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CHAIRMAN’S CORNER

Chairman’s corner

R

by Anthony Bowles - Deputy Chairman

eaders of the Forum may have noticed my post a few
weeks ago that Paul Sherry felt he had to step back as
Chairman for a while. Paul is a senior orthopaedic surgeon
by profession, never an easy life and it is widely known
that the current financial and other pressures within the
NHS do not make life any easier for those at the top. Paul realised
that he needed a break and he hopes that he may be able to resume
his chairman role in the early
part of the New Year.
This event has convinced
me that we need to look again
at some of our own internal
structures and management and I am in the process of doing this
with my Board colleagues. We are a voluntary organisation and
with the exception of Sali Gray, our membership secretary, we
have no paid staff. Each of us can only devote so much time to
PPL/IR Europe; most of us have jobs to do, we all have family to
keep happy and many of us have other interests to which we want
to devote time and energy as well. There is no doubt that as matters
presently stand, there are more activities which we would like to
be part of than there is voluntary manpower to support, and this
means that we are increasingly going to have to prioritise what we
can realistically do. While we will try to prioritise our activities to

benefit as many members as we can, our volunteers’ skills base and
their own particular interests are equally part of the ‘mix’. It is also
equally important that no single volunteer takes on too much as
this can also lead to problems. All in all, there may be some modest
changes as we go forward.
I have had encouraging conversations with a few members
not presently on the Board or the Executive Committee who are
interested in helping out; we
need more ‘new blood’ and if
any member reading this over
the Christmas holiday feels able
to offer some particular skill
and especially time, then please get in touch either by email to
deputychairman@pplir.org or if you would like a chat, then by
phone to my office on 01644 555600 – I am normally available
most weekday mornings and you can always leave a message and
I will call back.
It is worth stressing that this is an urgent appeal! A number of
the ‘old guard’, including myself, feel we have each put in several
years of help of a wide variety of kinds and are now moving on.
On a happier note, I would like to congratulate member Nigel
Everett on his recent award by the Honourable Company of Air
Pilots for Aviation Journalism at their Trophies Banquet in London
in October. Nigel is one of the Founder members of PPL/IR
Europe and for some time was the editor of Instrument Pilot
where he cut his journalistic teeth. He was one of one participants
of our rally to Spain and Morocco in 2007. As many will know,
Nigel has edited GASCo’s Flight Safety magazine for around 16
years. His award is very well deserved.
I conclude by wishing all members best wishes for Christmas
and the New Year and good flying in 2017.

if any member reading this ... feels able to
offer some particular skill and especially
time ... this is an urgent appeal

[Type text]

Anthony Bowles
Deputy Chairman
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PPL/IR Europe extends a warm welcome to new and rejoining members
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LETTERS TO THE EDITOR

Letters to the Editor
How to take off and land
by Roger Dunn and Jim Thorpe
Jim Thorpe’s article in the last edition on “How to take off and land” has resulted in the following letter being received in the Editorial
Office.

D

ear Editor,
Jim’s excellent article on
the above subject is a timely
reminder to all of us not to lose
sight of the basics of flying an
aeroplane. As instrument pilots this is
easy to do. We become fascinated by the
intricacies of instrument flying and forget
the importance of the fundamentals. Jim
has put forward his own views on some of
the basics. Some of these are controversial,
as we would expect from him. There are
alternative views held by some, particularly
in relation to take-offs. I would not dare to
disagree with someone of Jim’s eminence
but I feel the alternative views should be
stated. My qualifications for doing so
are that I was once a flying instructor, a
CAA examiner for the PPL and a CAA
type rating examiner on light aircraft for
professional pilots. According to my log
book I have flown 50 types and instructed
on most of them.I also served as Chairman
of the General Aviation Safety Council for
five years.
My principal concern with Jim’s article
is the paragraph that includes “… at the
lowest reasonable rotate speed, give the
yoke a positive pull back then almost
immediately ease forward. A slightly
aggressive version of this technique will
make an aircraft with a poor take off
performance, like a T tail Arrow, into a
reasonable short field performer”. My
concern with this advice is that it will lead
to aircraft becoming airborne at a speed
significantly below the recommended rotate
speed. There may be occasions when this is
appropriate but one needs to be aware that
the technique does introduce some added
risks. The manufacturer’s recommended
rotate speed is usually about 10 to 15%
above the stalling speed. This means
that the take-off speed will be below the
minimum drag speed which occurs around
30% above the stalling speed.With Jim’s
technique it is possible to haul an aircraft
into the air at 5% or less above the stalling
speed. This means the aircraft will be much
further up the back of the drag curve and

6
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the drag will be much higher after take-off.
At low altitude in a temperate climate this
may not be a problem. However, when hot
and high in a fully loaded aircraft it could
be a serious problem. Lucy Curtis-Taylor
recently became well aware of this problem
when her Boeing Stearman failed to get
airborne from a 5,000ft altitude airfield in
Canada. Her aircraft remained in ground
effect until it hit an obstruction. It is not a
good idea to be airborne and discover that
drag exceeds thrust.
The second issue with Jim’s technique
arises when taking off in gusty conditions.
A 20kt wind may gust to 30kts but it may
also drop just as quickly to 10kts. If one
is airborne at 5% above the stalling speed
when a sudden drop in the wind strength
occurs, a rapid return to earth should be
expected. If there is a cross wind one wing
may return faster than the other. My third
concern is that Jim makes no reference
to raising the nose to the correct takeoff attitude.This is very important. If the
nose is too low the aircraft will remain
on the ground with increased drag until it
accelerates to a higher speed. If the nose is
raised too high the drag may be so high that
the aircraft fails to accelerate and does not
leave the ground. Some may remember the
fatal accident to a Vampire at a Biggin Hill
air show due to this cause.
I recall that the briefing that I gave
pupils on this subject was something along
the following lines, “At the recommended
rotation speed apply a backward pressure to
the yoke to raise the nose to the correct takeoff attitude”. The correct take-off attitude
is something that would have previously
been demonstrated and the pupil would
have been encouraged to retain a mental
image of the attitude. There is a tendency
to think that the take-off is a relatively
easy and safe manoeuvre compared with
landing. However, an examination of the
accident statistics shows that a surprisingly
high proportion of accidents occur on takeoff, generally by people who should have
known better. Normally, we have plenty of
runway and plenty of power and we can

become casual. It is when the margins are
reduced that a good technique becomes
important.
When making an approach, Jim reminds
us of the importance of aiming the aircraft
at a point on the runway by use of the
controls and controlling speed with engine
power. This is a good technique for any
light aircraft that is likely to be used for
instrument flying. However, we should not
forget that there is an alternative technique
that is much more suitable for low inertia
and low powered aircraft. Some may
remember the experienced pilots who came
to grief flying Kit Foxes, when they were
first introduced to the UK. For aircraft
of this type it is much safer and more
satisfactory to use the elevators to control
the airspeed and engine power to control
the rate of descent. This is particularly
important when encountering a wind
gradient. The engine may not provide a fast
enough response for controlling airspeed.
A sudden loss of 10kts on the approach
would require immediate action with the
elevators. It is important to be aware of
these two different techniques and which
one is being used. It is likely that many
instrument pilots were not originally taught
the pointing method and will need to make
or have already made a conscious decision
to change.
Regards,
Roger Dunn
Mooney GOJAC
To which Jim Thorpe briefly comments as
follows:I am glad to provoke debate. I would say
that this article was focused on experienced
pilots involved in instrument flying. I
would not disagree that different priorities
apply in different classes of aircraft. Where
I do disagree is in respect of the danger of
stalling due to early rotation. The exposure
time is a few seconds and the aircraft is
only a few feet above the runway. If there
is a cross wind or extremely
P 7
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ur anchor article is a further one in
the ‘Members’ aircraft’ series. Alan
South writes on his Twin Comanche, which
he shares with Julian Scarfe. As well
as telling us about his aircraft, Alan
tells us much about his flying life going back
into the distant past with Julian and relates how
they worked on getting their instrument ratings
together on a Mooney before they bought the Twin
Comanche.
Paul Sherry tells us about the training he did
recently for his class and instrument instructor
ratings, both for SEP and MEP aircraft. With his
daytime job still to fit in, he divided up the
classroom and practical flying segments into two
concentrated sessions. All achieved in the time
Paul set aside for it and helped along by some
favourable weather. It is encouraging that a
number of members are following this instruction
route.
There are two travel articles this time so
you can choose either a colder destination by
following Graham Whittle on his trip to Iceland
in his Cessna 206 – but there are hot thermal
baths into which you can take a quick plunge – or
if warmer climes are your preference, then join
Stephen and Judith Niechcial on their late summer
trip to Croatia in their Grumman Tiger.
Jim Thorpe has another training related article
for us on hints on how aspiring pilots for the
CBM IR should prepare for their training based
on his experiences at Rate One Aviation. Jim has
also spawned a new section in Instrument Pilot –
a ‘letters to the Editor’ page – more please from
other members in future issues on any subject of
your choice. Lastly this edition’s quiz continues
the Iceland theme.
Finally, the Editors wish all members and their
families a Happy Christmas and lots of good flying
in 2017.

Anthony Bowles
Phil Caiger
Graham Whittle
December 2016

P 6 gusty conditions then different priorities are involved
and clean rotation at a slightly higher speed may be appropriate.
I suppose one could simply summarise by saying it is good to
consider differing opinions. Then fly in a thoughtful way, adapting
procedures to the current situation. Don’t just follow some ‘one
size fits all’ process in an unconsidered fashion.
The Editors are delighted to receive letters or other comments
on articles appearing in Instrument Pilot and would like to
encourage more of them..

ADL140

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

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

670,- EUR

+ VAT if applicable
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WEATHER SEMINAR II

Instrument Weather Seminar II
by Colin Williamson
Decisions, Decisions ...
“But who wants to be foretold the weather? It is bad enough when it comes, without our having the misery of
knowing about it beforehand.”

W

Jerome K. Jerome, Three Men in a Boat

ell, one good-enough reason for being foretold the weather is that decisions depend on it. For
pilots contemplating flight in instrument conditions, those decisions can seriously determine the
safe outcome of the trip. So it was with great expectations that I attended the second Instrument
Weather seminar led by Anthony Bowles and Alan South, who admit to an unusual level of
interest in things meteorological. Ironically, the first seminar at Carlisle in July 2014 coincided
with appalling convective weather and several people were unable to fly in – but at least they had been foretold.
This event on 26 November was scheduled in the chambers
of 4 Pump Court in London, which were kindly made available
by Matthew Lavy; the lovely architecture of the Middle Temple
courts is popular with film companies – as we discovered with a
remake of Mary Poppins being rehearsed outside!
With registration complete and introductions made, Alan
outlined how the day would look at the main concerns of an
instrument pilot, his 4+1 list of threats and parameters-of-interest
being:
•
Ice
•
Fog
•
Thunderstorms
•
Strong winds
•
Cloud tops and layers: (the “+1”)
Nonetheless, continual improvements to the models mean that a
3-day forecast now is as good as a 2-day prediction only a few
years ago.
Alan then guided us through the nature of the principal
hazards and explained just how difficult they are to forecast.
While NWP models might well indicate a high likelihood of a
hazardous condition occurring, such as a TS, they are not so good
at predicting exactly where and when the trigger might set it off.
While a model resolution of 0.25 degrees (15nm) and 64 layers

He began by introducing us to the underlying facet of all modern
weather forecasting, namely Numerical Weather Prediction
(NWP). While I had come across acronyms such as GFS (Global
Forecast System) and others, it was most illuminating to hear
how these models are constructed and operated. Alan was at
pains to emphasise that we should note carefully the data baseline
time (usually 00, 06, 12 or 18Z) and the forecast time. There is
a sharp fall-off in accuracy at some point beyond the baseline
time; although the depiction in the graphics might appear just as
precise, it becomes more and more illusory as the time extends.

8
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in the atmosphere might appear fine-grained, it means an area the instrument pilot. Alan was able to demonstrate live examples based
size of London is treated as a single element for a 6-hr period – on routes we suggested, showing just how quick and powerful the
nowhere near fine enough. Airframe icing is due to the presence of tool is. While there are other providers, Achim Hasenmüller and
super-cooled water droplets, which are very hard to predict. Low Thomas Sailer have performed a fabulous service by making a
temperatures and relative humidity can be a good proxy but these particularly nice version of GRAMET available to any registered
droplets can exist across a surprisingly wide range of temperatures. user at autorouter.eu.
As we dispersed at the end of a fascinating day – some of us
Alan and Anthony both stressed the importance of having at least
one exit strategy – whether it be to go up, go down, go around or for a well-deserved dinner at the enchantingly named Pig and
Goose restaurant nearby – the consensus of opinion was that
turn around.
Fog is no easier to predict than the other hazards, not least this Instrument Weather seminar had been a most excellent and
because intrinsically it occurs close to the ground. The onset and informative training event. Sincere thanks go to Anthony and Alan
clearance times are especially difficult to forecast and one should for such thorough preparation and enjoyable delivery – and for
always have a way out. In many respects, fog can be the most making us better decision makers.
dangerous condition of all, as it can be widespread and there might
be no safe way down.
With our minds filled by the perils of aviation, we split into
group exercises based on real-life scenarios with the aim of ... [Type text]
making decisions. The discussions within each group showed that
there is often no single ‘right’ answer and the variety of options
we devised reflected the range of experience and risk-appetite that
each of us has. The group exercises and the plenary discussion
afterwards, made invaluable contributions to expanding the
decision-making process for all of us.
One product of NWP that was new to some was the GRAMET
– a graphical cross-section of forecast weather by time at a point
or along a route. In many ways, this tool above all others brings
together in a single image the weather parameters of interest to an

EASA TBM Class Rating
EASA PA46 Class Rating
ICAO Licence & Rating Conversions
En-Route IR
FAA Training
ICAO to EASA IR Conversions
Competency Based IR
Safety Pilot
Bespoke training in high performance aeroplanes
www.oysterair.com
jonathan@oysterair.com
WINTER 2016 • INSTRUMENT PILOT

9

PPL/IR EUROPE

ICELAND

Iceland

O

by Graham Whittle

n this trip, as on previous trips Below: The author and companion ready for brand dry suits, with balaclava and gloves
to Iceland, I departed the unique the crossing
in the pockets, life jackets and personal
and enchanted island of Iceland
emergency locator beacons. We also carried
with a promise to return. There is
on board, close to hand, a recently serviced
a lot to see, even though it is the
RFD four man liferaft. The dry suits were
most sparsely populated country in Europe,
purchased from the ‘Wetsuit Outlet’. https://
with just 335,000 souls living on an island
www.wetsuitoutlet.co.uk costing £225
larger than the island of Ireland. (Ireland has
each, including a fleece ‘onesie’ and storage
a population of 6.5 million). Icelandic culture
bag.
has a distinctly Scandinavian influence and
Wick is a jolly staging post for
the climate is temperate even though the
transatlantic aviators. A cup of tea and good
capital city, Reykjavik, is on latitude 66N,
craic is to be had with Andrew Bruce at
just below the Arctic Circle. Iceland benefits
Far North Aviation; he will top up the fuel
from the warming effect of the Gulf Stream.
tanks and if required, will give advice, file
Reykjavik Airport, one mile from the city
a flight plan and rent out fully serviced life
centre, serves flights within Iceland and
jackets, rafts and beacons. He is a pilot and
flights between Greenland and the Faroe
flies a very nice C172. Our arrival in Iceland
Islands. Transatlantic ferry flights make up
was at BIRK, Reykjavik airport. Filing
a large proportion of the general aviation
with Rocket Route brought up a warning
activity. The main airport for the city and the
that handling is mandatory. The FBO was
island as a whole is Keflavik International,
very helpful and efficient, as were the local
some thirty one miles out of the city. There
customs officials waiting for us.
is an ongoing local dispute about the future of Reykjavik Airport,
Walking back from the city after dinner the night sky developed
due to its proximity to the city centre and the value of the land on a green hue, was this the reflection from the green traffic light
which it is situated.
at the junction just ahead? Then the traffic lights turned red, yet
This trip was my first as pilot in command. The major concern the green sky remained and seemed to quiver. Could that be the
of course in a single piston engine light aircraft, like the Cessna Northern Lights? A group of photographers at the hotel confirmed
206, is the long overwater crossing of about four hours. After that it was.
considering ditching, I came to the conclusion that the most
The plan was to spend the weekend in Reykjavik before heading
important thing was to be able to get into a raft. The seawater to the north west of the island, to an area called Westerfjord, to
temperature was about 10 degrees, thanks to the Gulf Stream. land at BIIS, Isafjordur, for a series of business meetings. Two
Mitigating the risk was experience of the aircraft’s previous very interesting articles in General Aviation, the house magazine
reliability and knowledge of its maintenance programme. It had of AOPA, assisted with my motivation and preparation for the
not conked out during the previous 2,500 hours of flight so why trip. The first was by Haraldur Diego in the April 2014 edition,
should it do so on this trip? Just in case it did, we wore ‘Crewsaver’ titled ‘Iceland - the aviator’s home’ where he cites the empty
skies, beautiful scenery and the numerous airfields where general
aviation pilots are most welcome. The second was by Martin
Cundey and Richard Berliand in the April 2015 edition, titled ‘The
Duchess of Iceland’, which records a flight in a “Beech Duchess
from Redhill to Iceland for the journey of a lifetime”.
There is much to see in Iceland and I would recommend the
Golden Circle Tour departing from Reykjavik. Just google and
you will find lots of offers; it is the most popular tourist tour in
Iceland. It takes most of the day, introduces the amazing history
of the Icelandic people, their ingenuity in surviving a difficult
climate, particularly the utilisation of geothermal energy and
visits some amazing, rugged and beautiful terrain. Other must do’s
in Reykjavik are to dine in some of the excellent restaurants, many
of which serve delicious local seafood; visit the city’s best known
landmark, Hallgrimskirkja, a church consecrated in 1986 boasting
a 73m tower. We went to a Sunday service there; the organ was
fabulous but the service in Icelandic was a challenge. Then there
are the shops; a great place to buy warm clothes, be it a parka
jacket trimmed with mink fur or a hat made of silver fox pelts. It
Above: The Route
the very best place to buy a hand knitted Icelandic sweater.
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By car the journey from Reykjavik to Isafjordur takes over six
hours. The 120 nautical miles bumbling along in the C206 whilst
enjoying the scenery at 2000 feet, took less than an hour. Isafjordur
airfield is a tarmac strip used by commercial flights to ferry locals
and people on fish business (like me) to and from Reykjavik. The
airfield is located in a very unlikely place, on the bank and at the
top, of a fjord, with high ground all round. The general layout
is shown on the section of the SID plate. There are instrument
approaches but they are essentially cloud break procedures in an
adjoining fjord to facilitate creeping up to Isafjordur in VMC. This
north west area of Iceland is very remote and bleak and would not
be to everyone’s taste for a holiday break but it is popular for
lovers of wild places and is also famous for its fly fishing.
After our business was over and on the spur of the moment we
decided to fly to BIRL, Reykjahlid airfield, in the Myvatn Nature
Reserve for some rest and relaxation. Myvatn is a large lake in
the north of Iceland. We rang for PPR and after a few attempts we
eventually reach someone who simply said “Yes” without taking
any details. The weather had taken a turn for the worst with low
cloud and wet and windy conditions forecast. This is not unusual
in Iceland. Prior to the descent into Reykjahlid the Reykjavik
Radar Controller requested that we copy a telephone number and
call that number after landing because below about 5000 feet
radar and radio contact would be lost due to terrain. There is an
instrument approach into Reykjahlid, which we found essential as
you can see from the photograph of the runway, taken just after
we landed. The airfield was unmanned and on the wooden hut
there was a sign saying “Closed until next summer”! If you wish
to visit this place I suggest you sort out the car hire arrangements
in advance. The airfield is not serviced with public transport, taxis
or national car hire firms. I would strongly recommend contacting
the taxi firm six60 http://www.six60.is/.
We stayed at Hotel Laxa http://www.hotellaxa.is/ which is
about 20mins from the airfield by car. This is a new enterprise,

Above: The overcast above the gravel runway at BIRL Reykjahid

ICELAND

Below: The termnal and sole hanger at BIRL Reykjahlid with Lake
Myvatn in the background

built in 2014, with a very utilitarian feel. It is in the middle of
nowhere but does have views over Lake Myvatn. The other guests
were nature lovers, bird watchers and walkers. Myvatn is in a
geothermal area. We enjoyed visiting the Myvatn Nature Baths for
outdoor bathing in a large rock pools filled with warm sulphurous
water emanating from the bowels of the earth. Whilst relaxing in
the turquoise water, cold beer was served by the establishment’s
staff. Low cloud and squally winds added to the extraordinary
experience, just 65 miles from the Arctic Circle. http://www.
myvatnnaturebaths.is/.
The journey home to Wombleton in North Yorkshire required
fuel and a check out with the Customs Office. To do this we routed
via BEIS, Egilsstadir. This international airport is one of four
airports in Iceland which fulfill the requirements for international
flights. The airport serves as an alternate airport for Keflavik
Airport and is open 24 hours a day. It is located on a peninsula,
on the banks of Lagarfljot lake. It is apparently an attractive
area but we landed through a 400 feet cloud base with 1000m
visibility. After 30 minutes, to refuel and to fill a thermos flask at
the Customs Office, we departed. There was no requirement to use
a handling agent or pay a landing fee.
The trip took place in September 2014. All of the flights were
filed in a matter of minutes using the Rocket Route app on an
iphone. The outbound flight plan from Wick to Reykjavik routed
via waypoint RATSU, a distance of 641nm and with help from
a tail wind took about four hours. The return flight plan was
from Egilsstadir to Wick via GONUT - a distance of 529nm
which also took about four hours due to a head wind. Arriving
or departing Iceland from Egilsstadir does have some advantages
over Reykjavik (though I cannot imagine missing out Reykjavik
on a visit to Iceland). It is less distance, the risk is reduced because
the flight passes over the Orkneys and Faroe Islands and there are
no handling fees.
So, thank you to Rocket Route, not only for the flight plan
filing but also for the approach charts and AIP data. General
Aviation seemed most welcome in Iceland, there were no landing
fees and lots of helpful oversight was given by Reykjavik Radar.
The scenery from the air is stunning, as good as the Highlands of
Scotland but different. There are lots of activities and everyone we
met spoke perfect English. We will full our promise to return in
the near future, perhaps on a trip to Canada.
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Anyone can get an IR...
by Jim Thorpe

R

ecently, on the same evening,
two television programmes were
shown which brought to mind
aspects of the teaching of the PPL
IR. In the first a giant African rat, a
rather appealing creature not at all like the
European rat, was trained to seek out and
identify mines. This required a huge effort
to get the animal to follow a grid pattern
over a field and thanks to its acute sense of
smell, identify mines. Each mine it found
earned it the reward of a peanut. A rat was
able to clear a Cambodian minefield in a
day with almost zero risk. This contrasted
with a dangerous operation by humans
using detectors who took a week to cover
the same area.
This program, where the key actor was
subjected to intensive and difficult training
was followed by another making similar
demands – Strictly Come Dancing. In the
first case, the key actor possessed hugely
relevant natural attributes and albeit
not to its knowledge, the higher-level
objective produced an obviously valuable
and beneficial outcome. At a lower level,
it obviously felt that being rewarded by
peanuts was enough to motivate it to make
the necessary effort - a feeling not entirely
unknown to flying instructors.
In the second program, it appeared that
some participants had few of the natural
aptitudes such as athleticism, sense of
timing and natural rhythm
which
may
reasonably
be seen as desirable prerequisites for the task. In
spite of these obstacles,
individuals put huge effort
into becoming able to perform
the task adequately. It would seem some
less obvious balance between effort and
outcome satisfaction was being achieved.
It is both the joy and the difficulty of
the CBM IR that has attracted applicants of
widely differing aptitudes and motivations.
Inevitably, most of those with both the time
and the money tend to be older; many are
also aircraft owners in one form or another.
Such people tend to have been successful
in life and have not exposed themselves
to difficult challenges where failure is a
real possibility for many years. They are
not used to doing things by rote and given
their many years of established habits tend

to quickly revert to the comfort zone these
habits represent.
They are very different candidates to the
typical airline cadet who expects to become
part of a regimented and clearly defined
system. They are not necessarily even
similar to the existing core membership of
PPL/IR Europe. Members mostly obtained
their IR under the old system. For whatever
reason, they were highly committed to the
project of getting the rating, understood to a
greater or lesser degree the hurdles and did
not on the whole expect the system to adapt
to them. They knew they were riding on the
back of the commercial training process
with all the compromises that implied.
This is not to say that the old system
was good or the candidates exceptional.
Rather for some reason they tended to be
interested in flying and instrument flying
in particular. In my own case, for whatever
geeky reason, I was hooked. At one time
or another I was a member of almost every
aviation group, subscribed to magazines,
bought books, etc. I did not find the
learning easy but in spite of bankrupt flight
schools and repeating exams that went out
of validity, the balance between effort and
reward somehow worked for me.
One of our longstanding members, Nigel
Everett, decades ago co-wrote a book titled
‘Attitude’. It still rests on my bookshelves
along with many other aviation related

never really been taught a proper scan, have
no organised approach to the IF process and
have flown almost entirely in near VMC.
In short, they have a VFR mindset. One of
our recent candidates, a highly competent
professional in his day job with a share in a
high-performance aircraft and quite a lot of
IMC experience, commented ruefully as he
left after his first training session – “I really
did not understand what I did not know”.
If you read the forums, pilots complain
about the difficulties of ADF tracking and
the hold and apply energy to try to find
ways of avoiding learning to perform these
tasks. Actually, the four key skills which, if
mastered, are most likely to ensure success,
incur negligible financial outlay. It is not
even necessary to be in an ATO or start the
aircraft engine. They are:
• Memorise the airborne checks
• Know the power settings and
configuration for each phase of flight
• Really understand the avionics
• Know the RT calls
Most candidates arriving at Rate One
Aviation have been provided with precourse learning material and tell us that
they have mastered these four skills.
Almost without exception they have not.
They cannot fire back a check or a power
setting instantly in the way that a child can
shout back “4 times 5 = 20”. They cannot
sit in the cockpit and set up
the avionics in a couple of
minutes. Even thirty or more
hours into the course, their
finger still hovers across
the various knobs and touch
screens like a finger on the
Ouija board at a séance. Endless ILS’s are
commenced with GPS selected rather than
VLOC, the instructor’s weary repetition of
“Select, Identify, Display” forgotten yet
again.
In part, our instruction is to blame. We are
dealing with mature personable candidates
and it is quite hard to treat them like junior
school pupils. We tend to let them progress
to more advanced lessons before they have
really grasped the basics. It is quite hard to
say to someone who has found a three-day
gap in their busy work schedule that they
cannot go flying until they can really shout
back the checks, power setting or RT call

“Applicants for the CBM IR have, on the
whole, very unrealistic expectations of their
own abilities”
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titles. One possibly slightly inaccurately
remembered quotation sticks in my mind
– “If they want you to sing Rule Britannia
with a banana in your ear, don’t moan about
it. Take singing lessons and seek out the
right size banana”.
Applicants for the CBM IR have on the
whole very unrealistic expectations of their
own abilities, the magnitude of the task and
the nature of the key problems. There is a
slight undertone of them unconsciously
expecting the system to adapt to them and
not the reverse. The IMCr is not quite a
negative but it can come close. Pilots think
they can fly on instruments but some have
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without the slightest hesitation. There is the
old joke to the effect that teachers make the
best sexual partners because they make you
repeat things time after time till you really
get them right. Sadly, it is hard to see how
this motivational technique can be applied
to learning checks but I have wondered
whether some computer based system
in which candidates compete against the
machine would work.
This would make it easier
to say “Sorry you cannot
fly till you complete this
exercise in under x seconds
with a score of 90%” and
the candidate might be
motivated by competing
against themselves.
Then we have candidates who are not
really interested in IF. Indeed, they may
not be much interested in pilot skills at
all. Perhaps they own a holiday home or
have a business reason to travel regularly
to Europe. They see the IR as transport
and are not keen on learning anything
that is not very directly correlated to their
transport need. The signs are that they are
not members of groups, do not read the
pilot magazines or contribute to the forums.
It is perfectly possible to pass the skill test
with this attitude but it is unlikely to help
such pilots develop airmanship or make
them competent thinking participants in the
overall instrument flight system.
There is a little bit of Frank Spencer
(Some mothers do ‘av ‘em TV Series star)
in all of us but in some people there is a

marked similarity. Their own aircraft has
the disorganised and messy feel of a shared
student flat. They never quite have all the
required charts and plates. If it is possible
for some essential piece of equipment to go
missing, it will. Again, it is difficult for the
ATO with mature customers but there is no
doubt we would save pilots money and pain
if they just abandoned their existing habits

ANYONE CAN GET AN IR...

means that there are only one or two test
routes and they will have been practiced in
advance, possibly many times. Individuals
instructional needs may vary wildly but if
they persist they will get there in the end.
The partial pass helps the most challenged
candidates since examiners are human
and are more likely to give the benefit of
the doubt via a partial pass, reserving the
outright fail for the few
unfortunates who make
multiple serious errors.
I am much less sanguine
about whether candidates
who take a very long time
to reach test standard will
be able to develop into
safe and effective participants in the
overall IFR system. Here, there is not
much demand for the precise responses
to predictable challenges that characterise
the skill test. Instead, the demand is for
good decision making, an ability to form a
mental picture of the likely effect on them
of multiple aircraft, ATC and the weather.
They need to have enough spare mental
processing power to keep track of this big
picture and still retain a reserve to be able
to deliver prompt effective responses to
the unpredictable. This is something that
someone who has used up most, if not all
their mental processing capacity on the
basics, is unlikely to be able to handle.
One hopes that as with the IMCr, common
sense and the instinct of self-preservation
prevents such pilots putting themselves
into situations they cannot handle.

“Most pilots RT is quite poor. They say far
too much and give no thought at all to the
information that the controller really needs.”
and let us specify which knee board to use,
the exact PLOG layout and how to tie on
their pencil so that it does not go missing at
critical moments.
Most pilots RT is quite poor. They say far
too much and give no thought at all to the
information that the controller really needs.
This has its roots in poor PPL training and
VFR RT is even worse with that additional
irritation that much VFR RT serves little
useful purpose. If RT adopted the principle
of the old telegram and a charge was made
per word, the brevity and effectiveness of
communications would be really enhanced.
On balance, I think that pretty much
any one with a PPL can gain an IR. They
are aided in this by the very predictable
choreographed skill test format. They are
also helped by the increasing difficulty
in finding beacon slots for training. This
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Piper PA30 Twin Comanche

W

by Alan South
ith no particular ambition other than the joy of learning, I did my PPL back in 1990. Soon after
and entirely by coincidence, a share came up in a Cherokee 140 at Cambridge. A year later, the
group decided it was time for a Mooney. With less than 100 hours, this terrified me. I spent 1992
getting to grips with it and did some decent long range VFR trips. I was beginning to understand
that I wanted to use my PPL as a way to go places.

I took the obvious next step and did an IMC rating in one very
happy week. This was the most productive flying training I have
done and it helped me understand that I enjoyed and also was
suited to the disciplines of instrument flying. One of my co-owners
was a certain Julian Scarfe who talked me into doing an Instrument
Rating later that same year. We struck a deal for two back to back
IRs in the Mooney and I once again had reason to be terrified.
In three years I had gone from being an aimless student to having
an instrument rating and a share in a Mooney. I also was working
for a great firm who allowed me to fly myself on business. There
is much said about the reasons why people give up flying and I
understand them all. I feel that I was blessed with some catalytic
events that have led to me flying now for more than 25 years. My
flying is a mix of airways IFR routes across Europe, trips in the UK
at a lower level and recurrency training. A year may be all business
or all pleasure and everything in between. Mostly I have to stick
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to a pre-determined time schedule and my logbook shows a bias
towards larger continental European airports. I expect this pattern
to continue for some years, but would like to add in some big trips
such as the North Atlantic or Cape Town. The Mooney was perfect
for the job for seven years. I bought the Twin Comanche in 2000
and in many ways it does the same job as the Mooney. So why did
I buy it and sixteen years on, was it worth it?
Julian Scarfe and I were considering a twin and had been
looking at Seneca IIs. It is hard to imagine now but Seneca IIs with
run out engines were on the market for over £100,000. We wanted
something just like the Mooney but with two engines and de-iced.
Fuel cost was not particularly a consideration back then but I did
feel uneasy about the fuel burn of the Seneca. The idea of buying
the predecessor to the Seneca started to emerge. The upside was
that the Twin Comanche was the light, slippery, efficient aircraft
exactly like the M20J but with two engines and with luck, de-
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icing. The downside was that the aircraft would be around thirty
five years old and with an outdated design in terms of systems
and ergonomics. The real issue, however, was that of neglect. By
the time a relatively complex aircraft has got to thirty five years
old, it is highly likely that an owner or two has not kept on top of
things. We decided to buy a sound airframe and treat it as a project.
G-ATSZ was on the market with reasonably low time and with
engines and avionics good enough to throw away. The previous
owner did not quite see things that way but all in all, the price was
just about fair.
The Twin Comanche is a light, small, slippery twin with
relatively low power. The engines are Lycoming IO-320s, which
are the same four cylinder engines fitted to the Piper Warrior,
slightly uprated to 160bhp and fuel injected. It is a simple aircraft
with electrically driven gear retraction and flaps, so no hydraulics.
A turbonormalised variant is available. The aircraft was a

development of the single Comanche, the PA-24, which first flew
in 1957. The renowned development engineer, Ed Swearingen, did
the conversion and it is often said that he created something that
was much more than just the sum of some already very good parts.
The result is an aircraft that has something of a cult status.
Production started in 1964 and ran for only seven years. The
factory flooded but the main reason production stopped was that
Piper found it was too expensive to manufacture and decided to
develop a simpler airframe. This expensive airframe is a big part
of the Twin Comanche’s performance and longevity. The youngest
Twin Comanche at time of writing will be 45 years old. A lot
happens to aircraft over time and there are a huge range of factory
variants and aftermarket modifications. I doubt any two airframes
are the same today, so this article will describe G-ATSZ, a normally
aspirated PA-30B, ferried over new in 1966.
Importantly, G-ATSZ was supplied with a Wiggins de-icing
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system. Goodrich boots are fitted but are inflated using a nitrogen
bottle in the nose. This type of system provides a fixed number of
boot cycles before needing recharge. The AFM specifies that an
1800psi charge is good for 48 cycles, which is a lot of ice shedding.
The propellers have an alcohol anti-icing system. Like TKS, this
system has the shortcoming of only working for as long as there
are supplies in the reservoirs. I worried about this initially but it has
never been an issue and the system is very simple and reliable. Deicing is a rare option and I estimate that less than 5% of the fleet is
de-iced. The very last models use a more normal system driven by
larger vacuum pumps.
G-ATSZ has Osborne tip tanks which raise fuel capacity from
90USG to 120USG and increases MTOW by 125lbs. The result is
an aircraft with six tanks, four of which are relatively small. This
requires procedural care and some form of totaliser is essential.
As an aside, there are a number of Twin Comanches around with
eight tanks.
I fitted a set of Micro Aero vortex generators in 2005. The theory
is that the vortex generators control airflow to reduce stall speed
and Vmca. My motivation was to improve low speed handling and
landing characteristics and I would highly recommend them to all
Twincom owners. More about landings later.
There have been various other minor airframe modifications,
such as modern Kevlar engine cowlings. They are all marketed
as having some aerodynamic benefit but I am sceptical. They are
however all great replacements for ancient fibreglass components.
A new paint scheme was designed using the excellent service from
Scheme Designers and combined with a new leather interior and
soundproofing from Interiair of Elstree.
I think of the instrument fit as a constant evolution and the
following description is really a snapshot in time.
A critical foundation was to replace the generators with an
aftermarket alternator system. The generator has no place on an
IFR aircraft in 2016, or in 1970, for that matter. There are two
basic vacuum horizons supplied by two pumps, but the S-Tec 60-2
autopilot is driven from the turn co-ordinator. It provides basic
HDG, ALT, VS and NAV modes. I would describe it as doing a
reasonable and workmanlike job of flying the aircraft but I love the
redundancy from the vacuum system and the horizons. At no point
has the autopilot chosen to disconnect itself.
The primary navigation unit is a Garmin GTN 650 driving a
Sandel 3308 EHSI. The Sandel is a good example of an instrument
fit in flux. The idea of an EHSI was pretty exciting back in 2001
but in many ways, is a flawed design. However, I find that a little
bit of “glass” goes a long way and am pleased with the service
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it has given. I suspect it will be replaced at some point by some
form of uncertified HSI enabled for IFR via an STC and at 10%
of the cost of the Sandel. A GTN 750 would have been nice but
there was no way to fit it. Backup navigation and second 8.33kHz
radio is provided by a Garmin GNS 430W. The rest of obligatory
equipment is made up by a Garmin mode-S transponder, King
DME and ADF.
Two critical pieces of equipment are the Shadin fuel totaliser
and the JPI engine analyser. Easily the biggest mistake made in the
time of owning G-ATSZ was to leave it five years before installing
the analyser.
The instrument fit has been constantly evolving over the last
sixteen years and I am sure it will continue to evolve as regulations
change and new equipment becomes available. It is a good time
to be owning an IFR-capable aircraft as aircraft equipment is at
last getting the benefit of Moore’s law and so more and more
functionality is provided with greater reliability and at lower cost.
High on my wish list would be some form of traffic system but the
absolute top would be airborne high speed internet. This would
truly change the game and at a fraction of the price of normal
aviation equipment or services. Trials are underway. It could
happen. I see a useful shift from panel to handheld. A Golze ADL
140 is used for airborne weather images via satellite download. It
plugs in for power, rather than being permanently installed and
displays on an iPad.
An Aerox portable oxygen system is carried and is used mostly
for the occasional flight above FL100 or to perk up the pilot on
long legs at FL90 or 100. I am pretty fit and not that old, but find
that a bit of oxygen really helps even when it is not mandated.
There is a small emergency box with a hand-held transceiver
with a cable to connect in to an extra VHF antenna on the belly
and an adaptor to connect a headset. The box also includes a PLB.
There used also to be a hand held Garmin GPS unit but this is no
longer needed as the GPS receivers in an iPhone or iPad are of
better quality. The philosophy applied to equipping and operating
the aircraft is to have a system that is robust enough to cope with
pretty much any single point failure. In case anyone is wondering,
a dinghy and life jackets are carried on all flights unless there is a
payload issue and there is no water to cross.
G-ATSZ in the lower airways at FL90 or FL100, at a true air
speed of 160kts, will consume 6.5 USG per hour per engine at
peak EGT. It is possible to use a lot more fuel and go a little bit
faster. With a fuel capacity of 120 USG, there is huge flexibility for
operations in Europe or the option for long distance trips.
Regarding payload, the Twin Comanche is like most other light
aircraft in that you can fill it with fuel or with people but not both at
once. MTOW is 3725lbs and G-ATSZ is 2610lbs empty compared
with an ex-factory weight of 2500lbs. About half the extra will
be the de-ice system, the other half the result of aging, including
repairs and nice paint and interior. Roughly, two people permit
six full tanks, three people four full tanks and four people mean
just the main tanks with 54 USG. People and their baggage do of
course come in different sizes but you can get a sense of the range/
payload trade off.
Aircraft from 1966 on are certified as six seaters with removable
child seats in the baggage compartment. This may sound useful but
given the payload, barely makes sense. If you want to carry five
or six people, even if they are children, you should buy a different
aircraft. If you want to carry four people on anything like a regular
basis, buy a different aircraft.
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Climb on two engines is healthy. I typically would expect to
see 1500fpm on departure and have taken G-ATSZ to a density
altitude of 17,000ft directly from a departure at MTOW. Service
ceiling is apparently 20,000ft. As with any light twin, single engine
climb is very sensitive to weight. At sea level, single engine climb
is 450fpm at 3000lbs, reducing to 200fpm at MTOW. If one were
to overload the aircraft by about one person, or 200lbs, I suspect
it would barely be noticed on two engines but there would be no
climb on one.
The flight manual states that the aircraft is approved for flight
into light icing conditions but no Twin Comanche is certified for
Flight Into Known Icing as FIKI arrived after production stopped.
A de-iced Twin Comanche will have basic ice protection in the
form of boots, props and occasionally a hot plate. However, a
fast slippery and relatively low-powered aircraft will never be a
great ice carrier. The aerodynamics that yield the performance of
the aircraft are quickly spoiled with the addition of some ice or
residual ice left from activating the boots. In practice, the aircraft
has satisfactorily handled any icing I have encountered over the
years. I do take the risk of icing to a light aircraft very seriously but
have found having the systems on G-ATSZ very reassuring and a
great boost to dispatch reliability.
The Twin Comanche, fits my needs very well and I thought
it would be useful to share my personal views in terms of four
parameters: mission, budget, commitment and emotion.
Mission: about half my flying is airways IFR across Europe,
with the rest a mix of low level UK trips and recurrency training.
The Twin Comanche is reasonably serious IFR going-places
machine whilst still being at its heart a light piston GA aircraft
for local trips. The small and robust engines are perfectly okay to
be used for training. Much of my flying is solo, some is with one
passenger and rarely with two, so payload is fine.
Budget: I have an annual amount that I am happy to spend and
forget about. Flying is an important part of my life, but far from the
only part. For me, flying needs to be funded with “hobby money”
and I feel that I get good value from the Twin Comanche. If the
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costs per year were double, I would probably resent it and it would
turn into one of those reasons why people give up flying.
Commitment: single-pilot IFR is a significant commitment and
flying multi-engine adds another layer. I am very happy training
regularly on IFR and on emergency procedures out of my home
base of Cambridge. However, I am not sure I have the motivation
to go to Flight Safety International each year as might be required
by the operation of a more complex aircraft.
Emotion: owning an aircraft takes money, time and energy.
I need something back emotionally and G-ATSZ is giving me a
decent return. I like an aircraft that is something of a cult classic
and I enjoy the discipline of operating an avgas twin and doing
some maintenance work myself. I have flown in aircraft that
are in many ways are “better” but from which I cannot imagine
getting much back emotionally. Equally, I know there will be many
reading this article thinking that a Twincom would be a disastrous
choice for them.
Continuing on a personal theme and as this is the first “Member’s
Aircraft” article to feature a twin, I feel that it is right that I explain
why I choose to fly one.
The single versus twin debate for the private pilot has never
really achieved a clear outcome. The only conclusion I can draw
is that the risk of a bad accident resulting from engine failure must
be therefore roughly the same whilst in both cases being thankfully
small. However, I see a qualitative difference in the two types of
risk and this qualitative difference is important to me personally.
With a single, it is about using piloting skills to make the most of
whatever landing site is available. With a twin, it is about using a
different set of piloting skills to get the aircraft safely down at an
airport. The evidence suggests that there is a very good chance
of deadsticking a single into a field and walking away. The main
reason I choose a twin is that I fly often with non-pilots and I do
not want to put myself in a position where I have to explain what
we are doing in a hedge at the end of a field. The secondary reason
is about water crossing. I am a strong swimmer, have done ditching
survival training and conclude that the odds are not good.
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Above: Micro Aero vortex generators
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To balance the argument, there is much written about the
illusory nature of the supposed safety of a twin. One needs to be
brutally honest about one’s flying skills, about the performance
of the aircraft and particularly about aircraft loading and density
altitude. One also needs to understand very clearly when it is
perfectly safe to be flying an underpowered asymmetric single
and when it is time to close both throttles and pick the best place
to land ahead, just as with a single. Every departure needs to
briefed in a similar way to an instrument approach and as with
instrument flying, I find that the discipline suits me well.
As well as discipline, one requires practice. Getting climb
whilst asymmetric requires accurate speed control and finetuning of balance. Cleaning up and feathering requires clarity
and deliberation. Just like anything else in flying, to get this right
whilst under stress means plenty of practice.
This qualitatively different small risk comes at considerable
financial cost. Given the low fuel burn of the Twin Comanche,
the common cost of hangarage and insurance, it can only be
maintenance. Repairs to combustion heaters or de-ice systems can
be extremely expensive and this is on top of double the number
of engines, props, vac pumps and alternators. In many ways the
Twin Comanche does the same job as the Mooney M20J I used
to fly and which is still based in the same hangar at Cambridge.
I estimate the cost of a year’s flying to be something like 5075% more. I expect that for the same cost, one could be flying a
Bonanza, which would give more utility.
Operationally, four points specific to the Twin Comanche
come to mind and they all have their roots in design decisions
made back in the 1950s and 60s.
The first is landing. It is decidedly tricky to achieve consistently
smooth landings. William T Piper himself demanded that the new
aircraft should require no step to get onto the wing. This means the
aircraft sits very low on short gear legs, resulting in lots of ground
effect and little shock absorbance. The aircraft has a tendency
to float and then suddenly stop flying. Vortex generators help
considerably to improve landing characteristics but the aircraft
still does not flatter the pilot. My coping strategy is to note the
right speed for a given weight and flap combination and then fly
it to the knot.
The second is about Vmca. The Twin Comanche got itself
initially a reputation as a killer. It was well suited to a training
industry which in those days would demonstrate loss of directional
control close to the ground. There were a number of fatal roll over
spins in training and the reaction of the FAA was to question the
aircraft design. An AD was issued to raise the redline from 69KIAS
to 78KIAS in the early 1970s. Piper produced a version of the
aircraft with counter-rotating engines, the PA-39 and also offered
a conversion kit for the PA-30 although subsequent testing has
shown that the original design had no unusual characteristics. The
FAA reviewed the training standards for twins and the accident
rate fell dramatically. I do not want to leave the wrong impression.
The Twin Comanche is a delightful and lively aircraft to handle
with just the right characteristics for accurate instrument flying.
However, like all twins, it requires understanding, discipline and
currency to operate safely.
The third is water in the fuel. Recent statistics show that over
half of accidents on type involving an engine failure after departure
were due to fuel contamination. Another design decision was that
all fuel draining should be done without the pilot leaving the left
hand seat. However, it is impossible for the pilot to inspect the
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fuel sample visually. I use two GATS jars and drain roughly 500ml into each as part
of the pre-flight check and this becomes part of the ritual of operating the Twincom.
Fourth and finally, are ergonomics. Our modern idea of ergonomics had not been
invented when the original Comanche was designed. There are important circuit
breakers that cannot be reached whilst strapped in. There are a number of important
instruments, such as oil pressure, that cannot really be seen by the pilot. It’s easy to
dismiss this sort of thing as “charm” but there is a lot of room for improvement.
On maintenance, production stopped 45 years ago and the type is not supported by
Piper. However, there were 2,166 twins and 4,877 singles built. 1,380 twins (64%) are
still active thanks to a network of independent suppliers along with the International
Comanche Society (ICS). As well as having a social side, ICS is a highly respected
advisory body with some similarities to PPL/IR Europe. In addition, successful
Comanche ownership requires a maintenance facility that is strong on engineering
fundamentals as well as the assertive navigation of technical regulations. G-ATSZ is
currently maintained by a firm that also looks after types such as a Stearman along with
various Yaks and warbirds. It is easiest if on the FAA register, although demonstrably
possible on the EASA register. My view is that the EASA register in the near future
will become very similar to Part 91.
For a pre-purchase inspection, there are many minor items but no real showstoppers
such as a spar AD. Probably the most important is the 1,000hr landing gear inspection.
The whole system needs to be dismantled, inspected for wear and then correctly
shimmed and adjusted. This requires money, technical skill and patience and there
are plenty of pencil-whipped Comanches suffering gear collapses, nearly all in the
US. For a pilot looking to operate an avgas twin in Europe, getting the job done
properly will not seem that expensive. Fuel selectors can corrode and need replating
and rebuilding. Four of the six tanks are rubber bladders, which have a finite life. The
stabilator attachment has an AD and the stabilator control horn an SB worth complying
with, both of which mean removal of the tail. Alternate airboxes and trim drums wear
through vibration and need to be rebuilt. The Janitrol heater, as always, is an effective
source of frustration and expense.
There are also plenty of things not to worry about. The airframe is very well
built, fully chromated and there seem to be very few corrosion issues. As mentioned
earlier, G-ATSZ was bought with engines “good enough to throw away”, yet they
delivered several years of good service, despite not looking good on paper. There are a
surprisingly small number of ADs and most of them are “do once, then forget”.
I have used G-ATSZ for trips, from Helsinki, to Glasgow, to Lisbon, to Croatia.
As personal memories, they are all special to me but very much normal trips for PPL/
IR Europe members. A few of our other members have done some interesting trips in
their Twin Comanches. Trevor Laundy flew his down to New Zealand for a year or so
of work and then completed the circle back home across the Pacific. Robert Limb did
Cape Town and back. David Buttle uses his for regular trips to Newfoundland.
At this point in an article about one’s own aircraft, it is worth asking: “what next”
and “if not the Twin Comanche, what else?” For me personally the next step is all
about the flying and not about a different aircraft. I would like to fly the North Atlantic
and possibly, the route down to Cape Town and the Twin Comanche is a very good
machine for such trips. This kind of trip would also add spectacularly to the bank of
memories.
If I were to consider a different aircraft, a Jetprop would be high on my list. It would
do half my flying (IFR airways) better than the Twincom, the other half less well but
overall, would provide a different level of comfort and sophistication. I have no need
for greater payload, so for this and many other reasons, I have no interest at all in
larger avgas twins. Fortunately, I have no need to reduce costs but if I did, then without
hesitation I would buy another Mooney. The truth, as I suspect comes across in this
article, is that I have a real passion for the Twin Comanche and do not want anything
else. I got involved in buying one on purely rational grounds, but sixteen years later,
owning one has become a big part of my life and I delight in flying a classic. The
aircraft certainly has its faults and it is not for everyone. However, from time to time,
you still see the occasional one advertised for sale that has been owned from new in
the 60’s by the same pilot. You can see why the type attracts the following that it does.
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APPROACH CHART QUIZ

Approach Chart Quiz
by Graham Whittle

BIIS Isafjordur Iceland
Questions
1.
What does RNP-1
mean and what are
the implications?
2.
What does the circle
around the ISD01
waypoint signify?
3.
According to the
chart at what altitude
should the leg from
the runway to ISD01
be flown at?
4.
What is the magnetic
variation in this part
of Iceland?
5.
If the cloud base was
400 feet why may
the Isafjordur Tower
refuse departure?
Answers on page 24

No

tF
or

Na
vig

at
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Reflections on becoming an
Instrument Rating Instructor

W

hy did I decide to take the
IRI (Instrument Rating
Instructor) course? For
some inexplicable reason, I
have always been interested
in the idea of acquiring an instructor
qualification to add to the list of other ratings
that I have on my licence. Maybe it is the
slowly advancing years and the realisation
that I am notably nearer to the end of my
career (as an orthopaedic surgeon) than the
beginning. Maybe it is giving some thought
to what I might actually do in ‘retirement’.
Maybe it is just that I love flying and am
always looking for new challenges.
So, in 2016, I finally managed to find
some spare time and take some annual
leave to try and fulfil this personal goal. The
editorial team of IP, always looking for a
willing volunteer to put finger to keyboard,
encouraged me to reflect on that experience
and the result is this article.

The Commitment

Before starting out on any aviation venture,
it is probably sensible to undertake some
research on exactly what is involved –
not only to include the time and financial
investment required but also any additional
requirements
such
as
homework,
preparation for any exams (in the case of
an instructor this is called an Assessment of
Competence), etc.
For the budding instructor (and indeed
for any issues regarding to Flight Crew
Licensing) the relevant information is
all contained with the snappily entitled
Commission Regulation (EU) 1178/2011,
most recently amended 8th April 2015. It is
easily located either on the EASA website or
through an internet search engine. Subpart
J (Instructors) outlines the requirements. I
had decided to combine the IRI course with
both an SEP and MEP CRI (Class Rating
Instructor) course. So, in my situation,
the appropriate sections are FCL.905 CRI
through to FCL.940.IRI Pages 104-106.
The training course requirements from
FCL.930.IRI are:
1.
25 hours of teaching and learning
instruction.
2.
10 hours of technical training,

by Paul Sherry
including revision of instrument
theoretical knowledge, the preparation
of lesson plans and the development
of classroom instructional skills.
3.(i) for the IRI(A), at least 10 hours of
flight instruction on an aeroplane,
FFS, FTD 2/3 or FNPT II
3.(ii) and 3.(iii) apply to helicopters and
airships respectively so are not quote
here.
It should be noted that there is crosscrediting the 25 hours of teaching and
learning instruction – in other words once
an instructor has done it once, they do
not have to do it again for other instructor
certificates.
1. and 2. above would suggest that the
classroom element of the work totals about
35 hours, of which 25 hours are generic
and 10 hours specific to the IRI course.
25 hours means, effectively, the best part
of a working week allowing for suitable
breaks and taking things at a sensible pace.
For several reasons, I selected On Track
Aviation at Wellesbourne as the school that
met my specific needs. On Track Aviation
very clearly state that they work 09:00 to
17:00 Monday to Friday and they usually
take 3-4 days to cover this part of the
course. However, the approach to this is not
proscriptive and it may well be that other
schools take a different approach, with
evening and weekend teaching.
When it comes to the flying, 10 hours
is required. Almost every pilot (myself
included) believes they can easily fly three
times a day but I think if we are honest with
ourselves, something closer to 2.5 hours is
a sensible practical limit. Practically, this
equates to two flights a day – one in the
morning and one in the afternoon. It is not
just the flying (certainly for the instructor
course). Firstly, there is the briefing. Am
I really sure I know how to fly a hold,
including the entry, wind correction angles,
timing adjustments, gates, allowance for
dip, etc? If I do know it, can I explain it to
someone who isn’t so sure in a way they
can understand and take into the air for the
exercise? A substantial part of the course is
learning how to structure a flight and get the
right outcome for the student. Then there is

the debrief – both from candidate instructor
to ‘student’ and then from the instructor to
the student (candidate instructor) as to how
the ‘student’ debrief was performed and
how it could be improved.
So, if a pilot is taking only the IRI
course then I would suggest that a two
week block of time is sufficient to cover all
elements of the course including classroom
instruction, flying and the final assessment
of competence. This does of course depend,
to some extent, on the weather and aircraft
availability. I decided to add the SEP and
MEP CRI qualifications – just short of an
extra week.

Choosing a School

Approved Training Organisations (ATO’s)
that have the relevant authorisation for the
IRI are not easily found – there are not that
many of them about. Thus, I spent some
time discussing this with other instructors
and examiners and On Track Aviation at
Wellesbourne was repeatedly reported as
excellent. It proved to be a good choice for
me and I was not disappointed.
The needs of a student are many and
varied and I believe it critical to define your
individual requirements and limitations at
the outset. With that in mind, research and
choose a school that recognises the practical
realities that affect us all and makes sensible
efforts to work with your requirements. In
my situation, taking the ‘odd day’ off work
here and there simply does not work well,
it is better to block out a week of time from
the daily schedule and immerse myself in
the process - morning, noon and night. Of
course, others may have different needs
but provided they are clear and defined at
the start, then it gives your chosen school a
better chance of meeting them.
At the time of doing the course, I did not
have easy access to an aircraft, thus selecting
a location within reasonable driving distance
was certainly a consideration. Wellesbourne
is situated just south of Birmingham and
an acceptable drive from my home in
Knutsford, Cheshire. My plan was to drive
down very early on the Monday of any
given week, stay overnight in a B&B from
Monday to Thursday and drive back home
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on the Friday evening.
I eventually settled on doing the course
at On Track Aviation in two parts – one
week in March for the teaching and learning
(principles of adult education) and then a
block of three weeks in June for the flying
element. It should be noted that, alongside
the IRI course, I also wished to complete
the CRI (Class Rating Instructor) for both
SEP and MEP. Doing three courses at once
added to the time requirement but when one
is in the instructor learning mode, it is not
really so much additional work. I originally
intended that the three week block in June
would be one week flying, then a week off,
then another week flying. I ended up using
3 days of the middle week to do some flying
to stay on schedule.
In summary, when choosing a school,
reflect on how you learn best. Then
communicate clearly with your chosen
school to explain your needs and your
practical limitations. I should say that
once I had established a good channel of
communication with On Track Aviation,
I had explained the issues and we had
agreed dates, then everything I had asked
for was delivered on the date it had been
booked. In aviation, that is a rather unusual
experience and On Track Aviation are to
be commended for their thoroughness and
attention to detail.

Pre-entry qualifications

It is a rather trite statement but it is
wise to just confirm that any applicant
for an instructor rating meets the entry
requirements for any chosen course before
committing the money. For the CRI SEP,
there is a minimum requirement of 300
hours PIC, with a minimum of 30 hours on
the applicable type or class. For the CRI
MEP it is 500 hours PIC with a minimum
of 30 hours on the applicable type or class.
However, for the IRI an applicant requires
800 hours IFR. In the ‘old days’ the UK
CAA would allow 1 hour of genuine IMC to
count for 4 hours IFR which is much more
achievable practically. PPL/IR Europe is
lobbying to have this very restrictive demand
changed to something more appropriate to
the GA IFR community. Whilst UK pilots
holding an IMCr/IR(R) can genuinely claim
IFR hours outside controlled airspace there
is no such capacity on continental Europe
so this effectively limits the pool of possible
instructor candidates to the commercially
qualified community as only the most
enthusiastic and active PPL IR holders
would reach the 800 hour IFR threshold as
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part of their normal flying activities.
I have been fortunate to own some
aircraft that are in their natural environment
under IFR so have thus logged up an
adequate amount of hours that count
toward the course. I also added an IMCr
qualification to my licence fairly early on
in my flying career and was wisely advised
by my then instructor, Brain Pownall, to
keep a thorough log of my IFR hours. Even
with all the above, it required some very
careful calculations to ensure that I met the
minimum entry requirement. Indeed, when
I added it all up it came to about 837 hours
IFR – phew…! That’s why I had to wait
until 2016 having first got my basic PPL in
1999.

The Course

There are broadly two parts to the course:
theoretical (generic teaching skills) and
practical (flying).
Theoretical
Our instructor from On Track Aviation
handled the theoretical (teaching how to
teach) part of the course very well. It could
easily have been ‘death by Powerpoint’
but it was enjoyable, engaging and a
good opportunity to practice our ground
instruction style. It was done in the usual
aviation process of ‘give’ and ‘give
back’ i.e. Simon would perhaps give a
summarized presentation then we would
be tasked with putting something together,
presenting it and then receiving a critique.
This is also beginning to introduce the
candidate instructor to the process of
constructive criticism – how to break
down a performance by a student and give
appropriate feedback. Another new skill to
learn…
I have been fortunate to spend a
significant part of my professional life
involved in teaching at some level –
students (medical, nursing, allied health
care professionals), as well as junior clinical
staff. Preparing lectures and tutorials is a
common requirement for senior clinicians
and many of us have stood up on our
feet in front of conferences and had to
give presentations – both short and long.
However, not everyone has been presented
with the same opportunities that I have
enjoyed and some might approach this part
of the IRI course with a little trepidation.
It does need a little work and application
but it is perfectly achievable and certainly
not to be feared in any way. In fact, being
taught how to organise your ideas with

some structure, put together a few well
constructed slides or prepare a whiteboard
and have the confidence to stand up and
present to an audience is a skill which
many will find useful in other life spheres.
There are some basic principles which,
if followed, will result in a moderately
predictable outcome. It can come across
as a little formulaic but that is where the
natural enthusiasm and wider background
knowledge of an experienced PPL IR can
make the difference.
The 25 hours of teaching and learning
instruction is generic and need only be
done once and it applies equally towards all
instructor certificates. A course completion
certificate is required which is forwarded to
Flight Crew Licensing at the CAA as part of
the application for the instructor certificate.
Flying (the ‘fun’ bit; well, actually the
whole course was fun!)
On Track Aviation does not have access to
any approved synthetic training device so
the minimum 10 hours of flight instruction
was spent in the right hand seat of a
fairly basic Piper Archer fitted with the
standard analogue ‘6 pack’ and a single,
non-WAAS, Garmin GNS430. Having
recently been used to aircraft with slaved
HSI’s, electronic Primary Flight Displays,
Multifunction Displays and as many glass
screens than one could wish for, I found
it challenging to go ‘back to basics’. That
having been said, I came to understand
that, as an IRI, I would need to learn to be
able to adapt my instructional technique to
whatever equipment is fitted to the aircraft
in which I would be teaching. So, starting
again from the basic analogue installation
was a valuable lesson.
Appendix 6 of 1178/2011 informs us
about the training course for the IR which
an instructor needs to be able to deliver. It is
divided into two parts – the Basic Instrument
Flying Module (BIFM) and the Procedural
Instrument Flight Module (PIFM).
The modular IR for the single engine
aircraft is a 40 hour course. The BIFM is,
in theory, the first 10 hours and the PIFM
makes up the balance. I would strongly
argue that being able to teach the basic
instrument flying skills properly is critical
to success in the latter part of the IR. In
other words, get the basics right and the rest
will follow.
The first thing I had to learn in the
Piper Archer is how to fly the aircraft, on
instruments, from the right hand seat (with
no instruments in the P2 panel) and then
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how to teach the person in the left hand
seat how to do it. Allowing for parallax
is a significant challenge for the more
traditional instrument set up. For example,
working out whether the aircraft is in proper
balance is not so easy when one is looking
at the balance ball at perhaps greater than
45 degrees to the face of the instrument.
However, after a while one starts to get used
to what is normal when looking across the
cockpit. I also discovered that I had become
a little lazy having got used to a large
electronic PFD and Flight Director so it
took me a while to adjust to using a standard
round attitude indicator (AI). Nonetheless, it
was excellent practice to be forced to focus
properly on the AI, quickly pick up and
immediately correct, any deviation from
the desired attitude. I can assure anyone
who takes the course that, unless their own
instrument flying is already top notch, they
will rapidly see a step change in their own
psychomotor skills. This could be a reason
all on its own to take the IRI course.
Getting the basics right and ensuring that
your student has a proper understanding of
what they are actually trying to do when
performing basic handling on instruments
is, in my opinion as a very inexperienced
IRI, a critical building block. Being able
to get the aircraft to do exactly what you
want it to do without having to work too
hard is essential when one moves onto the
procedural section. An example - flying a
hold should, in theory, be easy. It consists
of straight and level flight for one minute
holding a pre-selected heading within
tolerance, a level 180 degree Rate 1 turn
holding altitude, another one minute of
straight and level, and then another level
180 degree Rate 1 turn. It sounds easy and,
in theory, it should be. If the BIFM has been
correctly taught and the basic principles
properly embedded then it should present
no major challenge.
I am sure if I took a PPL student who
had completed their basic instrument flying
skills and talked them through the above
without any distraction they could manage
it quite successfully. But throw in a holding
fix, an entry, a wind that isn’t quite what
was predicted at the planning stage or a
runway change leading to an unplanned
hold in the opposite direction, a slightly
out of sequence or unexpected instruction
from air traffic control, then that is when
significant spare mental bandwidth is
needed. And that is whilst having the
aircraft perfectly in trim, at the right speed,
at the right altitude without having to think

about it too much becomes important.
One controversial area is trimming in the
turn – do you or don’t you? I was always
taught by John Dale to trim in the 180
degree turn for the hold and it works for
me. I roll into the turn, tweak the elevator
trim by the correct amount (which I have
previously found by trial and error during
the BIFM) and then reverse the procedure
on the exit. This means (for me at least)
that when I have to ‘do something’ in
the turn, re-tune a radio, write down a
clearance given by ATC, for example, then
that momentary attention taken away from
flying the aircraft, does not result in the
nose dropping and me suddenly finding I
am 50ft low trending toward going out of
limits. Some instructors disagree. Actually,
it doesn’t really matter – it is the output
that matters. So, I brief students on both
techniques and let them choose which one
works best for them. That is what the course
is there to do – to allow you to develop your
own personal instruction technique.
The same is true of being able to produce
consistent performance of the aircraft in a
climb or descent. On the course I got the
opportunity to experiment in a more detailed
way with what power settings produced
what performance. The Archer had a fixed
pitch propeller and it is a broad truism of
such aircraft that, if one reduces the RPM
by around 500, and does nothing else then
the aircraft will settle into a 500 fpm descent
at the same speed and without touching the
trim at all. Reverse the process and the
aircraft will smoothly level out – again not
requiring much, if any trim change. For
those aircraft with constant speed propellers
the same effects can often be achieved by
reducing the MAP by 5 inches. Reinforcing
this natural aircraft behaviour is key to
making life easy for the instrument pilot.
And the easier one makes the basic flying,
the more capacity is left over to deal with
all the other matters arising. Embedding
this behaviour makes the PIFM much more
straightforward.
For example, on the last day of the
course, we had about 45 minutes to ‘fly off’.
We went to Coventry to do an SRA. I was
‘demonstrating’ from the right hand seat.
We established the inbound track which
worked quite well and I started the descent
at 4 miles by reducing power by 500 RPM
with no trim change. The aircraft settled, as
predicted into a 500 fpm RoD. At 3 miles
we were spot on the ground track but 50 ft
above the vertical profile. I reduced power
by 100 RPM and the descent rate increased
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by 100fpm. At 2 miles we were spot on
the profile so I re-introduced 50 RPM –
and it worked. No trim change, no control
column movements of note – just a proper
understanding of how the aircraft flies and
letting it do the work.
My instructor from On Track Aviation,
Stephen Thompson, was excellent and
made it fun, enjoyable and instructive of
course.
The Test (or Assessment of Competence
(AoC))
Let me let you into a little secret known
to many examiners. There are three types
of candidate – those that are going to
(almost) definitely pass, those that are
going to (almost) definitely fail and those
where the examiner is unsure. Of these
three scenarios, which do you think gives
the examiner the most work? The answer
is the marginal candidate as it means the
examiner has to pay attention the whole
time and concentrate!
A candidate (for any exam) that is well
presented and gives the impression of
being well prepared immediately puts the
examiner at their ease. No examiner that
I have ever met can keep high levels of
attention for an extended time period and
thus the candidate that has already made a
good start may well be able to make small
errors without them being noticed.
As an examiner in the medical arena,
the question I am asking myself is would
I be comfortable if the candidate in front
of me was involved with treating a friend
or family member? Am I really concerned
if a few minor errors are made which have
no significant influence on the overall
performance? The simple answer is ‘no’. It
is highly likely that aviation examiners are
much the same and are looking for overall
captaincy (which is slightly hard to define).
If the examiner needs a reason to fail a
candidate then one can always be found but
it more likely reflects a lack of confidence
on behalf of the examiner in the overall
performance.
The AoC for an instructor consists of 3
parts – the long briefing, a flight assessment
(including a preflight and post flight
briefing) and an oral exam. The latter can
be fairly wide ranging for the budding IRI.
The long briefing has to be prepared in
advance and pre-agreed with the examiner.
It lasts about 40 minutes; it is timed and
is followed by Q&A. It may be delivered
to an audience (students, other examiner
candidates, etc.) or just the examiner.
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Feedback is given on content, accuracy, delivery, use of visual aids,
etc. The majority of candidate instructors use Powerpoint but nothing
is proscripted.
During the flight one may be asked to demonstrate, ‘patter’ or
teach a certain skill. There is usually a combination of all three. The
candidate might be asked to demonstrate a fully developed stall and
recovery that means just flying the exercise with no audio commentary.
The examiner is assessing the quality of the demonstration. The next
step up is to ‘patter’ which means, effectively, to demonstrate the
skill but with an audio overlay – ‘we are now approaching the NBD,
you can see the needle falling as we overfly the beacon and now I am
starting a rate one turn to the right as well as letting ATC know we
are taking up the hold at 3000 ft’.
The most demanding (to me at least) exercise is to teach a skill.
This means breaking it down into its component parts and then
letting the student have a go. All the examiners are experienced and
will undoubtedly throw in a few errors – some minor, some major
– to see what happens. How does the candidate instructor respond?
Does he correct the error then and there and let the student have
another go? Does he note it down and cover it in the debrief?
Finally, it is time to head home and then comes the debrief. What
went well? What could do with more work and preparation for next
time? The debrief morphed into a fairly extensive oral evaluation
which covered a wide range of topics including technical aspects
of instrument flight (how VOR’s work, what are the errors in an
AI, where to find certain information in the AIP, etc.) through to
issues related to instruction and paperwork. The latter is considered
an ‘open book’ section. It is not necessary to know the answer to
everything – just where to find the answer.

Conclusions

This is a challenging yet rewarding course: One must make a
significant commitment in terms of time, money and energy.
The effort involved in the theoretical part of the course is not to
be underestimated and the ‘fun’ flying part certainly highlights
any deficiencies you might have in one’s necessarily significant
experience. Having said that, it’s very rewarding too - I have a
better understanding of how an aircraft performs and how to make
it perform in a way I want with the minimum of control input and
importantly, how to explain and teach all this to a student. Teaching
is in itself rewarding and teaching something you enjoy is doubly so.
So, if you’re wondering what to do in your retirement – I hope this is
the answer at least for me.

Events

“Weather to Fly” Seminar
Teuge Airport (EHTE) SkyDeck Hangar
21st - 22nd January 2017
hosted by AeroPlus Aviation in association
with PPL/IR Europe

S

joerd Jan ter Welle/AeroPlus Aviation, in association with PPL/
IR Europe, is hosting a “Weather to Fly” masterclass. The first
Dutch “Weather to Fly” event in 2014 was well received with over
120 participants.
Our objective for this weekend event is to bring pilots the
latest in weather planning and monitoring information. Numerical
weather models such as the GFS model are providing pilots with
new ways to look at the weather. Nowcasting and cheap datalink
satellite weather solutions offer crews a way to stay up-to-date
with the latest weather developments even during flight.
This time, together with PPL/IR Europe, the range of topics
is expanded to cover IFR as well as VFR weather. In particular,
Alan South will present a major 3-hr instrument weather seminar
and Jason Carley will talk about flying in remote areas such as
Greenland.
The basic cost of the 2-day seminar is €95 per participant and
covers:
• A full 2-day event ticket
• BBQ party, food buffet, beer, house wine and drinks on
Saturday night
Not included are:
• Landing and aircraft parking fees at EHTE - special
negotiated rates can be booked during registration
• Hotel accommodation - https://www.vandervalkapeldoorn.
nl/ - special negotiated terms can be booked during
registration
• Sandwiches and coffee during the day on Saturday and
Sunday.
Full details of the event can be found at: http://www.
aeroplusaviation.com/events/weather-fly-aviation-event
where
you should register and book your place.

Answers to the Quiz on page 20
1.
RNP-1 means Required Navigation Performance, where the accuracy of the system must be within one nautical mile 95% of the
flight time and where there is on board performance monitoring that will alert the pilot if the accuracy deteriorates so that there
is a greater than 0.001% chance that the flight will be outside of two nautical miles. GNSS receivers capable of achieving this
utilise EGNOS. EGNOS is the the European Geostationary Navigation Overlay Service which is a satellite based augmentation
system (SBAS) developed by the European Space Agency, the European Commission and Eurocontrol. It supplements the GPS,
GLONASS and Galileo systems by reporting on the reliability and accuracy of the positioning data. The US augmentation system
is called WAAS, Wide Area Augmentation System. RNP is an ICAO standard concerned not only with equipment but also with
the aircraft and the pilot, both of which have to be authorised. A practical way of complying with RNP-1 requirements is to have
a Garmin navigator with WAAS capability. Pilot authorisation to use RPN-1 does not apply in the UK but pilots should be trained
to used the equipment.
2.
The circle means that the waypoint must been flown over before making a turn.
3.
Above 500 feet
4.
17 Degrees West
5.
According to the SID plate the first leg must be flown in VMC above altitude 500 feet.
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RETURN TO CROATIA

Return To Croatia
by Judith Niechcial

The amphitheatre at Pula

B

ack in 2008 we had enthusiastically signed up for a PPL/IR Europe long trip, organised by Jim Thorpe,
taking in Aegean islands, Croatia and Corfu. The date was significant, because one by one the other pilots
involved found that the gradually dawning financial crisis impacted on their enthusiasm/ability to fly away.
Then, Jim’s plane went unserviceable and Stephen was the only pilot still up for the trip.We decided to go
anyway, (and invited my sister Kate along for the ride). What an excellent decision!

The Croatian island Jim had researched was Losinj (pronounced
Lo-sheen) and had a friendly small airstrip with an endearing little
1950s style wooden hut as the ‘terminal’. We had loved exploring
this picturesque island, with an azure sea lapping at its white
pebble beaches and red-roofed little towns. Flying over this and
the myriad other small green islands off the Croation coast was a
wonderful experience and we had vowed to return.
This September, our Croatian friend Maja invited us to visit her
in Kastav, just north of the airport of Rijecka, so this was our chance
and we planned a trip flying southwards along the Dalmatian coast
from there. Our little AA5 has only 4.5 hours endurance (plus
reserve) so a refuelling stop in Luxembourg was needed in order to
get to our first destination of Graz in Austria where we planned to
spend two nights. Our leg to Luxembourg was uneventful, flying
most of the time in and out of IMC at FL090 to a windy ILS.
Even though handling is mandatory at Luxembourg, it remains
one of our favourite fuelling stops, with helpful friendly staff, a

pleasant lounge and (usually) minimal delay. On this occasion
complimentary sandwiches and drinks were on offer and the total
for landing plus handling was still only around 35 Euros.
The forecast of the afternoon onwards from Luxembourg was
not good, showing fronts with CBs crossing our route. We have a
stormscope and took an informed decision to press on. Dusk was
falling as we rounded the eastern end of the Alps and turned south
east, climbing to FL100 for the MSA. The dark peaks seemed very
close beneath us and we felt lonely bumping along with lightning
flashing in the not very far distance.
To save penetrating further into bad weather we opted for a
straight-in VOR/DME approach to the southerly runway instead
of over flying for the ILS into the opposite end of the runway.
This is probably the most dramatic approach Stephen has done
in his twenty years of flying. We could initially see the brightly
illuminated runway from almost twenty miles out. Then it came
and went, in and out of cloud and behind peaks looming out of the
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darkness as we descended on the stepped approach with flashes
of lightening occasionally turning the whole scene into daylight.
As we flew over the city we had great views of Graz’s houses and
traffic beneath us. The airport had told us we could arrive at any
time without additional ‘out of hours’ charges. We were the only
plane moving but the staff were quick and efficient and we were in
a taxi for our hotel within minutes.
Graz, Austria’s second city is a good stopping off point for
northern Croatia and a beautiful city well worth exploring. Hotel
Zum Dom is highly recommended. It is in a converted baroque
town house right in the centre of town within walking distance of
all the sights. We had some fun posting pictures of ourselves on
Facebook in the double Jacuzzi, with strategically placed bubbles.
Rolling up to the airport again about 36 hours after we landed,
we were presented with a total bill for £36.43. Graz gets top marks
for GA friendliness and efficiency and for a price of about half a
handling charge at a UK equivalent. It is a short hop between Graz
and Rijecka but that day was grey and wet. We were in stratus
layers very soon after take-off and we saw nothing of the scenery.
However, that was the last IMC we were to see before nearing
home again, ten days later.
The forecast for Rijecka gave us our first taste of the Bora wind.
This is a katabatic wind produced when high pressure in the Alps
adjoins a low pressure area at sea level. It blows off the coastal
Velebit mountain range, which divides the continental climate to
its east from the Mediterranean climate of the Adriatic. When it is
around the TAFs look very strange to those of us used to Atlantic
frontal weather. Typically, they will be for little or no cloud, a very
light and variable wind and then TEMPO gusting 25 to 35 knots!
Over Slovenia we were pushed up to FL100. The Slovenian FIR
border is only about twenty miles from Rijecka and no descent was
offered until we had crossed the Croatian border and made contact
with Rijecka Approach. So that made for a descent at about twice
the comfortable rate and we were also bumped around a lot by the
Bora. All in all, a very unpleasant ten minutes of flying.
Rijecka offered what turned out to be the norm at even the busier
Croatian airports; a warm efficient welcome for GA, with minimal
delay and a total lack of the unwarranted UK style handling
charges. The airport is actually on the island of Krk, linked to the
mainland by a bridge. We explored inland Istria and visited the
town of Pula with its famous Roman amphitheatre. There is an
airport at Pula but we drove there by hire car in order to see the
scenery close up.
Next stop down the coast was Zadar. Croatia has a well
organised system of VFR routes between the islands at low level

Above left: Zadar Forum; right: Harbour view at Bol
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Below: View backwards on route Zadar to Brac

- usually around 1,500 feet. We basically followed one of these
but the flight was unpleasantly bumpy, grey and damp. The ‘Bora’
blowing from the coast gave turbulence which we judged to be
the very top end of ‘moderate’. By the time we arrived, there was
little wind, favouring no particular runway, so they kept us clear
of the jet traffic using the SE-NW main runway by routing us west
of the island to land on the NE runway. In Zadar we stayed in
a ‘boutique hostel’ overlooking the Roman Forum, Romanesque
cathedral and the archaeological museum. Good value and ideally
placed. Despite the magical Sea Organ and famous sunsets, the
town was unpleasantly full of tourists taking selfies and very hot,
so next day we escaped on a boat to the island of Duji Otok (no
air strip) where we hired a scooter and found a gorgeous deserted
beach for swimming. Scooters are definitely the way to explore
these islands but if your licence only covers you for 50cc machines
and you have a partner on the back, you will be doing an average
speed of about 15 mph!
During the flight from Zadar to Brac we at last had some sunny
views from the plane but this picture was taken looking back.
(We recommend flying north up the coast rather than south down
it, as we did, for the simple reason that in a southerly direction,
you are flying into the sun and visibility is that much less clear.)
Brac airport is right on the precipitous western edge of the island
at an elevation of about 1,800 feet. So, having pootled down the
coast following the 1,500ft VFR route you then have to climb a
few hundred feet to start the approach! To our consternation, on
arrival we were told that the airport might be shut for two days
later in the week for work to extend the runway. When Stephen
commented that this had not been notamed, they agreed saying
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Top: Pre flight checks at Brac; Below: Turning base at Split

that was because they had not decided yet! In the event it was not
a problem.
We opted to stay in Bol, which on the map looks nearby but is
in fact hundreds of feet below down a dramatic road to the sea.
Villa Giadino is a beautiful place to stay, with, unsurprisingly, a
beautiful garden where you have breakfast amongst the flowers.
The harbour is picturesque. We hired a (bigger) scooter again, this
time from a dodgy character on the seafront, to explore the northern
coast, with its succession of very pretty coves and villages, such
as Pucisca.
On the day we left, Brac had no ATC or indeed radio of any
kind, so I am not sure how that would work that if anyone wanted
to fly an instrument approach. Our AOPA membership got us a
50% discount on charges. However, the total was similar to that
which we had paid elsewhere without the discount, so I am not
sure what that was all about! By this time the weather had become
reliably sunny and hot and we flew the ten minute hop from Brac
to Split in a heat haze.
Split airport is miles away from town, and much nearer to the little
mediaeval island town of Trogir and our strong recommendation
is to stay there rather than Split itself. It is a little jewel of a place,
with beautiful architecture and sea front restaurants. We stayed in
a family run hotel called Pasike, a delightful antidote to ‘standard’
hotels with repro furniture, very friendly service and a good
restaurant (but note no lift and narrow stairs). Diocletian’s palace
at Split has to be seen; the old town is crowded in and around the
Roman remains and if you can avoid the souvenir stalls, be sure
not to miss the huge vaulted basement. We went there by local bus
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Top: Rooftops at Trogir; Centre: Evening light at Trogir; Bottom:
Diocletian’s palace in Split

and returned to Trogir by boat, by far the better option.
We had run out of time, so Dubrovnik was off the agenda. We
will go there by commercial jet sometime soon. Our route home
took us via a four hour flight to overnight in Cannes, and then via
Epinal where we have friends.
We understand there may be a PPL/IR Europe plan to fly to
Eastern Europe and Croatia in 2017. Go For It!
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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
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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!

