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CHAIRMAN’S CORNER

Chairman’s corner

I

by Colin Williamson - Chariman

can say without any vestige of false
modesty that I never, in a million years,
imagined one day that I would be the
author of this column. My predecessors
have been people of extraordinary
ability, commitment and achievement.
I am genuinely in awe of what they
accomplished and am somewhat daunted
by the challenge of filling their shoes. But
here I am, as the snows from the late-March
storms start slowly to thaw, putting fingersto-keyboard to write my first Chairman’s
Corner. I have met quite a few members
during my 11 years of PPL/IR Europe
membership and have forged several close
friendships but of course, that still leaves
the majority of our 550 members whom I
have not (yet) had the opportunity to meet.
Perhaps it is timely, therefore, to tell you
a little about my aviation background and
my hopes for our organisation.
The Royal Air Force has a lot to answer
for in sparking my original interest in
flying. Through the cadet force that
operated at my secondary school, I was
introduced to the joys of gliding and the
thrills of air-experience flights in the back
of Chipmunks at RAF Manston. Before I
passed my driving test, I had successfully
applied for and attended an RAF flying
scholarship at Goodwood, which provided
30 hours of instruction in Victa Airtourers.
In that time I passed my qualifying crosscountry and skills test, leaving me just 5
hours short of a PPL; my grandmother
very kindly gave me the funds for the extra
flying in a Cherokee 140 at £10 per hour!
Things came to a juddering halt however
when I arrived at university and on applying
to join the Air Squadron, discovered that
my eyesight had developed an astigmatism
that was beyond the selection limits.
Although I still had my PPL, as a student I
did not have the funds to continue flying,
especially with a student’s bar bill to be
settled. On leaving university, my earlier
association with the RAF led to my joining
as an engineer officer and during the next
25 years I worked on Nimrods, Phantoms,
Jaguars, Harriers and Tornados, both on
stations and in logistic headquarters. Backseat trips in all but Harrier kept the piloting
flame alight - although I discovered that
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my stomach did not always relish the same
experience!
Fast forward 25 years to 2001, when I
left the RAF for industry. I decided that the
gratuity Her Majesty insisted on paying me
should go towards restoring my licence but
sadly, my eyes still did not qualify for an
initial-standard JAA medical. Fortunately,
the UK was at the time introducing a
National PPL with simpler requirements
(and restricted privileges), so I managed to
get back in the air, this time at the Wyton
flying club near Cambridge in Slingsby
Fireflies and progressing to a Robin
DR400.
Then, Lady Luck shone on me. The
company I worked for had, among other
things, a contract for Elementary Flying
Training of British military pilots. As a
business development guy, I was tasked in
2004 with preparing a bid in partnership
with a US company for a USAF pilot
screening contract. Weeks in Fort Worth,
Texas followed with working side-trips to
Oshkosh and (with instructor colleagues)
various test-flights of candidate aircraft
in Florida and Canada. Heaven! With
all this time in FAA-land and its more
pragmatic medical requirements, it made
sense to train for my Private certificate
and I was introduced to the Cessna 172;
it was certainly nice afterwards to fly
to airfields we were considering for our
campus. Once back home, armed with an
ICAO licence, I discovered at last the joy
of using private aircraft (albeit rented) for
travel and began to explore Europe with
flying buddies. Luckily, my wife Sue was
also a willing accessory to long weekends
away, although she hates the faffing about
before and after flight.
At the time I gained my FAA Private, a
US pilot colleague asked me if I would go
on to get my instrument rating, which is
common practice there. I adopted a classic
European VFR pilot’s response (perhaps
amplified by a beer) ‘Why on earth would
I want to be up there wishing I was down
here?’ How little I understood then about
the reality of IFR flying. However, in
2006, with a little more VFR experience
in my logbook, a holiday to California
was in the offing and I arranged to spend

6 days finishing an IR near San Diego,
having studied and done some basics in the
UK. Jet-lag is not a great condition with
which to undergo such intensive training
in foreign airspace but a night trip to Santa
Barbara for dinner (with Sue in the back)
took us overhead glittering Los Angeles
and LAX, so it had its compensations.
Home in the UK however, I had access
only to G-registered club aircraft, which
limited the use of my IR to conditions
that did not require compliance with
IFR! I managed to keep up with practice
approaches at Cambridge but that was
about it. In early 2007 I joined PPL/IR
Europe and began to see just how much
I was missing in real-life utilisation of
the rating. I attended my first spring
conference/AGM at Liverpool in April
2008, flying in VFR and holding over the
Chester VRP while all this IFR traffic was
given priority! Some friendly faces chatted
with this lost soul but I came away struck
by how knowledgeable everyone appeared
and how little I really knew – not even the
actual format of a flight plan message, as
opposed to how it was laid out on the FPL
form (remember those?)
Then Lady Luck shone again in 2008
when I was introduced by my flying buddy
to a colleague who had a share in a N-reg
Commander 112TC and was searching
for people to fly with! He held an FAA
CPL and was a CRI, which was perfect as
I had by then decided to go for my FAA
Commercial and needed to train on a
‘complex’ aircraft with wobbly prop and
retractable gear. Not only did we practice
some of the Commercial test manoeuvres,
we ventured together into the airways for
short trips; suddenly the barrier for entering
Class A evaporated. My first time in the
London TMA was marked by an alternator
problem in a rented Mooney; London
Control simply instructed us to maintain
level and heading while we recycled the
electrics and I learned that there really
is nothing to fear when talking with
‘big’ ATC. I completed my Commercial
certificate near Denver, Colorado and
went on to fly the Cirrus SR20 conversion
syllabus gazing out at the Rockies on a
gin-clear day – what a great holiday!
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I ventured into aircraft ownership in
2010 with a share in the Commander
based at Conington, a VFR airfield near
Cambridge. My mindset was essentially
still that of VFR flyer – keen to see the
scenery on a tour that took in the Malta
International Air Rally via the North
Cape of Norway! But IFR planning and
flying increasingly became Plan A rather
than Plan B and as fly-away trips grew
more frequent, I began to appreciate the
benefits of IFR operations. While returns
to Conington needed to be in VMC, we
could at least depart under a low layer of
cloud and climb to sit in the sunshine enroute, leaving glum VFR faces in the club
café. While there are technicalities to be
mastered, for sure, operating IFR meant
we were ‘in the system’, designed to help
us get to our destination and I found I
would be much fresher on arrival.
I was an avid consumer of the wealth
of information and advice on the PPL/IR
Europe forum, in Instrument Pilot and
through seminars. Participating in my first
Social Weekend in 2011 in Roskilde, Sue
and I were able to start getting to know
other members and their partners. While
initial bar-talk was spent swapping tales
of our outbound trips – through which I
garnered many more tips and tricks – the
rest of the weekend really was social. My
first seminar was on RNAV hosted by Vasa
Babic in 2012 – during which I heard that
my fellow Commander owner had written
it off in a landing accident (everyone safe).
Without a chariot again, Jim Busby (whom
I met in Roskilde) kindly invited me to
join him in his Trinidad on a small PPL/
IR Europe group tour to Turkey.
By now, every leg of my flying
was IFR – indeed, VFR would
have been much more awkward in
that part of the world. We learned
that airfields such as Ankara are
perhaps not used to the descent
rates small piston aircraft can
achieve without accelerating – so
when they say descend, start doing
so immediately otherwise one
ends up hot and high!
Lady Luck’s third appearance
in this story occurred in July 2013
during the Social Weekend in
Normandy. On the first evening, I
sat next to guests of Paul Sherry and
in the usual exchange about where

and what we flew, I explained I

was about to move to Lancashire
through work and was looking for


an N-reg aircraft share. It transpired they
had a share in an N-reg Cirrus SR20 based
at Liverpool and the group was looking
for a new member. Praise be! I passed the
group vetting procedure (a round of beers
without being asked, I think) and so that
is where I still am (flying N203CD, not in
the bar!).
It was during a later Social Weekend in
Heidelberg in 2015 that Paul Sherry asked
me if I were willing to succeed Steve
Dunnett as Meetings Secretary and join the
Executive Committee. Somewhat surprised
but recently retired, I agreed and spent the
next year shadowing Steve, wondering
how on earth he managed such flawless
organisation of a busy and interesting
programme while fulfilling a high-profile
day-job. I assumed the role after the 2016
AGM then was asked to join the Board in
early 2017 (before my mistakes became
apparent, I think!). Within a few months,
Paul declared his intent to step down as
Chairman at the 2018 AGM and I was
asked if I would be willing to serve. Again
I said yes, although even more doubtful of
my qualifications to do so. In the face of
an unrelenting workload as a consultant
surgeon, Paul subsequently felt it was right
to step down early and I agreed to take on
the role in December last year. So here I
am, writing this first column ...
I have recounted this story at such
length for a number of reasons. Firstly, so
that you know something about me and,
indeed, you now have the advantage as I
seek to meet more of you during my tenure.
Secondly, to emphasise that I regard mine
as a very ordinary piloting history – I fly
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modest aircraft without de-icing at lowish
levels and speeds and have accumulated
about 875 hours. There are many members
who are more knowledgeable, have more
qualifications and more experience. I
remain in their shadow when it comes to
knowing all the ins and outs of IFR training
and operating, with all the necessary
technical and regulatory detail that entails.
My third point, though, is to emphasise
that PPL/IR Europe is a members’
organisation that can genuinely help each
of us expand our horizons and become
better IFR pilots. We are what members
– as volunteers - are willing to do, to
organise or to engage with. While I can
never blunt the sharp, technocratic aspects
of IFR flying, my ambition is to ensure that
members – and potential members - find
our organisation a friendly, welcoming and
supportive one. My own experiences of
IFR flying have been massively enhanced
by the people I have met, who have become
friends and who have offered so much to
me. I aim to ensure that we can pass on and
sustain the same – or better – opportunities
to others. I believe, too, that the change
from an Executive Committee to a number
of Working Groups (see my separate
article on this) will make it easier for a
wider range of members to get involved
and for us to achieve more as a result. You
may even one day find yourself writing
your first Chairman’s Corner column!
Colin Williamson
Chairman - PPL/IR Europe

High Performance
Aircraft Hire
EASA registered TBM 700C2

Carries six adults at nearly 300ktas
Large, quiet, air-conditioned, luxury cabin
Climbs to 31,000 ft in under 22 minutes




Flies over 1,565 nm with NBAA IFR
reserves
Can land on a 2,133 ft (650 m) runway

Available for private hire to suitably qualified pilots with more than 750hrs TT
SPRING 2018 • INSTRUMENT PILOT

www.coelusflightservices.com
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A

Editorial

number of changes have taken place in our organisation over the past few
months and this edition of Instrument Pilot reflects those changes. First Paul
Sherry has stepped down as Chairman to be replaced by Colin Williamson
who profiles his aviation experience in his first Chairman’s Corner. A further
change first contemplated during the closing months of Paul’s chairmanship
is the establishment of Working Groups (WG) covering the main areas of PPL/
IR Europe’s activities; these WGs will work much more closely with the governing
Board of Directors and take over from the former Executive Committee (ExCo) whose
responsibilities had become somewhat less defined over recent years. As well as his
Chairman’s Corner piece, Colin in another article sets out these changes in greater
detail.
Some WGs are lead by people whose names are already familiar to many of you but
it is important that change brings some new faces into the forefront of PPL/IR Europe’s
organisation. Instrument Pilot will be profiling WG leads in coming editions and we
start with Jim Busby. Jim, as well as leading the Events WG, also runs a flying school
and maintenance organisation and has undertaken to promote a number of articles on
aircraft operation and maintenance. His first article on aircraft purchase appears in this
edition.
For those (many) of us who think that the European winter has gone on far too
long, part 2 of John Shannon’s epic trip to the West Indies last year should cheer us up;
having written about the planning in part 1, part 2 homes in on the actual flying which
in a well planned trip, is usually the easier part.
For those members who may be thinking of becoming examiners, Jim Thorpe with
his usual dry wit tells us of his trials and tribulations along that thorny road while
Graham Whittle relates trials and tribulations experiences of a different kind in his
‘Training course to be avoided’ piece.
As ever, the Editorial Library is always short of material, particularly of the short,
ephemeral kind useful for ‘filler’s, such as ‘Weekenders’ and the like. Such pieces need
only be a few hundred words together with a few interesting pictures covering a topic
of your particular interest. Please get writing!
Anthony Bowles
Phil Caiger
Graham Whittle

New Members
PPL/IR Europe extends a warm welcome to new and re-joining members
Jonathan Hale		
Eleonora Lungu		
Dennis Parker
EGLS
gordon Blamire		
Phil Williams
EGNE
Declan Mooney		
James Hallam		
William Stanley EGBJ
Andreas Thut
LSZF
Andy Donaldson EGGP
Anthony Ryan
EGBE
Jeff Larcher		
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UK
UK
UK
UK
UK
UK
UK
UK
Switzerland
UK
UK
France

Gareth Bliss
EGTN
Karl Pettersson ESSB
James Alexander		
Colin Walker		
Iain Lytollis		
Stephen Hood		
Simon Hardy		
Steve Thomson EGKB
David Clarkson EGSL
Andrew Chesters EGTB
Adrian Beney
EGBJ

UK
Sweden
UK
UK
UK
UK
UK
UK
UK
UK
UK
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Introducing Working Groups
Harnessing Members’ Energy and Expertise
by Colin Williamson
“We trained hard but it seemed that every time we were beginning to form up into teams, we would be
reorganized. I was to learn later in life that we tend to meet any new situation by reorganizing; and a
wonderful method it can be for creating the illusion of progress while producing confusion, inefficiency, and
demoralization.”
Often attributed to Gaius Petronius Arbiter, a first-century Roman satirist, but more probably Charlton Ogburn, “Merrill’s Marauders”,
Harper’s Magazine, 1957
Now well into my seventh decade, I can attest to the eternal truth
of the quotation, whether it dates from the first or 20th century!
Whether we look at governments, militaries, corporations or
societies, it seems we cannot resist the temptation to fiddle with
things and to reshuffle the deck. So it is with some trepidation
that I write this article describing how PPL/IR Europe is doing
just that, reorganising our management and our activities. So,
why have we done it and how will we avoid the desultory results
described above?
It is certainly true that PPL/IR Europe has done much during
the past 25 years, not least because we have attracted very
knowledgeable, experienced and enthusiastic members. They have
committed substantial time and energy working to advance the
interests of IFR pilots in Europe, patiently building relationships
with regulators so that our quiet voice of reason is heard by
decision-makers. But, as ever, it is the future we need to look
towards and the Board felt that we could accomplish more while at
the same time mitigating some of the risks attached to the way we
have been working over the past few years.
Not least of the issues was a sense that we were overly
dependent on a few key individuals undertaking actions or making
our representations. We also had an Executive Committee that had
generally served us well but responsibilities were rather diffuse,
such that progress on actions and initiatives was hampered. So, we
wanted to share the workload among more people, bringing in new
ideas and skills, while instilling a focal point for accountability.
The Board, as a collective body, also wanted to reinforce its
responsibility for governance and be more engaged with overseeing
activities.
It is worth a brief pause to reflect on why we exist at all. The
statements below are all taken from our website:Vision: what do we want to see happen
Our vision is for ever-more private pilots to fly IFR in Europe,
moving us closer to the penetration and utility of private IFR flight
enjoyed in the USA.
Mission: why we exist
To support and inspire pilots to consider, qualify, and use IFR
ratings with safety and personal fulfilment.
Five objectives
• To provide a mutually supportive community of Private IFR
pilots

•

To be a source of Continuous Professional Development
for Private IFR pilots

•

To provide the Private IFR pilot the information that a
professional gets from the airline Ops Department

•

To represent the needs of the Private IFR pilot to the
Authorities

•

To assist the Authorities in the framing and modification
of regulation

Combining these objectives with our fresh view of our aims,
Paul Sherry presented the cloud-diagram above at the AGM in
May 2017. It captured a broad range of top-level aspirations and
activities but it was not until October that we were able to generate
an organisational structure that would achieve them. We looked on
the editorial team for Instrument Pilot as a good model for creating
Working Groups (WGs) that would allow members, all volunteers,
to commit to topics that interested them and in which they had
expertise. The small-group dynamic should generate some shared
encouragement, while every group would have a leader accountable
to the Board for its tasks and activities – indeed, some but not all
WG leaders would be Directors. We should get more done, with
more action and less talk, so that we deliver greater benefits and
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value to PPL/IR Europe members.
The resulting organisation is
depicted in the figure opposite,
showing the Board and 6 WGs.
Following requests for volunteers
at the AGM, on the forum and in my
New Year letter, each of the WGs
now has an initial membership
and some meetings have taken
place. Having said that, I am keen
that we maintain a low threshold
for new participants so that we
sustain a flow of fresh thinking
and energy. In particular, we are
keen to attract non-UK members
to enhance our impact throughout
Europe and to reflect better the
diversity of our membership. If
one or more of these topic areas
appeals to you, please do contact
the WG lead (you can find contact
details through the Members’
section of the website and on page
3 of Instrument Pilot).
A summary of key tasks and
deliverables for each group is
shown in the table opposite. We
recognise that there will be strong
interaction between the groups and
these are shown in square brackets
in the adjacent table. Terms of
Reference (TOR) are in course of
being written and will be posted
on the website in due course.
Some of the work is continuous
while there are also discrete
task-and-finish projects, such as
the recent revision to the PBN
Manual. So stepping forward to
help with a particular task does
not necessarily commit anyone
to a lifetime of servitude. Indeed,
the large number of members who
have freshly volunteered to write a
paper for the Flight Operations &
Competence WG epitomises just
the wider involvement of members
with expertise and experience that
we seek.
In summary, I believe the new
organisation structure promises to
bring focus and renewed energy
to our activities, for the benefit of
the members and for the greater
enjoyment of those who volunteer
to give up time managing PPL/IR
Europe. I hope that together we
can prove Gaius Petronius Arbiter/
Charlton Ogburn wrong!
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Representation,
Advocacy &
Partnering WG

Colin
Williamson

Julian Scarfe

Chairman

Ian Chandler

Deputy Chairman
Airfields &
Infrastructure
WG

Flight Operations
& Competence
WG

Marketing, Sales
& Membership
WG

Treasurer

Events WG
Ed Bellamy

Jim Busby

Timothy
Nathan

Matthew Lavy
Comms, IT &
Advice WG
Alan South

The new organisation
comprises the Board and six
Working Groups

Anthony
Bowles

Instrument Pilot

Director

Marketing,
Events
Comms, IT &
Flight Operations
Sales &
Advice
& Competence
Membership
Establish membership of the WG
Draft TORs for approval by the Board
A plan for tasks to be undertaken and responsibilities for action
Reports to the Board on plans, progress, results and issues arising.
A regular column in Instrument Pilot on the work of the WG
Attracting new
Promoting aviation
Maintaining an
Designing and
members
safety among our
event programme implementing
[Comms]
members
to meet PPL/IR
PPL/IR Europe’s
Understanding
[Representation]
Europe’s needs
communication
the
Understanding the
[Sales and
strategy
demographics of Marketing]
competences
[Membership]
our membership Organizing (i.e.
required for safe
Disseminating
and their
and efficient
dates, venue,
information on
differing needs
instrument flying,
accommodation) Flight
Brand image of
and encouraging
events including:
Operations,
PPL/IR Europe
their acquisition
The AGM and
regulation,
[Comms]
associated
events and other [Representation]
Providing
technical
items of interest Understanding and
suitable liaison
analyzing risk
conference
(e.g. via a
with individual
associated with
[Chair]
website) [Flight
members
instrument flying
Social events
Operations,
[Comms]
[Representation]
[Membership]
Representation]
Improving
Facilitating the
CPD events –
Providing a
diversity in our
continuous
logistics but not
platform for
membership
“professional”
content [Flight
other WGs to
(predominantly
development of our
Operations]
function and
in terms of
members (content
Exhibitions
communicate
nationality)
but not logistics)
Special/other
(e.g. events
[Representation
[Comms, Events]
events (e.g.
registration)
(i.e. via
Delivering
conferences)
[Membership,
Partnership)]
content/information
Board meetings
Events]
on Flight Operations
Facilitating
[Comms]
communication
among
members, in
particular to
enable them to
provide advice
(e.g. via a forum)

WG Lead

Director &
WG Lead

Airfields &
Infrastructure

Representation,
Advocacy &
Partnering

Working with
third parties, such
as aerodromes,
to facilitate
private
instrument flying,
including:
access and fees
[Representation]
instrument
approach
facilities [Flight
Operations,
Representation]
Information
exchange on
airfields i.e. via a
forum [Comms]

Representing the
interests of PPL/IR
Europe members to
regulators, service
providers, partners
and other
organizations [Flight
Operations]
Working with
regulators and
others in the
development of
better regulation
[Flight Operations]
Partnership with
other organizations
who are also
engaged in
advocacy and
representation
[Membership]
Delivering
content/information
on regulation
[Comms]

PPL/IR EUROPE

Members
Advertisments
Share in C182Q For Sale:
20% £12,500.
Hangared Cambridge.

Beautiful 1979 Aircraft. Approximate airframe hours 2200; engine
400; Prop 190.
• Brand new, bare metal respray October 2016.
• IFR equipped including GNS430W with approach
certification. 8.33 second NAV/COM. DME. ADF. Autopilot.

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.

• Group considering further avionics upgrade (G5s?).
• Current group costs: £220/month & £113/tacho hr. Engine/
prop fund.
• Cambridge is a good IFR airfield with great service and the
aircraft availability is excellent.
• New member must be IR(R) or IR rated – training available.
Contact Alan Evans for more details and to see the aircraft on
0777 336 7949 or alanevans44@hotmail.com

- 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
SPRING 2018 • INSTRUMENT PILOT
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Owning and Maintaining Aircraft
An Introduction
by Jim Busby

Learning to fly over Southport
Beach. I was a bit younger then!
Formation flying is a great buzz.

F

irst some words of introduction. I have been flying on and off since my late teens when I learned to fly a
Chipmunk at Liverpool University Air Squadron in the late 60’s. I accumulated about 250 hours paid for by
HMG for which I am eternally grateful. On leaving University, I flew for a while but then real life intruded
and a wife, family and career (non flying) became higher priority and I took a long break from flying of about
20 years.

When the kids left home, I decided that
I would like to get back into flying and
renewed my PPL, then obtained an IMC
and then decided to buy an aircraft. My
first sally into aircraft ownership was a
fully IR capable Cessna 182, so I then set
about getting my instrument rating using
that aircraft. Looking back, the process
of acquiring the IR and at the same time
the learning curve associated with aircraft
ownership were quite challenging. Having
acquired my IR I joined this illustrious
group, went on a couple of trips with the
C182, learning all the time from members.
I then sold the 182 and bought a TB20 and
for the last 5 years or so have gone through
the process of upgrading it.
In parallel, I have joined up with a
good friend of mine, Ali Dogar, a licenced
aircraft engineer and engine overhauler,
who owns Cranfield Flying School,
Isenburg Engineering, an engine overhaul
business and Caldwell Aero Maintenance
at Little Staughton Airfield. I have been
working with Ali to run these three
organisations using what business acumen
I acquired in my other career and along
the way, have picked up some knowledge
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about the whole business of obtaining
aircraft and the process of keeping them
in the sky. Whilst I do not pretend to be
an expert, I now know where to go to
get really good advice on all aspects of
aircraft ownership and maintenance. This
knowhow I have been happy to dispense
around my friends and associates and
Anthony Bowles suggested that this
may be something that might benefit our
members.
My plan is for a series of articles on
the subject of aircraft ownership and
maintenance. I will act as co-ordinator,
collating the skills and knowledge of
people around me. There are the usual
caveats that this is designed to help new
people who are embarking on the more
advanced stages of aircraft ownership
and the more challenging aircraft that IR
flying necessitates. There is no intention to
replace the advice and recommendations
that your maintenance organisation may
give you. They have the responsibility for
releasing your aircraft for service and as
PIC and owner, it is your responsibility to
ensure that the aircraft is airworthy.
What these articles are intended to do is

to try to help people judge and interpret for
themselves what they are being told and
often this can be conflicting. The whole
area, as in many walks of life, is full of
myth and superstition and whilst it appears
on the surface to be scientifically based,
because of the large number of independent
variables, experience plays a huge part in
operating safely and successfully. Helping
me in this project, in addition to Ali and
his staff, will be Graham Mountford, who
now owns AKKI aviation in Turweston
and his staff and Ron Ronaldson, the
previous owner of GAMA aviation in
Oxford, an engine overhaul business. This
group will oversee all articles and if any
members would also like to contribute
their knowledge and write something, then
this will be very welcome.
The first step of aircraft ownership we
look at is the buying process. In future
articles we will look at keeping the aircraft
in the air and the general maintenance
process, followed by specific case studies
on particular issues such as shock load
inspection, engine overhaul, corrosion
protection and rectification, and retractable
undercarriage operation.
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Buying an Aircraft

O

ne of the great pleasures in
running a flying school is the
delight we see on students’
faces young and old when they
reach certain milestones; First
solo, Qualifying Cross Country and of
course obtaining their licence. For many
of the more mature students it is often the
realisation of a lifelong ambition; with
others it is conquering a fear and so on.
Once the satisfaction of achievement has
faded, the questions come about what to
do with the licence and as has often been
reported, after the first flush of enthusiasm
and taking up all your friends and family,
many PPL’s licences lapse into disuse.
However, at our school we try to
encourage people to continue their training:
go for the night rating, IMC and for the
more ambitious, an IR, CPL or Multi Engine
rating. We also try to get them to travel
further afield and use the benefits of their
licence, often participating in a club flyout.
Initially, they will hire a school aircraft and
can take a day trip to Le Touquet or Lands
End but as soon as you stretch the ambition
to overnight stays or longer, the aircraft
hiring route becomes more problematic
and the question becomes “Should I buy
an aircraft?” For some, that question arises
as soon as they have got the licence. Along
with learning to fly, owning an aircraft is an
ambition of many. Recently, I had someone
with just over 100 hours experience ask
me about buying an aircraft. It was then
I realised how much is involved and how
then to pass this knowhow on.
So, this article is about the basics of
aircraft purchase; the different aspects of
ownership and maintenance will be the
subject of future articles. Many of our
members already own aircraft and will
be familiar with what I say. This article
is targeted at those members who are not
yet owners or are thinking about changing
aircraft. It is based on my experience and
if anyone has any helpful additions or
comments then please let me know.

Buy or Hire?

When asked the question what aircraft
should I buy, my first response is to ask
questions back. What do you want to do
with it? Do you really want to buy and
own an aircraft when you may be better off

by Jim Busby

Above: My first aircraft – a C182 Skylane. I learned instrument flying and passed my Instrument
Rating in this aircraft and subsequently learned how to fly real instrument flying on trips organised
by PPL/IR Europe.

renting (at least until you have a few more
hours under your belt)? How much do you
want to spend? If you have loads of money
and wish to buy a new aircraft then skip this
article and look out for the one in the next
issue. If however, you have a limited budget
(the situation for most of us) and want to
buy a used aircraft then read on.

Selecting an Aircraft

Usually, the first aircraft for a newish PPL
should be pretty basic. For example, consider
a Cessna 152/172 or a PA 28 Cherokee and
Warrior. If you want to develop your piloting
skills, then make sure it has room for you to
grow. Does it have the instrumentation for
you to learn instrument flying? Can it fly
some distance and go outside the country?
If you are already experienced, then the next
step may be the purchase of a more complex
aircraft with say, retractable undercarriage,
fuel injected engine, variable pitch propeller
or twin engines. Be prepared, as we shall
see later, that the costs of ownership and
particularly maintenance go up almost in
direct proportion to the complexity of the
aircraft.
Having decided what sort of aircraft you
want, then the next step would be scan the
internet on the various sales sites that exist

- and there are many. You can also look in
the different specialist magazines like Pilot
and Flyer all of whom have sections for the
aircraft sales. My favourite starting point is
www.planecheck.com but there are many
others. I bought my first two planes from
David Morris at www.justplanetrading.
com and was very satisfied with those
deals. Sometimes, if you cannot find what
you want in Europe, it pays to look in the
US (www.trade-a-plane.com) as there is
usually better value there but you will have
to factor in the cost of the ferry flight and
import duty.
Most of this first evaluation can be carried
out from the paperwork presented and
photographs of the aircraft on the sales site.
If you cannot make these judgements then
be wary. Ask for more photos/information
before possibly wasting time going to look
at the aircraft. The main things to look out
for are:
• Airframe Hours - Generally lower
is better. However, if you find an old
aircraft with low hours then it may
have stood around unused for long
periods. So be alert for corrosion.
• Engine time since last overhaul -
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Top: Ali checking out a Piper Turbo Arrow IV in the Netherlands. This aircraft had stood around
for several years and required an engine and propeller overhaul. Still in the process of getting this
one in the air.
Below: Checking out a Warrior in Blackpool. Nice aircraft but didn’t buy it as the seller wanted
too much money and would not negotiate so had to walk away.

doors and window seals. Check the
carpets in the footwells for damp/wet.
(Budget £3 - 5k for a new interior)
• Instrumentation and Avionics This will usually be fully described
in the sales literature. Also, check the
photographs of the panel. It takes a
while to understand what is installed on
older aircraft and if you do not know,
then ask someone who does to help.
If you are looking for an IFR capable
aircraft then check to ensure that it is
carrying all the correct equipmen, for
example two altimeters, VOR/ILS/
ADF/DME/Mode S Transponder, 8.33
khz radios. Also, check if it has a GPS
and what type it is. Installing a second
hand Garmin 430 GPS Unit and a
mode S transponder will cost in the
order of £7k.
• Aircraft History - Initial check for
any accidents or incidents. In the UK
you can check on the G-INFO site or
simply Google the registration of the
aircraft. (See later on log book check).

Checking the Aircraft

Each aircraft engine has a specific
number of hours recommended before
it should be overhauled (typically 2000
hours for a normally aspirated engine).
Usually, in the paperwork it will
typically be labelled TBO (Time before
overhaul) or TSMOH (Time since
major overhaul). Most engines also
have a calendar time associated with
overhaul - 12 years is a typical time.
For private owners these times can
be extended but if you are flying over
water or ‘hostile’ territory (mountains,
forests) in a single engine aircraft, then
you are increasing your risk if you fly
with an extended-life engine. This item
is a critical one and the first thing I look
for when buying a plane. A ballpark
figure for a full overhaul of a simple
engine is £25k so factor this into the
price if you a looking at an aircraft that
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is close to TBO or on an extension.
Usually aircraft in this category are in
the bottom of the price range.
• Exterior paintwork - This will be
hard to see from the photographs and
you need to physically inspect the
aircraft to make a complete judgement
here. Look for chip marks on the
leading edge of the wings and cowling
and check the propeller for damage.
(Budget £10k for a repaint.)
• Interior, seats, carpets, leaks - Again
hard to judge from photos. Seats you
can see, scuffs on leather, marks
on carpets etc. However, most old
aircraft leak water. Check if it has been
hangared or if there is a cover. If it has
been kept outside then there will be a
very high chance of leaks around the

Having located a possible purchase then
it is time to contact the owner and have a
look at the aircraft. I have sold a number of
aircraft now and it never ceases to amaze
me how many people who come to buy
aircraft do not bring along someone who
knows what they are doing. I would always
bring an engineer to carry out a survey of
the aircraft in the same way that you would
use a surveyor when buying a house.
Each aircraft will have maintenance
log books associated with it together with
key documents that are required before
the aircraft can fly. Along with a physical
inspection of the aircraft these need to be
thoroughly checked by someone who knows
what they are looking for. There are two to
four log current books depending upon
the aircraft. The books will look different
depending on the country of registration
(and usually they will be completed in the
language of the operating country).
• The airframe log book - It is a
requirement that all the hours the
aircraft flies should be entered into the
log book. Check that the total hours
entered in the log book agree with the
sales information. Every maintenance
check and repair should also be entered.

PPL/IR EUROPE

• The engine log book - there will be
two of these if the aircraft is a twin.
Every hour the engine has flown
since it has been overhauled (or zero
timed) should be logged. Check that
this agrees with the sales literature.
Again, all maintenance and repair
work carried out on the engine should
be detailed here.

BUYING AN AIRCRAFT

Below: My third aircraft purchase. A Piper PA28 Archer. Nice plane, good paintwork, long life
engine but with full IFR and good avionics and a Garmin 530 installed. Until recently used as a
trainer at Cranfield Flying School but too nice an aircraft for basic training so it has been sold to
someone who will use it for touring.

• The propeller log book - if the aircraft
has a variable pitch propeller. Every
hour the propeller has flown since it
was last overhauled will be entered
here. Check for overhaul life on the
propeller since as well as hours as they
usually have much shorter overhaul
lives than the engine - normally 6
years. Fixed pitch propellers do not
have this limitation and relevant prop
information will be in the airframe log
book.
If the aircraft is older, as many are in the
world of GA, then there should also be
logbooks going back to the time when the
aircraft was new. With engine log books,
you will get a new log book at every zero
time overhaul. All these log books need
to be thoroughly examined looking for
evidence of serious damage, accidents or
corrosion in the past, which whilst they
may not stop the purchase, should occasion
serious questioning about how the repairs
were carried out.
The log books should also detail
the situation with respect to planned
maintenance and ‘lifed’ items. These are
parts of the aircraft that have a limited life
(rubber hoses, seals etc) that deteriorate over
time and need to be changed on a regular
basis. These replacement times are specified
for all lifed parts and are different for each
aircraft. They are detailed in a small blue
book labelled CAP 543 (or more commonly
these days on a spread sheet compiled by
the maintenance organisation). Next you
have to check that all the mandatory special
maintenance Service Bulletins (SB’s) and
Airworthiness Directives (AD’s) have been
carried out. These are detailed in the pink
pages of UK logbooks. Beware if they have
not been done; you do not want to be landed
with a huge cost on renewing lifed items or
find that an expensive AD needs to be done
at your first annual check. Finally, in the
green pages at the back of the (UK) logbook
you will find when the last scheduled
maintenance was carried out (i.e. the last
annual check or 50 hour check)

Documents

Whilst your engineer is checking the log
books you should check the documents that
come with the aircraft. These are typically:• ARC
(Airworthiness
Review
Certificate) – This is a legal
requirement and is your authorisation
that the aircraft is airworthy. Check
the dates and that it is valid; also
check when it needs to be renewed as,
although it is a paperwork exercise,
it has an associated cost. The ARC
renewal is usually carried out at the
same time as the annual inspection but
it is not unusual for them to become out
of phase.
• Certificate of Registration – This is the
document that defines who owns the
aircraft.
• Weighing Report – This is the
document that you need to carry out
your mass and balance calculations
prior to flight. Check that it is valid and
that the aircraft has not had items fitted
since the last check that can invalidate
the report.
• Insurance – Before you can fly the
aircraft you will need to organise
insurance for yourself and/or the pilots
who are going to fly.

• Radio Licence – The radio licence is
usually in the name of the owner. So
when you buy the aircraft, you will
need to apply for a new licence (with
an associated but modest fee).
• Certificate of Release to Service (CRS)
- This is the document carried in the
aircraft to confirm that the aircraft
maintenance is up to date in the event
of a ramp check, since you are not
allowed to carry the aircraft log books
in the aircraft they relate to.
• Noise Certificate – This certificate is
usually created when the aircraft is new
and is not then changed or updated.
Certain countries e.g. Germany require
you to carry these.
• Pilot Operating Handbook (POH) and
any amendments and supplements.
You are required to carry the EASA
approved POH in the aircraft when you
fly. You should also look for a set of
operational check lists although it is
the Pilot in Command’s choice how
these are organised.
• Technical Log – each aircraft must
log the hours it flies. For commercial
operations there should be a defined
process for logging the hours. For
private flying it is up to the owner
how he logs the hours. You should ask
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to see such a log. If there is no such
process then be suspicious about the
validity of the hours in the aircraft
log books. Some countries require a
Journey Log to be carried and this can
provide a useful way of logging hours
for transfer to the aircraft logs.

My Second Aircraft – A Socata TB 20. This has had a full avionics refit (Garmin 750, Aspen
Evolution) a bare metal respray and interior refurbishment. Parked in Tirana, Albania on last
years PPL/IR Europe trip to the Balkans

Negotiating the Price

Once these have all been checked and you
and your engineering surveyor are happy
then it is time to have a fly. Some owners
are wary of prospective buyers flying their
aircraft as there are some unscrupulous
individuals who use it as a cheap way
of flying. Personally, I have never come
across this but you hear stories. In my case
I would never buy an aircraft that I have
not flown. Many issues can pop up during
flight that you do not see on the ground.
Any faults you find will become part of the
price negotiation. Check everything fully,
watch the oil pressure carefully, see if it
varies. Check the alternator and charging
performance, check both radios. Check the
vacuum based instruments work and erect
quickly. On more complex aircraft check all
the avionics work as advertised.
If you are still happy then start the price
negotiation. In my experience nobody
expects to receive the advertised price for the
aircraft. If you or your engineering surveyor
have identified any faults then ask for them
to be fixed or negotiate a price reduction.
Watch out for VAT. If the company selling
the aircraft is VAT registered then you will
have to pay VAT on the purchase. If it is
a private owner selling it then purchase
should be free of VAT. VAT issues on
imported aircraft can be complicated and
require special research and advice.
You should have understood the pricing
basics of the type that you are buying by
looking at comparative aircraft that are on
sale at the time. However, this is not an
exact science and the price of the aircraft
will depend on a large number of factors.
If we take an example of a PA28 Warrior,
say from the early 80’s. You can find these
on the market today at around £25,000,
with a long life engine (1500 hours+)
with poor paintwork and internals and old
avionics. Now say you want to upgrade this
aircraft to be a really nice one; overhaul the
engine (£25,000), bare metal respray and
new interior (£15,000) and install a legacy
Garmin 430 GPS and a mode S transponder
and a spare 8.3k radio (£10,000). This adds
up to £75,000 in total (all ball park figures).
So if you see a Warrior on the market
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with all of these things for £50,000 then
compared to the poor one at £25,000, you
are getting a good deal. Whilst each aircraft
type is different, you can use the same logic
to decide on the value for money of the
price you are willing to pay.
Also check the situation with the Annual
Inspection and the ARC. Has it just been
carried out or is it due shortly? These will
be part of the price negotiation. And like
all purchases in life, do not get emotionally
hooked on an aircraft, always be prepared
to walk away.
So, finally you have agreed a price and
have transferred the cash into the seller’s
bank account. It is very rare that anyone will
release an aircraft unless the full purchase
price is cleared into a bank account. You
will also receive a bill of sale which tells
you clearly that you are buying the aircraft
‘as seen’ and that there are no guarantees.
So anything that goes wrong after you have
taken ownership of the aircraft (or is wrong
before you took ownership but did not
notice) is to your account unless you agree
specifically otherwise. So it is definitely a
case of buyer beware! This is why you need
to do due diligence early and carefully.
At that time the buyer (you) will need
to sign the back of the Certificate of
Registration and then the seller has to send
it off to the UK CAA (for UK registered
aircraft) to tell them that the aircraft has
changed hands. It can also be done on the
internet, a very convenient way of doing it.
After a short while (about a month) you will
receive a new certificate with your name
on it and you will be the proud owner of an
aircraft. Also, when you look at the G-INFO
web site of registered aircraft in the UK then
you will find your aircraft listed with your

name and address.
If you are buying an EASA registered
aircraft in Europe then a similar situation
will apply within individual countries. If
you are buying in one European country
and moving it to another you may want to
change its country of registration. This is
not mandatory inside Europe as you can
base any European registered aircraft in
any European State. You can also base an N
registered (USA) aircraft in Europe but you
will have to have it maintained according
to FAA rules and have an FAA licence as
well as an EASA licence. Changing the
registration is a relatively simple process;
the biggest headache is getting the paintwork
changed without it looking like a botch at a
reasonable price.
Finally, before you can fly you have to
organise your own insurance (as with cars
the insurance cost will be proportionate
to your experience and the value of the
aircraft). Usually this is just a phone call to
a specialist broker and they will email you
a certificate and you can now go flying…
without having to check with anyone first.
This is a wonderful feeling and gives you
a tremendous sense of freedom. Be aware
that any tax on the insurance premium is
levied at the rate of the registration state
and not the state it is based in; this can vary
considerably.
However, you will soon realise that with
this freedom come responsibilities. Keeping
the aircraft airworthy, keeping the people
you fly with safe and making sure the
aircraft maintains its value over time. This
will be the subject of an article in a future
issue of Instrument Pilot.
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Approach Chart Quiz
Cambridge
ou decide to combine a day visit to the lovely city of Cambridge with practising an RNAV approach. Readers will know that there
are only a few airfields with such approaches in the UK although the number is rising slowly. Cambridge is a lovely airfield, 1.5
miles from the city centre, GA friendly, with lots of aviation history. That the terminal is a grade II listed building is only a small
part of the story. The airfield is owned by the Marshall Group, a fourth generation family business with entrepreneurial success
stretching back to 1909.
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How To Become An IRE

I

by Jim Thorpe
f you have ever wondered by what mysterious process instrument rating examiners are created, read on. The
entry point is the lowly CRE. The Class Rating Examiner is able to examine for initial class ratings and subject
to their own instrument instructor qualifications, can also be given the authority to revalidate and renew
instrument ratings. The outcome if they are successful is a CRE with IRR privileges..

The process starts with an application to the CAA together with
a hefty fee for them to say that your experience is adequate for
you to attend the training course. In the UK there is only one
course run by our member Anthony Mollison at Bournemouth.
Typically, this takes three or four days with classroom study
interspersed with flights in the simulator and the aircraft.
Anthony plays the student and adopts multiple persona making
a range of errors which the trainee examiner tries to spot and
then interpret accurately against the test standards. Needless to
say significant expense is again involved.
The main problem is that the CAA guidance regarding the
test is completely schizophrenic. The assumption in the training
and testing process is that a revalidation is almost exactly the
same as an initial IR test with the only significant difference
being some opportunity to repeat manoeuvres performed badly.
Reality and indeed CAP 804 tells us that revalidations and
renewals are treated like training flights. Pilots rarely fail in the
sense of being given a notice of failure. It is gently suggested
that we will treat this as a training flight rather than a test and
try again later in the day or, in rare more extreme cases, after
they have had a few refresher flights with an instructor.
The administration of the test process is perhaps the most
difficult aspect of the course. The CAA expects the pre-flight
briefing to be extensive and to a degree it needs to be learned
by heart. Then the various forms have evolved over the years
and border on the incomprehensible. At first I thought that
Anthony’s insistence that one goes through literally every line
yourself and then again with the candidate was over the top. It
only took a couple of botched attempts to persuade me that I
would also be ticking the wretched items off line by line.
The training works towards the candidate being signed
off for a flight with two CAA staff examiners. One acts as
the candidate and the other sits in the back assessing your
performance as an examiner. It must be said that the role of
mock candidate is extremely demanding. There is little point in
them generating either an obvious pass or an obvious failure.
They work hard to generate a marginal performance so there
is something to debrief. In reality they are highly competent
pilots so the end result is a kind of bizarre schizophrenia in
which really difficult flying is handled with consummate skill
and then poor technique is evidenced for a few minutes. These
interludes may or may not stray over the published performance
guidelines such as altitude plus or minus 100 feet, half scale
deflection on the ILS, etc.
Understandably, I was nervous about this proficiency check.
With hindsight my experience as an instructor was about the
minimum to make the transition to examiner realistic. I was not
overly familiar with the local airspace. Since you are PIC and
responsible for navigation and ATC during the general handling
section of the test, as well as watching the candidate like a
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hawk, writing everything down so that you can reconstruct the
flight in detail afterwards, you need to be wary of infringing
CAS or missing a RT call.
With three hefty males W& B in a Beech Duchess needed
consideration. The aircraft we planned to use only had part fuel.
We clambered aboard and the starboard engine failed to start.
It emerged after some fiddling that the starter motor had failed.
We trooped back to the office and waited for another aircraft
to land after its training flight. At Bournemouth you need to
penetrate a security gate in order to reach the aircraft. As we
struggled with this gate we observed a fuel truck at the aircraft.
I realised that Shell had assumed it should fill the aircraft to
full tanks as part of its regular schedule. I rushed across the
tarmac but was too late; brimming tanks meant this aircraft was
unusable for us.
Again, the long walk back to the office and yet more delay. A
third aircraft landed with fairly low fuel and the day wearing on.
I had a flash of inspiration and in the examiner role delegated
the go / no go decision to the candidate. To his credit to make
the flight happen, the CAA staff examiner declared the marginal
fuel to be adequate and the test commenced. Departure and
tracking along the airway to SAM was uneventful and as we
left CAS, I took over the navigation for the general handling.
I had previously been criticised for calling for stall recoveries
early so did not call “recover” immediately the horn cheeped.
The Duchess has benign handling but for whatever reason, on
this occasion, there was a vicious wing drop. I banged my head
on the side window and was slightly dazed. The aircraft lost
considerable altitude and then there was a secondary stall with
the other wing dropping sharply. My feelings were encapsulated
by an audible exclamation of “sh*t” from the examiner in the
rear seat. We lost well over 1,000 feet and having recovered
that altitude I felt rather shaken and could not bring myself to
suggest repeating the manoeuvre. We moved onto limited panel.
Recall that this was the third aircraft of the day and one I had
never seen before. Every other Duchess had two limited panel
screens. It emerged that this one had three. In my rather shaken
condition, I had not noticed that I had allowed the candidate to
do limited panel with the main AI in full view.
I had no idea I had done this but was aware that my
performance overall was scrappy and I was not entirely
surprised but still mortified to fail. My first inclination was
to give up but after some helpful additional training with
Anthony, a repeat test was fairly uneventful and I received the
CRE rating.
After a couple of years of fairly intensive instructing and
examining with Rate One, I felt inclined to try to become an
IRE. In part this was because I had been arguing with the CAA
about the content of the skill test and I wanted to be in a position
to actually implement some of the changes and challenge
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them to take action against me if they were so inclined. As it
happened in the interim period, the battle to get the CAA to
accept the EASA legal basis for the skill test was won. I was
again tempted to give up but having paid the fee I decided, not
for the first time, that this would be absolutely the last time I
subjected myself to this cruel and unusual punishment.
It was back to Anthony for essentially the same course with
different paperwork. I felt rather more on top of things and
planned to fly the test out of Gloucester in airspace I knew
really well. Once again there were aircraft issues. At least this
time they arose well in advance of the planned course so I ended
up flying out of Bournemouth using one of Anthony’s aircraft.
While it would be a lie to say I was relaxed I certainly felt
more on top of the job. An awkward aspect of the initial IR test
is that the examiner has to check the PLOG, Weight and Balance
and performance calculations. This is quite hard to do on the
hoof working upside down across a table so I prepared exactly
the same material as the candidate and indeed the CAA advice
is to always do this. In reality the CAA mock candidate arrived
quite poorly prepared and I ended up providing pretty much all
the material for him. The senior examiner indicated that given
that I was a CRE he was not going to be too demanding with
the administration.
We walked out to another BE76. I had insisted that we use
a hood and not the stupid hard to handle screens. This meant
that the mock candidate had visual reference as we rotated and
his door flew open. I ended up flying a circuit from the right
seat in slightly awkward conditions and we landed to enable
the ‘candidate’ to close his door and go again. We intercepted
an NDB track and the airway join was flawlessly flown by an
obviously highly competent pilot. We were working Bristol
heading for Cardiff when Bristol informed us that since we
were late we had lost our beacon slot. Almost at once they
offered a radar vectored ILS at Bristol. I took over the controls
and asked the candidate if he wanted to go to Bristol. I had
no paper plates for Bristol but had an iPad. The examiner in
the back had an absolutely huge laptop with the plates so the
‘candidate’ opted to go to Bristol. By now we were working
Cardiff ATC heading for EXMOR and they informed us that
the user of the next beacon slot had cancelled and offered us a
Cardiff slot. Once again I took control to allow the candidate
to consider his options. It appeared I might be flying more of
this route than the candidate. He opted to go on to Cardiff so
eventually we were back to Plan A.
General handing is a quite difficult section for the examiner.
He has to navigate, communicate, keep the aircraft safe and
put the candidate into unusual attitudes, if at all possible clear
of cloud. At the same time, there is an effort to ensure that the
aircraft is in a general sense moving back closer to its eventual
destination in this case Bournemouth.
I was getting worried in that the flight so far had been near
perfect. The candidate as it happened was approaching the
hold exactly on the 70-degree axis so opted for a very difficult
direct entry which he flew perfectly. In the hold even though
ATC prompted by saying “Report leaving altitude 4000 feet”,
we went outbound obviously far too high with little attempt
to descend promptly. Here it comes I thought. I gave him zero
thrust for this asymmetric approach and we plummeted down
the outbound leg with a variable rate of descent that at times
just exceeded 1000 ft. a minute. The final approach just about
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stayed within the lateral limits but we remained high on the
profile until just before minima when we went around into an
asymmetric visual circuit for the asymmetric landing.
I gave the candidate partial pass and in his role he disputed
the result quite vigorously. It reached a point where I started to
get irritated and the exercise drew to a close. By and large I got
credit for correctly dealing with all the difficulties, they agreed
with the result but I was criticized for some points of detail in
the debrief and for being rather forceful with the candidate.
I am not entirely sure what to take away for all this. There
is no doubt that the examining system bends over backwards
to be fair to the candidates and is in my opinion somewhat too
considerate. The test content is old fashioned and could be much
improved even within the constraints of the applicable EASA
legislation. The administration of the process is unnecessarily
cumbersome but now that examiners can issue a temporary
rating certificate (I walked away with one) that problem is less
acute than it was. Given the derisory fee an examiner receives
for a skill test and the cost involved in gaining and retaining
the rating, it is inevitable that there will be a crisis in the future
when the current pool of aging examiners who were trained at
the expense of the CAA or their company retire. In the event it
took almost two months for the CAA procurement department
to issue me with a 23 page contract to sign. Even though one
is issued with an immediate temporary rating, the test booking
system will not allocate you to a candidate until the contract is
in place. So I am now in the position of being able to earn the
princely sum of £259 a test assuming I am allocated any.

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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UK to Trinidad
and back
in a Cessna 421
(Part 2 - Flying Log)
by John Shannon

John’s narrative of the planning and flight to the land of his birth is in two parts; part 1 covering the planning and aircraft preparation
appeared in IP 115 Winter 2017.

Gloucester/Cranfield

Roy and I left the home base of the aircraft, Gloucester, in southern
England, on Saturday morning, 29th April, for Wick airport in north
Scotland, a three-hour flight. However, the heater did not work at
altitude. It had been overhauled at the annual but we had not been
able in the time since completion to check the heater out at altitude!
We soldiered on to Wick in the hope that we could fix the heater
on the ground. However no luck; Monday was a public holiday
and the maintenance shops were all shut. That evening, we flew
back to Oxford and early on Tuesday morning, on to Cranfield
where the aircraft is maintained by IAE Ltd., a maintenance
organisation experienced in pressurised planes including small jets
and King Airs. The heater problem was identified as probably due
to a cracked ceramic cover on the igniter plug; this was replaced.
By lunchtime we were flying back to Wick with a working heater
to recommence our journey. However, we were now three days
behind our timetable. Thank goodness that I had allowed some five
days allowance for problems.

Wick

While in Wick, we stayed in a romantic castle by the sea called the
Ackergill Tower Hotel. It has a very good restaurant and there are
beautiful walks in the rather bare surrounding countryside which
helped somewhat to reduce the stress associated with the delay.
Andrew Bruce of Far North Aviation, the local Wick FBO, is a
very experienced specialist in providing survival gear for rent to
ferry pilots, as well as fuel and anti-freeze additives. Apart from
the normal survival equipment, we rented a second PLB from him.
Please note that there are limited opening hours at Wick Airport.
However, through Andrew, we got an out of hours indemnity
allowing us to land when there is no ATC. To get the indemnity
you need to provide a copy of your aircraft Insurance together with
a filled-out application form to forward to Andrew a few days in
advance of your arrival. Andrew can also get a significant discount
on the hotel booking; so I would recommend doing the booking
through Andrew.

Reykjavík

Next morning, Wednesday, we were off to Iceland. The weather

18

INSTRUMENT PILOT • SPRING 2018

PPL/IR EUROPE UK TO TRINIDAD AND BACK

was fine and we cruised at F180; the flight taking about three and
a half hours. Reykjavík airport is the old civil airport next to the
town and was built by the British during the 2nd World war. Its
future is doubtful as most airlines now fly to the newer Keflavik
airport several miles further to the west. However, use Reykjavík
while you can as it is more convenient for general aviation than
Keflavik.
The Icelandair Hotel is situated right in the middle of Reykjavík
airport. It is comfortable and has a reasonable restaurant. Of
greater importance, it is right opposite the very efficient airport
FBO. However, there is no bowser for avgas and you need to taxi
to a fixed pump nearby. Allow a little extra time to get avgas.

Narsarsuaq

We made an early start for Iceland leaving at about 9:00 local (also
GMT). We were fortunate that we could get the necessary TAF for
Narsarsuaq that early as another aircraft had paid for an early TAF
to be issued. The weather was good en route at FL180 although
most of eastern and central Greenland was covered by medium
cloud. The cloud started to break up as we approached Narsarsuaq.
Narsarsuaq airport is enclosed by high mountains and approaching
from the East over the high central plateau means that you have to
stay at 10,000ft or so until almost over the airport and then let down
to the west. There is no controlled airspace in southern Greenland
below about FL180 However the airfield has a good FIS (no control
service). The airport fuel service is very efficient via a bowser. Do
not let your flight be spoilt by the high fuel prices. Transporting
fuel to Greenland is not a cheap process! While the airport does not
have WiFi, the flight office will help with flight plans and weather.
It also provides a phone to call Canadian Customs which you must
do before leaving Narsarsuaq.

Goose Bay

We were off again within an hour and a half of landing at Narsarsuaq.
At FL250 the headwind was not so bad at about 40 knots. (On my
previous trip, three years earlier across the Atlantic we had faced
headwinds of approaching 80 knots at times.) We were in VHF
range for nearly the whole flight of about 4 hours. The weather
at Goose Bay was good and our arrival was uneventful at about
18:30 local.
At Goose Bay you should wait in the plane for Canadian
Customs, who have always arrived promptly. We were able to
arrange engine heating from Woodward Aviation, the FBO that can
supply avgas. We were also able to drop off our survival suits and
raft etc. at Irving Aviation, another FBO, who have an arrangement
with Andrew Bruce to look after his survival equipment until our
return flight to the UK. (We carried a light life raft and normal
life jackets for the flights south of Goose Bay.) We stayed at the
Royal Inn and Suites, a small hotel with very good internet; nice
rooms, simple breakfast but no restaurant. There are one or two
restaurants in town.
That evening we filed our EAPIS online and, the next morning,
we called US customs at Bangor to verify they had our EAPIS.
We ran the FBO’s engine heater for an hour on both the aircraft
engines as the temperature overnight was about -2ºC. Then off to
Bangor.

Bangor

Again, the weather was kind and the three-and-a-half-hour flight
was straightforward. The land below is punctuated by thousands of

lakes and shows very few signs of habitation until one gets to the
St Lawrence river. No wonder the Canadians like their float planes.
Traffic on the radio is largely in Canadian French, which, in my
view, is a dialect with a very uncomfortable accent!
At Bangor there is a designated parking area for customs. Like
Canada, after landing you should stay in the plane until Customs
turns up. However, the pilot can leave the plane to go to a phone
that is near the parking area to call customs if they do not turn up
after a few minutes. Customs will make an initial check of the
aircraft, decal and passenger details. The handler will then take
pilot and passengers over to the main terminal where the passports,
visas, entry forms and baggage are checked. If you are lucky, and
there are no airline passengers queuing for entry, the process is
quite quick. We then organised fuelling the plane, booked a hotel
and took a taxi into town, about a 15 minute drive. Our hotel did
not have a restaurant and so we went out and had a good steak.

Harrisburg

The next morning, the weather along the east coast to Norfolk
Virginia, our intended destination, was forecast to be poor with
low ceilings and very strong headwinds. The weather inland
was a bit better. So, we rerouted to Harrisburg and landed to low
minima. The airport has an Interesting instrument approach with
the Susquehanna river running right by the side of the runway.

Raleigh Durham

After a quick refuel, in the drizzle, we continued to Raleigh
Durham, which had better weather, to overnight. The part of
Raleigh Durham that we stayed in is modern, and thriving, our
hotel surrounded by the offices of many major corporations.

Miami Executive

The next day, we flew to Miami Executive in typical Florida
weather - mostly good with the occasional thunderstorm, which
we could fly around. Jimmy Lockhart, the General Manager of
Propel Aviation Services, was there to greet us and arrange for the
aircraft to go to his hanger. Propel carried out an oil change and
exhaust inspection. Cecilio Periera, a very experienced Portuguese
mechanic, took the opportunity to tidy up some minor oil seal
leaks on the newly overhauled right engine and reroute a fuel line
on the left engine that was a bit near the exhaust.
My wife, Rosemary and my younger son, Peter, the airline pilot,
arrived in Miami on the Tuesday. Roy left with his wife Maggie for
a well-earned rest and his holiday in Florida.

Providenciales, Turks and Caicos Islands

Wednesday morning and the beginning of our family holiday. (See
Photo at Miami Executive of Rosemary, me and my son Peter in
front of the plane.) We flew for three hours (560nm) south east in
perfect weather down along the Bahamas chain to Providenciales,
Turks and Caicos. (See the video which shows an approach to
Providenciales – link at the end of this article)
Here I encountered the first surprise of the trip. The last time I
had stayed in Providenciales had been in the 1970’s. At that time,
there was one very modest small hotel and deserted white coral
beaches. The airstrip was merely crushed coral and had no ATC.
Now there are a number of hotels; the beaches, while not crowded
are no longer empty, and there is a ‘proper’ airport that has regular
scheduled airline flights from the US. However, I suppose that is
‘progress’. The beaches are still beautiful and our hotel was quite
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Top: The route flown through the Carribean
Bottom: parking amongst the palm trees in Canouan

well worth a visit.

Argyle Airport, St Vincent

On Sunday at midday we left for Argyle airport, the brand-new
airport in St Vincent. The flight is about 3 hours (450nm). Given
that the airport is still bedding in, I found the handler to be very
efficient and we were able to get our fuel via bowser quite quickly.
One problem that the airport does at present suffer from is flocks
of sea birds. Apparently, the airport authorities hope to bring in
trained birds of prey to frighten the sea birds away but for the
moment, make sure you have all your headlights and taxi lights on
for landing and take-off. Within an hour and a half, we had dealt
with customs and refuelled and were on our way to Canouan.

Canouan / Petit St Vincent

The short flight to Canouan (15 minutes) was VFR at 2,000’ down
the Grenadine islands passing by Bequie and Mustique, Canouan
now has an extended runway of 5,910’x98’ and it has an instrument
approach. It also has a very ‘tropical’ terminal with a palm leaf
roof. (See photo at the end of this article) The only shortcoming is
that, while it has jet fuel, it does not have avgas.
We were met by a boat from our hotel at Petit St Vincent, or
PSV for short, which whisked us down past the beautiful Tobago
Cays to PSV. (See Photo at the end of this article) PSV is an Idyllic
tiny tropical island which is dedicated to one hotel. I can sum it up
with the following comment; - wonderful food, beautiful beaches,
great staff. Our stay in PSV for three days was certainly a highlight
of the whole trip.

Piarco, Trinidad

a step up from the glorified hut of the 1970’s.

Isla Grande, San Juan, Puerto Rico

After a three day stay in Providenciales, we flew on Friday
afternoon 12th May to Isla Grande Airport, San Juan, Puerto
Rico, a two-hour flight (340nm). The airport started as a seaplane
airport. PAA/PanAm’s first international route in the mid-1930’s
was from Miami via Isla Grande to Trinidad using a seaplane. (See
photo at the top of the opposite page showing the approach to the
present runway) The airport is very near the old part of San Juan,
and is surrounded by high - mostly hotel - buildings. It does have
instrument approaches and the International airport is a convenient
nearby alternate. The historic very old town, was founded in the
1520’s! (Columbus had only stopped in what was to become San
Juan in the 1490’s.) The Old Town is beautifully preserved with
fine buildings, a graceful cathedral and evocative narrow streets.
(See photo at the end of this article) It is the second oldest colonial
town in the Western Hemisphere, after Havana. We were joined in
San Juan by my daughter Lizzie and her boyfriend Will (see photo
at the end of this article) and we all stayed in an atmospheric hotel
converted from a Convent founded in the 1530’s. Old San Juan is
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On the late afternoon of the 17 May, we took the boat back to
Canouan and flew down to Piarco Airport, Trinidad. (about a onehour flight.) The weather was satisfactory but there were a few rain
clouds over Trinidad. Piarco, an airport founded in the early 1930’s,
is rather infamous for being a bureaucratic nightmare for general
aviation aircraft. However, Signature has opened a new FBO in the
old south terminal and they have been allocated dedicated customs
and immigration officers and security staff. Signature has been
able to tame the bureaucratic tiger. They could also deal with the
credit card reader at the fuel station which did not work; the fuel
company representative wanted to be paid in cash! In the end, the
fueller was authorised to charge the bill to Signature who in turn
charged the bill to me via my card which worked.
We all stayed in Trinidad for several days and met up with many
old friends. Then, on Sunday 21st May, Lizzie, Will and Peter went
back to London by airline.

Grantley Adams Airport, Barbados

Rosemary and I left Trinidad on Monday, 22nd May and flew to
Grantley Adams Airport, Barbados (about an hour’s flight). The
local handler was able to get us through customs quickly and we
were then joined by my elder son, Michael and his wife Lexie. We
were off to Tortola with less than an hour and a half turnaround.

Terrance B Lettsome Airport, Tortola

We flew up the island chain passing over Martinique and by
Dominica. The total flight (about 500nm) was about 3 hours.
Terrance B Lettsome airport at Tortola is one of the two Caribbean
airports on this trip that I had never landed at before. It proved quite
tricky. There is a published RNAV approach which I planned to
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Top Left: Approach into Isla Grande Airport, San Juan, Puerto Rico
Right: on the ground in Miami
Bottom Left: Tortola

three day stay at the hotel on Peter Island for three days.
follow. Unfortunately, I was given a visual by a remote approach
controller – whom I think is based in the island of St Thomas in
the US Virgin Islands. Now the MSA is 3,000ft (high hills on
the nearby islands); there was a cloud which blocked my view
of the airport and so I had to stay at 3,000ft. I was transferred by
ATC to the aerodrome flight information officer at Tortola and I
explained my problem to her. She suggested using a break cloud
NDB DME approach to the east of the island – which I had not
prepared for! Shortly afterwards I became visual with the field
but was much too high. I flew over the field visually descending
to circuit height and then went right downwind. However, there
was a hill between us and the runway and I turned onto base leg
too soon, partly influenced by the hill on the next island which
is aligned with the final approach. As a result, I was again too
high on finals. By the way, I realised rather late on turning finals
that I had not put my gear down! I now understand why Cessna
recommends that one should retract the gear on an instrument go
around but leave the gear down on a visual go around. It is too
easy to get caught up with the visual flying, especially if it is a
busy approach, and not hear the gear warning horn. Hearing is
the first sense to go when one is otherwise preoccupied. I went
around again. The third approach was, though I say it myself,
impeccable! Phew.
The handler was very helpful. I spent nearly an hour trying
to get the refueller’s credit card reader to work. As in Trinidad,
the fueller wanted cash! Once again I paid for the fuel through
the handler. Rosemary, Michael, Lexie and I had a very pleasant

Providenciales

On Thursday, 25 May, we flew back to Providenciales to stay
for a further three days at the same very comfortable hotel that
Rosemary, Peter and I had stayed at on the way down. Rosemary
found out that it was possible to borrow for a morning a puppy
which was one of a number due to be sent to the States for rehoming. There is a shot of Lexie with a puppy in the video;
Rosemary also enjoyed borrowing a puppy.

Miami Executive

On the afternoon of Saturday 27 May, we flew back to Miami
Executive. We spent a day with Roy and Maggie who had
returned from their holiday and then everyone, other than Roy
and I, went back on the Monday to the UK by airline.
While the aircraft was having an oil change and exhaust
inspection at Propel, Roy and I went to Simcom in Orlando
for a 3-day simulator training session. Both of us think that the
C421 is complicated enough to need annual simulator sessions to
encounter those challenging type problems (engine failures soon
after take-off etc.) that one could not safely practise in the air.

Norfolk

After returning to Miami, Roy and I set off on Friday 9th June for
Norfolk International on our way home. Unfortunately, during
the flight we noticed oil coming through the top vents on the
right engine. After we landed at Norfolk, we could see that we
had a problem as there was more oil on the bottom of the engine.
Jimmy Lockhart of Propel arranged for Michael Schur, a senior
mechanic and inspector to come up to Norfolk to help solve the
problem. He found a crack in the sump which he thought had
happened in flight due to an over tightening of the sump plug.
Jimmy Lockhart of Propel took complete responsibility for the
problem (the work had been done by an apprentice mechanic that
had since left the firm). Jimmy said he would cover all the costs
of the replacement sump and other parts and the costs of Michael
Schur and any help he needed from other mechanics. Replacing
the sump entailed taking the engine off the wing to gain access
to the sump! Michael, with the help of a local mechanic, was
able to complete the job by Friday 17th, a virtuoso achievement
which required Michael to work well into the evening on two
successive nights. I am very grateful to Michael and to Jimmy
of Propel for getting the aircraft back into order so quickly and
for dealing with the problem so honestly and promptly. While
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the repair work was going on, Roy and I stayed at the Norfolk
Hilton, a very lively and comfortable hotel. As a history buff, I was
pleased to be able to visit the US Navy Museum, the battleship
USS Missouri and drive past Fort Monroe and Yorktown up to the
colonial town of Williamsburg. This small area of Virginia was the
scene of important battles both in the Revolutionary War and the
US Civil War.
On the evening of Friday 17th, having been able to finalise all
the aircraft repair airworthiness paperwork with Michael, Roy and
I set off to Bangor; we arrived rather late at about 8 pm and it
proved quite difficult to find a restaurant that was still open!

Goose Bay and Iqaluit

On the Saturday morning there was a question as to whether to
fly to Goose Bay or stay in Bangor as the transatlantic weather
looked difficult for the next two or three days. About midday, we
decided to fly to Goose Bay, so that we could take advantage of
any opportunity should the weather improve. On Saturday night
in Goose Bay we worried over what to do, as the weather on the
northern route was only a little better than that on the southern
route. Should we wait in Goose Bay or take the extra day and go
the Northern Route? Deciphering dubious weather is one of those
occasions where two heads are three times better than one. In the
end we decided to go north to Iqaluit as the weather there looked
reasonable and, we could go on to Sondrestromfjord with the option
that, if the weather was not good enough, we would have enough
fuel to return to Iqaluit which has a good instrument approach.
Neither Roy nor I had been on the northern route before. We
were a bit concerned about the avgas arrangements; avgas is only
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sold by the barrel in Iqaluit. In the event, the flight up to Iqaluit
was in good weather and the fueller was very efficient; we wasted
hardly any fuel from the last barrel that we used. Avgas in Iqaluit is
subsidised by the Canadian Government as a form of development
assistance and therefore the fuel price was not as outrageous as
we were expecting. The handler was good and proudly showed a
picture in his office of the prototype A380 which he had handled
for Airbus while they were carrying out icing tests. By the way,
there was snow on the ground and the temperature was about 0ºC.
Quite a change from the West Indies! We were also pleasantly
surprised by the Ice Hotel in the town. Although a prefabricated
building, the room and bed was comfortable and the restaurant,
run by a gentleman from India, was very good. I chose the Arctic
char, a type of Salmon but, as it is wild, a much finer fish in taste
and texture than farmed salmon. When you next find yourself in
Iqaluit, try the char.

Kangerlussuaq/Sondrestromfjord

The next morning we took off early at 07:10 local. In the summer,
Iqaluit is 5 hours behind GMT, which is the local time in Iceland.
Therefore, you have to add five hours to your flights from Iqaluit to
calculate the local arrival time in Iceland. By taking off at 07:00 local
in Iqaluit (when I think the airport opened), we could plan to arrive
at about 19:00 local time in Iceland. We flew to Sondrestromfjord
in good weather at FL200 to take advantage of the strong tailwinds.
Sondrestromfjord is the only airport in Greenland with a control
zone, full ATC and a reasonable localiser/DME approach. There
is no arrival procedure and one must manage the descent from
cruising altitude to the height at the final approach fix without any
intermediate fixes other than distance provided by DME or GPS.
I was a little passive in managing the descent and the controller
was obviously more accustomed to the higher rate of descent used
by jets. Thus I was too high at the final approach fix and so I went
around and then circled and landed visually. I recognise that I can
get too lazy about descent management; polished European and
North American controllers normally give us descent clearances in
reasonable time. So my advice is to plan your descent, especially
if you are going into Sondrestromfjord.
The parking area for general aviation and the avgas fuel bowser
are all on the south side of the runway. The handler’s office is on
the north side – quite a way from the main terminal. You have to
move around places in the handler’s vehicle. While fuelling was
quite quick, we were pleased that we had filed our flight plan in
advance to Iceland as the handling office were rather preoccupied
with airline matters. Also, take your lunch with you from Iqaluit
otherwise you will need some time to get transport from the
handling office to the main terminal to get food.

Reykjavik, Iceland

Despite my quibbles with the handling at Sondrestromfjord, we
took off for Iceland within an hour and a half from landing. The
weather again was mostly good and we cruised at FL200. We
arrived at the Reykjavik FBO at about 19:00 and we were walking
to the Icelandair hotel about 20 minutes later, having dealt with
customs. Iceland had the most efficient handler/customs set up of
any country on our trip.

Wick, Scotland

The next morning, we were off to Wick, timing our arrival for when
ATC would be available. The cruise was at FL200 and again we
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were blessed with good weather. The airport has LNAV approaches
to each runway end but it seems that they are hardly ever allocated
by ATC and three hours prior notice is required to use them! While
I had prepared an LNAV approach to runway 31, I was cleared for a
VOR/DME approach. I have learnt my lesson about being too high
after my approach at Sondrestromfjord; on arriving over the VOR
at Wick at about 4,000’, I requested a descent in the VOR hold
until I reached 2000’; this made the approach straight forward and
I was able to use sensible speeds! Roy and I had our last night of
the trip where we had started seven weeks earlier at the Ackergill
Tower hotel, enjoying a fine meal in their restaurant.

Gloucester, England

The next morning, we flew down to Gloucester. It was a fine
summers day and I was glad that the air-conditioning worked well
on our arrival. We put G-CGSG back home in its hanger. It had
served us well. The pressurised Cessna cabin twins are excellent,
very capable aircraft and allow old pilots like me to indulge our
dreams and, for a moment, to return nostalgically to when we were
young. I think the trip will remain as an outstanding memory for all
those who came on it. It has been the highlight of my flying career.
Video and photos: https://www.dropbox.com/sh/
ol8sitc6tsz8qi5/AAAq4fjWqGbklPJ2uMtKZio9a?dl=0

Clockwise from top left:
Petit St Vincent;
Canouan Airport Terminal
- Will, Lizzie, Peter, John,
Rosemary;
Miami - Lexie, John, Michael;
Rosemary, Peter, John;
Old Town, San Juan;
Boat to Petit St Vincent
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EVENTS / SPRING MEETING

Events
Dates
17 - 22 April

Event
AeroExpo

Location
EDNY Friedrichshafen

12 May

Spring Conference &
AGM

EGTC Cranfield

14 - 16 June

AeroExpo

EGTB Wycombe
(Booker)

TBA

Weather Seminars
PBN Seminars

TBA

September

Social Weekend

TBA - Looking at
Bordeaux region

September

European Tour

December

Christmas
weekend

Venice, Adriatic coast
and Balkans
Market TBA

Notes
PPL/IR Europe will have
a stand at Europe’s
leading GA show
A great line-up
of speakers and
opportunity for catching
up with other members
PPL/IR Europe will be
at the UK’s biggest GA
show
Learn from our most
experienced pilots how
to handle weather and
what is needed to be
able to fly under PBN
rules from August.
A popular fly-out for
members and partners.
The conversation will
NOT all be about
aviation there may be
some wine partaken.
Plan in preparation.
Watch this space!
An informal fly-out
to one of Europe’s
Christmas markets.

Spring Meeting
12th May 2018
Venue :

The Spring meeting will again be hosted at Cranfield Airport (EGTC) with its good meeting facilities and easy access by air or road. If
arriving by air, a full briefing document will be sent about 1 week prior to the meeting.

Programme (provisional):
•
•
•
•

09:00
11:00
11:15
12:00
		
• 12:45
• 14:00

24

Registration and Coffee
Opening and Welcome - Colin Williamson
Changes to Light Aircraft Maintenance Rules - Graham Mountford AKKI Aviation
The First Air Accident Investigation - A light hearted look at aspects of aviation medicine that affect performance in
the air - Dr Alec Hurley BA BM BSc DOccMed, DAvMed, FRAeS
Lunch
Learning from the ATPL process - Ed Bellamy
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• 14:45
• 15:30
• 16:00

EVENTS / SPRING MEETING

The GAINS project and developments in the area of Conspicuity Management - Julian Scarfe.
AGM
Close

Travel:

Being located outside controlled airspace, EGTC Cranfield has only procedural instrument approaches. The airfield opens at 0800Z
but, with limitations due ATC manning, they can accommodate only 6-9 IFR arrivals between 0800 and 0930Z. We therefore have 2
mitigation options to get everybody in ready for the 1000Z start:
1. If VMC conditions prevail, please cancel IFR and make a VFR arrival
2. In the event of IMC conditions, it would help if those living within driving distance were able arrive by road. The registration form
includes a field where you can indicate if you are willing and able to drive.
Detailed arrival instructions will be sent out a week before the event, when it will be clearer how many plan to arrive by air.

Fees:

• Registration fees are expected to be £45/€52 per person, to cover room rental, tea/coffee, buffet lunch, speaker travel costs and other
local expenses.
• Invoices will be sent by email in due course, requesting payment by PayPal, so as to avoid delays collecting payments in cash on the
day.
• There will be a flat rate charge of £25 per all aircraft including landing fees, day and overnight parking charges, which will be
collected electronically with your registration invoice (or payable in cash on the day).
• Free car parking is available directly in front of the conference venue.

To register

Please go to our web-site: https://www.pplir.org/eventsnew/event/42/Spring-Conference-2018
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AIRSPACE INFRINGEMENTS

Airspace Infringements Awareness
Course
A Course To Avoid
by Graham Whittle

John Steel, Mike O’Donoghue
and the Author

I

t was with huge guilt and embarrassment that I attended the
Airspace Infringements Awareness Course (AIAC) held at
De Vere Cranage Estate, Byley Lane, Crewe, on Saturday 18th
November 2017. Registration was at 0930 with the Course
commencing at 1000. There was a short morning break of fifteen
minutes with a thirty minute break for a delicious lunch at 1230;
the course was complete by1515. I had to take my Pilot’s Licence
together with photographic identification and was told that on
successful completion of the course, GASCo would advise the CAA
so that they could update their records.
Does this sound like a Speed Awareness Course? Yes, but for
pilots who infringe controlled airspace. This was only the fourth
of such courses. It was organised and run by the General Aviation
Safety Council (GASCo) according to requirements prescribed
by the Civil Aviation Authority. What a tariff to pay for an
infringement; a four hour drive to Crewe, overnight in the hotel,
and a Saturday that could have been spent with friends and family,
or playing golf. The course fee itself was £200.
Mike O’Donoghue, GASCo Chief Executive, who was present
for the whole course in suit, tie, and handkerchief in top pocket,
explained to me over lunch that he hoped those attending would
get something out of it. He was not impressed when I suggested
that I would have rather paid a grand to the Air Traffic Controllers
Christmas Fund or to Children in Need.
I expected the other candidates to be weekend bumblers who
had stumbled into controlled airspace in their homebuilt, or club
aircraft. We kicked off with round the table personal introductions
- who we were and what we fly, but not our transgressions. It was
a huge relief when I heard that one of the seventeen participants
26
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was owner and pilot of a PC12, another a Spitfire pilot, and at least
one other a PPL/IR Europe member. The majority were pilots and
owners of fixed wing single engine aircraft with a few helicopter
and microlight pilots.
The takeaway number was a thousand, that is the number of
airspace infringements in a year - about three a day. And apparently
the number is not going down despite the best efforts of the CAA
and GASCo. Keith Thomas was one of the two instructors on the
course, he is a Regional Safety Officer with GASCo and formerly
a CAA employee. The other was John Steel, also a Regional Safety
Officer with GASCo and former employee of the Irish CAA.
Regional Safety Officers are volunteers but for their effort teaching
this course, they get an emolument from GASCo. Two other
Regional Safety Officers attended as observers. Mike O’Donoghue
and his team must be commended for their enthusiasm and
commitment to the cause; the event was very professionally
organised and presented.
What did I learn? There is no margin for error. If controlled
airspace is penetrated without permission then the controller must
report it. If an aircraft is communicating with the controller, the
controller will apply the normal altimeter error allowance but
no more. An infringement is a criminal offence, according to a
conversation I had with the CAA. A CAA flight examiner, in a video
presentation, said that pilots do not infringe airspace deliberately
or maliciously. The infringement is usually down to pilot error with
human factors playing a large part. The course comprehensively
covered the human factors aspect of infringements. It was also
made clear what the impact was on a controller if separation is lost
inside controlled airspace; they are temporarily suspended. A slight
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incursion into controlled airspace can cause havoc with separation
requirements.
We carried out a flight planning exercise using a quarter mil
CAA chart as recommended by John Steel. I sat next to a young
man who said he had accidentally infringed the ATZ of his home
airfield. He was on a handover from a radar controller in adjoining
airspace but before obtaining a clearance he busted the ATZ. The
Saturday the course took place was his wedding anniversary and
his mum’s birthday. Sat to the other side of me was a man who
owned and flew both a helicopter and a fixed wing aircraft. In the
helicopter he accidentally gained altitude into controlled airspace
whilst dealing with a navigation issue with his map holding co-pilot
wife. Yes we all had mitigating circumstances. My feeble excuse was
that for safety reasons, to acquire gliding range for an over water
crossing with five passengers on board, I wanted to climb above
2000’ into Class D airspace. It was a filthy day and there was no
other traffic. The controller inexplicably refused; I persisted with
my request. Immediately after being giving a clearance to climb to
3000 ft, the controller said that I had infringed controlled airspace,

Approach Chart Quiz
Answers
1
2
3
4

C
TIPGO
D
2000 feet
2000 feet
The Terminal Arrival Altitude (TAA) is the lowest
altitude that will provide a minimum clearance of 300 m
(1,000 ft) above all objects located in an arc of a circle
defined by a 46 km (25 NM) radius centered on the
initial approach fix (IAF) or where there is no IAF, on the
intermediate approach fix (IF)
The Minimum Sector Altitude (MSA) is the lowest
altitude which may be used which will provide a minimum
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that I was at 2300 ft and he would be filing a report. Weeks later I
had a phone call from the head of ATC at the airport concerned
who said that there had been “A bit of a misunderstanding” and
that he was sorry for the consequences of the incident. I do not
deny that I should have done things differently and should not have
entered controlled airspace, even accidentally, without a clearance.
Everyone reading this knows that as it is drilled into us during
our training. Apparently about 15% of infringements are made by
instructors.
Mike O’Donoghue explained the reason the CAA introduced
this “Speed Awareness” type course was because the online
controlled airspace test, created for infringers, was considered
inadequate. Too many of the candidates failed the test. The online
course is still used. A number of the candidates on the AIAC were
there because they had failed the online test. The AIAC course is
based on the questions in the online course. After the day’s training
a blind test was carried out by the candidates (Names and scores
were not correlated.) The average score was 80%.

5
6
7
8

clearance of 300 m (1,000 ft) above all objects located in
the area contained within a sector of a circle of 46 km
(25 NM) radius centered on a radio aid to navigation.
C
Above 3000 feet
B
SC23I
SC relates to the Airfield ICAO coding of EGSC, 23
refers to runway 23, I refers to intermediate fix and F
refers to final approach fix.
LNAV/VNAV is a non precision approach with vertical
guidance. The vertical guidance requires a WAAS or
SBAS GPS receiver. LNAV is a non precision approach
with no vertical guidance

(Quiz on page 13)

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

Visicover is a unique
service that lets you
buy and manage your
aeroplane or helicopter
insurance online
whenever it suits you.

To ﬁnd out more go to Visicover.com
Authorised and regulated by the Financial Conduct Authority
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BUY

RENT

Crédits photo : Airborne Films/Daher - Création Acajou

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!

