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In part one of his article, based on the presentation given to the AGM of the PPL/IR Europe
in April 2011, Paul Sherry describes the process of choosing and locating a turbine aircraft.

Introduction

T

he decision to seriously consider
a change of aircraft started in
December 2009. For just short of five
years, a group of five pilots, all instrument
rated, had operated a G registered 1980
Cessna 340A out of Liverpool. This had
worked well, both operationally and
socially, with the obvious benefits of each
of us paying only 20% of the fixed costs.
However, two factors combined to force
us to look at the wisdom (if that is a word
which can ever be applied to aviation)
of continuing to operate an increasingly
elderly, maintenance hungry, Avgas
burning piston twin, that was designed
in an age when Avgas was 50 US cents a
gallon.

The over-riding factor was the cost of
unscheduled maintenance. In the three
years leading up to the decision to change
the aircraft, we had never spent less that
£15,000 in unscheduled maintenance. Each
year we had told ourselves that the next year
had to be better, and each year it was not.
Secondly, the spiralling cost of Avgas (which
has continued unabated since December
2010 when this debate was being held), as
well as increasing questions about long term
availability, led us to think carefully about
alternatives. Superimposed on these two
factors, was the fact the Cessna 340 weighs
in at 3 tonnes and is therefore subject to
Eurocontrol en route IFR charges. Thus a
four hour flight (2 hours each way) would
be subject to an additional cost in
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Single owner and operated with six flying
shares. Fully airways equipped. Based at Cardiff
International airport in its own hangar. Web-based
booking; excellent availability and no restrictions
for private/business use or touring. Two flying
shares available for suitably qualified pilot with
IMC or IR rating and 200h PIC.
£204/£180 pcm for five or six shares, £127 per
tacho hour to share running costs.
Contact Steve Dunnett: dunnett@cf.ac.uk
or telephone 02920 875541.
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the order of between £150 and
£200. Also, whilst we did fly shared trips,
a not insignificant part of our flying was
either solo, or perhaps with one colleague.
So the truth was that most of the time, we
were flying an aircraft which was larger
than operationally required. Thus an active
debate was initiated within the group in the
early part of 2010 as to our options and what
our future plans might be.
The choice of the right aircraft for the right
mission requirements is a topic which has
generated many forum posts and debates,
both within and beyond the PPL/IR Europe
group. There would appear to be no single
aircraft that will meet the needs of all pilots
for all missions, purchased and operated at
a cost which mere mortals might afford. We
therefore started from the position of what
we had already, which was a pressurized,
cabin class, 6 seat aircraft. As all our group
members have an instrument rating, we
had become somewhat comfortable with
making longer journeys in the upper teens
or low twenties flight levels. It is a part of the
sky that is relatively unoccupied, with the
unpressurised aircraft usually below FL100
and the heavier metal on the upper side of
FL300. Having come to a view that both
the direct and indirect operating costs of
the Cessna 340 were getting to the point to
remove the fun element, and as the Cessna
340 is generally considered to be one of the
cheapest pressurized piston twins to own
and operate, considering a replacement
piston twin would have seemed somewhat
bizarre. One option was therefore to consider
a single engine aircraft.

Of course, this also led onto to the twin v.
single piston debate. The ‘for’ and ‘against’
arguments in this never ending discussion
have been widely rehearsed, both within and
beyond the PPL/IR Europe membership,
and I would not seek to offer a further
opinion here. However what you see depends
on where you sit and we were, at that time,
sitting in a twin piston. Most of our group
members therefore had some anxieties about
the ‘single piston at night over water and/or
inhospitable terrain with family in the back’
– thing, so we started to give thought as to
possible alternatives.
The only realistic alternative which offered
economies against our current twin was
a turbine powered aircraft of some sort.
Thus, we were led to at least consider our
options in that area, traditionally perhaps
not one where PPLs have dared to tread.
Interestingly, a perusal of aircraft sales
websites like www.controller.com shows
that there are highly capable turbine aircraft
that can currently be acquired at surprisingly
low cost. Citation 1s from around the 1980
era, and with reasonable engine hours and
avionics, can be bought for not much more
than $500,000. However, operating costs
had to be considered alongside purchase
costs, and with a Citation 1 on the older
Pratt & Whitney JT51 engines burning
1400lb of fuel in the first hour (around
800 litres), some degree of practicality had
to enter into our decision making. We also
enjoyed flying VFR (yes – we admit it), and
Citations and the like are not practical VFR
machines. Firstly it is hard to see out of the
window and secondly the fuel burn at low
level is even scarier!
So what about a single engine turboprop?

Single engine piston aircraft

Single engine turboprop aircraft

◄

Choice of aircraft

Only two met the pressurized and cabin
class selection criteria. These were the Piper
PA46 and the Extra 400. The Piper PA46
(Malibu and Mirage), has proved extremely
popular and has sold in large numbers
during the years it has been (and continues
to be) in production. It is a tried and tested
airframe, and the number flying mean that
support, both engineering and spares, are
readily available. There are also very active
pilot groups, most notably MMOPA in
the USA, hence substantial user back up
and advice is available. We knew much less
about the Extra 400. It is built in Europe by
Extra Aircraft which specializes in aerobatic
and high performance types. There are not
many in circulation and, rightly or wrongly,
some say Extra have a mixed reputation
for support, both to their aircraft and their
customers.
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The market for pressurised SETs that can
realistically be operated by PPL holders is
quite limited in terms of aircraft types. It
includes the Silver Eagle (an aftermarket
turbine conversion of a Cessna P210), the
PA46 variants: Piper’s own Meridian and the
Jetprop (again an aftermarket conversion),
Socata’s TBM series and the Pilatus PC12.
We wanted to consider a ‘modern’
airframe (in terms of age and hours), so
whilst the Silver Eagle rightly has many
supporters, we excluded it from our shortlist.
It is also not a cabin class aircraft. At the
other end of the SET scale, the Pilatus PC12
is very highly regarded. It is a great load
carrier, can operate off all sorts of surfaces,
is well built and supported, and is popular
with both civilian and military operators
for its ruggedness and reliability. It also has
a flushing loo! We had an opportunity to



inspect a PC12 and it is simply huge. It seats
8 in the back in comfort, plus 2 crew up
front, and was designed as a single engine
competitor to the King Air 200. However
a good used model is the far side of $2.5m,
it burns 60 US gals per hour in the cruise,
and is definitely the wrong side of the
Eurocontrol weight limit (though if you can
afford to buy it, to maintain it and to fuel it
then an extra 50 Euro per hour is, I guess,
the least of your worries). Lovely it was,
but not very practical for a PPL group with
mission requirements for mainly social and
some business use.
The next step down in terms of size and
operating costs is the Socata TBM700. We
gave this consideration; mainly because there
was an UK based aircraft that we knew
was available at what we were led to believe
might be a bargain price following Air
Touring, the UK agents, having gone into
liquidation. The TBM700 is also considered
a well built aircraft. It was originally built
to military specifications for the French Air
Force and was subsequently marketed in a
civilian version. Its main claim to fame is its
fabled 300 knots TAS which it can achieve
at fuel flows of something like 55 US gallons
per hour. The cabin is more spacious than
the PA46 variants (but not hugely more),
and it has a better range and payload. We
were tempted, but fortunately a financial
reality check took place, and we realized that
the combination of a $1.5m purchase price,
the maintenance costs associated with the
aircraft, the high fuel burn, and (yet again)
the Eurocontrol fees, would keep us with
almost exactly the same hourly operating
costs as the 340, plus servicing a hefty
aircraft mortgage as well. This was not a
place we wished to be.
So back to the PA46 turboprop variants,
of which there are two. Piper have their
own, the Meridian, but there is also a second
option which is an approved and fully
STC’d conversion by Rocket Engineering
in Spokane, WA – the Jetprop. In very
many ways the aircraft are more similar
than different. Both are powered by the
Pratt and Whitney Canada free turbine
PT6A power plant which is mated to a
PA46 airframe. The reliability of the PT6A
free turbine reverse axial flow engine is
legendary, and many thousands are in use
throughout the world in all manner of
airframes and applications. The reliability
comes from the fact that there is, excluding
engine accessories, essentially only one
moving part and that is the main turbine
shaft and compressors associated with it.
These all rotate together and there are only
four bearings to lubricate; two in the back
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of the engine and two in the front. The
TBO of most PT6A power plants is 3600
hours, with a mid life inspection (hot section
inspection) at 1800 hours. If the engine is
kept on trend monitoring (and the Jetprop
DLX is routinely fitted with the Shadin
electronic trend monitoring computer)
then the engine can go right through to
TBO on condition. Even at TBO, it is quite
practicable to put the engine on condition
on a MORE programme (Maintenance On
Reliable Engines), and there are many cases
of PT6A engines going well past 5000 hours
with little in the way of problems.
The PT6A engine series is delineated by
a number which follows the designator.
Thus the engine in the Jetprop DLX is the
PT6A-35. The Meridian is powered by
the PT6A-42. This may seem like a rather
academic distinction, but it isn’t in the PA46
airframe. The -42 is a physically much larger
and heavier engine, and the Meridian burns
about 15-20% more fuel for the same sector
than the Jetprop. The Meridian is slightly
faster at altitude (approximately 8 knots), but
is slower to climb. Both engines are heavily
derated from their maximum horsepower.
The PT6A-35 engine is technically capable
of pushing out 850 shaft HP, but in the
Jetprop installation is flat rated to 560
HP. So even at take off, the engine is only
running at about 65% of its maximum
capacity. This in turn leads to greater
longevity. Both are good, capable and high
performance aircraft. Hence, we spent some
time studying the various pros and cons
of each. In the final analysis we came to
exactly the same conclusion as many other
European based operators. The Jetprop is
cheaper to buy and substantially cheaper to
run than the Meridian. It burns less fuel,
is much cheaper to maintain (a consistent
theme in the forums though it is hard to put
your finger on exactly why), and comes in at
just under 2 tonnes MTOW. Interestingly,
approximately one third of the Jetprop
conversions are Europe based, and I would
hazard a guess that Eurocontrol fees have
much to do with it.
So a Jetprop it was. Now to try and find
one.

Finding an aircraft

In these internet days, finding a list of
potential aircraft to buy is not difficult.
There was also the option of doing a
brand new conversion. This process
involves sourcing a PA46 airframe and
then delivering it to Rocket Engineering
for a rebuild. The cost of a Jetprop DLX
conversion with a brand new PT6A-35
engine, and a full five years parts and labour

Instrument Pilot

N921GG - the original panel
warranty, is of the order of $550,000. When
you are spending that kind of money, you
would not want to do that to the oldest,
most run out, high time airframe. For
various reasons (too numerous to outline
here), it is widely considered that the best
airframes for Jetprop conversions are those
from about 1995 to 1999. A good low time
1998 airframe will cost around $400,000
and, almost certainly, that airframe will
need some avionics work to bring it up to
modern standards. So a new conversion
from a decent airframe, with an avionics
overhaul, and possibly a new coat of paint
and a new interior will be just on the far side
of $1m – probably about $1.1m. The five
of us looked in all our piggy banks and our
initial view was that our maximum budget
was of the order of $750,000. A further
internet trawl revealed that that investment
would get us an older Jetprop, possibly with
higher hours on the engine and airframe
than we would like. Two of our group, then
5, therefore looked in the piggy bank again,
elected to take a calculated risk, and funded
an extra (6th) share with a view to selling
that share when the aircraft was in the UK.
We felt, rightly as it turned out, that the
aircraft would sell itself. So we started again
with a new budget of $900,000 and that
definitely got us into the meat of the market.
We just didn’t have the capital to run to a
new conversion so pre-owned it was going to
have to be.
The next question now was how exactly
do you properly evaluate a group of used
aircraft that are mostly based 3000 miles
away, when all of your group are working
full time? This was where we had to take a
bit of a risk. Somewhat hopefully (sticking
a pin in the PA46 page in Trade-a-Plane)



we contacted a broker in the USA who
specialized in PA46s – Cody Welch (www.
codywelch.com). In actual fact Cody turned
out to be knowledgeable and personable,
and was very helpful in sourcing an aircraft.
This service does not of course come for
free, but we negotiated a fixed fee which
included travelling to see any potential
candidates and evaluating them on our
behalf. What Cody does is to perform an
assessment of the aircraft that are currently
on the market, and he often knows of one
or two that aren’t – officially at least, and
then puts them all into a spreadsheet. In
our case there were about 12 aircraft up for
sale, and from this 12 aircraft he generates
the ‘average’ aircraft available for purchase.
This aircraft does not actually physically
exist, but is a compendium of all the others.
The spreadsheet also gives an average market
price, and by factoring the value of each
aircraft for better or worse engine hours,
better or worse avionics, better or worse
paint and interior etc, one can come up
with a guide price. There is a bit of educated
guesswork involved, but exactly how else
would you compare one aircraft that has
the original six pack of gauges, and another
where the previous owner has invested in a
glass panel? It brings an element of scientific
method to the process.
One then compares that spreadsheet
calculated market price with what the owner
is actually asking and then subtracts one
from the other. Thus some aircraft appear to
be better value, and some appear to be worse.
Finally the aircraft get ranked in order of
value for money, and one can pick perhaps
two or three to target and take a closer look.
In practical terms I found it very helpful
as we didn’t waste time looking at aircraft
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N921GG - new panel
which were overpriced, and where the
owner, after an initial phone call from Cody,
was clearly not in the mood to negotiate
sensibly! Cody lined up a couple of aircraft
for me to see, and in June 2010 I scheduled
a few days off work and hopped on a flight
to Detroit and then on to Linden Michigan
where Cody is based on his own airpark
development. I had also put out a few feelers
of my own, and on the Monday before I was
due to fly out on the Wednesday, I took a
call from a broker in Kentucky to whom I
had previously spoken regarding another
Jetprop that turned out to have been sold.
They said they had just been instructed to
sell another one and would I be interested?
The details were sent over with an asking
price and this was where Cody’s spreadsheet
came into its own. We could plug the data
on this new aircraft right into the matrix
in a few short minutes and immediately it
became clear that, if it turned out to be as
described, then in terms of potential value
for money it jumped right to the top of the
list. The one cause for concern was that it
had been subject to accident damage.

Accident damage

The accident damage issue is a complex
one. It can work both for and against you. It
definitely reduces the purchase price of the
aircraft, in our case by probably $60,000.
However, you need to know what has been
damaged, and how it has been repaired. If
it has been repaired properly and to a high
standard, then it might be worth a calculated
risk to pick up an aircraft at a discount. If
it has been repaired less than optimally,
then all sorts of expensive problems might
subsequently come to light.
In the case of N921GG the news was

mixed. The damage was, on the face of it,
quite substantial. The handling pilot had
lost control on an icy runway and dropped
the nose into a snow bank. The prop had
been wrecked, the engine subject to a
sudden stoppage (the turbine equivalent
to a shock load), and the nose leg had
been torn off damaging the engine mount
and the firewall. Perhaps not a promising
start, however this was again where Cody
earned his money. He has a close friend
who is probably the most experienced
PA46 airframe repairer in the USA. At the
subsequent reconstruction, it was shown
that all the damaged parts had not been
repaired, but had been replaced. A new
engine mount, firewall, nose leg, propeller
(indeed the updated Scimitar propeller) had
been fitted. Structurally, the aircraft was as
good as new. In addition, the engine had
been removed and sent to Dallas Airmotive
who are a P&WC authorised repair station
and are recognized as a top quality facility.
By this time I had made contact with a
Pratt authorized service centre here in the
UK (Vector Aerospace) and their PT6A
specialist, Kerry Withers, was helpful and
supportive. We were reassured to hear that
if the sudden stoppage inspection had been
carried out by Dallas, then the warranty on
the engine was not affected and we should
not worry.
On the avionics front the aircraft also
ticked a lot of boxes. Rather unusually for
a US based aircraft it was fitted with both
a Bendix King digital ADF and a KN63
DME (albeit with the DME display rather
oddly mounted in the middle of the P2
panel). It also had a Garmin 530 WAAS,
a Garmin 430 WAAS, and a Garmin
GMX200 MFD, as well as a traffic advisory

85/2011		

system, WX500 Stormscope and colour
weather radar. Again, the on board weather
avoidance equipment and traffic system is
unusual for a US based aircraft where most
pilots have become used to XM weather
and ADS-B. The Jetprop conversion was
relatively late (2006), the engine was still
in warranty and with only 600 hours total
time, plus the airframe hours were low at
just over 2000. So on a very hot Kentucky
afternoon we turned up in another Jetprop
(Cody was training the new owner and he
kindly took us from Michigan to Kentucky)
to see N921GG. The aircraft was certainly
not prepared for sale. Indeed, it was looking
rather sorry for itself and somewhat unloved,
having been sitting on the ground for the
best part of 18 months. But beauty is a little
more than skin deep and a more careful
examination revealed an aircraft that had
a pretty good paint and interior, good
avionics, a brand new prop and a recently
heavily inspected engine. I even liked the
colour!
Although I took a lot of photographs, I
was the only one of the five of us to have
seen the aircraft, and this required a lot of
trust on behalf of my colleagues. I returned
to the UK a few days later, we discussed
the aircraft and decided to put in an offer,
subject to inspection.
There was, of course, some haggling
over the price, and we eventually agreed
$805,000 with the current owner being
responsible for any airworthiness issues.
The aircraft was moved to Three Rivers
where the pre buy was carried out, and
a few items were found which were in
need of replacement or repair. These
were resolved and I spent a nervous day
waiting for the outcome of the acceptance
flight. The news was good – no squawks!
(although regrettably that did not turn
out to be completely true). We had
managed to pick up an aircraft we liked
at, somewhat unexpectedly, slightly less
than we anticipated and therefore there was
some discussion as to whether to consider
some avionics work whilst in the USA. We
knew that we would have to resolve the
Mode S issue (unfortunately a diversity
Mode S as maximum cruise TAS is greater
than 250 knots), so some avionics work
was unavoidable. Cody recommended an
avionics workshop at Grand Rapids airfield,
Mayday Avionics, and I had had the chance
to meet them during my first visit to see
the aircraft. I had looked at both the Aspen
glass PFD and the Garmin 500 system. We
elected to go with the Garmin.
Dealing with a US based avionics facility
was a different experience to that which I
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have usually encountered in the UK. The
phones were answered promptly as were
emails. We had a couple of small engineering
tasks which we wanted done and the avionics
company liaised easily with the engineering
company who share the hangar with them
so that this could be arranged. Panel designs
were emailed back and forth until we settled
on something that we all felt was right.
The work was done on time and on budget
– with budget being the same number in $
than we would have paid in £ here. When
Cody went to perform the acceptance flight,
collect the aircraft and bring it back to
Michigan there was one tiny squawk with
the Garmin GI106A on the NavCom 2
which was resolved whilst Cody was taken to
lunch at Mayday’s expense.

Learning to fly the Jetprop

We now had to learn how to fly it and
get it home. During the first half of 2010,
I had spent many hours on the internet
researching the Jetprop, and trying to find
someone who would help teach us how to
operate it safely and effectively. Ian Gee, one
of my colleagues in our group (and erstwhile
legal advisor to PPL/IR Europe), knew Steve
Turley at Wickenby, and Steve strongly
suggested I contact Travis Holland. Those
who have met Travis know how passionate
he is about aviation, and about the Jetprop
in particular. He is approved by the US
based insurance fraternity for both initial
and recurrent training, and advertises on his
website that he facilitates ferry flights. So
I had been in contact with Travis through
2010, initially intermittently, and then
with increasing frequency as August came
and went. We had provisionally scheduled
a possible ferry flight across the Atlantic
commencing on Monday 20th September,
with a plan to arrive back at Liverpool on
or about Wednesday 22nd. Travis had then
made himself available to stay on in the
UK for a further 10 days to train all five of
us on the aircraft. Alongside those plans,
Phil Morris was also scheduled to be out in
the USA in the previous week leading up
to the ferry flight, and said he would like
to participate. He re-arranged his travel
plans to come and join Cody and myself
in Michigan mid week. He and I could do
some shake down flying in the aircraft, as
well as having some initial training with
Cody. It all seemed to be coming together.
So it was, unashamedly, a very excited
pilot who was dropped off at Manchester
Airport for a flight to Detroit on the
morning of Saturday 12th September 2010.
To be continued.

Instrument Pilot

Instrument flying
in Denmark
Danish member Henrik Vaero gives an enticing overview of flying in Denmark ahead of the
PPL/IR Europe tour there in September.

W

hen you go from the European
mainland to the Scandinavian
peninsula, there is a small stepping stone for
those of you with short legs. The stepping
stone is called Denmark, and it is composed
of a surprisingly large number of small, and
sometimes even smaller, ‘stones’. Although
often used this way by pilots, for refuelling
and rest stops, Denmark is not without
merits as a destination in itself.
The mainland part of Denmark is
Jylland (Jutland); to me resembling a pixy
with a big nose and a tall pixy hat, the
tip of which tilting to the East at the top,
towards Sweden. The rest of Denmark is all
islands. The main Danish island is Sjælland
(Zealand) with the capital København
(Copenhagen) and the nearby Roskilde,
which, apart from being the centre of
ancient Viking power, also has the busiest
GA airport (EKRK) in the country. The
Kingdom also includes the Faeroe Islands
and Greenland, but these are usually
exempted from GA insurance coverage, are
quite some distance away, and as I have no
experience of flying there, those thrilling
regions are not described in this article.
Instead, I shall focus on the flat part of the
Kingdom that belongs to Scandinavia.
How many Danish pilots are instrument
rated? A CAA estimate 10 years ago was 5%
of the PPL population. In my flying club, we
have IR flight schools and ILSs all around
us. That may explain why our IR proportion
of pilots is higher, at 10-15%. Denmark has
no dedicated GA guide available for foreign
visitors. Although strictly aimed at VFR
operators, I recommend the official VFR
Flight Guide available in paper or on the
internet: http://tinyurl.com/denmark-vfg. It
is a very good supplement to IFR-Jeppesen
and includes extracts of the General and Enroute parts of AIP, and, even more useful,
VFR information on all public aerodromes
in Denmark. Contact information on a



number of private airfields is also provided.
The full AIP Denmark is also available on
the internet.
Even if you prefer going IFR, you should
consider getting a copy of the ICAO
Denmark 1:500.000 VFR map. It is
updated yearly, and it includes specific as
well as general information about airspace
structure and VFR weather minima. I
myself prefer always to be VFR ‘equipped,’
even when planning IFR trips as it provides
more opportunities. By way of example, at
one time I gave up flying a particular trip
IFR due to embedded CBs, but because the
country is so flat, I could comfortably go
VFR below the general cloud base, visually
avoiding the worst showers. Icing in clouds
above MSA could mean the same. Then
there was an incident several years ago with
a light twin on approach to Roskilde in
slush. Although certified for flight in icing
conditions, due to compacted slush in the
engines’ induction systems, the aeroplane
temporarily lost power on both engines and
descended below MSA. The terrain below
was flat, as it is everywhere in Denmark,
but the IFR maps had no information on
the 1086 ft television mast close to the flight
path. The mast is clearly marked on the
VFR map of course.
Another reason to have VFR information
when flying IFR in Denmark is that it often
makes sense to go IFR, even when going
to and from VFR-only airfields, especially
so in single-engine aeroplanes. Take a look
at the island of Anholt in the middle of
Kattegat. It is mostly green desert (exotic
in Northern Europe), has endless sandy
beaches, lots of seals, a small Klondike-like
village, about one hundred cottages and very
few facilities. However, there is a licensed
airfield, which, to me, makes the island
one of the very best reasons for flying GA.
Back when I was a VFR-only pilot, when
all flying was below cloud base, and with
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typical broken clouds at 1500 ft, that meant
crossing at least 25 NM of open sea flying at
1400 feet in a single engine piston aircraft.
I almost got used to that, but going IFR
brought peace of mind, because I could then
climb on top of the clouds to a comfortable
altitude, with land within gliding distance
for most of the trip.
Danish weather is rather like British
weather: changeable, low clouds, wet
- although perhaps not quite as wet. It is
a little colder in winter, with more snow.
Structural icing is a very real possibility
in clouds most of the year, but sometimes
the low MSAs come to the rescue. I believe
Denmark is generally a little windier than
the rest of Europe.

Airspace

Class G uncontrolled airspace prevails below
3500 ft, with class E controlled airspace
above. All CTRs are class D and have tops
at 1500 ft MSL, with the TMAs (also class
D) extending to 3500 ft MSL except for
the Copenhagen Area, which is class C and
goes all the way up to FL 195. Transition
Altitude is 3000 ft generally and 5000 ft in
the Copenhagen Area. IFR in uncontrolled
airspace is legal as long as you are on a
flight plan and have R/T contact and mode
A+C. Separation is, of course, not provided
outside controlled airspace so R/T is
important and IFR flight in class G should
preferably be restricted to departure and
approach. But it does allow for low altitude
en-route IFR, or emergency descents on days
with icing higher up. MSAs are in the 20002400 ft range. For some reason Minimum
Vectoring Altitudes are not officially
published in Denmark. Only a handful of
obstructions in Denmark reach higher than
1000 ft MSL. If you know where they are
(and where you are yourself), you can safely
descend fairly low in an emergency.

Gliders

Gliding is fairly popular in Denmark,
although not quite to the German level.
And how does this relate to IFR? Well,
the Danish gliding community has for
years been very successful in negotiating
liberal airspace use for gliders. A gliding
club in the Copenhagen Area can request
that fairly large chunks of class C airspace
are effectively converted to uncontrolled
airspace, with no requirements for R/T
or transponders. These airspace ‘chunks’
are then simply closed to IFR traffic.
These ‘conversions’ are not NOTAMed
or published anywhere else, but they are
broadcast on EKRK (Roskilde) ATIS on
123.80 or you can ask ATC. To really
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understand this you need the Copenhagen
sectional chart, as the gliding areas are only
shown there, but flying IFR you can also
just forget about it and leave it to ATC to
vector you clear. It usually happens only
on weekends and summertime weekdays.
Glider areas also exist in Jutland.

Navaids

As in some other countries, NDBs and
even some VORs will be decommissioned
in the coming years. Decommissioning
is usually preceded by a few months of
NOTAM warnings that the relevant aid(s)
is temporarily unserviceable. Only a few
locators/NDBs remain. During last summer
(2010), the CAA finally issued a general
exemption to RNAV-approved aircraft from
the requirement to carry an ADF for IFR.
DME is widely used both en route and
for approaches, and not having one would
be a disadvantage. The number of DME
ground stations is actually on the rise, I
believe because of P-RNAV requirements.
A small number of approaches requiring a
marker receiver still exist, but it seems that
markers are being phased out, and replaced
by DME as far as ILSs are concerned.
Radar approaches are fading out also. One
VDF approach still exists (EKOD), but
the equipment is there in Roskilde also.
Even though radar is available, the tower
controllers love it, especially when the circuit
and the rest of the control zone are busy.
Although the first Danish GPS-approach
dates back to 2001, it is not widespread and
there is still no IFR airport served only by
a GPS-approach. Denmark has no mode
S requirement and there will not be one in
the foreseeable future. 406 MHz ELT (or
registered PLB) is compulsory.

ACC and FIS

Copenhagen Control is the first unit you call
when entering Danish FIR. You will find
them friendly and professional, but they do
not provide weather or airfield information.
There is no dedicated VHF MET service
in Denmark, but there are 6 ATISs and one
VOLMET, giving good coverage regarding
met ports. If you need more help, why not
do as Ryan Air does? Let your ‘copilot’ use
your 2nd VHF set to ask the always helpful
FIS (call sign Copenhagen Information,
mostly serving VFR GA traffic) about the
details that ACC do not have the time or
the means to provide. Radar coverage is
complete to below 1500 ft everywhere except
over the North Sea. Traffic is generally
sparse at GA altitudes, especially west of
Zealand, and once airborne, more often
than not, you can expect direct routings and



altitude requests to be fulfilled immediately.

Destinations

Twelve airports are served by one or more
ILSs, all providing Decision Heights of
200 ft or very close. There are two airports
having only non-precision-approaches,
about 20 VFR-only licensed airfields and an
unknown number of private strips (I know
of about 90 excluding pure gliding fields.)
My small country seems to be adequately
covered, but, as in other countries, it is going
the wrong way. Several IFR airports have
been downgraded to VFR and more will
likely follow; their opening hours shrink
slowly but steadily; licensed airfields have
been closed down or privatized and more
operational restrictions have been imposed
generally. Several of the main airports in
Jutland were built by the Luftwaffe during
WWII. The Luftwaffe’s main strategic
objective was not to serve major towns,
and that, unfortunately, is all too obvious
to anyone looking at a map today. It is also
one of the reasons that domestic airports
in general do not fare well in Denmark. In
the late nineties, the Eastern and Western
parts of Denmark were connected by
bridges and a tunnel across the Great
Belt. That meant that travel time from
Copenhagen to Odense, native town of
fairy tale author Hans Christian Andersen,
was halved, whether going by road or by
rail. Consequently, the regular air service
between Copenhagen and Odense was
closed immediately but, surprisingly, Odense
Airport survived and is still there, with ILS
and other facilities. The fixed link between
east and west also hit other domestic air
services hard. Most airports survived and
still work well with friendly staff and
reasonable prices, and most have cafeteria
and even car rental. I visit these airports
mostly when I have a business appointment
in Jutland.

Island airfields

Usually, island airfields are more interesting
as destinations than the IFR airports. I have
already mentioned Anholt. It is in a class of
its own (and has a EUR 60 landing fee), but
Denmark has many islands with airfields or
strips. Some are practically secret and hardly
used by anyone but the land owner, whereas
others are formerly licensed like Lindtorp
and Haderslev, and others are just well
known and popular like Endelave, Femø
and Vejrø, where visitors are welcomed. At
the end of the Femø runway (land from the
water, take off towards the water) you will
find a pub, and accommodation for the
night. At Vejrø you will find nothing, it is

Instrument Pilot

as close to a desert island as you can get, and most of the year
there is only one household active there. Landing is a little like
landing on an aircraft carrier, with water immediately beyond
both thresholds.
And the IFR relevance to this? As mentioned, IFR often allows
you to stay comfortably high and descend overhead through
clouds thus avoiding sea crossings at low altitude. In the Baltic
Sea, a little closer to Sweden than to Poland (and in Swedish
FIR), but not very close to the rest of Denmark, you will find
the island of Bornholm. This is the only part of Scandinavian
Denmark with rocks and cliffs visible in the landscape. The
airport at Rønne (EKRN) has ILSs in both directions; expect
runway 29 in use, and be sure you can handle the crosswind
usually coming from the open sea to the immediate left. The
island is quiet and very pleasant. Bring or rent bicycles!

Roskilde

Roskilde (EKRK – RKE) is the busiest GA airport in Denmark
and is my home airport. It is served by intersecting runways,
1500 and 1799 metres long, 2 ILSs, VDF and radar. For IFR
planning into, and especially out of the airport, take a good look
at Jeppesen arrival and departure plates. There are no published
procedures for either arrival or departure, but having your flight
plan route out of Roskilde approved is less than straightforward
and routes are different depending on whether you are jet or
propeller, and whether your initial en-route altitude is FL 60 or
lower or FL 70 or higher. Once the planning is done, the flying
is straightforward, usually with simpler routings than planned.
A tip from pilots of (especially faster) GA flying into Roskilde: if
R/T reveals that the circuit is busy with VFR traffic, don’t be too
eager to accept a visual. Consider flying the approach procedure
and get better separation and more peace of mind.
Finally, another digression from the subject of IFR:
Copenhagen Kastrup (EKCH) is the prime national commercial
airport, and prohibitively expensive for most GA visitors,
nevertheless, the airport has unusually GA-friendly controllers.
If you visit the eastern part of Denmark by GA, you should
consider going sight-seeing. Check the sectional for airspace
around Copenhagen, pay attention to VFR reporting points,
then take off, call EKCH Tower and request to cross the
Control Zone from ‘Vallensbaek’ to ‘Tuborg’. On 9 out of 10
occasions you will be cleared immediately to enter and cross
the CTR, mostly to follow the channel, below 1500 ft. You
will find yourself at 1300 ft with the ancient town centre and
the Parliament Island Slotsholmen on your immediate left, and
the country’s main airport and its continuously landing and
departing jets on your immediate right. If there is significant
crosswind on the main runways, ATC might ask you to fly
directly overhead the runway system for better separation! After
leaving the CTR you can follow the coastline some 25 NM up to
Helsingør (Elsenore) with Hamlet’s prominent castle Kronborg,
historically used to control naval traffic entering the narrow
Øresund between Sweden and Denmark.
Happy flying! We look forward to seeing as many of you as
possible on the PPL/IR Europe trip in September (see panel).
Henrik Værø (Vaeroe) holds a Ph.D. in traffic planning/
engineering, and earns a living as a road safety engineer. He
gained his PPL in 1993, his IR in 1997, and his CPL in 2002.
He is also a part time instructor and glider pilot, and is part
owner of a Piper Dakota and a Grob 109B motorglider.

Social weekend, Roskilde, 16–18th September 2011
If you are interested in flying to Denmark, why not join the PPL/IR
Europe social weekend trip to Roskilde: historic villages and lively
Copenhagen, Viking ships, vibrant modern art, smorgåsbord (open
sandwiches), beer and schnaps, Hans Christian Anderson and the
little mermaid, and of course wonderful hospitality.
Roskilde airport (EKRK) is the thriving general aviation centre
for Copenhagen and is home to the highest concentration of PPL/IR
Europe members outside the UK. We will be welcomed and hosted
by local members Flemming and Kim Jensen.
Itinerary
Friday
pm
Arrivals at Roskilde airport. Taxi to Hotel Prindsen
(www.hotelprindsen.dk). Registration, unpack, relax. Drinks
and evening dinner (à la carte) at the hotel
Saturday
am
Time to explore Roskilde, historic centre around hotel and
shopping
11:00 Coach to Copenhagen
12:00 Smorgåsbord lunch at Kanal café (www.kanalcafeen.dk)
15:00 Coach to Louisiana
16:00 Visit of Louisiana outdoor modern art centre and museum
(www.louisiana.dk)
16:30 Guided tour of Louisiana museum collection
18:00 Coach to hotel
20:00 Dinner at Raadhus Kaelderen (‘Town Hall Cellar’,
www.raadhuskaelderen.dk)
Sunday
09:30 Coach to Viking ship museum
10:00 Guided tour of Viking ships and folklore		
(http://vikingeskibsmuseet.dk)
12:00 Return to hotel and light lunch (hotel or airport)
14:00+ Flight Departures (or stay an extra night and depart Monday,
as preferred)
Accommodation
We will be staying at the Hotel Prindsen, with the option of
reasonable dining there on the evening of arrival. We have prebooked 15 double rooms at group rates of DKr 995 (approx £114) per
double room per night including breakfast. If desired, it should be
possible to extend for an extra night with sufficient notice at the same
rates.
Budget
On arrival, the meetings secretary will collect a kitty deposit to cover
coach hire on both days, Saturday lunch and dinner, Sunday lunch,
Louisiana tickets and guide, Viking ships museum tickets and guide;
total, 1200-1400 DKr (approx £150) per head depending on total
numbers booked on the tour.
Hotel accommodation, Friday dinner, drinks and extraneous
expenses will be individually billed by the hotel on departure.
Members are also responsible for meeting their airfield landing and
parking fees, and other flying, fuel and individual expenses (local
taxis etc).
Bookings
Please complete and return individual bookings forms available
on the website, (one per aircraft) to the Meetings secretary, Steve
Dunnett (meetings@pplir.org; tel (daytime): 02920 875188). Our
numbers for accommodation are restricted to 30 (15 double rooms)
so please book early. The deadline for reservations (and cancellations
without penalty) is Tuesday 16th August 2011.
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Notes to Members
By Stephen Niechcial

Aero Expo

PPL/IR Europe will return with a stand
at Aero Expo from 17th-19th June. This
year, the exhibition is at Sywell for the
first time, and details are available at
www.expo.aero/uk/ As before, we have
taken responsibility for the entire seminar
programme where there are some excellent
presentations. Your support in attending
and publicising the programme would be
appreciated. Please come along to our stand
and talk to us. We value our members as
part of our community and would appreciate
feedback. If you are not yet a member, we
would like to extend a warm welcome to any
pilot holding or considering an instrument
qualification such as EASA IR, FAA IR,
or UK IMCR. If you are a member, please
consider volunteering to staff the stand. We
run a rota of two-hour slots, so there is still
plenty of time to see the rest of the show and
past volunteers have enjoyed the experience.
Contact Sali Grey at memsec@pplir.org for
more information.
Lookout for the PPL/IR Europe stand at Aero
Expo, 17th-19th June, Sywell

Make the most of your rating
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Spring Meeting and AGM
Clear skies saw the arrival of 32 aircraft at Coventry for the PPL/IR Europe Spring Meeting

The Spring meeting and AGM were held on 10th April. We awoke on the day to fantastic
sunny spring weather, clear skies and the warmest day of the year. 70 members were
registered, 65 made it on the day, including arrival of 7 aircraft on Friday afternoon and 25
aircraft on the Saturday morning, all converging on the airport during the hour before the
meeting start (VFR conditions helped!). An outline of the day’s events is shown below.
Morning Session
I
Safety/Training: 12 months of mistakes and CFIT Summary
Vasa Babic, PPL/IR Europe
Vasa described a range of mistakes made in his recent flying and lessons he had learnt.
Vasa’s presentation is available on the website. Vasa went on to discuss recent CFIT
incidents and the lessons he draws for us, also available on the website.
I
Jeppesen charting services,
Mark Bravery, Jeppesen UK
Mark fielded a Q&A session with good grace under robust questioning of recent
failures in Jeppesen service and product delivery. He gave assurances that concerns about
better products, prices and delivery to meet the needs of the GA IFR pilot, not just the
airlines, would be fed back up the line of command, but could not commit to any specific
improvements. Along with Jepp customer reps, Steven Morgan and Jack Clements, he
addressed these issues in turn and his written reply will be posted when received.
Afternoon Session
I
ADS-B, Future Surveillance and Satellite Weather for Europe
Bill Schillhammer, Avidyne
Bill described advances in technology that were likely to provide improved
functionality and safety over the next decade, including ADS-B, in cockpit weather
data and display, and new traffic avoidance systems. His presentation is available on the
website. With UK rep Yvonne Carlson, Bill presented a range of new flat panel display
kit. The iPod prize from the Avidyne marketing draw was won by member Graham
Whittle.
I
Converting to a Jetprop
Paul Sherry, PPL/IR Europe
Paul described the decision making process, economics, training challenges and initial
experiences of upgrading ownership from a conventionally aspirated twin to a turboprop
aircraft (Piper Jetprop). His presentation slides will be posted when available, and Paul
has written an article on the subject starting on page one of the magazine.
I
Part M maintenance
Alan South, PPL/IR Europe
Alan updated members on progress of the implementation of EASA’s part M
regulations for light aircraft maintenance. His presentation slides are available on the
website.
AGM   
The formal minutes of the business meeting and AGM are posted separately.
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Refresher training or just fancy a change?

We have a number of members who are instructors under both JAA
and FAA systems, and others who are highly experienced and/or fly
interesting aircraft. I am happy to coordinate between those who
have needs and potential providers. While remuneration is unlikely
to be the prime concern, some financial balance needs to be struck
subject to any regulatory constraints. Again I am happy to act as an
intermediary to avoid misunderstandings. The sort of activities that
might be involved are:I         Support of a second pilot for more demanding trips.
I         Experience of demanding major airports or of short strips.
I         Imaginative instrument or general handling refresher training.
I         High altitudes, pressurization FAA high altitude endorsement,
use of oxygen.
I         Glass cockpit/RNAV approach issues.
I         Introduction to turboprops.
I         IMC to IR, FAA to JAA or JAA to FAA transition matters.
I         Intensive courses with an eye to exam preparation.
Where an approved training organisation needs to be involved, we
are happy to provide advice and coordinate to ensue that you get best
value for your investment.
So in general terms PPL/IR Europe will try to deliver whatever
members want, be it training, support or just a downright fun
experience. Drop me an Email. I won’t mess you about. If it’s
something we cannot deliver so be it, but there is never any harm in
asking. If also there are people out there with skills or qualifications
they would like to offer please let me know.
Jim Thorpe, Deputychariman@pplir.org

Instrument Pilot Magazine

We are indebted to a number of our members who give up their time
for the magazine. Paul Turner creates the layout adding the necessary
artwork and ensuring that a professional looking product goes off
to the printers, Sahib Bleher who compiles the interesting material
in the monthly Pilots Talk column, Sali Gray who compiles the
monthly distribution list, and Judith Niechcial for her sub-editing.
Last but not least, we are indebted to all of you who produce articles
for the magazine. We are always in need of new writers, and new
material, so please do not hesitate to contact me if you need advice or
help in producing your article.
I have recently been asked whether the whole of an article can be
printed across consecutive pages, rather than as at present, sometimes
split between different points of the magazine. I discussed the issue
with Paul, who provided the following explanation: ‘We currently
produce the magazine with a focus on the printed edition. This comes
with a number of constraints, such as A4 layout, a fixed page count of 20
pages with colour covers with black and white inside. We try to maximise
the impact of the magazine by placing articles with good photographs on
the front or back cover to make effective use of the higher costs associated
with colour printing. In addition, each article will be a different length
and some have photos or graphics which means that they occupy more
than a single page. Space constraints within the magazine mean that
articles sometimes need to be split across multiple pages although I try and
minimise the effect of this wherever possible. The limitations of a printed
magazine would be reduced by publishing online only but this would
not provide such useful publicity for PPL/IR Europe as a paper copy.
Alternatively, a second online edition could be produced but this would
require more set-up time.’
We are keen to seek additional help with the magazine so if you are
interested please get in touch with Paul or me.
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A woman in a
man’s world?
As a female pilot, Kim Winter describes what it’s like to be one of
a minority

I

am a woman and I have a PPL. That means I am considerably
outnumbered by pilots of the opposite sex; apparently, only 6%
of private pilots in the UK are women. At 2-3%, the proportion
of female commercial pilots is even lower. But when Stephen,
the esteemed editor of this organisation and a fellow pilot in our
AA5 group, asked me to write a piece about what it’s like to be a
female pilot, I hesitated. It’s very difficult to assess whether my
behaviour as a pilot, or indeed other people’s behaviour towards
me, is because I am a woman, rather than because, say, I am
short, or impatient, or bad-tempered in the morning. So in this
article I am not claiming to represent all female pilots. This is just
an account of the ups and downs of this particular female pilot.
Similarly, I have tried not to tar all male pilots with the brush of
my prejudices, but inevitably some splashes will occur; apologies
in advance.

‘Do you fly as well?’

To be honest, I have encountered very little overt sexist behaviour
towards me from male pilots. This may be a question of
generational differences. I’ve heard tales of crusty old RAF types
being rude to, and about, women pilots, but all my instructors
were young, totting up the hours while they waited for an airline
job, and they treated me the same as their male students. The
one exception was a young Ignorant Male Pilot (IMP) on a flying
school weekend trip to Le Touquet just after I got my licence.
Ever Supportive Partner (ESP) had come along, and we were
having dinner with the other students, partners and instructors. I
mentioned something about the altitude and route we had flown,
when IMP said, ‘Do you fly as well?’ ‘As well as whom?’ I asked.
‘As well as your boyfriend,’ he replied, nodding at ESP. My former
instructor, sitting next to IMP, guffawed into his pizza. Clearing
his throat, he muttered, ‘Kim is the pilot. ESP doesn’t fly’.
Although I haven’t encountered a similar assumption from
other pilots, I have found it quite common among airport staff
when going to pay landing fees, particularly in Europe. When
asking about the aircraft registration or weight, they inevitably
look at ESP, trying to hide their surprise when he indicates that I
am the one they should be talking to.

Bawdy conversation

As I said above, most male pilots I have encountered do not
seem amazed that a woman can fly and treat me no differently.
However, this in itself is not necessarily a good thing. I will hold
my hand up here and admit that I love flying for the freedom
it gives me to get from A to B. I enjoy touring, sightseeing from
the air and visiting places I haven’t been to. I’m not particularly
interested in the mechanics of the airframe, as long as I know the
basics to get me out of trouble. Nor do I feel the need to know
every subsection of the upcoming EASA rules; just tell me in
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simple terms how they will affect me and
what I should do to protest (I know – join
AOPA.) I can’t tell the difference between an
Arrow and a Cherokee at one hundred paces
– or even ten paces, come to that. But guess
what? (here comes the brush tarred with
prejudice), these are subjects that hold an
unending fascination for many male pilots. I
guess that ’plane spotting, or comparing the
merits of different autopilot systems, is the
aviation equivalent of putting one’s CDs in
alphabetical order or arguing which real ale
is best. I know that if I ever did have a query
on such issues, I would be inundated with
helpful responses. I’m just not interested in
hearing them rehearsed over and over again.
Sometimes concessions are made. Stephen
is currently instructing me and Paul, another
guy in our group, for our IMC ratings.
When we’re not discussing why I messed up
on the ILS, Stephen and I talk about what
we are reading for our book groups, or the
pros and cons of a portfolio career. When
Stephen is teaching Paul, they apparently
start quoting lines from a certain classic
rugby song at each other!

Keep your partner happy

A recent article by Jeffrey Pearce in
Instrument Pilot 80, suggested that one of
the reasons many male private pilots give up
flying is because of the competing demands
on their time (and pocket) of aviation and
family. If their wives don’t enjoy flying, the
family is likely to win. One solution was to
try to involve partners more when planning
trips, visiting destinations that they are
interested in. ESP is quite unusual, in that he
doesn’t drive, let alone fly (living all his adult
life in London, he’s never needed to own a
car). However, this hasn’t stopped him from
giving me advice from the right-hand seat,
‘I think you’re a bit high’ on final approach
being typical. On the plus side, he loves
travel and planning trips, so he’s more than
happy to trawl through aviation websites
for recommended airfields, print off useful
blogs and plot suggested routes on Google
Earth. He’s learned how to use Sky Demon
and the GNS 430, and is a great navigator.
On a recent trip, I couldn’t have managed
without him plugging all the VRPs into
the GPS en route. He’s also happy to help
with changing frequencies. (Though there
was one occasion when I had to explain to a
French controller why our transponder was
set to the QNH rather than the squawk he
had given us!). Nevertheless, some of our
trips do have a certain bias towards what
might be regarded as ‘male’ preoccupations.
Last year in France I found myself
admiring the glories of the dry docks and
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transporter bridge in Rochefort, just south
of La Rochelle. Also, the level of interest
he showed when surveying the industrial
landscape of north-eastern France from the
air remains unfathomable to me. Some of
ESP’s enthusiasm, I’m sure, is due to the
kudos he gets from telling his colleagues at
work that we’re off on holiday in our own
aircraft. But he does seem genuinely to enjoy
flying, and he’s never shown any resentment
about the time and money I spent gaining
my PPL and now my IMC rating. For this I
remain grateful.

Kim Winter

Enter The Beast

Women tend to be shorter than men. I
am 5ft 2in; the three men in our aircraft
group tower above me. They are gentlemen
to a fault, but being short has certain
disadvantages that they cannot help with.
The first is not being able to apply enough
pressure to the toe brakes. This is why I fly
with a large cushion behind my back, which
pushes me forward so I can reach the pedals.
The cushion has a fetching cover of black
and white fur, and the first time I flew with
Stephen, he promptly nicknamed it The
Beast (or TB for short). As you can imagine,
TB remains the butt of endless jokes, but he
hasn’t drawn blood – yet. Being short also
affected my choice of aircraft. I did my trial
flight in a Grumman AA5 with Cabair, and
continued in the same aircraft when I signed
up for lessons. On my third lesson I asked to
try a PA28, as they looked a bit less battered
than the AA5s. However, even with TB, I
found it difficult to see over the coaming.
The thought of lugging two cushions with
me every time I went flying sent me back to
the AA5 – something I’ve never regretted.
Because my legs are pretty much at full
stretch, my kneeboard has a tendency to
slide off my lap, so when the interior of our
aircraft was recently refurbished, I requested
a larger side pocket that was big enough
to hold my kneeboard. This makes a big
difference. Alternatively, if I’m flying with
ESP, his knees become home to the charts,
plogs and plates. Needless to say, he finds
it no easier than I do when the chart needs
refolding halfway through the trip!
There’s also a problem if the aircraft needs
to be moved when not under its own steam
(or propeller). When I first joined the group,
our aircraft was parked on the south apron
at Biggin Hill, in a space we could enter
from behind and leave from the front. Then
we were moved to the eastern side of the
airfield, to a parking space that backed on
to a strip of grass by the woods. This meant
that we had to turn the aircraft on the hard
standing, turn the engine off and then push
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it back into position before tying it down.
Although I very rarely flew on my own, this
now became impossible, as I couldn’t push
the plane back while sitting on the tail. And
although ESP could push while I sat on the
tail, he wasn’t always sure where he should
be pushing. I have to admit that around that
time I stopped flying for about two years.
The parking problem certainly wasn’t the
sole or even the main reason, but it was a
contributory factor. Now I have mastered
the technique of turning the aircraft on the
grass, avoiding the need to push it back, and
that’s a big worry removed.
Any advantages to being small? I’m told
that short people can generally tolerate
more Gs, as the distance between their
heart and their brain is shorter. This is not
much consolation in my everyday flying,
though it’s good to know that I might have
an advantage if I decide to be a fighter pilot
or take up aerobatics. Also, despite the
increased effects of gravity in middle-age, I
still weigh less than any of the men in the
group. ESP is also on the slimmish side,
so we rarely have any weight or balance
problems unless we fly with another couple.

And finally

So there you have it. Not much
discrimination (that I have been able to
detect), and the banter about wanting the
aircraft upholstered in pink or installing
racks for shoes is no different from that I
encounter in other walks of life. I sometimes
wish that airfield catering establishments
looked beyond the all-day fry-up or chips
with everything so beloved of their largely
male clientele. But one advantage of being
a female pilot is that there’s never a
queue for the loo!
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Pilots’ talk
Compiled By Sahib Bleher

Cotswold airspace changes

T

he CAA has announced a change in
airspace arrangements in the Cotswold
region ahead of the discontinuation of daily
flying operations from RAF Lyneham on
30th September 2011. The CAA said it had
approved the Ministry of Defence’s request
to remove the Lyneham Control Zone and
Control Area as of the 1st October 2011.
In addition, the air traffic control unit will
stop operating and the Air Traffic Zone
will be suspended. The removal of the RAF
Lyneham Control Zone and Area has been
achieved in accordance with the CAA’s
new Release of Controlled and Segregated
Airspace (RCSA) policy, which has been
formulated for such UK airspace changes.
The policy allows for environmental
assessments and aviation operational impacts
to be considered when airspace arrangements
change and for unnecessary restrictions on
other airspace users to be addressed. The
changes will be reflected in new charts when
they are published.

Diamond’s future uncertain

The future of Diamond Aircraft is hanging
in the balance after the company had its
request for a $35-million loan denied by the
Canadian government. Diamond Aircraft,
an Austrian-based manufacturer of general
aviation aircraft and motor gliders, has a big
manufacturing facility in the Canadian city
of London in Ontario. The company
requested the loan from the Canadian
government to help fund the launch of their
new single-engined jet aircraft, the D-Jet.
The company is reported to have already
laid-off more than 200 workers while
waiting for the government’s decision.
Diamond Aircraft is now understood to be
pursuing private financing.
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Plymouth airport to close

UK air passenger duty

Sutton Harbour Group, which owns
Plymouth City Airport, has announced that
it intends to cease the operation of the
airport by the end of 2011.The company
says, ‘Plymouth City Airport has been loss
making for a lengthy period of time and the
Board has concluded there is no realistic
prospect of trade improving in the near
future.’ Plymouth City Airport Limited, a
wholly owned subsidiary of the Company,
holds a 150 year lease agreement with
Plymouth City Council for the airport, with
143 years unexpired at a cheap rent, so the
Company will retain the lease following the
closure of the airport. When redeveloping
the site the company is focusing on marine
activities.

The UK government’s plans to extend
air passenger duty to cover business jets,
announced as part of the budget in March,
have caused anger among the sector’s
operators, which are concerned about
having to pay local environmental taxes
in addition to paying for their emissions
under the European Union’s emissions
trading scheme. London Executive Aviation
managing director George Galanopoulos
wants the UK government’s levy to apply to
foreign operators in order to maintain a level
playing field. ‘What is important from our
point of view is that if there is going to be a
tax, it has to be applicable to everyone, not
just UK operators,’ he says. The European
Business Aviation Association, too, slammed
the plans, warning that it would persuade
aviation interests to move offshore and some
companies to move their offices outside
the UK. EBAA chief operating officer
Pedro Vicente Azua believes that if each
EU member state were to introduce its
own environmental levy in addition to the
emissions trading scheme, it could result
in 27 separate taxes and duties, and would
make life very difficult for business aviation
operators.

NARCO in liquidation

Full size 737 cockpit at home

NARCO Avionics Inc, an iconic company
that started making avionics long before
they were called avionics, has closed and is
apparently in bankruptcy. The company,
which started in 1945, has darkened its
website except for one page, which contains
this message: ‘Due to circumstances beyond
our control, we regret to inform you that
after over 65 years in business, Narco
Avionics, Inc. has closed. A trustee will be
appointed shortly to oversee liquidation
of assets and assure return of Customer’s
property, such as Customer’s Radios sent to
Narco for service, as soon as possible. We are
extremely sorry for the inconvenience this
causes and thank all loyal Narco Customers,
around the world, for their loyalty over all of
these years.’
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Microsoft employee Salvador Patuel built
a full size 737 cockpit in his house as a
compromise between himself and his wife
after she pleaded for an end to his real-life
flying.
‘I have a private pilot license, obtained
15 years ago, always loved flying and had
the opportunity to fly on several different
birds, from single piston to multi turbo-prop
engines. I have flown several jet planes on
real simulators and I try to fly at least once
a month on the B737 simulator at British
Airways,’ he explains. ‘My wife does not like
me flying, as she is quite afraid of flying.
When we got married she asked me to fly
less hours so I tried to negotiate a win-win
situation, I said to her ‘Ok, but can I develop
my flight simulator in my studio?’ She
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obviously answered yes, thinking that I was
going to buy some kind of joystick and a
bigger monitor.’ 3 years later she ended up
with a full-size 737 cockpit. Let’s hope we’re
not all going this way!

Cirrus wins one crash trial…

The Minnesota Court of Appeals has
overturned a 2009 ruling that ordered
Cirrus to pay $14.5 million to the families
of two SR22 crash victims based on the
assertion that Cirrus failed to properly train
them. The new ruling found that there was
‘no support in the law’ for the notion that it
was Cirrus’ obligation to train the Cirrus
pilot, Gary Prokop, to pilot the aircraft
‘proficiently’ prior to the 2003 crash. Further,
it found that proficiency training provided
by the company ‘undoubtedly promoted the
safe use of the SR22’ and materials provided
to purchasers of Cirrus aircraft provided
instruction relevant to the circumstances of
this case. However, in the court’s published
opinions, one judge offered clear dissent.
The dissenting judge noted that Cirrus’
training included a checklist to be filled out
by the instructor. On that checklist, ‘recovery
from VFR into IMC (autopilot assisted)’ was
left blank. The judge noted that testimony
at trial ‘suggested that the failure to perform
this very manoeuvre led to the fatal plane
crash.’ Citing precedent, the judge went on
to note that ‘in Minnesota, one may assume
a duty that does not otherwise exist, and one
who voluntarily assumes a duty must exercise
reasonable care or he will be responsible for
damages resulting from his failure to do so.’
According to the judge, ‘while transition
training may not be required as a matter of
law, once Cirrus made it a part of the purchase
agreement, Cirrus voluntarily assumed a duty
to provide the promised training.’ Based on
those facts and others, the judge concluded
that the crash was ‘a direct and foreseeable
consequence of appellants’ failure to provide
the salient portion of the transition training to
Prokop.’

on behalf of Lidle’s widow, who brought
the suit, said that the aircraft’s control
system failed to provide adequate control
throughout the manoeuvre. ‘If you can’t
control the airplane, you can’t be at fault,’
said the plaintiff’s attorney Todd Macaluso.
Lawyers for Cirrus offered a different point
of view, as has the NTSB.
In 2007, Cirrus offered a mandatory
service bulletin and the FAA proposed an
AD for certain SR20 and SR22 airplanes.
At issue was the rudder-aileron interconnect
system. The company required inspections
and corrective action to prevent the
possibility of control jamming, which had
been found on certain aircraft. The original
suit stated that ‘Cirrus airplanes have a history
of aileron failures,’ that there have been ‘other
accidents involving flight control failures’ and
that mis-rigging on some aircraft had caused
‘ flight control problems.’ The NTSB did not
indicate those potential problems as a factor
in the Lidle accident. According to Lidle
family attorney, Todd Macaluso, ‘The Lidle
family has appealed the NTSB finding. It is
on appeal to the NTSB.’ In its final report,
the NTSB stated that there were no system,
structural or engine malfunctions found.
It found that the two men initiated a turn
too close to buildings, that the turn was
executed at an insufficient rate, and that
neither Cirrus nor the airplane caused the
crash. According to the NTSB, the cause
of the accident was ‘the pilots’ inadequate
planning, judgment, and airmanship in
the performance of a 180º turn manoeuvre
inside of a limited turning space.’ With high
expectations now placed on aircraft systems
maybe the old assumptions of pilot error
have given way to holding the manufacturer
responsible.
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Limitations of body scanners

Whole-body scanners used by the
Transportation Security Administration are
limited in their ability to detect dangerous
objects, according to Fred Cate, Indiana
University security and privacy expert.
Cate testified before a congressional
committee in Washington. ‘Even if advanced
imaging technologies were living up to their
technological potential, their potential is
clearly limited,’ he said. Cate noted that the
scanners do not detect ordinary objects that
could pose a threat, explosives or firearms,
and instead are capable only of calling
attention to ‘anomalies on the person of a
traveller.’ Not that any of that should stop
them being rolled out to more airports.

Jet engine runs on animal fat

Controller killed in tower

…And another trial begins

Meanwhile lawyers put forth opening
arguments in a $50 million wrongful death
suit against Cirrus Design over the October
2006 crash that killed Yankees’ pitcher Cory
Lidle and his instructor Tyler Stanger. The
two men were flying a Cirrus SR20 north
along what was then the New York East
River Class B exclusion area on the east side
of Manhattan. The aircraft initiated a turn
to the west to reverse course, drifted over
Manhattan, descended, and impacted the
face of a 520-foot apartment building at
333 feet above the ground. Lawyers arguing

Germany, and operates 70 flights daily with
20 different airlines. The control tower is
located in a ‘secure’ area of the airport, where
access is restricted. The controller’s body was
found between the elevator and a staircase
that leads to the control room. Police say
the victim, a 34-year-old father of one, had
worked at the airport since 1998 and that
evidence suggests the attack may have been
personal. Police say there was no attempt to
break into the tower or gain access to the
control room. A murder weapon had not
been found. The particular area where the
attack took place is not equipped with video
surveillance - so much for airport security.

The head air traffic controller at
EuroAirport, in Mulhouse, France, was
found stabbed to death on the 11th floor
of the tower, outside of the control room.
The airport is located in north-eastern
France, near the borders of Switzerland and
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NASA tested fuel made from chicken and
beef fat in one engine of a DC-8 in late
March and early April, the agency reported.
‘The test results seem to support the idea that
biofuels for jet engines are indeed cleanerburning, and release fewer pollutants into
the air,’ Ruben Del Rosario, manager of
NASA’s Subsonic Fixed Wing Project, said
on the agency’s website. The first tests kept
the aircraft on the ground while researchers
measured engine performance and checked
exhaust for chemicals and contamination
that could contribute to air pollution. NASA
said it was the first test ever to measure
biofuel emissions for nitrogen oxides and
particulates. The other three engines ran
on Hydrotreated Renewable Jet Fuel, Jet
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Propellant 8, and a 50-50 blend of the two
fuels. The animal fat-fuelled engine emitted
90 percent less black carbon emissions at
idle and almost 60 percent less at takeoff
thrust, while also producing much lower
sulphate, organic aerosol and hazardous
emissions, according to Bruce Anderson, the
experiment’s chief scientist.

GA fatalities decline for 2010

The NTSB has released its preliminary
annual aviation statistics for 2010, and
while U.S. scheduled Part 121 airlines and
Part 135 commuters suffered zero recorded
fatalities, GA’s numbers, though improved,
were less fortunate. Year over year, general
aviation accidents declined. Out of 1435 GA
accidents in 2010, 267 were fatal, resulting
in 450 deaths, including three on the
ground. On-demand operators, a category
that includes medical, charter, air taxi, and
air tour flights, saw an overall decrease in
accidents from 47 in 2009 to 31 in 2010, but
that trend went against the segment’s fatality
statistics. On-demand operators suffered an
increase from two fatal accidents in 2009 to
six in 2010.
U.S. general aviation logged 20.9
million flight hours in 2010, according to
the NTSB, and recorded 6.86 accidents
per 100,000 hours. Fatalities for the
GA segment were recorded as 1.27 per
100,000 flight hours. That tops the charts.
On-demand operations recorded 1.05
accidents per 100,000 flight hours with
a corresponding fatality rate of 0.2. That
fatality rate is best for commuter operations,
which recorded 1.899 accidents per 100,000
hours but left no fatalities.

So far, seven of the $126,000 G2s have been
ordered. The Electro G2 is capable of flying
for 30 minutes at full power, and then
soaring at a best-glide-ratio speed of 57
knots. Empty weight is 675 pounds, max
takeoff weight 1,212 pounds, and the
airplane’s load factors are posted as plus
5.3G and minus 2.65G. Rolls from 45
degrees left to right take 3.9 seconds,
Pipistrel says. Takeoff distance over a 50-foot
obstacle is 869 feet, and the maximum climb
rate is 610 fpm.

Elektra One flight successful

A German company has successfully test
flown a single-seat electric airplane it says
will have a range of 250 miles and an
endurance of three hours. The Elektra One
by PC-Aero flew for about 30 minutes
and used less than three kilowatt hours
of electricity, according to a company
statement. The first flight was conducted
on 19th March by test pilot Jon Karkow at
Augsburg Airport. A second flight is said
to be imminent and Norbert Lorenzen
will be at the controls. While the Elektra
One is intended to be perhaps the first
commercially viable electric plane in the
single-place sport aircraft niche, PC-Aero
CEO Calin Gologan believes it will lead
to the development of progressively larger
aircraft, including airliners.

Ill passenger diversion refused

Best electric aircraft prize

Erik Lindbergh’s Lindbergh Electric
Airplane Prize (LEAP) organization has
awarded its annual prize for best electric
airplane to the Pipistrel Taurus Electro, a
two-seat Slovenian design that uses a
retractable 54-horsepower electric motor to
enable self-launches to soaring flight. The
Electro is a prototype for the Taurus Electro
G2, another electrically powered motorglider
that will have its first deliveries in June 2011.
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A report in the Daily Mail alleges a
Singapore Airlines crew refused to divert
a flight from Singapore to London for a
critically ill passenger. BBC Radio journalist
Max Pearson suffered a heart attack shortly
after the flight took off from Singapore
but the crew refused requests to land so he
could get medical attention. The paper says
a doctor on board tended to Pearson for the
14-hour flight. Pearson was taken to hospital
on arrival at Heathrow and underwent
emergency surgery. He is now recovering
at home but the sources say his heart has
been permanently damaged. The airline
has not commented. Pearson, a well-known
radio reporter in Britain, was returning
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from Japan where he had been covering the
earthquake and tsunami. He declined to
comment to the Daily Mail. ‘I don’t want to
talk about it yet. It’s a very delicate situation,’
he told the newspaper. The sources say he is
considering legal action against the airline.

New cockpit weather simulator
A level 4 fixed-base flight training
device developed by the Federal Aviation
Administration will play a part in a
National Centre for Atmospheric Research
(NCAR) project to boost safety for
transoceanic flights. The FAA contribution
- primarily geared towards next-generation
air transport system (NextGen) studies later
this year - is under the banner of ‘weather
technology in the cockpit’ and is intended
to determine the most cost-effective and
usable methods of bringing satellite-linked
severe weather data to airline pilots in
remote ocean regions. Although NCAR
has been studying and testing methods of
getting satellite-based strategic weather data
to pilots since 2000, the June 2009 crash
of Air France flight 447 over the South
Atlantic on a flight from Brazil to Paris
added urgency to the need for a solution.
Although the Airbus A330 did carry weather
radar, the equipment sometimes cannot
penetrate the leading edge of a convection,
highlighting the need for satellite weather
products. The forthcoming simulations
at the FAA’s NextGen integration and
evaluation capability (NIEC) laboratory
will use an Airbus A320 cockpit with
actual sidestick, rudder pedals, flight
management system and ACARS thermal
printer, but with reconfigurable displays
that enable the user to model other avionics
and hardware via touch screen controls.
This year’s one-week simulation effort will
include at least two airline crews flying
simulated 4 hour moonless night missions
from Miami to Lima, Peru, crossing the
intertropical convergence zone ‘where we see
a lot of intense convection year round’, says
Lindholm. Baseline simulations, including
two weather events per flight, will use
traditional methods, including pre-flight
weather combined with communication to
dispatchers over ACARS. Other simulations
would provide the pilots with various
graphical weather updates during the flight,
including convection alerts.

New fuel-water probe

A small probe that can fit into an aircraft
fuel line, detect water in the system, and
alert a pilot was introduced at Sun ‘n Fun
by Jim Wiebe, CEO of Belite Aircraft. The
system is still undergoing testing, he said,
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and he intends to have test and reliability
data available at EAA AirVenture later this
summer. ‘It will be for sale at Oshkosh, at a
price to be announced,’ he said. The price
will be affordable for the homebuilt and
ultralight market, he said, and he expects
the probe will also be available for light sport
and certified aircraft. Wiebe said he came
across the water-detection technology by
accident while working on another problem.

Garmin’s new touch panels

July 2011 during the times of 09:00-17:30
BST to the West of Kirkwall. The purpose
is to test the jamming resistance of civilian
receivers.

Wi-Fi avionics interference

IPads win chart approval

Apple Inc.’s iPad won approval from U.S.
regulators to display navigational charts for
some charter pilots, a step that may speed
the end of the decades-old tradition of
paper maps in the cockpit. With the Federal
Aviation Administration approving iPads in
test projects at carriers including Executive
Jet Management, a unit of Warren Buffett’s
NetJets, and Lake in the Woods, Illinoisbased N-Jet, the way is open for pilots at
airlines and other commercial carriers to
seek authorisation for the devices, said Les
Dorr, an agency spokesman. ‘Many air
carriers have been using electronic flight bags
for years, but they’ve been carrying the paper
with them as well,’ said Alison Duquette, an
FAA spokeswoman. Executive Jet has ‘been
able to demonstrate the reliability of the EFB,
in this case the iPad.’

Corvalis touch-screen panel

Cessna has announced a major upgrade
of the Corvalis high performance single,
featuring the ‘ first touch-screen-controlled
glass flight deck ever designed for a piston
aircraft’ the company said in a news release.
The new Intrinzic panel was designed by
Cessna but is based on the Garmin G2000
and features two 14-inch wide HD screens
that transmit touch commands via an
infrared grid under the glass, rather than
the normal surface resistance sensors. ‘We’ve
taken an airplane with incredible performance
and made flying it even more natural and
instinctive with Intrinzic,’ said CEO Jack
Pelton. ‘This interface is so advanced, it’s the
same as what you’ll find in the upcoming
Cessna Citation Ten business jet.’
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At the Aircraft Electronics Association show
in Reno Garmin introduced its new
GTN650 and 750 series hybrid navigators to
replace GNS 430 and 530 products,
although those units will remain in
production for at least another year. The
new product features are a slick touch screen
interface, higher resolution screens, a new
operating system and remote transponder
control right from the navigator screen itself.
In addition, the GTN750 has remote audio
panel control that allows a host of advanced
features, such as split comms, music input
and selective muting for intercom stations in
the airplane. A soon-to-be-released feature
will be voice recognition software for the
audio panel to allow you to tell it what you
want, rather than punching your command
into softkeys. Garmin’s new line of audio
panels, the GMA35 and 350, will also
feature something called 3D sound, which
uses phase shifting to make various audio
inputs sound like they’re coming from
different directions in the cockpit. This, says
Garmin’s Jim Alpiser, enhances your ability
to sort out traffic on multiple frequencies.
The new units include Airways and WAAS
capability, features that UPS Aviation
Technologies pioneered, and Garmin
acquired, on the long-since-discontinued
GNS 480.

MOD GPS jamming exercises
By the time you read this the MoD will
have carried out a number of GPS jamming
exercises during late May together with
communications and maritime unit radar
jamming exercises in South Wales. These
coincided with a new bout of Icelandic ash
cloud, but otherwise no in-flight problems
have come to light. Another set of exercises
is scheduled for the period from 10th-21st

15

The US FAA is taking a ‘hard look’ at
the potential for in-flight connectivity
to interfere with avionics after certain
Honeywell display units proved susceptible
to blanking during electro magnetic
interference (EPI) testing, says FAA
administrator Randy Babbitt.
Blanking of Honeywell Phase 3
Display Units (DUs) was observed during
required EPI testing when Aircell sought
supplemental type certification for its
airborne high-speed Internet system on
Boeing 737NG aircraft.
While the incident ‘seems to have been an
isolated incident,’ says Babbitt, questions
remain over whether the event occurred
‘because of bandwidth or only with this
particular system.’ Boeing has deferred the
activation of wireless systems that interface
with passenger devices that could potentially
interfere with the DU 3 displays. The US
airframer and Honeywell say the latter is
addressing the problem.

Tecnam night VFR approval

The European Aviation Safety Agency
(EASA) has issued Major Change Approval
number 10034907, certifying ‘night VFR
operation’ for use in analogue versions
of both Tecnam P2002JF and Tecnam
P2002JR aeroplanes. This major change
approval follows on from EASA’s recent
approval of the ‘VFR night package’ for
Garmin 500 (G500)-equipped Tecnam
P2002JFs.
‘EASA’s certification, allowing night VFR
flight in both analogue and glass cockpit
versions of the Tecnam P2002JF and Tecnam
P2002JR models, is part of our continuing
drive to offer Tecnam customers and operators
even more options that help ensure safe and
smooth flying,’ says Paolo Pascale, Tecnam’s
Managing Director.
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Chairman’s corner
Anthony Bowles

I

have been ‘between aircraft’ recently for
the first time for over two decades. Last
autumn I decided to sell my modern all glass
cockpit aircraft and buy one of more vintage
years. I have promised our editor an article
on the reasoning behind this, but suffice
to say for the moment that it was a chance
remark of our Deputy Chairman that set
me thinking along this track. Having taken
the decision, it only became necessary to put
it into effect. I had rather expected the new
acquisition to be found in the States and
brought over here for Anglicisation around
now. In the event, a suitable model presented
itself in Germany early in the New Year and
after due diligence, I bought this in early
February and flew it back to my base at
Carlisle. It was in generally good shape but
the avionics needed a major makeover and I
had some enjoyable times planning this with
my maintenance people. It has also given me
an opportunity to see at first hand how the
present CAA/EASA mod approval process
is working, as well as reminding me that
anything to do with aircraft modification
takes twice as long as originally estimated!

New panel

Having looked at pictures of lots of panels
of similar aircraft (N registration almost
exclusively), I decided to have two installed
GPS systems. After all, twin VHF comms
are the norm, as are twin VHF navigation
sets in IFR equipped aircraft, so why not
twin GPSs in this modern age? Anyway,
I had liked my twin GPSs in my modern
aircraft; they talked to each other on
their internal RS232 bus so that flight
plans and way points loaded into one
could be effortlessly copied to the other.
This proposal produced a great sucking
of teeth; first it couldn’t be done, and on
second thoughts it could, but only with the
expense and complication of the major mod
procedure involving a part 21 maintenance
outfit as well as my own maintenance
people. Well, I bit the bullet on this one,
thinking that any avionics upgrade which
did not involve two GPSs would be second
rate, but it seems a nonsense that having
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two of the ubiquitous Garmin 430 VHF/
NAV/GPS boxes of which tens of thousands
must have been made and installed, should
require a major mod signoff. I also decided
to have an MFD which could display traffic
and weather as well as providing the more
usual MFD facilities, and there was an ideal
one available; but just one snag. Although
it had been around for about a year, it was
still awaiting EASA approval, which ‘was
expected any day’ but in fact took many
days to happen. Then the CAA decided that
with so many changes to its configuration,
the aircraft required the personal inspection
of one of their surveyors before it could
be signed off for a UK C of A, and this
involved yet further delay while a date was
fixed for this important event. I had naively
thought that coming from JAR land, its
transfiguration to the UK registration would
be a simple and straightforward matter.
Well all is finally complete, and I am now
looking forward to doing some trips during
the summer. I am left with one overwhelming
impression of the whole experience. If it is
this difficult to put in practice what in reality
is quite a straightforward avionics upgrade
(nothing fancy like radar or radar altimeters,
or modern digital autopilots), on an aircraft
which has always been EU registered,
then how is it ever going to be possible to
devise a scheme acceptable to the European
bureaucracy to entice N reg to convert to EU
registration? It will require such an enormous
change of mindset in those involved in
directing and controlling our aviation affairs
that I cannot conceive of it happening within
the foreseeable future. I would be delighted
to eat my words on this one, but given my
personal experience feel pessimistic about any
sensible changes happening soon.

Can I borrow your aircraft?

The sale of my modern glass cockpit aircraft
went at greater speed than I had envisaged,
so when I delivered her to her new owners at
the end of March, I was left to the potential
mercy of Virgin Trains to make my way
down to Coventry for our AGM, and for
one or two other trips planned. I cast my
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eye around for friends who are ‘two aircraft’
families who may be persuaded to loan me
an aircraft; unlike two car families, they
are a rare breed. One friend of mine who
came to mind, goes back forty years to the
dawn of my aviation career, and owns the
delightful strip immediately adjacent to
Compton VOR. Reluctantly, I dismissed
him on the grounds that his second aircraft
is a Tiger Moth ‘sans radio,’ and thus not
very suitable for commuting between
Carlisle and Coventry, quite apart from
my lack of tailwheel experience. However,
another friend was kind enough to lend me
his PA28-235 of the sort that I had originally
trained for the IR at Oxford.

VFR navigation

Here I came up against the N reg issue
again, as although the aircraft was
equipped for airways IFR, it was N reg,
and my IR is JAA. So instead of nice easy
routings via MCT, HON and DTY at
FL110 high level, I needed to grope my
way southwards to Coventry through the
low level route between Manchester to
the east and Liverpool to the west. Those
members familiar with the area will know
that on hazy days, there are few good
visual landmarks to guide one along the
narrow corridor between Wigan in the
north and Ashcroft farm to the south; with
the appropriate conspicuity transponder
code and Manchester Approach frequency
monitored, any navigational transgressions
would be caught early on, but in this
instance my friend had equipped his aircraft
with one of those ‘Aware’ GPS devices
sponsored by NATS. What a boon this
little gadget turned out to be; there was I on
the screen superimposed onto the half mil
CAA digital map nicely in the middle of
the corridor (where else would I be having
switched on the device before departure?)
If I looked like encroaching on controlled
airspace, the lines designating this airspace
would turn from green to red with a warning
message flashing. At the same time, the
device gave a continuous position readout in
sensible layman’s terms relative to
P 17 ►
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A rookie’s guide to flying IFR to the Greek Islands,
in seven episodes
As a recently qualified IFR flyer, Jim Busby joined the PPL/IR Europe trip to Corfu, assuming he might learn something. In fact, ‘I learned
more than I bargained for’.

The cast

J

im & Judi Thorpe; our leader and organiser, flying a Cessna 421.
Steve & Marilyn Hallis; sharing flying with Jim T, Steve
checking out on the 421.
Stephen & Judith Niechcial; flying a group owned Grumman
AA5 Tiger.
Paul Sherry, Ian Gee and Paul Trevor; the Jet Prop Crew.
Kim Winter and her partner Paul Cronk; Kim, also flying the
Tiger. Kim and Paul joined us at the half way point to fly the AA5
back VFR, whilst Stephen and Judith stayed on in Corfu.
Travis Holland; Travis (not a member of the trip), was ferrying
a Jet Prop with its new owner from Seattle to South Africa, and
diverted to join us in Podgorica and Corfu.
Jim Busby and Terry Akeroyd; your author and his right hand
man, flying a Cessna 182.

The cast from PPL/IR Europe relax at a restaurant In Podgorica
ordinated the route around the Alps in advance; Stephen would have
a big ‘Follow Me’ sign on the back of his AA5 for the flight from
Colmar to Podgorica.

Preface

Prior to the trip, Jim T sent details of routing, hotels and excursions,
plus copies of the plates. The planned route was: Colmar, Podgorica,
Corfu outbound, and inbound: Corfu, Losinj, Avignon, home.
The bigger planes could do all these legs direct. Stephen N and I
would have to stop for fuel. The meeting point was Colmar. For
me this was my first serious journey IR. I had done a couple of trips
in the UK post qualification, but venturing abroad was new. Also
the longest trip I had made thus far was around two hours, so three
plus hours was a source of anxiety. The aircraft could manage six
hours, but my bladder only two. Flight planning took me about a
week using a combination of Rocket Route and Jeppesen Flitemap.
I worked out each leg, printed out all the plates and alternates, and
a PLOG for each leg; a forest-worth of paper. I had no idea whether
any of it would work once I had got past Colmar. Stephen N was
very helpful. We were both flying lower and slower, so we co-

Episode one – Colmar

Friday 6th May arrives. I press the button on Rocket Route to file the
plan. It works! Mark Barnard, who looks after me royally in Bonus
Engineering at Cranfield, had prepared a kit of stuff I might need if
something small went wrong. This weighed a bit… and then there
was the dinghy... another 10kilos. Perfect weather; cloudless sky all
the way, Notams clear, so off we set. We had filed Brookmans Park
- Dover taking us through Luton airspace. I had never done this
before, so it was somewhat disconcerting. Actually, Luton handed
us straight over to London who vectored us to France. Under French
control all was easy. They cut out all the indirect airways legs
sending us pretty much straight to Colmar. Terry and I took turns to
P 18 ►
watch altitude as the 182 only has wing leveller autopilot.

◄ P 16
nearby towns. It was an impressive piece of kit at a most
moderate price in aviation terms, and I am tempted to get one for my
new aircraft. With free chart upgrades provided for its lifetime, it can
be much commended to all pilots flying VFR near busy airspace,
or indeed anywhere in the UK however experienced the pilot may
be. NATS are to be congratulated for their inspired involvement
with this scheme to prevent airspace infringement. Alas in late April,
my friend’s aircraft needed its annual, so it was Virgin Trains after
that, but I am very grateful to him that my attendance at the Spring
Meeting and AGM was made so easy.
Speaking of the Spring Meeting and AGM, our Meetings
Secretary managed a hat trick in producing the third CAVOK day
for this in successive years, and it was good to be able to meet many
members on this occasion where we were very well looked after by
Coventry Airport. A fuller report on the event appears on
page 9.
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Arriving at Colmar, we refuelled and set off for the Roi
du Soleil Hotel. Stephen N had arrived a day earlier and emailed us
the walking route to the hotel from the terminal. Everyone else was
in town, so Terry and I followed. We only had about an hour to look
at Colmar, so we took the little tourist train town tour. This was a
very good idea as it provided a good snap shot of the whole place. We
really needed another two days there, but that was not to be. Back
in the hotel bar for the first group meeting, introductions done, a
couple of rules became clear. You had to be called either Jim, Paul
or Stephen, to be a PPL/IR pilot, and having a wife called Judith
helped. Secondly, I discovered what the word ‘higherarchy’ actually
means. The higher you fly, the higher up the pecking order you
come. Stephen N and I were definitely in the lower echelons! Dinner
was in ‘downtown’ Colmar in a restaurant specialising in local
produce. Another social rule; seating arrangements on these trips
are not boy girl, boy girl. It’s pilot talk, or let’s talk about what really
matters in the world, i.e. families, work, babies. The food was lovely,
and the conversation debated whether the Human Performance part
of the IR/ATPL course was worthwhile. After dinner we strolled
about ‘Petite Venise’ in Colmar whilst waiting for our taxis.

Jim T, told me nicely, not to do that again. Stay IFR and fly the
full procedure, or go Visual - don’t mix them. On the ground, the
handling agent organised by Jim met us, and we refuelled. A big
sell from the Airport Manager about the wonders of Montenegro
followed (they were true). It was easy to get to the hotel, close to the
airport. Nice rooms again with a shower control panel to defeat even
the most jaded traveller. I could get the Sauna to work, but could I
get hot water? The following day, Sunday, was a day off from flying
and Jim T had organised a tour of Montenegro. The first stop was
the King of Montenegro’s palace, and a monastery at Cetinje; then
followed a drive over the top of a high mountain range via a ham
curing factory to Kotor, an ancient Phoenician walled town. Then on
to Budva, the major resort in Montenegro, where we had a delightful
lunch in a shore side restaurant. Our tour guide was charming,
enthusiastic and had great command of English considering she had
never set foot outside Montenegro. Back at the hotel, Kim and Paul
C awaited us after their tortuous ride in a coach from Dubrovnik.
Ian Gee had missed our tour of Montenegro because he had flown
the Jet Prop to Dubrovnik to pick up Paul T and he, Paul (aka Jean
Paul), now joined the party. Over drinks we planned the next day,
in eager anticipation of the aforementioned Travis who was flying in
from Reykjavik via Luxembourg. Paul S was asked to brief everyone
on the approach into Corfu since there were around 20 different
STARs to choose from. At the same time, he was giving us 5 minute
updates on Travis’s progress, and it was starting to rain very heavily
outside. Finally the moment came. Travis arrived like a Greek God
descending from Olympus; almost literally, as he descended from
27,000 feet through a CB with hail battering the windows. We were
regaled with stories of the trip across the Northwest frontiers and
how wonderful the Jet Prop is. Travis promised to show me how to
read infra-red satellite charts to get cloud tops, and use EuroFPL to
get around long flight plans that Brussels emits. I am now a Travis
fan.

Petite Venise

Episode three – the cold mountains of Albania.

The next day dawns, cold, overcast and blustery with heavy showers;
zero degrees forecast at 9,000 feet. We need FL110 to get over the
mountains of Albania. Stephen N is now 3 up with Kim and Paul.
Judith N has decided to slum it in the Eagle. We are concerned
about the weather, but are re-assured by the experienced flyers that
they will be ahead of us, higher, and able to give us weather en-route.
Terry and I look at each other. Stephen N is OK with it, so off we go.
FL90 over Podgorica we start to pick up ice. Temperature is showing
-5c. We are IMC all the way, and as we start to cross Albania, Jim T
comes on channel 123.45 saying that he is picking up icing over the
mountains; then a report that it is coming off at FL90 on his descent
into Corfu. Terry and I are starting to relax when it begins snowing
in the cockpit. Our airspeed drops to 90kts and we are struggling to
maintain altitude at full power. We express concern to our colleagues
when we hear a voice from Olympus; Travis advising ‘head out
to sea’, which we duly do. It was very comforting to have all these
friends in the air to take us through a situation like this for the first
time. Eventually we descend to Corfu and the ice starts to melt. The
airspeed comes back, followed by a drenching from the melted ice
trapped in the air vents, resulting in soggy plates, and trousers with
a wet patch in a place where you don’t want one. This is apparently a
common problem in Cessnas; the ice in the vents I mean, not the wet
trousers. The approach into Corfu was stunning, as they bring you
round the mountains to line you up with the runway. After landing,
Jim T and Stephen N were waiting for us and we had a quick postmortem on what we had experienced. After much discussion we
reckoned:

Episode two – Podgorica via Graz

Saturday 7th May, an early start for the long trip to Podgorica in
Montenegro. The 182 PLOGs at about 5 hours around the Alps,
so we needed a fuel stop. Stephen N had done the pre-work and
chosen Graz in Austria. Stephen took off thirty minutes before us
since we were a tad faster, and I was listening to Steve’s calls and just
copying them. Departure from Colmar was simple. We flew north
of the alps, being handed over from the charming French controllers
to Swiss to German and to Austrian who all said ‘Guten Tag’ in a
different way. Again the day was cloudless, although view of the Alps
was a bit fuzzy in the poorish vis. Luckily, when we came to cross the
lower level Alps to Graz, the view was astounding. We were at FL110
and some of the peaks looked remarkably close. We were asked to
slow down as we were catching up the AA5. The approach into Graz
was easy; vectoring onto the ILS in CAVOK, and we landed within
10 minutes of each other. Refuelling was straightforward, although I
had to use Stephen’s BP card. It was the only place on the trip where
my credit card wouldn’t work for fuel.
A quick lunch and off for Montenegro. Again, a straightforward
SID. As soon as we were handed off, the enroute controller gave
us directs to the shortest routes. Stephen had filed FL 100, I had
filed FL 090 and about half way there, I overtook him. This time I
was making the first call. Stephen however endearingly made some
calls to Podgorica on our behalf when some of the instructions
were ambiguous. We were given the procedural ILS, which after 6
hours flying I decided to shorten as my bladder was calling. Later
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We were heavy, with full fuel and an extra suitcase.
Ice took off 10-15 kts.
Mountain waves and/or descending air hit us over the mountains and approach to Corfu.
At FL110 we were right on the edge of the 182’s performance
curve. All in all, a great learning experience. I learned more about my
aircraft in that half hour than in all the time I had spent in it to that
moment. This would not have occurred unless I was with a group
like this. We refuelled and cleared customs. Steve, Ian, and Paul S
had rented cars for our two days on Corfu, and we drove to the hotel
which was situated abeam the threshold of the runway. The island
was quiet, still not in season, so the restaurants were empty. We
checked into one run by the original ‘Zorba’ who proceeded to take
us on a culinary tour of all Greece. Never much of a fan of Greek
cuisine, I was converted.
Next day Travis and his companion left for Addis Ababa, and the
rest of us went our separate ways in the three cars. The evening’s
entertainment was champagne and canapés on a yacht moored in
the marina. The boat was owned by a friend of Jean Paul, a very
generous host. It was a beautiful evening.
I
I
I

We are subjected to the only real customs delay in the whole trip;
unfortunate, as we had to get back before the Losinj closing time of
4pm. The process took over an hour; two separate groups of police
laboriously processing us. Once released, we headed for a Venetian
water taxi which Jim T had organised to take us round the islands.
Sadly, we only had time to see two of the Islands, Burano and
Torcello, before we had to head back. Still it was great fun. I am a
Venice lover and this was a unique way to do it. Flying into the Lido
at 1,000ft gave perfect views of the main Venice airport off to the
left. The art deco terminal takes you back to the early days of flying
and you can easily picture the great and good on their Grand Tours
arriving through this building. Not dissimilar in fact to Shoreham.

Episode six – Avignon, the city of the popes, via Calvi
Pont D’Avignon

Episode four – Losinj, the start of the journey home

Up early on Wednesday for the flight to Losinj. The alternatives
were FL110 over the Albanian mountains, or FL090 out to Sicily
and back. So it’s over the mountains again, but this time no ice.
The flight was wonderful with views of the Croatian Adriatic coast,
a glorious azure blue, dotted with islands. We hit three or four
mountain waves on track even though we were 20 miles from the
hills, but now we were experienced mountain wave riders and there
was no anxiety. Losinj is on one of the islands, with the little airport
set on a narrow strip of land. Fuelling and customs were friendly, and
we were soon on our way to the hotel in the town of Mali–Losinj,
right on the bay. After checking in at another charming hotel,
Ian fancied a boat trip, so off to the local island of Susak, home to
about 65 inhabitants. The boat doubles as a tourist boat and fishing
boat. We were treated to a complete overview of the island and its
economy by the boat captain’s wife, who grew up in New York and
has a perfect Brooklyn accent. This island is a jewel.

Episode five – a day trip to Venice

Thursday means a return trip to the small grass strip at Venice Lido.
The Jet prop guys don’t want to risk the grass, so each bums a ride
with the rest of us. We are VFR, and the briefing takes rather longer
than normal, as only Kim knows how to fly VFR. In the end it was
easy, and we are all parked and waiting at customs in just under an
hour. Judi and Marilyn are marking our landings. Kim is voted the
winner!
Kim Winter on short finals for Venice Lido
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So, the last official leg. I was having major problems getting a decent
flight plan as Nice wasn’t letting anyone fly over below FL180. Kim
and the AA5 were going VFR which was 500ft max, one mile off the
coast. IFR, Brussels were sending us out to Corsica, and then back
to St Tropez. Travis had shown me how to avoid this on EuroFPL,
but by the time I filed, I had forgotten what he showed me. Steve
H suggested we go to Calvi to refuel, as it was a great place to visit
anyway. However, I had no plates printed for Calvi, and so faced the
prospect of using my netbook on my knee. Steve suggested printing
to a PDF file, downloadable for free, dropping onto a USB stick,
and getting the hotel to print them out. Worked like magic. So, off
we went into a cloudless sky. This didn’t last long, over the Italian
coast loomed a big bank of cumulus, towering to well above our
FL110. Initially we held to our track but we were -2C, and the first
cloud we went into covered us in ice. It melted as soon as we got
out but we weren’t about to do that again. So we asked for 10deg
deviation and got it, hoping that around the corner it would clear.
Unfortunately, we had to keep going right, until at one point the
controller gently asked how long we intended to remain on this
track. Fortunately, clouds then dispersed, and we had a clear route
to Calvi. Interestingly, off track to our right, north of Florence we
were treated to a perfect display of how towering cumulus grow,
like mushrooms from a wisp of cloud to something above 20,000ft.
Calvi was a demanding approach and I was glad that I had printed
off the plates. We were sent 20 miles out to sea to pick up the ILS
for the southerly runway, then a circle to land since the wind was
northerly. Steep mountains on three sides made the circle to land
a little twitchy. We refuelled and intended to have lunch, but the
terminal was closed. We also wanted to clear customs but nobody
seemed interested in us, so Terry and I headed back to the plane for
a lunch of biscuits and Snickers under the shade of the Cessna wing.
Now I know why Cessnas have high wings.
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Back in the air heading for St Tropez, our longest water crossing,
into a headwind; slow but uneventful. There was a lot of peering
at T&Ps though. We were passed to Marseille, and then finally to
Avignon where we were parked on very long grass with the other
‘smaller’ planes whilst the Eagle and Jetprop got a decent parking
stand. Initially we were miffed by this, but on leaving, we realised
there was method in it. A mistral had blown up gusting 40/50 kts,
and the grass helped stop the lighter planes from moving. Arrival at
Avignon was all very easy, no customs. Hotel Mercure is right in the
centre of town, directly opposite the Papal Palace, and perfect for
sightseeing. Terry and I were last in again so we didn’t have much
time to see the town before it was time for our final group dinner, in
a beautiful courtyard restaurant. Jim T finally smiled. He had got
his little ducklings all the way around Europe safely, negotiated all
the handling agents, hotels, restaurants and excursions successfully,
and now he could relax. No mean feat.
Enroute to Losinj

Post Script - reflections

This has been an amazing experience for both for me, as a new
boy to instrument flying around Europe, and for Terry. I believe
everyone at all levels of experience got a lot out of it, judging by
the conversations we had along the way. Personally it was the
most intense learning experience I have ever had, and can think
of no better way to do this in such a short time span. It was lucky
that the weather behaved impeccably by serving up a graduated
introduction to the real world of instrument flying. The first two
days had zero cloud and wind. I could concentrate on how the
radio and procedures worked. Then the icing and mountain waves
were thrown in. Then the slalom through towering cumulus. If
the sequence had been the other way around, I think I would have
struggled. Icing over the Alps would have had me turning back.
During the final leg from Jersey to Cranfield, when we hit light
icing in full IMC at FL90, with no autopilot and light snow in the
cockpit, I felt totally in control.
Add to all this a proficiency in flight planning using EuroFPL and
Rocket Route, the use of the IPAD in cockpit (Paul S), how to use
handling agents and customs in remote airports, Steve’s strategy for
getting home, and printing plates on the go.
On top of that we had a lot of fun, saw places we would never have
seen under any other circumstances and made lots of new
friends. WOW… am I glad I joined up.

Episode seven – home to Cranfield via Jersey to buy
some cheap fuel

Venice

Saturday, the trip home. Big problem for us, a squall line was
heading directly into our path, so breakfast was taken up discussing
strategies. The Steve H strategy was always to go. If the weather stops
you then land, but you have progressed. This is what we set out to
do. We went to the airport, checking enroute metars and TAFS and
Meteox radar. Our first convenient stop, Lyon, was forecasting CBs.
So we thought, Avignon is not such a bad place to be. We want to see
more of it, let’s wait. So back to the hotel followed by a proper look
at Avignon. As we were re-entering the hotel we bumped into Kim
and Paul C, who planned to stay another day so we joined up in the
evening for another lovely French meal.
By Sunday, the squall line had long gone, to be replaced by a
Mistral. Taxiing was interesting but the wind was straight down the
runway. Once we were aloft we had a 40/50 kt headwind. It would
be long journey home. It was, 4.5 hours to Jersey and then another 2
hours to Cranfield. We were glad to get there.
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