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In Part 2 we left the intrepid aviators in
Ulaan Baatar, capital of Mongolia, about
to find out if the Russians would allow them
into Siberian airspace…

A

nd so we were joined by Vladimir, a
senior navigator based in Moscow and
working for Aeroflot. He had been seconded
to join us and was to fly with us for the
next week until we arrived in America. His
job would be to ensure that we all obeyed
the rules, and followed ATC instructions
- which without him would have been
very difficult as they were mostly given in
Russian. Vladimir did an excellent job of
doing all of the radio work for ten aircraft
while translating from Russian to English,
and then from English back to Russian.
But none of this enforced assistance came
cheaply. We all shared the cost of paying
Vladimir’s wages, hotel accommodation,
meals, and commercial flights from Moscow
and back again - €14,000.

Into the unknown of Siberia
And so it was that we all set off into the
unknown of Siberia, across mile upon mile
of a densely forested and mountainous

wilderness. Our first stop was at KadalaChita, and was purely for re-fuelling. We
must have been quite a novelty to the locals
who turned out to watch these little planes
appear out of the skies, pump Avgas by
hand from barrels, and then launch off
again to disappear into oblivion. What
strange people these foreign pilots must be.
From Chita we flew on to ChulmanNeryungri, our second refuelling stop of
what was a very long day, and where we
again refuelled from barrels. This time
the barrels were delivered from the back of
what appeared to be a large furniture lorry
that was driven by a large Russian ‘lady’.
We didn’t waste any time, and after a very
quick turn-around we were first back in the
air and on our way to a meal and some well
deserved Russian beers.
From Chulman we routed further
northward to Yakutsk, which sits in the
permafrost region, and apparently has the
distinction of being the coldest city on the
planet, but has nothing else to recommend
it. The stop in Yakutsk was originally
scheduled to be just one night but we had
to wait another day for the fuel to arrive,
and when it did it was in the
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J

ohn Pickett died suddenly and tragically at
the beginning of March. He had written
and compiled the regular Eurostuff column
in Instrument Pilot for us for almost four
years. John (although he seems to have
been Keith elsewhere) had a distinguished
career in aviation. He had instructed - PPLs
through to ATPLs - at Cardiff and at Oxford,
amongst other places. He also flew in the
Sudan. Working for the CAA he acted as
Safety Officer in both Fiji and Hong Kong,
the latter with its old and infamous Kai Tak
airport. And for six years until 2005 he was a
CAA Staff Examiner. In recent years, having
suffered detached retinas, his interest had
moved on to training simulators: indeed the
week before he died he had been teaching
both on the rotary simulator at Veritair in
Cardiff and fixed wing at Bournemouth. On
behalf of PPL/IR Europe the Editor has sent
our condolences.
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Corsicily ’09
Part 1 of 3
By Sean Harding
Frustrated by weather? First, get a bright and shiny new IR.
Then plan an IFR trip to Sicily with Cannes, Sardinia and
Malta ‘along the way’

W

hy Sicily? A couple of years ago
a group of VFR/IMC pilots at
Denham had decided on a holiday to
Corsica - a friend of the group had a house
out there making it an ideal destination,
everything was prepared. During the
planning I came across a hotel with its own
airstrip called the Eremo della Giubiliana
(see www.eremodellagiubiliana.com/eng/
index.html) near Ragusa in Sicily - for some
strange and irrational reason, parking your
aircraft outside your own room whilst on
holiday appealed to me; however it would
have been too much on this trip and was left
for a later journey.
Along came time to fly out - we all took
off and went VMC on top, a lovely gap
between low cloud and high cloud - until
we hit France... Although our destination
was VMC the layers of cloud were merging
so a quick turnaround back out to sea and
a let down through the gaps in clouds
followed by a landing at Le Touquet (LFAT)
was required. The poor (in VFR terms)
weather lasted several days and forced
the rearrangement of the entire holiday.
Although we subsequently enjoyed ourselves
going elsewhere it was extremely frustrating!

Just the kick I needed to do my IR
Shortly afterward a group of Flyer forums
members started the process of trying to get
group discounts for the IR theory course.
Still frustrated from my cancelled trips, this
was just the kick I needed actually to do my
IR. I duly signed up and went along to the
first meet at Cranfield Aviation Training
School to find a very diverse but very friendly
group of flyers, ranging from those with a
‘purpose’ and a need to have a more reliable
way to fly, to those who ‘wanted to do
something’ and would rarely use the rating.
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There was
also the usual
collection
of FAA IR
holders with
something
to prove
(only joking).
There was an
interesting
range of
aircraft
from twins
to Piper Cubs (now that would have been
flying backwards on my trip home recently).
However we all had something in common
- a challenge - and the momentum of the
group could assist when the motivation
needed a boost.
The IR course requires some classroom
time to be completed but the group had
organised a weekend based schedule that
was very flexible. You only need to attend
twice for the IR so this made it much
more accessible for most of us. I would
recommend attending the Met day as this
for me was the most important part of the
whole course.
The CAA IR examinations are held every
two months over a couple of days, with
several exams on each day and a total of
seven. It all started well and the first group
of exams came round in April 2008. And
it will come as no surprise that we all met
up in the bar of the hotel the night before
to do some study! Several beers later we all
retired feeling a more committed group. The
following day we took the exams, something
many of us had not really done for many
years... It was a lot easier than I had expected
and much of the anxiety was undeserved.
Some clever ****** took all of them in the

3

first two days but most of us did it in two
sessions, several months apart, others spread
it over more. I would recommend the two
session method. It is about the right kind of
workload, matching the easy with the hard
e.g. IFR comms and Met. I did five minutes
revision for the IFR comms and finished the
exam in a few minutes scoring 100% which
was repeated by most of the group.

Misfortune struck
Unfortunately, I had the misfortune to break
my back in a motorbike accident a couple
of weeks later. Even then as I recovered in
my bed, the encouragement of the other
members meant I started to study again (in
fact a couple of the members had had similar
accidents in the past and helped give me the
drive to continue). I ditched the expensive
books and started to use my laptop more
(the books weighed too much for me to hold
at the time). I felt I was getting behind but
managed to get all of the exams finished
in the October sitting. For those that have
been through this, what I am about to say
will make sense - for those contemplating
doing it, please, please take this on board!
‘Scan read the books and then just do the test
papers and question banks’. I know it does
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not feel right, but trust me there is so much
rubbish in the books that you do not and
never will need it is better to learn through
the questions you do not understand. I only
truly understood this when I gave myself
two weeks to do all the last subjects. The
only exception to this is Met: this should be
studied deeply and I would also recommend
the Oxford Aviation CD for the IR/ATPL,
although the ground school requirements
are much smaller now. This is also the one
that should be covered in the classroom if
possible.

Then the interesting phase began…
Then the interesting phase began with
learning to fly - I chose to do this in my own
aircraft (Cessna 182 with Garmin 1000 +
ADF + DME) as I wanted to use this with
my family and gain as much familiarity
as possible. We chose Bonus Aviation at
Cranfield since they were the most flexible
and allowed me to use my own aircraft
without charging me for it! I had to get some
screens made up (contact me if you need
some for the 182) and then applied for a
‘one off’ approval for CAA exam purposes.
Bonus added it to their fleet and we were
away. I buddied up with another pilot from
Denham (the Cub owner) to double the
training benefit - this is certainly worth it in
the early phases but is less important towards
the end of the course. As I neared my test
the CAA Examiner came along to formally
approve the aircraft for test - this meant
checking the screens, the templates for the
G1000 and the checklists. This was a much
easier and informative session than I had
imagined. Although this has been said many
times, the examiners are in fact helpful and
nice people who want you to pass, but also
require you to meet the standards.
The discussions that ensued where very
enlightening and helpful - they probably also
reduced my ‘nerves’ on the day of the flight
test. It was interesting that with the G1000
there is no altimeter correction so you fly to
absolute minima - although the CAA allow
you to add 50ft the examiner discouraged
this in real life and highlighted that 50ft can
mean another 1,000ft of vis on a 3° slope. So
I learnt to fly to minima and did that on my
flight test. We also had a discussion about
emergency procedures that all made sense
and I duly changed my checklists (contact
me if you want a copy of them). Because
my G1000 fit does not have a balance ball it
was necessary to do a quick flight test on an
aircraft fitted with one for the recovery from
unusual attitudes. This needs to be with an
examiner but does not have to be a CAA
examiner. For me this was a 35 minute flight
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in a PA28 Arrow.
My flight test was cancelled twice due to
poor weather but third time lucky it was a
great experience and relief. I have a feeling
that my first recovery from an unusual
attitude was too easy so he then spent several
minutes making me feel sick before saying
‘you have control’. It actually made me feel
more confident about the aircraft afterwards
as I would never have put it through those
manoeuvres (not having done an aerobatic
course - I am sure they were very tame).
One small tip is to watch the wind and have
both (all) plates for the runways at your
destination. I annotated all of mine and the
runway in use did change whilst enroute!
The guy taking off before me failed because
he did not realise he was using the wrong
plate until far too late in the procedure - easy
to do if you are sure that’s what the runway
is when you take off!
Now - with my shiny new IR I had to go
somewhere..? I know Sicily and the Eremo...

whose aircraft is not IFR equipped so has
done little IR flying other than a five year
renewal refresher course. So in essence there
were two VFR aircraft and one IFR: this
meant I had to be flexible if they could not
make each of the planned legs. But I was
confident I could at least take the family to
the holiday destinations we had booked.
For planning I have become a great fan
of IFR FlightPlanPro and the speed with
which it can determine a validated route
between two points. I then import this into
Jeppesen FliteStar and print my plogs. I also
use various weather services for an overview
and then check the METARs and TAF
for the route regularly before flight. I have
found NWX weather (at www.navlost.eu)
for cloud tops and vertical profiles to be very
helpful (as indicators rather than absolutes).
And a very important investment I made
recently was in a Mountain High oxygen
system. This has allowed two major benefits:
the first is not weather related but routing

The rough plan

related. When planning a number of trips I
have found that being able to fly at FL100
to FL130 essential in getting a more direct
route in the airways. And all my flying since
has taken advantage of this. The second
benefit is to be able to climb above the crap,
which on occasion I have preferred to do.

Corsicily ’09 was the project name that a
small group of pilots from Denham had
given to our flying trip. In principle the
plan was to fly from Denham to Cannes,
then Cannes to Sardinia or, if that was
not possible, Corsica then on to Sicily and
back. We had booked a resort in Sardinia
and the Eremo in Sicily, each as a three day
block allowing for delays in between due to
weather. There were three pilots and three
aircraft, I had my shiny new IR, wife and
son (aged 14), next is a PPL/ IMCr with
friend and the third is another IR holder
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In the second part of this article Sean heads off
to the south with family and IR and finds out
just how expensive Avgas is in Palermo!
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Engine management for
normally aspirated engines
Part 2 of 2
By Peter Holy
This article provides some very general tips on management of the larger Lycoming or
Continental engines, particularly in high altitude flights, in normally aspirated, not
turbocharged, aircraft.

T

he first part of this article looked
at mixture management generally
including operating rich of peak (ROP)
compared with lean of peak (LOP), and
specifically mixture on the ground and
taxiing, for take-off and in the climb. This
second part covers the cruise and descent
phases plus thermal management.

Cruise mixture
At top of climb, level off and wait till the
target airspeed is reached, and then set the
engine to the desired cruise operating point.
There are various options here on the power
setting.
100% power: Taking the most primitive
option first, most Lycoming/ Continental
engines are rated at 100% power indefinitely
so you could just burn along at whatever
settings you ended the climb with - this will
be the best power possible at that altitude. At
low level, say 1,000 foot, this will obviously
be all three levers fully forward: on my
TB20 (Lycoming IO-540-C4D5D) this
yields about 165kt, with a ridiculous fuel
flow rate of about 23USG/ hr. This is OK if
the airport is closing in ten minutes, with a
£1,000 surcharge thereafter, but you might
just make it...
60-65% power: It appears generally
accepted that cruise flight at 60-65% of
maximum rated power is optimal for engine
longevity. This figure is also given in a well
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known operating guide Lycoming Flyer
- Operations (see page 37 and elsewhere,
available on the Lycoming website at
http://www.lycoming.textron.com/ under
Support/Tips and Advice/Key Reprints). This
power setting corresponds to approximately
23" manifold pressure (MP) and thus cannot
even be achieved above about 8,000ft with a
normally aspirated engine.
Next there are two cases to consider: ‘besteconomy’ or ‘best-power’ power setting, and
there are variations on these.
Best economy: As mentioned in
Part 1, the best economy operating point
(stochiometric combustion) occurs around
25°F LOP although this point moves
slightly according to the power setting;
however, the efficiency curve is quite flat
in that region and peak EGT achieves the
same result, as close as is possible to measure
(within 0.1MPG). I fly practically all the
time at peak EGT, except above FL170 or
so when more power is required (see ‘best
power’ below). On low level flights where
one has manually set the MP to say 23", it is
easy with a bit of experience and an accurate
digital fuel flowmeter e.g. Shadin or JPI,
to use the mixture lever very quickly to
set a peak-EGT fuel flow, with little or no
reference to temperature indications.
Setting up best economy without engine
instruments: set the RPM and MP as
desired, and slowly lean the mixture until
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there is approximately a 5kt drop in airspeed.
This will be very close to the stochiometric
mixture. It’s not perfect but close enough,
at the relatively low power settings used in
cruise.
RPM: This produces very interesting
results, with lower RPM delivering better
MPG. 2,200 RPM can improve the MPG
by 10% over 2,500 RPM. The reason for
this is not well understood but appears to
be a combination of reduced engine friction
losses, reduced pumping losses and a time
shift in the combustion pressure/time profile
to a point where the ‘stuff’ happens at a
more favourable crankshaft/conrod angle.
On all long flights, I fly at 2,200 RPM and
peak EGT: this yields fuel economy which is
about 20% better than the flight manual!
Beware: Many engines have ‘minimum
RPM’ limitations. My engine must not
be run below 2,300 RPM if the MP is
above 27.2". Nobody knows why but it is
rumoured to be a crankshaft stress limitation
near the propeller flange. All things being
equal, MP is a direct measure of torque;
however, 27.2" is a very high power setting
which cannot be achieved by my aircraft
above 2,500ft anyway... Another example is
the Continental TCM SB07-8A which sets
a precautionary minimum cruise RPM of
2,300 RPM, apparently due to previously
poorly understood crankshaft counterweight
behaviour.
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‘Deep LOP’ operation, e.g. 50°-100°F
LOP, has a religious following especially
among Mooney owners but this is not borne
out by flight test data which I collected
carefully to exclude the unquestionably
beneficial effect of flying a bit slower! I did
three test flights on which the IAS was kept
constant as this is a direct measure of thrust.
The RPM was kept constant as this keeps
propeller efficiency constant. The MP was
varied to achieve the same IAS in all three
cases. There was no measurable difference
in MPG between peak EGT and any
LOP setting. This result - easy to verify by
anyone with GPS-derived MPG readout
- is unsurprising since power can come only
from burning the fuel and any mixture
leaner than stochiometric has to produce
less power. However, LOP operation is - by
definition - cooler than peak EGT and is
thus useful in some turbocharged engine
installations which have problems keeping
cool enough in high power cruise. Also, if
LOP operation enables flight with a wide
open throttle then engine pumping losses
are reduced compared to the same fuel flow
with a partially closed throttle. Deep LOP
requires a well set up fuel injection system.
Best power: For any petrol/gasolinefuelled piston engine, the best power
operating point occurs around 80°F ROP.
From my flight tests, the fuel flow is about
10% higher than at peak EGT. Given the
price of Avgas, this seems pointless but it has
two uses: trying to beat the clock on high
altitude flights (say FL100+, where 60-65%
cannot be achieved anyway) where fuel is
not an issue, and flight near the aircraft
operating ceiling. Most airplanes will not
reach their manufacturer-claimed operating
ceiling unless the engine is set to the highest
possible power regardless of efficiency,
which means 80°F ROP and maximum
prop RPM. To reach my ceiling of 20,000ft,
I need to fly at best-power and max RPM
(2,575).
Optimal altitude: This is surprisingly
non-critical. Flight tests suggest that so
long as the engine is running with a wide
open throttle (which, assuming 60-65%
power, means above about 8,000ft) and at
a constant (preferably low) RPM, and is
always set to peak-EGT or LOP, the MPG
(i.e. the range) remains virtually constant.
An even more interesting observation is
that climbs do not significantly reduce one’s
range even though the speed is obviously
lower. Presumably this is because the
potential energy built up during the climb
is more or less recovered during the descent
- provided that the aforementioned
operating conditions remain true
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throughout the flight. If one has to use the
best-power setting to climb very high, then
some range is inevitably lost.
Flight theory suggests that assuming a
constant engine and propeller efficiency (which
is probably reasonably valid if always LOP,
wide open throttle and at the same RPM)
if you cruise at the same IAS at different
altitudes, the no-wind range will remain
the same. If, during the climb, or as a result
of less available power when higher up, the
IAS decreases towards the best range speed
(theoretically equal to the best glide speed, a
lot slower than most pilots cruise at) then the
range will increase, but the change is due to the
lower IAS, not the higher altitude.

Using GAMIjectors
For around $1,000, GAMI (see www.gami.
com) will sell you a set of their injectors
whose orifices (flow rates) have been selected
to compensate for uneven airflows to
different cylinders. According to Advanced
Pilot Seminars (www.advancedpilot.
com/index.html)the GAMI injectors (or
GAMIjectors) also compensate for ‘covert’
inter-cylinder fuel transfers which take
place because the fuel is injected into each
cylinder’s inlet manifold rather than directly
into each cylinder after the inlet valve has
closed. Each injector is selected for a specific
cylinder, for the specific engine. How much
difference GAMIjectors make depends
on how lucky one was with the standard
injectors, but it appears that most engines
can benefit from it. The general idea is
that, with GAMIs, all cylinders run at the
same operating point e.g. peak EGT, at a
given total engine fuel flow: this eliminates
a major source of vibration and rough
running which is caused by e.g. one cylinder
running at peak EGT and another at 50°F
LOP. Similarly, if one cylinder is running
50°F ROP and another is at 25°F LOP,
the former one is wasting a lot of fuel (any
combustion rich of stochiometric implies
unburnt fuel) which is why GAMI improve
fuel consumption.
Before purchasing GAMI injectors,
some flight data needs to be collected (see
www.gami.com/gamijectors/leantest.php).
Basically, EGTs are recorded for each small
decrement in the engine total fuel flow, from
all-ROP to all-LOP) and thus de facto the
engine must be fitted with a multi-cylinder
engine monitor to start with. GAMI have
an FAA STC. The UK CAA issued various
approvals a long time ago and these should
now be grandfathered into EASA. There is
no downside whatsoever to GAMIjectors...
just make sure that if anybody takes them
out, they put them back in the same holes!
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No engine instruments?
This is a real problem as most of the
methods mentioned here - particularly
the constant-EGT method - cannot be
done safely, or at all. In particular, there
is a suspect region around 50°F ROP that
John Deakin famously calls the ‘red box’
(see his AVweb article Pelican’s Perch #83:
The Shell Report www.avweb.com/news/
pelican/194452-1.html). This is where
detonation is most likely because that
is where the time/pressure profile of the
combustion encourages the highest CHT.
This suggests that flying ‘slightly rich’ with
no instrumentation may not be a good idea
at high power settings; however, tests done
by GAMI suggest that detonation needs
not only a high power setting, above 85%
(not generally permitted at a mixture less
than full-rich anyway) but also a grossly
mismanaged CHT (around 500°F).

Descent mixture
Generally, there is not much to do because
the engine is running at a low power setting
and everything is thus that much less
critical. The MP naturally increases by 1"
for every 1,000ft so during a descent one
sees a continuous increase in the engine
power. For a fixed pitch trim setting, this
causes the rate of descent to gradually
decrease and the aircraft may even level off...
eventually. However, if one is descending
using an autopilot holding a preselected
vertical speed e.g. -500fpm, the increasing
power will instead appear as an increasing
airspeed. If this is an issue e.g. to keep
the speed below Vne or below Va if in
turbulence or in IMC where turbulence
cannot be ruled out, it can be countered by
gradually closing the throttle during the
descent.
In theory, the mixture needs to be
gradually enriched, in a mirror image of the
gradual leaning done during the climb, and
for the same reason; however, one is rarely
short of power during a descent so this is
really non-critical. A periodic enrichment
is all that’s necessary to prevent the engine
going too far into LOP and consequent
rough running.
This is almost outside the scope of ‘engine
management’ but do watch the engine
power setting when descending with an
autopilot down to a preset altitude. In most
IFR touring airplanes one can descend at
say -500fpm with the engine almost on idle,
but when the autopilot captures the preset
altitude and levels off, the result - given the
absence of an auto-throttle - will be a pitchup followed by a stall!
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Thermal management
Of the energy generated by combustion,
around 44% goes out of the exhaust, 8%
is lost via the oil cooler, and 12% is lost
directly from the cylinders to the airflow.
The rest is going usefully into the propeller.
Looking at that ‘8% plus 12%’, the airflow
may appear to be less than important but
actually it is vital because the cowling
air intakes create a lot of drag and are
thus normally designed to be as tight as
is possible! Many airplanes suffer cooling
problems as a result. The worst case scenario
is any slow flight at high power e.g. during
climb, or when flying very slowly with the
gear and flaps down, or on the back of the
curve. To put it in perspective, a 250HP
engine during climb is trying to lose about
40kW to the airflow which is the maximum
output of a large domestic boiler.
On the ground: Following engine start,
do not apply significant power until the oil
temperature is in the green arc. This may
mean a delay before taxi can commence if
parked on grass, because getting the wheels
out of a rut may require close to full power.
In the climb: After takeoff, climb steeply
(Vx) until obstacle clearance is assured, and
at the earliest opportunity trim forward
to get the airspeed well up. This also
much improves forward visibility. At most
European airports there is no problem doing
this, assuming an IFR touring aircraft with
a reasonable performance, but the departure
vertical profile must always be studied as
some do require a steep climb.
In a constant-EGT climb, the only item
left to play with is the cooling airflow i.e.
the airspeed, and this should be trimmed as
soon as safe after takeoff to keep the hottest
cylinder below 400°F. Many pilots find
this to be impossible to achieve if climbing
at Vy, let alone Vx, so one normally trims
to climb at a much higher airspeed. The
rate of climb is barely lower at 120kt than
at 95kt and the engine is much cooler.
Cooling effectiveness improves dramatically
for every few knots of airspeed. My TB20
has chronic problems keeping all the CHTs
below 400°F during climb and I have to
quickly speed up to about 120kt which is
not that far below the economy cruise of
140kt IAS.
If there is a chronic problem maintaining
CHTs below 400°F, and the engine is in
good condition, there are two possibilities.
One is that the baffles around the engine
are damaged and are allowing air to leak
past, without going through the cylinder
fins or the oil cooler. Even a small gap
- 3mm - is bad enough. Another one is a
misadjusted fuel servo: for each engine/
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airframe combination there is a
specified band of full throttle fuel flow
and it pays to have this adjusted (by a
fuel servo specialist) towards the upper
end of this range.
In the cruise: There is rarely a
problem keeping engine temperature
within limits during cruise unless there
is something wrong with the engine or
the airflow.
Descending: The key job here is the
avoidance of shock cooling - rapid
cooling resulting from a sudden engine
power reduction. A huge amount has
been written on this topic - including
the above referenced article, and many
of John Deakin’s Pelican’s Perch articles on
AVweb mention it. Some pilots believe that
shock cooling simply does not exist, but
‘something’ is responsible for the cylinder
cracks which are a common issue with
larger engines, especially turbocharged ones
operated at high power at high altitudes
followed by long and steep descents. I am
certain that shock cooling is a real hazard
but only if the engine is hot enough to
start with. Data from one glider towing
operator strongly suggests that there is a
critical cylinder temperature below which
a rapid power reduction doesn’t do any
harm. Flying schools also rarely get cylinder
cracks despite heavy engine abuse because
they tend to fly full-rich all the time. This
all makes sense because the relevant grade
of aluminium starts to lose strength rapidly
above 350 - 400°F. According to GAMI,
shock cooling is unlikely to be an issue if
the CHT is below about 380°F.
The general solution to shock cooling is obviously - not to do it i.e. fly such that the
CHT doesn’t fall too rapidly! The simplest
way is to stick to gentle power reductions (of
the order of 2" of MP or less, per minute)
and gentle descents which don’t generate a
sudden massive airflow increase, all while
remaining at peak EGT or LOP from the
cruise. A smarter way, which is also excellent
for fuel economy, is a gentle continuous
descent all the way to destination. I once
did this from FL180 down half the length
of Croatia but this is possible only where
ATC are pretty relaxed. If this cannot be
achieved e.g. ATC not authorising a descent
until too late, not authorising a continuous
descent, requesting an immediate descent,
or in an urgent descent due to icing etc, one
needs to be more creative.
If the start of a steep descent can be
anticipated, gradually reduce power while
still in level flight, so that by the time
one starts the descent - when the airspeed
and thus the cooling airflow substantially
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increase - the engine has already cooled to
a temperature where it is not at risk. This is
probably the only method usable in a check
ride where the examiner will suddenly close
the throttle (a popular alternative is to do it
in his airplane!).
An alternative method: Prior to descent,
select a deep-LOP mixture without reducing
the MP (which cools the engine too) and,
once the descent commences, enrich to peak
EGT which increases temperatures and
helps to counter the extra cooling air.
If the start of a steep descent has not been
anticipated, commence the descent without
a power reduction, accept the higher speed,
delay the power reduction until after the
descent is established, and then reduce
power gradually. For more extreme cases,
drag is very useful: immediately the descent
commences, extend the landing gear, flaps,
air brakes, etc. but of course the limiting
speeds for these devices must be observed.
Unfortunately, many pilots start a
descent with a pitch-down (perhaps by
setting e.g. -1,000fpm on the autopilot)
with a simultaneous large power reduction,
creating a double whammy: cooling from
increased air speed and cooling from
reduced power. This can then be made
worse with another standard training
piece: a big mixture increase in the descent;
this reduces the combustion temperature.
Lycoming define shock cooling as a CHT
reduction rate exceeding 50°F/minute and
this can be achieved simply by suddenly
advancing the mixture to full rich during
level flight!
HEALTH WARNING: nothing in this
article takes precedence over anything
written in any flight manual or pilot
operating handbook, or over anything else
published anywhere else whatsoever. Use this
information entirely at your risk.
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Drop in the ocean
By Adèle Stephenson

Photo: Plane Training, a company specialising in
providing wet drill training for the aviation industry.
See www.planetraining.eu

I

n the 1970s I flew for Air Pacific for
five years, based in Fiji. Three types of
aircraft were operated. As all the flying
was over water, we were required to do a
wet drill every six months. I was, and am,
a non-aquatic person. Attending a girls’
school where we were required to swim in
an unheated outdoor pool on freezing July
mornings did nothing to encourage me but I
did (just) learn to swim.

My first wet drill
I still remember my first wet drill in Fiji.
We were required to attend the outdoor
and unheated swimming pool, but the
temperature was 30°C in the shade which
was different from Berkshire. Dress code was
old but clean uniform. I wore a swimsuit
underneath, which proved to be a good idea.
We were let off wearing shoes, which were
strictly stated in the ops manual to be part
of the uniform (some pilots, both expats and
Fijians, preferred to fly barefoot).
Lined up on the poolside, it was all old
stuff for everyone but me. The Fijians swam
like fish and I recall the surprise expressed
at a boating accident when a 12 year old boy
failed to swim several miles to shore. The
expat pilots were all reasonable swimmers
so that left me on my own. Life jackets
were donned and we were told to jump into
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the pool, inflating the jacket as we leapt,
then to swim the width of the pool and
back. I managed the leap and the inflation,
but found it hard to make any progress
across the pool. The voice of our instructor
‘reminded’ me that it was necessary to
deflate the jacket slightly to be able to swim.
The fully inflated jacket is designed to keep
the head of its unconscious wearer out of
the water and tilted slightly back. The cabin
crew life jacket demonstration shows the
valve for topping up the jacket but omits to
mention that it is also used to deflate it. I
struggled with the valve, dumped some of
the air and was last across and back.
Next exercise was towing an ‘unconscious’
person across the pool, whereupon they
would regain consciousness and tow you
back. I found myself next to a large Fijian
and, by dint of a small amount of towing
and much unofficial pushing, once more
reached the other side. The return journey
took only seconds and I began to hope I
would be crewed with this large fish in the
event of a ditching.

A large canopied life raft
That was the warm-up for the real fun.
The instructor had been inflating a large
canopied life raft on the poolside. He
announced that as there were not many
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of us that morning he had brought the
smallest life raft that the company had
– it held 26 people. He tossed it into the
pool upside down and called for one of the
Fijians to right it and get inside. I was only
thankful it wasn’t to be me, as it is usually
the lone female on these occasions who
gets volunteered to go first. Pilots are such
gentlemen.
Our selected man reached the raft,
grabbed the strap that crossed the bottom of
it, and by dint of pulling with his arms and
pushing with his feet on the side, managed
to get on to the edge and pull it over on top
of himself. He emerged later from one side
and started to try to climb in. There was
a ‘ladder’ to assist but this was only made
of tapes. It therefore tended to float until a
foot was put on it, when it disconcertingly
shot underneath the raft complete with foot
and leg. Our hero, by brute strength, made
it over the huge, rounded side of the raft
then tried to pull the next man in which
again was done by sheer strength. They
both fell over backwards into the raft out
of sight, to reappear ready to haul in the
next person. With two to pull, however, it
was easier and done by the person in the
water having his back to the raft while
those on board grabbed him under each
armpit. They bobbed him up and down,

78/2009

one-two-three-HEAVE. Inevitably some of the rescuers fell out of the
raft on top of the victim and had to start again. We all had to be pulled
in then do the pulling. When we were all inside, we sat, back to the
edge with feet stretched out to the middle. It soon became apparent
as to whose toenails had not been cut recently. Our tormentor on the
poolside bellowed ‘what are the first three actions?’ and everyone (except
me) answered in chorus:
I
Headcount,
I
Post a lookout,
I
Seasick pill each.

One day a shark took an interest
We then had to answer questions as to the maintenance of the life
raft and what emergency equipment we could expect to find in it.
Thankfully the use of it - radio, heliograph, water (still), flares - counted
as a dry drill and was done at the airport, which also included the
technique for exiting the aircraft with raft. I was beginning to think
that the worst was over, but no.
Everyone jumped out of the life raft, it was upended again, and
each of us had to right it. I discovered that the advantage of being first
was that the strap across the bottom was relatively easy to grasp but
later became very slippery indeed. It took me several minutes with
bellowed instructions from the side to get the raft over. I was terrified
of drowning underneath it when it came down on my head; but, having
watched the others, when I got it over centre so that it was on the way
down I threw myself backwards and clear. At sea it would probably have
floated away from me but I was only interested in the here and now.
As we left one of the Fijians said how easy it all was in the pool.
Apparently they used to do the drill from a boat just off the beach until
one day a shark took an interest in the goings-on.
When I was rostered to ferry the Trislanders to another base, which
involved two legs of 600 miles with no speck of land in-between, I made
sure we did a drill each time on the tarmac before leaving to ensure that
each of the crew of three had clearly defined duties. The Trislander,
used for short domestic services, normally only carried life jackets. The
Fijians were insouciant about it – ‘ just sit tight in the life raft and we’ll get
the RNZAF Orion out to you’ they said. ‘Can’t sit tight until I’ve got in’, I
thought. And again we were stuck with the 26-man raft.

‘Cleared direct to centre fix’

I

heard this unusual IFR clearance during an arrival at
Glasgow recently, and thought it might be worth a note to
members.
The background is as follows. The approach procedure
database in an airliner’s flight management system usually
includes a computer waypoint inserted on the final approach
track some miles before the glide slope intercept or final
approach fix. This waypoint is called the ‘CF’ (centre fix
or course fix), and is designed to allow the automatic flight
controls to capture the localiser and stabilise on track before
initiating a descent. Light aircraft GPS boxes will have a
similar waypoint but it may not be identical, because airlines
often use customised databases, rather than the standard
Jeppesen ones. Typically, the airliner’s centre fix is ten nautical
miles from touchdown.
Hence, on occasion, ATC may use the clearance ‘ direct to
centre fix’ instead of radar vectors or a procedural arrival. The
expectation is that you will self-position to be established on
the localiser at or near the CF, rather than literally routing
direct to it. When my turn came at Glasgow, ATC clarified the
point by adding ‘.... or ten 10 nautical miles final’. I had spent
a few minutes checking the available procedures in the GPS
and couldn’t find a suitable waypoint, so I flew a self-assessed
heading using the moving map display. Of course, if there’s
any doubt, one can just request vectors instead.
Vasa Babic

Joining, leaving or crossing the
London TMA?

A pool with artificial waves

T
PPL/IR Europe

Years later back in the UK I organised a ditching drill for private pilots
as a fund raising event for the Amy Johnson Memorial Trust. It took
place in a pool which had artificial waves. I did not go in myself. A
happy party turned up, looking forward to a fun evening. By the time
they left they were a bedraggled, sober crowd. They had been issued
with overalls to wear over their swimsuits. These became waterlogged
very fast. The life jackets kept them afloat, but movement was
hampered. The raft was very difficult indeed to board with the waves
gently lapping and we had to evacuate several who did get inside – due
to motion sickness (remember the three actions?).
I believe statistically a high percentage of people survive a ditching
in a light aircraft – the fatalities follow afterwards and one can see why,
even discounting hypothermia which was not a feature in the pool.
There are other hazards of a life raft. A friend of mine was doing a
drill using the Loch of Skene, familiar to all who fly from Aberdeen.
The helicopter splashed down on to the surface of the loch, the life raft
was successfully launched and everyone climbed in. The wind drifted
them round and the next they knew was that the raft had impaled itself
on the helicopter’s nose probe and was sinking. It took them a while to
realise what was happening and it was not easy to get out, he said.
Health and safety, everyone?

The Editor
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he NATS design team for the TC North project recently
held a NATMAC stakeholder invitation meeting which
attended to provide an update on these
proposals. If there is a requirement for a second consultation
this is unlikely to be before Autumn 2010.
Procedures for joining and leaving controlled airspace for
airfields under the TMA to the north of Heathrow which
do not have any SIDs or STARS: Following our previous
representations, NATS have identified some airfields where
designated preferential departure routing(s) through existing
airspace classifications might be possible and helpful to pilots
and controllers alike today and looking to the future. If you
have experience of a particular airfield where this might be
the case please let the editor (theeditor@pplir.org) have brief
details to pass on to NATS for consideration.
NATS have indicated to us that it should be possible to
provide a north - south route running northwards from DET
to intersect with M189 near Braintree, likely to be available at
levels around FL90 and/or FL100 region. Alongside this, M189
would become usable in both directions at its lower levels.
Consideration is being given to the possibility of an east-west
transit route as well.

Instrument Pilot

Conversion of an FAA instrument
rating to a JAR instrument rating
Part 1 of 2
By Derek Fage
In the first part of this article Derek decides to convert his FAA SE IR to a JAR SE IR
- and then ends up changing his mind…

I

learned to fly at the Jersey Aero Club
in 2003 and purchased a share in a
N-registered Cherokee Six soon after. I
obtained an FAA private pilot certificate
under part 61.75 (issued on the basis of
my JAR licence) and used the aircraft to
fly around the UK and Europe. Relatively
soon I discovered that being VFR weather
dependent caused me some problems. So
as I already had an IMC rating I did some
additional training with a locally based
FAA CFII to get me up to speed and then
went to the US where I got an FAA SE IR.
This revolutionised the amount of flying I
was able to do in terms of the weather and
the simplicity of flying under IFR and in
airways.
My wife did a ‘first assist’ course in 2005
and enjoyed that so much she learned to
fly in 2007. She acquired a share in a G-reg
Cessna 172 and we started to do a few trips
away in this. I soon discovered that there
is nothing more frustrating than being in
France when the weather clamps in - getting
stranded due to the fact that there is a G on
the side of the aircraft instead of an N. So
I thought I should consider converting my
FAA IR to a JAR one and looked into the
requirements.

The conversion requirements
According to LASORS 2008, the conversion
requirements for a current ICAO IR(A)
holder to JAR-FCL IR(A) holder are as
follows:
1. Undertake JAR IR(A) theoretical
knowledge instruction as determined
by the Head of Training of an approved
training provider and pass all JAR-FCL
theoretical knowledge examinations at
IR level.
2. Complete a minimum of 15 hours
instrument time under instruction
(including 170A flight test) of which 5
hours may be in an FNPT I or 10 hours
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in an FNPT II Flight Simulator.
3. Additional IR training as considered
necessary by the Head of Training of an
approved FTO.
4. Pass the JAR IR(A) Skill Test.
That seemed relatively straightforward to
me, especially with no compulsory ground
school attendance to get in the way of work,
so I thought that would be the way to go.

Taking the plunge
I’d been thinking about this for a while
but had not really done very much about it
when, in early 2008, a couple of people on
the Flyer forums (http://forums.flyer.co.uk)
were also talking about getting their JAR
IRs. Some had an FAA IR and some an
IMCr, but they were looking to see if they
could get a group of people together to do
the theory study and get discounted rates for
a group booking. Frank Voeten and Paul
Sanderson from the Flyer forums setup a
small sub-forum for anybody interested in
this. After some negotiation they managed
to get an excellent deal with Cranfield
Aviation Training School (CATS, see http://
cranfieldaviation.com). As there were a
number of people who decided to commit to
starting the ground school to do the exams
it gave me the impetus to finally make a
decision so I signed up along with about 20
others.
I won’t go into detail about the ground
school as this was covered in Instrument
Pilot No. 73 (JAA IR written exams: much
easier than you think, by Vasa Babic);
however I would agree that it was nowhere
near as difficult as all of the rumours I had
heard. Whilst there was some content in
the study material that I felt was somewhat
pointless I’d say the great majority was
relevant to private IFR flying. I did four
exams in one sitting in April and then took
the summer off and sat the final three exams
in October 2008.
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Choosing the flying school
The next thing I needed to do was to choose
a school at which to do my flying training. I
considered the following factors important
for me:
I
Good reputation,
I
Flexibility in scheduling especially the
ability to do long weekends to limit the
amount of time off work,
I
Reasonably accessible for me from Jersey
(with commercial flights).
I looked at a number of schools and
options and finally settled on Professional
Air Training (PAT) in Bournemouth
(www.pat.uk.com) after talking through
my requirements with them. I had friends
who had done PPL/IR and CPL/IR training
there and I had also been there a few years
previously on one of the PPL/IR Europe
refresher days with Anthony and Linda
Mollison. In addition I could get reasonable
deals on flights to Southampton, and hire
cars to then drive down to Bournemouth.
I went to PAT to meet up with Linda
and Anthony in late January 2009 and was
impressed with their setup. We discussed
the way they did their courses which
consisted of doing the initial ten hours
in their FNPT II simulator with a ‘sim
check’ at the end to ensure I had learnt the
necessary procedures and some of the routes
prior to completing in the aircraft. Anthony
even gave me an ‘intro’ to the sim so I could
see what it was like (and I suspect so that
he could see what I was like!). We also
discussed that whilst the students on their
CPL/IR courses had to wear uniform, there
was no requirement for that on their PPL/IR
courses.

Flying training – the simulator
Due to some work commitments as well as
a skiing holiday I could not start before the
middle of March 2009 so ended up booking
three long weekends at the end of March
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all of the ideas with regards to procedures
and beginning of April. The timing of the
before going and putting it to use in the
Flybe flights to Southampton meant I could
arrive at PAT at about 9.30am on the Friday aircraft. One of the advantages with a
simulator is that it’s much more realistic with
and leave at about 17.00 on the Monday. I
the instructor being able to simulate vacuum
hoped to be able to complete everything in
or instrument failures and you needing to
these three weekends.
spot it. It was quite a workout but I enjoyed
The first weekend was scheduled to be
it and was told I’d be in the aircraft the next
all simulator work. We started with some
weekend.
ground school to review how they expected
the IR plogs, W&B and performance
calculations to be done, and had a review on Into the aircraft
NDB theory including dip, holds and gates.
I came back over to PAT for the third
I’ve done quite a bit of IFR flying
weekend running a bit behind my schedule
and approaches on my FAA IR but
due to the shortened first weekend, but
to be honest have rarely had to use an
keen to try to get all of the flying done.
NDB in anger (especially with a 530 for
Also I hoped to do the 170A flight which is
situational awareness with OBS setup on it).
effectively a ‘mock’ test where you are signed
Unfortunately you do need to be able to do
off by the school as ready for the CAA test
single needle work for the JAA IR so it was
flight.
worth refreshing up on this.
I was flying a BE24 Beech Sierra so
There’s a lot of commentary in various
also had my first experience of retractable
flying forums about how people get into
undercarriage which I’m pleased to say I
flying NDB holds too accurately, including
remembered to use every time! The aircraft
the use of gates to see what’s happening
is a good solid instrument platform and
as you progress outbound, and before and
for those students doing CPL work or
during the base turn; however I found
moving from SE to ME it’s very similar in
that getting a good briefing on this and
terms of layout to the BE76 Beech Duchess
understanding how the gates work and what that is used for ME training. The flying
to look for really did help in setting you up
training was relatively straightforward after
as it’s a necessary evil as part of the test so
the simulator so it was really just used for
needs to be done.
consolidation and getting used to flying the
All of the simulator work was done using
various approaches and procedures in the
plogs on some of the likely routes that the
aircraft I was going to use for the test.
CAA examiners use to give
you a chance to experience
BE76, Beech Duchess
them. It included all of
what you’d expect in terms
of single needle tracking
and holds as well as NDB,
VOR and ILS approaches
and go-arounds. The
initial experience of taxying
the sim can be quite an
experience but you get used
to it quite quickly!
Each session was followed
by a thorough debrief with
printouts of the profile
which show both lateral and
horizontal profiles – very
useful to see where you’re
not doing it right.
Unfortunately, a family bereavement cut
Unfortunately on the last day when
short my first weekend after the first day and I was hoping to do my 170A mock the
I had to fly back to Jersey which put back
aircraft went tech. We decided that I’d go
the schedule a bit; however PAT were very
home rather than try to get it fixed for that
understanding and accommodating.
afternoon. As I would have to come over
I came back the next weekend for a
again to do the test, I decided I might as well
full weekend in the simulator and on the
come back and do a consolidation flight, the
Monday I had a ‘sim check flight’ with
170A and the CAA flight test in one more
Anthony. This is basically treated as a mini- visit.
test in the simulator to check that you’ve got
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Then I changed my mind - going for
the ME IR instead
One of the things I had thought about when
considering doing my JAA IR conversion
was that I hoped one day to move up to
a twin. In discussions with PAT we had
decided that as I didn’t have access to a twin
it would probably be better to do the SE IR
and then, once I did get access to a twin,
to do my ME, upgrading my IR as well.
However, when I returned home after the
third weekend at PAT I was offered a share
in a Cessna 310R! I decided that perhaps
missing the SE 170A mock was an omen and
that I should take the plunge, buy the share,
do an ME class rating and complete the
conversion of my FAA IR to a JAA ME IR.
According to LASORS 2008, holders
of an ICAO SE IR(A) wishing to obtain a
JAR-FCL ME IR(A) have three options on
approved courses of training. In addition
applicants must either hold a multi-engine
type/class rating, or have at least completed
an approved course of training for the
ME class rating. The three options are as
follows:
Option 1: Complete a minimum of 15
hours SE IR flight instruction, of which 5
hours may be in a FNPT I or 10 hours in a
FNPT II or flight simulator. In addition,
applicants must hold a multi-engine class
rating and complete an additional 5 hours
instrument flying instruction
in multi-engine aeroplanes, of
which 3 hours may be in a flight
simulator or FNPT II and pass a
ME IR(A) Skill Test; or
Option 2: Complete a
minimum of 13 hours ME IR
flight instruction in a ME FNPT
II. In addition, applicants must
hold a multi-engine class rating
and complete at least 7 hours
instrument flying instruction in
multi-engine aeroplanes; or
Option 3: Complete a
minimum of 15 hours ME IR
instruction in a multi-engine
aeroplane (no instructional time
allowed in a FNPT or flight
simulator).
Following discussions with PAT we
concluded that I could go for Option 1 as
I had the requisite SE IR flight instruction
and all I needed to do would be to get a JAR
ME class rating and then do the additional 5
hours training in a twin.
In the second part of this article Derek
completes his ME class rating and flies an
ME IR Skill Test in a Duchess…
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Chairman’s corner
Anthony Bowles
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miscellany of items this
.month and I start with
an apology to all members
Flight
around
Part 2
the wo
who receive printed copies of
of 3
rld
Instrument Pilot. Requiring
as they do an A4 flat size
envelope, they also need a
large envelope stamp but
this time round our printers
O
who stuff and stamp the
envelopes as a freebie to
us only put on standard
envelope size stamps.
My copy arrived, as did
most others, with a high
visibility yellow sticker
requiring payment of the under postage 17p plus
a £1 penalty fee. Fortunately my postie takes a relaxed view of these
matters – a useful dividend for his Christmas box – but I know that
others were not so lucky and either paid the surcharge or did without
their printed copy and read Instrument Pilot online. We took
matters up with the printers who, while contrite, did not consider
they were under any contractual obligation to send out a re-mailing
at their cost. Steps have been taken to try and prevent any future
reoccurrence.
The PPL/I
R Europe

remarks, it is difficult to read Ofcom’s proposals without suffering
an immediate and sustained rise in blood pressure so lacking is the
Ofcom civil servants understanding of aviation matters. The core
fallacy of their logic is that there is no excess demand for frequency
use (the LAA have asked and received this answer from the CAA) so
applying Professor Cave’s principles, the pricing value for use should
be zero. ‘QED or quod erat demonstrandum’ as one used to write in
completion of proofs for mathematical or philosophical arguments
at school and the same should apply here. Because Ofcom failed to
put up on their web site one of their supporting documents, there has
been an extension of the time to respond to the consultation until
22nd April 2010 and PPL/IR Europe will be submitting its response
in due course. I note with considerable interest that, in the context
of the forthcoming UK general election, one of the major political
parties has stated that it would radically cut down Ofcom’s powers,
including its policy making powers such as this.
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Regulatory framework for aviation
Another equally depressing topic is the consultation on the
proposals to update the regulatory framework for aviation to which
Paul Draper, together with other highly regarded colleagues, is
responding on behalf of the General Aviation Alliance (of which
we are a member). The conclusion of this consultation will be a
new operating framework mandated for the CAA. Given that the
consultation is based on Sir Joseph Pilling’s strategic review of the
CAA, and he ignored most of GA’s submission and evidence, it is
hardly surprising that this theme continues in the draft framework
and what reference is to be found is in somewhat disparaging terms.
There is certainly no reference to European Resolution 2008/2134
An Agenda for Sustainable Future in General and Business Aviation
which includes a Commission requirement for national governments
to take account of this sector and report back to the Parliament.
The GAA’s response will have been submitted by the time this is
published together with a complaint that the consultation process is
fundamentally flawed as it fails to consider the implications for GA
sufficiently or indeed at all.

IMC outside the UK
I had not intended to return to FCL.008 and its deliberations
quite so soon but the email from Torkell Sætervade, one of our
Norwegian members, which is to be found on page 13 setting
out the considerable perceived advantages for Norwegians and
perhaps Scandinavians as a whole, of the proposed EIR is worthy
of comment. Torkell makes it clear that while weather conditions
usually allow VFR operations in TMAs in Norway, crossing higher
mountainous areas often needs to be done in IMC and thus a rating
along the proposals of the EIR would be a valuable stepping stone
for their PPLs. Given that around 20% of our membership is based
outside the UK, it would be interesting to hear from members in
other European countries what they think of the EIR proposal;
please write to the Editor (theeditor@pplir.org) or if you prefer me
(chairman@pplir.org). And whatever you do, when the definitive
proposals are announced, make your views known to EASA. It also
gives grist to the argument that there is not necessarily one subICAO instrument qualification rating that suits all requirements,
particularly relevant to those areas of Europe prone to low cloud
borne in by depressions from the Atlantic.

AeroExpo 2010
Finally, to conclude on a happier note, once again PPL/IR Europe
has been asked to arrange the seminar presentations at AeroExpo
2010 which is to be held at Wycombe Air Park over the last weekend
in June. Executive Committee members Alan South and Andrew
Lambert will be heading up the arrangements for this (see page 13).
We shall have our own stand again with Sali Gray manning this;
but as ever we will need members to volunteer to assist Sali over the
three day period. Providing we have enough volunteers, it need not
be a major imposition and there will be more than sufficient time
to wander around the event and catch up with friends and the latest
gadgetry. You may even get a free tee-shirt! Names please to Sali at
memsec@pplir.org with your times of availability.

Ofcom (again)
Most members will probably know that Ofcom are having a second
bite at the cherry for introducing incentivised pricing (AIP) for use
of frequencies in the aeronautical band. As one member correctly
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AeroExpo 2010 – come and join in!
25-27th June 2010,
Wycombe Air Park (EGTB)
ollowing our great success in 2009, PPL/IR Europe will be
returning for AeroExpo 2010 where we will again have a stand
and be running the full seminar programme.
AeroExpo is a fantastic opportunity to raise the profile of PPL/IR
Europe in the wider aviation community and to:
I
meet with current IR/IMCr pilots who are not members and
encourage them to join
I
meet with PPLs and encourage them to consider an instrument
qualification
We would also like to hear from our current members. Come
along to our stand and think of it as your clubhouse. Let us know
what we are doing well and also your ideas for improving services
to members or attracting greater membership, especially
from continental Europe.

F

Help please!
As before, we are looking for volunteers. Those who have done so in
the past really enjoyed the sense of involvement with PPL/IR Europe
and the wider aviation community. This year we are looking for the
following:
I
Speakers to prepare and present a seminar on behalf of PPL/IR
Europe . Most slots are filled, so please let us know soon if
there is a topic you would like to talk about,
I
A Chairman for the seminars to keep things on track and on
topic. The chairman does not have to be the same person for
each of the three days or even for the full day,
I
Volunteers to man the stand – the commitment is only for a
two-hour slot on one of the days.

Don’t hold back!
Please don’t hold back if you can spare just a couple of hours - please
contact Sali Gray (memsec@pplir.org) with any offers of help. As
in previous years Sali is helping with booking accommodation and
arranging the social dinner.
And don’t forget to register on the AeroExpo 2010 website (www.
expo.aero/london/) to obtain a discounted entrance to the event and
book your landing slot if you plan to arrive by air.
Alan South and Andrew Lambert

Correction: Amendment to IP77 article
‘Holding – design and execution’

T

here is a legal requirement for holding to be included in
all licence proficiency checks for single pilot aeroplane IR
revalidation. But there appears to be nothing equivalent when multipilot; however, in practice, this usually forms part of the regular
operator proficiency checks, the content of which is established for
each AOC holder – and could well include holds. Ed: With EASA
taking over responsibility for personnel licensing, a further Comment
Response Document (on licensing) is expected shortly, providing
an opportunity to comment.
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Email from Norway

I

am the executive editor of Flynytt, Norway’s leading general
aviation magazine, which is published by the Norwegian Air
Sports Federation. Personally, I am also a member of PPL/IR
Europe, and I have read Jim Thorpe’s excellent article IMC, IR, EIR
- Past, present and future? in issue no. 76 of Instrument Pilot with
great interest.
It was very useful to get such a thorough insight into the issue and
the current process. I am now preparing an article for our magazine
covering some elements of this subject and hope you wouldn’t mind
that we quote some of the information that you provided in the
article.
From the Norwegian side, I can report that GA pilots very rarely
have an instrument rating. GA traffic is generally taking place as
VFR either on airways, but more often outside controlled airspace
between TMAs, or through TMAs. Using TMAs even for transits
is normally not a problem due to the fairly low traffic density. As for
using GA as a practical means for transportation, the main problem
in Norway is linked to weather and mountain areas. When travelling
from the east to west, for instance Oslo - Bergen, more often than
not the weather conditions at the two airports allow VFR operations
(though typically broken at 2,000+ feet). However, you have to climb
over the mountain areas to fly in a practical manner between the two
cities. It is very unlikely to experience VFR conditions for the entire
route, though. This is why an EIR would be of tremendous help for
us in Norway.
One may argue that IMC in Norway very often means icing
conditions. However, this is not entirely true. For at least eight
months of the year, the zero degree isotherm is typically sufficiently
high for an IFR flight in an aircraft without FIKI-approval to be a
good solution. I think both the EIR concept and the more tailormade future IR will represent incredible benefits for Norwegian GA
pilots.
We will certainly make sure that we encourage our readers to write
to EASA to support the regime.
Torkell Sætervade
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Pilots’ talk
Compiled By Sahib Bleher
Dates for your diary
Second Icarus Expo, Athens
from 18 – 20th June 2010
This event will again
be hosted at Tatoi
Airfield (LGTT).
It will feature an air
show with civil and
military planes, trial
flights for the public, seminars with keynote
speakers, and free access to the Hellenic Air
Force Museum and to a unique private war
bird collection at Tatoi. The first exhibition
changed Greece from a country mostly offlimit to GA to one where private flyers were
welcome, with all handling charges waved
at all Greek airports for a fortnight at the
time of the expo. For details see www.aopa.
gr/icarusexpo/.

Summer 2010, Weather
weekend
Near continental venue (Lille or Ostend
under consideration), with Peter Gibb
(BBC weather presenter and ex-RAF
forecaster). The original date in June has
had to be deferred and a new date is yet
to be confirmed. Further information on
the website in due course (www.pplir.org/
Under Events).

Summer 2010, Ditching day,
South Cerney, Gloucestershire
A practical day on ditching, life rafts and
sea safety with Del Hall, CEO, Survival
Equipment Services (www.ses-safety.com).
This is a practical full-day follow up to his
presentation at the Spring meeting. Further
information on the website in due course
(www.pplir.org/ under Events).

Duxford Fly-in Bonus Days
2010
Arrive in a qualifying aircraft and benefit
from a half-price landing fee of £7 and
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discounted admission to the museum
facilities (£7); children are free. And on the
Safety Bonus Day on 17th April, landing
and the safety programme are FREE.
Planned for 2010 are:
17th April, Duxford - Safety Bonus Day
Arrive in any light aircraft FREE landing and Safety Day admission (also may
arrive by car). Details of the programme
can be found on the website.
22nd May, Pilot Magazine Bonus Day
See Pilot Magazine for details.
19th June, Cessna Bonus Day
Arrive in any Cessna light aircraft.
24th July, Piper Bonus Day
Arrive in any Piper light aircraft.
14th August, New PPL Fly-out and
Experience Building Bonus Day
Arrive in any aircraft with more
experienced right-seat pilot to help out.
18th September, AOPA Bonus Day
AOPA members and potential members,
two way dialogue with AOPA team and
two talks from guest presenters.
Further information about the Bonus
Days and information for fly-in visitors can
be found on the Duxford web site http://
duxford.iwm.org.uk/. Hoping for better
weather than in 2009, phone 01223 833376
for PPR and a ‘broad slot.’

12 October 2010. AAIB,
Farnborough, RESERVE
LIST ONLY
The members’ visit to AAIB that was
originally arranged for October 2009,
but cancelled due to rebuilding works at
Farnborough, has been rescheduled for
the afternoon of 12 October 2010. We are
capped at 20 places. First refusal is going
to the 20 members booked on the previous
visit, but if you wish to be considered for any
cancellations, please contact the meetings
secretary, Steve Dunnett (meetings@pplir.
org), to be placed on the reserve list, to be
allocated strictly in order of contact.
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Jeppesen European VFR
charts integrated with Avidyne
multifunctional displays

Jeppesen and Avidyne Corporation
announced the integration of JeppView
with electronic European VFR charts
for use on Avidyne’s Entegra EX500 and
EX5000 and their new EX600 MultiFunction Display (MFD) avionics systems.
Avidyne Corporation is the first avionics
manufacturer to integrate the Jeppesen
Visual Flight Rules (VFR) electronic chart
solution for the glass cockpit. The electronic
VFR terminal charts (formerly known as the
Bottlang Airfield Manual) provide critical
navigation information for pilots flying
VFR in Europe, and are geo-referenced,
allowing the pilots to view their position
and flight plan on the charts. The Jeppesen
VFR terminal charts library contains 2,200
airports of 29 European countries. Available
as a certified, optional subscription, existing
customers can gain access to the chart series
through a software upgrade, which allows
the VFR charts to be displayed on the MFD.

Garmin G3X add-on
and iPhone Wx-Routing
application
At Sport Aviation Expo, Garmin announced
add-on capabilities for the G3X glass panel
and a new application for the iPhone to
overlay a flight route directly onto weather
information. Users of the G3X now can add
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an engine information system (EIS) and
an integrated autopilot interface designed
specifically for the G3X. The result,
according to Garmin, is ‘an affordable
way for experimental and light sport aircraft
(LSA) pilots to bring Garmin integration
and quality into their cockpit.’ The EIS can
be added on to existing systems with a free
software download and the installation of
a sensor kit, both of which will be available
for most Continental, Lycoming, Rotax and
Jabiru engines. The new integrated autopilot
interface will be available as a free software
upgrade. Explaining the iPhone and iPod
Touch version of Pilot My-Cast, Digital
Cyclone, a subsidiary of Garmin, claims that
once the route has been entered, Pilot MyCast overlays the flight path automatically
with the weather. The weather option only
works within the US though.

route from A to B that the Central Flow
Management Unit (CFMU) will actually
accept. In many cases, the computer would
reject flight plan after flight plan, even
though after they were accepted flight plans
were rarely flown as filed in the real world.
An application of this CFMU’s route
proposal tool is incorporated, for instance,
into the EuroFPL flight planning software
(see www.eurofpl.eu/about) as a [propose]
link beside the [validate] link on the
Flightplan Builder page.
In some cases the tool will propose a
direct point-to-point route, even if none is
entered on the flight plan. To use the route
you will have to copy it manually back into
the originally entered flight plan form.
The CFMU says it will develop the tool as
experience dictates.

Garmin introduces glass
cockpit for helicopters
Garmin also unveiled the G500H avionics
system specifically aimed at helicopters
at Heli-Expo 2010 prompted by a need
to address inadvertent flight into IMC,
night operations and CFIT. The G500H
offers optional synthetic-vision imagery
with helicopter-specific databases featuring
more than 7,000 heliports, including
5,500 not previously included. Nearly
30,000 additional low-altitude obstacles
are included as well. The G500H can also
receive and present XM satellite weather
and display video from infrared enhanced
vision systems and other video sources.
The system includes a solid-state attitude/
heading reference system (AHRS) and
an air-data computer. With its remote
magnetic-heading sensor, the AHRS is
capable of rapid alignment while moving,
including in-flight dynamic restarts. The
G500H communicates and integrates with
other Garmin panel-mounted products
including the GNS 430W/530W series
and Garmin’s new Helicopter Terrain
Awareness and Warning System (HTAWS).
Garmin anticipates FAA STCs for G500H
installations on the Bell 206 and 407 in the
second quarter of this year.

Eurocontrol validator now
proposes IFR routes
Eurocontrol has at last listened to pilots
and extended the online route validator to
provide an automatic IFR route proposal
feature, which makes getting an IFR flight
plan accepted by the computer much easier.
This will eliminate one of the greatest hassles
for GA IFR flights in Europe – finding a
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of aerodromes conducting flight training
whilst allowing training organisations
greater flexibility. The amendment to the
ANO has been prepared and submitted
to the Department for Transport for their
action to become effective in April 2010.
CAP 428 (Safety Standards at Unlicensed
Aerodromes) will be amended to provide
guidance on the use of unlicensed
aerodromes for flight training.

Robin back in production
An agreement has been signed between
Finch Aircraft and CEAPR, owner of the
Robin aircraft brand, which it is hoped
will lead to the revival of production of
the Robin DR400. Finch Aircraft is a new
company owned by Philippe Le Corre with
the long term objective of creating at DijonDarois, home of Robin, a vibrant centre for
French light aircraft manufacture. Philippe
Le Corre has a long history of both aerospace
and IT and has directed many aeronautical
projects. He was at Dassault in the 1980s
and 90s, was formerly a flight test engineer
and is himself a pilot. Meanwhile CEAPR
will continue to support Robin aircraft with
spares, and continued airworthiness support,
maintenance, repairs.

First airliner WAAS approach

Solent gets a listening squawk
The Solent area has introduced, initially for
a trial period, a listening squawk of 0011
with listening frequencies of 120.225 and
119.475.

CAA to allow training from
unlicensed fields
Flight training for a Private Pilot’s Licence
for aeroplanes, helicopters and gyroplanes
is to be allowed at unlicensed airfields from
April. The change is being introduced by
the CAA which said: The Air Navigation
Order (ANO) currently requires flight
training to be conducted at one of the 144
licensed aerodromes, making the UK the
only country in Europe imposing such
restrictions. The change to the ANO will
allow flight training on aeroplanes with a
Maximum Take-Off Mass (MTOM) of
2,730kg and helicopters and gyroplanes
with a MTOM of 3,175kg, to be conducted
from unlicensed aerodromes. This proposal
will increase the available geographic choice
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The passengers aboard a Horizon Air flight
to Portland in late December got there on
time and made history in doing so. They
were aboard the first Part 121 passenger
flight to complete a WAAS localizer
performance with vertical guidance (LPV)
approach and without the satellite-based gear
they would likely have ended up somewhere
else. It was a typical winter day in the Pacific
Northwest and the ILS was out in Portland
so only aircraft with WAAS-capable GPS
gear aboard were getting in. Horizon, which
flies in some of the most challenging terrain
and weather anywhere as the regional arm
of Alaska Airlines, is equipping all its 40
Bombardier Q400s with Universal Avionics’
WAAS-enabled flight management systems,
enabling them to fly any WAAS approach,
improving accessibility to airports on their
routes and giving greater flexibility in
picking alternates. The STC for the WAAS
gear (Universal Avionics UNS-1Ew WAAS/
SBAS-FMS) in the Q400 was obtained by
Canard Aerospace Corp. on 23rd November
and the first revenue flight was flown the
morning of 30th December. The Portland
approach happened that afternoon. There
are now 1,884 published WAAS approaches
and it’s expected the gear will become a
fixture in airline cockpits as part of the
NextGen programme.
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‘Position and hold’ change
expected soon

European pilots will feel more at home when
flying in the USA for training. The FAA
could soon implement a changeover from
‘position and hold’ to ‘line up and wait,’
to conform to international phraseology
standards, according to a report from
NBAA. If approved, the new terminology
could be implemented as soon as this June.
However, implementation will require an
‘extensive awareness campaign’ to ensure
that pilots and controllers are informed.

How airfields coped with the
snow
With the latest batch of snow finally
melting, many airfields will soon be back
to normal (well, once the ensuing floods
have subsided). If you’re looking for
somewhere to fly to or from when the next
batch of snow arrives, then take a look at
Gloucester, Old Sarum, Goodwood and
White Waltham amongst others, according
to Flyer Magazine. Those that didn’t cope
as well with the snow include Cranfield,
Blackbushe, Barton, Redhill, Swansea, and
Carlisle.

Shining lights at pilots
becomes a criminal offence
A new law has been introduced that makes
shining a light, or a laser, at an aircraft a
specific criminal offence. The new law,
initiated by the CAA, is in response to the
growing number of incidents involving
lasers and lights being shone at the cockpits
of aircraft. In 2009 there was a total of
737 incidents with Manchester topping
the league table with 51 incidents, while
Glasgow, Birmingham and Leeds followed
with 42, 40 and 39 respectively. Although
the new law is intended to make it easier
to prosecute and deter offenders the
maximum penalty is now a fine of £2,500
whereas previous prosecutions brought for
endangering an aircraft often led to a prison
sentence.
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CAA launches General
Aviation Safety Awards
The CAA is now inviting nominations for its
General Aviation Safety Awards. For the first
time, the awards, now in their fifteenth year,
will accept nominations for individuals who
have made a lasting contribution to safety, as
well as one-off acts of skill or bravery.
Previous winners have been honoured
for displaying good airmanship or
practical skills and abilities when faced
with potentially serious incidents directly
related to flying. However, the CAA is
also encouraging the GA community to
nominate anyone who they feel has made a
prolonged contribution to aviation safety;
this could include aerodrome managers,
air traffic controllers and maintenance
engineers, for example. Nominees should be
over 16 years of age and can be organisations
as well as individuals. The closing date for
nominations is Monday, 30 April 2010.
Nominations can be submitted online
via the CAA’s website: www.caa.co.uk/
gasafetyaward

DfT announces new CAA
Director of Safety Regulation
On 1st April Gretchen Burrett becomes the
CAA’s new Director of Safety Regulation.
Ms Burrett currently works for NATS
as Director of Safety. She’s an expert
on human factors and is well respected
for her leadership of safety performance
improvement. Prior to her time with
NATS, Ms Burrett served in the US Air
Force, worked on nuclear certification and
on the safety of intercontinental ballistic
missiles. David Chapman who previously
held the post left in November to take up
a position overseas. As head of the CAA’s
Safety Regulation Group, Ms Burrett’s
responsibilities will include general aviation.

Cleaning landing gear can
cause corrosion
Aggressive cleaning of aircraft landing
gear may shorten the life of landing gear
components, according to Duncan Aviation
accessory tech representative Jerry Cable.
Water, dirt, debris and foreign objects can
act as electrolytes, he said, ‘producing a
corrosive environment,’ and possibly leading
to premature removal of components.
Especially risky is washing landing gear with
a pressure washer, which, he said, ‘can make
the gear look great, but if not done carefully
can sometimes begin the onset of corrosion
and cause damage.’ If a pressure washer is
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used for cleaning, the landing gear should
always be lubricated immediately after
cleaning according to the manufacturer’s
recommendations.

Space pilot jobs set to take off
Becoming the pilot of a spaceship may seem
the stuff of science fiction, but it could be
a regular job in just 20 years time, a report
has concluded. That is one of the findings of
a government study into jobs of the future,
which also suggests people will be employed
to make human body parts. It names 20 jobs
that could be common by 2030, including
‘vertical farmers’ growing food in multistorey buildings. It also says surgeons may
be employed to give people extra memory
capacity. The report was carried out by
market research group Fast Future, which
tried to determine a list of jobs that both
do not currently exist and current jobs that
could become more prominent. The report
was commissioned by the Department for
Business, Innovation and Skills.

Austria licence charges up 50%
With effect from 1st January 2010, Austria
raised licence charges by 50%, while some
other charges were increased by 100% and
in special cases by more than 700%. AOPA
Austria has decided to declare the fight
against these charges the ‘topic of the year’.

Silverstone heliport

Heli Air has been selected to operate a
permanent heliport at Silverstone racing
circuit. In addition to plans for a new
purpose-built facility, the new partnership
will provide helicopter experiences, charter,
flight training and full heliport facilities at
Silverstone circuit on a daily basis, as well as
for all of the major events held there during
the year, including the 2010 Formula One
British Grand Prix.

Algae-based aviation fuel
available soon?
The UK Guardian newspaper recently
reported that experiments by scientists at
the Pentagon’s Defense Advanced Research
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Projects Agency (DARPA) are moving
forward quickly and could be producing
aviation fuel from algae at competitive
prices by next year. However, it seems that
the report was premature, with a correction
published by the Guardian’s sister paper, the
Observer, that initial production would not
be possible before 2013.
Unlike corn-based ethanol, algae farms
do not threaten food supplies. Some strains
are being grown on household waste and in
brackish water. Algae draw carbon dioxide
from the atmosphere when growing; when
the derived fuel is burned, the same CO2
is released, making the fuel theoretically
zero-carbon, although processing and
transporting the fuel requires some energy.

Channel Islands tax changes
Despite lengthy negotiations right up to
ministerial level, the exemption from Jersey’s
Goods and Sales Tax (GST) for aviation
fuel has been cancelled in the latest States
of Jersey budget. This means that when
administrative arrangements have been
completed GST, currently 3%, will be
added to all aviation fuel uplifted in Jersey
for aircraft up to three tonnes. GST does
not apply in the separate jurisdictions of
Guernsey and Alderney. Aviation fuel still
remains duty free in the Channel Islands,
and prices remain attractive compared to the
rest of Europe.

Piper Selects Aviall for
worldwide parts network
Piper Aircraft announced that Aviall
Services, a subsidiary of Boeing, will
become Piper’s sole global parts distributor,
providing supply-chain support for Piper
dealers and customers around the world.
Piper CEO Kevin Gould said customers will
benefit from Aviall’s experience as a parts
supplier. ‘Aviall’s extensive experience and
excellent reputation in parts management and
distribution will give our customers world-class
service that is fundamental to the total Piper
experience,’ he said. The change will mean
a ‘quantum leap’ in the ability of customers
to get the parts they need, when they need
them, at excellent price and quality, said
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Derek Zimmerman, Piper’s vice president of
supply chain and aftermarket development.
Aviall Services, based in Dallas, is one of
the world’s largest providers of new aviation
parts and related services, with more than 2
million catalogue items available through 39
customer service centres in North America,
Europe, Asia and the Pacific region. Boeing
acquired the company in 2006 for $1.7
billion.

Mixed market messages on
aircraft deliveries and future
Overall GA shipments of planes dropped by
42.6 percent in 2009, making this the worst
year for over a decade; however, the bleak
outlook coupled with the threat of everincreasing administrative charges has meant
that GA was probably also more vociferous
in fighting its corner than previously. Piston
aircraft were most affected, turboprops
fared much better with only a 17.6 decline
compared to the previous year. Business jet
deliveries also dropped considerably to their
lowest level for five years, however, for the
first time more than half of the business jets
were delivered to customers outside of North
America, although aircraft manufacturers
put this down to a shrinking US market
rather than an expanding international
one. Asia Pacific, the Middle East and
Africa showed slight growth, whilst Europe
remained flat.
For those who like figures, the details can
be found at the site of the General Aviation
Manufacturers Association www.gama.
aero/. They do not include helicopters, where
Bell also found the year very challenging,
expecting the trough to last at least until
2012. Higher demand for helicopters by
the military compensates the company to
some extent for the downturn in the civilian
market.
Unperturbed by the gloom, Brazilian
OEM Embraer launched 2010 by
announcing the first deliveries of two of its
new aircraft, the Phenom 300 and Lineage
1000. The Lineage 1000 is an executive
version of Embraer’s E190 with a passenger
capacity of 19. It has a range of 4,500nm,
making it capable of flying nonstop between
London and Abu Dhabi. While other
business aircraft manufacturers struggled
last year, Embraer more than tripled its
production output of executive jets, but is
troubled by a backlog of orders and delays
in deliveries. Some deliveries might even
be cancelled, for example, JetBird, the
Ireland-based would-be air-taxi operator
that had hoped to be flying Embraer
Phenoms, recently notified pilots queuing
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for preliminary telephone interviews that it
had temporarily halted the process, saying,
‘We are writing to inform you that due to
unfortunate delays in our launch schedule we
are no longer recruiting at present.’ JetBird
had placed firm orders for 59 Phenom 100
light jets from Embraer but, according to
the Brazilian manufacturer, the air-taxi firm
was not able to take any scheduled deliveries
last year.
One company bucking the general
trend was Pilatus who logged a recordbreaking year for PC-12 deliveries. The
Swiss company delivered 100 PC-12 NG
turboprop singles last year, surpassing
delivery totals for any production year since
the first PC-12 was shipped in 1994. Direct
competitor Daher-Socata delivered only
36 TBM 850 turboprop singles in 2009
compared to the 60 in the year before.
Whilst many are trying to talk up their
fortunes for the current year, Hawker
Beechcraft admitted that ‘we’re certainly
prepared for this year to continue no better
than the last one ended’, and production rates
and employment levels have been set for
lower deliveries. Honeywell’s 12th annual
turbine-powered civil helicopter purchase
outlook, also projects flat overall deliveries
of new civil-use helicopters for the next
five years compared with the 2005 to 2009
period. ‘Continued soft economic growth
prospects in key markets, lingering tight credit
conditions, high inventories of used current
production models for sale and weak new
order intake are still constraining growth,’ the
company said in the outlook.

New German noise
restrictions cause problems
Older aircraft which have been allowed
time to meet Germany’s stringent new noise
regulations have found that the deadline
for compliance passed on 1st January
2010 without the technology having been
developed to make the required reductions
possible in all cases. Germany’s Airfield
Noise Protection Order restricts the freedom
to fly of aircraft which are not clearly below
ICAO noise standards. The restriction
applies at German airfields with more
than 15,000 movements per year. Tighter
restrictions are mandated for flying traffic
patterns on weekends, in the mornings and
after dark. Older aircraft built before the
year 2000 were allowed a bonus of 2dB(A),
but this bonus ended on 31st December
2009. It is estimated that 2,600 of the
9,686 single-engine aircraft under 2 tonnes
MTOW on the German register are
affected.
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◄ P 1 same furniture lorry, driven by
the same large lady as had delivered the
fuel in Chulman. It was no wonder that
she had taken two days to drive the 517
miles considering the lack of roads, which
appeared to be little more than dirt tracks
for most of her journey.
After our two-night stop in Yakutsk we
flew eastward to Magadan where we were
proudly shown their monument to all of the
political prisoners who were shot or died in
the Gulags.
Memorial to those who died in the Gulags

Three cold war ‘Bears’
The final airport before leaving soviet
airspace and arriving back in the western
world was at Anadyr, on the Bering Sea
coast of Siberia, and it was while on final
approach that we first noticed the three
‘cold war’ bombers, identified by NATO
as ‘Bears’. The Bears, distinguishable by
their eight contra-rotating propellers, were
parked alongside the main runway but we
just assumed that they were either scrapped
or mothballed. That was until the following
morning when we noticed that an engine
had been started on one of them, and then,
in sequence, the other engines were started.
Once the first ‘Bear’ had all eight of its props
turning the other two bombers started their
engines, and then the three of them taxied
out and lined up on the runway. The noise as
they opened the throttles was like music, and
we continued watching as they hurtled down
the runway and disappeared into the distant
sky, trailing black exhaust smoke.
TU-95, the ‘Bear’
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The airport terminal building turned out
to also be the hotel, albeit a hotel without
any catering; however it did boast a minimarket, which we raided for anything that
might constitute a picnic, and then retired
back to one of the rooms to consume a
variety of local bread, meats and cheeses,
all washed down with copious volumes of
Russian beer.

The same checks several times over
It’s strange how the Russian officials, who
possessed aerial photographs of each of
our planes, became so attached to us, and
were not as keen to say goodbye, as we
were to depart their homeland. We were
all looking forward to an early departure
across the Bering Strait to Alaska but the
local Customs officials had other ideas
and seemed to want to put every barrier
possible in our way. I am certain that we
went through the same checks several times
over. If it hadn’t been for the time, that
we couldn’t afford to waste, it would have
been quite hilarious. After wasting the
whole morning with officialdom we did
manage to get to the aircraft and we were
all ready to begin refuelling when the next
hurdle appeared. The Avgas was available,
in barrels, across the other side of the apron;
however, in their inimitable way none of
the airport management would take the
responsibility of allowing us to put it in our
tanks. Eventually, after another round of
age long negotiations, it was agreed that a
disclaimer would be written and each crew
would sign it to absolve the whole of Russia
from any responsibility should any of these
crazy pilots have a problem.
Airborne at last, it was good to shed the
surly bonds of Russian bureaucracy and head
off across the Bering Strait for Nome, in
Alaska, where we landed in a thunderstorm
at close to midnight, but at least we were
now HALFWAY!

US Customs and a few beers
We rushed through US Customs formalities
with a Homeland Security officer whose
attendance, flights to and from Nome, and
hotel accommodation, we would have had
to pay for had it not been that we were lucky
enough to arrive when a commercial flight
was due. We were in a hurry to get to our
hotel and settle in before having a few beers
and a hearty meal. Wrong! Nome is a sleepy
frontier town, very much in the outback and
with very little to offer, and when we arrived
at the hotel we were surprised to be told that
we ‘should have been there yesterday’ and ‘there
may not be any accommodation available
tonight’. Then to cap it all, the hotel didn’t
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boast either a bar or a restaurant, and so off
we went, at a pace, down the main street
in search of a hostelry that could cater for
our needs. It was touch and go but we did
manage to get a half decent meal and some
liquid refreshment.
The next day happened to be the same day
as the previous day: if you can figure that
one out, we had crossed the International
Date Line between Siberia and Alaska. We
left Nome behind for a ‘very interesting’
VFR flight across the snow capped Alaskan
mountains, on our way to Anchorage. The
‘rockscope’ - the terrain feature of the GNS
530 - was very useful again and showed lots
of red lumps of granite on both sides of our
track along the airways.

‘Mayday’
We had only just finished discussing how
unfortunate, and difficult, it would be if
one suffered any sort of problem over the
terrain below us when the radio grabbed our
attention with one of our group, who was
just a few miles behind, calling ‘Mayday’.
It seems that his engine had spluttered to a
stop, and wouldn’t restart.
The Alaskan en route controllers didn’t
seem to be very ‘au fait’ with ‘Maydays’ and
the only assistance that was forthcoming was
to ask the unfortunate crew ‘Was it a serious
Mayday?’ Well, with grateful thanks to Mr
Garmin, and a rapid clockwise rotation of
the appropriate knob on their ‘430’, a remote
‘hunting lodge’ airstrip, tucked away in
the mountains but within gliding distance
was identified, and a very skilful dead stick
approach and landing was executed. The
only way in or out of the hunting lodge was
by air, and the following day an engineer was
flown in, and the cause of the problem was
identified as water and debris in the aircraft’s
fuel system. Maybe those Russian officials at
Anadyr new something that we didn’t!
Our safe arrival in Anchorage was a great
relief with no shortage of airfields, albeit
Anchorage control were very keen to ensure
that we had accurately identified the correct
one of the six aviation facilities available
within the boundaries of the city. The UK
CAA would have nightmares if anyone
even suggested that it would be possible to
have an international commercial airfield,
an active air force fighter base, two general
aviation airfields, a floatplane base, and an
army air base, within such close proximity
with each other. The controllers repeatedly
asked to ensure that we were going to land at
Merrill Field and not the Elmendorf USAF
base, which are alongside each other and
have just enough room to fly downwind into
one without infringing the other.
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Just an oil change in Anchorage?
We had arranged, along with most of the
other aircraft, to have oil and filters changed
during our stopover in Anchorage; however,
our oil change grew like topsy and we
eventually ended up, following the engineer’s
report of a crack in the inlet tract of one of
the cylinders, with the majority of whatever
could be removed from the engine spread
across the workshop bench. The aeroplane
was beginning to look very sad, and England
suddenly seemed to be a long way away. It
was, it was half a world away!

We were truly astounded by what we were
shown and we both felt very privileged.
After our extra two days enforced stay in
Anchorage the Bonanza was pronounced
fit for flight and, following Will’s test flight
literally around the block - ‘take off, turn left
at the Marriot Hotel, follow 4th Avenue, turn
downwind at the railway station, turn left
base at the bus station, and left onto final’ - we
were ready to go.

Sitka, Seattle, Montana,
Wisconsin…Oshkosh!

for the short hop of about 150 miles to
Oshkosh. We had been allocated an arrival
time for our ‘loose formation’ arrival at
Oshkosh.

Four days at Oshkosh
The arrival at Oshkosh (where some 10,000
aircraft had flown in for the airshow) was
very precisely planned and well organised,
with ground ‘controllers’ visually identifying
each plane along the final few miles of
the specified approach route, calling each
aircraft by colour and type, and requesting
a wing waggle in response. No radio calls
were required. After turning final each plane
was designated one of the three coloured
landing spots spaced along the runway,
which ensured that we all got on the ground
as expediently as possible.

The flight from Anchorage to Sitka, where
we planned to re-fuel and then depart
onwards to Seattle, was flown with a very
close watch kept on the engine instruments.
However after our fuel stop we felt much
more relaxed, as we settled down
to the long boring offshore flight
Arrival at Oshkosh
down the Alaskan coast to Seattle in
Engine repair in Anchorage following
Washington State.
discovery of a cylinder crack
It was 9pm before we arrived at
our hotel and although we were
During our stay in Anchorage, four of us
looking forward to meeting up with
took the opportunity to hire a De Havilland
the other guys we had very little
Beaver floatplane, along with a pilot, who,
time to catch up with events as we
after taking off from Lake Hood and
had to depart Boeing field before
climbing out over the international airport,
9am the following morning. The
took us flying over the glaciers and lakes,
Blue Angels display team were due to
as well as bear and moose watching. The
arrive and the field would close for
freedom of flight was amazing.
Four days at Oshkosh was more than
most of the day.
De Havilland Beaver providing scenic flights
enough and we were all straining at the bit
The flight from Seattle
over Lake Hood and the surrounding area
to get airborne again. And so, off we went,
to Billings in Montana was
but this time as two distinctly separate
uneventful, apart from keeping
a watchful eye on the ‘rockscope’ groups with different ideas about the best
routing to Goose Bay in north east Canada.
while we transited the Rocky
Mountains. Billings didn’t
While half of the planes elected to make the
seem to have very much to
short flight from Oshkosh to Green Bay to
offer and our accommodation
clear US Customs with an overnight stop in
Quebec, we and the rest of the crews decided
was in a motel on an industrial
estate, with the food provided
to fly to Burlington in Vermont where we
would overnight before clearing customs to
by a diner just a few hundred
yards walk away. The diner also appeared to
continue our journey on to Goose Bay.
We were left behind with the engine
be the headquarters of the local chapter of
The personnel at the Burlington FBO
still mostly spread across the bench when
the Hells Angels. After a very short nights
were very welcoming and efficient, and
the others all departed for a flight down
sleep we had a 4am departure to La Crosse,
following a quick refuel we were on our way
the coast, for an overnight stay in the
Wisconsin where we were all due to assemble for the short hop into town. Burlington is an
picturesque fishing village of Ketchikan,
old city, with a lot of history, situated on the
and then on
Elmendorf Air Base, Alaska
shore of Lake Champlain and was a region
to Seattle.
that was fought over by the British and the
However we
French forces in the early days of the New
were extremely
World. A mental note says that it would be a
honoured when
very pleasant and interesting place to re-visit.
an F15 pilot
friend of Will’s,
Goose Bay then Narsarsuaq,
based at the
Elmendorf Air
Greenland
Base, invited us
The following morning, after a very good
to a private tour
night’s sleep we assembled at the FBO and,
of his squadron
following the non-event of clearing customs,
and its facilities.
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we headed for the skies and north eastwards across
Canadian territory to Labrador’s Goose Bay. Our route took us over
Quebec and it was interesting to hear our fellow ‘round the worlders’
popping up out of Quebec to join the same airways inbound to
Goose. You could just imagine the look of wonder on the faces of
the air traffic controllers as this stream of light aircraft increased in
length as it weaved its way along the airways.

The crossing to Reykjavik seemed to go on forever, and apart
from our regular ‘ops normal’ calls, and conversations with airliners,
we were constantly monitoring the fuel situation and our progress.
Also, we and the other crews regularly discussed the merits, or
otherwise, of climbing, descending, icing and wind strength, but
none of it seemed to make any difference or be of any assistance,
it was just comforting to know that there were others out there
somewhere, coping with the same conditions. It was during one of
these conversations that the Russian crew advised that they were so
concerned about their fuel status that they had taken the decision to
turn back to Greenland and wait until the wind abated. Under the
circumstances, a very sensible thing to do albeit they had to wait for
several days!
The final few miles to Reykjavik took an eternity and it was
an enormous relief to arrive, albeit in the dark, close to midnight,
and with all the restaurants either closed or about to close. We did
manage to convince a pizza chef to make one last pizza, of his choice
and with whatever ingredients were available, for four of us to share
before he locked the door. So much for the glamour and freedom of
aviation.

Anchorage to Sitka, Alaska

Ready to depart Greenland

Goose Bay is little more than a frontier town, with a main street
called Happy Valley, and is dominated by the airfield and various
NATO air force bases; however, it also caters for all of the aircraft
taking this northern route across the Atlantic Ocean.
Goose Bay to Narsarsuaq, on the west coast of Greenland, was
quite an uneventful leg with some 675 miles of open water which
gave us the opportunity to practise our regular ‘ops normal’ calls,
either direct, via other group aircraft, or with the help of transatlantic
commercial airliners thirty thousand feet above us. The ‘ops normal’
calls are a very necessary, and strangely comforting, feature of the
long sea passages. We were fortunate to have a tail wind to help us on
our way to Narsarsuaq, and we only realised just how fortunate after
a rapid re-fuelling stop, at extortionate cost, and our departure to
Reykjavik in Iceland.

And finally, Scotland, then home
Another day and another 1,050 nautical miles flight, from Reykjavik
in Iceland to Wick in Scotland and then on to Cambridge. It really
felt good to have our feet back on British soil after such a long time
and we landed at Cambridge in the traditional English thunderstorm
but at least we had arrived and were only second to the Malibu of our
Dutch friends.
A dinner had been organised for us all at Cambridge, with a
final celebration for our arrival back in Austria on the following
day; however, in the event only five aircraft - the three Bonanzas,
the Malibu, and the Cessna 210 - arrived at Cambridge in time for
ten crew members to dine together, and of those five planes only
two continued to Austria. Quite a high attrition rate but at least
everybody got back safely, eventually!

Flying over the Greenland icecap

How had it gone? What was it like? Had we enjoyed it?
Was it good to be back?

Across the Greenland icecap into 45 knot headwind
The climb out of Narsarsuaq was quite exciting and once more
focussed our attention on the ‘rockscope’ as we made a very long
and slow climb to 13,000 feet across the Greenland icecap. The
‘rockscope’ showed most of the icecap coloured red, and it was with
immense relief that we safely reached the east coast, and open sea,
with nothing more than icebergs to worry about. Once clear of
Greenland the wind strength increased rapidly and for most of our
670 mile crossing to Iceland was blowing at 45 knots on the nose. If
only we could have had the tail wind that had helped us just a few
hours earlier.
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Apart from being good to be back home, we still don’t know how to
give a straight answer to the rest of those questions, and perhaps we
never will, it is all very personal and just a huge mixture of emotions,
both good and bad, that cannot be explained, and that nobody
would understand even if an explanation were attempted. As with
most things in life the only way to find out is to do it oneself!
Finally, the only thoughts that come to mind are, ‘We are very glad
that we have done it, but we would not want to do it again.’
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