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CHAIRMAN’S CORNER

Chairman’s corner
by Paul Sherry - Chariman

F

irstly, an apology to you all – I am sorry that, for various
reasons, I haven’t been able to be as closely involved
with the day to day operational requirements of PPL/
IR Europe Europe over the period leading up to and
immediately after the Christmas Holiday period. This
was for a number of reasons – most notably work related.
Unfortunately, I am still in the situation where the UK CAA
Medical Service consider me officially ‘TU’ (Temporarily
Unfit). So the fact that I haven’t got an aircraft to fly at the
moment is not actually proving too much of an inconvenience,
though definitely a frustration. If all goes well, I hope to have
my TU status lifted in June which may well be when our
refurbished Seneca will be fully transferred from the ‘N’ to the
‘G’. Fingers crossed that the timing works out for us.
I must say that I owe a debt of thanks to Anthony Bowles
who has kindly supported the organisation as acting chairman
in recent months. I am pleased to report that, at the recent
meeting of a slightly extended Board (Sunday 5th March 2017),
I informed Anthony that I feel ready to take up the reins again.
At the same gathering it was felt that it would be appropriate to
increase Board membership. Alan South and Colin Williamson
were invited to join the Board and accepted.
Every cloud has a silver lining (especially to IFR qualified
pilots!) and this recent period has afforded an opportunity
for the Board to reflect on both the direction of travel and
the management structure of PPL/IR Europe. I am acutely
conscious that we are a completely volunteer organisation –
we depend totally upon the commitment of our membership
to serve in whatever capacity they may be able. That we have
been able for so long to ‘punch above our weight’ reflects very
positively on our community. It is a status that we need to try
and maintain.
Informal conversations with several colleagues in recent
times has reinforced my own view that we may be able to
deploy our undoubtedly limited but nonetheless enthusiastic
resources more effectively. I am grateful to both Anthony
Bowles (again!) and Alan South who have worked together and
addressed these challenges from slightly different perspectives.
Anthony has given a lot of thought to how perhaps we might
rearrange ourselves to give more focus and prepared a paper
for the Board to consider and discuss. More of this later.
In parallel, Alan has drafted a ‘Values’ document that was
circulated to Board a few days in advance of our meeting on
5th March 2017.
The Board discussed Anthony’s paper and endorsed his
thinking. It is proposed that PPL/IR Europe develops a
strengthened Board structure with each Board member fulfilling
either a specific role or with clearly identified responsibilities.
Together with the Board, working groups will be formed to
tackle particular issues or activities. This is, perhaps, a shift
away from the more traditional discussions within ExCo and
ExCo and its associated larger meetings will be put on hold as
we develop this working group approach.
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Many of the board roles will be familiar to you – chairman,
treasurer, meetings secretary, etc. but, as an example, we have
probably lacked a board member whose specific responsibility
is to look after our membership. My own personal view is
that we have lacked some focus on communicating with our
membership on a more regular basis, rather than just through
the regular meetings that we organise. Although there is a
core group which regularly visit and contribute to the forum,
our forum statistics show that this is actually quite a small
proportion of all our members. There may be some more work
to do on this as we debate and agree exactly what roles need
to be represented and then filled and I will be seeking the
involvement of more of the membership with that process.
Regarding the working groups, we are very aware that there
is a lot of experience ‘out there’ in the wider membership
and we wish to engage with the PPL/IR Europe community
so as to bring more skills and experience to bear. We feel
that there are highly likely to be some members who would
like to support the organisation but perhaps do not have the
inclination (or more likely the time) to be able to commit
across a wider footprint. It is therefore proposed that for more
specific activities we develop individual working groups to
address some of the decision making and challenges that face
the organisation. Each group will ideally be chaired by a board
member who would in turn be encouraged to invite others to
join them in working on a specific task. Some of the groups
will be ‘standing’ insofar that they will exist longer term and
continue to work on a specific task. Examples of standing
working groups would include one for Instrument Pilot (our inhouse magazine) and perhaps one for aviation shows (whilst we
continue to attend them). Others might be formed in response
to a specific challenge and would perhaps be more properly
termed ‘Task and Finish’ working groups. With each working
group chaired by a board member then we hope that this will
result in clearer lines of accountability and focus. It probably is
true to say that some matters on which we should have made a
clear decision may have been allowed to drift a little. We would
hope that where we can pull together a more circumscribed
working group on specific subject then this should lead to a
more defined outcome. Of course, the opposite is true and we
may have to be honest and recognise that we may have to pass
on some topics that we would like to address but in practice
cannot purely from lack of organisational bandwidth.
In parallel with this work on organisation, Alan South
prepared a “Values” document. Its purpose is to inform behaviour
and provide a foundation to our culture and is intended to assist
anyone representing the organisation on a working group or
the board. We have worked successfully for more than twenty
years without such a document. However, we are at a time of
considerable change in private IFR flying, particularly in the
areas of regulation and technology. It was felt that it might
be useful to write down our underlying principles. A draft
document was reviewed by the board and with some minor
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improvements, unanimously accepted. Our intention is that
clarity around ‘what we stand for’ will be of help in supporting
and encouraging more members to volunteer for activities. We
need to be able to give clearer direction to our Board, working
group members and indeed the wider membership when they
represent us in the aviation community.
A related topic is that there are probably quite a few matters
where it was agreed that it would be of value to develop an
organisational policy.
Let us take a current ‘hot topic’ as an example – the matter
of unpublished approaches to non-instrument runways.
Exactly what is PPL/IR Europe policy (or recommendation)
where regulation ends and good aviation practice begins?
There are challenging decisions to be made at these interfaces
and we need to try and come up with some guidance based on
evidence – both for the regulators when we are asked (which
is not infrequently) and for our wider membership when they
ask us what they should do in certain circumstances. In many
of these scenarios, where there is no single and agreed ‘right’
answer, the evidence on which to make a statistically sound
decision is just not there so we may be forced to the position
of a consensus statement. There is nothing, in principle, wrong
with a consensus statement but it needs to be recognised for
exactly what it is – and based on the best available data.
Another example – the question was raised of whether
we are ‘for’ or ‘against’ more controlled airspace as an
organisation. This (and similar) questions are not easy to
answer in a sound bite as we have to balance the wider interests
of our membership. More controlled airspace might seem like
a ‘good thing’ to those qualified to access it but could it result
in an overall reduction in European GA activity and therefore,
possibly, lower numbers of viable airfields, licensed engineering
organisations and a negative impact on the sometimes rather
delicate ecosystem that supports our activity? We also have
to bear in mind relationships with other GA communities that
try where practicable to work together and nurture each other.
Although PPL/IR Europe will not shy away from working
for the benefits of its membership, it is right that we should
maintain a high level of situational awareness of the impact of
our policies and decision making on others.
In both cases, there is work to be done to develop our
thinking, which is a good example of the activity of a working
group. As a board, we see these changes as an experiment and
will review progress during 2017 and beyond. I very much
hope you will feel able to support the Board as it seeks to make
these changes in the coming weeks and would much welcome
your thoughts.
As I write this the UK clocks have changed from GMT
to BST and the days are rapidly getting longer (hence my
frustration at having no aircraft right now). The time for PPL/
IR Europe get-togethers is upon us and I will just mention a
few brief details here with more details, as ever, at http://www.
pplir.org 1. Aero Expo Friedrichshafen – 5th to 8th April 2017. This
is Europe’s largest GA event and well worth a visit if you can
spare the time. Come and see us in Hall A5 Stand 533. This year
we will have a fridge and a microwave available so feel free to
come and avail yourselves of some drinks and refreshments.
2. PPL/IR Europe Spring Conference and AGM, Saturday
13th May, 2017 to be held at Cranfield (EGTC). Although we
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are required to hold our Annual General Meeting in the UK,
we try and base it in the south east to encourage our European
members to join us. Feel free to fly in on Friday and join us for
an informal dinner Friday night (by prior notification to our
meetings secretary – Colin Williamson)
3. Aero Expo Sywell (EGBK), 1st to 3rd June, 2017 – this
event has moved back to Wycombe this year and again we plan
to have a presence there.
4. Advanced Pilot Seminars – Live, 23rd to 25th June
2017, Kortrijk (EBKT). I can let you all now know that this
is a definite ‘go’. The team of John Deakin, George Braly
and Walter Atkinson have now confirmed that they are
definitely coming to Europe. This is where you can learn to
operate your piston engine to the peak of its efficiency and
safety – and save money in the process. Leave behind all those
aviation myths, come and see the science and then adjust your
operating practices accordingly. More details at https://www.
advancedpilot.com/livecourse-eu.html. Another warning that
places are limited so don’t leave it too late.
Here’s hoping to see you at any of the above four events in
the next few months.
Best wishes,

Paul Sherry

Chairman – PPLIR Europe

[Type text]

Specialists in Instrument Flight Training

ICAO to EASA IR Conversions
Competency Based IR
En-Route IR
SEP & MEP Class Ratings
IR Revalidations & Renewals
PA46 Revalidations & Renewals
Modern EFIS equipped Piper fleet
EASA appoved simulator
CAA Initial IRE on staff
Location: Chester
Tel: +44 (0) 7801 145 644
Web: www.jd-aviation.co.uk
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PILATUS PC-12 NG

Pilatus PC-12 NG
The Ultimate Group Aircraft?

T

by Phil Caiger and Anthony Bowles

here is no doubting its capacity to haul a large load; when you first walk up to a PC-12 NG you can
immediately see that it is simply not on the same scale as the average owner-operated light aircraft.
It is big – in fact the cabin, at 330 cu. ft., is bigger than a King Air 250. At more than 14m long, with a
wingspan of over 16m and a T-tail some 4m above the ground it can take off with a maximum useful load
of 1870kg (excluding the pilot) which could be a payload of 1,500kg or up to 11 people (including the
pilot). Despite this, with its Pratt and Whitney PT6A-67P it is relatively easy to fly single crew, fast and economical
as we were to find out ...
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Edwin Brenninkmeyer and Oriens Aviation

Invited by Edwin Brenninkmeyer, the CEO of his new company,
Oriens Aviation, based at Biggin Hill, Anthony and I arrived on a
fairly cloudy morning for an introduction to their new PC-12 NG,
G-RABB. After a brief coffee and introduction to Oriens, we went
for a walk around the aircraft.

Introduction to the PC-12 NG

G-RABB is an almost new aircraft, manufactured in June 2016 and
was produced originally for a US customer, hence the rather plain
paint scheme but because the customer wanted to delay delivery
of the aircraft, Oriens were rather fortuitously able to get hold
of it. It has been built to a very high standard with much flush
riveting although the discontinuity towards the tail to ‘normal’
non-flush riveting perhaps, marginally, spoils the looks. The rear
fuselage also incorporates large ventral strakes incorporated due
to blanking of the tail at certain angles of attack. The aircraft has
been designed for ease of maintenance with several easy-to-open
inspection panels. Surfaces inside the inspection panels are all
painted and clever use is made of spare space – for instance the
tow bar/tail stand is neatly fitted inside the large aft inspection
panel. One point to note is the fuel lines run very close to the
outside of the aircraft body and so use of Prist or another icing
inhibitor is highly advised. There is a large cargo door aft of the
wing which, thanks to the perpendicular trailing edge of the wing,
is conveniently placed to allow easy loading of a standard europallet (two passenger seats would need to be removed first). Pitot
probes and angle of attack sensors are located on both wings out of
the effects of prop wash. The wings have huge, fowler-type flaps,
which even extend below the fuselage designed to achieve the low
approach (85 KIAS at maximum weight but can be as low as 75

KIAS if lightly laden) and stall speeds (67 KIAS) for such a heavy
aircraft necessary for certification. This leaves little space for the
ailerons, which as a result has a noticeable effect on handling as we
shall come to later. The landing gear is of the trailing link design
and is now all electric, the NG model having done away with
the hydraulic system entirely since 2013. The wings and landing
gear also carry multiple lights - fantastic for taxiing on grass and
unimproved landing strips at night. The incredibly reliable Pratt
and Whitney PT6A-67P turboprop engine is a 1845 shp, reverse
flow, free turbine with four axial and one centrifugal stage
compressors, flat-rated to 1200 shp in the PC-12 NG and is mated
to a 5 composite-blade Hartzell propeller complementing the
aircrafts modern good looks. The engine air inlet nacelle, behind
the propeller, is constantly heated by exhaust, redirected via small
pipes from the elbow of the exhaust outlets.
In addition to P1 and P2 seats, the passenger compartment
(turn right at the top of the stairs!) has been configured in the
‘Executive’ 6 seat arrangement. The quality of the workmanship is
superb - every seat was trimmed in soft leather, could be reclined,
rotated, had both headrest and extendable footrest and had a
drawer underneath with a Bose headset (without microphone)
which could be plugged onto an iPad or iPod for music or films.
Every pair of seats shared a beautifully polished worktop and US
style 110V AC outlet. There was a traditional NATO headset plug
behind the rear starboard passenger seat by which that passenger
can plug into cockpit conversation. An additional two ‘jump’ seats
could be fitted if necessary – approximately one hour’s work - but
had been removed to make more room for luggage at the back of
the aircraft. The baggage area is a quite reasonable 40 cu. ft. and
limited to 400lbs but we suspect that luggage for six passengers and
two pilots up front may be difficult to accommodate unless limited

Left: Spacious Cabin with luxury, fully adjustable, seating; Right: The cupboard doors can be opened to provide privacy when using the lavatory
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to one piece per person. A cargo net/curtain keeps
it securely in place. There is no exterior cargo/
luggage storage and Edwin mentioned that the lack
of a secure baggage area was a potential problem
for AOC’s when firearms and ammunition were
carried. In the Executive configuration, there is
also an (internally serviced) toilet between the
cockpit and passenger cabin with doors screening
its use from both areas. An iPad, preloaded with
flight following map and other useful software,
was provided for passenger use using an inbuilt
wi-fi system. There were also storage cupboards
for flasks of hot and cold drinks.
The cockpit is equipped with a Honeywell
Primus Apex avionics system with four 10.4in
glass displays, one for each pilot plus two MFD
displays in the centre, similar to that fitted to the
much larger Falcon 8X jets. Asked why Pilatus
had not followed the crowd by installing Garmin
G3000 system, it was explained that the main
advantage of Honeywell over the Garmin for
the PC-12 NG is “that it is a more sophisticated
and powerful avionics suite; Garmin has moved
up from GA and it shows a comparative lack of redundancy, less
smooth autopilot, etc.” As an example of its robustness, each of
the glass displays automatically reconfigures itself to replace any
of the other displays in the event of a failure of one or more of
them. Edwin gave us a detailed brief on the Honeywell avionics
before our flights and demonstrated various features during our
flights. We both found it all quite complicated; the PFD had a
great deal of information available on it, which on a first sitting
was difficult to take in. Compared to the Avidyne display on the
Cirrus, it seemed overly complex and while our experience of the
Garmin G1000 is limited, we have both found that easier to absorb
quickly. The Honeywell avionics has the feel of a jet aircraft
about it and is certainly different to Garmin; if you are already
familiar with Garmin this could be a sticking point but we like to
think most aviators are keen to learn something new. Having said
that, we were trying to cram in a lot of learning into a short time
and we may feel different after spending a quiet few hours with
a training simulator to properly appreciate all the features of the
system. Philip Greenspun, who in authors’ opinion writes some
good reviews, suggests that any owner pilot needs to fly at least
weekly to keep in reasonable practice, or else take a safety pilot
with him and this view seems sensible, if only to remember how
the avionics work!

Our test flight experiences

One has to step over the P1/P2 seats in order to get into them,
which is slightly awkward but once seated the seats are comfortable
and fully adjustable. Phil took the controls for the first flight from
Biggin Hill to Shoreham below controlled airspace, mostly around
2,400 ft. There was scattered SC at this level, so slightly choppy.
The aircraft took off in a very short distance and climbed at about
1800ft/min to 2300ft, of course the fuel consumption is very high at
this altitude – burning around 600lbs/hr at 200kts – normal cruise
would be around FL260-280 where up to 285kts can be achieved
with a more economical fuel flow and the 402USG usable fuel
capacity gives it a range of up to 1600nm with NBAA IFR reserves
and 100nm alternate. Anthony sat in the front starboard passenger

PILATUS PC-12 NG

Immaculate looking PT6A-67P installation

seat for part of the first flight and also knelt in the cockpit behind
P1 and P2 seats from time-to-time, reporting that the noise
level was okay in the cabin, perhaps higher than conducive for
lengthy conversations with fellow passengers but otherwise all
very comfortable. On the way, Phil demonstrated 30º turns, steep
turns, slow speed flight with 30º and 40º flaps, landing gear down,

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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etc. and all seemed straightforward. We
intercepted the GPS approach for r/w 03
at Shoreham, descended to about 500ft and
then Edwin took over - breaking off the
approach just by pressing the “go-around”
button on the side of the throttle with his
thumb while adding full power; it climbed
steeply, turning left to 5,000 ft. Selecting 15
º flap and with positive climb established,
the gear was raised and the yaw damper
re-engaged and that was it! The missed
approach sequence was activated and the
autopilot flew the whole thing correctly
with no further pilot input. This greatly
simplifies single-pilot operations in what
has statistically proven to be one of the
most challenging and demanding phases
of any IFR flight. After further configuring
the FMS, Edwin then demonstrated an
emergency glide, simulating engine-out
/ feathered approach on autopilot with a
very steep (6º +) plus visual approach and
landing and with use of beta, speed was
well under control within the first half of
Shoreham’s not very long runway.
After lunch, it was Anthony’s turn to
sit in the P2 seat for the return flight to
Biggin Hill. Start up (by Edwin) was very
straightforward and taxying required use of
beta thrust to save brakes. Full power and
we airborne by halfway down the runway
in a short field take off configuration –
30º flap, rotate at 75 KIAS, 15º flap and
undercarriage up at 90 KIAS and last stage
of flap up at 100 KIAS. It all happened
quite quickly! Accelerate to 204 KIAS
and power back to about 36.9 PSI torque
(around 96% NG). Initially, we both found
the trim difficult to adjust; you need to
squeeze a trigger behind the control wheel
before the ‘cocked hat’ trim switch for both
aileron and elevator trim (similar to that
fitted to the Cirrus) would work but we
soon got used to it; there is no manual trim
but there is a standby electric trim in case of
failure. Anthony also did some turns, slow
speed flight, etc. with the flight director off.
We both agreed that the aircraft was slightly
heavier to handle than Phil’s Malibu and
certainly heavier than Anthony’s Bonanza.
Neither of us was as good as we should have
been about maintaining accurate altitude
but this would have been overcome with
a bit more practice. The speed tape turned
red at top and bottom to indicate flap/
gear over speed and stall speed warnings
respectively. Edwin then demonstrated the
stick shaker and pusher – necessary as the
aircraft has aggressive stall characteristics
and may not be recoverable from a spin
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in the mandatory single turn. Edwin had
enabled the flight director for the last part of
the flight and this certainly made life easier.
Then, back to Biggin Hill where Edwin set
up a conventional 3º glide approach to an
OBS generated ‘GPS’ approach to r/w 03.
Unfortunately, because of circuit traffic
we were instructed to make a short circuit,
so this did not work very well but we got
the general idea. Edwin let Anthony do
the landing and although Edwin retained
control of the power; one appreciated how
any landing is flattered by the trailing-link
gear!

Financials

The PC-12 NG is not a cheap aircraft to buy
– to order one configured similarly
to G-RABB would cost around
US$4.9M (although this is set to rise
in 2017). However, sometime prior
to our test flight, Edwin has piqued
our interest by providing a report
by Rolland Vincent Associates
describing the robust resale value
of these aircraft. According to the
report, since 2005, the average PC12 spends only 4 months on the
market compared to 12 months for
the average “business” turbo-prop
and achieved a markedly higher
resale value as a percentage of its
original purchase price compared
to all other aircraft – in fact the only
other aircraft to come even close

(and not that close) to the PC-12 is

the Daher TBM.
The running costs of the PC

12 NG are also worth a mention: Fuel
cost per hour in the PC-12 NG is around
£150 at 265kts as against £100 in a Cessna
210 cruising at best at 185kts (thus £0.56/
nm vs £0.54/nm – so much closer than
you may have initially thought). Airways
charges, however, are an additional £75/
hr and unavoidable with a turbine. In the
first year, maintenance costs for the PC12 NG are estimated at around £14k rising
to around £17k in the second and £19k in
the third year, averaging around £20k/year
over 5 years and insurance around £16k/
year depending upon pilot experience. The
expensive pitch trim actuator overhaul at
5 years has been pushed back to 7 years.
Engine mid-life hot section inspection at

PILATUS PC-12 NG

1750hrs costs around US$15k and overhaul
at TBO of 3500hrs around US$400k. So,
let’s say you put together a group of 5
people to own the aircraft, borrowed the
US$4.9M to buy the aircraft and in total
flew about 250hrs/year. As for any aircraft,
you also need to price in hangarage and
with a turbine engine aircraft, a regular
compressor wash. At today’s low interest
rates (with the capital secured on the
aircraft), you would be looking at around
£70k/year each. According to the Roland
Vincent report, depreciation is only
1.6%/year (compared to 4-6% for other
comparable aircraft) so over a 5 year period,
this amounts to approximately USD380k or
£12k each per year.
However, realistically you could rent
out the aircraft for a significant period of
the time when the group is not using it and
your annual commitment would therefore
come down substantially. In fact, with the
advent of UK single engine turbine AOC
operations, there may be a realistic prospect
of recouping all your commitment.
Training is not onerous; an IR is needed
to operate the aircraft to its full potential
and on the EASA register an HPA and Class
rating are required, the training for which
can be obtained at several places; Oriens
highly recommend the factory training
course in Switzerland and in the UK,
Bournemouth Pilatus Centre and Oyster
Air can also provide the necessary course
and qualifications.

Benign accident experience

Another remarkable statistic for the PC-12
is its excellent accident record; in respect of

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
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GA aircraft, we are probably all aware
that most accidents per 100,00 flight
hours occur in piston twins followed
by piston singles and in the turboprop
world it is similar (although the
rates are an order of magnitude less
compared to piston engine aircraft).
However, what is really interesting,
is that the accident rate of the of the
PC-12 is markedly lower than that
of all other turboprop aircraft at 0.6
per 100,000 flight hours (based on 4
million flight hours) compared to an
average of 1.85 in other single engine
turboprops. Pilatus attribute this to
their aircraft design, construction
and training but we suspect a
considerable factor is due to fewer
owner-flown PC-12s (compared to
TBMs for example) and most PC-12s
are likely to be flown under AOC in
the US with a significantly greater
consideration for safety margins than
the average privately flown aircraft.
This takes nothing away from the PC12s record; Pilatus have built in some
superb safety features which have
undoubtedly contributed a great deal
- the aircrafts avionics will not even
let you take off unless the pre-flight

checks have been successfully completed
and a flight plan entered!
There are some useful considerations
regarding
group
ownership
on
the AOPA website at http://www.
aopa.co.uk/index.php?option=com_
content&view=article&id=583&Itemid=1411.

Conclusion.

Overall the PC-12 NG is a very impressive
aircraft particularly in its ability to
carry several people in and out of short
unprepared strips – a real ‘team’ plane.
The actual flying of the aircraft is pretty
easy – with speeds and handling very much
like any other light aircraft, the only really
challenging part is learning the avionics.
When compared to other aircraft with
similar capabilities, it is both economical
to run and economical to maintain although
for most potential private operators, you
would need to lease time out on the aircraft
to bring the hourly operating cost down
to something reasonable. The aircraft has
also been proven to be exceedingly safe comparable to GA jet travel. If this size of
aircraft suits your mission and budget then
this has to be a very serious contender.

New Members

PPL/IR Europe extends a warm welcome to new and re-joining members
Harry Apiafi
Andrew Balfour
David Barrington-Bullock
David Bowsher
Clive BROWN
Bernard Clarke
Jan De Clerck
Paul Deans
Mark Fitzgerald
Allan French
Ian Hunt
Heinz Leibundgut
Peter Middleton
Giles Moger
Thomas Olbrich
Florian Rhyn
Stuart Robottom-Scott
Alan Scott
David Stevenson
Chris van den Akker
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EGTB
EGNR
EGJB
EGSU
EGCC
EBKT
EGPK
EGTB
EGBB
EGFF
LSZH
EGMT
EGCV
EGNV
LSZG
EGBE
EGSU
EGGD
EHBD

Gibraltar
UK
UK
Guernsey
UK
UK
Belgium
UK
UK
UK
UK
Switzerland
UK
UK
UK
Switzerland
UK
UK
UK
Netherlands
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EDITORIAL

Editorial

embers – when you receive Instrument
Pilot through the post or notification
by email, do you add it to your
junk mail (box) or does it provide
you with some interesting reading?
We hope the latter rather than the former
and if so, then we need your help. IP in
its present format is now approaching the
end of its third year and for content over
this time, we have generally relied on
a small group of loyal supporters whose
names will be familiar to you. We would
like and indeed need to expand on subjects
covered; for instance for many years there
was a “Pilots Notes” section where useful
titbits of information could be found,
gleaned from the internet and elsewhere by
one of our members. Likewise looking back
through past issues, there was a vibrant
(if that is the right word) EASA news
section.
As
Paul
Sherry,
our
c h a i r m a n
says in his
Chairman’s
Corner,
our
organisation
pulls
above
its weight because of the drive and
expertise of a relatively small proportion
of our membership. If we are to continue to
do this, then we need additional voluntary
help from the membership and exactly the
same principles apply to Instrument Pilot.
For continued publication to be assured
going forward, we need that assistance now.
Specifically we are looking for a member
to bring a rejuvenated “Pilots Notes” back
to life with a broad brief on content as
well as more one-off articles. Feedback
suggests that the series on members’
aircraft is popular as are flying trip
reports with interesting slants whether
they be to Le Touquet or somewhere more
exotic.
A topic of increasing interest on our
Forum at present is avionic upgrades for
members to prepare their aircraft for PBN
airspace and procedures. Do you upgrade
your non WAAS 430 to WAAS, sell the
430 and go for a Garmin x50 or Avidyne
equivalent and/or go fully glass with
Garmin or Aspen and do away with your old
gyros? Many possibilities with the bottom
line as always driven by what funds are

available. We think that longer writeups than appear on the Forum on members’
approaches to avionic upgrades accompanied
by a few ‘before’ and ‘after’ pictures
would be an interesting new series. Graham
Whittle kicks it off in this IP with a
piece on discarding his unserviceable HSI
for a single Aspen unit. Who will do the
next article? Volunteers – please get in
touch with us at editor@pplir.org - we do not
necessarily need your piece right now but
do need to know that it is in the pipeline
– otherwise there may not be anything
coming through your (electronic) letter
box before too long.
In this issue, David Tucker, one of our
experienced long distance pilots, writes
about a trip he made last summer in which he
went round a third of the world in longitude
terms within a couple of weeks. David’s
trip started in Montreal and followed a
conventional
route
back
to
the
UK,
which you can
read about in
this
issue.
Next
issue
has
David
journeying on eastwards to Tiblisi in
Georgia. Next two of your ever industrious
editorial team take a test flight in a
Pilatus PC-12, the ultimate “team” plane.
It coincided with a young friend of one
of the authors relating to him with great
excitement his experience of being flown
up and down to Scotland for the weekend
in a PC-12; perhaps this may lead to a new
pilot joining GA in time?
Coming down to earth again, Robbie
Weston tells us of the virtues of his DA40
which he uses to commute to his weekend
home in SW France and Graham Whittle
tells us of how he solved the recurring
unserviceability of his HSI by installing
an Aspen Evolution. Finally with spring in
the air, Phil Caiger extols the virtues of
a weekend in Alderney complete with LPV
approach.

“We would like and indeed need to expand on the
subjects covered ... for continued publication to
be assured going forward, we need that assistance
now”

Anthony Bowles
Phil Caiger
Graham Whittle
March 2017
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A Diamond DA40 and an Airpark in
France
by Robbie Weston
“Golf Hotel Oscar, you are cleared to land runway 27, taxy to the airpark without further report, have a nice
weekend” says the friendly French voice of the Biscarrosse controller. It is then a short taxy past the tower, the
hangars of the ENAC Government flying school, the aeroclubs and my neighbour JF’s magnificent Stampes, to
the large electric gate that marks the entrance to the Village Aeronautique des Lacs at Biscarrosse. A click on
the remote control and the gate slowly starts to open. Then just a short taxy to the hangar next to my house
and the nice cold drink is waiting for me in the fridge. Even after having done this journey many times, it is still
a real thrill to arrive.

For as long as I can recall I have wanted to
learn to fly. My father was a commercial
pilot and instructor in Leeds many years
ago and I remember flying with him in a
variety of planes from vintage Austers to
twin Pipers. He had started flying gliders
as a recreation that then turned it into a
career. I remember spending a wonderful
summer at Sutton Bank in 1968 and just
after my 17th birthday finally getting to
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solo in a Slingsby Swallow. Learning to
drive a car had to wait!
Somehow I never had the time nor the
money to follow it up for many years, so
it was not until 2000 that I made a “New
Millenium” resolution to get my PPL. In
February of that year I found myself at
Gillespie Field – KSEE – in El Cajon, San
Diego where I spent 6 solid weeks going
from total beginner to a newly qualified

CAA PPL. I returned several times to do
a standalone FAA PPL and then an FAA
IR, which I have since converted to a full
EASA IR.
The day started at Biggin Hill around
nine o’clock when I arrived to pull
G-SOHO, my 12 year old Diamond
DA40 tdi, out of the hangar into the
rather overcast and miserable morning.
I purchased it new in April 2004, having

PPL/IR EUROPE

DIAMOND DA40

waited many months for the “new and
revolutionary”
(Diamond’s
words)
DA40Tdi with the diesel engine. The
avionics fit-out was a standard 6 pack
of all electric instruments - there is no
vacuum system on the Thielert engine with 2 Garmin 430 GPS Nav/Com units
and a very nice HSI. Together with the
Honeywell KAP140 autopilot, it was
really very well equipped for its time. The
Thielert 135HP engine was one of the very
early models, and at first it must be said
that reliability was not good. It seems that
because every engine parameter could
be measured with incredible precision,
that was what was done. Voltage 0.001

since then it has been totally reliable. This
involved driving to the Centurian factory
far into the east of Germany... but that is
another story!
I knew I would need to fuel up so a
quick phone call request gets the Jet A1
truck on its way. When I first bought
G-SOHO, requesting Jet A1 often resulted
in a questioning look or even just laughter
– “Ho ho, very funny, Jet fuel for that
funny looking plane with the glider-like
wings – what do you really want?” was
often the kind of reply I could expect. But
now, with the number of diesel engine
planes increasing all the time, especially
in airline-oriented flying schools, no one

two seater. So I have always tended to
fill up according to what is planned rather
than full by default. The fuel economy
is such that the range with two or three
passengers is still impressive even with a
reduced fuel load.
Once fuelled up, loaded up and cleared
to taxi, it is off to the run-up area for the
next Diamond speciality, the pre flight
engine check. Stop, power to idle, press
the “ECU Test” button. Computer 1
raises the revs, cycles the variable pitch
prop, slows to idle, switches to computer
2 to repeat the process and, if everything
works okay, the caution light extinguishes
and the engine returns to normal idle.

volts over or under for a fraction of a
second? Oil pressure or temperature
0.01% off from optimum? Warning lights
everywhere, computer reset required by an
engineer with a laptop, it was an absolute
nightmare. Eventually a more “fuzzy”
logic was applied and the computers were
tuned for the real world, resulting in far
fewer false warnings. I had the engine
replaced with a 2 litre version in 2010 and

questions it.
Why not fuel up after the last flight
and not before the next one is a question
I am often asked, and that brings us to
one of the many ways that a DA40 differs
from the standard IFR aircraft. With
long range tanks, the fuel capacity is
19.5USG each side giving an endurance
of well over 7 hours, but filling them to
the brim effectively makes the plane a

Check the function of the manual switch
that selects between the two ECUs and
you are ready to go. Yes, that is it. Okay,
you have to check that a couple of lights
go out and that the engine gauges are in
the green, but it really is a non-event and
regularly surprises pilots who have never
seen it before.
For the flight to Biscarrosse I usually
use RocketRoute to file IFR to Poitiers
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at FL100. From Biggin, this would be a
Lydd 2 departure talking first to Thames
Radar and then being handed over to
London Control, initially with vectors
and then direct to SITET. Departure in
the DA40 is uneventful and usually with
the auto-pilot on from 800 feet or so.
The climb performance from the Thielert
2.0 litre 135HP diesel engine is, well,
“adequate” I would say. It will take me
twenty minutes to get to FL100, but at
that kind of level the turbo
is still enabling the engine
to produce at least 95%
power depending on the
temperature. According to
the handbook it will go on
doing this to around FL170,
but I have not proved that.
Throughout this twenty minute climb a
fairly hefty pressure needs to be kept on
the right rudder. This need for rudder is
another interesting characteristic of the
DA40; it really does require active feet
during take off, descent and particularly
landing. This comes as a surprise to pilots
who are more used to keeping their feet
still. The big rudder is very effective when
taxying too. The Diamond has a castoring
nose wheel and differential brakes, but I
would much rather exercise my legs than
pay for replacement brake pads and disks
every year.
Once at FL100 the power is pulled
back to the cruise setting of 70% to give
a TAS of around 124Kts and finally the

right leg can have a rest. That really is
all the engine management this aircraft
requires. There is no mixture control,
diesels run wide open all the time and
the computer manages the fuel injection
to be optimum at all times. The prop is
also controlled by the computer, and the
engine being water cooled, there are no
cowl flaps or similar things to deal with.
It really reduces the workload.
Soon comes the hand-over to Paris

very little commercial traffic. In all the
times I have been there, I have only three
times actually seen a customs officer
and they were very friendly. On other
occasions I just pay the landing fee in the
terminal – around 10 euros – or fill in a
form and pay them later if they are busy
with passengers. It seems to be far more
relaxed than the more northerly French
airfields.
From LFBI it is around an hour and
a half to Biscarrosse,
LFBS. IFR at FL80 is
almost direct and cuts
through the military
zone around Cognac
without any trouble.
The DA40 cannot really
make the required climb
performance, particularly when it is hot,
to be over the military airspace in time.
But if you let the tower know, they either
will call the military to explain or let
you climb away from the area first. This
cooperation with the many military zones
in France at first came as quite a surprise
to me. On first viewing, the aviation map
shows so many restricted and prohibited
areas surrounding Biscarrosse that it
really puts you off. In fact it really is
not a problem. The military controllers
do everything they can to make things
possible and of course they rarely work in
the evening or at weekends!
The route to Biscarrosse takes me
overhead Bordeaux airport and then on

“That is the real difference between the
Diamond and an Avgas fuelled aircraft. Cruise
at 70% power burning under 5 USG an hour ”
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who usually route me direct to LGL.
In this area FL100 seems to be the best
cruising altitude, usually either in the
sunshine on top of the cloud below or
between layers, but in the clear. The
Diamond has no de-icing, so icing levels
and thunderstorm activity become the
main issues when deciding whether to
fly or not. From LGL it is a handover to
Nantes Approach as far as LUTIL where
Poitiers Approach take over. Poitiers
Biard (LFBI) is my first choice for landing
in France to fulfil the need to arrive via a
port of entry for customs purposes. There
is an ILS approach to 21 and RNAV or
VOR approach for 03 and, apart from a
couple of Ryanair and HOP flights a day,
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to LAPOS, one of the RNAV approach
fixes for LFBS. Yes, a little airfield in
the middle of the forests and lakes of the
Landes has a published approach. That is
one of the benefits of having a national
flying school based there. Even Jeppesen
did not believe me until I sent them the
government published plates when I asked
why it was not in their IFR database. It is
there now although to be honest, it is very
rare to actually need to use the procedure
as the weather is usually good VMC.
From FL80 down to the 1,000 feet
needed to be under Cazau military
airspace (if they are active) is quite a
descent to do in a hurry. Often, despite
requests, clearance to descend is not

forthcoming until very close, but this
highlights another DA40 feature –
water cooling. As the 2.0 litre Thielert
is basically a Mercedes car engine, it is
completely water cooled, and not just
the cylinder heads like some others. This
means there is no risk of shock cooling,
no need to keep a certain amount of
power on during descent, you just pull the
one lever back to idle and go down.
Biscarrosse can be quite busy at times;
there is a busy gliding club at the weekends
and several flying schools, as well as the
residents of the airpark who fly a huge
variety of aircraft. It is not unusual to see
Extras doing aerobatics, the five Stampes
in formation, and a Stearman enjoying

DIAMOND DA40

the clear skies. The lake alongside the
airfield is very popular with the seaplanes
of Hydravions Atlantiques who have two
Piper Cubs on floats and a wonderfully
restored SeaBee. It is a great place to do a
sea plane rating, though that is still on my
list to do. The tower is open during the day
and does a great job making everything
work with English and French both being
used on the radio. Cleared for a straight
in landing on runway 27, I slow to first
stage of flaps speed, something that must
be anticipated in the slippery Diamond,
report final and with the landing flaps set,
touch down close to the numbers on the
750 metre tarmac strip. The outside air
temperature is a lovely 25ºC, so I open
the front canopy to the “air conditioning”
setting which gives a lovely breeze inside.
Welcome to Biscarrosse!
The flight has taken a total of four
flying hours today, 2.5 hours to Poitiers
and 1.5 hours to Biscarrosse and has used
about 80 litres of Jet A1 from start to
finish. That is the real difference between
the Diamond and an Avgas fuelled
aircraft. Cruise at 70% power burns
under 5 USG an hour and idling whilst
waiting for a clearance or in a long queue
at Biggin is insignificant in fuel planning
terms. Of course it is a bit slow, a 30kt
headwind reduces ground speed to double
figures, but it is a small price to pay for
an aircraft that manages to be both an
excellent automated instrument platform
and great fun to fly by hand.
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Montreal to Tiblisi and back to
London in 50 hours
Part 1
by David Tucker

I

have chosen to start this story in Montreal because that is where I was enjoying a few days relaxation after
flying G-UILT, my Cessna 303 Crusader, to Canada from Denham last June. Prior to setting out, I had expressed
interest in joining the Hans Gutmann Memorial Rally to Georgia in early August which was being organised by
Luxembourg AOPA and now I received an e-mail saying they had managed to solve the problem of providing
avgas in Georgia and the event was definitely on. If still interested, would I forward pilot and aircraft documents
and prepayment for the avgas I would need.
Yes, I was interested. I had been to
Tbilisi many years earlier when it was still
under Russian control and remembered
liking both the city and the people. Also,
although I had never met Hans Gutmann,
I was a great admirer of his long distance
adventures and had been planning to join
one when he was sadly killed flying his
C172 in the Dolomites in 2011.
Fortunately, I had copies of the various
documents with me in Canada and was able
to confirm my
participation. All I had to do was to
retrace my steps across the pond and be
ready to meet up in Hungary on August
5th. Paul, my companion on the outbound
crossing had returned to England and I
was to be accompanied home by David, a
young Czech friend and aspiring pilot, who
had joined me in Montreal.
And so it was that on July 1st, Canada
Day, we took a taxi to St Hubert (CYHU)
an excellent general aviation airport to
the south of Montreal, where G-UILT had
enjoyed a 50hr service. Our first stop was
to be Schefferville (CYKL) where I had
refuelled inbound. One problem; they had
since run out of avgas and as Schefferville
was only served by rail and air it would
be a long time until they were resupplied.
The alternative of routing via Goose Bay
was not really feasible as we were not HF
radio equipped or pressurised so could not
legally transit the Gander Oceanic Control
Area.
Luckily, Sam Rutherford who was
helping me with logistics across the Atlantic
had managed to locate a guy called Jerome
in Schefferville with two 200ltr barrels of
avgas of uncertain age, provided we had a
hand fuel pump. Fortunately, we had one
with us and set off after a quick trawl of the
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Vectored over Montreal with a good view of the city and the “Mont Real”

internet showed that in reality avgas could
be used way beyond it’s placarded life of
one year.
On first contact with St Hubert Ground it
became clear that the runway was blocked
by a Cessna 172 with a flat tyre and a pilot
unwilling to taxy on it. Twenty minutes
later we were given taxy clearance followed
by a flight plan rerouting that added several
miles to the leg and made my ETA with the
fuel man seem hopelessly optimistic. So we
set off with Montreal departures vectoring
us around their arrivals until we left
controlled airspace and were on our own
after being given a frequency to contact as
we neared our destination.
With CAVOK conditions and an
unexpected tail wind, we made up lost time
and arrived close to our ETA. Schefferville,
like many Canadian regional airports, was
unmanned and Montreal Center cleared
us for the approach then closed our flight
plan after landing. Being Canada Day, the

terminal was deserted and there was no
sign of our fuel. Neither of our cell phones
would register so it was just as well I had
a sat phone to reach Jerome ’s voicemail
and eventually, the man himself. With a
mixture of English and pigeon Quebecois,
I understood he was on his way.
Half an hour later, a truck and pick up
arrived with three locals and the avgas.
The barrels were gently unloaded, hand
pump assembled and fuelling completed. I
was expecting to pay cash, but Jerome was
happy just to make a note of my credit card
number for the CAD1,120 cost. As the only
taxi in town was not answering, we hitched
a lift with the fuellers to the Royal Hotel.
You may not imagine it from the picture,
but the Royal boasts a menu that would not
be out of place in a Parisien bistro.
Nest morning, after a full breakfast,
another guest gave us a lift to the airport
for another 546 nm leg to Iqualuit (CYFB),
where they confirmed they still had 300
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The Royal Hotel Schefferville. Not regal, but Parisien cuisine

barrels of avgas for sale. Another CAVOK
day enabled us to fly VFR across miles and
miles of trees and rivers until the water
turned to ice as we crossed Frobisher Bay
and we were asked to position for a right
downwind approach as a commercial
departed R/W 16. A short approach gave
us a landing halfway down the 2700m
runway and a brief taxy to the fuel station
where we took on a barrel of cheap avgas
at just CAD 1.59 /ltr, almost half the price
of Schefferville! Just as well the avgas was
cheap as the only FBO on the field knows
how to charge… CAD 630 for a two day
overnight stop and transport to the hotel.
Iqualuit’s main claim to fame, apart from
catering for ferry pilots, is to host new
aircraft for cold weather trials boasting
that winter temperatures do not rise above
-30degC. Fortunately it was a balmy 16deg
when we were there and the first dry day
for three weeks.
In Canada, as in the USA, it is not
necessary to depart the country from
an airport of entry, so we considered
going further north the following day to
Qikiqtarjuaq, a small native village locally
called Qiki for obvious pronunciation
reasons, before the comparatively short
overwater leg to Greenland. But our plans

Sisimuit.(BGSS) Carved out of granite.

were thwarted by persistent low overcast
at Qiki where the minimums on the NDB
approach were 1720 ft. So we rested in the
Frobisher Bay Hotel together with a Swiss
ferry pilot, as it was Sunday and Greenland
airports are closed on Sundays. Yes, all of
them. And also on national holidays, of
which Greenland seems to have more than
it’s fair share. Opening hours at some of the
smaller airports are limited as well, with
huge fees for after hours operation. Most
only have non precision approaches and
the nearest alternate can be several hundred
miles away with unpredictable local
weather patterns and avgas availability.
You should by now be getting the message
that flying in Greenland requires careful
planning. We decided to head for Sisimuit
(BGSS), a fishing village north of the
larger airport at Sondrestromfjord (BGSF).
When I say “village”, Sisimuit is in fact the
second largest community in Greenland
with 7,000 inhabitants and laid claim to its
own airfield about three years ago. Blasted
from the granite side of a mountain beside
a fjord, it is a spectacular location but the
proximity of the mountain means that
approaches are prohibited when northerly
winds are anything more than moderate and
wind sensors at both ends of the runway and
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on adjoining rocks often give turbulence
warnings that turn out to be unjustified.
Once again high pressure prevailed for
our short sea, actually ice, crossing so winds
were light for our arrival. We were met on
the apron by two friendly policemen who
stamped us back into the EU (Greenland
is part of the Nordic Passport Union) as
we were refuelled from barrels of avgas
left over from my outbound order. The
airport closed at 1500 local as we finished
and the refuellers kindly gave us a lift into
town before going on to their second jobs
as fishermen. We had booked the Hotel
Sisimuit, the better of the two hotels in
town, which has a good restaurant where
we tried musk ox steak. Hard work is a
charitable description!
The next day dawned with superb
weather again and with the TAF for
Kulusuk (BGKK) giving only a PROB30
of fog for our arrival we decided to risk
the 410 nm direct across the icecap rather
than routing around the southern tip of
Greenland via Narsarsuaq which would
have added nearly 500 nm and a day to
our journey. The Eastbound airway has a
base of FL130 and the MSA is 12000ft, but
given the weather I decided to file VFR and
fly at 11000ft, somewhat to the alarm of the
Sondrestrom Approach controller. My only
sensible alternate with a range of 700nm
was returning to BGSF, so regular weather
updates for BGKK were obtained by relay
from Air Greenland aircraft up to our point
of no return.
The monotony of the three hour flight
across the unending whiteness of the
icecap was broken when we saw what at
first looked like another aircraft slightly
below and ahead of us. Turning towards
it, the black speck remained constant
in the windscreen until we were close
enough to see that it was in fact the tip of a
mountain peeking out of the ice a thousand
feet below. As we neared the East coast,
the ice and snow gave way to fjords and
a view of the sea, allowing us to descend
and fly low over the icebergs as we made
a visual approach to the gravel runway at
Kulusuk. We had made sure there were
rooms at the only hotel which sent a van
to take us the 500m drive. Meals are at
fixed times with a fixed menu at the Arctic
Hotel so we decided to take an hour’s boat
trip on the lagoon to get a closer view of
some icebergs and a glacier before dinner.
The boatman showed us how he fished for
seals and small whales using just a spear; a
technique that must have been unchanged
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for centuries. Returning to the hotel we
remembered to shut the windows to keep
out mosquitos that were waking up in the
warmer weather and rivalled a R22 in size.

With yet another benign day for our
400nm crossing to Iceland, I decided
to head for Reykjavik (BIRK), where
we had managed to get the last room at

Top: G-UILT on the apron (!) at Kulusuk
Centre: The author on the lagoon at Kulusuk
Bottom: Ackergill Tower; the castle near Wick where we spent our first night back in the UK.
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the Icelandair Hotel just 50m from the
GA terminal, rather than go to soulless
Keflavik. A lower cost option is Issafjordur
(BIIS), a small airfield nestling in a fjord
on the northwest tip of Iceland, where I
had stopped outbound. Permission to use
BIIS for international flights needs to be
obtained from the Icelandic CAA, which is
readily granted and customs is available on
request but there is only one hotel which
fills up quickly in summer. Having been
to Reykjavik before, I knew to ignore the
marshallers signals on the GA ramp and
proceed directly to the fuel pumps behind
the old control tower to avoid having to
shut down and then restart. With fuelling
started, we walked back to the terminal
to see a customs officer who proved to be
marginally less grumpy than the marshaller
had forecast.
Day 8 was to see our return to the UK
and the weather changed accordingly.
I filed IFR for the longest (640nm) sea
crossing of the trip to Wick (EGPC) at
FL90 but found that was just below the
cloud tops and we began picking up
light ice. By this time we were outside
controlled airspace and unable to raise
Iceland Radio directly but an Air Transat
overhead relayed our intention to climb
to FL110. At the boundary, we contacted
Scottish Control without difficulty who
cleared us direct to Wick where the ATIS
promised a rainy and gusty arrival, which
proved to be the case. We were welcomed
by the ever helpful Andrew who told us
the hotels in Wick were full so he had
booked us into “the castle”. He drove us to
Ackergill Tower, which proved to be a real
bargain at £100 for bed and breakfast in a
real Scottish castle and delighted David,
my Czech companion. The following day
was blustery but forecast to be clear below
3,000ft so I decided to avoid Eurocontrol
charges of EUR175 and fly the 420 nm to
Denham (EGLD) direct at 2,000ft VFR,
which we managed to accomplish with
only a minor deviation around Doncaster
where they had instrument traffic.
We landed at Denham tired but with
great memories of crossing “the pond”. I
decided that another 4 hours on to Prague
would be too much of a good thing and
drove David to Heathrow for British
Airways to complete the job. Now G-UILT,
which had performed faultlessly over the
20 hours from Montreal and I both had a
few days to rest before our planned trip to
Georgia.
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APPROACH CHART QUIZ

Approach Chart Quiz
by Graham Whittle

EGAC Belfast

O

n a trip to Belfast to visit the Titanic Centre and enjoy the food at the Morne Seafood Bar you plan to land at Newtownards Airfield
which is about 15 minutes taxi ride to the east of Belfast centre. Unfortunately, the weather is unsuitable for a VFR landing at
Newtownards even though the runway there is virtually at sea level on a bank of the Strangford Lough. So, you divert to Belfast
City Airport which is using runway 04. Well, at least you will save a taxi fare.
Questions
Looking at the ILS DME NDB plate
for RWY04:
1.
2.
3.

No

4.

tF
or

5.
6.

Na
vig

7.

at

ion

What is the aerodrome elevation
above mean sea level?
What is the circling altitude
(visual manoeuvring altitude)
above the aerodrome?
What does the difference between
1 and 2 indicate?
What is the decent profile
that will be achieved when
descending on the ILS glidepath?
What is the Decision Altitude?
If descending at a ground speed
of 120 knots what rate of decent
would you to expect maintain in
order keep on the glide path?
If your DME has failed should
you use the GPS for distance
to the threshold or ask ATC for
range information?

Answers on page 24
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Aspen Evolution 1000
or Aspen Primary Flight Display replaces a dodgy HSI
by Graham Whittle
The Aspen PFD (Primary Flight Display) has been available for many years; FAA approval was
given in 2009. This is an article about one member’s reasons for choosing to fit the equipment
and the consequences.

C

limbing out of Denham airfield, for an airways flight
to Cumbernauld, I called London Control for joining
instructions. “Mike Echo climb altitude 2,000 feet
heading 320 degrees, remain outside of controlled
airspace and wait for joining instructions” After a
minute or so the controller said “Mike Echo confirm your heading”
whilst replying I looked at the Bendix King KLN94 navigator
and saw that the GPS heading
was considerably different to the
heading I thought I was on. The
HSI had failed again. I apologised
to the controller and took up the
assigned heading using the track
reading on the GPS. The flight was
completed without using the HSI or
the autopilot. The only real problem
with the situation was that when
the HSI failed, I said “Oh sh*t”.
The press to talk switch was not
active but my passenger heard the
exclamation. This passenger, as one
might have reasonably expected,
got very worried and feared the
worst when their normally calm
pilot gave the impression that there
was a problem in flight.
The HSI in question was a
Century 1000, in its day when the
aircraft was built in year 2000, it
was considered a very cool piece
of kit. The Denham Cumbernauld
flight was the third time the HSI
had failed. The first repair was
effected by making an exchange
with a specialist service centre in
Canada. This cost about £2,000. I
wanted then to get rid of the electro
mechanical HSI and replace it with a solid state device made by
Garmin, Aspen or Sandel. Unfortunately the work involved was
quite considerable, not only that but the workshops who could do
the work and deal with the EASA paperwork were busy. Rather
than limp around the sky without an HSI and an autopilot, an
exchange unit was promptly fitted; this subsequently failed and
was replaced under warranty.
When the Century unit failed for a third time, strictly speaking
not the HSI but the gadget that links the autopilot to the HSI
costing about £1,000, I decided to schedule an upgrade in the
winter months. I flew to Tatenhill and met with Paul Shelton of
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Tatenhill Avionics at the beginning of November 2016 to seek his
advice. My normal service station is Multiflight at Leeds. They
have been very good at fixing my avionic problems in the past
but they were not interested in doing the design work for the STC
needed to fit another type of HSI in my aircraft. I had used Paul
before and was satisfied with his capabilities. We talked over
the different options. He was fully booked until January 2017. I
delivered the aircraft on 9th January
and by 1st February the installation
of an Aspen Evolution 1000 Pro
was complete, including paperwork
and a test flight. The total cost
excluding VAT was £10,780. The
Brexit referendum on 23 June 2016
had an effect on price, causing the
US $ to drop by about 17% against
the £ sterling, making the equipment
over £1,000 more expensive than
before the referendum.
Readers may ask why fit an
Aspen Evolution 1000 Pro? Surely
the Garmin G500 would be a better
option? Well a G500 looks more
substantial; it has two screens. One
of the screens is a Primary Flight
Display (PFD) while the other is a
Multi- Functional Display (MFD).
The consequence of the extra panel
is not only greater fitting cost, but
more importantly the G500 costs
$5,000 more, (and there was a
question about the compatibility of
the KLN94 with the G500). For a
similar premium there is the Aspen
Evolution 1500 Pro that is two
screens, one the PFD and the second
a MFD. I already have an MFD
installed and an iPad and if in the future if I replace the KLN94
navigator with a Garmin GTN 750 then that would provide a
more than adequate MFD. So I reckoned that the extra $5,000
plus extra installation costs, was not a worthwhile investment. It
should be mentioned that the Garmin G500 provides a slightly
larger screen, the Aspen screen is a 6 inch diagonal, while the
Garmin is 6.5 inch diagonal.
So why not fit the Garmin G750 navigator while the Aspen
panel work was going in? Paul did make this point. The list
price of GTN750 is $16,900 (£13,630), with installation costs
in total about £15,000, this would have made replacing my HSI

PPL/IR EUROPE

a £25,000 project. And what would I get for the extra money?
A better MFD, nice to have but not really that critical. The
major benefit of the Garmin GTN navigator is the ability to use
EGNOS (European Geostationary Navigation Overlay Service)
which provides for a much more accurate and reliable signal,
eliminating the need to worry about RAIM and facilitating
RNP-1 STARS and SIDS to be flown as well as LPV precision
approaches. In theory that is a very big deal. Most of my flying
is in the UK plus a few foreign trips, therefore I rarely come
across LPV and RNP-1 requirements, and when I have there
have been alternative procedures provided, so why hurry to
spend £15,000 on something that is nice to have rather than
necessary. Upgrading the navigator will be considered at a later
date.
Of course the Aspen Evolution 1000 pro is much more than
a replacement HSI. It provides all the benefits of an integral air
data computer and attitude heading reference system, which
with hindsight I should have fitted years ago so avoiding the
stress and inconvenience of HSI failures.
My experience of using the Aspen has been very good. There
have so far not been any glitches. The documentation that came
with the flight manual promotes a training video “Flying the
Aspen Evolution”: published by Sportys costing $29. I did not
bother with that, feeling that it would be full of advice about
using the Evolution 1000 with Terrain, Data Link Weather,
Traffic, and a radar altimeters, none of which applies to me. I
have subsequently seen that a video bearing the same title is
available free on YouTube.
On the first flight with the Aspen, from Tatenhill back to
base, I decided not the use the Aspen but rather scan the standby
vacuum AI (Attitude Indicator) and the track on the navigator.
Naturally once in the cruise I could not resist messing with the
Aspen’s knobs and buttons. It is quite intuitive, and attempts
to replicate a traditional HSI. In no time the QNE was set and
the autopilot was steering the Aspen’s heading bug. The flight
manual recommends for a pilot like me with no experience of
flying a glass panel, that training be undertaken with a flight
instructor who has experience of glass panel flying.
In the CAA’s magazine CLUED UP of Winter 2016 on page
17 is an article written by Phil Mathews about differences
training in which he writes:

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.

•

Retractable Undercarriage

•

Variable-Pitch Propeller (Constant-Speed Propeller)

- 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

•

Cabin Pressurisation

350,- EUR

•

Turbo or Super-Charging

•

Tailwheel

“…common sense should dictate that, if you are only used
to one engine, a fixed-pitch propeller, fixed undercarriage,
traditional instruments and radio fit, you should seek training
in the extra systems you wish to deal with before flying as pilot
in command. In fact, EASA and UK legislation require that the
following items need formal training and logbook signoff from
a suitable instructor before you can act as pilot in command in
any aircraft with the specific difference:

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

Single Power Lever Control

•

Electronic Flight Information Systems (Glass Cockpit),
though not in the list for NPPL (SSEA)

•

For NPPL (SSEA) – Cruise Speed of greater than 140kt.”

A requirement of fitting a glass cockpit is that there are back
up primary instruments. All of my primary instruments are
still in place: Compass, Air Speed Indicator, Turn Coordinator,
Altimeter, AI, number two Altimeter, Rate of Climb Indicator,
except that the Aspen has replaced the dodgy HSI, and displaced
the vacuum AI into the position formerly occupied by the number
one Altimeter,
It would seem that the Aspen Evolution 1000 pro is an
excellent replacement for an ageing electro mechanical HSI,
not just because of price and the extra reliability of a solid state
system, but because of the benefits listed below. This is my
personal experience, not necessarily in order of importance, and
omitting many other attributes that I do not need as part of my
flying. We each have different circumstances and will therefore
set up an Aspen to suit our individual needs.
One of the options in the main menu is to enable Auto Course,
abbreviated AUTOCRS. This is fantastic if you are like me, and
not used to flying with roll steering. With AUTOCRS engaged,
a flight plan loaded into the navigator, and the autopilot in NAV
mode, the aircraft flies the flight plan route without the pilot
making any adjustments at the turning points.
The switch from GPS to VLOC is on the bottom of the screen
along with the appropriate annunciation, instead of being a
separate switch in another part of the panel. We have all forgotten
at some stage to switch from GPS to VLOC when starting an ILS
procedure.
In the HSI display, there is a CDI (Course Deviation Indicator),
a Heading Bug, and in addition two extra needles, one a double
line bearing pointer and one a single line bearing pointer. These
can be switched on or off. When on, either can at the press of a
button, point to a VOR or a NDB beacon tuned to the navigation
radios in the aircraft. This is like getting a free RMI (Radio
Magnetic Indicator). GNIME only has a RBI (Relative Bearing
Indicator) installed for the ADF radio. A RMI is of course much
more user friendly than a RBI.
Pressing the OBS button on the navigator instantly unlocks
AUTOCRS and the CDI jumps into action. There is a minima hot
key, which allows the pilot to place a minima number in a small
window in the attitude indicator using the right hand knob. The

unit includes a backup battery in the event of electrical failure.
On the bar between the AI and the HSI is a display called
the Data Bar, this shows, TAS, Barometric pressure, (which is
manually adjusted using a hot key and the right hand knob), Wind
speed, Wind Direction, Wind Direction Arrow, OAT, and Ground
Speed, all of which is fabulous.
Finally, there are two features I do not use. Firstly, the HSI
can display a map with filterable features using the signal from
the navigator. I have chosen not to use that. Secondly, there is a
hot key, on the right hand side of the screen labelled GPSS. This
engages GPS steering. With the autopilot in heading mode and
GPSS engaged the aircraft follows the flight plan or procedure
anticipating turns and taking into account wind conditions.
It therefore provides a much more accurate track than with
AUTOCRS. This does not work on my aircraft. I emailed Aspen
to ask why. Within twelve hours, Michael Studley, Director,
Customer Service - Field Service Engineering in Albuquerque
replied:
“.. the KLN94’s (RS232 format) GPSS output is not compatible
with our system which requires an ARINC429 format input. Other
than the GPSS, the KAP140 works fine with the Aspen and the
flight plan information from the KLN94 can be displayed on the
Aspen HSI map.”
So, no GPSS for me until I upgrade my navigator to a Garmin
one.
The photograph shows the Aspen on an ILS approach to
runway 23 at Durham Tees Valley. The lateral and vertical control
is being directed by autopilot. The turquoise double line bearing
point is tuned to the ADF radio and points to the Tango Delta
NDB. In the attitude indicator area on the right is a small green
diamond in a small scale window, this is the only depiction of
the aircraft’s position relative to the ILS glideslope. Looks small,
doesn’t it? There is no glideslope shown on the HSI. I was at first
a little dubious but after using it a few times it seems fine. The
lateral position on the localiser is shown by the green diamond
at the bottom of the attitude indicator display and on the CDI in
the HSI. You can see the decision height displayed in the window
in the attitude indicator. The diamonds and the scale windows
disappear when not in approach mode.
Members who already enjoy glass panel flying must think I
have been stuck in the dark ages. I am truly delighted with the
Aspen PFD. Unlike many things in aviation the Aspen seems to
be very good value.

Answers to the Quiz on page 21
1.
2.
3.
4.
5.
6.
7.
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15 feet
1040 feet
Minimum circling altitude is usually 500 feet above the airfield elevation, the extra 500 feet plus on the minimum here indicates
that there must be some obstacles, and you can see them depicted on the plate.
3 degrees is shown on the plate.
For an ILS the decision height is the the system minimum, 200 feet, plus the threshold elevation; or the Obstacle Clearance
Altitude (OCA), whichever is the higher. So the decision altitude here is 213 feet calculated from 200 feet plus the threshold
elevation of 13 feet.
According the the table on the plate, 640 feet/minute.
Inform ATC and ask for range information.
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Events
Dates
5-8 Apr

Event
AeroExpo

13 May

Spring conference
and AGM
AeroExpo

1-3 Jun
23-25 Jun

8-11 Sep

Engine management
workshop by
Advanced Pilot
Seminars
Social Weekend

11-17 Sep

European Tour

1-3 Dec

Christmas Market
weekend

Location
EDNY
Friedrichshafen
EGTC
Cranfield
EGTB Wycombe
(Booker)
EBKT Kortrijk

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 what your engine instruments are really telling
you and how to manage the red lever

LOWS Salzburg

A popular fly-out for members and partners. The
conversation will NOT all be about aviation, and this
historic city has a multitude of attractions
Venice, Adriatic
Using Salzburg as a starting point, for those who wish
coast and Balkans to, we plan a longer expedition to SE Europe.
LFST Strasbourg An informal fly-out to Europe’s oldest Christmas
market
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ENGINE OPS SEMINAR

“Engine Management Made Easy”
Seminar
23rd - 25th June 2017
presented by Advanced Pilot Seminars (APS) with PPL/IR Europe

T

his highly-regarded seminar will debut in
Kortrijk, Belgium on the weekend of June 2324-25, 2017, under the auspices of HOWEST
(University of Ghent, faculty Kortrijk) and the
PPL/IR-Europe pilot group.
Think of your flight training, whether it was last
year, or fifty years ago. Chances are you got very little
conversation, much less training on how to handle the
engine in different phases of flight and even less on
proper leaning and why. You may be wary of the red
knob (Mixture), with admonitions like “Don’t touch it
below 5,000 feet” and “Lean it until the engine gets
rough, then enrich until the engine runs smoothly.”
(Both are BAD ideas!)
With the cost of engines and fuel today, you and your
family deserve better! We now have the wonderful
“Engine Monitoring Systems” but do you know what
they MEAN? Many think they are most useful for
leaning but this is NOT TRUE. They MONITOR your
engine and tell you how it’s working, sometimes far in
advance of trouble. APS teaches you the MEANING of
those pesky parameters and what to do about them!
We also teach when and how to use rich of peak

(ROP) and when and how to use lean of peak (LOP). Is
your engine ’set-up right’? Do you want your expensive
engine to last longer? Prevention is better than cure.
APS deals with the many myths about detonation,
pre-ignition, engine roughness and other anomalies,
ALL WITH FACTS (not opinions) and HARD DATA
from real airplanes and the world’s most sophisticated
test stand. We often have the parts from “problem
engines,” the recorded data and the pilot’s account of
“what happened.” You will not see this anywhere else!
Come and join us for a fun filled weekend and a lot
of education! More information is available at: https://
www.advancedpilot.com/livecourse-eu.html where you
should register and book your place.
The basic cost of the 2-day seminar is $1290 per
participant, repayable if cancelled before 23 May.
If you have any questions, please contact the Meetings
Secretary, Colin Williamson, at meetings@pplir.org

Aircraft Insurance

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

• Spread your premiums for free

• Select the cover you want

• 24-Hour claims hotline service

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

26

INSTRUMENT PILOT • SPRING 2017

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

Weekenders
Alderney

N

by Phil Caiger

ot far from the shores of Brittany and more importantly,
less than one hour’s flight time from the UK mainland,
the Channel Islands make an easy weekend getaway.
Alderney is the smallest of the three main islands; only
5 km by 2.4 km it has only one town, St. Anne and
fortunately, despite its size, boasts an airport with an Instrument
runway – indeed for some time, it was the only airport in the UK
to have a LPV approach. It epitomises the peace, tranquillity and
beauty of all the Channel Islands. A visit to Alderney is like stepping
back in time; parking your aircraft on the grass and walking with
suitcases to a small and rather dated terminal building, the “she’ll
probably be along soon” pronouncement when inquiring how to
get a taxi (it probably was the island’s only taxi!) and the charming
and somewhat deserted town of St. Anne itself seemed to be stuck
in the past – shops were closed on Saturday afternoon as well as
Sunday.
We stayed at the 4* Braye Beach Hotel (www.brayebeach.com)
in a fabulous family suite, overlooking the beach with separate
bedroom for the children (what luxury!). The restaurant served
excellent food and the proprietor would come around the tables
during dinner to check everything was to your satisfaction. The
terrace was sublime, with stunning views over the beach and sea, a
perfect spot for the obligatory post-flight beer and for us to watch
our children digging sandcastles on the beach (bring your own
buckets and spades!).
St. Anne is small, picturesque and well worth wandering around
with an ice-cream in hand – it boasts the beautiful church of St.
Anne, a town museum with exhibits from the Iron Age to the
German occupation in WWII and has a pleasing, stone built, clock
tower in the grounds. We arrived on a day when there were several
open gardens; having children in tow, we were unable to give this
much time but one could certainly see many more sub-tropical/
Mediterranean plants growing in the balmy Gulf Stream climate
compared to the UK mainland. A walk along the coastline is also
recommended – it probably would not take long to walk all the
way around but we settled for a walk to Fort Clonque, a 19th
century fortress, in the north west of the island
built to defend the islands from
the French. It
is reached by
a
causeway
which can be
submerged
at
high tide so you
need to time your
walk so as not to
get stuck there!
It is also worth
mentioning
that

Fort Clonque may
be rented from the
Landmark Trust for
holidays
although
it is perhaps rather
large for one family it
may be a great venue
for a gathering (http://
www.landmarktrust.
org.uk/search-andbook/properties/fortclonque-7423).
There
is also a small train line,
the Alderney Railway,
originally built to aid the
construction
of the harbour breakwater;
it now takes passengers
from Braye, near the hotel, to Mannez station near the Mannez
lighthouse, a distance easily walked but that would be missing out
on the fun!

nque

Fort Clo
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BUY

RENT
TRAVEL

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

YOUR
EXCLUSIVE
TBM
DISTRIBUTOR
IN THE U.K

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

W W W . F LY I N G S M A R T. A E R O
United Kingdom, Ireland & Channel Islands
Main Terminal Hangar Office 2 - London Biggin Hill Airport TN16 3BH
+44 1959 58 12 18 - david.fabry@flyingsmart.aero
Belgium +323 295 1261

France +336 38 35 75 92

USA +1 (213) 973-3337

Crédits photo : Airborne Films/Daher - Création : Agence Acajou

BUY A TBM / The new 330 Kts TBM 900 is a
certified, efficient and bullet proof performer.
Call today to tailor your own and enjoy
exceptional speed, range and payload with no
compromise!

