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CHAIRMAN’S CORNER

Chairman’s corner

A

by Colin Williamson - Chairman

s I write in the middle of March, it seems that Winter
continues its grip and that balmy days of Spring are
still far away. Snow/hail fell overnight in the UK’s
northwest, albeit briefly, and the few daffodils we
have in our garden look brave but forlorn. Grey
clouds continue to rush by on winds so high it has frequently
been impossible to open hangar doors. Pilots could be forgiven
for feeling gloomy.
This Winter delivered most shocking news too that our
Membership Secretary, Sali Gray, died of cancer shortly after
Christmas. I had known she
was ill and had spoken with her
in early December, when Ian
Chandler and I agreed that we
would temporarily take over
MemSec duties until she was well
again. Sadly, that day was not to dawn. For many members,
Sali was the principal contact with our organisation. It was her
charm, patience and willingness to help that assisted members
through renewal hiccups and many other administrative matters.
Her engaging manner at some of our events was indeed what
started to draw me in to more active roles, and it is apparent
from the memories and comments posted on our forum that
many others had similar experiences. It was clear too when
past-chairman Jim Thorpe and I attended her memorial service
in mid-February that Sali’s admirers spread well beyond PPL/
IR Europe. She founded and ran a charity for cancer-sufferers
that included an annual rally round the UK by pink cars and
she operated several ventures concerned with life-coaching.
That over one hundred people attended her memorial service is
testament to how effectively Sali reached out to people and she
is much missed.
But for all the dark days of
Winter, Spring, when it comes,
is evidence of Nature’s renewal
for which it has prepared
during winter months. To some
extent, the Board and Working
Groups of PPL/IR Europe have
been engaged in reflecting and
renewing too. A thread that
links the ongoing work is to provide better and more frequent
opportunities to engage with each other, both in person and
virtually. For example (and by no means exclusively):

to evolve our presence at exhibitions to promote a more
‘people-focussed’ message with new boards and a stand
layout that is more appealing. In addition to attracting
pilots who hold IFR ratings but are not members, we will
also be promoting the merits of IFR flying consistent with
the EASA initiative to make access to IFR ratings more
widespread.
• The Competence & Operations WG has launched some
initiatives to reinvigorate the development, dissemination
and discussion of articles that
focus less on the regulatory
aspects of the IFR regime and
bring out the joy and utility of
the actual flying itself. Material
will be presented less as a set
of tablets-in-stone, more as the starting points for open
debate and shared learning.

“one pleasing aspect is to see new
talents step forward and contribute to
making things different”

• The Events WG is riding high following an outstanding
seminar proposed, prepared and presented in Schwäbisch
Hall by Jason Carley on what can be learned about Standard
Operating Procedures from Cessna Jet Pilot training (which
of course is also part of the Competence & Operations WG
output). The full event is described elsewhere by Michał
Zienkiewicz so I will not steal his thunder. Nonetheless, a
feature of the event was the proportion of (mostly) German
non-members who participated and liking what they saw,
joined up. I am conscious that we do not wish to dilute the
benefits of membership. Nonetheless, the event served as a
great opportunity to showcase what we do and to reach out
to a different audience, which I think will have enhanced
our reputation and profile.
More events are planned during
Spring and Summer, including
our attendance at AERO in
Friedrichshafen and our Spring
Conference to be held this year
in Oostende, which I hope will
make it easier for continental
members to attend. Moreover,
we aim to organise social dinners in association with most
of these events that will expand further the opportunities
for getting to know each other better.

“[Via] membership of Europe Air
Sports ... our views gain considerable
amplification and force when
expressed through a federation of
500,000 members”

• The Comms & IT WG has been developing a new website
that runs on a much more modern infrastructure than our
old one. It should make the site visually more appealing,
have content that is current and active, refresh the forum
and greatly simplify the process of joining and renewing
membership.
• The Marketing, Sales & Membership WG has been looking
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I recognise that some of the work I have described is, of
necessity, somewhat behind-the-scenes and it might take a
while before changes become apparent. Even so, one pleasing
aspect is to see new talents step forward and contribute to
making things different, which was an objective of the new
organisational structure and formation of working groups. The
final test will be whether these changes make membership of
PPL/IR Europe more rewarding and enjoyable. I am certain we

PPL/IR EUROPE

will not have got everything right or as good as it could be. In
part, that is because we are still on the journey of change, but
I would welcome ideas and feedback about your observations
and experiences, good and bad.
Another completely different avenue of development over
winter - for me at least - has been the dawning understanding
of how important PPL/IR Europe’s membership of Europe Air
Sports (EAS) is. I have been aware for some time, of course,
that Julian Scarfe conducts much of his representation work
through EAS to EASA but only now am I grasping the full
implications. My first direct contact was in Wien in November,
when EAS held a meeting before the EASA Safety Conference,
about which I spoke in the last issue. While PPL/IR Europe
has a well-respected voice on behalf of some 550 members,
our views gain considerable amplification and force when
expressed through a federation of 500,000 members. And it is
not just a numbers game. Even though the organisations that
make up EAS range from powered flying to gliding and model
flying, and have therefore a wide range of issues to address,
there is a strong sense of cooperation among aviating friends.
Our flying and our aircraft are certainly at the heavy end of
the spectrum and quite niche in relation to others but I was
impressed by the willingness to support each other’s causes.
It is through EAS that we have people such as Julian with
seats at the EASA table and the decision years ago that we
should join EAS has yielded great dividends. Next week I
am due to fly with Julian and Alan South to the EAS General
Meeting in Lisboa and am looking forward to meeting again the
people from all over Europe who participate. I will be looking
at how we can strengthen ties by doing things together beyond
representation where there could be mutual benefit. EAS has a
website http://www.europe-air-sports.org that is well worth a
look and you can sign up for their regular newsletter.
Lastly, I should like to return to the theme of renewal and
rebirth. The death of Sali left a huge hole in our organisation and
I hope you will forgive Ian and me for any stumbles we made
as we deputised during a time of peak membership renewals.
We also used that time to conclude that the role should be split
into a senior Membership Secretary, who would be a PPL/IR
Europe member responsible for strategic issues and initiatives,
and a paid Membership Administrator who would take care of
day-to-day administrative matters. We are fortunate indeed that
we already have a volunteer for the first role in the shape of
Paul Sherry, who is just retiring from the UK National Health
Service and so has new-found time on his hands - although I
have warned him the problem with retirement is that you do
not get the weekends off! Having a MemSec and a MemAdmin
will have the benefit too of giving us rather more resilience
than reliance on just one individual, which I have been keen
to achieve across the board where we can. Look out for new
developments and communications from Paul.
I wish I could say that the clouds have now parted and that
rays of sunshine illuminate the Lancashire countryside. Alas,
no. But Spring and Summer cannot be far away and lure of new
destinations will become irresistible - Morocco anyone? I hope
you are able to enjoy the longer days and higher freezing levels
and I look forward to meeting as many of you as possible at
forthcoming events.

Colin Williamson
Chairman - PPL/IR Europe

ADL140

European data link weather on your iPad
The ADL140 is the portable soltution to
download European in flight weather and
display it on an iPad maving map.

- Radar maps
- Strike maps
- Infrared images
- METAR / TAF
- WiFi interface
- Wind & Temperatures
- Send and receive text messages
- iOS and Android app available
- Integrated antenna
- Cigarette lighter power supply
- 84 x 55 x 26mm and only 140g

350,- EUR

With 24 month satellite subscription
(39,50 EUR / month)
ADL140 without any subscription: 750,- EUR
All prices plus VAT if applicable
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Editorial

riedrichshafen customarily marks the start of the primary
European flying season and so it is appropriate, especially
for those of our members who have been flying for a long
time, to look back and appraise the changes that have taken
place in the last few decades. Undoubtedly the primary
benefit must be the enormous advances in avionics technology;
much more reliable navcomm equipment, GPS navigation,
moving maps, ADS-B, inflight weather and flight planning apps
have taken these aspects of flight beyond anything we could have
contemplated thirty or forty years ago and all continue to evolve
at a pace. That said, GPS is vulnerable to jamming and with the
reducing number of traditional navigation aids, we must not
neglect entirely our skills in dead reckoning navigation.
On the downside has been the growth in handling and
associated requirements with commensurate costs. All but gone
are the days when you as GA could simply flight plan and arrive at
a regional or larger airport. Now PPR has to be obtained, handling
requirements checked and often arrival and departure slots booked
and even when all this is done, you may discover that it is all but
impossible to park your aircraft for more than a few hours. In the
old days, the nice person at the AIS counter would phone up the
refueller for you, point you in the direction of immigration and
customs and amend your flight plan, if necessary to make sure
that it worked, as part of the service included in the usually very
modest landing fee; handling as such for GA was unknown.

6

INSTRUMENT PILOT • SPRING 2019

On balance the benefits outweigh the downside and we have
to acknowledge the much higher level of security that aviation
requires in this day and age but looking westwards across the
Atlantic, we do wonder whether life in Europe needs to be quite as
complicated as it is. Once we have navigated the ground obstacles,
the flying is often a cinch.
In this Instrument Pilot for our main articles, we have the
first of a three part article by Paul Sherry, our immediate past
chairman, on the acquisition and restoration of his Seneca; this
was a Project in every sense of the word and we are very grateful
to Paul for writing it up in such detail. Parts 2 and 3 will follow in
the Summer and Autumn editions of Instrument Pilot. Vasa Babic
analyses an accident which happened in bad weather conditions to
a Seneca on a night approach to Basle while David Abrahamson
recounts his embarrassment in a TMA bust at the same airfield.
We are extremely grateful to PPL/IR Europe members who
continue to send in articles on a miscellany of topics and ask that
you would please continue to do so. We include one here by Mike
Munn as well as a further quiz on Colmar and a Weekenders to
Carcassonne – France seems to be a favourite venue in this IP.
Anthony Bowles
Phil Caiger
Graham Whittle

IFR ACCIDENT REVIEW HB-LSD
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IFR Accident Review HB-LSD
by Vasa Babic
1. Introduction
Over the years, I have tended to write “general” safety articles for
our membership, trying to identify patterns in IFR GA accidents,
and a couple of key themes have emerged from this work around
the risk of Controlled Flight into Terrain (CFIT), which makes up
a significant proportion of IFR accidents
• For lighter piston aircraft, a common scenario for CFIT
fatalities in Europe is the intersect of IMC (or marginal IMC),
terrain and “off-route” or “ad-hoc” IFR
• For more advanced and turbine aircraft, the most common
CFIT cause in Europe appears to be low descent in very poor
weather to non-instrument runways
Both these are distinctly “European” risks. The enroute IFR
system is often unavailable for light aircraft with limited altitude
capabilities, and at its worst in regions with terrain that precludes
convenient low-level airways – hence the “off-route risk” for light
piston GA. The availability of IFR airports accessible to GA is
limited in many parts of Europe, such that very capable IFR aircraft
may use VFR airports as ‘de facto all-weather’ destinations.
Outside of these recurring CFIT accidents, my perception is that
the safety record of GA IFR in Europe is relatively good. But it is
far from perfect, and in October last year we discussed an accident
on the PPL/IR Europe Forum (see https://www.pplir.org/forum/
accidents-and-incidents/30203-seneca-accident-at-basel-7-dec2016?limitstart=0) which brought together a number of instructive
points I thought were worth expanding on in an article.
The accident happened at Basel-Mulhouse (LFSB) Airport on
December 7th, 2016 at night, following an ILS approach to Rwy
15. The aircraft was a Piper Seneca III, HB-LSD. The pilot (soleoccupant) was killed.
For emphasis, pictures of the aircraft before and after the
accident are below.

2. Fatal Accident to HB-LSD on 7th December 2016

of their clear and relatively short report is available on the BEA
website
at
https://www.bea.aero/uploads/tx_elydbrapports/
BEA2016-0759.en.pdf.
HB-LSD departed Nuremberg that afternoon on an IFR flight
plan to Basel-Mulhouse. Conditions at the destination were night
IFR with RVRs near minima. The TAF had forecast 300m visibility
(RVR is measured taking into account runway light intensity; at
night it could be more than double the visibility) and 100’ cloud
base, with a TEMPO for freezing fog and 100m visibility. The
actual conditions reported to the pilot on the approach were RVR
750 m at touchdown, 650 m at mid-point, 800 m at the stop end.
Clearly these were demanding conditions.
Let’s look at the pilot’s background - he was very experienced;
he owned a Cessna 210 as well as the Seneca; had US, Swiss and
South African licences, had been flying for more than 20 years and
had more than 3200 hrs, with 1300 hrs of piston twin time. A year
earlier the Seneca had been equipped with an approved Garmin
GTN650 installation, including TAS, TAWS and Lightning
Detection and an Aspen EFD1000 PFD. The pilot had revalidated
his Instrument Rating six months previously, and his Examiner
reported that he was “vastly” experienced in IFR and knew his
Seneca very well.
Was it reasonable for this pilot to attempt this approach? I think
it is reasonable, in principle, that a very experienced PPL/IR, in a
well equipped Seneca, should attempt an approach to 750m RVR
on a 4000m runway at an international airport with eight potential
IFR alternates, including Zurich, available within 50nm.
The accident sequence unfolded in two phases:
In the first phase, on the ILS, the pilot descended to a height of
390ft (point 1 below) and then deviated right about 15 degrees to
intercept a major road parallel to the runway, descending to 30ft
AGL (point 3). It seems reasonable to conclude that:
i
ii

At 390ft, the runway approach lights were not visible
given the 750m RVR
Lights on the parallel road were likely visible

The accident was investigated by the French BEA and a translation
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iii The pilot interpreted this as the runway environment
and discontinued the ILS, using this erroneous visual
contact to make the very low approach
Ironically, this potentially catastrophic first phase was not the fatal
one. From the 30’ descent point, the pilot initiated a climb and
tracked slightly back towards the runway.
The second phase began abeam the threshold, between the road
and the parallel taxiway. The pilot declared a missed approach and
read back the missed approach instructions to fly runway heading.
However, at the same time, he initiated a very rapid 360 turn to the
right (at a rate 3-4x greater than rate 1) with a zoom climb to over
1000’ AGL towards the end of that turn. The climb ended in a stall
and the aircraft crashed near the runway 15 PAPI lights.
Whilst it is easy to believe that confusion with the road lighting
was the cause of the first phase of this accident, there is no
particular evidence for anything other than disorientation causing
the final phase of manoeuvring that led to a stall.

3. Could it happen to you?
My default answer to this is “yes” for most accidents. Excluding
the more extreme examples of recklessness, most accidents happen
to sensible pilots through unfortunate errors and circumstances that
they would “not reasonably expect”. But they do happen and they
could happen to any of us. The value of studying a report such

8
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as this is to learn or reinforce risk mitigations we may not have
known or may not have been applying systematically.
Misidentifying road lighting as approach lighting at night in 750m
RVR is a mistake I think is very easily done. I have misidentified
the large Farnborough Airport as the small Blackbushe Airport
nearby in perfect day VMC, despite being very familiar with both.
Our minds can see what we expect and then lock on to that false
picture model despite a succession of contradictory visual cues
unfolding.
An aircraft on a 3º glideslope at a 200’ DH is about 900m
from the threshold. Most of us are familiar with the sight picture
as we break cloud (in the aircraft or in a simulator) in reasonable
visibility – you see the runway in front of you in its entirety. With
an RVR of 1km or less, you do not really see the runway at DH, it
may be just the centreline and the first two or three cross bars of the
approach lighting system.
Ironically, the most common training exercise we do in IFR, an
ILS to DH minima, does not help much in the most difficult ILS
scenario – when RVR is near or at minima. In training, the “hard
part” we focus on is accurate instrument flight to DH, then the
“easy part” is to look up, see the runway and land. In low visibility,
the instrument flight phase to DH is no different, but the harder part
is looking up to see an unfamiliar partial sight of a lighting system
and then safely continuing to land. One of the most challenging
tasks an instrument pilot can face is one we never really practice,
so I think that failing to distinguish one partial lighting picture (the
approach lights) from another (a parallel road) which is closer and
more prominent is a mistake I think many of us could be at risk of
making at the end of a demanding night flight.
Looking at it in isolation, the second phase of this accident, the
disorientation, steep turn, zoom climb and stall during a missed
approach, is perhaps “less expected” in an experienced instrument
pilot. It is something most of us would hope not to do. But if ever
there is a time one may be liable to this kind of disorientation,
it must be following the stress of a near-death experience like
descending to 30’ above a road.

4. Risk Mitigation methods
Having concluded that this accident is very much a “it could
have happened to me”, I do think there are a series of SOPs that
we should apply in low visibility approaches that could sensibly
mitigate the risks the HB-LSD accident illustrates.

4.1 Personal minima
I do not like writing about personal minima, because they are
so individual and situational. I also believe that PPL/IRs train to
operate to IFR minima and if the right boxes are ticked (proficiency,
currency, fitness, aircraft serviceability, prudent planning, reserves
and alternates) then we should be able to fly to them. But flying
to RVR minima is a task which mainstream GA training gives us
only limited preparation for. It is just different and more difficult
and even more “unforgiving of error” than anything else we do,
and it is something a qualified and current IR holder should treat
with considerable caution unless they have some recent experience
or training in lower visibility. In terms of aircraft equipment, the
IFR we fly is very inclusive – a full glass panel is nice, but there is
little you cannot do with basic analogue instruments and a Garmin
430. RVR to minima is more demanding – it needs a dependable,

IFR ACCIDENT REVIEW HB-LSD

coupled autopilot and flight director; legally below 800m and
practically I would say to 1km or more.
If you don’t use “Personal Minima” and/or SOPs, make an
exception for approaches in low visibility and develop your
own.

PPL/IR EUROPE

visual phase. An approach to minima is not a time to be practising
hand-flying and raw data skills. It’s also not something to try with
an erratic old autopilot.
Use all the automation available to you in full during an approach
in low visibility

4.2 Stable approaches

4.4 Instruments until DH and cross-check after DH

The strict criteria used in the commercial world for stable
approaches are not obviously applicable to a light aircraft. Landing
a fast, two hundred ton, airplane from 200 ft is different to landing
a slow, two ton, one on the same runway. I have flown some pretty
ragged ILS approaches, where I have struggled to keep the needles
centred but in good visibility I have never had any difficulty in
landing safely from an ILS DH. This ‘good enough’ standard for
the IR test (needles half-scale deflection, able to land safely from
DH) is not good enough for an approach to RVR minima.
Because the visual reference is so limited and unfamiliar in low
visibility, there are some very real risks in the visual phase after
DH:

In training, we are taught (rightly I think) to stay on instruments
until the DH and then to make a distinct transition to visual flight
and not to continue with a mix of the two. I think this is right for
a “normal” ILS.
In low visibility, I think it is doubly important to avoid looking
up before the DH. RVR reports are very current and very accurate.
If the RVR is below 1000m, you will not get any useful cues before
DH. At best, such cues might be disorientating, at worst, fatally
misleading. The HB-LSD accident is the clearest possible example
of this risk. If you look at the BEA diagram above, the pilot began
his “visual phase” from 150 ft above DH. At this distance and with
the reported RVR, it is likely none of the approach lights were
visible. What was visible was the parallel road that was much
closer, although a little offset from track.
I think it would be difficult to distinguish between the pattern of
lights on a road and the lights on a runway in night and in low
visibility. By being stable on the ILS and ignoring visual cues
before DH you eliminate that risk. If you are on track and on glide
at DH, the Approach Lighting System is not something you could
easily ignore in favour of a road half a mile abeam of you. The
entire approach environment is designed with this in mind! But it
doesn’t work 100 ft, 200 ft or 300 ft above DH, as this accident
shows. Of course, this is a very specific and unfortunate situation
– but it is not a unique scenario. A lot of airports have long straight
roads parallel to the runway, and a lot of others have roads or
aprons or carparks in the undershoot. Misidentifying and locking
onto the wrong visual cue almost never happens on the ILS at DH
– but it can easily happen in the last phases of the ILS before DH.

• Instinct and optical illusion can cause you to ‘dive for the lights’
and descend below the glide path or it may (it is happened to
me) cause you to hesitate and level-off when you should be
continuing descent.
• Any track error or drift angle or wind change can cause
disorientation more easily when “visual” is only a murky light
pattern.
• Our instinct to seek and identify expected visual references, in
a pressured moment, can lead us to misidentify and ‘lock on’
to road, car park, apron and taxiway features and/or lights as
‘the runway’.
Because this list of potential errors is so comprehensive, the safest
thing to do at DH if you become visual is……absolutely
nothing……as long as the approach is aligned and the aircraft is
trimmed and stable. If you are stable on the ILS, continuing on that
stable path assures you are not following any false instincts or
visual cues, until (say at 100 - 150 ft) the runway environment is
much clearer and confirmed. If you are not stable, it is inevitable
you need to correct - but the cues available for that correction are
confusing and subject to all the errors listed above.
If an approach to RVR minima is anything other than fully stable
at any point near, at or after the DH, you must go-around
As you become visual, do nothing….other than go-around if
appropriate.

4.3 Use of Autopilot and Flight Director to DH
The most reliable way to assure a stable approach is to use a
dependable coupled autopilot and it is a legal necessity below
800m. Whilst you have to disconnect the AP at its minimum use
height, you should continue to have FD guidance available in the

Do not look up or be distracted by any visual cues before the
DH.
After the DH, the visual landing is not easy in low visibility. It is
tempting to say that, given you are stable, aligned and visual, you
should transition entirely to visual flight. I do not think that is right
for two reasons:
• Firstly, the right thing to do at DH is nothing. The aircraft
should be trimmed and stable. If it is not, go-around. If it is,
you should have the capacity to look down and monitor or
cross-check instruments – at least for the next 10 or so seconds
until 100’ AGL.
• Secondly, there is a risk of visual misjudgement even with
ground references and after DH. It is very easy to misjudge
how you continue on the visual glidepath (the PAPIs will
likely not be visible at DH in RVR below 1000m) and if there
was a drift angle on the ILS, it is also easy to be disorientated
on azimuth.
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So, whilst we cannot depend on the ILS for sole reference below
200 ft, the ILS and Flight Director are available for information
and cross-check. If stable and your visual reference and the ILS
agree, continue. If your visual cues indicate a correction in conflict
with the ILS, I would go around. If at or below 100 ft AGL there is
any need to even think about looking at the ILS, I would go around.
Whilst visual below DH and above 100’ AGL, cross-check the
ILS and Flight Director; go-around rather than manoeuvring in
conflict with the ILS/FD.

4.5 Missed Approach preparation and methods
Even in initial private pilot training, I think we are taught to
“expect every approach to be a go-around”. This gets repeated in
instrument training.
Of course, we tend to ignore this, because almost no approaches
in practice end in a go-around. So whilst we stay current, practice
go-arounds, brief on missed approaches and readback instructions,
I think it is often a bit perfunctory in real life.
If there is one time to really expect and be prepared for a missed
approach, it is in low visibility. It is not just because you may not
get visual reference – if the RVR is at or above minima you most
likely will (the minima are calculated given the geometry of the
approach lighting system in order to assure this and the RVR is
measured and reported in close to real time) – it is also because you
have to be aligned and stable at DH and continuing below, should
go-around if ever the approach needs more than minor corrections.

Fly a low visibility approach (really, truly) expecting to go-around
at any moment.
A missed approach is complicated, and more task intense than
the approach itself. Of course, in training, we are pleased if we can
execute a good missed procedure, hand-flying and completing all
the checks, making the right radio calls, etc.
In real-life, from a low visibility ILS, a missed approach is a
critical manoeuvre. Ideally, one would have all the avionics ready
to sequence, the hold in mind etc, just as we do in training. None
of this matters, only the immediate actions do! You revert to wings
level, pitch up and power up. Any further tasks should be done
grudgingly, one by one, in a stable climb on runway heading.
Just as we use the autopilot on a low-vis ILS, we should use the
autopilot on the missed approach as soon as able. If GPS waypoint
sequencing is not quite right, forget about it – use the AP in pitch
and heading mode. If for some reason you are not using the AP,
also switch off the FD – never fly with a conflicting FD indication
that you are “ignoring” until you set up the GPS properly.
We should also remember that the HB-LSD incident was not a
missed approach. It was an emergency manoeuvre following a nearcatastrophic deviation from an instrument approach. It ended in a
fatal crash, I suspect, because the pilot became disorientated due to
the task load associated with transitioning to the missed procedure.
I do not believe that a 3,200hr pilot, even a very stressed one, could
not have held wings level – pitch up for a minute or two. But I can
easily believe that any single pilot could become distracted and
disorientated trying to perform all the missed approach tasks “as
normal” recovering from 30’ above a road.
If something does not work out right on a low visibility
approach, treat it like an (incipient) emergency and do not worry
about ATC or the details of the missed approach procedure until
the situation is safe and stable, ideally on autopilot and above
1000’ AGL.
Prior to the approach, of course it is good to fully brief MAP
details like “at 4DME or 2000’, which ever is sooner, turn right to
track and hold at the XYZ”. But in the final approach, the selfbriefing mindset should be “wings level, pitch up, power up for
go-around” and nothing more.
Have in mind only 3 actions for the go-around – wings level, pitch
up, power up. Do not consider any other task until stable in the
climb out and then only flap, trim and gear. Leave everything else
until you are on autopilot above 1000’ AGL.

NEW: PC12 Class Rating
EASA TBM Class Rating
EASA PA46 Class Rating
ICAO Licence & Rating Conversions
FAA Training
Instrument Rating
Safety Pilot
RVSM Manual Completion & Training
Bespoke training in high performance aeroplanes
www.oysterair.com
jonathan@oysterair.com
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5. Concluding remarks
We study accidents to learn from them. I have read an old saying
that aviation safety lessons have been earned and paid for by the
accidents of the past. Whilst accidents do not often exactly repeat
themselves, accidents in the community of European PPL/IRs
have sometimes shown repeated patterns, especially in the CFIT
examples I mentioned above. We are a small enough community
that we cannot afford to see a pattern of accidents. Even a single
accident can be a strong signal for how we can try to manage risk
and apply better SOPs and I think this is one such accident.

THE WD AND HO WILLS’ FLYING TRAINING SCHEMES

PPL/IR EUROPE

The WD and HO Wills’ Flying Training
Schemes

I

by Mike Munn

n 1966, 1967 and 1968 WD and HO Wills, the cigarette
manufacturer part of the Imperial Tobacco Group, ran a
promotional pilot training campaign called, unsurprisingly,
‘The Wills Flying Training Scheme’. The Scheme, in
consultation with Rex Smith – Chairman of the British
Light Aviation Centre (BLAC - now AOPA), provided for the
full training to PPL standard of sixty individuals each year,
including the issue of a Board of Trade (BofT) private pilot’s
licence plus the possibility of winning a new Piper Cherokee 140
with operating costs. The exercise also provided good quality
training assessment information and feedback to both the BLAC
and BofT (now CAA).
The selection process was undertaken by 140,000 applicants,
initially by post completing a series of simple yes/no answers
to some 50/60 general questions – the only question that I can
remember is – ‘If you knew that you were not going to be caught
would you smuggle something through customs – yes/no’! I duly
applied and must have answered correctly as I managed to pass
this section of the selection process for the 1968 year.
Thus 120 individuals were allocated six each to one of twenty
local UK flying schools/clubs for one or two days of further
tests and selection. I was allocated the Luton Flying Club at
Luton airport. The selection process comprised one to two hour
written speed tests on simple aeronautical and general questions
mostly with multiple choice answers – what speed is 100 km/
hour in MPH? During the day each candidate was taken on a
brief air experience flight to assess their spatial awareness and
flying aptitude. My flight was in G-ASVF, one of the club’s new
Cessna 150 E aircraft. The initial take-off was done by the CFI
(Howard Brunt) who handed over controls and directed a few
simple turns at the same time as asking ‘which way is North?’.
Returning to the circuit I was instructed to apply full manual flap
(40 degrees - operated by mechanical manual flap lever) and to
descend to the threshold of grass runway 36 which appeared to
be almost vertically below us – prompted when to flare and land.
I must have impressed as I was selected as one of the three final
candidates for full training at Luton Flying Club.
Similarly, in total some 59 other individuals were selected
for training up to PPL standard at 20 flying clubs throughout
the UK. Some of the clubs operated the 35 hour approved
BofT course whilst other ran the 45 hour non approved course.
Luton operated the 35 hour approved course. The sponsors
provided all the equipment required for the course including
charts, instruction manuals, Dalton Flight Computer, flight log
book, knee pad and club membership. The requirement was to
complete the PPL training within 3-4 months, ready for a critical
flight assessment test carried out by one of the ‘trappers’ from
the RAF Central Flying School – more of that later. Thus started
my free training to PPL standard.
I can mention here that the norm for light aircraft in those
days was – no headsets - listen for cabin loudspeaker in the roof,
a handheld microphone and a perverse DI that I could never get

to grips with which had a small ‘letterbox’ window with lubber
line inside of which a degree graduated horizontal drum rotated.
To this day, I could never figure which way initially to turn onto
a new heading – I always made slight turn to check increasing
or decreasing numbers. There was, of course, no ADF nor VOR
and 360 channel radio with 50Hz spacing. GPS was still in the
future.
The training progressed quite quickly as it was not restrained
by cost and the instructors were keen to teach each of the three
applicants so hours built rapidly. We did many things during
training which may or not have been in the syllabus in those
days but definitely are not allowed in the current syllabus. Climb
to 4/5,000 ft and stop the engine and restart without use of the
starter motor(!), fully developed spins from glide and poweron configurations, max-rate side slip descents and mixing it on
short final 24 grass with commercial traffic on the convergent
26 hard main runway (DAN Air with their Comet 4’s , Court
Line with their fluorescent coloured BAC1-11’s and Britannia
Airways with their early 737’s and Britannia turboprops, etc.).
Real PFL’s out in countryside and actually landing when once
I decided to get out and drag the aircraft back into the hedge to
maximise the take-off distance! Luton also had a northerly grass
runway 18/36 with the threshold of 36 close to mid length and
just north of the main 08/26; this created some anxious moments
with the commercial traffic.
Cross country flights dual and solo were done with chart,
ruler and stopwatch; the initial solo cross country was Luton
- Stapleford Tawney - Luton followed by Luton - Ipswich Stapleford - Elstree - Luton and finally Luton - Staverton - Luton
via a turning point. The cross-country flights, especially the solo
ones, were always started directly overhead Luton, usually with
the comforting words from ATC - ‘hope to see you later today’!
This was the year 1968 when filming was being done for the
film ‘Battle of Britain’ and on one return from cross country I
was very closely accompanied by a Mitchell B25 camera plane
painted dayglow red and green port/starboard respectively also
returning to Luton (see pictures in the Prune website under Luton
History page 17/177).
Towards the end of the course it became clear to me that the
other two candidates had for various reasons dropped out of
training and I was the only Luton trainee left. So, in addition to
the PPL training, a special effort was made by the instructors to
train me to a higher standard than that required for the normal
PPL for the forthcoming critical flight test with one of the
trappers from the RAF Central Flying School Examining Wing.
This was arranged by Wills whereby the same CFS examiner (in
this case Flt Lt J Clifton Hemsley) attended each of the twenty
flight schools to test, mark and rate the best student from each
location. The same Flt Lt Hemsley also undertook this examining
task for the previous 1967 scheme and also, I believe, for the
earlier 1966 scheme, providing valuable training feedback to the
BLAC. The critical flight test in the C150 lasted an hour and half
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and followed a similar regime to that for PPL issue but of course
done with the critical eyes of an experienced examining service
officer who said little but wrote a lot. I well remember his few
words on short final glide approach for runway 36 – ‘I think we
are shortly going to require some power’ – to avoid touching
down on the main 08/26 concrete.
The examining officers’ reports and full comments for both
1967 and 1968 can still be seen in the archives of Flight magazine
dated 16th May 1968 and 14th November 1968 in the Sport and
Leisure sections and make interesting reading.
Well, all that was a wonderful experience – but more was to
come!
The number one candidate from each of the twenty flying
schools accompanied by the Club CFI was invited to an allexpenses paid two day public event on 7th and 8th September
1968 at Oxford Kidlington for the Grand Finals Air Display
organised by Wills in conjunction with CSE. The display
included an air display by the Red Arrows (Folland Gnats at
the time), English Electric Lightning solo display, RAF Falcons
parachute team, helicopter and glider aerobatics, etc. But more
importantly for the candidates, a further round of testing and
interviews to decide the winner of the competition with a public
presentation of the new Piper Cherokee 140.
First, there were several hours of PPL standard and higher
level questions on all the usual flying subjects, both written and
verbal. This was followed by a 15 minute individual interview
with an eminent interview board comprising:
• Marshall of the Royal Airforce – Sir Dermot Boyle
• Group Captain Douglas Bader D.S.O D.F.C.
• Captain Jack Nicholl – BOAC general manager flight
training
• Captain William Jefferson Johnson – BEA (Operations
Division) training manager
• Air Commodore I G Broom – Air Officer Commanding and
Commandant of the Royal Airforce Flying School

That was some interview! One question I remember, not
surprisingly, was ‘What will you do with the new Cherokee
140 aeroplane (G-AWBG) which you hope to win at the end of
today?’ The Cherokee 140 was valued at £7,200 and came with
£500 for first year insurance and maintenance. There were other
prizes of £250 for second place and £100 for third plus £25 for
all the remaining finalists plus a nice oak table box with brass
inscribed plate containing some 300 or so State Express 555
cigarettes!
The marking from the individual CFS flying tests, the onsite
verbal and written tests and the results of the board interview
were collated and the winner together with second and third were
announced later in the day at a public presentation of individual
licences and log books for all participants. I like to think I came
4th – is anyone out there who also participated in the Scheme instructor or student? The whole experience was extremely well
thought out, planned and executed (How on earth do you get a
Marshall of the Royal Airforce to sit on such a board?) – and
above all generous. To put some perspective on the prize figures
indicated above, a typical solo rental for an Auster would have
been £5 and 5 shillings per hour and for a Cessna 150 about
£3 and 10 shillings – with only a few shillings more for dual –
happy days!
Did you have to smoke to be eligible – No!
Is G-AWBG is still flying? – Yes!
Subsequently for me, family life and work intervened so I had
some years with no flying. However, in the late 70’s I checked
with the CAA what I needed to do to regain my lapsed PPL but
in the end, decided to revisit the whole training programme – this
time at Cranfield. Crucially, I never did disclose my previous
training. This in turn raised a few eyebrows when the instructor
announced that Mike was going solo after 3 or so hours to which
the club owner and I assume aircraft owner, declared ‘not b----y
likely, this is ridiculous I am going with him!’ RIP Kestrel Flying
Club and owner Tim Merritt.

Aircraft Insurance

Are you paying too much?
• Get an instant quote online

• Spread your premiums for free

• Select the cover you want

• 24-Hour claims hotline service

To ﬁnd out more go to Visicover.com
Authorised and regulated by the Financial Conduct Authority
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Visicover is a unique
service that lets you
buy and manage your
aeroplane or helicopter
insurance online
whenever it suits you.
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APPROACH CHART QUIZ - COLMAR HOUSSEN

Approach Chart Quiz
Colmar LFGA
olmar is situated in the Alsace region, in north eastern France. The town claims to be the capital of Alsace wine. Several PPL/IR
Europe members have posted glowing tributes to Colmar on the Forum. The airport has customs, providing prior notice is given,
Avgas, GA friendly administration, a position close to a beautiful town and region, instrument approaches and the potential to be
a useful stopping point enroute to other destinations further afield.
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5. If you have to take up the hold
because of a missed approach will
the hold be right or left handed?





3. If you decide to descend at a speed
of 115kt what descent rate should
you maintain?

6. If when you break cloud the PAPI
indicates red should you stop
descending or maintain your
descent profile?



  





2. How far is the Final Approach Fix
from the Threshold?

4. For the LNAV approach what is the
minimum descent altitude, and the
minimum visibility?
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1. What is the minimum altitude on
the leg from the Intermediate Fix to
the Final Approach Fix?
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Looking at the RNAV approach
to runway 19 here are five basic
questions:
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Answers on page 23
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A Project Aircraft

‘P

14

by Paul Sherry
aul, I don’t know whether this would interest you, but …’ were the introductory words in the second call.
That conversation triggered a process that started in July 2016 and has only just come to completion ... as
much as one ever completes an aircraft rebuild and refurbishment project!
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That first, and unexpected, call came on
a Thursday morning in July 2016. It was,
somewhat unusually, a quiet clinic. My
mobile buzzed and I looked at the screen.
The caller turned out to be someone from
whom I hadn’t heard for quite some years
– Derrick Ings. Derrick and I have been
in intermittent contact ever the Piper UK
dealership was based at Bournemouth. I
was considering buying my first aircraft
at the time. He had a used TB20 for sale
in which I was interested but decided that
it was probably too much aircraft for a
first time owner.
We had kept in loose touch over
the years. Derrick knew that I had
been involved with a Jetprop and had a
client who was interested in finding out
more about that aircraft. The discussion
then turned a little more general and I
mentioned that I was actually between
aircraft at that moment in time and giving
some consideration as to next aviation
steps. Years previously I had owned a
Seneca II in which we had had lots of fun
and I mentioned that I might be minded
to return to flying a twin – most likely a
Seneca. I had been browsing the aviation
‘for sale’ websites and rather liked the
idea of a Seneca V. But funds were not
unlimited (are they ever?) and there was
only a group of two people involved.
Most of the Seneca V’s around for sale
at that time were either way out of our
budget range or, if not, then it was highly
likely that serious money would have
to be spent addressing matters like high
hours and time expired engines and/or
avionic changes (even fairly basic ones to
achieve SBAS compliance, ADS-B, etc).
The conversation ended with Derrick
offering to keep an eye out if anything
interesting crossed his path and myself
filing that information away under the
‘interesting discussion box but with little
expectation that much would come of it –
at least in the short to medium term.
But it was actually the following
day that the phone rang again with the
opening lines above…
Why a piston twin? Why a Seneca?
When it comes to the choice of a single
engined versus a twin engined aircraft
then the debate rages back and forth –
and there likely will never be a final
answer. Statistically twins are no safer
than singles and many of our members
have undertaken long trips, across
large expanses of water, in singles. The

arguments are well rehearsed and I will
not repeat them all here. But our choice
is to prefer to fly a twin, assuming it fits
within the overall allocated annual flying
budget. We accept that, in the first few
moments of flight, the statistical chance
of an engine failure is twice that of a
single – and the consequences of that
failure are well known. However the
time of risk exposure is usually short
and once the aircraft has accelerated to a
significant margin about Vyse (best rate
of climb speed single engine or ‘blue
line’) then the consequences of an engine
failure should be minimal – assuming the
appropriate procedures are followed in an
organised and timely manner.
I have experienced two piston engine
‘failures’ in 15 years of flying. Both were
in twins and both were a non-event as they
occurred in a cruise climb scenario. In
one, I suffered moderate vibration on one
and quickly identified a cylinder failure
by means of a multi-channel digital
engine monitor (personally I would
prefer to have such an engine monitor
in any higher performance aircraft). I
was en route from Liverpool to our then
maintenance base and just short of half
way there. Pulling the power back to zero
thrust eliminated all abnormal indications
and as oil pressure and temperature
remained stable I completed the flight
as planned. In the second (flying with
another of our members – Phil Morris) we
had a suddenly fluctuating MAP climbing
through FL170 over Birmingham en
route to a PPL/IR Europe meeting. We
diagnosed a likely turbocharger failure
(which subsequently proved correct) and
performed a precautionary in flight shut
down. There were no other abnormal
indications. Having informed ATC of the
problem we then turned around and did a
gentle drift down back toward our home
base and landed single engine. No drama
at all – except we did forget to brief
our passenger before we shut down the
engine! Fortunately she was experienced
in GA and did not panic.
What about the choice of a Seneca
compared to other aircraft in the market?
If you ask ‘n’ pilots about which is the
best piston twin (or indeed any aircraft)
then you will get ‘n+1’ opinions. In other
words – there is no right answer. It is a
complicated mix of mission requirements,
personal preferences (including those of
likely passengers) and finances.
As the twin/single decision had
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already been made, we looked at what was available that was
still in production - mainly because our experience is that, in the
round, spare parts and support are easier to source. If practicable
we wished to stay under the 2000kg MTOW limit for all the well
known reasons. The ‘long list’ of such aircraft is actually not that
long – a Beech Baron 58, a Piper Seneca V, Diamond Aircraft
with the DA42 and DA62, the Partenavia PN68, and the Tecnam
P2006T. The Baron cannot be operated under the 2 tonne limit
and recent models with the more ‘industry standard’ control layout
were well out of budget. The Tecnam did not really fit our mission
requirements and although I have a soft spot for the Partenavia (I
did my multi-engine rating on one) it is not as well supported or in
such widespread use. The Diamond DA62, although very capable,
is too new and thus well outside the budget so the short list came
down to the Piper Seneca and the Diamond DA42.
We did manage to find a couple of DA42’s for sale in Europe
that might be affordable albeit at the upper end of our budget
range. They do seem to keep their value. So I arranged a test flight
– the second time I had flown a DA42. And this is where perhaps
heart and head collided. The truth is that I just do not care for
the DA42, and neither does the significant other (who is keeper
of the privy purse). It is a technically accomplished aircraft with
much to recommend it. But for quite a few reasons (probably not
very good ones) we just preferred the Seneca. Here our engineer,
Rob Doherty of Aerotech at Coventry, helped out insofar that
his experience is that Seneca’s are no more expensive to operate
than DA42’s, when all costs are taken into account. The stand out
attraction for the DA42 is the low fuel burn of JetA1 thus burning a
smaller volume of a cheaper fuel. However there is a saying -‘fuel
is the cheapest thing you put in the aircraft’. Taking capital costs,
annual operating costs and direct operating costs into account then
the equivalent hourly operating costs are not actually that different.
What, of course, we are saying is that a Seneca was probably our
preference and then we found a number of reasons to justify that
decision! As have many other owner/pilots because we all believe
the aircraft we own is the best, and there is nothing wrong with
that.
N199PS
Coming back to the story of how we acquired our current aircraft,
Derrick informed me that he had something that may, or may not,
interest us. He was aware of a low time Seneca V that had been
involved in a landing incident in September 2011 and for many,
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varied reasons, had never flown again. Further discussion revealed
that one of our current PPL/IR Europe members, Howard Gold,
had been closely involved in the ownership and operation of the
aircraft although he was not on board at the time of the incident.
A misjudged landing on a slightly downhill and somewhat short
runway had resulted in a heavier than planned ground contact
with noticeable damage to the right propeller, a shock loaded right
engine, and some apparent ‘oil canning’ of a riveted wing skin panel
close to the right main undercarriage leg with suspected damage to
the right wing structure in the location of the undercarriage main
attachment points to the airframe.
Unsurprisingly, in the light of the projected costs of recovery
and repair, there was insurance involvement. To cut what
I am led to believe is a very long and tortuous story short, the
aircraft subsequently became an insurance write off. It remained
at the same airport for approximately two years with minimal
preventative maintenance and was eventually dissembled (props,
engines, wings, horizontal stabilator all removed) and recovered
to a maintenance facility in Bournemouth. There it sat as a ‘kit of
parts’ waiting for someone with complete lack of any insight to
spend the time and effort (and perhaps some money) on restoring
it to flying status.
Clearly in such a project there are some real risks – most of
them financial. It is not the first time that I have been involved
in buying an accident damaged aircraft – indeed our US sourced
Jetprop had been subject to quite serious front end damage when
a pilot lost control on an icy runway and slid the aircraft at a
measurable speed into a snow bank. But my experience of that
aircraft was that, carefully assessed, accident damaged aircraft can
present interesting opportunities. They are almost always sold at
a substantial discount. The difference here was that our previous
aircraft had been accident damaged but subsequently repaired so
the price differential would reflect only the discounted market
value. N199PS presented a completely different set of challenges
insofar that it would be our responsibility (and risk) to restore
the aircraft to flight status. And even with the best engineering
assessment you never know quite what you are going to find until
you really start taking things apart. The term ‘sold as is, where is’
takes on a whole new meaning…..
Undertaking a project of this magnitude requires an engineering
and maintenance team that you can totally trust to ‘do the right
thing’ but also to be realistic. The aim is to restore the aircraft to
flying status in a safe and practical way – but perhaps not to try and
put the aircraft back to the way it was when it came off the original
factory production line (in the final analysis it probably turned
out almost better than new in so many ways). Fortunately I had
worked with such a team – Aerotech based at Coventry and run
by Rob Doherty. Firstly I had known them for more than twelve
years. And secondly they knew me. This was going to have to be
a team effort.
So, if we were interested in such a huge undertaking, then
the next step was as thorough an engineering (and associated
paperwork) assessment as practicable. Rob was therefore asked to
liaise with the engineering shop where the aircraft was currently
stored and make arrangements for a survey. The reports came back
from Rob as generally favourable. The aircraft had been properly
stored between 2013 and 2016 in a dry environment. Exposed parts
had suffered some superficial corrosion damage from being parked
outside, unmaintained, in a salt laden near sea airport for two years
but there was no evidence of any deeper corrosion. Surprisingly
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the window transparencies had remarkably little sun damage and aircraft of this era and equipment levels and tried to get an idea of
the interior had apparently remained dry and broadly unaffected. what price similar aircraft might change hands. This in itself is not
None of the avionics had ‘disappeared’. All the paperwork easy as light twins are not exactly in the ascendancy in popularity
appeared to be available and in order including the documentation at this time. But we did our best and in this Derrick Ings proved
supporting the VAT status of the aircraft on importation to the his worth by sharing some of his market knowledge. That said,
European Economic Area. (A piece of friendly advice – don’t ever most aircraft for sale were with high time/time expired engines
buy an aircraft where you are not completely certain of the EEA and props so some level of price correction needed to be applied
VAT status. It can prove unpleasant – and expensive. Don’t ask me – especially if we were to have the engines and props overhauled
how I know…)
and effectively reset the clock. We followed roughly the same
The airframe was that of a 1998 Seneca V with a total of 908 process for the avionics bearing in mind what we believed would
hours total time airborne – a very low number for a then 18 year be sensible investments to bring the aircraft broadly in line with
old aircraft. It still had all the original equipment. Seneca’s of that what most pilots would feel was appropriate for the current period.
era were quite generously equipped. For those readers who have Finally we asked Rob Doherty for his best guess of the amount
had experience of the older versions then there have been quite a of work needed to re-assemble the aircraft and overhaul and/or
few changes over the years. Probably the most significant is that replace any necessary parts and of course that had to be exactly
the fixed wastegate turbochargers that make use of the throttle that - a best guess.
levers so sensitive have been upgraded to offer automatic altitude
So we now had an approximate value of what we thought the
compensation. In other words, the pilot sets the power (MAP) aircraft might be worth on the open market if we had to sell it. From
they need and (if properly adjusted) the turbocharger wastegate that we deducted an approximate cost of two engine overhauls,
controllers do the rest in both the climb and the descent. As the two prop overhauls, some avionics work, and Aerotech’s estimate
aircraft climbs then the altitude compensator senses the density of their required work including parts. Take away from that some
altitude change and automatically adjusts the turbocharger contingency and an allowance for accident damage and you come
workload to maintain close to the same MAP. The same is true to a number. At least that’s the theory….
in the descent. Other changes include a significant increase in the
The initial suggested sale price for the ‘kit of aircraft parts’ did
maximum zero fuel weight, electric flaps, air conditioning, factory not, in our opinion, allow any margin for unforeseens nor did it take
fitted oxygen, an upgraded heating system and a much improved into account the amount of work that needed to be done – either in
interior.
house by Aerotech or any other external workshops with which we
Both engines were original - fitted in 1998. The right engine may need to contract. When this was pointed out, it is fair to say
had been removed and subjected to a shock loading inspection that the proposed sale price was adjusted to the point where we felt
following the incident in 2011. To the best of our knowledge it had there was a sufficient safety margin between what we believed we
been preserved with the appropriate process on completion of the were going to have to spend and a fair market value for the aircraft
inspection. The left engine, now 18 years old, was an unknown. if it needed to be sold following refurbishment. I should make it
Neither engine had been actively managed since the incident. clear at this point that we had no intention of taking on this project
The left propeller was now also probably in need of some work. with a plan to sell the aircraft on completion. We were doing it
However the right propeller was brand new having been replaced because we wanted to fly it. But there had to be some sensible
in 2011. It had never actually flown.
relationship between a projected sale price and the costs of putting
On the avionic side, the standard equipment of the early it all back together.
Seneca V’s included the KFC150 attitude based autopilot
So in late July of 2016 the deal was done and we were now the
(which I personally much prefer to rate based autopilots fitted owner of a very large Airfix kit!
to Seneca’s from about year 2000
onward), KN62 DME, KR87 ADF,
Stormscope and colour weather
radar. N199PS must also have been
one of the early aircraft in the Piper
production process to be fitted with
dual Garmin GNS430’s. Garmin
launched the GNS430 in 1998 –
the same year that N199PS rolled
out of the factory. Of course what
we did not know, and could not
practically test, is whether there
were any avionics issues that had
arisen through lack of use. A very
real possibility….
How much is such an aircraft
in this condition worth? That’s a
difficult question to answer but the
 Carries six adults at nearly 300 ktas
 Flies up to 1,450 nm with NBAA IFR
process we applied went something
reserves
 Large, quiet, air-conditioned, luxury cabin
like this…we researched the
aviation websites for ‘for sale’
 Can land on a 2,133 ft (650 m) runway
 Climbs to 31,000 ft in under 22 minutes

High Performance
Aircraft Hire
EASA registered TBM 700C2

Available for class training and private hire to suitably qualified pilots with more than 750hrs TT
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OCTOBER SUN

October Sun
by Phil Caiger

I

t was late October and
unusually for the UK, we’d
had a good summer but all
too soon, autumn leaves were
falling … we simply didn’t
feel ready for the good weather
to end. So, how best to recapture
a bit of summer sun before
giving in to the inevitable? I
hadn’t been to Morocco since
1994, when my wife and I hired
a Renault 4, the “scorpion du
désert” – or so we were told
- and drove all over the place
from the sea to the Sahara with
no particular plan in mind.
Perhaps it was time for a quick
rediscovery?
And so, we planned a few
days, Biggin Hill to Valladolid
in Spain where we would
overnight and then on to Fes
for a few days exploring a city
we hadn’t visited all those years
ago. I admit to being a little
apprehensive about the place – I
vividly recall being quite unwell
in Marrakesh (you never seem to be quite sure what it was you ate
that caused it) and with so much hassle from street vendors and
people purporting to be guides as well, it wasn’t much fun – but I
read that Fes was smaller and more pleasant. There was no special
planning needed for Fes – Morocco is within the Eurocontrol area
so just a flight plan and an email to arrange handling. I like hotels
with a bit of character and found, using Booking.com of course, a
traditional “Riad” in the centre of the old town on the edge of the
medina.
The flights were straight forward and we parked up on the large
empty apron at Fes to be met by various officials who checked
passports and instructed us to take the aircraft documents to a little
office on the airfield which we duly did and waited while they
were photocopied. There was some confusion with refuelling as
they would not accept our AirBP card, credit card or cash (we had
some US dollars just in case) … they made a few phone calls and
then proceeded to refuel the aircraft anyway while I wondered how
on earth we were expected to pay for it! We decided not to worry
about it, after all, we had full tanks now (!) and went off to the
deserted terminal, picked up some local currency and a taxi to the
hotel.
It was dark by now and our taxi driver, who didn’t speak any
English (or French for that matter) was taking us into some very
dark, unlit, narrow streets in what we assumed was the old town
but could really have been anywhere and then finally stopped on
a corner and gestured for us to get out. We assumed we’d arrived
but there was nothing that remotely resembled a hotel – just dark
and dirty streets and some rather dubious characters hanging

18

INSTRUMENT PILOT • SPRING 2019

around the now stationary
car. Slightly nervously, we
did as we were instructed
and as we did so, one of the
people hanging around the
car told us, in English, that
he’d take us to the hotel
which was, he alleged, up
some other narrow, dark
street to which he pointed.
Who was this guy and how
did he know where we were
staying? Were we going to get
robbed? This could have been
very stupid but we followed
him regardless up the street to
an unmarked heavy wooden
door where he knocked and
after a short delay was opened
by someone on the inside. We
followed him in … and much
to our relief, it really was
our Riad! It seems the taxi
driver had called ahead and
not knowing where the hotel
was, had obviously agreed to
meet one of the hotel staff to
escort us! The Riad was fabulous and full of character just as we’d
hoped; as an added bonus we seemed to be the only guests too!
They prepared a fantastic lamb tajine for us and after a couple of
beers it was time for bed.
In the morning, at breakfast, we arranged with the hotel to
find us a guide to show us around the town and mid-morning he
arrived and off we went. The old town and medina was just as
we’d hoped: smaller, with far fewer tourists than Marrakesh, yet
fascinating and we received no hassle from locals at all. We visited
the market stalls, comprising a multitude of butchers (with all the
unrefrigerated meat on display – complete with sheep or goat’s
heads), spice stalls, fruit stalls, fish stalls – all in unexpectedly
clean looking but very narrow streets. Men with carts, laden with
produce, were constantly trying to get past and we soon learned
to recognise their shouts warning us to get out of the way. We
probably visited all the major tourist sights including a beautiful
mosque, a small madrassa (Islamic school) but the one that sticks
in my mind the most was the tannery … the smell was quite
overpowering and I was surprised to see men still washing and
treating the animal skins without any form of skin protection just
as they must have done for hundreds of years. We had a superb
day wandering around which we continued on our own for the
remainder of the day after the guide had done his bit and left us to
have lunch.
In the evening the mystery of the fuel was revealed, a phone call
informed me that they would send someone to collect payment at
our hotel and sure enough, the following morning, someone from
the fuel company drove all the way from Rabat, took payment

OCTOBER SUN

from my credit card and drove all the way back to Rabat again!
The Riad had a roof terrace which had a great view of the town
and surrounding countryside including a large cemetery(!) on
which we enjoyed the remaining sunshine with our evening drinks.
Dinner at the Riad was again superb – there was no menu – we just
ate whatever we were presented with and this time we were joined
in the hotel by a number of other guests.
The journey home again was just as easy as on the way out: a
taxi back to the airport, pay the airport fees and out to the plane.
If you haven’t yet ventured into Morocco by your own aircraft –
I highly recommend you do. It is as easy as travelling to any part of
Europe but the destination is startlingly different. Fes, in particular,
was pleasant, interesting and in reality, not that far from Spain. We
will certainly return when the opportunity arises, to revisit some of
the places we went to 25 years ago and a few new ones as well …
we might even dare to venture back to Marrakesh again!
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Left: Riad roof terrace and courtyard. Right top to bottom: Market stalls,
Mausoleum of Moulay Idriss. Opposite page: Working at the tannery.
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EVENTS

Events
Dates
10th - 13th April

Event
AeroExpo

Location
EDNY Friedrichshafen:

PPL/IR Europe will have a stand at Europe’s leading GA show
18th May

Spring
The Spring meeting will be hosted at EBOS Ostend Airport with easy access
conference
by air or road. If arriving by air, a full briefing document will be sent about 1
& AGM
week prior to the meeting.
Programme (provisional):
09:00 Registration and Coffee
11:00 Opening and Welcome - Colin Williamson
11:15 TBA - Talks around the subject of ATC and Flight Planning
12:45 Lunch
14:00 TBA - Talks around the subject of ATC and Flight Planning
15:30 AGM - Recommendations for the legal AGM in the UK
16:00 Close
Pre-Meeting Dinner:
We intend to hold a dinner the night before the event (Friday 17th May) in the Hotel Ter Streep in Ostend in
case people would like to travel over the night before or make a weekend of it. The cost for the dinner will be
€50 per head. We have negotiated some favourable rates with the hotel and when booking please mention the
event.
Single room 69,00 € + 2,20 € city tax
Twin room
79,00 € + 2,20 € city tax
Triple room 109,00 € + 2,20 € city tax
Fees:
Registration: £50/€55 per person, to cover room rental, tea/coffee, buffet lunch, speaker travel costs and other
local expenses to be paid by paypal on registration. Parking and Landing fees for aircraft will be collected during
the lunch hour. If you require refuelling, we suggest you arrive early and book it in advance. Free car parking is
available directly in front of the conference venue.
13th - 15th June

AeroExpo

EGTB Wycombe (Booker)

PPL/IR Europe will have a stand at the UK’s biggest GA show.
3rd - 12th
September

European
Flying Tour

TBA

Further details TBA
The following additional events during 2019 are envisaged and more details will be available in due course:
• Advanced Engine Management at Kortrijk in June
• Float plane flying at Biscarosse in July / August.
• LAA Rally at Sywell
• Weather Seminar at Kortrijk
• PBN Seminar
• Christmas Market weekend in December
20
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Anatomy of a TMA Bust

T

by David M. Abrahamson

his report describes how, as pilot in command, I managed
to stray into Basle-Mulhouse TMA3 (Class D Airspace)
without radio contact. I started flying in 1962 and have
been instrument rated since 1969. This was the first time
I have flown into controlled airspace without clearance.
The bottom line appears simple, while dealing with a small
communications problem I forgot the adage “Aviate, Navigate
and Communicate” and failed to pay sufficient attention to my
navigation. However, in common with other such incidents, a
series of related events preceded this classic example of pilot error.
The first part of this report describes the background to the
incident and the second provides an analysis of my actions;
it demonstrates problems related to human performance and
limitations. Hopefully the story will help prevent other pilots from
making similar mistakes.
Before selling my aircraft G-JAKI (a Mooney Ovation), I met
the prospective purchaser at Duxford and we flew together via
Jersey and La Rochelle to his home base in Germany for a pre-sale
inspection. This was my first visit to Bremgarten (EDTG) and on
approach he pointed out a number of local features. One of them,
prohibited area LF(P)-36, stuck in my mind and as you will see,
subsequently had a role to play in what was to follow. Located
next to the airfield, this area surrounds France’s first nuclear power
station, built on the west bank of the river Rhine about as far to the
east as possible on the French side of the border.
Although both the fuel flow transducer and alternator had failed
while enroute to Bremgarten, the aircraft passed its inspection and
after some negotiation, the sale was agreed. When we had shaken
hands on the deal the new owner suggested I may like to continue
flying the Mooney. Naturally, this came as an unexpected and most
pleasant surprise and so five months later, I returned to Bremgarten
with my wife to take D-EDKA (the aircraft’s new registration) on a
two-week touring trip across France, Portugal and Spain.
La Rochelle was to be our first destination and my flight
planning software found a number of IFR routes (all to the north
via Strasbourg) along with a selection of VFR-first routes to the
west of Bremgarten. Being unfamiliar with the area, I studied the
charts before departure and with the help of Sky Demon, carefully
plotted a route which would keep us out of controlled airspace until
changing from VFR to IFR at Rolampont VOR (RLP). Having seen
several early morning departures from runway 05, my plan was to
leave Bremgarten to the north and on reaching a distinctive bend
in the road shortly after passing the northern end of prohibited area
LF(P)-36, turn west towards the VOR climbing initially to 6,000
ft until clear of controlled airspace (Basle-Mulhouse TMA base
6,200 ft in that area) before climbing to 8,000 ft (which would
keep me clear of controlled airspace—above some and below
others) before joining airways.
However, take-off from Bremgarten was to the southwest
(runway 23) and when airborne, having received no onward
clearance from the tower, I called them again and was told I should
contact Langen. Once clear of the southern end of the prohibited
area, I turned towards the north and flew around the outside of
the area before setting course in a westerly direction towards the
high ground. However, being unable to establish radio contact with

Langen, I called Bremgarten again and this time was advised to
call Zurich instead; in this regard, my first attempt to reach Langen
had been using the number two radio (which had been fitted to the
aircraft earlier that morning) and my initial thoughts were that the
radio was not functioning and I would have to return to the field.
After a short delay (the controller was busy with other traffic)
I spoke to Zurich, reported my position and was told to call Basle.
If I had been familiar with the local area this is what I would,
and clearly should, have done to start with. Unfortunately, while
keeping an eye out for other aircraft and struggling with the radio
(I now know I would have been unable to make contact with
Langen from my present position much below 3,500 ft), I failed
to pay enough attention to my track over the ground and altitude;
my plan had been to level out at 6,000 ft before reaching the high
ground to the west while remaining clear of the Basle TMA to the
north of the power station.
By the time I made contact with Basle ATC (some eight or nine
minutes into the flight), I had climbed into controlled airspace and
had already passed through 4,500 ft. I was extremely surprised to
be told I was in their TMA—I still thought the base was well above
me at 6,200 ft. Naturally I apologized for my actions and any
inconvenience caused. Subsequently, ATC advised me in writing
that “One IFR flight was slightly delayed but safety was assured.”
The remainder of the flight was uneventful and while things
were still fresh in my mind, after landing at La Rochelle I made
a written note of what had happened at the start of the flight. So,
what went wrong and what were the contributory factors leading
to this unnecessary infringement of Basle’s TMA?
When we arrived in Bremgarten I was surprised to find the
number two radio (a KX165) had been removed from the panel—
the new owner was replacing it with an 8.33kHz model but delivery
had been delayed. Since he only flies VFR he could make do with
one radio but for our trip I would need two. Happily, the local
maintenance base agreed to fit a replacement unit in the morning
before our departure.
The next hiccup was downloading the latest database for the
Garmin 530. I had already ordered an update from Jeppesen but
when I ran the software on the maintenance base’s computer, it
failed to load. About half an hour later, after numerous attempts
on two computers, I finally succeeded in transferring the database
to the memory card and apart from flight planning and a pre-flight
inspection, everything seemed set to go.
The night before I had changed the Mooney’s registration from
G-JAKI to D-EDKA in my favourite flight planning software’s
database, so I quickly selected the aircraft and route I had planned
and filed the flight plan. But in response to my submission, I
received a message indicating that there had been a system error.
Rather than delay further while trying to work out what was
wrong, I logged onto the IAA’s online flight planning system and
filed the plan with them instead. However, just as we were heading
out to the ramp, I received an SMS notification indicating that the
original plan had been filed. So I called AIS in Shannon and told
them there was no need to file my plan with Brussels. The only
other delay we had prior to departure was waiting for life jackets
which had been left in the owner’s house.
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Below: Section of Jeppesen E(LO) 3/4 enroute chart showing Strasbourg in top righthand corner, Basle-Mulhouse in bottom righthand corner and
Rolampont VOR close to lower lefthand edge; Bremgarten (EDTG) is under waypoint BEGAR beside lower righthand edge of chart.

Once airborne I climbed to 2,000 ft and flew around the edge
of the prohibited area by hand until passing west abeam the power
station. I then started a 500 ft/min climb, turned towards Rolampont
(the VOR was out of range some 90nm to the west) and after
selecting direct to RLP on the Garmin 530, engaged the autopilot.
The weather was severe clear and I could see high ground to the
left. However, had I paid more attention to the flight log on my
knee-board, I might have noticed that the track to RLP shown on
the Garmin was 269˚ rather than 267˚as planned—but at the time
I was preoccupied trying to make radio contact with ATC. The 1
in 60 rule reveals a 2˚ error at 90nm would have put me some 3nm
south of my planned route—about 1nm inside the Basle-Mulhouse
TMA3 Class D airspace. Since the Mooney climbs at 140kts, there
would have been no infringement if I had delayed my turn by just
one minute.
I remembered dismissing the Garmin’s “Airspace ahead...”
warning message without any thought because I knew I would be
levelling out at 6,000 ft, 200 ft below the base of the TMA. On
reflection, this was probably the main factor behind the bust—the
countryside west of the power station contains a lot of similar small
towns, villages and roads with few, if any, distinguishing features,
making precise VFR navigation somewhat challenging.
In hindsight, I misjudged my position when west abeam the
power station and ended up flying more or less parallel to my
planned route but some 3nm to the south and this put me under a
different segment of the Basle TMA. Unfortunately, I have a bad
habit of flying close to the Dublin CTA boundary—I know the area
well on the ground and I am sure that this, too, had a bearing on
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my actions.
It turned out that ATC had two problems with the flight: the TMA
infringement and an apparent lack of a flight plan for D-EDKA
which meant they had no idea what my intentions were. You will
recall my mention of flight planning difficulties prior to departure.
Well, what I failed to spot on receipt of the SMS notification
indicating the flight plan had been filed, was that the system had
automagically changed the aircraft’s call-sign back to G-JAKI. As
a result, none of the controllers were expecting D-EDKA. Basle
ATC eventually realized what was wrong and to avoid further
confusion, for the rest of the flight I changed the squawk identifier
back to G-JAKI.
Why did not I spot the problem on Sky Demon’s moving map,
notice the TMA boundary on the Garmin 530’s display or simply
ask my wife for assistance to help reduce the workload? In terms
of Sky Demon, my iPad is a wifi model (with no GPS capability),
so I only used it for flight planning. The Garmin’s auto zoom map
feature was on but with RLP being some 90nm ahead, the map
scale was far too small for my exact position relative to the TMA
boundary to be seen. In addition, although the map scale on the
Sandel 3308 EFIS was set at 30nm, I failed to notice its display
page was set to scratchpad which had no airspace boundaries
selected. As for Hilary, she does not ride a bicycle, drive a car or
fly an aircraft—her role as first officer is solely to look after the
catering and in-flight entertainment!
Finally, having spent over 50 years flying out of controlled
airports where all clearances and the initial onward frequency are
advised and copied back prior to departure, I was ill-prepared for
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Top: Sky Demon depiction of planned track with initial climb to 6,000ft remaining below Class D TMA (base 6,200ft) before climb to F080.
Below: Sky Demon depiction of approx track as flown; position of TMA bust climbing through 3,000ft is about 5nm east of INTEM waypoint.

the casual nature of ATC at Bremgarten. This airport has no ATIS
and no landing aids and I had been advised to taxi from the hangar
to a gate into the airfield before calling the tower. Normally, I check
the ATIS on my handheld radio, call for taxi clearance using the
number 2 radio and advise tower when ready for departure with
the number 1 box. But this time, I called tower on the number 1
box (the frequency was already selected) without checking that the
replacement KX165 was working correctly. This oversight was a
straightforward example of the more hurry, the less speed...
Clearly, there were plenty of contributory factors leading up
to the infringement, however, none of them should be classified
as mitigating. The root cause of this TMA bust was simple pilot
error on my part—while concentrating on a small communications
problem, I failed to pay sufficient attention to where I was in
relation to controlled airspace.

Approach Chart Quiz
Answers

1. Not below 3300 ft
2. 8.3 nm
3. 610 ft/min

4. 1020 ft and 1400 metres
5. Right handed
6. According to the plate the PAPI is set for 6.6% while the
procedure glide path is 5.2%. The instruction is not to follow
the PAPI.
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Standard Operating Procedures
Seminar
by Michal Zienkiewicz

O

n Saturday 23rd February 2019 some 50 members and
non-members gathered in a picturesque Swabian town
of Schwäbisch Hall to take part in a one-day seminar on
developing own standard operating procedures (SOPs)
in single-pilot IFR flying. A location in southern
Germany was chosen to help our members from the Continent take
part and was thought to attract audience from outside our membership
as well. The seminar had quickly become oversubscribed which
proves that the plan
worked well on both
accounts.
Jason Carley, who
prepared and delivered
the seminar, operates a Cessna Citation CJ3 and is probably one
of the select few among us who have been through rigorous type
rating training for a high-performance aircraft type. Operating
aircraft at this level requires high standardisation of actions and
procedures which effectively translates onto applying standard
operating procedures to every aspect of flight.
It all started with an innocent post on our online forum by
Jason, trying to test any interest among members in taking part in a

seminar on how to develop personal SOPs in GA IFR. A date was
set, by which a target of fifteen participants was to be reached to
make the event viable. It happened fairly quickly and the numbers
kept growing. By the time I decided to register, soon after the go/
no-go date, the number of those signed up reached a maximum that
the hotel conference room could accommodate. My sincere thanks
to a member who unknowingly registered twice, which I spotted
and quickly converted into a place on the seminar I could claim.
Schwäbisch Hall
lies on the border of
the Swabia region
and has one of the
most
GA-friendly
airports in this part of the world. Reading various posts on the
forum before the event, from those who had visited EDTY by air,
led to quite high expectations in this regard, which were duly met
on our arrival. Even by the German “Schengen point of entry”
standard – which to me has always been a quick passport check and
minimal formalities – getting groundside was quick and seamless.
Most participants arrived on the Friday evening and were swiftly
taken from the airport to the hotel as the ground handling van has
become a PPL/IR Europe shuttle service for a couple of hours. It
was a very good opportunity to catch up with others in the hotel
restaurant and sample the excellent dishes from the dinner menu.
The portions were generous which made it rather difficult to try
everything. The service in the restaurant was excellent.
In Swabian cuisine the flour-based food dominates over
meat due to the region’s history – the area has not been a good
environment for breeding cattle. About half of the dinner mains
were accompanied by Spätzle – a type of pasta made with fresh
eggs. Another example, featuring in the dinner menu as a dish in
its own right, was Maultaschen – another type of pasta, filled with
minced and smoked meat, closest to Italian ravioli but larger in
size. It can be served in several ways: boiled in stock or fried, and
the dinner menu included all combinations.
Even though it was before the seminar started, I was able to
demonstrate how the SOPs should not be used when the desserts
arrived. I had not ordered one and following some confusion our
table received one too many and I carelessly broke my SOP not to
have the main and the dessert at one sitting! It was delicious but
please do not follow this example when setting your SOPs and
stick to them instead!
On the day of the seminar, just before it began, it was plainly
obvious how much interest there was in the event. The conference
room was packed with participants and every seat was occupied.
Colin Williamson addressed the room to welcome us all at the
start of the event and then Jason took over.
The delivery of the seminar was excellent. Jason decided to
structure the material in line with a sequence of a hypothetical
flight, which worked very well. As such, we considered in turn:
the use of checklists, pre-flight, taxi, take-off briefing, the take-off
itself, the en-route phase of flight, briefing the approach, executing

“Jason was able to deliver to us a perfect mix of
theoretical knowledge and practical considerations”

[Type text]

Specialists in Instrument Flight Training

ICAO to EASA IR Conversions
Competency Based IR
En-Route IR
SEP & MEP Class Ratings
IR Revalidations & Renewals
PA46 Revalidations & Renewals
Modern EFIS equipped Piper fleet
EASA appoved simulator
CAA Initial IRE on staff
Location: Chester
Tel: +44 (0) 7801 145 644
Web:
www.jd-aviation.co.uk
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the approach and landing. For each of these we considered a
number of points but in most cases stopped short of specifying
the “right” SOP. In my opinion Jason was able to deliver to us a
perfect mix of theoretical knowledge and practical considerations,
enhanced by scenarios and videos. For example, while considering
the pre-flight and taxi SOPs, we could have been given a list of
points to remember in a dry form – restart any pre-flight section
interrupted, do a final walk-around, write down taxi clearance and
use moving map when taxiing – but seeing videos showing a preflight interrupted with a phone call or taxiing going horribly wrong
due to multitasking, worked much better.
The said video clip, and much more material which enriched
the seminar, came from the Citation Jet Pilots (CJP) Safety Page
(https://www.citationjetpilots.
com/safety).
Although
dedicated to twin turbojet
pilots, it can be a good source
of references for a typical PPL/
IR Europe member who wants
to make his or her single-pilot IFR flying safer. All the “how good
looks like” short videos which Jason showed us are accessible
through this webpage.
The use of checklists attracted considerable discussion;
Jason’s advice was that they help to guard against distraction and
interference but they are by no means a to-do list. He stressed too
the importance of learning how to use our avionics and autopilots
properly – with increasing sophistication and wide-ranging
options, it is imperative to be familiar with all the buttonology so
it is second nature and avoids those what’s-it-doing-now moments,
especially when under pressure. Another strong message from
Jason and the videos is how useful briefings can be at each stage of
flight; they serve to demonstrate that you have thought about what
the intended plan is, what to do in the eventuality of abnormalities
or emergencies and most importantly, what is different today and
how plans have been adapted.
As the seminar was quite interactive, we have all had a chance
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to hear other pilots’ views on deciding SOPs for a particular
situation and it quickly became clear that there is no “one size fits
all” approach. Our aircraft, flying missions and environments we
operate in are diverse and the operating procedures we apply will
need to reflect that. Some participants expressed a view that they
might prefer a more prescriptive presentation of a good set of SOPs
during the seminar. However, due to the said diversity it would
require a very individual approach, not really compatible with a
one-day group event format. As such, we have all left the seminar
room with some homework to do but also with good foundations
and a place to start.
After the seminar programme for pilots and a sightseeing tour
for partners we have gathered again in the hotel restaurant for
dinner. With departures on
the following morning most
participants did not stay as
late as on the previous night
but some of us, who didn’t
fly on the next day, decided to
test the patience of the hotel staff (they passed the test with flying
colours).
Like all good things in this world, the event had come to its
conclusion and it was time to go home. Most departures were
scheduled for the Sunday morning which greeted us all with
splendid weather. I have personally elected a return by train
– onward to Poland – but I understand that the departures from
EDTY went just as smoothly as the arrivals two days earlier.
We are all very grateful to Jason for volunteering and delivering
the seminar. Credits are also due to Jim Busby and Paul Sherry
from the events working group, for their part in organising the
event. There are plans to hold this seminar again at a different date
and place. I hope the above will encourage many of you to take
part and if you take away a single thing from this article, let it
be this: please register early to avoid disappointment, duplicate
registrations don’t happen every time.

“with increasing sophistication and
wide-ranging options, it is imperative to
be familiar with all the buttonology”

New Members
PPL/IR Europe extends a warm welcome to new and re-joining members
Clive Rose
Roy Valvik
Daniel Lee
Matt Lane
Tom Wielkopolski
Valentin Kipyatkov
Phil Coxon
David Buchanan
Roy Sang
Csaba Vranesics
Neal Cavalier-Smith
Thomas Wede

ENBL

EGTF
EGGP
LHBS

UK
Norway
UK
UK
UK
Cyprus
UK
UK
UK
Hungary
UK
Germany

Wolfgang Bardorf
Patrik Sjölund
Chris Boyle
Paul Ruskin
Fergus Glendon
Robin Balen
Erik Nagel
Patrick Lienhart
Tobias Schnell
Graham Mountford
Artus Krohn-Grimberghe
Wolfgang Oestreich

ESGP
EGTK
EGSC
EGTR
EDLN
LOWG
EDNY
EGBT
EDLR
EDAZ

UK
Sweden
UK
UK
Ireland
UK
Germany
Austria
Germany
UK
Germany
Germany

SPRING 2019 • INSTRUMENT PILOT

25

PPL/IR EUROPE

WEEKENDERS - CARCASSONNE

Weekenders
Carcassonne
by Anthony Bowles

I

had visited Carcassonne on two occasions in the past; the first
time was over forty years ago when I diverted there because of
very strong winds at Perpignan. My memory of that visit was a
small airfield within walking distance of the old town where I
spent an uncomfortable night in a rather grotty hotel but having
first walked around the part of the old ramparts, I could see that it
was place of character and worthy of a proper visit.
My next visit was twelve years ago en route to Requena in
Spain and the start of the 2007 PPL/IR Europe nine day tour to
Morocco. I had organised this with the help of two colleagues and
we had agreed to meet at Carcassonne before the start of the tour
to go through the programme and ensure that all the necessary
arrangements were in order. My recollection is that we stayed in
the modern part of the city and once again, there were no time for
a proper investigation of the medieval citadel. I also remembered
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that even in early May, it was crowded with tourists.
And so to my third visit which took place early in November,
travelling down in my Beech Bonanza and taking in a night at
La Rochelle on the way complete with fish dinner. The airfield
has expanded considerably since my 2007 visit and now hosts a
large flying school as well as the ubiquitous Ryanair and modern
passenger terminal building for their passengers. GA aircraft are
parked some considerable distance away and landside is accessed
via a code controlled gate with ten minute walk through a large
car park to get to the main terminal for paying landing fees and
getting a taxi. It is worth noting that you have to taxi down to the
flying school for avgas from an Air BP facility; the airfield notes
specify that avgas is only available with a BP card although from
what members say on the Forum, some have managed with cash or
ordinary credit card.

WEEKENDERS - CARCASSONNE

We stayed at an hotel just below the medieval citadel from which
it was a short but quite strenuous walk up to the ramparts. These
are high and reflect that for many centuries, Carcassonne marked
the border between France and Catalonia and thus needed strong
and effective defences. These date from Roman times but the main
construction period was during the 13th and 14th centuries. The
main, and rather grand, entrance is through the Porte Narbonnaise
with the city museum about 50 metres further on and well worth
a visit. A secondary, rather closer to the modern city but more
modest, entrance is Porte d’Aude. You can extend your museum
ticket to include a visit to Chateau Comptal and a walk round the
ramparts; this is well worth doing as these are extensive. Within
the citadel is the Basilica Saint-Nazaire with some fine medieval
stained glass. We had good weather for our visit and the snow
topped Pyrenees were clearly visible some forty or so miles to the
south. We gathered that the tourist season had officially closed the
previous week at the end of October although there still seemed
to be quite a number of visitors around with cafes doing brisk
business, at least during the day.
Evening time was rather different; towards the end of the day
we wandered around the new town, pedestrianised in parts and
spotted a number of interesting looking restaurants for dinner. Full
of anticipation later on we returned to find them all closed and
wondered where everyone had disappeared to for their ‘diner’.
Eventually we came across a small establishment we had not seen
before with a friendly madame who produced a tasty local menu
for us, washed down with some local Languedoc wine.
Toulouse Approach controls arrivals and departures. As is
increasingly common in France, RNAV approaches are taking over
from ILS and we flew an LPV approach to runway 10 in benign

PPL/IR EUROPE

weather. Although given a SID on departure, this was swiftly
converted to a shortcut DCT. Remember to positively seek out les
douaniers if departing direct to the UK; they expect this and the
Information Desk where you pay landing fees will phone them
up for you. As with Perpignan, low cloud and strong winds can
occasionally be a problem.

Left and above: Various views of the castle walls and the stained glass
windows of Basilica Saint-Nazaire
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BUY

RENT
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TRAVEL

BUY A TBM
The new 330 Kts TBM 910
& TBM 930 are certified,
efficient and bullet proof
performers. Call today
to tailor your own and
enjoy exceptional speed,
range and payload with no
compromise!

TRADING
Choose from great selection
of certified pre-owned TBM
or sell your aircraft. Call or
check our inventory online
at : www.flyingsmart.aero

MANAGEMENT
Simplify your ownership
experience thanks to our
total care management
program.

w w w . F LY I N G s m a r t . a e r o
UK : +44 1959 58 12 18
USA: +1 (213) 973-3337
France : +33 638 35 75 92
info@FLYINGsmart.aero

SET IMC EASA
APPROVED
FIRST UK SINGLE
ENGINE TURBINE ON
AOC IS A TBM 900 !

TRAVEL
FLYING Smart provides
a secured framework for
pilots who wish to rent a TBM.
Our network currently covers
8 locations across Belgium,
France and the U.K. We also
help to ferry your airplane or
plan your dream trip!

