
airport is Sables Blanc but being an English talked to.
speaking Canadian, he always uses the
The flight was over very sparsely
English name! As it happened, Goose Bay populated countryside with thousands of
remained above minimums so we did not lakes and extensive forests. Only when
need to go to Sables Blanc.
we crossed the St Lawrence River did
I learnt a lesson from all this, which the countryside start showing signs of
was reemphasised by Roy: Flying across habitation and roads. The radio traffic in this
the Atlantic, you must constantly monitor part of Canada was largely all in Canadian
range and fuel reserves and ensure that French which I was not expecting.
at all times you have two airports within
Bangor is a medium sized commercial
range and with above weather minima. If airport with good facilities (two ILSs) and
you do not have two airports in range and an international terminal. We were directed
with above weather minima and you have to a specific customs spot on the general
not gone past your
point of no return,
it may well be
prudent to turn back
to the departure
airport and wait
for the weather
to improve. The
weather in this part
of the world can
change quickly and
fog can close down
a safe approach to
any airport within
range.
Goose
Bay
is another large
airport that is, like
Reykjavik, past its
glory days. It used The Cessna 421C at Beckley, West Virginia
to be an important
military base but no longer. It has two long aviation parking area and were met by
runways, one equipped with an ILS and full two very burly Border Agency officers
approach lights and the other with LNAV/ with guns, etc. After they had carried out a
VNAV approaches. Canadian Customs met cursory inspection of the aircraft, asked us
us at the plane and we could fill out our one or two questions and seen our passports
immigration forms in the FBO. Woodward and visas, they instructed us to go over to
Aviation provided handling and avgas and the International Terminal to clear into the
drove us first to Irving Aviation, another US. The local FBO drove us over to the
FBO, that would look after the immersion terminal. Customs and Immigration were
suits and the life raft on behalf of Andrew very informal and the officer talking to me
Bruce while we were in North America and seemed much more interested in the fact
then to our hotel/motel – it did not have a that I lived in Fulham where a friend of
restaurant. We walked into town to find a his lived than in anything else. We were,
restaurant.
however, lucky to arrive at a quiet time
Goose Bay to Bangor: The next when there were no other passengers in
morning, Woodward sent a car to take us to the arrival hall. It may have also helped
the airport. We filed our flight plan with the that we were both “crew”. Bangor is a
very helpful local Flight Service Station by popular entry point for General Aviation
phone (again problems with Rocket Route Aircraft to the US and everyone seems
which we decided not to use in the US). well accustomed to dealing with our type
We continued to be lucky with the weather. of general aviation flight.
101/2014
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Flights in the US

Bangor to Bennington, Vermont: In the
afternoon, in good weather, we flew to
Bennington, Vermont (KDDH), arriving at
about 4PM. This is a typical small airport
which, much of the time, is unattended.
It does have an Automated Surface
Observing System (ASOS) which provides
weather, a GPS instrument approach and
pilot operated lights. Approach Control is
handled remotely by Albany Approach and
you can cancel your IFR flight plan after
landing on the Ground Communications
Outlet (GCO), which allows you to call the
remote Flight Service Station, Approach
Facility or Centre Facility on the plane’s
VHF radio. Here is what the UK CAA
and other European Aviation Authorities
should consider as
the ideal solution
to
implementing
safe, cost effective,
i n s t r u m e n t
approaches at small
airports. It is no
wonder that the US
has a better general
aviation
safety
record than most
European countries!
After a delightful
couple days stay
with my sister in
historic Bennington,
Roy and I continued
to Muncie Airport,
south
west
of
Chicago. We arrived
just before a local
flight display of a B25 Mitchell bomber,
a P38 Lockheed Lightning and a P51
Mustang; great fun! The three aircraft were
practising for their display later in the day
for the start of the Indianapolis 500 road
race.
Muncie to Wichita: On to Wichita
and we flew through some heavy rain.
Suddenly, the autopilot pitched the aircraft
up and we had to disconnect it in a hurry. If
not fixed, this would be a problem for the
return flight!
We planned to spend one and a half
days at Wichita to allow Yingling to inspect
the engine exhausts (a mandatory 50 hour
check) and change the engine oil. This
was all carried out with great efficiency in
Yingling’s immaculate workshop. I can say,
without any fear of contradiction, that there
is no general aviation facility in Europe
that can compare to Yingling! P 14 
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Chairman’s corner
by Paul Sherry

The first order of business is to say a
generous thank you to David Earle who
has made the difficult decision to resign
from the PPL/IR Europe Board so as to
spend more time with his aircraft. David
has put in many hours of service to PPL/
IR Europe members commuting to and
from Exeter, usually to London, to sit in
and contribute to many committee’s in
many and various organisations. I suspect
that the majority of these meetings might
not have been as productive as David
might have wished but the fact that we
have had a presence there is important.
As Julian Scarfe has told me - ‘decisions
are made by those who turn up’. And if
we don’t turn up then a decision might
get made which would subsequently
have a major negative impact on the type
of flying that we do. So, David, please
enjoy having some more free time. But
of course, David’s departure from the
Board means that we have hole to fill
and ExCo members will do everything
they can to fill any gaps.
At time of writing, we are nearly
into April and PPL/IR Europe is getting
geared up for a 3rd appearance at Aero
Expo Friedrichshafen. The core team
this year is again led by Timothy Nathan,
supported by Stephen Hallas and myself.
Julian and his wife Andrea will also
be joining us although Julian will also
be participating in other aspects of the
meeting. Much networking goes on
behind the scenes at what is probably
the biggest general aviation event in the
European calendar. Jim Thorpe will also
be attending.
Friedrichshafen is right on the
southern end of Germany, right next
to Lake Constance and indeed the ILS
to 06 is fairly spectacular (if in VMC)
with the impressive Lake Constance
underneath you and the snow topped
Swiss mountains to the south. If you get
up early then it is ‘do-able’ as a day trip
although you will have to work hard to
get round the show in just one day. Much
better to try and find a local hotel room
for the night and take in the show in a
more relaxed and informative way. If you
do make it to the show then please come
Instrument Pilot

and look us up. I have checked the stand
allocation and it looks like we are in the
same place as last year - Hall A5, Stand
533. I very much hope that we have the
same next next-door neighbours as last
time as we had a good coffee shop, which
also sold food and beer, right alongside.
Just getting the priorities in order!
Last year, the Notice of Proposed
Amendment (NPA) with regard to the
CBM-IR, EIR and 3rd party conversion
for foreign IR was actually published
through the EASA during the show.
Commission Regulation (EU) No 245/
2014 was voted into EU law on Thursday
13th March 2014. This is the end of the
beginning of a huge amount of work
started by Jim Thorpe, Timothy Nathan
and Julian Scarfe (as well as others too
numerous to mention) several years ago.
This regulation change now makes the
IR realistically achievable again for the
enthusiastic and committed GA pilot.
For the enthusiasts amongst you, the
full text of this regulation can be found
at http://eur-lex.europa.eu/LexUriServ/
LexUriServ.do?uri=OJ:L:2014:074:
0033:0057:EN:PDF - or as I did just go
onto a well known search engine and
type in the reference in the paragraph
above and you will be directed to the
right place.
However, for those of us not well
versed in the rather obscure technical
language in which EU documents are
published, then the major bullet points
are:
1.
The theoretical knowledge
requirements have been reduced by some
40% and are now more applicable to GA
pilots undertaking non-commercial IFR
operations. In other words most of the
‘commercial’ TK has been extracted and
placed where it belongs - in the more
commercially focused exams
2.
That the minimum training time
or the IR required has been reduced
from 50 to 40 hours ‘creditable’ flight
time, of which a minimum of 10 hours
must be completed under the remit of
an approved ATO. The remaining hours
can be gained in a number of ways but
must include a further 15 hours from an
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approved instructor (and this can include
the 15 hours from the IMCR/IR-R)
3.
The introduction of the EIR (EnRoute IR) which allows pilots to access
airways (and other airspace) under IFR
for en-route purposes, though take-off
and landing must be under VMC unless
other qualifications are held (e.g. the
IMCR/IR-R valid in UK airspace). Thus
no SIDs, STARs and IAPs.
4.
For the first time, there is a
practical route for the holder of a 3rd
country IR (mostly FAA IR’s in our
case) to convert this to an EASA IR. In
theory, this is as simple as presenting
yourself to an examiner, taking an oral,
a flying skill test and then walking
away with the relevant paperwork. In
practice, however, it is likely that many
of us would fail our driving test if asked
to take it again tomorrow and the same
would be true of an IR skill test without
some revision and preparation.
There are other points within the
legislation but probably too detailed to
review here, so, I would refer readers
to our website. Vasa Babic, Timothy
Nathan and Jim Thorpe have produced a
document summarising the changes and
by the time you read this then it should,
hopefully, be available on our website.
Members of ExCo have produced this
and two more documents. Jim Thorpe
has been closely involved with bringing
together a leaflet on converting the FAA
IR to an EASA IR. We plan to have these
available at Aero Expo Friedrichshafen.
Finally, Jim is preparing a book on the
new IR, which will be available shortly.
Now that the regulatory side of the
task is complete (at EASA level), then
the work really starts to ensure that the
new processes are actually available on
the ground, at local level, to be accessed
by pilots who wish to avail themselves of
these new routes to an instrument rating.
In the UK, we have already opened out
discussions with the CAA: in theory at
least, the conversion route from the 3rd
country IR to an EASA IR is now already
open. There are no formal theoretical
knowledge requirements to prepare and
it should just be a matter of an oral test,
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followed by a skill test. For the CBMIR (and EIR) then the question banks
have to be formulated and an approved
course put together by the TK course
providers. These are now the hurdles to
be overcome and we do need to keep
the pressure on the National Aviation
Authorities to step up to the plate and get
all this moving forward.
As reported in a previous issue of
Chairman’s Corner, the deadline for
having EASA licenses and ratings for the
aircraft your fly, whatever the country
of registration, has been stretched out
to 8th April 2015. Now that the EU
have passed the new regulations into
law, then the view of those within the
PPL/IR Europe community that have
regular contact with the regulators is
that it would be unwise to assume that
there will be a further extension on this
deadline. EASA is likely to say, with
some justification, that they have put
all the pieces together to help deal with
this issue (which is of course of their
own creation in the first place!). If the
NAA’s do not get organised to support
the testing, TK and other matters arising
then EASA may well respond that “that
is not their problem”. It is therefore up
to us in PPL/IR Europe to support the
NAA’s in any way we can to move this
forward. I can assure you that ExCo is
very focused on this matter and will
continue to apply whatever pressure we
can, in a constructive way, to keep the
ball rolling. By the time you read this,
8th April 2015 might be less than a year
away…..
Moving on to other matters of interest,
PPL/IR Europe continues to co-ordinate
with the GSA (EGNOS), EASA and
GAMA Aviation (not the other GAMA
- General Aviation Manufacturers
Association) working toward the AML
STC for Garmin 430W and 530W
navigators. This project does tend to
take two steps forward and one back but
there is progress. Unfortunately, due to
pressure of work, GAMA Aviation have
confirmed that they now cannot start
work on this until June. Originally, we
were hoping to announce approval of
the AML STC at AEF but that is now
not going to be possible. What we are
trying to achieve is for the GSA to have
a signed contract with GAMA Aviation
in time for Aero Expo Friedrichshafen.
This is not quite the same as the real
thing but is a statement of intent. We
101/2014

are dependent of the lawyers for sorting
it out but if all goes well, then we hope
to have an announcement at AEF that
the agreement to proceed with the work
has been signed. Obviously, it will still
depend on GAMA doing the work and
EASA approving it but I remain positive
that we will get movement on this before
long.
The other issue that arises from this is
having the GNSS approaches to actually
fly. Last year the CAA produced Draft
CAP1122 on this topic and PPL/IR
Europe, along with any others, submitted
a response. This was sent in to the CAA
by the closing date of 31st December but
we have not, as yet, had any response. As
far as I am aware, the only LPV approach
in the UK (and one might debate whether
Alderney is actually in the UK) remains
at EGJA. I can’t hide my disappointment
on the rate of progress on this in Europe
and particularly in the UK. When I first
bought my current aircraft and was doing
some training in the USA, every little
airport (and his dog) had a published
GPS approach of various hues. Most
were LNAV+V, with the +V meaning an
advisory glideslope but they were there
nonetheless. Four years later and we still
have very little here in the UK.
I also remain concerned that even
if the regulatory framework is relaxed,
then the costs involved are still
potentially prohibitive for the smaller
airport. Currently, I see little change
from perhaps £30,000 to £35,000 for
approval of a GPS approach - and this
cross checks with a number of $50,000
that I have heard from a usually reliable
and knowledgeable source who has close
links with the GNSS industry. How many
of the smaller airports - the Sleap’s,
the Kemble’s, the Lee-on-Solent’s (to
take just three random examples) will
be able to afford such a sum. For most
airports, where the economics are often
one of survival rather than development,
this is just too high a hurdle. I have
discussed this with Martin Robinson
of AOPA at a recent working breakfast
and we agreed that this cost has to come
down by a factor of 3 before the smaller
airfields are likely to be able to utilize
this opportunity. We both felt that a cost
of the order of £10,000 to include all
design, approval and regulatory issues
was a reasonable target. At that price
then we might see them start to appear
more widely.
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On
the
subject
of
working
relationships with AOPA, Martin and I
met recently and had a comprehensive
discussion of where the interests of
PPL/IR Europe and AOPA UK overlap.
AOPA has some 5000 or more members
of which approximately 50% have an
IMCR/IR(R). So, although there are
some areas where both organisations
share similar goals, there are also some
areas of aviation activity where our
paths diverge. What we did agree was
to keep in close touch and where there
were obvious synergies in the interests
of members then we would work more
closely together. Martin is trying to set
up a meeting at Eurocontrol to discuss
areas of mutual interest and has invited
PPL/IR Europe to participate.
What do we have in store for the
members through the Spring and
Summer?
Following Aero Expo Friedrichshafen,
then the next major event is our AGM
planned for Saturday 26th April at
Cambridge. Our guest speaker is Andrew
Haines, Chief Executive Officer of the
UK CAA and therefore dress code for
the event is shirt and tie…..! Seriously
though, we are honored to welcome
Andrew who will speak to us on GA
aspects in the UK and I am sure that he
will take questions from the floor. This
is a good opportunity to take some of
our queries about the future direction of
travel of UK GA regulation right to the
top of the tree. A date for your diaries….
Aero Expo Sywell follows from 30th
May to 1st June and we would very
much like to see you there. Sali Gray is
organizing a social dinner on the Friday
night (30th) at the Highgate House Hotel.
You are welcome to join us and we will
be looking for some volunteers to staff
the stand.
Finally there are three more events
which you might like to consider Anthony Bowles is heading up a Weather
Weekend which is provisionally slated
for 7th and 8th June, Stephen Dunnett is
putting together a social fly-out weekend
in Colmar from 4th to 6th July (those
who came to Normandy last year will
appreciate his organisational skills) and
finally there is a CRM (Crew Resource
Management) course for single pilot
IFR operations provisionally planned for
September.
So lots going on….and happy
Instrument Pilot

Pilots’ talk
Compiled by David Chambers

Garmin recalls some GTN650/
750 and GNC 255A/255B

An issue has been identified where the
affected units may present incorrect VOR
or Localiser deviation information, such as
an unsteady CDI and incorrect offset for
up to 30 seconds. Glideslope is unaffected.
A hardware modification is required to
correct the problem, which is handled free
of charge under warranty. It is mandatory
to resolve this by end July 2014.

Garmin have published a list of serial
numbers for the specific equipment
affected, which includes many of the most
recent shipments.
http://garmin.blogs.com/files/1404a_
asdn.pdf

Mooney restarts production
70 employees are now working at the
Kerrville, Texas manufacturing facility,

26221414-1.html

TSA ends ban on new Foreign
Repair Stations

10 years after its congressional mandate,
the US Transport Security Administration
(TSA) has issued a final repair station
security rule. This ends an earlier FAA
ban on certifying new foreign repair
stations and should allow new maintenance
organisations to gain approval.
http://www.ainonline.com/aviationnews/ainalerts/2014-02-06/better-latenever-tsa-issues-repair-station-final-rule

Single Engine Commercial IFR
operations are now permitted in
both France and Finland

FAA simplify approval for Angle
of Attack Indicators

Flying commercially using a singleengine aircraft under instrument flight
rules (SECIFR) or at night may be taken
for granted in the U.S. but it has not
been possible in Europe–until now. The
European Aviation Safety Agency (EASA)
has cracked the door open – first for cargo
operators and more recently, in the past few

RGV gain approval to install
Golze avionics

months, for flights carrying fare-paying
passengers. It has left the decision to
individual countries’ regulators, however,
and France and Finland have taken the
lead.
During 2013 Hendell Aviation in Finland
was first, then Voldirect was approved in
France to use their TBM850.
http://www.ainonline.com/aviationnews/aviation-international-news/201309-01/door-opening-single-enginecommercial-ifr-europe

The FAA has introduced guidance for
manufacturers and installers of Angle of
Attack indicators aimed at streamlining
the approval process, making it easier
and cheaper to install them. The new
policy allows manufacturers to build AoA
equipment to ASTM standards without
having to go through the whole STC and
TSO certification rigmarole. The FAA state
the new policy could serve as “a prototype
for production approval and installation of
other add-on aircraft systems in the future”
Several AoA systems are available
including those from Alpha, BendixKing
and SafeFlight. Garmin announced the GI
260 AoA indicator which can be driven
from an independent probe or their G3X
product.

UK avionics specialists RGV have

Real-Time GPS tracking of
approach plates on iPad

where production of Mooney aircraft has
restarted. The new Acclaim Type S will
have a TSIO-550-G turbo-normalised
engine and Garmin G1000 avionics.
http://www.avweb.com/avwebflash/
news/Mooney-Resumes-Production-FebInstrument Pilot

become authorised suppliers for Dr Golze
Engineering. The ADL110B and ADL120
provide in-flight datalink delivering
weather, METAR/TAF and enroute two
way messaging.
http://www.rgv.co.uk/avionics/dr-golzeengineering/

Readers may already be aware that
Jeppesen’s JeppFD iPad app automatically
plots an aircraft position on the Jepp
approach plate or airfield chart using the
8
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current GPS position. It doesn’t show
position on the glidepath.
Foreflight, the US market leading iPad
navigation app, has introduced “Plates
on Maps”, which track in real time
both horizontal and vertical path flown.
Configurable opacity/transparency allows
the geo-referenced plates to overlay sector
charts. This may benefit from external
WAAS/EGNOS GPS receivers which are
available for iPads to enhance the accuracy
of the built-in GPS receiver.
Watch this short demo of the latest
features http://vimeo.com/72697403.

WingMan Withdrawn
Bendix King have withdrawn their
myWingMan App, citing the strong
competition and race to the bottom, in
the App market. Existing customers
will receive a full refund. Meanwhile
Jeppesen continue to expand their VFR
Mobile Flightdeck App which now covers
BeNeLux and reports NOTAMs.

OnlineGAR.com launched
The online system to submit GAR
forms to the UK Border Agency has been
augmented by a new and much slicker
online web interface which is widely
compatible with most browsers and
devices. This is a commercial venture and
costs £2 to £3 per submission.

http://www.onlinegar.com

IFR Flight Plan Autorouter
released

A new and completely free IFR flight
plan routing program has been launched.
http://www.autorouter.eu
requires
a
detailed performance model of the
aircraft to be configured, using a very
straightforward and intuitive online web
interface. It generates airways routes
which can then be exported in a variety of
formats into popular flight plan submission
tools. The system has been developed by
enthusiastic private IR pilots and is offered
free of charge.
It can be very complex to determine
a flight plan routing that is acceptable to
Eurocontrol, especially when limited by
altitude or other factors. Other programs
available include RocketRoute, Aeroplan
and FlightPlanPro.

Channel Islands declassifies
Class A Airspace

The airspace below FL80 around the
Channel Islands has been downgraded to
Class D, providing easier access to VFR
and IR(R) pilots. Jersey Zone is now Jersey
Control.
http://www.cicz.co.uk/ae/files/articles/
Airspace_classification_change_JAC_
Feb2014-0.pdf
The Q41 airway between Channel
Islands and Southampton remains in place,
being outside Channel Islands territory.
The GA Alliance is making a proposal to
downgrade the airway to Class D and be
controlled by Southampton. It’s said that
once Aurigny replace their aging Trilander
fleet, the airway may disappear forever.

Online GAR submissions have been
seamlessly integrated with SkyDemon with
no transaction fees. Future integration with
Rocket Route is a possibility.
The free website which awkwardly
requires Silverlight will remain available
through AOPA. A new set of Apple and
Android Apps will be launched.
Pilots visiting the UK (or returning
from flights abroad) are required to submit
a GAR form to the UK Border Agency
some hours in advance. In some cases, the
local police must also be informed. The
online GAR system ensures that the correct
authorities are notified and provides an
electronic receipt for positive evidence.
101/2014

ADS-B becomes mandatory but
some cannot comply
Australia and Canada are leading the
way with ADS-B implementation, which
is now mandatory above FL290 across
Australia. Some commercial aircraft are
barred from that airspace and are unable to
comply because suitable approved avionics
are not yet available for all aircraft.
This is less likely to be an issue in the
US, which has the largest fleet and has
mandated all GA aircraft must be equipped
by 2020. It’s setting the pace. Cessna
expect to be modifying 20,000 aircraft
per year. Some owners quote costs above
$10,000 for compliance because of the
need to fit a certified GPS location source,
although I would have thought lower cost
integrated options are available. The FAA
announced a loan scheme to support ADSB equipage costs.
A recent report from the US
Inspector General of the Department of
Transportation found that the NextGen
program is running behind schedule, with
only 11 of the 24 provisions implemented
by August 2013. The NextGen program is
costing $1 billion annually.

Follow that aircraft in front
NATS is introducing time based
separation for commercial traffic arriving
at Heathrow, replacing the distance based
separation schemes used today. The new
ground computer system accommodates
different aircraft type, actual and forecast
weather as well as wake turbulence
considerations.
In related developments, one of the
first commercial Airbus in the US have
been equipped with ADS-B in. The flight
computer can be set to follow preceding
aircraft and maintain time spacing. This
could be achieved outside radar coverage
to sequence traffic more predictably.
http://www.ainonline.com/aviationnews/ainsafety/2014-02-17/nats-introducetime-based-atc-solution-heathrow

Follow the greens
Aircrew taxi-ing at busy airports may no
longer have to receive instructions by radio.
A trial at Frankfurt airport used taxiway
lights to direct aircraft, turning on and off
each segment of the taxiway lighting.
http://www.sesarju.eu/newsroom/
all-news/%E2%80%9Cfollowgreens%E2%80%9D-simulated-frankfurt
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PPL/IR Europe Spring Meeting and AGM
Cambridge Airport
Saturday 26th April 2014, 10.30am - 4.00 pm
Programme:

10:30 Arrivals, tea and coffee

16:00 meeting close and departures

11:00 Julian Scarfe (PPL/IR Europe). EASA matters

Fees:

Meeting registration:£20 per head, to cover meeting expenses
and catering. NB Guests welcome when accompanying a
member.

11:45 Andrew Haines (CAA CEO) : The Future of GA in the
UK - A CAA Perspective. "I will talk about our vision for
regulation of GA, the European context and some of the
challenges that will need to be addressed both individually
by key players and collectively."

Landing fees:

Aircraft under 2700 kg flat rate £10.
Overnight (grass) parking £5.
Aircraft over 2700 kg, £30 plus handling by ExecuJet.

13:00 lunch

Fuel costs:

14:00 Timothy Nathan (PPL/IR Europe) with Tim Dawson
(SkyDemon) : Using Sky Demon for IFR

C.

14:30 Vasa Babic (PPL/IR Europe). IFR accident and safety
review. “Analysis of recent IFR accidents and their safety
implications.”

Bowser service throughout the day, request on checking in at

Car parking:

On site, no charge.

Registration:

15:15 afternoon tea break

Please register via the website

15:30 Paul Sherry (chairman) : AGM

TOPNAV South will take place on 10 May 14 at White
Waltham.
TOPNAV North will take place on 17 May 14 at Retford/
Gamston.
The competition has been significantly modernised with a number
of changes including:
•
Shorter routes - less cost
•
Low entry fees
•
No rapid planning - route will be given on arrival
•
Improved debrief
The competition is open to all classes of GA with a minimum of
two crew and represents a fun way of honing your navigation and
CRM skills.
There are several prizes which will be presented at the RIN AGM
on 16 July, at the RGS in London.
Further details and the Entry Form are on the Royal Institute of
Navigation website, via the following link: http://www.rin.org.uk/
events.aspx?ID=101&SectionID=12

Instrument Pilot
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Notes to members
W

elcome to the Aero edition of Instrument Pilot. This issue
follows the rule making in Brussels that many have been
waiting for, and many have spent considerable time working to
achieve – the majority of which has been done by PPL/IR Europe
members past and present. In what has been described as ‘the best
news for private GA IFR in a lifetime’
The coming period sees an increase in activity for PPL/IR
Europe, with Aero Friedrichshafen, the AGM and spring meeting,
followed by Sywell, a weather training weekend, and the summer
social to start. If you are considering attending any of the public
events, please drop into the stand to say hello and let us know
your thoughts – the organisation exists for the members, and it is
important you pass your thoughts onto the committee.
The forum continues to be a great source of information, with
more up to date information that can be included in a magazine – if
you’ve not dropped in before or for some, you are encouraged to
have a look.

This issue sees John making the return trip across the Atlantic,
and welcomes David Chambers into compiling the ‘Pilots Talk’
column, as well as the programmes for the next two coming events
– registration for the latter is as usual via the website.
Safe flying...

Ben Hines

Aircraft ads
IFR Equipped touring aircraft for
sale:
1995 Mooney Ovation M20R

Searching for a co-owner:
1997/8 Mooney Bravo M20M

1315hr TT, 0hr SMOH, 180kts, 280hp TCM IO-550-G, speed
brakes, full IFR panel with Garmin GNS530, Sandel 3308 EFIS,
KFC-150 flight director, KX-165, KN-62A DME, KR-87 ADF, KT73 mode S transponder. Insight GEM-602 engine monitor, Insight
SF-2000 Strikefinder, Shadin fuel computer, electric standby vacuum
pump, wingtip recognition lights. New Annual inspection completed
June 2013.
Contact David Abrahamson david@cs.tcd.ie or telephone +353 1
896 1716

‘N’ registered FIKI/Aspen/WAAS hangared in MulhouseHabsheim.
Would consider no-equity but would prefer a one half owner.
More details from Ben Hines, telephone +41 70 538 4019

101/2014
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Approach Chart Quiz
by Graham Whittle

D

undee is a good place to land if you want the reassurance of tarmac and an instrument approach. It is a taxi ride
away from Carnoustie, St. Andrews and Gleneagles. The prevailing wind is from the west but there are instrument
approaches only on runway 09. So, let us assume we are on our way for a relaxing weekend at Gleneagles. Before takeoff we consider the approach, there are no NOTAMs for Dundee so we judge that the ILS will be working. The TAF is:
2709/2718 24019KT 9999 SCT020 TEMPO 2709/2718 6000 RADZ BKN007
We have good chance of a direct visual approach to Runway 27 but we need to consider the TEMPO. What are the issues and what
should do we plan to do if, as we approach, the weather is 6000 BKN007?

ANSWER

We need to do a procedural approach to Runway 09, there is no radar at Dundee, descend down the ILS until we break cloud then
make a visual manoeuvre to land on Runway 27. Although the DA for Runway 09 is 297 ft, the Visual Manoeuvring/Circling minimum
altitude is 540 ft so, that becomes our DA and we make the circle to land to the south.
Instrument Pilot
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PPL/IR Europe Social Weekend
Colmar
4 - 6 July 2014

A

social weekend trip is planned for
PPL/IR Europe members, partners
and friends to Colmar, Alsace, hosted by
local ExCo member and IP editor, Ben
Hines.

Programme
Hotel

12:00
13:30
pm

Best Western Grand Hotel Bristol,
Colmar http://www.grand-hotelbristol.com/language-english.
Grand Hotel Bristol; 7 Place de la
Gare : F - 68000 Colmar

Friday 4th July

Afternoon arrivals. Fly in to Colmar
airport. Colmar is equipped with both an
ILS and LPV approaches, as well as an
NDB for the masochists – in all cases
expect these to be procedural.
Also, please note the high MSAs in the
vicinity.
Taxis to Grand Hotel Bristol in town
centre.
Dinner at Grand Hotel Bristol (Le
Rendez-Vous de Chasse restaurant,
Michelin * menu, Cave de Turckhieim
wines)

Tanneurs etc.)
Alsatian lunch: tarte flambée
«Flammenkuche»
Taxis to airport for Sunday
departures
For those staying over an extra
night,
self-arranged
options
include:
• barge river tour
• visits to musée Unterlinden,
h t t p : / / w w w. m u s e e unterlinden.com
• musée Bartholdi in old
town
http://www.museebartholdi.com/musee
• museum of toys and train sets

Colmar

To Register online

Saturday 5th July
9:00

12:30
14:00

18:00
19:30

Coach depart Hotel. Visit chateau
du Haut-Koenigsboug castle http://
www.haut-koenigsbourg.fr. Route
des vins, Les Perles du Vignoble,
Riquewihr and Ribeauvillé old
towns
Alsatian lunch at local inn
Visit wine cellars and tasting
Riquewihr or Ribeauvillé; (Hugel?
Trimbach? to be finalised).
Visit chocolatier Daniel Stoffel at
Ribeauvillé
http://www.danielstoffel.fr/ribeauville
Return to hotel
Gastronomic dinner at a restaurant
in the town

Sunday 6th July
10:00

99/2013

Guided walking tour of old town
(St Martin’s church, Maisons
des Têtes, Pfister, Petite Venise,
Quai de la Poissonnerie, Rue des

rooms bed and breakfast, € 62 per person
per night (double), € 55 supplement (single
occupancy). The formal programme ends
Sunday lunch time to allow for Sunday
departures (2 nights) but it is expected
that some participants may wish to stay
over an extra day and depart on Monday.
Participants will be asked to confirm their
reservations at the hotel with credit card
details to secure once registered on the tour,
and you will settle your own hotel bills on
check out, which will include the Friday
night dinner (at the ‘half board’ rate, € 46
per head + wines).
Kitty. I will collect on the first evening
a kitty (est. €200 /£165 per head) to cover:
guide fees, coach hire, Saturday and Sunday
lunches, Saturday dinner, drinks at meals
and castle, wine tasting and chocolatier
tickets (Budget available on request).
All additional extras, landing fees etc
are the responsibility of the individual
participants.

•

•
•

http://www.museejouet.com/
visit to Munster cheese
marcairie
dairy
and
museum (by taxi) http:
//www.maisondufromagemunster.com/
WWI trenches museums (the
other end of the Maginot line,
by taxi).
additional sightseeing, wine
tasting, wine purchase etc.

Monday 7th July
am

14:00

free time to relax or continue to
explore old Colmar, museums,
barge tour, cheese (no wine) tasting
late departures.

Costs

Hotel. We have a block booking at
the hotel Bristol of 15 ‘superior’ double
13

Tick the Add to cart check box at foot
of this page, Click the select registration
option. On the registration page, ignore
the Payment options fields, complete the
information requested in the form fields,
and Submit.
Note 1: Online Registration forms are
only accessible if you are logged in to the
website as a member.
Note 2: The online forms cannot be
edited once submitted. Do not worry if
e.g. you don’t have aircraft details. Fill
in something sensible, submit and we can
make changes later, corrected by email to the
meeting secretary (meetings@cf.ac.uk).

To Register offline

Send an Email to the meetings secretary
(meetings@cf.ac.uk)

All enquiries

Steve Dunnett, meetings secretary
(email: meetings@cf.ac.uk; telephone:
(W) +44 2920 875188; post: School of
Biosciences, Cardiff University, Museum
Avenue, Cardiff CF10 3AX).
Instrument Pilot

P5
Bob Hays, a very experienced
service manager was most helpful and
continued to give us excellent support
when, subsequently, we encountered
a technical problem in New York (See
Teterboro below).
We now made a change to our schedule
and instead of flying to Dallas we decided
to fly to Tulsa, the home of Autopilot
Central and about forty five minutes flight
from Wichita, so that Autopilot Central
could look at the autopilot. Roy did his
usual very thorough external check of the
aircraft, especially as it had just come out
of maintenance. He noticed that a fuel drip
was coming out of one of the fuel overflow
pipes at the bottom of the left engine nacelle
every three or four seconds. The fuel drip
was from the mechanical fuel pump. We
asked the Yingling engine mechanic if this
rate of drip was acceptable and he called up
Cessna, whose headquarters and technical
support are just on the other side of the
runway from Yingling, for advice. The
Cessna engineer replied that he did not
have any written guidance on acceptable
leaks from a fuel pump but said that he,
personally, would not go up in an aircraft
with a known fuel leak! Decision made and
a fuel pump replacement was immediately
put on order. How long would this take to
get? It arrived late that afternoon and the
aircraft was ready to go the next morning!
Roy flew the plane down to Tulsa to
Autopilots Central. I had, in the meantime,
flown on commercially to Dallas. Roy flew
down commercially to join me and both of
us had three days “stimulating” simulator
421C training at Simcom at Dallas. The
421, although quite old, is a complex
aircraft; proper simulator training, where
you can practice overcoming failures and
emergencies that you could never practice
safely in a real aircraft is, I think, a very
important contribution to safety and the
extensive use of simulators by commercial
operators is one of the reasons why
commercially operated aircraft are so much
safer, statistically, than privately operated
general aviation aircraft.
My wife, Rosemary, joined us in Dallas
towards the end of the simulator course and
we all flew up commercially to overnight
in Tulsa before picking up the plane from
Autopilot Central the following morning.
Barry Sparks of Autopilot Central had been
able to identify that the autopilot problem
was due to inadequate drainage of moisture
from the area where the pitch actuator and
autopilot computer were situated. He had
Instrument Pilot

rectified this and had overhauled the units
and they were now working normally. We
have had no autopilot problems since! I
should add that Barry is considered to be
the world expert on our type of autopilot;
we were very lucky that he could find the
time to look at our autopilot at such short
notice. Some of the work was done in
evenings so as to not delay our departure!
Tulsa to Beckley West Virginia: This
was the first flight to have some really
challenging weather. The forecast showed
occasional thunderstorms on our route and
a Sigmet was in force suggesting that some
storms might be imbedded. Thunderstorms
in the Midwest USA are big and very
mean! For a while we were in IMC and
so could not see where the thunderstorms
were located. It became clear that our radar
was not functioning particularly well;
fortunately the thunderstorms did show up
on our Stormscope. We asked to route a bit
north of the storms and ATC were excellent
at supplementing the information on our
Stormscope. After about three quarters
of an hour, we were past the weather and
could regain our normal route to Beckley.
The airport is a bit like Bennington in that
it has instrument approaches (including an
ILS and an LPV approach), pilot activated
lights, ASOS and a CTAF or Common
Traffic Advisory Frequency. The Approach
control is provided remotely from
Charleston Approach and for departure
you can contact Charleston Approach
via the aircraft radio on the manoeuvring
area. There is a caretaker resident on the
airport and he drives the fuel truck, the
fire brigade truck (he is a trained fire
fighter), checks the runway for foreign
objects etc. and provides airport security.
There are two or three scheduled flights a
day, which are handled by extra staff that
come in for the flights. It is all supremely
efficient and cost effective and shines
a light on the unnecessary bureaucracy
and regulations that throttles so much of
UK and European general aviation. The
airport manager came out from home to the
airport on our arrival and very kindly took
us into town to our hotel. He, by the way,
is pioneering the idea of a remote tower
facility at Beckley whereby cameras would
cover the manoeuvring and approach area
and a remote facility would provide a tower
control service to Beckley and a number of
other airports. Good luck to the airport
manager; the FAA are very interested in his
project. Imagine the CAA being faced with
this type of imaginative thinking. I think
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some of the officials might have a heart
attack from shock at the effrontery of the
suggestion.
West Virginia, the home of “Bluegrass
Music” is a beautiful state. We walked for
a day in a wonderful US national Park in
the Appalachian Mountains. Particularly
memorable was crossing on the service
gantry that ran under the road on the New
River Gorge Bridge, which is 1000 feet
high (about the height of the Eiffel Tower)
above the river. The gantry is very narrow,
you have to wear a harness and you can
only go one way; not an adventure for those
who do not have a good head for heights.
West Virginia to Teterboro New
York: Yet again, we were lucky with the
weather. Using the remote flight service
station we lodged our plan and as it routed
partly over the Washington area we were
careful to comply with the prohibited area
rules. In essence, if you remain above F180
you should be all right. It was a pleasant
flight and for much of it there was little
talk on the radio. In fact, we found that,
in general, the radio chatter in the US is
much less than in Europe. However, as
we approached New York, the volume of
traffic greatly increased. By the time we
were approaching Teterboro, it was good
to have two pilots on board! As we were
negotiating the busy arrival we could take
quick glances at the Manhattan skyline
nearby.
Even though they were busy with
corporate jets, the personnel of Meridian
FBO were efficient and refuelled the
aircraft very soon after we arrived on
Tuesday evening.
Then a minor disaster struck: we noticed
that fuel was dripping down the right
undercarriage leg. Steve Cordrey, a senior
mechanic and crew chief at Meridian came
straight out and we quickly determined
that the likely culprit was the nacelle fuel
bladder but he said he would have to look
at it in more detail the following morning.
He said that, while Meridian was a FAA
and EASA approved organisation for many
jets, including Gulfstreams, it no longer,
normally, provided service for piston
aircraft. However, Steve is a man who
looks for solutions rather than lingers on
problems. He said that he had some fitters
who were experienced with C421’s - at
least until the last two or three years and as
long as he could get the appropriate pages
of the repair manual and parts manual he
would be willing to do the repair on the
authority of his A&P licence.
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Bob Hays of Yingling emailed the
appropriate pages, gave some suggestions
as to where Steve could locate the parts
and gave some tips as to how to install the
bladder and the various seals and parts that
go with it. By the next day, a replacement
fuel cell kit was on its way to Meridian!
Meanwhile, Roy, Rosemary and I went
into New York to enjoy a splendid dinner
in the heart of Manhattan. The next day,
Roy went back to the UK in a BA 747an aircraft type he had spent fifteen years
flying. Rosemary and I had a great week
in New York, joined by my two sons, my
sister – who is a New Yorker – and a bevy
of American nieces
and great nieces.
We even managed
to go to a Broadway
show called “Vanya
and Sonia and
Masha and Spike”
– a very witty and
funny play. If you
are in New York
and it is still on, go
and see it!
In the meantime,
by Thursday night,
Steve and his team
finished changing
the fuel bladder in
three days. He was
helped by the speed
of delivery of the
fuel bladder kit but John (left) and Roy
he and his team did
most of the actual installation in one and a
half days. I am very grateful to Steve; he
is an example of efficiency for everyone
to follow in General Aviation. (For EASA
compliance purposes, we had Steve’s work
and his paperwork, checked on our return
to the UK by my maintenance organisation:
it was, of course, exemplary.)
My youngest son Peter and I arrived at
Teterboro on Sunday morning. Again, the
weather was benign. I had filed a flight
plan via Rocket Route which indicated
that it had gone into the system properly.
At Teterboro you are not expected to ask
for start-up clearance and so I started up
the engines immediately. However, when
I contacted clearance delivery, they did not
have a copy of my flight and said that it
was likely that the earliest next departure
would be in two hours! This was a set back
as it was possible that we now would not
be able to get to Goose Bay by Sunday
night. I ran into the FBO and talked to the
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Flight Service station by phone. They were
incredibly helpful and managed to find
a gap but only if I could take off within
twenty minutes. I rushed back to the plane,
started the engines, got taxi clearance and
immediately handed over the taxiing to
Peter and concentrated on going through
the pre-flight check list. We managed to
take off in the “gap” and we were on our
way to Bangor. Once airborne, the first part
of the flight was also a bit frantic; apart
from the busy ATC, we were sent on a
completely different route to the one that I
had filed. No matter how well you prepare
yourself, flying in a complex airspace in

which you are unfamiliar with the reporting
points is always a challenge. However we
soon settled down to a pleasant flight over
New England at, I think, 18,000ft.

Flights back to the UK

Bangor to Goose Bay: At Bangor we
quickly refuelled and put in our flight plan
to Goose Bay. Customs confirmed that they
did not need to see us when departing from
the US. (I had filed a departure EAPIS.) The
weather enroute was mostly clear; above
the St Lawrence River I again noticed
the uninhabited land and the thousands of
small lakes. No wonder float planes re so
popular in Canada. We landed in Goose bay
towards the evening, refuelled the aircraft
and Woodward took us to our hotel. We had
a nice meal at a restaurant by the Bay.
Goose Bay to Nuuk: The next morning,
Monday, we were picked up from the hotel
by the Woodward van and taken to Irving’s
to pick up our immersion suits and life raft
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etc. We had filed to go to Narsarsuaq but
the weather was on the margin, with 8KM
visibility, a 2500 foot ceiling and scattered
clouds at 1500 feet. There was some
suggestion by the Flight Service weather
man, who was great, that the weather might
further deteriorate during the day. I decided
to go to Nuuk which forecasted the weather
to be a little better but more importantly,
Nuuk has a realistic localiser approach
which descends over a bay and unlike
Narsarsuaq, does not have hills seemingly
within feet of the wings on the approach.
The RVR requirement is 1200 meters and
the MDA is 630ft.
Now that we
were going east, we
expected to typically
have the advantage
of a tailwind and
at F250 we had a
tailwind component
of 40kts, which
was very welcome.
The route to Nuuk,
although still over
Gander
Oceanic
airspace, is a bit
further to the north
and we had VHF
communication
throughout
the
flight, in contrast
to the rather spotty
VHF coverage from
the previous flight
from
Narsarsuaq.
The arrival over the bay at Nuuk, which
in our case was in the early afternoon, is
rather spectacular and I have put a link to
a video of our arrival and departure from
Nuuk below.
Nuuk do not have a fuel truck so you
need to taxi to the tank which is on the
runway side of the parking area. But you
do not have to mess with fuel barrels,
thank goodness. We could pay by credit
card and in the “tower” it was possible to
get weather and file the onward flight plan
to Reykjavik. I would add that Nuuk is the
capital of Greenland and the little town is
nearby and probably provides better hotel
choices than Narsarsuaq, if you want to
stay overnight or longer in Greenland.
Nuuk to Reykjavik: After a departure
down an impressive fjord we climbed to
F220, soon to find that central Greenland
was again entirely covered by cloud. The
rest of the flight was uneventful and we
landed at Reykjavik at dusk about 8.50pm.
Instrument Pilot

The Cessna 421C at Goose Bay

There were some clouds and it had been
recently raining. See the link to the video
of our arrival below.
The customs were extremely efficient
and quick and the Flight Services personnel
said we could fill out all their paper work
in the morning. We were able to check into
the hotel, go to our rooms and get down to
supper by 9:30pm – forty minutes in total
from landing, which must be some kind
of record. It was just as well that we were
quick as last orders were being taken at 9:
30!
We stayed two and a half days in Iceland
and it rained continuously! But no matter,
we hired a car and went to see the hot water
lagoon, with extraordinary blue colour
water, watched a geyser shoot into the air
and got lost in the countryside, despite my
phone’s GPS! Reykjavik is a charming
town and Peter and I enjoyed walking
around it in the rain. We even did a bit of
shopping for some fine Icelandic sweaters.
Reykjavik to Wick: On Thursday
afternoon, we filed for Wick. Luck was
with us and the weather was forecast to
be good for most of the flight but a front
would be on or about Wick at our arrival
time and that isolated thunderstorms were
likely. We filed for F220. I have included
a link to a video of the departure from
Reykjavik which will be of interest to those
who would like to see me working through
the departure check list on a 421. There

Instrument Pilot

was, by the way, a small problem: the HSI
and the standby compass were not quite in
agreement but fortunately, it sorted itself
out after take-off. Again we had a following
wind. Before arriving at Wick we had to go
through a rain squall line which was quite
wet and bumpy but we did not encounter
any thunderstorms. The end of squall line
shows on the video of the landing at Wick
listed below. After landing, refuelling the
plane and returning the emergency gear, we
were driven by Andrew Bruce back to the
Castle hotel for another excellent dinner
and good night’s sleep.
Wick to Gloucester: The next day I
was able to use Rocket Route to file our
flight to Gloucester. The weather was good
and the flight down from Scotland was
very enjoyable, partly, I think, because we
were back in familiar territory. Gloucester
Airport was bathed in summer sunshine at
our arrival (see link to video below). It was

good to be back.

Was it all worth it?

In my view, most definitely yes. To
me it was a great adventure into the
unknown. I wanted to find out if I could
show the determination to overcome all
the bureaucratic hurdles, fight the many
headed monster of the US border agency
requirements, organise all the supporting
services that would allow us to make the
journey safely and on time and overcome
any technical problems that might arise
on the trip. In addition, I wanted to go to
Greenland, Iceland and northern Canada,
places that I had never seen and unless I
did the trip, would be highly unlikely ever
to see.
It was, in that clichéd phrase, a trip of
a lifetime, one which I will never forget.
I would recommend it to anyone who is
properly prepared.

Links to You Tube videos of our flights:
Narsarsuaq:
Nuuk arrival:
Nuuk departure:
Reykjavik arrival:
Pre-flight and departure
from Reykjavik:
Wick arrival:
Gloucester arrival:
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http://www.youtube.com/watch?v=yyHcZIT8nhM
http://www.youtube.com/watch?v=26tjz348SXE
http://www.youtube.com/watch?v=Kg1y1cNsIIA
http://www.youtube.com/watch?v=rtLtx5PMOFs
http://www.youtube.com/watch?v=PKSjvw7B6sE
http://www.youtube.com/watch?v=PD9ZZ1UrTrY
http://www.youtube.com/watch?v=TxALTrXCDHA
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