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CHAIRMAN’S CORNER

Chairman’s corner

M

by Colin Williamson - Chairman

y wife and I have recently
been working through diary
commitments in 2019. She has
a senior role within a UK arts
organisation whilst I am retired
(from paid employment, anyway). Already
weeks and weekends are filling up at an
alarming rate and I am sure we are not
unusual. It seems that we human beings
like to be busy, even when we do not
always need to be. Such hyper-activity can
consume us and we lose sight of longerterm issues and aspirations. Sometimes it
takes an external stimulus to stand back,
take stock and think about the future.
All of which serves as an introduction to
EASA’s 2-day Annual Safety Conference
that Julian Scarfe and I attended in Vienna
in early November. For the second time
in four years, the conference was about
General Aviation – a focus that no other
sector has had. The theme was ‘A vision
for the future of General Aviation’, which
provided
plenty
of
opportunity to reflect on
past plans, current issues
and future opportunities
and challenges. Some
300 people participated,
drawn from regulators,
air
traffic
service
providers, manufacturers,
researchers, entrepreneurs
and aviators – spanning
model flying, ballooning,
gliding and powered flying. It would be
fair to say that private IFR flying sat at the
heavy end of the spectrum but attracted a
good deal of attention.
So what did EASA and the other speakers
have to say about vision, what needs to
be done and how to avoid hallucination?
Patrick Ky, Executive Director EASA,
started with a reflection on the Roadmap
for GA v1.0 that had been launched in
Rome in 2014. He had been struck by
better statistics in the USA, leading to a
realisation that training and mindset play
vital roles and that not everything is solved
by rules. In his view, the event triggered a
change in mindset for regulating GA.
We certainly got plenty of vision
too from the keynote speaker André

Tasks in Roadmap v1.0 are only partially complete

Borschberg, who holds world records for
the highest solar-powered flight as well as
the longest solo flight (Japan-Hawaii!) in
an airplane of any kind. He highlighted that
new challenges mean that we need to adapt,
with a step-change in progress possible

simplicity and to be strategic, bolder and
faster. In particular, there was frustration
that a more rapid pace of change was
thwarted when proposals reached the
legal department at the Commission – the
evolution of Part M light being an example
of a bad, slow process.
In response, we were
told that legal resources
had been doubled at the
Commission; we will
be watching closely
to see how quickly
they clear backlog and
process new proposals.
Inevitably, progress
to date in Roadmap
v1.0 was a mix of
completed, in-progress and unachieved
objectives, shown in green, amber and red
in the chart above. The amber grading of
the ‘easier access to IFR flying’ symbolised
slow progress towards the proposed Basic
Instrument Rating. In addition, blue tasks

“We can only see a short distance ahead, but we
can see plenty there that needs to be done”
Alan Turing
“Vision without execution is just hallucination”
Thomas Edison
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through the development of electric
propulsion. Echoing Patrick Ky, the route
to success is changing mindset and often
issues are best solved by outsiders who do
not know that something is impossible.
The first panel discussion, which
included Julian, addressed what has been
achieved so far. A change of attitude was
emphasised again – with an observation
that most of the ways pilots kill themselves
are already forbidden. More than just
words, the introduction of the new Basic
Regulation 2018/1139 was an example of a
move away from compliance to a regime
based on performance and risk. Risk
management should focus on the major
threats and balance the links in the chain.
But there was a yearning for still greater

Julian in full flow at the podium
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were those that had not been part of the
original plan; notably, 3 of the 4 blue tasks
are aimed at communicating effectively
and continually with the GA community,
which had been underestimated. My
experience is that communications
challenges are pervasive and enduring
in any organisation; they are certainly
magnified when the audience is as diverse
as the GA community. Nonetheless, I was
encouraged that EASA has responded
with initiatives and I will be looking for
ways in which PPL/IR Europe can play a
part. Not least, if EASA regards greater
participation in IFR flying as enhancing
safety, we surely have something to say in
the why and how.
One recurring theme over many years
has been the lack of reliable data about
GA that the regulators can use to adopt
appropriate evidence-based strategies.
Julian took the opportunity (pictured)
to encourage delegates to participate in
a survey being managed by IAOPA and
GAMA, which you can find in 3 languages
here:
In English:

https://www.surveymonkey.
de/r/FRSKRVS

In French:

https://www.surveymonkey.
de/r/9HP3CLR

In German:

https://www.surveymonkey.
de/r/FT82FQT

The survey takes only 10-15 minutes. If
you do not have precise figures to hand,
best estimates will be fine and your data
will be securely protected.
Other panels featured presentations
and discussions on more affordable
modern aircraft, innovative technologies
and new business models. There were
strong synergies between them, featuring:
electric propulsion; rapid approval of
new designs and avionics based on a netbenefit philosophy and the rise of drones
and autonomous air taxis. These topics
certainly attempted a long-range vision
and it was by no means clear which
technologies or businesses would emerge
the winners. On the other hand, it was
good to see passion, commitment and
inspiration vying to create a future for GA
that promises to be cheaper and safer.
Having struck positive notes so far, the
panel on sharing airspace posed daunting
challenges flowing from the continuing
rise in commercial air traffic at one end
and unmanned air vehicles at the other.
GA will have to be smart to avoid being

squeezed in the middle, especially as
some in society regard GA as of marginal
economic benefit, noisy and self-indulgent.
There was much talk of a need to be flexible
and cooperative, with examples including
the release of controlled airspace if traffic
or runway operations did not require it.
From a GA perspective, though, it did
rather feel as if we caterpillars were being
encouraged to share the forest with a herd
of elephants! A transition to sense-andavoid is inevitable, requiring interoperable,
affordable technologies that share trusted
data in real-time. However, it will be a
challenge in practice to get all stakeholders
and users in all airspaces to agree the
priorities, let alone solutions. ADS-B,
FLARM, Pilot-Aware and the potential of
5G mobile data will probably all be part
of market-led solutions. We should also
take seriously the rise in environmental
sensitivities, including noise and pollution
and seek to be good neighbours at airfields
wherever possible.

Patrick Ky finishes with his team from EASA

The final panel was made up of
senior figures from national ministries
and regulators, EASA and the European
Commission.
They
reiterated
the
importance of finding simplified flying
and airfield structures for GA and of
removing barriers for innovation and new
technologies. The goals include enhanced
safety and a strong safety culture, bearing
in mind what is acceptable and that
freedom also means taking responsibility.
There was a clear appetite to make use
of emerging technologies, such as GNSS
approaches and cockpit aids, which could
be regulated on a step-by-step basis.
Electric propulsion offers potential for
dramatic noise and pollution reductions.
GA will need to play its part in an integrated
aviation system, especially where airspace,
data and communications are concerned.
In his summing up, Patrick Ky said he
was encouraged by a sense of community
in GA that was working together. He
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personally shared the passion for GA and
its level of commitment. He observed
that while Roadmap v1.0 had made good
progress, finishing it should be the first
objective in Roadmap v2.0. In particular,
news of many changes has yet to reach
end-users and communications were
weak. Regulatory processes will need
further updating to exploit the benefits
of new technologies. While the average
age of 47 years for the current GA fleet
illustrates that it is safe and reliable, it
is also expensive and has significant
environmental impact. We need new tools
to share airspace safely and the future of
air traffic management will come through
new technology. In other areas, the rise
of drones and telecommunications will
determine the pace of technological
change. His final commitments were to
a future vision for GA that was safer and
cheaper and to report progress on a 4-year
cycle.
So, vision with a plan or hallucination?
It would be easy to be sceptical, especially
if one’s view is anchored in some of the
GA travails of the past 10 years such as
Part-M. It is true that we should never have
suffered such inappropriate regulations
and recovery in some areas is taking longer
than it should. In the other direction, I
would also not wish to be overly optimistic
after networking with so many friends
and aviation enthusiasts while also
challenging and (I hope) influencing our
regulators. My verdict is one of cautious
optimism, on two counts. The first is
the quality of leadership that is now
evident at EASA. Patrick Ky and his team
struck me as genuinely passionate about
leading a change in regulatory mindset
and they have scored some significant
successes; where objectives are yet to be
fulfilled, they appeared to be realistic and
pragmatic. Second, there really is a wealth
of opportunity ahead flowing from rapid
technological developments combined
with a regulatory intent to adopt them on a
net-benefit basis. There is much to do and
there is a danger that false expectations
lead to disappointment but I came away
hopeful. Many in PPL/IR Europe have
made major contributions to progress so
far and our well-regarded reputation gives
us a powerful voice in shaping the future.

Colin Williamson
Chairman - PPL/IR Europe
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THE RAP WORKING GROUP

The Representation, Advocacy and
Partnership (“RAP”) Working Group
by Julian Scarfe

T

he RAP Working Group aims to
look after the interfaces between
PPL/IR Europe and other
organisations.
These include those who
make or influence regulation, for
example, the European Commission,
European Parliament, the UK’s All Party
Parliamentary Group on GA, the UK
Department for Transport, EASA, the UK
CAA and other national authorities. We
also aim to have strong relationships with
service providers, such as NATS in the UK
and vendors like Garmin and Skydemon.
We do much of this work through
partners, primarily Europe Air Sports,
which represents sports and recreational
aviation in a European context and in
the UK, we work as part of the General
Aviation Alliance. We also aim for a strong
and productive relationship with other
associations, such as AOPA (and IAOPAEUR).
Representation has, for many years, been
an important part of what PPL/IR Europe
does and our work aims to make sure that we
are influential when important regulatory
decisions are made. Sometimes this means
attending meetings of consultative bodies
where strategic and prioritization issues
are discussed. But on other occasions we
have to roll up our sleeves and work with
the regulators to develop the text of good
regulation. Maintaining a good network
of contacts is also important, as regulatory
issues can often be tackled informally.
The group consists of:
• Julian Scarfe (Chair), who is also a
vice-president of Europe Air Sports
and therefore acts as PPL/IR Europe’s
interface in most European contexts.
He is also vice-chair of the GA
Committee at EASA.
• Timothy Nathan, who chairs the
Operations and Competence working
group and represents us in several
UK fora, such as the UK CAA’s GA
Partnership. Timothy is an instrument
rating instructor.

6
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• Ed Bellamy, who chairs the Airfields
and Infrastructure working group.
Ed’s background in working on issues
from the regulator’s point of view,
from several years with the UK CAA,
has been invaluable.
• Nigel Webb brings a wealth
experience of operations as
instrument rated pilot, as well
the perspective of the operator of
N-registered aircraft to the group.

of
an
as
an

• Mike Naylor, is a flight instructor
focusing on IMC-rated pilots and
aircraft towards the simpler end of the
diverse ecosystem that makes up the
PPL/IR Europe fleet.
Through its efforts in influencing regulatory
decision-makers, the RAP Working Group
has the following strategic goals:
1. To facilitate the delivery of
operational instrument approaches
at smaller airfields, particularly those
with non-instrument runways. We
aim to do this to increase the utility of
GA operations, by making operations
at smaller airfields safely possible in
weather that is not suitable for VFR.
Challenges include the regulatory
mindset that links IFR to the provision
of ATC in controlled airspace and the
diverse ATM systems and airspace
structures across Europe. We have
worked closely with the European
GNSS Agency (GSA) to promote the
adoption of EGNOS-based solutions
for the benefit of GA and supported the
UK CAA’s application for a GSA grant
for GNSS equipment.
2. To support the creation of an
affordable,
accessible
basic
instrument qualification, to ensure
that those who want to fly IFR to
improve their own safety are able to do
so. To this end, we are working with
EASA and other stakeholders on the
development of a Basic Instrument
Rating. We also wish to see access
to the UK IMC rating maintained

until and unless a suitable alternative
matures.
3. To promote electronic conspicuity,
driven by user benefit, at an affordable
cost. Improved situational awareness
is an obvious way to mitigate the small
but still significant risk of mid-air
collision, particularly in environments
where ATC does not have a complete
traffic picture. Electronic conspicuity
may be achieved through ADS-B using
a Mode S transponder or there may be
other solutions that offer better costbenefit. While it is difficult to find
a single technological solution that
meets the needs of all airspace users
and ATS providers, there is also a need
for interoperability of any solutions
deployed. Cost, including installation
and certification cost in some cases,
is a key criterion in achieving a high
proportion of equipage with electronic
conspicuity.
4. To promote efficient and safe
airspace solutions that integrate GA
IFR operations with other traffic. We
need to make sure that we are able to
continue to participate in the air traffic
system that we have always been a
part of. Excessive and unnecessary
requirements for equipment, training
and approvals sometimes threaten this.
5. To simplify the FCL system for GA
IFR operations. Many will have read
Vasa Babic’s excellent paper “Defeated
by Complexity” and there are few
areas of aviation that are as full of
unnecessary complexity than flight
crew licensing. We feel that a simpler
system, that places more responsibility
on the individual to consider their own
competence for particular operations,
would improve safety and reduce
costs for our members. EASA has
committed to including simplifications
to FCL in its GA Roadmap 2.0 and we
will work alongside other stakeholders
in the regulatory processes.
6. To facilitate the development of more
affordable, accessible and easily
installed avionics for IFR. We will

EDITORIAL

continue to work with other user associations and suppliers to
move towards more proportionate requirements for avionics
and for improved functionality.
7. To facilitate the development of more affordable, accessible
chart and data solutions for GA IFR. We will continue
to work with suppliers to ensure a competitive and healthy
market for chart and data solutions for GA IFR that are of high
quality and cost effective.
Although our efforts are currently weighted towards the UK,
whose regulatory regime has an impact on the greatest number
of members, we seek to expand our engagement to other national
authorities as time and resource permits.
At a strategic level, PPL/IR Europe has direct or indirect
(through Europe Air Sports) representation at:
• EASA’s GA Committee, which is the advisory body to EASA
for stakeholders (industry and users) and meets quarterly,
including a joint session with the GA TeB, the corresponding
EASA advisory body to EASA for national authorities,
chaired by Tony Rapson of the UK CAA;
• EASA’s GA Task Force, a smaller steering group that works
closely with EASA on its GA Project;
• UK CAA’s General Aviation Partnership group and advisory
body for UK GA;
• NATMAC, the UK’s National Air Traffic Management
Advisory Committee; and
• The Future Airspace Strategy Industry Implementation
Group, a forum led by NATS for the deployment of innovation
related to Future Airspace Strategy
At a task level, we are represented on:
• EASA’s All Weather Operations NCO subgroup, developing
more proportionate operations rules for GA IFR;
• EASA’s rulemaking task RMT.0677, developing the Basic
Instrument Rating;
• Technology 4 Safety, EASA’s task force for getting safetyenhancing technologies into the GA cockpit; and
• EASA’s electronic conspicuity forum

PPL/IR EUROPE

Editorial

M

ost of Europe enjoyed fine, warm and settled autumn
weather until an active cold front brought high level
polar air down to Mediterranean regions towards the end
of October; this spawned an unusually deep secondary
depression which gave thunderstorms, strong winds and
much rain and associated flooding in parts of southern France and
Italy marking the end of a long hot summer. Before this however,
a number of PPL/IR Europe members had enjoyed lovely weather
for their trip to Macedonia and Italy which is written up in this IP
by Judith Niechcial and Colin Williamson; what a difference from
the stormy weather which plagued the start of the 2017 outing.
Judging by the write-up, the highest standards of gastronomy were
also achieved!
Jim Busby continues with his Aircraft Ownership and
Maintenance series; Part 3 covers the vital relationship between
aircraft owner and the engineer who looks after the owner’s aircraft,
emphasising the need to establish a special relationship of trust
between the two if unexpected maintenance downtime and costs
are to be avoided. The regulatory environment is also relevant here
and Colin Williamson touches on this in his Chairman’s Corner
where he notes that the long promised Part-M Light proposals,
which would simplify maintenance for the majority of our aircraft,
are stuck in the legal section of the European Commission. It is
difficult to be sympathetic with such bureaucracy.
In our “Working Group” series, Julian Scarfe, PPL/IR Europe’s
Deputy Chairman, describes the Representation, Advocacy
and Partnership Working Group, which he leads. Members of
this working group spend much of their time preparing for and
attending meetings, often with other GA organisations, protecting
and advancing our particular aviation concerns and interests. With
increasing airspace competition from CAT on the one hand and
drone related activities on the other, this work has never been more
important.
Nigel Everett takes us back a half century to enlighten us on
the mysteries of the ‘Standard Beam Approach’; members, apart
from Nigel, who have done one of these, please email in to
editor@pplir.org and we will publish a list in the next issue!
Graham Whittle challenges us to a further quiz and finally, in a
nice memory of a fabuluous summer, Peter Geldard takes us to
Rothenburg for the weekend.
As ever, (email) letters, comments and suggestions for future
articles are always welcome and meanwhile the Editorial Team
send their best wishes for Christmas and the New Year and for good
flying in 2019.

On 6-7 November, PPL/IR Europe’s chairman and deputy
chairman attended EASA’s Annual Safety Conference in Vienna,
which was aimed at General Aviation (for the first time since Anthony Bowles
the 2014 conference in Rome). Panelists and presenters at the Phil Caiger
conference included Patrick Ky, EASA Executive Director, Filip Graham Whittle
Cornelis, Head of Aviation at the European Commission, Mark
Swan, head of the UK CAA’s Director Safety and Airspace
Regulation, Patrick Cipriani, Director of Safety Oversight at the
DGAC and Dominique Roland, GA Champion at EASA, as well
as Julian Scarfe, Tony Rapson and Jyrki Paajanen, whom members
have heard at previous PPL/IR Europe AGMs.
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FLYING HOLIDAY TO ITALY AND MACEDONIA

PPL/IR Europe Flying Holiday To Italy
and Macedonia
3 - 12 September 2018
by Judith Niechcial and Colin Williamson

J

im Busby and Eleonora Lungu were the heroic organisers of himself, which was not ideal.
this complex trip, ably assisted by Colin Williamson. There
Bastia is a port town, with huge ferries arriving and departing.
were many difficulties to be overcome, particularly with The old port, full of leisure craft, lies under the walled citadel where
the Italian airfields. An exciting idea was initially mooted there is a cathedral and some fantastic views up and down the coast
for a seaplane flying experience at Lake Como, but that and over the old port full of leisure craft. Our first communal meal
unfortunately came to nothing due to the operator’s inflexibility was on the terrace of an excellent restaurant in the market square,
and cost. For the last stop of the tour Colin tore his hair out with where our late night carousing tested the patience of the staff!
logistics in Italy trying to match
(Eleanora had initially booked
customs availability, avgas
a table of the same name in
availability and random airport
London! Not for the last time, her
opening hours. He contacted six
infectious smile helped rescue
to seven fields in Italy which
the moment.)
were theoretically available,
Next stop, flying through
receiving only refusals, until
unbroken blue skies, was Salerno.
Lucca eventually agreed. The
There was nothing taxing on this
Macedonians required individual
leg and it was fairly direct, flown
prior application to go there,
at F100. As first to arrive, our
requesting copies in advance of
Bonanza was given a short-cut
aircraft documents, but they were
missing the STAR and direct to
pretty efficient and approvals
the IAF. Once established on the
The route starting from Bastia in Corsica
came back quickly.
VOR approach we were handed
We convened from many directions at Bastia (LFKB) in Northern over to Salerno tower (Information Service only) and then broke
Corsica, where PPR is required and ‘handling’ is mandatory but off downwind for circle to land. Others behind were not so lucky
non-existent. This sadly seems to be a growing trend in formerly and some holding at the IAF took place. A brief panic ensued when
GA friendly French fields. In addition to Jim and Eleanora in Jim’s we realised we had not given the necessary full 48 hours notice to
Cessna 210 and Colin in his Cirrus SR20, there were Graham customs to depart again. However, we banged off a rapid email
Whittle in his Cessna 206 with Heather Littlejohn. Stephen and and just for once Italian bureaucracy was merciful. That and the
Judith Niechcial together with Eugenio and Pepa Llamas Gomez refuelling though meant that it was two hours before we were
travelled in Eugenio’s Bonanza. Peter Austin joined us later in the ready to leave together for hotels. Colin had thoughtfully arranged
trip and flew with Colin.
taxi transport for the thirty minute drive north to Pompeii. The
Unlike previous PPL/IR Europe trips, we did not all stay in charming and accommodating taxi driver agreed to carry all nine
the same hotel. Eleanora had previously circulated a possible list of us in an 8-seater van. The poor guy took the two hour wait very
from her researches and we booked individually. This worked well! Eleanora’s fluent Italian stood us in good stead throughout
quite well, but Peter, as a late enroller onto the trip, was often by the trip. She was recommended a beautiful place for drinks and
dinner in a peaceful vineyard resort a short walk out of town where
Bastia Harbour
the local wines were delicious. Peter’s commercial flight arrived
later that night.
Next day the Niechcials went by a rackety train to Herculaneum,
but the rest of the party were treated to a tour of the Pompeii site
with a guide who was unanimously acclaimed as outstanding. He
gave a real insight into the daily life in the city and the impact of
the Vesuvius eruption. Jim found an excellent Michelin star-rated
restaurant for our dinner that evening.
Our taxi ride back to Salerno airport, this time with ten people in
the 8-seater van, nearly brought us to a standstill. At a roundabout
very near the airport we were stopped by police in a seemingly
random traffic check. We were grossly overloaded; the driver was
trembling as he handed over his documents. However, Eleanora
employed her abundant charm and her fluent Italian and somehow
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we were allowed to proceed without penalty. Phew! (No picture of that event!)
Our visit to Lake Ohrid in Macedonia came about because Colin had previously
visited the airport (LWOH) and suggested we explore further. This leg was also fairly
direct, but with a few more kinks in it. Owing to mountains near the Macedonian
border the minimum level available was FL120, only just possible for those of us
without oxygen. Again, it was pretty benign flying, apart from a line of build-ups just
over those mountains at our level. Some went through, some went above; we were
lucky enough to find gaps. They were not too bad anyway and would possibly have
been more of a problem later in the day. Arrival at the quiet field was smooth, with
handsome handlers and a nice outdoor bar where the people arriving first awaited the
later-comers. What a beautiful spot! The old town spreads uphill from the shore to the
castle on the hill.
The lake is huge, spreading its shores between Macedonia and Albania. We hired a
luxury catamaran with its excellent captain and motored out to a lovely beach on the
Eastern shore where we swam in the turquoise sea and sunbathed.
At breakfast-time next day consternation reigned amongst the pilots at hotel Villa

Top to Bottom: PPL/IR Europe members enjoy a Michelin-Star dinner in Salerno; Aircraft line
up at Salerno, Base leg at Salerno
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FLYING HOLIDAY TO ITALY AND MACEDONIA

Left Top to Bottom: St. Clement and St. Panteleimon ; Samuil’s Fortress,
Ohrid (Photo by Petar Miloševic); Church of St. John at Kaneo from Lake
Ohrid; Ohrid airport on departure.
Right Top to Bottom: Lakeside restaurants at Ohrid; Korcula - a jewel of
the Dalmatian coast; Hvar old town, The Amalfi coast on finals to Salerno
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Right: The PPL/IR Europe team with Vesuvius
in the background
Below right: The team listen attentively to
Alessandro in Pompeii

Dislievski. Not only was there concern
about amount of fuel remaining (Ohrid
does not have avgas), but CBs were
reported over the mountains between
us and Dubrovnik/Brac where fuelling
stops had been planned; the usual endless
poring over different weather sources
and predictions was carried out – all, of
course, were at variance with each other.
The Bonanza together with the C206 and
the SR20 decided to press on to Dubrovnik
(LDDU) with a variety of escape plans with
Jim and Eleonora heading in the opposite
direction to Skopje (LWSK). In the event,
the skies were almost completely clear,
no problem, but it could easily have been
otherwise. Dubrovnik instructed us to make
a visual approach between a stream of
airliners while we were still at about 4,000ft
downwind. There followed a very dirty dive
touching the top of the yellow arc, but we
managed not to get in anyone’s way. Colin
flew the ILS and was sent out a very long
way before being vectored inbound. At first
handling at Dubrovnik seemed efficient passengers being swiftly transported to the
cafe to await the pilots. Then hours went by.
Cups of tea were purchased and discarded
and thumbs were twiddled. Fuelling and fee
paying took over two hours. Then, just as
we were about to escape, the refueller reappeared to announce that he had made a
mix up with the invoices and they all had
to be re-done...
A very hot, but beautiful flight
northwards up the Croatian coast
VFR at 1500 ft followed, with
lovely views of the green islands
with their white stone shores.
Losinj (pronounced ‘Low-sheen’)
(LDLO) was the smallest airfield
of the trip and all the better for that.
Fuelling was instant and within a
few minutes of the last arrival we
were in a taxi for the luxury resort
Hotel Aurora, with its two pools,
one with bubbles, its own beach, an
enormous restaurant for breakfast
and tennis courts where Graham
and Heather played in the cool of
the evening.
There were fond farewells at

the airport as the Bonanza party

departed for Mallorca via Calvi
and Graham and Heather headed


High Performance
Aircraft Hire
EASA registered TBM 700C2

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




Flies up to 1,450 nm with NBAA IFR
reserves
Can land on a 2,133 ft (650 m) runway

Available for class training and private hire to suitably qualified pilots with more than 750hrs TT
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FLYING HOLIDAY TO ITALY AND MACEDONIA

for Colmar and home. The rest of the group had left a day earlier to
fly on to Ancona and Lucca. Colin continues ...
The flight from Losinj to Ancona (LIPY) must be the straightest
I have ever flown, both airfields having runways designated
22 that are co-linear, so across the Adriatic we went. Ancona
appeared to be the only airfield in middle-Italy willing to accept
us for immigration on a Sunday – my frustration had mounted as
I tried Florence, Bologna and Rimini to no avail, while smaller
airfields were open but had no immigration. After a short lunchstop, we continued westwards to Lucca (LIQL) at 6,000 ft, giving
us great views of the Appenines and the city of Florence. We were
flying this leg a day earlier than intended as Lucca is closed on
Mondays and Tuesdays. Our compensation, though, was to arrive
in the midst of an Airfest, complete with radio-controlled turbinepowered models, a magnificent 6-piece jazz band and cold beer.
The tensions of the day quickly melted away.
Our taxi journey to Florence took an hour, but the driver kindly
gave us a windscreen-tour of medieval Lucca en-route. Then we
were off for our first explorations and a delicious meal in a local
osteria, where the signature dish was pasta with truffles flambéd in
a huge cheese – delicious!
Despite setting out early the following morning (well, we
thought so), the queues for the magnificent cathedral were already
winding round the corner, so we found a small cafe to drink in
the view and some coffee. Suitably refreshed, both physically
and spiritually, we raised our game in the Museo dell’ Opera del
Duomo. Not for the first time, we were quite bowled over by the
richness of the art that was on display. After a restorative lunch,
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FLYING HOLIDAY TO ITALY AND MACEDONIA

we wandered the alleys of the city to find
Dante’s house and visited the Museo
Bargello. Such a visual feast could only
be followed by another Michelin-starred
dinner, where Jim, Peter and I sported team
ties purchased on our wanderings.
On our second day, Eleonora introduced
us to her friend Mark, a free-spirit arthistorian who was to be our guide for
the day. He showed us some wonderful
architectural treasures well off the beaten
track and filled us in on the Medici family
that inspired so much of the renaissance.
This culminated in a visit to the Uffizi
galleries that highlighted even more
masterpieces, both well- and lesser-known.
A walk across the Ponte Vecchio rewarded
us with a refreshing cold beer in another

PPL/IR EUROPE

lovely piazza.
Our last morning entailed an early
taxi back to Lucca airfield to await their
opening. Jim and Eleonora elected a coastal
route back with a stop at Tours (LFOT),
while Peter and I ventured towards Annecy
(LFLP) for a fine trip through the Alps.
It was pleasing to learn that everyone
returned home on their planned dates – a
definite improvement on last year!
I extend my thanks to Eleonora and Jim
for arranging such in interesting itinerary.
Not only did it stretch our horizons to new
destinations and offer an abundance of
history and art, it offered a very enjoyable
week with great friends, old and new.

Opposite Page: The
cathedral dome draws
your gaze wherever you
are.
Top Right: Peter and
Jim enjoy morning
coffee in Florence.
Right: Aerial view of
Florence
Far Right: The Ponte
Vecchio spanning the
River Arno.

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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GUILTY OF LOVING MY CESSNA CRUSADER

Guilty of loving my Cessna Crusader
by David Tucker
Luton Approach (in a rare quiet moment):
Golf Uniform India Lima Tango do you have time for a question?
Me:

G-UILT go ahead.

Luton: We were wondering if you were a High Court judge or something?

N

ot the first time that my callsign has provoked similar
amusement from ATC. To be fair, it was not my choice.
The registration came with the aircraft when I bought it
and finding that the lack of a VAT import history made
transfer to the N reg problematic, I decided to keep it.
What made me choose a T303? Well, after several years of
buying aeroplanes but not owning them; in other words renting
them, two friends who had decided to buy a Crusader asked me to
join them. I was persuaded and for the next eight years happily had
a in share N154DJ accumulating 800 hours on type, flying both
for business and pleasure around Europe and coming very familiar
with the Crusader
Then in 2011 on a trip round Africa disaster struck when I
suffered a nosewheel collapse taking off from Damazin in the
Sudan; fortunately only the aircraft was hurt, but fatally, The
aftermath deserves an article in itself, but suffice to say the three
owners went our different ways and I returned to renting for a year
whilst looking for a replacement 303.

A very brief history of the T303
In the late 1970’s there seemed to Cessna to be a gap in the market
between the ageing 310 and the pressurised 400 series models.
Their reaction was to build a prototype of a completely new cabin
class piston twin loaded with contemporary features. Like most
new aircraft designs, the Crusader was intended to carry more and
weigh less than it does, as difficulties with the prototype design
prompted bigger engines and airframe modifications.
By 1982, when production finally began, the market had
changed; sales of piston twins in particular had nosedived and
the Crusader proved to have been a good idea at a bad time. So
production lasted just three years and less than three hundred were
produced. I guess less than half of these remain today. Seven are
shown as airworthy in the UK and sixty two are registered in the
USA. So it is a comparatively rare bird.

What’s to like?
Well, firstly, it looks nice and commands attention on the ramp
with it’s sleek lines and cruciform tail. But I have to quickly tell
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Photo: © Sally Jane Photographic Art

admirers that it is not nearly as fast as it looks. For those interested
in the numbers, I plan on 150 KTAS at FL90 at 60% power using
90ltrs/hr, but usually achieve rather better than that. 70% power
gives another 10 KTAS but at the cost of 12ltrs/hr more. The two
wet wings hold a total of 580ltrs of useable fuel so in theory 900nm
is possible, but my personal comfort limitation is 700nm making
Prague or Barcelona nonstop easily achievable.
Secondly, it is really docile to fly. Stall speeds are below 70kts
so it comfortably fits in behind a C152 in the circuit, whilst the
trailing link gear makes landing a breeze even on rough or grass
strips. It is said that all you have to do to achieve a good landing
is to make sure the gear is extended! Passengers love the airstair
entrance and quiet, roomy cabin with plenty of legroom and lots
of baggage space in the nose and two wing lockers. Although not
pressurised, oxygen is available at every seat. But I do not like
having a canula up my nose for hours on end so tend to try and
keep below FL110 most of the time.

And the drawbacks
The old adage that you pay for one more seat than you can use

applies. By the time you add some avionics, radar and a repaint, the
empty weight rises and the prospect of going any distance with six
on board disappears. In fact, I will not depart from my home base,
Denham with it’s under 700m runway, carrying more than three
passengers. Over mountainous terrain one needs to be aware that
the service ceiling is 13,000ft, way below the maximum operating
altitude of 25,000ft. And single engine performance is what you
would expect of a light twin, a measly 220ft/min at sea level at
best, so losing an engine on takeoff is quite a challenge.
Whilst the 303 does not suffer from the wing spar issues that
plague other Cessna twins, such a small production run of an
aircraft with many unique parts is a recipe for maintenance troubles.
Having said that, I have been relatively fortunate although I have
heard horror stories of other 303 owners grounded for months
while Cessna decide whether and at what cost, they can make a
one-off part.
The EASA maintenance regime is a limiting factor for long
trips as appropriately certified engineers are hard to find outside
Europe. For example, an AD requires a seat rail inspection every
100 hours, which takes an engineer with a torch ten minutes. Mind
you, my engineer is quite prepared for me to fly him and his torch
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to Australia and back. Business class, of course!
With a MTOW of 2.3t the 303 suffers another drawback flying
IFR in Europe, being liable for route charges. These can be quite
significant; for example, EUR 200 for the 600nm leg from Denham
to Linz. It is unlikely to be a popular view amongst my fellow
PPLIR members, but I do not see why aircraft under 2t should get
away scot free.
So, whenever possible, I fly VFR in Europe. And I find it
surprisingly easy and efficient provided one stays away from the
hotspots like Amsterdam and Frankfurt; where even IFR one is
forced to climb to uncomfortable levels or suffer extended routings.

G-UILT and a Tupolev TU-95 Bear

G-UILT
I found my present 303 in 2012. The Crusader has been a favourite
of jockeys in the UK because of it’s short, grass field performance
and I found that G-UILT had been G-EDRY in a previous life,
owned by Pat Eddery. A late production aircraft built in 1984,
it came with low time engines and reasonable, but by no means
modern, avionics. All I have done since is to fit a weather radar
and upgrade the G430’s to WAAS. I felt the paint job was a bit old
fashioned, so had a repaint to match the previous 303. Sentimental
or what?
By then more or less retired, my flying became a mixture of
practice approaches, £100 hamburger runs and long trips. Shortly
after buying G-UILT I took it to Lebanon, Jordan and Israel,
including a visit to Masada, the world’s lowest airfield at minus
1,240ft. Then in 2013, not to be defeated, I completed a trip around
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Africa in just under 100 hours; down the east coast via Madagascar
returning up the west coast.
For the next two years’ my trips were confined to Europe;
then 2016 saw an epic voyage from Denham across the pond to
Montreal then straight back to Tbilisi in Georgia, described in
an earlier article in Instrument Pilot. Last year we visited Saint
Petersburg and this year Kiev.
With the engines just under halfway to 2000 hrs, it seems more
likely that G-UILT will reach TBO than it’s pilot…but who knows?
And if that proves to be the case, a reliable friend will await a new
owner.
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APPROACH CHART QUIZ - ANNECY

Approach Chart Quiz
Annecy LFLP

A

by Graham Whittle
nnecy is the largest city of Haute-Savoie department in the Alps of southeastern France. It lies on the northern tip of Lake
Annecy. The airfield, officially called Annecy Meythet, lies only 3.5 miles from the city and has a 1500m tarmac runway with
a shorter grass runway. There is self-serve Avgas and customs with 24 hours notice. It is GA friendly with a NDB and a RNAV
instrument approach to runway 04. Caution is needed due to the mountains surrounding the airport. It is an ideal airport for an
overnight stop on the way to the Mediterranean or for a holiday. The ski slopes are only an hour away.
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4. On the missed approach, what altitude
do you have to climb to in order to join
the hold?
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3. If you decide to use the LNAV approach
what would the height of the MDA be
above the threshold and what would be
the the minimum RVR permitted to
attempt that approach?
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Answers on page 20

 
 











 


 


2. Why should you check the AIP and
NOTAM for the ATS hours at Annecy?

5. With a ground speed of 115 knots what
rate of decent will be required?
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1. If you are approaching from the north
what transition would you plan for?
(Transition being the term Garmin use
for the point of joining an approach
procedure)



























In anticipation of a RNAV approach to
runway 04 consider the plate and answer
the following important questions:
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THE STANDARD BEAM APPROACH

The Standard Beam Approach
by Nigel Everett

A

bout a hundred
years or so ago
some
clever
American pilot
realised that the
tendency of a gyroscope
to remain stable could
be used to devise a turn
meter. This would be of
great assistance in keeping
an aircraft flying straight
or conducting a measured
turn when the pilot could
not use the horizon to
achieve
these
states.
Naturally the majority
of experienced pilots
rejected this new fangled
gadget which foolishly
attempted to replace the far superior ability of far superior
pilots to manoeuvre without sight of the horizon by means of
a technique known as flying by the seat of your pants…
Nonetheless the new gadget slowly achieved some favour
with more open minded pilots and the instruments began to be
fitted in more advanced aircraft. In time it was accepted that
aircraft could be flown for indefinite periods relying only on
the turn needle to monitor its state in the roll while altitude
could be maintained by reference to the altimeter, augmented
later by the VSI.
So flying in cloud or at night became a practical possibility
but there remained the problem of navigation when out
of sight of identifiable terrain. It was easy enough to enter
cloud and fly adequately within it but emerging in the right
place and avoiding CFIT demanded some sort of navigation
equipment. The problems of cloud flying with no navigation
system beyond Dead Reckoning were well illustrated by
Flying Officer Jeffery Quill, RAF, who commanded the RAF
Meteorological Flight at Duxford for
about 18 months in the 1930s. His two
Armstrong Whitworth Siskins were fitted
with a Turn and Slip indicator driven by
a venturi tube under a wing. This could
not spin up the instrument enough to be
useable until the aircraft had reached
about 60 Knots so he solved the take off in
fog problem by having a white line painted
across the airfield from the hangar door.
Really well informed instrument pilots
will know that if there is fog the wind has
to be less than 8 Knots so that the direction
of take off in fog will not be critical so
far as wind direction is concerned. Thus
Flyg Offr Quill solved the blind take off
problem but he had no way achieving
an orderly return to earth if there was
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still fog about. His flight
flew every one of 365 days
in the first year but wrote
off two or three Siskins in
doing so. Although they
were obsolescent machines,
a modern air force would
not look kindly on such
an attrition of its fleet but
times were different then
and aircraft were cheaper,
so Quill was awarded
the Air Force Cross for
this advanced case of
“pressonitis”.
Back in the USA,
aeronautical light beacons
arranged across the terrain
gave useful guidance at
night if the aircraft remained clear of cloud but the big
breakthrough was the Radio Range, which was a series of radio
beacons. A radio will emit a louder signal when the aerial lies
across the waves emanating from the transmitter than it will
when the aerial is end on to the waves. The system can easily
be developed further so that an aircraft flying within a pre
determined track from a beacon (or its reciprocal), known as
“The Beam”, will receive a continuous signal but if it flies to
the more Northerly side, a morse code N will be heard. I had
to learn the Morse Code to get my IR and this requirement
has since been dropped and modern avionics will identify
broadcast beacon codes for you.
’N’ is ‘dah dit’ and on the other side of the beam you would
hear ‘A’ which is ‘dit dah’. Combine the two and you get the
continuous tone that says that you are on the overlap of both
sides and are therefore on The Beam. Fly along The Beam,
altering your heading left and right if you stray into either
of the Twilight Zones on either side and when you fly over
the beacon itself you will get a ‘null’ or
a cone of silence. So you can find The
Beam, fly along it to the beacon and thus
you have acquired a fix.
Further refinements made the system
into the world’s first blind landing
system. The beacon is positioned at the
end of the runway with The Beam aligned
along it and with inner and outer markers
added in appropriate positions. And so the
ILS evolved; the Inner and Outer Markers
(not so common these days) were lifted
wholesale from the SBA system: the same
old 6 dots per second for the Inner and 2
dashes per second for the Outer. Aircrew
of that era did not also enjoy the unheard
of luxury of synchronised flashing Marker
lights on the panel as well.

THE STANDARD BEAM APPROACH

One of many possible areas of confusion was whether
that part of The Beam, when eventually located, was on the
approach side of the system or the overshoot side (called The
Back Beam). If your intention having found The Beam, was
to fly down it towards the beacon then you would need to
know which way to turn to overfly it. Earlier iterations of
the system required an arcane familiarity with the relative
strengths of the signals. Later versions made things childishly
easy by broadcasting different call signs for The Beam side of
a beacon and the Back Beam side. But, of course, you did need
to be fluent in Morse.
Briefly, procedure was as follows:
1. From back/front orientation and the A or N signal decide
in which quadrant you are relative to the beacon.
2. Fly towards the estimated position of the beacon. You will
want to get established on the Back Beam so that you can
commence your outbound leg and let down on reaching
the zone of silence. With experience it is possible to
interpret the relative strengths of the signals heard
into an approximate position of the aircraft within the
quadrant and to steer accordingly.
3. Having reached the zone of silence the procedure was very
much the same as the NDB approach which eventually
superseded the SBA.
Before I sign off, gentle grown up reader, I wish to stake a
claim to being the only member or ex member of PPL/IR
Europe who has actually flown a Standard Beam Approach.
My aim, if you have not already guessed, is to out reminisce
Roger Dunn - a tall order, I agree.
I learned to fly on the Piston Provost T! and ours were
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fitted with new TBAs. ’T’ was for Tuneable as opposed to
’S’ for Standard and meant that far from being restricted to
only the six frequency crystals that the SBA box offered, we
sported a coffee grinder handle with which an infinite range
of frequencies might be summoned. In all other respects it was
the same as the SBA. Why our basic trainers were fitted with
these boxes was something of a mystery but I would guess
that some Air Ministry wizard saw the Provost as a wonderful
receptor for off loading some of the hundreds of TBA sets
that had been over ordered and were now mouldering in
some warehouse or other. Their usefulness to the fast jets
with which the RAF was now equipping was zilch. The SBA
procedure was long winded and difficult. No doubt hoary old
Master Pilots in Middle East Command were still heaving
their Handley Page Hastings about the sky on SBAs and doing
so within minute tolerances. They had nothing to do from one
day to the next except polish their flying techniques and the
RAF in those days had enough cheap petrol to let them play to
their heart’s content.
I flew dual in a Provost one day out of our base at Ternhill and
the instructor was ex Transport Command so he chose purely
for reasons of nostalgia to teach me the SBA procedure on the
nearest beacon, which was at RAF Shawbury. He sat there and
explained what each signal meant and how to respond. We
found the Back Beam and he talked me through the approach
procedure into an overshoot at Shawbury. Thereafter I used to
play with the strange toy, but mostly while flying VFR - our
instrument skills in those days were fairly limited.
Some 12 years after completing my conscription in the
RAF and returning to the real world I caught up with a former
member of our training course. He had acquired a PA22 Tri
Pacer - the Flying Milk Stool - and he took me up in it. After
the Vampire FB5 I found it a rather ridiculous toy, although
I should jump at the chance to fly one today, having since
much reduced my aeronautical expectations. What did make a
profound impression on me from his Tri Pacer, however, was
this amazing piece of kit that it sported called an Automatic
Direction Finder. It was simply mind boggling. Instead of
trying to make some sense out of all those dits and dahs you
just dialled up a beacon and a needle immediately pointed to
where it was. I genuinely thought then that this was taking IFR
navigation about as far as it could go. How wrong can you be?
Fast jet boys back in my RAF days had no use at all for the
SBA: you took off with about one hour’s endurance or less
at the low levels where approach procedures are flown. So
we were talked down on Ground Control Approaches which
remain by far the easiest way of flying an instrument approach
that was ever invented. You just sat there and did what you
were told.
Commence your descent now at 600 fpm. Your speed should
be 175 Knots. You are slightly left of the glide path so alter
course to the right by two degrees. You are a little low on the
glide path: reduce your rate of descent slightly. Lower your
wheels now and check three green lights…
To Hell with Pilot Interpreted approaches, I still dream of an
ILS system with voice commands all the way down; including
telling me to turn off the Master Switch before going home.
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EVENTS / QUIZ ANSWERS

Events
Dates
Event
23rd February Standard
2019
Operating
Practices
Single Pilot
IFR

Location
Hotel “Der
Adelshof” (https://
www.hotel-adelshof.
de) in Schwäbisch
Hall (EDTY),
Germany.
The purpose of the seminar is to help GA IFR pilots
think about SOPs and Best Practices for their flying in
order to aid safety and confidence in flying generally.
The approach adopted will be simlar to that used
in the weather seminars; collaborative and scenariobased. The goal is to leverage the experience in the
room as much as the leader in order to help pilots
develop their OWN SOPs, not to impose SOPs on
them. The seminar will be led by Jason Carley.

Approach Chart Quiz
Answers
1. Collo
2. The procedure is prohibited outside of ATS hours.
3. MDA 1150ft RVR1500m
4. 6500ft
5. 710ft/min
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7th - 9th
Christmas
Bruges.
December
Market
Fly to Ostend
2018
weekend
(EBOS)
An informal fly-out to one of Europe’s Christmas
markets.
There can’t be many settings more beautiful at
Christmas than medieval Bruges, with its cobbled
streets, historic buildings and horse drawn carts
plodding by. Bruges also hosts the magical Snow and
Ice Sculpture Festival which is definitely worth a visit
while enjoying your festive weekend away.
Beautiful medieval squares lit with colourful lights,
pleasant shopping at the typical Christmas market or
in the magically decorated shopping streets, skating
on the ice rink on the Grote Markt or just enjoy the
atmosphere in the many restaurants and cafes with
nice food and hot chocolate!
Colourful lights illuminate festive stalls Grote
Markt and on Simon Stevinplein crammed with
Christmas goodies, where shoppers can browse
tables laden with elegantly-packaged chocolates,
brightly-coloured sweets and unusual hand-made
decorations. There will be stalls and an ice-rink on
the Market Square and stalls on Simon Stevinplein.
The plan is to fly in to Ostend (EBOS) and then
take the train or taxi (Eu 65) to Bruges. In the event
of bad weather a good alternative is the Eurostar.

THE ENGINEERS - UNSUNG HEROS OF THE AVIATION INDUSTRY
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The Engineers - Unsung Heroes of the
Aviation Industry

I

by Jim Busby
n the third of our series on aircraft maintenance I focus on the person who actually works on the aircraft, the
Aircraft Engineer. These guys, I believe, are the unsung heroes of the aviation world upon which our lives and
fortunes as pilots depends. Yet I do not recollect ever having seen anything written on their role. Also, when it
comes to organising the maintenance of your aircraft, the personal element of it is hardly ever discussed.

The full, pristine, hangar at AKKI

The relationship between the pilot and his engineer is a very special
one. It is something that forms over time and is not easily broken. We
all know that our lives depend upon the quality of the work that they
do and the advice they give us we take into the air. Yet who are they?
And how do they get to be in the positions that they hold that we trust
them with our lives?
Types of Trust
In my work prior to getting involved in aviation, I did some work on
trust and how it works at a human level. There are three types of trust,
all of which come into play when we are dealing with the maintenance
of our aircraft.
The first is called “Structural Trust”. It is the one that you use when

you get on a commercial aircraft to fly you to a faraway destination. You
get into this metal tube that takes you miles into the air at vast speeds
and you trust that the machine and the people who operate it will get
you safely to the other end. You do not know any of the people, you
have never met any of them before, you have never seen the machine
before either, yet you ‘trust’ that they will get you safely to the other
end. This is Structural Trust. Trust in the system that trained everyone,
checked the aircraft, set and operate procedures and so on. In the case
of aircraft maintenance, this same structural trust comes into play with
the CAA/EASA system for checking Maintenance organisations and
the rules that they have to follow in order to obtain and subsequently
maintain their approvals to carry out work on aircraft.
The second is “Expertise Trust”. This can be based on the
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qualifications that an individual has or the years of experience gained
in a particular field. This is usually quick to arrive as you rely that the

individual knows what they are doing. In maintenance organisations
there are specific qualifications to become a licenced engineer and
there are different qualifications for different types of aircraft and
engines. However, these are often not the people who actually work
on your aircraft. These may be fitters with no qualifications but have
had years of experience; yet you still trust their expertise.
The third is “Personal Trust”. This is the slowest to arrive but,
in the end, the most important. It is the trust that you use when you
know someone well and has a history of kept promises. Again, these
may or may not be the licenced engineer inspecting the work that you
rely on. I have known situations where the experienced fitter in an
organisation is trusted more than the licenced engineer.
All three of these trusts come into play when you work with a
maintenance organisation and the individuals you usually come
to rely on when it comes to your aircraft. Individuals are what end
up being most important and is the reason that, whilst you have the
flexibility to shop around for your maintenance, I know of no one who
does that. The decision to take off after maintenance work on your
aircraft is based on this personal trust that the man (and we are still in
a man’s world it seems) who promises you that the aircraft is fit to fly,
is someone you know well and believe in.
My own personal experience in this area starts with my childhood.
In fact, my father, who was just such an individual as an aircraft
engineer in the RAF. He joined the RAF in his teens and trained to
become an engineer in the early thirties. During the war he worked in
Egypt keeping the aircraft, bombers and ground support for the desert
war in North Africa, in the air. He talked little about his time in the
war as is the case of many veterans, but there he met my mother, the
daughter of Spanish émigrés from the Civil War, which led to me! As
I grew up I seemed to inherit my fathers love of things mechanical.
This however, extended only to dismantling things. I never did get the
hang of putting them back together in a manner which allowed them
to work - a source of endless frustration on the part of my parents!
Nevertheless, my father persisted with my mechanical education and
one of my earliest memories is that of me ‘helping’ him overhaul the
engine of our car and him teaching me how it all worked… which has
stayed with me to this day and, because of the age of the technology
we use in our aircraft, is still highly relevant.
This got me thinking that the vast numbers of support staff,
engineers and others on all sides during the war get almost no mention.
It is the pilots that get all the glory, but you never hear the stories of the
men and women, who kept the aircraft in the air. Yet the organisation,
the human effort, the skills and endeavour required to keep the aircraft
flying must have been immense. Who were these people, who pulled
it all together, who trained them, who formed them into teams and
created their work plans? My father was one of these men.
Even today, we never hear much about our engineering friends,
many of whom are pilots in their own right.
Colin Winter – Chief Engineer at Akki Aviation,Turweston
Airfield

Top: Colin Hard at Work
Bottom: Colin’s Lamborghini
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So, here is an example of one such individual, Colin Winter the chief
engineer of Akki Aviation at Turweston. I talked with Colin recently
and I found his story interesting in its own right but also illustrative
of what is going on in the background when your aircraft is being
maintained.
One of the reasons I chose Colin for this article is that he runs one
of the cleanest and most well organised hangars I have ever come
across in aviation; you can almost eat your food off the floor. He also
has the strength of character to ‘tell truth to power’. This is rare in the
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industry and, whilst it may be uncomfortable at times, it is always
better to know than not to know.
These observations left me wanting to know more about the
man who actually runs it. So, rather than write it in third person I
will literally transcribe (well, just a small amount of censorship) the
conversation and hope that you find it as interesting as I did.
JB - Hi Colin, thank you for agreeing to talk to me and share your
experiences with the readership of Instrument Pilot. I would first like
to ask you a bit about your background and whether you have any
history of engineering in your family.
CW - No, not really. I was born in Hammersmith. My dad was a
spitfire pilot in the war and I know that he did engineering jobs when
he came out. I can’t remember much as I was very young when he
left, about seven I think. All I can remember are the pictures of him
during the war around the house but it did not at that time create an
interest in aircraft.
JB - But what about engineering, how did you get into engineering?
CW - I had no particular interest either in engineering, although I
was always taking things apart to see how they worked. What I was
interested in was going into the Navy and engineering seemed to be
a good way into the Navy. We used to go on holidays to Weymouth
quite a lot and often they would have open days at Portland and I used
to go round the ships and that got me going.
JB - So you joined the Navy. How old were you then and did you
join as an Engineer?
CW - I was 17 and, yes, I joined as an ERA (Engine Room
Artificer). We were the ones that had to sort out the problems on a
ship. When I first started it was at Plymouth for training, which lasted
about two years. Then when you qualify, you go on training ships
which are proper ships designed to break down by putting in faulty
parts. So you go off in a ship, then it breaks down and you have to
fix it.
JB - Did you have a workshop in the ship with all the gear?
CW - Oh yeah. Everything. The thing is you can’t just nip up to
Halfords when you are in the mid-Atlantic in a force 9 gale. They had
everything you need; lathes, mills and all the spare parts. Everything
powered by the ship’s generators. Remember this was before nuclear
so it was all powered by high pressure steam.
JB - So you had to keep the boilers operating too?
CW - Well I didn’t. But we maintained them. And they were really
dangerous because of the very high pressures and temperatures. If
you walked past a leak it could cut your arm off.
JB - So what about your time in submarines. When did you go
into submarines?
CW - I had been in the Navy about six years and then applied to
go in subs. Nobody goes straight into submarines. I was on frigates
initially. I managed to stay away from carriers. They were like
floating cities and completely impersonal so I didn’t want to go on
one of those. I much preferred the smaller ships. Then I went to HMS
Dolphin and went in the tank.
JB - HMS Dolphin?
CW - It’s at Portsmouth. It’s really just a tank filled with water and
you have to learn how to escape. There are divers to help you if you
get into trouble but you have to swim your way out. It’s obviously
training to escape a submarine that has sunk.
JB - So how long do you have to swim for?
CW - Trust me Jim, it doesn’t take long. It was a bit like the kids
escaping from the cave in Thailand. Certain escape routes were very
narrow. Torpedo tubes were one of the routes. But there were always
divers there to help you. When I first joined subs, we had a petty
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officer who had to leave because he had burst eardrums from a real
escape in a sub. Also you have to remember that when I was in the
Navy that it was in the old conventional diesel driven submarines none of the luxuries that you get today in the nuclear submarines of
today. We slept in hammocks!
JB - Then you came out of the Navy. What age were you then and
what did you do?
CW - I was about 28 then and I went back to a factory making ball
point pens which I had worked at for a short time before going into the
Navy but it was awful and I hated it. It was a bit like what I imagined
prison would be like so I left after about three days. Initially I started
working in garages and after that for a racing car company building
engines and suspension design. I did that for a while and then owned
my own garage. At that point I had been around the world in the Navy
but had never been in an aeroplane.
JB - How long did you have garages?
CW – I used to make Lamborghini replicas. Started making one
car and ended up owning a factory making them. I used a V12 jaguar
engine in the car which everyone said couldn’t be done. But I managed
it as I looked at it from an engineering point of view. Then there was
a recession and that business folded. During this period the girl I was
going out with at the time booked a holiday to Spain. This was my
first flight in an aircraft and whilst I loved the holiday, I couldn’t wait
to get back in the aeroplane. When I got back home I then decided to
learn to fly. I learned at Luton. Then they had the main runway and
also a grass strip. This would have been about 1975. At this time I
met Rex Ford who was at Little Gransden and started helping him at
weekends. And this was my first experience of aircraft maintenance. I
did this for a few years and then I decided that is what I wanted to do
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full time and joined Cabair at Elstree. Because of my wide knowledge
of engineering and engines, they used to send me everywhere.
JB - So what did you do at Cabair?
CW - mostly light aircraft maintenance for the Cabair fleet. This
is where I also did most of my flying as they often needed an aircraft
moved for maintenance or flight testing and I was the only one who
had a licence. So I ended up with over 3,000 hours on all different
types including on multi-engine aircraft. I was also approved to do
CAA C of A test flights.
Then I got poached by a company then called Metair and worked
for a guy called Alan Wintle at Elstree. He was one of the most
knowledgeable aircraft engineers I ever met. Here the scale of aircraft
increased to include the bigger twins, Navajo, Aztec etc. I worked also
on pressurised but not turbine aircraft.
JB - How long were you there?
CW - 11 years. Alan emigrated in 2008 when EASA took over
from the CAA and I was asked to run the business and became the
accountable manager. At the time there was no paperwork. So for
me, who had never had to do the CAA legislation paperwork side
before, it was a really steep learning curve. There were no approvals
and no manuals. Metair was originally approved under the old CAA
M3 approval but when we had to change to the EASA system which
was either Part 145 or Part M Subpart G, F and I. I had no real idea at
the time what any of it meant.
However, I was not on my own and people I knew helped. I asked
the questions and did lots of homework in order to do the procedural
manuals which were part of the approval process under EASA. In the
end we were the first company in the UK to have F,G and I approval.
The CAA surveyors (the people who check and approve maintenance
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organisations) initially thought Metair was a bit of a joke. Then, when
I took responsibility, we built proper offices, put in proper organisation
and steam cleaned the floor which had muck on it from just after the
war. This was my Navy training coming out. Subsequently, when the
surveyor came around we were not thought a joke anymore.
However, I was the accountable manager for the organisation
(required under EASA) and wanted to do things my way. The
directors, though, had other ideas and we did not see eye to eye. So
we parted company; I had enough of politics and trying to manage
things that are not in your control so I decided to retire.
JB – So when did you join AKKI?
CW - I ‘retired’ for 18 months but it drove me mad. I still went to
work for Rex Ford from time to time and helped him get the approval
for Engine Overhaul. Then, when I started to plan my day around
‘homes under the hammer’ I realised that I had to change something. I
saw an advert for a job at AKKI, went for the interview and here I am.
When I came here they were close to losing their approval. Because
I knew how to do it I helped to put the place back in order. I wrote
the manuals which were out of date and brought the approvals back
up to standard.
JB - What’s it like working here at AKKI?
CW - At the end of the day none of what we do is rocket science.
It’s all nuts and bolts. My engineering knowledge started from the
Navy. Some people haven’t liked working under me because I run
it like a military operation. I can’t help that. I learned my trade when
I was very young and in the military fashion and when that happens
you can’t change. The only thing that matters to me is getting it right.
The team I have got here I wouldn’t part with for the world. If you see
an aircraft come into the hangar everyone jumps on the aircraft and
everyone knows where to go.
JB – Clearly you are a mentor to all the youngsters around here
and I can see the respect that they all have for you. Who do you think
fulfilled that role when you were developing in aviation?
CW - There were two people, I guess, I learned the most from
from an aviation engineering point of view. Firstly, Alan Wintle (when
I was at Metair); Alan was trained by British Airways and was just
full of knowledge. Secondly, Rex Ford who initiated me into aviation
engineering and is still going strong and based at Seething Airfield.
JB - What I have wondered about… when you are signing off
aircraft you are risking someone’s life. How do you deal with that
responsibility?
CW - The same way I tell all the boys here… each job you do, you
have got to think about as though it is your son or daughter or mother
is going to get into that aircraft and fly away. You have got to be happy
with that thought on each and every job you do.
JB - Do you ever wake up at night sweating?
CW - Not really, I know that when an aircraft leaves here there
is no question that the aircraft is safe, that all the correct procedures
have been carried out and the work has been carried out as the makers
intended.
What keeps me up at night are the problems I can’t solve.
Sometimes my brain can sort it out when I try and sleep. My head
touches the pillow and my brain decides to sort out any issues. Also,
you know, my drive home is about an hour and a half and it is amazing
what you can you sort out in that time.
JB - What are the things about pilots/owners who come to you that
you wish you could change?
CW - A few things come to mind. The first is bad hours management.
Most pilots/owners will wait until the day before the hours run out. I
get the impression that they think that I am sitting waiting for the call
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and of course, they want it tomorrow for an urgent flight to Elstree
or wherever. A bit of forward planning, giving us a bit of notice, can
work wonders with turnaround times: for example, we can order spare
parts in advance, etc.
The second is that aircraft owners are often very economical with
the truth and assume that we don’t know what we are talking about.
‘The aircraft was perfectly ok when I left it here’ and ‘all these defects
that you have found were not there’. We have a practice that as soon
as an aircraft comes in everything is checked…like lights, pitot heater,
etc . We understand the costs of maintenance and spares are high in the
aircraft world and owners want to minimise costs but unfortunately a
lot of it is not in our control. It is part of the bureaucracy of keeping
aircraft safe. It is also in the pilots’ interest to ensure that any defects
they know about are told to the maintenance unit and not left for them
to find. Sometimes, with good prior discussion, easier and cheaper
ways around a defect can be found.
JB - What would you say to pilots to help minimise maintenance
and what do you think are the most common pilot induced faults?
CW - The most common pilot induced faults are tyres and brakes.
Riding the brakes whilst taxying and foot on the brakes on landing
or emergency stops, ending up with flat spots on the tyres and even
burst tyres. Regardless of the state of the tyres it was always a perfect
landing!
Then I would say it is electrics with landing light bulbs a particularly
common fault.
Next come oil leaks from engines or undercarriage brakes or oleo’s.
Engines need looking after. We get a lot of cracked cylinders and oil
leaks from aircraft which has a shock cooled engine. Take care of your
engine and treat it gently and it will look after you.
Finally I would say it is corrosion on airframes, wings etc; these
are worth a lot of money and need looking after. Clean the aircraft
regularly, look out for corrosion bubbles in the paint, particularly in
the undercarriage bay and catch it early. If left to go then it can get
very expensive. Some owners wouldn’t treat their cars in the way they
treat their aircraft. There are no laybys at 10,000 ft!
As a final comment, not really a fault per se but an observation of
bad practice, I see so many pilots do no real walk round inspection.
It really is a ‘kick the tyres and light the fires’ attitude. This is really
inviting problems.
JB - Colin, thank you very much for sharing your life and your
time with us.
A final concluding question from my relatively short time working
in this area, is where is GA engineering going and does it have a
future? We worry about our future in terms of how regulation may
prevent us from flying where we want to go and this is one of the
driving forces of PPL/IR Europe. However, I see a similarly pressing
existential threat in the shape of lack of young apprentices coming into
the GA maintenance world. A lot of the guys running and working
in our maintenance organisations are old, male and white. When
they retire who is going to fix our aircraft? Each week I see another
maintenance organisation closing down.
The main reasons young people are not joining seem to be poor pay
and lack of career prospects. With us, as pilots continuously harping on
about the costs of maintenance and trying our best to minimise them,
it becomes difficult to operate a maintenance organisation profitably,
let alone pay the engineers a living wage. The stronger we can make
GA and build a community that is not just fighting for its existence
but actively trying to grow, the more likely we are to be around and
vibrant twenty years from now. Food for thought.
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WEEKENDERS ROTHENBURG OB DER TAUBER

Weekenders
Rothenburg ob der
Tauber

“the most beautiful town in the whole of Germany”
by Peter Geldard
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WEEKENDERS ROTHENBURG OB DER TAUBER

R

othenburg ob der Tauber (EDFR) claims to be “the most
beautiful town in the whole of Germany”. Quite a boast;
but as my montage link on “Airfield notes” demonstrates,
it lives up to its claim. It is the most stunning German
village I have seen. Built on a promontory, caught in the
meander of the river, standing with its towers and pinnacles is an
intact medieval small city set behind its own walls. A ‘must see’
place at any time of the year - the perfect Weekender!
For the pilot, there is the added advantage of a 950 metre hard
runway (www.edfr.de) with good English ATC just 2km away
from the town with fuel and easy parking. The controller manages
fuel, landing fees, will call a taxi and even arrange ‘prior notice’
customs, if need be. He will also ‘lend’ you some bike locks for
the 10 free bikes that can be used to cycle in to town: a perfect
way to see (and get to), since the town is ‘motor traffic free’.
If you want refreshment on the field, there is a convenient
Trattoria Volare (www.edfr.de/trattoria-volare) which serves
very good Pizzas and is a nice place to relax. If, though, all you
need is a ‘soft’ drink, there is a club room fridge just below ATC
where drinks can be purchased using an ‘honesty box’
• Fuel & fees: I paid €2.20 per ltr for Avgas.
• Landing for my PA28 Arrow was €8.50, with overnight
being only €6.
Accommodation: Being a very ‘tourist’ visited town, prices are
understandably higher than elsewhere. I used as my ‘base’ Hotel
Eisenhut (www.eisenhut-rothenburg.com) - costs include a bed
+ large ‘German’ breakfast! It allows one to walk the streets late
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at night: pure magic.
Refreshment: There are so many places which are so
wonderfully attractive that is it difficult to make recommendations.
Baumeisterhaus is one of the prettiest places in Rothenburg, a
few yards from the Town Hall square. (Ask for a table at the far
end of the patio: fantastic.) Alternatively, go for a beer/meal at
Zur Hölle – The Devil’s Hole, in front of the Museum of Crime!
– Germany’s oldest tavern. A very good Italian restaurant is
Michelangelo (www.michelangelo-rothenburg.de).
What to see: There are so many beautiful buildings, views,
etc. that it is difficult to make suggestions. The local Tourist
Office has many brochures in English together with a variety
of useful ‘walks’ through the town. For myself, I had to visit St
Jakobkirche. Like many churches in Germany, due to religious
change, it is often the Protestant Church that contains the most
beautiful pre-reformation artifacts: behind the beautiful High altar
there are some beautiful pictures depicting different pilgrimage
stops on the way to Santiago de Compostella. Remember to
take your torch from your flight bag to see the details & colours
more clearly! Full of charm and atmosphere, Rothenburg is just
three hours flight time from Rochester. The perfect place for that
Weekender!
My Route: From Rochester I went via Bonn-Hangelar
(EDKB) - the oldest aiport of Germany, which is just two hours
en-route and provides a convenient stop for fuel and customs (2
hrs PPR). Here we had lunch in Tart’ Tinchen: a bistro/café just
by the airport which has been the haunt of famous German flyers
for over 75 years! After lunch - no flight plan required as we are
now in Germany/Schengen Country - it is a flight of about 1 hr to
Rothenburg ob der Tauber.
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