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Timothy Nathan explains that when the
chips were down it was the ‘maverick’ rather
than the ‘book’ which came to the rescue

I

trained for the Instrument Rating in
1986, in the days when Southampton
Eastleigh was a nice little out-of-the-way GA
airfield. I am going to sound like a terrible
old Blimp, but, in those days, the spirit of
Ernest Gann and Antoine de St.Exupéry
was not quite dead and aviation had not
become sanitised in the way it is today.
There was then a freedom of spirit, and a
level of responsibility on the pilot, which has
since been gradually eroded, regulation by
regulation, Safety Information Leaflet by
Safety Information Leaflet. We have now
reached a point where pilots seem to think
that their equipment will always work, the
information they get will always be accurate
and that, if they follow the rules, the rules
will always protect them. In those earlier
days, the assumption was that once you were
airborne, the buck stopped with you. Sure,
there were ground aids, like radio beacons
and controllers, but they were there to assist
you, not drive you. You were much more in
touch with the real interface between the
pilot, the machine and the environment

in which you flew. No needle chasing for
us, we had to fly a heading and ROD, and
then take observations as to whether they
needed correction, before determining the
correction and applying it. Especially, of
course, there was no Glass, no GPS, no
HSI, no RMI, no RNAV, no Autopilot or
FD, just OBS and RBI for all our needs.
My instructor for that Instrument Rating
was a real exponent of that spirit. Some
people had Dai Heather Hayes down as
a dangerous maverick, because he always
put his experience and good sense ahead
of the diatribes and regulations which
poured off the desks of Kingsway (this was
after the Belgrano was sunk, but before it
was rebuilt as CAA’s headquarters). As a
practical instructor for the IR on a piston
aircraft he could not be beaten, as he was
full of advice about how to get the best out
of yourself, the aircraft and the avionics.
We had got to the point in the course when
I was ready for CAAFU, but didn’t have
quite enough hours to be put forward (40, I
seem to remember, with some knocked off
for the IMCR and some done on the Sim).
Dai told me that there was something that
he needed to show me was possible, because,
one day, I would need it, and he
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Bournemouth based, G reg, Fully IFR equipped
SR22. Non-equity group – pay by the hour - £185
dry plus VAT airborne times. Low hours 2006 G2
GTS model with Avidyne screens, twin Garmin
430s, TKS system, TCAS, TAWS, TWX weather
detection, ADF/DME, CMax Plates, upgraded
Avidyne autopilot (awesome!). 12 US gph at
140 KIAS cruise best economy. Owner CRI for
checkouts and glass cockpit conversions. Local
CAA Examiners for IR Renewals. Online booking
system. Good availability. www.cirrushire.co.uk or
07721 399945.

Share in Biggin Hill Grumman Tiger

Probably the best G-reg IFR equipped Tiger in
the UK! GNS 430, HSI, RMI, 2 x VOR/ILS, two
axis autopilot, mode S, Stormscope, new leather
interior. Friendly and well established group of
3 other pilots, excellent availability and on-line
booking system. Membership of group available
on equity or non-equity basis. £250 pcm plus
£90 per hour (wet). Contact Stephen Niechcial,
SJNiechcial@hotmail.com.

Stop Press
Omnidirectional departures

The CAA is inviting feedback on proposals to
introduce omnidirectional departures to UK
airspace. Further information can be found on
the CAA website: http://www.caa.co.uk/default.
aspx?catid=1350&pagetype=90&pageid=12755.
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The training for this manoeuvre was very
straightforward. The AA5A had full IR
screens, of course, so Dai could look out
while I focused in. He had already taught
me on those basic instruments how to find
the heading which held the localiser, to preempt the slowing and backing of the wind at
500 ft, to make tiny, 2º, changes to heading
and only to use the rudder to make heading
changes on the localiser. Equally important,
he had taught me that ROD is king. If you
establish and maintain ROD (again, preempting wind shear at 500 ft with a slight
increase in ROD), the Glideslope will look
after itself.
These techniques work just as well
below 200 ft as above. He briefed me to be
stabilised in landing configuration by 200
ft and to start a gentle flare at 40 ft (on the
pressure altimeter, we didn’t have Rad-Alt),
holding level at 20 ft with increasing back
pressure and gradually reducing power
while using tiny dabs of rudder to stay on
the localiser. He told me not to do anything
about crosswind, it’s just too hard to try to
minimise drift as well as everything else, and
it’s better to burst a tyre than risk hitting a
wing tip or going sideways off the runway.
In practice the exercise was much easier than
it sounds. Obviously some of the pressure
was off, having an instructor in the right
hand seat who would not allow things to
get too far out of hand, but nonetheless, it
was only my hands on the controls and he
didn’t say a word throughout. The landing
was not the squeakiest I have ever done, but
equally it was not hard enough to warrant
an inspection. I think ‘firm’ is the approved
parlance! But it was on the mains and the
nose didn’t bang down (the AA5 nose-leg
does not take well to rough handling!). I
drifted a touch off the localiser, but the
beam is very narrow on the runway and a
tiny bit of rudder was all it took to bring it
back. When Dai opened the vision flap after
we stopped we were neatly on the centre line,
pointing down the runway.
At the time I treated the exercise as more
fun than useful, but it did teach me that the

right with the world. The last METAR I
picked up read 12005KT 15SM FEW160
M18/M21. But that was before I spent
several hours replacing the starter motor.
The flight to Resolute was about 350nm and
I had fuel for over 1000nm. The only fly
in the ointment was that the alternate was
another 350nm, either back towards Eureka,
where I had used up all the Avgas, or on
to a small choice of fields further south;
but surely I didn’t have to worry too much
about alternates? 25km of visibility and no
North pole in winter
cloud below 16,000 ft should be enough in
So the years passed by. I went from a PPL
anyone’s book. However, as I flew across
single engine IR to a CPL multi IR, and
the staggeringly beautiful snow covered
eventually to an ATPL flying two crew jets.
mountains, plateaus, ice-caps and glaciers
Although I had some interesting experiences of the deep Arctic, I began to notice little
when the cloud and visibility were, shall
patches of mist in the valleys. There was
we say, very close to minima, I was never
not much at first, but soon every valley was
in a position when I could not see the
covered in cloud and fog. I started trying to
runway in the flare (I never progressed to
get through to Arctic Radio, relayed by other
Cat III). After I stopped flying for a living,
aircraft, and things began to sound rather
and had bought my current lovely Aztec, I
less pleasant.
10005KT 15SM -SN BKN030 M19/M22
developed a penchant for flying ever deeper
14005KT 3SM -SN OVC031 M19/M22
into the Arctic. It started with unassuming
summertime trips to the North of Norway
15008KT 8SM -SN OVC008 M18/M21
and gradually, over the years, developed to
Notice not only the visibility and cloud
the point where I decided to fly over the
base, but the wind direction. Resolute is
North Pole from Norway to Canada in
35/17 with ILS on 35 only. The runway was
the depths of winter. It was going to be a
covered in ice and I wasn’t sure that I fancied
challenge, but I prepared well, and I was
a not insignificant tailwind. Even with an
happy to sit out bad weather on the ground
800 ft cloud base, the back beam localiser

and only fly in the clear. However,
there
is
only approach seemed to make more sense 


one aspect of Arctic winter weather which
than taking a tailwind on the ILS.



makes it safer than in more temperate

 


climes, and that is the fact, which
we all
Back
beam approach
 


remember from our Theoretical Knowledge 
Strange as it may seem,
I had never before,


exams, that ice cannot form below
-15ºC.  
in 22 years
of IFR flying,
flown
a back
beam





of course,
As the temperature on the ground
in the 
approach.
I knew
theory,

 
 the
 

Arctic rarely exceeds -20ºC and
in the air
is
but it had just never arisen. As far as I’m



more typically -30ºC to -40ºC
there is no
concerned,
a back beam backed
up by the

chance at all of picking up ice.
Great stuff
magenta line on the GNS530 is no different 


this Theoretical Knowledge; gets
you in
and out of the Belgrano exam room, with a


certificate, in no time.

On the occasion I am about to relate, the


trip so far, up Norway, throughSvalbard,
 
across the geographical and magnetic Poles,

to Eureka at the northernmost tip of Canada

had been uneventful. The crossing of the

Polar Ice Cap had been in spectacular clear

blue skies, with a temperature of -25ºC at

2000’. The cabin heater had failed, but I

was snug in my overalls, designed for Arctic


snowmobiles at -50ºC and therefore even
a bit too warm in the cockpit. Apart from
the failed starter motor and the incident

with the wolf (both stories for 
another

time), the departure from Eureka was also

unremarkable. The skies were beautifully








clear, the forecast for Resolute Bay was
Back course approach to runway 17 at

Resolute Bay. Not for
navigation.
good, God was in his heaven and all was








Rate of descent is king

Cat I ILS not only works, but is completely
flyable, below 200’. As part of my mentoring
IMCR and IR holders I quite often get
them to fly the ILS down to 100’ or even
50’, if they are completely stable. This is not
to encourage them to bust minima, but to
get them to the point that flying to 200’
becomes a bit of a non-event. I do not have
the courage to let them land blind; I would
rather leave that to someone with Personal
Liability Insurance!





wouldn’t have done his duty if
he had not demonstrated to me that it could
be done. One day, he said, I would be in a
position where every airfield I had the fuel
to reach would be socked in with thick fog
and I would have no choice but to follow
the ILS all the way to the ground and along
the runway. That way, he said, at the very
least the ambulance would find me quickly;
better to crash horizontally on a runway,
than vertically under the hold.
◄P

















Instrument Pilot

to any other non-precision approach The GN530 with 30nm to run. Notice that the aircraft is still zeroed for the ILS at the far end,
and holds no fears for me. I reversed in what Garmin consider uncharted territory
so I had to keep subtracting 1nm
the HSI and tracked towards a very
for the 17 threshold. I did have
long final (see photo of GNS530).
some peripheral vision of greyness
Incidentally, notice also on the 530
rushing by, but I thought that if
how the world according to Garmin
I tried to orient myself on that I
ends in the unknown about 20nm
would end up in an even bigger
north of Resolute! Jeppesen had
pickle, so I just focussed on what
screwed me over prior to this flight
Dai had taught me 22 years earlier.
by selling me the wrong datacard.
It wasn’t the skills I remembered, it
I had asked for Canada and been
was the knowledge that it could be
given USA, so the approaches in
done.
Canada were missing. I had to enter
I double checked the QNH from
the waypoints, including the airfield
the radio operator (more of him
itself, by hand, hence the slightly
anon), and the elevation from the
odd depiction. GNS530 groupies
chart. I decided that 20’ ft was
will also notice that the display
too low a tolerance given my lack
is set to True North rather than
of faith in the radio voice and the
Magnetic, which is the way it has to be in
inch of ice. As we know from the books, this capability of mappers and charters in those
those remote parts near the Magnetic Pole.
should be completely impossible. The surface wild parts, so I reduced power at 1.3nm, 100
This is, of course, because the Magnetic Pole temperature was -18ºC, so, from 6,000 ft to
ft, continued the descent to 50 ft then held
is hundreds of miles from the Geographic
400 ft it can only have been colder, so not a
that until the nose was distinctly in the air.
Pole and so, being quite close to the North
chance of ice forming. I didn’t think about
Keeping straight on the localiser suddenly
Coast of Canada, not far from Eureka,
it at the time, but presumably the relative
became an intellectual problem I hadn’t
the variation at Resolute would make the
warmth of the cabin (remember, there was
planned for. At the threshold the localiser
magnetic compass quite unusable.
no heater, but I must have been leaking some flicked to FSD. Of course, I was now on the
warmth, even through all the padding, and
front beam side of the aerials (they are at the
Windscreen ice
the avionics were all running) was enough
17 threshold, so as to be at the far end for the
I can’t remember how far from destination
to warm and refreeze some snowflakes. I
35) and I had a momentary mental wobble
or at what altitude I entered cloud, but I
don’t and didn’t know what the mechanism
as to whether I needed to turn the HSI
was certainly fully IMC when that photo
was, but what I did know was that the
round (my mind was fairly well occupied,
of the 530 was taken, at 30nm, say 15
windscreen was completely whited out, I was don’t judge me too harshly!). Fortunately,
minutes, out. The outside temperature
rapidly approaching minima and decisions
I quickly thought it through, by picturing
was around -25ºC, so there was no risk of
had to be taken.
what it would be like if I were flying
icing, and I just got my head inside and
Following all the best lore and tradition,
outbound to a procedure turn. This brought
carefully followed localiser and ROD/DME
my first reaction was to do nothing. It’s
me to the conclusion that the needles would
for a gentle Continuous Descent Final
always a good tactic when faced with
settle again, but that moment was the low
Approach. In the best tradition, I looked
emergency or uncertainty in the cockpit.
point in my self-confidence; I just held
up as I approached minima (maybe about
The aircraft was stable and pointed towards
heading. I also held the pitch attitude and
500 ft AAL) expecting to see a windscreen
a runway which is a good start! There
allowed the sink to take over. I had already
full of runway and was suddenly jolted out
was time to think and I began to think
primed myself that if I got a stall warning,
of my complacency. The windscreen was
through my options. If I entered a missed
whether buffet or the light, I would ignore it,
completely covered in white. The ice had
approach, the problem was not going to
as sink would precede nose or wing drop, but
even crept around the edges to the front of
go away. There was no prospect of this ice
I got no such warning. I did get a glimpse
the side windows. I looked at the wings and
coming off. Indeed, as I re-entered cloud
of rather rapidly approaching runway in my
they were completely clear. The windscreen
it could only get worse. I could fly to the
peripheral vision and hauled back, and the
de-ice panel was switched on, but it made no limits of my range, maybe another 500nm,
effect was a remarkably normal landing.
difference; there must have been at least an
but I wouldn’t find anywhere where the air
My next concern was the icy runway. I had
temperature was above freezing, or anywhere felt, many years earlier, what it was like to
near. I could enter a massive side-slip and
go sideways in a C404 on an icy runway,
line up with the runway visually through
recovering with a burst of differential power.
the side window, but that would mean
I was really concerned not to have a similar
having loads of power and a last minute
episode when I couldn’t see out. I kept the
blind line-up. Who wants to arrive on an
nose right up for aerodynamic braking, left
icy runway like that?! At this juncture, Dai
the brakes well alone and hoped. There was
Heather-Hayes’ voice came to me over the
no problem. I think the surface was grit, and
ether; one day I would thank him, he had
I came to a halt, admittedly at a slight angle
said. I just hoped that today would be the
to the runway, but in the middle of it.
day. So I just did nothing. I continued to fly
On the ground at Resolute. Much of the ice has the back beam, and I continued the ROD,
Taxiing off the runway
sublimed or melted, but some can still be seen
checking the DME every few seconds. It
Now another problem reared its head. I was
on the windscreen
was a bit disconcerting that the DME was
still sitting on the runway when someone
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else came up on frequency
joining the Localiser. I could
see nothing, certainly not
enough to taxi by. I called the
radio operator to see if I could
get some assistance, but he
may as well have been an autoresponder, all he did was to tell
me the weather; nothing else,
whatever I asked. It turned out
that he was Inuit and barely
spoke English. I radioed up
to the (what turned out to be)
Challenger on the approach
and warned him I was on the
runway. I then began very
gingerly to turn. After a bit
the windscreen de-ice panel
suddenly seemed to do its
stuff, and I could see forward
to taxi more quickly, but it was
a hairy moment, even after the
immediate problem seemed to
be over.
So, Dai said that one day I
would thank him and, nearly
a quarter of a century later, I
called him in Perth and did
that very thing. He probably
wasn’t expecting that it would
be ice. His mind was probably
more on fog suddenly and
unexpectedly descending and
taking out a whole region (it
happens, see http://www.
pplir.org/pplir/viewtopic.
php?f=2&t=3018) but his
teaching still saved my bacon
when required, because it
gave me the confidence to
give it a go, rather than doing
something more risky. So, in
conclusion, if you are lucky
enough to find a ‘maverick’
instructor willing to talk you
through a blind landing, do
take the opportunity. One day
you’ll thank him or her!

Notes to Members
Membership Renewals & Future Events
PPL/IR Europe Annual Membership runs from

1st January to 31st December. To avoid our
Membership Administrator being overwhelmed
with renewal requests over the Christmas period,
it would be most helpful if you could please renew
your membership as soon as possible. Following
October’s Exec meeting, the membership fee has
been raised for this year by £5 to £65. This is
the first increase for several years, and we hope
that members will agree that the new rate still
represents excellent value for money.
The easiest way to renew is on-line, via the
‘Joining & member services’ page of the website
(www.pplir.org) where you can pay the renewal fee
of £65 securely, via secpay.
If you are viewing the Instrument Pilot
electronically, you should be able to click on the
link below, or cut and paste it into your browser
http://www.pplir.org/index.php?option=com_
facileforms&Itemid=49
Alternatively you can send a cheque for £65,
together with your name, address and membership
number, to PPL/IR Europe, The Business Centre,
Llangarron, Ross-on-Wye, Herefordshire, HR9
6PG.
We regret that we are unable to process renewals
by Standing Order, or Direct Debit.
If you currently hold a Membership Card
(without photo) but would prefer an Air Crew Card
(with photo), please email a ‘passport style’ photo,
saved as a jpeg to the Membership Administrator.
If you already hold an Aircrew Card, but the
photograph needs updating, please email a current
photo as above. Again, if this could be done as
soon as possible, it would help us enormously.
Your 2011 Membership/Air Crew Card will
arrive by the end of January, which is when your
current card expires.
If you have any questions regarding your renewal,
please contact the Membership Administrator:
memsec@pplir.org.

24th March 2012. Exco meeting,
Coventry Airport
The next meeting of the Executive will focus
on issues of governance and final revision of the
PPL/IR Europe articles of association, prior to
submission for approval at the AGM. Any member
of PPL/IR Europe is welcome to attend as observers.

Catherine, the girl Timothy
picked up in Resoluzte Bay
and brought home....but that’s
a whole different story!
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28th April 2012. Spring meeting and
AGM, Cambridge Airport
The programme and booking forms will be posted
on line and in Instrument Pilot in the new year.



Cambridge airport is offering free instrument
approaches on the day, free landing fees >100 litres
fuel upload, and tours of tower and airport, in
addition to our regular programme.

18-21 April 2012. Aero Friedrichshafen
trade show.
We are currently exploring the possibility of a PPL/
IR Europe representation at the annual Aero trade
show, Friedrichshafen, Germany. Please contact
Andrew Lambert if interested in contributing.

25-27 May 2012. AeroExpo UK, Sywell
Aerodrome
PPL/IR Europe will again be represented at

AeroExpo UK with an exhibition display stand and
as organisers of the seminar programme. Please
contact Andrew Lambert or the meetings secretary
for further details, or the membership secretary Sali
Gray if you are willing to give 2 hours of your time
to manning the PPL/IR Europe display stand.

6-8/9 July. Social Weekend, Waterford,
Ireland
Arrivals and dinner at the Waterside restaurant in the Marina Hotel
Sat 7: Waterford Crystal factory tour (am); light
lunch; coach tour to New Ross; Visits to
Dunbrody famine ship and Ros Tapestry
Exhibition; Dinner, fine dining back in
Waterford.
Sun 8: Waterford walking tour, visits to the
Treasures of Waterford Exhibitions at
Reginald’s tower (Viking treasures), and
Bishop’s palace (regency Ireland).
Fight departures Sunday afternoon for those
needing to return promptly; or stay over the extra
night for informal social relaxation.
Hotel: Waterford Marina Hotel, Twin/double
rooms: € 109 per person for 2 nights
(Friday – Sunday); € 129 for 3 nights (dept
Monday), € 30 single occupancy supplement. Includes Friday dinner.
Participants will settle their own room bills; a
kitty will be collected to meet all group expenses
including, additional meals, coach hire, museum
entrance and guided tours.
Numbers will be limited to 30. Expressions of
interest to the meetings secretary, Steve Dunnett
meetings@pplir.org. Booking forms will appear on
the website in the new year. Please confirm by 30
March 2012 to retain hotel provisional booking,
and thereafter dependent on availability.
Fri 6:

Instrument Pilot

Do we need to rethink
the IR skill test?
In part one of a two part article, Jim Thorpe
asks some challenging questions

T

here is something wrong with the
training and examination of instrument
pilots.
It is possible to get an intensive IR in the
USA in two weeks with an instructor visiting
your home airfield complete with a desktop
simulator. In the UK it takes 6 weeks on a
full time course to get an IR. Apparently in
some countries it is possible to get an IR by
completing a form, handing over some cash
and being able to keep the aircraft blue side
up while remaining unaware that screens
can be other than something you watch
movies on. The obvious implication of this
broad spectrum of approaches to training is
that it leads to an equally broad spectrum
of pilot competence. Leaving aside those
countries where corruption means that there
is no need even to bother with filling in the
form or the blue side up exercises, there is no
credible evidence of different outcomes in
terms of accident rates, a differentiation in
the market value, or the legal acceptance of
qualifications. It is very common in the UK
to disparage the FAA IR. It is perfectly true
that an FAA IR holder is unlikely to pass a
UK skill test without additional training.
Recently I flew with a competent young
pilot who required almost 30 hours training
to convert his FAA IR into a JAA IR.
However, this works in the other direction.
I took 12 hours intensive training to obtain
my stand-alone FAA multi IR having held
a JAR licence for many years. I suggest
that the key factor is the characteristics of
both tests rather than any broad measure of
competence.
To move the debate on, there needs to be
some concept of what competence looks like.
We can then teach and examine relevant
skills. I think it doubtful that such a process
has ever really been applied to the JAA skill
test hitherto. The potential adoption of the
EASA NPA means that future IR training
could be incredibly flexible and that the
training requirements could be based on
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hours (as opposed to competence) really
small. For this to be of any use at all, we
need a training system which recognises that
single pilot IFR is a difficult task, but which
also tries to address its real demands in the
most effective way possible. I have tried
a couple of times to start a debate on the
forum and generate ideas. This has not been
entirely successful. One member reflected
that the only people who could possibly
be worse than the CAA at regulating
instrument pilots would be instrument pilots
themselves. I have come to share this view.

Key skills for the instrument pilot

Let me try to start with those skills which
the great majority would accept as being
essential. I will restrict this to the world of
private instrument flying although I very
much doubt if the current system closely
matches the needs of the airlines either. I will
also leave aside theoretical knowledge, where
it is obvious the divergence of the syllabus
from the knowledge really needed has been
extreme.
I suggest pilots need:
1. Full panel IF (instrument flying) competence able to climb, descend, maintain level flight, turn onto headings etc.
Pilots need to be able to do this to a skill
level which enables them to maintain
performance while simultaneously carrying out other tasks.

6. An understanding of airways charts and
approach plates.
7.

IR related decision making skills.

8. Additional technical understanding of
the aircraft as it relates to IF.
9.

Training in coping with emergencies.

10. A systematic approach to IF tasks.
Each of these areas are described in more
detail below.
1) Instrument flying competence
In general, we train reasonably well for basic
IF. Individuals vary greatly in how long they
take to ‘get it,’ but having achieved the basics
these skills are naturally honed during the
rest of the training. I am unsure to what
extent the FNPT2 is useful in this regard,
but certainly the coming generation of GA
sims are effective in this process. There is a
fine judgement to make as to what extent
the use of autopilots is appropriate.

4. A degree of spatial awareness to visualise
their location in three dimensions.

2) RT skills
RT is an underrated skill. My admiration for
those dealing with this as a second language
is considerable. Even native speakers find RT
hard and generally it is a case of ‘on the job’
training. Typically the FNPT2 is used in a
very casual way in respect to RT. Headsets
may not be used and it is not easy for an
instructor to swap roles and be a credible
approximation to the ATIS and ATC as
well as monitoring the student. They cannot
represent background chatter so it’s a poor
simulation; but better than nothing. I believe
new interactive systems are available on the
latest US sims, but I have no experience to of
these to draw on.

5. The basic VFR skills like landing and
taking off.

3) Navigation systems
Navigation training is very confused. The

2. RT communication skills which enable
them to assimilate instructions, and
clearances.
3. An understanding of the functioning
and capability of the navigation systems.
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reality is that most pilots navigate almost
solely by GPS using equipment for which
their formal training has been sketchy or
perhaps non-existent. It is extremely unlikely
that the FNPT2 will match the aircraft,
and different aircraft within a fleet may
have different navigation fits. There is a lot
of emphasis on single needle tracking and
the NDB, yet NDBs are being shut down.
There is emphasis on identifying GPS
based waypoints by terrestrial navaids like
the VOR. Pilots are distracted by endless
identing of beacons, when obvious cross
checks such as a two needle RMI pointing at
an identical point using two nav sources or a
DME and GPS counting to the same point
make this unnecessary. How many pilots
know that the ILS ident is only an indication
that the localiser is in operation and says
nothing about the glide slope? How often
do instructors watch distracted students
identing outside the DOC while wandering
off track, or identing the second ILS while
they pass through the FAT, not having
changed the G430 from GPS to VLOC?
This whole topic needs radical overhaul.
4) Spatial awareness
Spatial awareness is important but perhaps
less so given the moving map. You do need
to be able to picture the location of other
aircraft and show an understanding of where
you are and what the controller is trying to
achieve. I am less sure that we need to be
artificially constructing difficult scenarios by
turning off the GPS and making candidates
establish position by inconvenient, hard
to use and inaccurate navaids. Yes, pilots
should have some fall-back position if the
GPS fails, but actually it has not failed
in any significant way in the last decade
so maybe this could now be relegated to
training for minor emergencies rather like a
flapless landing.
5) Basic VFR skills
You might think that basic VFR skills are a
given, but this is not the case. Pilots on IR
courses may not be able to deliver a decent
landing. Cross wind landings are common
on instrument runways and students may be
flying a twin on the basis of a 6 hour MEP
course, most of which was spent asymmetric.
The nearest I have ever come to experiencing
a true wheelbarrow take-off to crash scenario
was during instrument, rather than basic
PPL training.
6) Charts and approach plates
If you accept the inevitability of teaching
to the skill test, this aspect is well covered.
Pilots can probably recite the frequencies and
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minima for the test route airfields.
7) Decision making skills
Decision making teaching is minimal. The
whole process of training and the skill test is
choreographed in such a way as to encourage
rote response to the handful of clearly
defined situations. If we removed the tasks
of little relevance, then there would be more
time to train and test for a range of scenarios
encompassing ATC, systems and weather
issues.
8) Technical understanding
There is some good teaching of technical
matters but a tendency for the essential to
be lost in the barely relevant. It is obviously
a good idea to have fuel in the tanks, oil in
the engine and no chocks, tow bars or pitot
covers to spoil the day. I am more doubtful
about the walk rounds pretending to study
wing surfaces or ducking in and out of the
aircraft looking at lights and putting flaps up
and down. Maybe the concept of first flight
of the day procedures and a much simplified
key item list would be more appropriate
and carry forward better to become useful
ingrained habits. Some of what we teach is
just plain wrong. Mixture full rich before
descent still features. Why do we bang the
prop forward to no purpose other than
noise creation? Might we not teach all levers
forward for the go round which is the only
reason for the prop and mixture to go full
forward on an approach? The US skill test
approach is much better here, and you
expect twenty or thirty minutes of your skill
test being spent with you explaining aircraft
systems in some detail.
9) Emergencies
Emergencies are dealt with in a very stylised
way. In essence it is icing, EFATO, limited
panel, unusual attitudes and accelerate stop.
a)

Icing checks are a bit superfluous. Yes
they are desirable if there is a real risk of
icing but calling them in inappropriate
circumstances seems to me unlikely to
inculcate good habits.

b) Limited panel should be consigned to
the dustbin of history. A turn coordinator is not compulsory equipment,
though on many aircraft they have their
justification by driving the autopilot.
All aircraft should ideally have a second
AH with a different power source. Why
on earth would anyone do a timed turn
when portable GPS or ATC help is
available?



c)

Why is the engine failure always after
take off? They happen in all phases of
flight. Our EFATO drills strike me as
somewhat unsatisfactory. There is far
too much emphasis on ‘after the event’
actions such as securing the engines.
I feel that the single engine go round
from minimum altitude is quite inappropriate. In the US this would be a
total failure point and I think they are
right. Once you have lost an engine you
at least declare a PAN, and at say 600 or
800 feet on final you commit to landing
somewhere irrespective of what happens
on the runway. Surely a more effective
way of dealing with this is for examiners to simulate from a range of perhaps
10 emergencies and 20 abnormalities,
looking not for a stylised response but a
reasonable and safe response?

10) Systematic approach
The systematic approach is encapsulated in
SOPs and checklists. These are one of the
most unsatisfactory parts of GA IR training,
which is sad since they are important. The
first point is that they come from the two
crew environment and are best suited to a
challenge/response process. Secondly, they
have expanded to unwieldy proportions
and are so obviously over the top that many
pilots abandon them in the real world.
Another even more worrying phenomenon
I have often observed is that experienced
pilots say they always use checklists, but
what they really do is use the checklist when
the workload is low. Thus they typically go
through the full list on the ground but do
little or nothing in the air. Then we have lists
of speeds to the nearest knot which you learn
for one aircraft type and promptly forget.
I can barely bring myself to contemplate
the passenger, icing, captains and approach
briefs. I think the average ATO checklist
could be halved without any reduction in
utility and 25% could be a realistic target.
One difficulty is lists which are carried out
at times when key items cannot be complied
with. Approach checks that include gear and
flaps when these are taken much later in the
approach or at different times in different
circumstances are a classic gotcha. This area
needs a complete rethink.
That’s a lot of challenge to the existing
system, and some further suggestions would
seem to be in order. We will come to that in
part two of this article.
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Understanding Gliding

As both a powered aircraft and a glider
pilot, Sally Turner explains the contrasting
attractions of non-powered flight, and offers
some useful safety tips for those of us in
planes.

F

or many years now I have held a PPL
as well as being a fully qualified glider
pilot. I have about the same number of hours
experience in both disciplines, and mix
equally with both camps. Unfortunately,
most pilots only ever study one or the other,
and it appears that the gulf between both
activities is as wide as the gulf between
driving and cycling.
I started powered flying after meeting
my then boyfriend Paul. At the time he had
a Jodel, and I had never flown in any way
shape or form. I always wanted to fly, and as
a kid would try and emulate birds, almost
believing that if I could flap my arms fast
enough I might be able to take off. I could,
and still can, spend ages watching gulls
soaring on cliff tops. I envied the way they
could simply step off a cliff as they opened
their wings and, without any more effort,
rise gracefully into the air and soar away. So,
when Paul offered to take me up in his Jodel
I leapt at the chance. That was the first of
many flights, and after we were married I
decided that if I was going to be doing this
for the foreseeable future, I should at least
learn how to land it. At the time there were
no safety pilot courses, so I signed up with a
flying school and took my PPL.
Gliding didn’t start until about 10 years
later, when we dropped in one day to visit a
friend at a gliding site at Bidford-on-Avon.
He took us both for a trial lesson and we

were instantly smitten by the challenge. For
us, powered flying is all about going places,
while gliding is all about the flying. Getting
in a powered aircraft and taking it for a
‘jolly’ holds little interest. Going to a new
country for a holiday, on the other hand, and
perhaps meeting up with other pilots at the
same time is fantastic and one of the benefits
of an organisation like PPL/IR Europe.
With gliding it’s completely the reverse. You
can’t hop into a glider planning to fly to
another airfield for a visit, and then return
again later; gliding simply isn’t a means of
transport in that sense. That’s not to say
you can’t glide great distances. It’s more that
you can’t guarantee getting where you want
to go, let alone getting back again. With
gliding you aim to get back to your airfield
without landing out. The challenge comes
when you plan a cross country route that
pushes your ability taking into consideration
the weather conditions.

Navigation

Typically, a cross country route would
include three or four turning points which
might be other airfields or landmarks easily
visible from the air. There are hundreds of
published turning points available that can
be programmed into the glider’s GPS, or
you can create your own. The GPS will tell
you when you have arrived, and then point
you in the right direction for the next point,
making navigation much easier than it used
to be. Unlike a powered aircraft, however,
getting from A to B is not simply a matter
of flying in a straight line and avoiding
airspace. With gliding you have to follow the
energy. That is to say, you have to work out
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where the best lift is, and avoid the sink or
your glider will simply run out of height and
you’ll find yourself landing in a field.

Where’s the lift?

So, where is the best lift? Well, if there
were an easy answer to that then gliding
would not be the challenge it is. As glider
pilots, all we can go by is a handful of clues.
Cumulous clouds form above rising air
(thermals), but then they float away; so all
that a cumulous cloud will tell you, is that
it once had rising air below it. Some days
there are no clouds but there is still rising air.
The windward side of a cliff or steep hill will
have rising air, but how much will depend
on the shape of the hill and strength of the
wind. The sunny side of a hill will warm
up faster than the shady side, so may give
rise to a thermal. Buzzards and kites make
use of thermals so they act as good markers.
The list goes on and on, but in practice it is
still largely guess work, made more difficult
by the fact that what goes up must come
down, and sinking air is even harder to see,
but easier to run into. On an exceptionally
good soaring day in the UK, it is possible
to complete a cross country task of 800 km.
More often a task will be set between 300
and 500 km.
All gliders are designed to cope with the
rigours of landing out in fields. Even those
that have engines fitted sometimes end up
in a field if the pilot hasn’t been able to start
it in time. Having said that, no one wants
to land out. This is not simply because it
means you have failed in your task by not
getting back to your base, but more because
you can never fully judge the state of the
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field until you are too low to do anything
about it. At 700 feet you can get a good
idea what the surface is like, but it’s still
really a guess based on your ability to judge
crops from the air and see electric fences
etc. Even then, you won’t know if there are
a few rocks in the grass. Hitting a rock can
cause some nasty damage to your glider; I
know, I’ve been there. At best landing out is
time consuming, waiting for your retrieve
crew to come and collect you. Then there is
all the effort of de-rigging the glider in the
field and towing it home. For these reasons,
glider pilots like to keep as high as possible
when going cross country, often climbing to
just below cloud base. If the conditions are
just right, cruising along just under a cloud
street at anything up to 100 kts is possible
in a modern glider. In hilly locations, pilots
can get above the clouds into wave and fly at
altitudes well over 10,000 feet as long as the
pilot has an oxygen system.

Learning from each other

So why is it important that powered pilots
understand any of this, and conversely, what
can glider pilots learn about power? There
are many misconceptions that power pilots
seem to have when considering gliders. This
is mainly because little is taught in the PPL
syllabus about other forms of aviation, other
than brief rules to say power must give way
to gliders and balloons etc. The first, and
probably most common, misunderstanding
is that gliders will only be encountered near
a gliding site. Yes, there will be a greater
chance of an airprox with a glider near a
gliding site, but gliders could be almost
anywhere over land. Probably one of the
most hazardous places is just below any flat
bottom cumulous clouds where the visibility
is often not great, but the lift is strong. Long
streeting clouds attract gliders especially, as
using this energy line can take them many
kilometres, often at great speed without
losing any height. Other hot spots can be hill
ridges and cliffs where gliders can be found
ridge soaring.

Cloud flying in gliders

Another misconception is that gliders never
fly in cloud. Wrong! I wouldn’t, but many
competitive glider pilots will fly in cumulus
clouds as they can find strong lift there.
Glider pilots are unlikely to be receiving a
radar service but, in the UK, may transmit
their intention to fly in cloud on frequency
103.4 MHz. So keeping box two tuned into
this when you suspect gliders may be about
is not a bad idea. And for all you instrument
rated pilots who have sweated over your
training and IR tests, you may like to know
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that a glider pilot does not currently require
any form of instrument training in order to
fly in IMC!
Turning to other issues of safety, gliders
are not very manoeuvrable. Their long wings
mean they need a wide area to make a turn.
The only manoeuvre a glider can make
quickly is to dive.

Radio calls

Glider pilots in the UK are notoriously bad
at using the radio for safety. That is to say,
they will spend ages talking to each other
on their gliding frequencies about who’s got
the best thermal, but making a call to ATC
to inform them they are near-by is not that
common here; European glider pilots appear
to be much better at making radio calls.
As a result, Air Traffic Controllers don’t
always understand gliders’ needs or abilities.
Crazy examples of ATC instructions such
as “cleared to cross xxx airspace at or above
3000 ft”, when a glider cannot maintain any
altitude without lift, doesn’t encourage glider
pilots to initiate communication in the first
place.

Lookout

Gliders are much harder to see than powered
aircraft, and can often be completely
invisible one minute and visible the next
especially when thermalling as the sun
suddenly reflects off of the banked wing.
They seldom ever fly straight and level,
making erratic turns and climbs depending
on where the lift is. If you see a glider, don’t
wait to see if it is on a collision course before
taking avoiding action; just avoid getting
anywhere near. The pilot may not have seen
you, especially as although visibility in a
glider cockpit is good forward and above,



the view below and behind it is non-existent.
The scariest incident I had was hearing
an aircraft engine approaching behind me
when I was gliding. It sounded very close
but I could not turn the glider to get a view
of it because that could have put me right
in its path. I could not even dive to get out
of the way in case it was behind and below.
I literally had to sweat it out and just hope
the pilot had seen me or would simply miss.
Luckily for me it did.
There are a few things glider pilots could
do to ensure better air safety, and some form
of light weight transponder would certainly
help once weight and power issues have been
resolved. Currently, most transponders still
need to be panel mounted even though the
panel space in a glider is minimal. Uptake
is still pretty low as a result, and not helped
by the fact that legislation is still in a state
of flux, so no one wants to shell out money
on something that might not conform
in future. In the meantime safety is best
improved by both parties keeping a good
lookout and having a little understanding.
After all that you might wonder why I
glide? Well I can tell you, finishing a task
and landing back at my home airfield really
puts me on a high. Sharing a thermal with
a bird of prey for me is also a real buzz,
especially when one has come to join me in
a thermal I found, rather than it being the
other way around! The knowledge that it’s
purely my skill keeping me in the air and
not an autopilot and engine, is something I
find amazing, just like watching those gulls
soaring on a cliff. If you actually want to
‘fly’ then there are few better ways to do it.
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I learnt about (instrument) flying from that

Falling oil pressure
Alan South recalls an apparently minor
mechanical problem that could have ended
in disaster.

I

t was one of those moments. I couldn’t
be sure, but it looked like the oil pressure
gauge had dropped a needle’s width
since I last checked. It was also one of
those moments when in the face of some
demanding flying, my subconscious was
starting frantically to assemble all the
information collected during the day. A
needle’s width drop was significant, as the
green arc was only 6mm wide. On the other
hand, the wiring on this 1982 Mooney was
a bit dubious, and most of the other gauges
in the cluster had given problems in the
past. For the moment, I flew on. I got out
the POH to try and learn a bit more about
the oil pressure indicating system. However,
as soon as I saw the gauge drop another
fraction of a needle’s width, I knew it was
time to check this out on the ground.
Here’s how it all started, just a few hours
earlier.
I was pre-flighting my group’s Mooney
201, and I’d just dipped the oil. It was down
at 4 quarts. As the engine was getting on
a bit, we tried to keep the oil level at about
6-6½ quarts, as any higher, and it breathed
a quart or so out over the belly. Nonetheless,
by the time the level was at about 6 quarts,
things would stabilise and we would get
fairly low oil consumption. I checked the
tech log, and found out that the Mooney
had flown in the day before from LyonBron, so maybe the pilot couldn’t get any oil
and had headed home with a low starting
level. It had never happened before, but
there’s always a first time.
Anyway, I had to be getting on. My plan
was to fly from Cambridge to Biggin to pick
up a colleague, and then for both of us to
head up to Lübeck for a business meeting
the next day. Time was getting a little short,
and the weather en route had a forecast
of thunderstorms for much of the Low
Countries and northern Germany. On days
like this I always like to have plenty of time,
fuel and daylight. I filled the tanks and put
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in 3 litres of oil. On the run up there was
a persistent mag drop on the “first click to
the left”. This set of plugs for some reason
was always more prone to fouling than the
others. Normally any fouling cleared after
just a minute of running at 2000rpm, but
this time it took some prolonged running
at 2500rpm before the mags would check
OK at 2000rpm. Credible, but odd. I kept
to my schedule, and the quick hop over to
Biggin went fine, though I’m sure the engine
coughed on very short finals to runway 21.
My colleague, Neil, was ready and we were
soon airborne again on our IFR flight plan
to Lübeck.
The weathermen were true to their
word. As we approached the Belgian coast
at FL90 there were huge build ups from
about 5 miles inland, stretching as far as
the eye could see. I heard one airliner ask
for a 40-mile deviation “to avoid”. We
were in the clear as we routed up the coast,
and there was nothing showing on the
Stormscope. Still, it was hard not to be a
little preoccupied by the weather as we soon
had to turn inland to cross Holland. There
was certainly the prospect of a rough ride,
and always the possibility of a diversion.
There was the added factor that our business
meeting started at 9am the next morning.

10

Dropping oil pressure

Somewhere across Holland, just as it
was looking like we would have to start
flying through some of the weather, I did
a FREDA check. My habit was to carry
out this check every 10 minutes, on the
10 minute points of the flight timer. As I
got to the E for Engine, I noticed that the
oil pressure gauge had dropped a needle’s
width. Five minutes later, the oil pressure
indication had dropped another needle’s
width. Despite an overwhelming urge to
disbelieve the gauge and to get to Lübeck,
something clicked inside, which is where
this story began. These “credible but odd”
instances were somehow stacking up to tell
me that this was a problem to be checked
out on the ground. I decided it was best to
turn away from the weather and requested a
diversion into Rotterdam, about 10 minutes
behind. During those 10 minutes, the oil
pressure indication continued to fall, and
by the time I got Rotterdam in sight, it had
fallen through the green and was now at
the bottom of the yellow arc. Also during
those 10 minutes, I reflected on how Dutch
fields tended to be very long and narrow, just
like a runway in fact, but today they were
orientated pretty much at 90 degrees to the
wind that was gusting to 30 knots, and had

88/2011

ditches on all sides.
As I taxied in, with the engine running perfectly smoothly, I was
trying to think of all the ways the oil pressure gauge might fail, and
the tests I might do, alone on an apron on a Sunday night.
First thing after shutting down was to dip the oil. There didn’t
appear to be any! We took the cowlings off and looked for oil leaks
or excessive breathing. There didn’t appear to be any, either. As
the engine cooled, and the oil drained back from the galleries into
the sump, there was just a trace, right at the end of the dipstick.
Somehow 5 or 6 litres of oil had simply disappeared in 1½ hours
flying. We left the aeroplane in Rotterdam and drove all though the
night to Lübeck. The city has a large number of churches, and they
all chimed nine as we turned into our client’s car park. Despite the
total lack of sleep, we had a good meeting, and I put poor Neil on a
scheduled flight back to the UK before driving back to Rotterdam to
try and sort things out.
So what had gone wrong? It turned out that the piston rings on
two of the cylinders had become gummed in their grooves. This
meant that two cylinders were pumping a huge amount of oil and
burning it – which causes even more gumming – a runaway effect.
Virtually the whole contents of the sump were burned, therefore
leaving no trace, in 1½ hours. I guess that there might have been a
blue cloud of smoke behind, but I didn’t have a rear view mirror to
look for it. The falling oil pressure would have started as the oil level
got so low that the pump started to draw in a mix of oil and air. The
fouled plugs and possible cough were due to the cylinders having lots
of oil inside. It’s not hard to work out how much longer the engine
would have run before seizing. I reckon it would have been 5-10
minutes.

So what did I learn about flying from that?

1. Most disasters happen as a result of a chain of events. After this
episode, I was reassured by the way my subconscious pieced
together a series of events as potential links in a chain.
2. On reflection, I flew the diversion with more trust in the engine
than I should have done. I was still of a mind that I had an indication problem, not an engine problem. I should have planned
my descent on the basis I had imminent engine failure and
held FL90 until Rotterdam was within gliding distance. Dutch
ATC, like all ATC in my experience, were incredibly helpful and
offered me any routing and any profile. Next time, I resolved to
treat all technical diversions as real until proven otherwise. Interestingly, in that very same aircraft, there was a “next time”, and
yes, I did keep that promise to myself.
3. I often worried that all I was doing was checking that a gauge
was still there, not really looking at the indication. I’m convinced that the enforced rigour of the FREDA check helped
here
4. As if we didn’t have enough problems, when we went to hire
the car at Rotterdam, I realised I didn’t have my driving licence.
Neil was 24, and no one would hire a car to him. I now carry
my driving licence in my flight case on every flight.
5. Non-flying passengers can be very resilient and maintain their
sense of humour. After an all-night drive, a long business meeting, and a scheduled flight home, Neil still had the sense of fun
to draw this cartoon entirely from memory. He even got the
fields in the right proportion. I think it is reasonable to
forgive him for not quite getting the registration right!
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When two
crew matters
Douglas Baillie describes the benefits of having two crew members in
a particularly demanding situation

T

he Cessna F406, otherwise known as the Twin Caravan, has
12 passenger seats, plus facilities for two crew, and is powered
very adequately by two Pratt and Whitney PT6s, de-rated to 500
horsepower each. Even so it has two restrictions; it is not pressurized,
and it has a somewhat strange weight and balance configuration that
needs some care at high and low all-up weights. Nonetheless, it is an
immensely practical and reasonably fast (a 240 kts cruise) reliable
twin. It also has an excellent, fully coupled auto pilot, with multiple
functionality. All in all, it is an aircraft ideally suited to short and
medium hops below 10,000 feet.
This story is from a time when I was flying the F406 every day,
throughout the UK and Western Europe, as an ad-hoc air charter
pilot, exercising my CAA CPL/IR to its fullest extent. Normally,
I operated as single crew, which I love; mainly because of my
military training, and the total responsibility that necessarily that
involves.
On this particular occasion, the mission was to fly from Prestwick
to Galway in the Irish republic, and pick up twelve passengers, made
up of three families each comprising two parents, and two children,
and fly them back to Prestwick. This flight was at night, in January,
and the weather synopsis told me that the dominant feature was a
particularly active, polar maritime air mass, with lots of instability.
The forecast was for frequent heavy snow showers, but with great
visibility between the showers. Earlier that day, I had been told that
a new pilot had just joined the company, and he had just passed
his type rating on type, and was anxious to get started. He became
my first officer for this flight. Operating two crew is very different
from single crew, and needs to be properly briefed so that the shared
responsibility is clear.
Anyone who has flown in or out of Galway will know that the
only runway is built on an Irish bog, and is therefore somewhat
undulating. On the take-off run, the aircraft has a marked tendency
to become slightly airborne as speed increases, and then to settle
down again, as it hops from undulation to undulation, before finally
getting permanently airborne. However, on that particular night,
because it was so cold, the take-off run was short, and we must have
been at 600 feet by the end of the runway, gear up and climbing very
positively into the night sky. Soon Galway Tower and the friendly
radar controller were far behind us, and we were working Scottish,
squawking happily as evidenced by the gentle flickering amber light
on the transponder. Flight level 090 was perfect, because we had
good forward visibility out of the snow showers, and we could see
intermittently the dim lights of Prestwick in the distance. We were
also entertained to frequent dances of Saint Elmo’s fire weaving
gently between the top of the instrument panel and the Perspex
windscreen.
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Snow close

It was not very long before the weather
radar returns became a bit more
meaningful and the sky around us took on
a more sinister demeanour, accompanied
by the loss of all forward visibility, and
the strange streaking effect of snow
rushing past at more than 260 miles per
hour. It was also very cold outside, but
the F406 has great cabin and cockpit
heating and good de-icing and anti-icing
systems, thanks to the hot air bleeds from
the engine compressors. The METAR for
PWK was not good, and the latest was a
SNOCLO!
The radar controller there advised that
the snow ploughs were actively at work,
and hoped to have the runway clear very
soon as long as the snow showers abated for
a while. My first diversion was Glasgow,
where the weather was not much better,
and the second diversion was Edinburgh
on the east coast where there was no snow
forecast. I had sufficient fuel for two holds
at all three airports, plus three approaches,
and enough to fly between them, plus 45
minutes reserve, plus 10%. In other words,
far in excess of the IFR minimums for
public transport operations.

Known icing

The F406 has inertial separators in the
reverse flow PT6 turbines, so that any
contamination such as rain, ice, snow
or slush from the runway is not ingested
into the intakes, and never reaches the
compressor. The aircraft is also cleared for
entry into ‘known icing’ conditions, and
has anti-iced props that are electrically
heated, an electrically heated windscreen,
powerful de-misters, plus rubber inflatable
‘boots’ on the main-planes, tail-plane and
empennage. Having satisfied myself that
the aircraft and its crew were properly
equipped and licensed for the approach in
complete safety, the only remaining factor
was not to start the final approach unless
the RVR was at or above minimums.
Prestwick radar positioned us for a joining
well out, and below the glide slope, and at
a gentle intercept angle for the ILS centre
line. The ILS was carefully idented by
Chris my co-pilot, and he monitored every
phase of the join and descent. I knew that
remaining in VMC for any length of time
was not likely to happen, and as I had past
experience of spatial disorientation from
switching from instruments to visual, and
back again in search of the runway approach
lights, I wasn’t going to make the same
mistake again.

Instrument Pilot

Disorientation

For anyone who hasn’t had the
disorientation experience for real, it is
worth noting at this point. I can tell
you for sure exactly what happens. On
the occasion in question, many years
before this flight, I was flying a Piper
Navajo 350 Chieftain into Glasgow on
a particularly cloudy and misty night.
As I was turning on to the ILS, I looked
up from instruments for ‘the lights’, and
immediately had the powerful experience
of seeing the aircraft enter into what
appeared to be a steeply banked turn,
and to almost go fully inverted. The roll
was actually non-existent, and it was
all an illusion; but so real to me. My
immediate reaction then had been to go
straight back on to instruments, and to
see, reassuringly, that I was in fact still in
a rate one turn, with no additional roll,
and still descending at about 600 feet per
minute, at well above the decision height.
I can honestly say that it was one of the
most frightening episodes in my entire
flying experience. The episode left me
in a really cold sweat, for to have reacted
inappropriately to the ‘impressions’ of the
roll’ would have meant certain calamity.

Co-pilot calls

With this still in my mind, I decided that I
would stay on instruments all of the time,
with Chris looking for ‘the approach lights’
and calling the height to go to decision
height, firstly at hundreds, and then in
tens of feet. Chris could also tell me when
he saw the runway lights and call visual.
I also decided I would ask Chris to lower
the undercarriage, apply flap as and when
I called for them, so that my concentration
would be fully on the most important
aspect of the flight: “Fly the Aeroplane”. I
would be ready to make a missed approach,
on instruments at decision height, and
would only continue the approach as and
when Chris called visual. There was to be
no debate about this plan, and I briefed
him accordingly.
The decision height was 220’, and Chris
called the lights at 230’, just as I was about
to apply power and climb away into the
published go around pattern. The runway
was completely white by now, with an
advertised snow depth of less than one inch,
but rapidly increasing, with visibility in the
snow shower very low, but legal. The F406
touched down and I had briefed Chris that
there was to be no braking, as I would rely as
much as possible on the reverse thrust (Beta
mode) to slow the aircraft as I expected little
or no normal braking action. This is also
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where the inertial separators come in. As the
props go into reverse thrust, the amount of
snow and slush generated is considerable,
and the last thing I needed was a flame
out on any engine due to contamination.
The F406 slowed progressively as expected,
with no brakes and Chris called the exits
and what remained of the fast disappearing
runway lights; no sign whatsoever of the
taxiway lights. Eventually we came to a
complete halt with more than one third of
the long runway remaining- or what I could
see of it. The fire truck and the snow plough
then acted as a ‘follow me convoy’ back to
the apron, where the passengers, completely
oblivious to the effect of the weather
conditions were entertained by their children
deciding that this was a good time to start
making snowballs!

Crew management

The point of all of this is to emphasise the
value of a second flight crew member, who
knows what he is doing, and, as commander,
being able to have sufficient confidence in
the flight deck crew management to be able
to trust completely in what is happening.
Although I would have probably been
sufficiently confident to make that approach
alone, it may not have been as safe, and had
I needed to overshoot, go into the hold, and
fly yet another approach in deteriorating
conditions, possibly overshoot again, I
would have been very busy indeed with
the diversion let down plates, navigation,
communications and the re-assessment of
the rapidly changing conditions.

Douglas Baillie
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Compiled By Sahib Bleher

Garmin G1000 flight deck upgrade
receives EASA approval

G

armin has received EASA’s validation of
the U.S. Supplemental Type Certificate
(STC) for the installation of Garmin’s
Electronic Stability and Protection (ESP)
and Iridium datalink in G1000-equipped
King Air 200 and B200 models. These
technologies offer pilots extra safety features
such as stability augmentation, an onboard
worldwide datalink weather solution,
and a variety of voice and data services.
Garmin ESP is an electronic monitoring
and exceedance-correcting technology
for Garmin integrated flight decks that
seamlessly works in the background during
flight. It assists the pilot in maintaining the
aircraft in a safe, flight stable condition,
helping in certain situations to prevent
the onset of stalls and spins, steep spirals
or other loss-of-control conditions should
the pilot become distracted, disoriented or
incapacitated. Garmin ESP gently nudges
the controls back toward stable flight
whenever pitch, roll or high-speed deviations
exceed the recommended limits, and will
then disengage when the aircraft returns to
its normal flight.
The STC also
includes approval for
Garmin’s Iridiumbased transceiver,
the GSR 56, which
gives pilots access to Weather information
worldwide weather from the GSR 56
information on METARs, TAFs, and winds
aloft around the globe. RADAR, satellite
imagery, lightning, SIGMET and AIRMET
data is also available in selected countries
throughout Europe. In addition to the
worldwide weather capabilities, the GSR 56
offers an Iridium voice and data service that
lets pilots or passengers make worldwide
Iridium-based calls, or send and receive text
messages while in-flight or on the ground.
From the cockpit, the dialling interface is
provided through the multi-function display
(MFD) and incoming call messages are
prioritised with other aural messages.
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More from Garmin

Garmin announced that it will discontinue
production of the popular GNS530W
navigator in November 2011. While the
GNS430W series product is still available,
Garmin anticipates this product will be
discontinued in the first half of 2012. The
news from Garmin comes as no surprise
to the avionics world after the company
recently introduced the next generation
GTN600 and GTN700 series touch screen
navigators. However, Garmin has pledged
continued support of the GNS line with
factory repair service and software updates
for years to come.
Garmin further announced the new aera
796 and aera
Garmin aera 795
795, a series
of portable
aviation
navigation
devices. The
aera 795
represents
Garmin’s
new flagship portable aviation product,
incorporating the most popular features
of the GPSMAP 695 alongside a range of
new capabilities such as a touchscreen user
interface, 3D vision and pilot-selectable
screen orientation. Shifting the pilot one step
closer to a paperless cockpit, the aero 795
also offers a digital document viewer, scratch
pad and pre-loaded geo-referenced AeroNav
IFR and VFR enroute charts. ‘It’s almost
like having a glass cockpit that you can fit in
your flight bag’, according to Garmin.

Jeppesen online training programme

Jeppesen has introduced a new web-based
training programme featuring Garmin
G1000 avionics systems for complete VFR
and IFR flying procedures learning. The
new online programme features three
Garmin G1000 training courses, including
visual flight rules (VFR) procedures,
instrument flight rules (IFR) procedures,
and VFR/IFR procedures; all designed to
simplify training for current and student
pilots. The Garmin G1000 avionics training
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courses are designed for both student pilots
training with G1000 equipped aircraft,
and qualified pilots who are transitioning
to G1000 aircraft or need to gain expertise
with G1000 avionics. They also provide an
effective tool for recurrent training or use
by colleges, universities and flight schools as
part of their teaching curriculum. However,
Jeppesen might need some training
themselves in the design of user-friendly
corporate websites. Whilst I managed to
find a description of the course at https://
ww1.jeppesen.com/no-wpr/universityprogram/index.jsp, I could not locate any
further links of how to get started or what
the costs might be.

US airport screening changes

Members of the Senate Judiciary
Committee at Capitol Hill have expressed
their frustrations about airline screening
procedures to Department of Homeland
Security Secretary Janet Napolitano, calling
some of the TSA procedures “baloney.”
Maybe in response to this the
Transportation Security Administration
(TSA) ruled that children aged twelve and
younger are no longer required to remove
their shoes every time they go through
airport security. They are also less likely to
face pat-downs under newly revised rules.
It is part of an effort to show Congress that
the agency is getting serious about replacing
a one-size-fits-all security program with a
more risk-based approach. Changes are in
the works that will eventually shelve the
unpopular shoes-off rule for all. The TSA
plans to purchase and test in laboratories
shoe-scanning systems, with the goal of
allowing passengers to keep their shoes on,
officials said. The TSA is seeking proposals
from companies to incorporate explosivedetection capabilities in shoe-scanning
technology, said TSA spokesman Jim
Fotenos.
Ironically, hand guns so beloved by US
citizens are not routinely checked by the
TSA. This was exposed when an undeclared
.38 calibre loaded handgun fell out of a bag
at Los Angeles International Airport just
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before being loaded onto a plane destined
for Portland on an Alaska Airlines flight.
TSA officials explained that unlike carryon luggage, checked luggage did not need
to be checked for guns, only for explosives,
as the weapons are not within reach of the
passengers during flight. Of course, packing
a loaded or unloaded undeclared gun into
your luggage is illegal and carries a hefty
fine, but nobody seems to be worried about
guns accidentally going off in the cargo
hold.
A welcome change in American security
procedures, which are eventually exported
to the rest of the world, is the “Known crew
member” programme aimed at speeding
pilots to their planes while reducing security
lines for passengers. So far it is only geared
to uniformed pilots of a limited number
of airlines. Flight attendants are also still
excluded at the moment, so it will be a long
time before anybody thinks of GA aircrew.
And I suppose staff at regional airports will
never understand that as a pilot I would like
to carry a pocket knife or multitool in my
bag because I find the large axe which forms
part of the Cirrus cockpit equipment too
clumsy for general repair tasks!

Concerns about composites

In a report, the U.S. Government
Accountability Office examined safety
concerns about the use of composites in
commercial aircraft. Based on research and
interviews with experts, GAO investigators
identified four key safety-related concerns
with the repair and maintenance of
composites in commercial airplanes, but
added that none of the experts they talked to
believed these concerns were insurmountable
or posed extraordinary safety risks. The FAA
is taking action to help address its concerns,
the GAO said, but added that ‘until these
composite airplanes enter service, it is unclear
if these actions will be sufficient’. The four
concerns cited by the study are: (1) limited
information on the behaviour of airplane
composite structures, (2) technical issues
related to the unique properties of composite
materials, (3) standardisation of repair
materials and techniques, and (4) training
and awareness. Boeing’s 787 is the first
mostly composite large commercial transport
airplane to undergo the FAA certification
process. Since existing safety standards are
often based on the performance of metallic
airplanes, the GAO said, the agency was
asked to review the certification processed
used by the FAA and EASA. The 787 is
about 50 per cent composite by weight,
not counting the engines, according to the
report.
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Virgin’s fuel from industrial waste

Virgin Atlantic
CEO Richard
Branson said his
company is investing
in technology that
will develop lowcarbon jet fuels
from the waste
materials produced
in the steel industry.
Virgin Atlantic
aircraft will be using the new fuel within
two to three years, Branson said. ‘With oil
running out, it is important that new fuel
solutions are sustainable, and with the steel
industry alone able to deliver over 15 billion
gallons of jet fuel annually, the potential is
very exciting. This new technology is scalable,
sustainable and can be commercially produced
at a cost comparable to conventional jet fuel.’
Technology developed by LanzaTech will
capture waste gases from industrial steel
production, which will then be fermented
and chemically converted using Swedish
Biofuels technology. The production process
recycles waste products that would otherwise
release carbon dioxide into the atmosphere,
according to Virgin. The technology is
currently being tested in New Zealand,
and a larger demonstration facility will be
commissioned in Shanghai by the end of
this year. A demo flight with the new fuel is
expected within 12 to 18 months. The first
commercial operation will be in place in
China by 2014, Virgin said.

NTSB cites FAA for controller fatigue
A tower controller fell asleep on the
overnight shift in March due to fatigue that
resulted, at least in part, from the FAA’s
scheduling practices, the NTSB concluded
in a report. Two air carrier flights landed at
Reagan National Airport, in Washington,
D.C., after the controller failed to respond.
After the incident, which was widely
reported in the media, the FAA began to
schedule a second person on the mid-shift
and expanded time off after each overnight
shift to at least nine hours.
The NTSB report details the actions of
the various FAA personnel who were on
duty that night, and lists the activities of
the sleeping controller in the days leading
up to the incident. The report also found
that the crews of the airplanes that landed
had been told by a centre controller they
could land at DCA without tower contact,
using unmanned airport procedures, but
it was their decision. The NTSB said that
information was incorrect. The sleeping
controller was temporarily suspended. No
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disciplinary actions were taken against the
flight crews. The NTSB concluded that
the probable cause(s) of the incident were
the tower controller’s loss of consciousness
induced by lack of sleep, fatigue resulting
from working successive midnight shifts,
and the FAA’s air traffic control scheduling
practices. In a recent statement, the FAA
said: ‘Following an incident at National
Airport in March 2011, the FAA took swift
action to enhance safety by increasing midnight
shift staffing at control towers, clarifying
procedures for handling communications lapses
and changing scheduling practices to minimize
controller fatigue’.

The LightSquared saga goes on

LightSquared, the
broadband
company that
has met with
opposition
from GPS
users due to
interference
from its system,
said technology
company Partron
America had developed a filter that costs
only $6. This technology, along with several
other prototypes, will undergo extensive
testing in the coming weeks, LightSquared
said. ‘Preliminary testing leaves LightSquared
confident that the debate over our system and
interference from GPS signals will be resolved,’
said a recent news release. The company
said it has already adjusted its spectrum to
eliminate interference with 99.75 per cent
of all GPS devices: ‘We invested $9 million
to develop filters that ensured our signal did
not cross into spectrum licensed to GPS, which
means that any interference that remains
is caused by GPS signals looking into our
spectrum’.
In response, during a recent congressional
hearing, Tim Taylor, CEO of FreeFlight
Systems, said even if the technology is
available to filter the LightSquared signal,
that doesn’t mean it can be immediately
deployed. ‘The idea that a new entrant into
the marketplace can arbitrarily introduce
a product that immediately compromises
aviation safety and security, while expecting the
aviation industry to design, manufacture, test,
certify and install an aviation compliant filter,
is simply not realistic,’ he said. An analysis
(PDF) by the Coalition to Save Our GPS
claimed that if LightSquared proceeds as
planned, the cost to the FAA and the civil
aviation community would be about $72
billion.
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NextGen a generation away

The Transportation Department’s Inspector
General reported that one of the key
software components of the US NextGen
navigation system is running more than
$300 million over budget and might not
be fully phased in for another five years.
Airlines, too, have been investing in
elements of the new system which would
do away with the stepped landing approach
that is not particularly efficient, but until
Congress approves a long-term bill for the
FAA, the NextGen program will remain in
a holding pattern. The government’s share
of the NextGen program is estimated to be
more than $20 billion. That’s another big
concern of its supporters; coming up with
that cash at the same time the government is
desperately looking for ways to cut spending.

Switch to iPad as bug hits Apple

Boeing Co.
is pitching
iPad-based
navigation
charts to
airlines as an
alternative
to carrying
volumes
of paper
manuals in
cockpits,
as a new
generation
of pilots is more comfortable with modern
methods. United Continental Holdings Inc.
has bought 11,000 units of the device and
Alaska Airlines has done away with paper
manuals. Airlines can simply download
the application from the iTunes Store
of Apple and get instrument charts and
airport diagrams from Jeppesen, a Boeing
unit, directly on the iPad. Updates will
be automatically added to the application,
making the process completely paper-less.
Jeppesen will offer similar applications for
Android devices in the future.
Putting a damper on those aspirations was
the discovery that Apple’s latest operating
system upgrade iOS5, which includes a filemanagement feature, will randomly delete
data to make room for new files and that
could include charts and approach plates.
The new system includes a ‘clean-up’ feature
that will delete saved data when system
memory becomes low. So if an operator has
1 GB of free space and downloads a 3 GB
file, then the system will delete 2 GB of
data from other apps to make room. The
iPad does display a ‘cleaning’ symbol by the
app icon that it is deleting data from, but
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that can be easy to miss. Flight navigation
providers ForeFlight and WingX Pro 7
have advised against upgrading to iOS5
until Apple has addressed the issue. Apple
stated that its iOS 5.0.1 software update will
correct the problem, but for the new fix to
work, app developers will have to modify
their code to mark files that shouldn’t be
deleted.
Jeppesen, meanwhile, also has warned
its customers of potential problems. The
Jeppesen Mobile FliteDeck and Mobile
TC do not store application data where
iOS5 can delete it. However, Jeppesen has
discovered other issues during its testing of
the new software. These problems include:
Some of the European VFR charts do not
display properly in the Jeppesen Mobile
FliteDeck terminal chart view; text cannot
be entered in the search field in the Jeppesen
Mobile FliteDeck, and the search field may
disappear intermittently; Mobile FliteDeck
may not display terrain, even though the
chart filter has it selected ‘On’ and the paste
function does not work in the activation
screen when the keyboard is split.

Transcript publication condemned

The French aviation accident investigation
board, the BEA, condemned an author’s
disclosure of cockpit conversations among
the pilots who died in the Rio-to-Paris
Airbus flight that crashed in the Atlantic
Ocean in June 2009. A book by JeanPierre Otelli, Erreurs de pilotage, Tome 5
(Pilot Errors, Volume 5), includes literal
transcriptions from the cockpit voice
recorder that had not been published in
the official reports, which included only
excerpts. ‘This transcription mentions personal
conversations between the crew members that
have no bearing on the event, which shows
a lack of respect for the memory of the late
crew members’, the BEA said in a statement.
According to Bloomberg News, Otellis book
reveals ‘confusion, a lack of coordination, and
denial among the flight crew as the jet plunged
through the night sky toward the ocean surface’.
The BEA said its investigation is not yet
complete, and ‘any attempt at interpretation
at this stage is partial and, as a result, can only
fan the flames of the controversies of the last
few months, which is harmful to all concerned
… only an in-depth analysis of the facts will
enable all the causes of the accident to be
determined’. The board said its final report
will be published by next June. According to
the Daily Mail, the full transcripts in Otellis
book show that the pilots were confused
and the senior captain failed to take control
of the situation after being recalled to the
cockpit in the final moments of the flight.
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Extension for EASA pilot licences

National aviation authorities across the
European Union are to be given more time
to prepare to issue the new Europe-wide
pilot licences, subject to the agreement of
the European Parliament. As a result, the
UK Civil Aviation Authority now plans to
begin issuing the new European licences
and medical certificates from 1st July 2012
onwards. The European Commission has
agreed with the European Aviation Safety
Agency (EASA) and the Member States to
propose a short deferment to the European
Parliament. The original implementation
date was 8th April 2012.
The implementation of new rules for pilot
licensing (including medical certification)
across the EU is part of a process that has
already seen EASA take responsibility for
other areas of aviation policy, such as flight
operations and airworthiness. Most UK
pilots, private and commercial, will be
affected by the switchover and will have to
obtain new EASA licences to continue to
fly aircraft that have EASA airworthiness
certificates. However, some pilots, such as
those who fly microlights, ex-military and
kit built aircraft, will be able to continue
to use their existing licences because
EASA does not regulate these categories of
aircraft. In many cases the transition will
be automatic, as existing JAR-FCL licences
will become EASA Part-FCL licences on 8th
April 2012. JAR-FCL licences issued in the
UK up until 1st July will also be deemed to
be Part-FCL licences. Pilots with JAR-FCL
licences will not receive a new EASA PartFCL licence until they submit their JAR
licence for renewal or amendment after 1st
July 2012. Holders of non-JAR, national
licences will have to obtain EASA licences
within specified transitional periods; (by
8th April 2014 for any flight for commercial
purposes). The new EASA licences will be
valid for the owner’s lifetime. Pilots whose
licences expire before 1st July 2012 will still
need to renew as currently.
Similarly, existing JAR medical certificates
will become EASA medical certificates
on 8 April 2012 and from 1 July 2012
EASA medical certificates will be issued by
UK AMEs when pilots attend for initial,
revalidation or renewal medical assessments.
Detailed information can be found on
the CAA website at www.caa.co.uk/
eupilotlicensing.

Slot wars looming in Europe?

Business aviation in Europe is rallying
against recommendations in a consultant’s
report which, if implemented, could
sharply reduce access to some European
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airports. The Steer Davies and Gleave
Impact Assessment report to the European
Commission recommends that airport slots
be allocated purely based on the number
of passengers on board each aircraft. The
European Business Aviation Association
calls the proposal simplistic and says it
could seriously disrupt business aviation.
‘This report is blind to the full impact of
the entire aviation industry on local and
regional economies’, EBAA President Brian
Humphries said in a speech to the European
Airport Coordinators Association. ‘All of
its arguments are based on the premise that
maximum passenger throughput is the be-all
and end-all, and as a result, it consistently
seeks ways that passenger throughput can be
maximised, regardless of the economic impact
on sectors other than airports and airlines.”
Humphries said bizav generally avoids
major hubs and uses secondary and local
airports to maximize efficiency for clients.
The difficulty is that airlines are increasingly
using the smaller airports and the proposal
could push business aviation from its
traditional operating areas. EBAA says the
best solution would be to guarantee slots to
business aviation at secondary airports based
on historical usage, noting that business
aviation has invested heavily in facilities at
many of these airports.

Turkey drops sanctioned

This year, the FAA confirmed to The
Associated Press that it was sending agents
to the Ozark community of 1,300 people
to sanction any pilots who take part in the
traditional annual Turkey Drop. The event
involves live wild turkeys being dropped
from aircraft onto the town square and,
contrary to the horror expressed by animalrights groups, local officials insist the birds
are perfectly capable of gliding to a safe
landing.
The FAA is staying out of that aspect of
the controversy and focusing on the FAR
that prohibits dropping anything, winged
or not, from an airplane that might harm
something or someone below. Turkeys,
gliding or not, apparently don’t make the
grade for that approval so the guys in the
sunglasses and polo shirts on the town
square are there to try to make sure no
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one is hurt. As for the turkeys, the greatest
peril unquestionably awaits them after the
drop. In almost 70 years of Turkey Drops
(before airplanes were available, the birds
were launched from the roof of the town’s
courthouse) the object has been for those
in the square to chase the turkeys down
and make a meal out of them. It’s not clear
whether the absence of the drop part will
make much difference to their final fate.

Drone computers hit by virus

Reportedly, the computer systems used to
control military drones have been infected
by a key logging virus that has so far defied
attempts to eliminate it. The ‘Wired’
tech website says it has heard from three
independent but unidentified sources that
the virus was first detected in the computers
at Creech Air Force Base in Nevada and the
military has continued to operate drones in
Afghanistan and other trouble spots even
though it would appear that every keyboard
operation involved in the missions is being
logged. The military has not confirmed
Wired’s story. According to the Wired story,
the people it talked to couldn’t say whether
the virus was deliberately targeted at their
hardware or whether it is just part of the
normal stream of malware that computers
try to fend off every day. What is known,
however, is this bug is persistent. ‘We keep
wiping it off, and it keeps coming back’,
one of Wired’s sources said. ‘We think it’s
benign, but we just don’t know’.
Of course, the big question is whether
all those keystrokes are being transmitted
outside the military system and what data
they might reveal. Wired’s sources say the
virus is in computers that hold sensitive
secret military information. For all their
high-tech abilities, U.S. drone systems
have notoriously porous security. Early in
their operational history it was discovered
that real-time video from drones was being
transmitted via publicly available satellite
transponders, and in 2009 U.S. forces
discovered reams of drone downloads on
the laptops of Iraqi insurgents, allegedly
obtained with readily available hacking
software. Wired says it believes that the
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virus was introduced from a removable
drive that drone system techs use to update
maps and databases. The systems are
supposed to be isolated entirely from the
public Internet.

Continental’s new low octane engine
While the industry awaits an unleaded
replacement for 100LL, Continental has
moved rapidly to certify a new version of
its six-cylinder IO-360 that will run on
lower octane fuel. The new engine will be
used in the four-place C4 announced by
Flight Design earlier this year. The engines
designation is IO-360-AF for alternative
fuel and it is intended to operate on fuels
such as 94UL with sufficient detonation
margin. The IO-360, which is used in the
Cirrus SR20, normally has an output of
210HP, but for the AF variant, Continental
has essentially de-rated it to 180 HP by
installing lower-compression pistons (7.5
to 1) and with minor tweaks to the fuel
injection system.

GA approval for 100VLL fuel

The FAA has announced the approval of a
new fuel that meets a ‘very low lead’ (VLL)
specification for use in all aircraft currently
operating on 100LL. The approval, issued in
a special airworthiness information bulletin
(SAIB), is the culmination of an effort
initiated last year by the members of the GA
Avgas Coalition, the petroleum industry, and
several engine and airframe manufacturers.
The new fuel specification, called 100VLL,
has a maximum lead content nearly 20
per cent less than the existing 100LL
specification and better represents the actual
amount of the lead additive used in aviation
fuels today. The SAIB goes onto state, ‘The
FAA determined that grade 100VLL meets
all of the performance requirements of grades
80, 91, 100 and 100LL and will perform
identically in existing aircraft and engines’.
100VLL retains all of the essential safety
requirements important to aircraft owners
and operators and of critical significance to
those flying airplanes with high compression
engines, the FAA also stated; ‘Consequently,
and most importantly, grade 100VLL has the
same minimum octane rating and will provide
the same level of anti-knock performance
as 100LL and 100 avgas grades’. Much
of the avgas sold today uses less than the
maximum amount of lead allowed by the
current 100LL specification and already
meets the new ‘very low lead’ specification.
The addition of 100VLL is an important
development in that it more accurately
reflects the small amount of lead actually in
avgas today.
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Plane hits Ferris wheel

The 52-year-old Australian pilot has
answered the obvious question. Paul Cox
told rescuers he didn’t see the Ferris wheel.
‘The next thing I knew, I was stopped inside
the Ferris wheel’. he said. ‘I had no idea
for a few minutes and I was just hoping no
one got hurt’. There are likely to be some
more probing inquiries from Australian
authorities in coming days, chief among
them why a Ferris wheel was allowed off the
end of the grass strip at Old Bar, perhaps
within about 50 yards of the threshold.
Initial reports focused on the collision and
the safe rescue of the planes occupants and
the five children on the Ferris wheel, none
of whom were hurt, but another aspect has
since been in focus: The Ferris wheel was
about 50 yards from the southern threshold
of the runway and the pilot was doing a
missed approach from the north and with
the nose high on climb out probably could
not see the wheel. There was some luck
involved in the safe outcome. The ride
would normally have been packed with
kids, but rain was threatening so there
were only five occupants. The plane missed
the occupied seats and got tangled in the
bracing wires. The fire department used a
crane to get everyone down.

GPS complacency cited in accident

A pilot’s sole reliance on what proved to
be unreliable GPS information during an
approach in IMC is being blamed for the
crash of Piper Cheyenne that killed six
people in Australia in 2004. A coroner
has ruled that the pilot didn’t check the
GPS information against other navigation
instruments as the Cheyenne went off
course and hit a ridge near Benalla. ‘It
is reasonable to infer that he believed that
operations were normal and that in scanning
the array of instruments before him he focused
on information from the GPS unit’. Coroner
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Paresa Spanos said. ‘Taking all evidence
before me into account, I find that the
accident which took the lives of all six deceased
was caused by navigation with the GPS in
dead reckoning mode’. The coroner also
found that an air traffic controller failed
to warn the pilot that he was deviating
from his filed course. Earlier testimony
revealed the GPS unit on the aircraft went
to dead reckoning mode for unknown
reasons. When the plane deviated from
course, the controller twice noticed it but
didn’t query the pilot, believing he’d picked
another route to the airport. ‘In doing so, he
contributed to the accident as there was a lost
opportunity for avoidance of the accident’,
Spanos said. The aircraft was on a wellworn route carrying lumber executives and
family members from Sydney to Benalla.
Pilot Kerry Endicott had made the flight
weekly for almost 25 years.

New TMZs for offshore wind farms

The CAA has approved the establishment of
Transponder Mandatory Zones (TMZ) to
cover two new major offshore wind turbine
developments: London Array and Thanet,
situated off the Kent coast. Infratil Kent
Airport Limited, the owner of Manston
Airport, requested the TMZs, and the
CAA says the decision to approve them has
been taken to maintain a safe operational
environment. The wind turbines will have
a maximum blade tip height in excess of
500 feet and will be visible to the airports
primary surveillance radar.
The TMZs, designated London Array
TMZ and Thanet TMZ, will form part of
a programme to reduce the impact of wind
turbine-generated radar clutter. Without
these measures the two wind farms would,
when fully operational, collectively create
radar difficulties that would impact upon
Manston air traffic control (ATC) unit’s
ability to differentiate between aircraft and
wind turbines on radar. There is currently
no technical solution available to overcome
the impact of primary radar clutter
caused by wind turbines. Aircraft fitted
with transponders will not require ATC
permission to access the London Array and
Thanet TMZs. Flights within either TMZ
by aircraft without serviceable transponder
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equipment will be subject to specific
ATC approval. The TMZs will become
permanently active from 17 November 2011
and will extend vertically from the surface to
the base of controlled airspace (the Clacton
Control Area).

ADF exemption expected

The increased application of RNAV on
ATS routes and terminal flight procedures
and the requirements of EU Ops for
commercial air transport are increasingly
making the mandatory carriage of
ADF redundant. Coupled to this is the
manufacture of aircraft with glass cockpits
whose functionality based on satellite
navigation far outweighs the performance
of an NDB. The CAA has therefore
produced a General Exemption in specified
circumstances regarding carriage of ADF
for IFR operations in UK airspace. The
General Exemption will help rationalise
the requirements for IFR flight in the
UK and is in accordance with the ECAC
Navigation strategy and rationalisation of
navigation aids. The exemption will not
apply to aircraft flying an NDB Instrument
Approach Procedure. An AIC explaining the
exemption will be published on 22nd Dec
2011 when the exemption comes into force.

US rejects EU aviation tax

Representatives from both parties in
Washington recently agreed on something:
the European Union should not be allowed
to unilaterally impose a carbon tax on
aircraft flying there from the U.S. The
House of Representatives has passed a bill
that prohibits all U.S. airlines and general
aviation operators from taking part in such
a scheme, NBAA said. ‘Global aviation
standards are overseen by the International
Civil Aviation Organization’, said NBAA
President Ed Bolen, ‘and any new standards
should be decided by ICAO’. The EU,
however, said it intends to enforce its carbon
rules, despite the U.S. opposition.
The top court in Europe has already
rejected a complaint from U.S. and
Canadian airlines that the tax would violate
international law. The EU programme is
scheduled to take effect on 1st January,
charging a carbon tax on all aircraft
operations that over fly or land in an
EU country. The amount of tax would
depend on the type of aircraft and the
distance flown. The House bill passed
‘overwhelmingly’ on a voice vote, according
to NBAA. The Senate has not yet addressed
the issue, and it’s unclear whether it would
gain enough support to pass there.
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Chairman’s corner
Anthony Bowles

T

he main event since my last Chairman’s
Corner has been the publication
of the Notice of Proposed Amendment
(NPA) 2011-16 on the future of instrument
training. Jim Thorpe, who has been leading
this issue for PPL/IR Europe and as a
member of the FCL.008 expert working
group, outlined the proposals in IP 87
so there is no need for me to repeat them
here. However it is important to note how
successful these proposals are in the context
of PPL/IR Europe’s goal in establishing a
more appropriate theoretical and training
environment for the attainment of a PPL/
IR. It is also important to appreciate that
there is still quite some way to go before
these proposals are finalised and the
final form of the proposed amendments
promulgated. Comments on the draft
amendments are invited and at the time of
writing, Vasa Babic is preparing these for
submission to EASA on behalf of PPL/IR
Europe. Members may wish to file their
own comments via the EASA website tool.
It is also worth noting that in some areas,
the detail of the final form of the new rules
is lacking; for example while it has been
agreed that IMCr holders should continue
to be allowed to exercise their privileges in
UK airspace, the mode by which this is to
be achieved is as yet undefined. Our firm
support for the principles behind the draft
NPA is absolute, but we recognise that there
is room for discussion on matters of detail
with stakeholders whose views may not be
entirely aligned with ours.
What I loosely describe as “line
experience,” and the extent to which this
should form part of the initial training
syllabus, is one matter arising from the
NPA that has surfaced on the Forum and
elsewhere. Some are arguing that additional
training time should be devoted to practical
flying in an European environment and this
is allied to a perceived need for mentoring
for inexperienced or out of practice pilots.
While sympathetic to individual pilot needs,
extending the initial skills test in this way
would be a very radical departure from past
practice as well as significantly increasing
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the cost of training. The initial practical skill
test for the IR, as in many other technical
and professional areas, tests the candidate’s
abilities as at the date of test and ensures that
the candidate can meet the basic technical
requirements of the test. While an IR pass
does theoretically allow the candidate to
fly the airways of the world, just as passing
a professional exam allows the candidate
a right to practice that profession, few
successful candidates of either test would
feel prepared to do so without first gaining
some practical experience of how the system
works, whether it be pilotage, profession or
whatever. For most of us with a PPL/IR, I
suspect the necessary practical knowledge
has been gleaned from personal experience,
including making the odd mistake on
the way, talking to or flying with more
experienced pilots, reading articles on the
Forum and elsewhere. Some will be better
at picking up this knowledge than others,
if only because some members can only
afford to fly a limited number of hours after
initial qualification – this was certainly my
circumstance. Life in terms of flying IFR in
the old days was certainly simpler in some
respects, for example handing in your flight
plan to an AIS assistant and letting them file
and sort out the route. It was, however, by no
means so simple in other ways as there were
few DCTs, and position reports and forward
estimates were required at each waypoint
with much less reliable avionics to help you.
One of the less satisfactory imports from
across the pond has been the blame culture
and legal ambulance chasing, and this has
deterred setting up a mentoring system for
IFR flight for which there is certainly a need,
perhaps with some more structured post test
guidance. It has been looked at in the past,
albeit not in my time as chairman, and we
should look at it again.
Recently we had an all-day Executive
Committee (“ExCo”) meeting and a
number of matters came out of this which
I need to tell you about. Firstly, we decided
that after a number of years of holding the
annual subscription at £60, there should be
a modest increase for 2012 to £65. During
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the intervening period, costs of production
of IP have risen significantly also we now
attend an increased number of GA related
meetings with the CAA, EASA and other
organisations where we perceive a benefit
from membership. We meet attending
members’ expenses for these, which for
European meetings usually involve a hotel
stay. ExCo are mindful that in these
straightened financial times, we must deliver
value for money to members with restricted
flying budgets and we have kept the increase
as low as possible. We are also reviewing
membership benefits and here, I would
appreciate feedback from you all. First, the
value of our photo membership card has
been questioned. This was introduced many
years ago at a time when security at airports
was much lighter than today, and a PPL/IR
Europe card with the member’s photograph
successfully opened barriers airside. Today,
this can only be done with passport and
flying licence, so has the membership
card had its day? It is quite expensive to
produce; around £5 a card in a bulk order.
A possibility, if members so wish, would
be to make the photo membership card an
optional extra for those members who do
derive value and use from it. This will come
up for discussion again at our next meeting,
so please respond to the discussion that I
will initiate on the Forum at the time this IP
comes out.
A second possibility for economy is
whether to provide a rebated subscription
for those who are happy to dispense with
their hard copy of IP and read it online.
This is an approach increasingly adopted by
many professional organisations. Personally I
would always be prepared to pay a reasonable
premium for my hard copy, but for those
members who are content with an electronic
version which they can print out as required,
it is an option which we should consider.
Again, I will initiate a Forum discussion to
solicit views.
ExCo also considered venues and
programme for our Spring Meeting which
has now been fixed for Saturday 28th April
at Cambridge Airport, and
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Getting a Seaplane Rating
Ken Jady celebrates his birthday in style by
adding another rating to his PPL

I

n July last year, to nobody’s surprise
greater than my own, I had my
seventieth birthday; an event, I felt,
worthy of something special by way of
celebration. Roger Cannon, a fellow
member of Steve Dunnett’s Dakota group,
had been extolling the joys of floatplane
flying. With new experiences getting thin
on the ground as I get older, I announced
to my wife, Monica, that I would like to
add a seaplane rating to my PPL. Family
and friends, relieved of having to ponder
what would be a suitable present for a
septuagenarian, were happy to contribute
to the project.
In Europe, there is not a plethora of
organisations offering seaplane training.
Neil’s Seaplanes, Loch Earn, Scotland,
the Amphibious Flying Club, Enniskillen,
Northern Ireland and the Aero Club
Como, Italy, were among those I looked
at.
In North America, of course, there are
many more, with Jack Brown’s Seaplane
Base in Florida being perhaps the best
known here in the UK. However, after
much consideration and impressed by the
many highly positive testimonials on their
website (www.islandcoastalaviation.com),
I chose Island Coastal Aviation located
at Pitt Meadows airport near Vancouver,
B.C., Canada. Island Coastal Aviation
specializes in advanced flight training,
running courses ranging from the basic
Canadian seaplane rating (which I was
to take through a 15-hour proficiency
course), to a professional 50-hour course
designed to meet the requirements
of seaplane operators and insurance
companies. In addition, there are also
courses in bush and mountain flying.

Preparation

For a variety of reasons, I was not able to
commence the flying training until January
2011. In the meantime, however, I studied
a number of textbooks on floatplane
flying. ‘Seaplane Pilot: Training for the
Seaplane Pilot Certificate and Beyond’ by
Dale DeRemer and ‘Notes of a Seaplane
Instructor: An Instructional Guide to
Seaplane Flying’ by Burke Mees are two
excellent books that I found particularly
helpful in providing essential background
knowledge. I also took a one-day course
with Cambrian Aero in preparation for the
mandatory CAA Seamanship examination,
and can now talk knowledgably with my
brother (a sailor) about the International
Association of Lighthouse Authorities’
Maritime Buoyage System.

Licence formalities

In early January, Monica and I arrived in
Vancouver where it was seasonally cold and
wet. Understandably, in British Columbia,
January is not the most popular month
to embark upon floatplane training but
circumstances did not allow choosing a
more clement time of the year. Having
flown in Canada before, I already had
a current Foreign Licence Validation
Certificate (FLVC), which, although
allowing me to fly Canadian registered
aircraft using my UK PPL, cannot be used
for the addition of a rating to the licence. In
order to apply a rating to a foreign licence
it is necessary to obtain a Limited Term
Pilot’s Licence (LTPL) from Transport
Canada (fee $40.00). On successful
completion of the training the rating is
added to the LTPL (fee $30.00), which,
subsequently, may be presented to the UK

CAA to allow the endorsement of the UK
licence (fee £86). Fortunately, a Transport
Canada Civil Aviation office is located at
Abbotsford less than 30 minute’s drive from
Pitt Meadows and the formalities were
quickly dealt with on the morning after our
arrival.

Course requirements

The basic course, covering water handling,
normal and glassy water take-offs and
landings and recovery from abnormal
situations, requires a minimum of seven
hours (five hours in the UK) including five
take-offs and landings as sole occupant
of the aircraft (not required in the UK).
Training is given by Tom Drybrough in
a Cessna 172. I found Tom to be a highly
experienced and unusually gifted instructor
whose relaxed manner is able to bring out
the best in you as he gently and painlessly
nudges you towards the exacting standard
he demands.
Armed with my newly minted LTPL I
embarked upon the course. The first task
was to transport the aircraft the half-mile
or so from the hangar, via refuelling, to
the launching ramp into the Frazer River.
This was accomplished by means of the
truncated front end of an ancient car to
which has been welded a hydraulic lifting
device. The contraption, of which Heath
Robinson would have been proud, was
surprisingly efficient and certainly extended
the usefulness of the old car far beyond its
roadworthiness! Having been deposited on
the ramp with the front of the floats in the
water, starting the engine and applying a
brief burst of power was sufficient to start
the short slide down the ramp into the
river.
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you will be able to read more
about this elsewhere. Lastly we looked
at governance issues for our organisation
and decided that these needed review
and updating; more of this in a future
Chairman’s Corner.

I write this on a gloomy SW Scotland
November day when sunrise and sunset are
already the wrong side of 8 am and 4 pm
respectively, and the cloud base from my
ceilometer is BKN at 200 ft. By the time
this IP reaches you, days will be beginning
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to lengthen again as we approach Christmas
so my best wishes to you all for Christmas
and the New Year and happy flying days in
2012.
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Getting a seaplane rating,
continued from Page 19

Pitt Lake, near Vancouver, Canada

It is a characteristic of floatplanes that once on
the water and with the engine running you are on
the move. The current in the Frazer River is not
sluggish, nor is there a shortage of floating debris
and in consequence, while taxiing, most of one’s
attention has to be outside the cockpit. A leisurely,
preflight tour of the controls and instruments and a
prolonged power check is not an option.

First take off

My first, supervised, seaplane take-off was
exhilarating. With the control column fully back
and with power increased smoothly to takeoff
power, the nose rose and the aircraft accelerated to
the point when back-pressure on the control column
could be relaxed and the aircraft lifted onto the
step. It was then simply a matter of maintaining
minimum drag, until without further adjustment of
the elevator we finally became airborne. To anyone familiar with
flying tail-wheel aircraft, the considerable rudder input needed to
keep pointing in the right direction will come as no surprise. Yes,
I know, it all sounds very simple and straightforward but flying
floatplanes is more hazardous than landplanes and the percentage
of floatplane accidents that occur during the take-off phase is
about double that for landplanes. It is all too easy to end up very
wet with the aircraft belonging to the insurance company.

care must be taken to avoid inadvertent drift back down to the
surface. When landing, there is little or no depth perception and
it is impossible to accurately judge the height over the water. The
technique here is to set up the aircraft (at a low-but-safe altitude)
with the correct pitch and power setting to give the desired
airspeed and a descent rate of 50-100 feet per minute. You then
wait (for what seems an inordinately long time) maintaining this
stable position until touchdown.

Septuagenarian Ken Jady gives the thumbs up after
successfully gaining his new seaplane rating

Instructor Tom Drybrough

Once in the air, floatplanes behave more or less like landplanes,
though to keep the ball centred in a turn, the rudder pedals are
no longer simply convenient footrests, but need serious attention.
Apart from one sortie during which we did upper air work, steep
turns, stalling, slow flying etc., all of the flying was conducted at
500 feet or below (I have heard that floatplane pilots tend to get a
nosebleed if they go much higher). The local designated training
area is the upper end of Pitt River and Pitt Lake. It is reached by
flying down the Frazer River to the confluence of Pitt River then
following its meandering course northwards to reach the lake. At
500 feet this is an exciting trip and the scenery is breath-taking.
Perhaps the most challenging exercises during the course
were those operating on glassy water. On take-off, glassy water
is glutinous making the aircraft reluctant to become airborne
and greatly prolonging the take-off run. Once airborne, great

There are many glassy water landings to be seen on ‘You
Tube’; the following link is a good example: www.youtube.
com/watch?v=42TA5ZWMQZU. Although the weather was far
from perfect, during the week I was there, only two days were
unflyable and I was able to complete the course in a little over ten
hours; a respectable achievement, I was told. I have an abiding
memory of Tom, ankle deep in icy water at the northern end of
Pitt River, waiting for me to complete the required five takeoffs and landings as the sole occupant of the aircraft on the only
small patch of non-glassy water that existed on the river that day.
What a guy! Should they ever decide to award a Nobel Prize to a
floatplane instructor, Tom will get my vote!
And for the next big zero birthday? Well, I’ve a few years to go,
but I have begun introducing ‘helicopters’ into the pillow
talk with Monica!
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