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Are you fit
for flying?

doctors
REMUERA+
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U.K. and Europe (EASA)   AME (Canada)

United States (FAA)   Fiji   Qatar
Hong Kong   Oman

Your Experienced Aviation 
Medical Services Team

t +64 9 524 6504 
reception@remueradoctors.co.nz
www.remueradoctors.co.nz

Airlie Court, 320 Remuera Road, Remuera - Free Roof Top Parking
Hours: Monday-Friday 8am to 6pm- Late Night Thursday By Appointment 

Dr Anton Wiles, Medical Examiner

 Insurance For: QPersonal accident 
QFixed wing aircraft QAviation liability
QHelicopters	 QHangar liability

6 9 - 7 1  B o u l c o t t  S t r e e t ,
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Contact your broker for a quote or phone...
For Your Aviation Insurance Needs

Aviation & Marine
U N D E R W R I T I N G  A G E N C Y  L I M I T E D

Air Tahiti Nui’s first B787-9 has emerged 
from Boeing’s paintshop, registered 
F-OMUA, with the word MUA meaning 
“moving forward” in Tahitian. The airliner 
has been named Fakarava after the pictur-
esque atoll in French Polynesia’s Tuamotu 
Islands, which boasts a lagoon with similar 
shades of blue to its striking paint scheme. 
 With a design and colours inspired by 
the beauty and richness of the Polynesian 
islands, the livery features Air Tahiti Nui’s 
trademark tiare flower, a tattoo pattern rep-
resenting a story of Tahiti and its people and 
the blue hues synonymous with the islands.
 Australians and New Zealanders are set 

Colourful South Pacific airliner
Following a spell in Boeing’s paint hangar (left), Air Tahiti Nui’s first B787-9 Dreamliner emerges as 
one of the more colourful on the world stage, to be joined by three more by September next year.

Boeing

via Air Tahiti Nui

to be among the first to be carried to their 
destination on the Tahitian Dreamliner with 
Fakarava starting service on the Auckland–
Papeete route on 8 November.
 To coincide with Air Tahiti Nui’s 20th 
anniversary this year, the flag carrier for 
French Polynesia is phasing out its current 
Airbus A340-300 fleet and replacing it with 
four B787-9 Dreamliners, two of them pur-
chased and two leased.
 When the airline has received all four 
Dreamliners by September next year, their 
registration codes will join together to say 
“the warrior (TOA) going forward (MUA) in 
the great (NUI) canoe (VAA)”. 

The new Chief of Air Force, AVM Andrew 
Clark, was installed at a Change of Com-
mand ceremony at RNZAF Base Auckland 
on 7 September. 
 During the ceremony, Chief of Defence 
Force AM Kevin Short said AVM Clark was 

well-suited to lead the RNZAF. “He has the 
integrity, character and finesse to lead.”
 AVM Clark said it was a great honour 
to take on the role. “It’s an exciting time to 
work in the RNZAF, with work being under-
taken in New Zealand and around the world, 
in particular the Pacific, Antarctica and the 
Middle East,” he said.
 AVM Clark joined the RNZAF in 1986 
as a navigator and through his early ca-
reer served operationally on Orions and 
instructed aircrew in Australia and New 
Zealand. He was later a staff officer, HQ 
JFNZ at Trentham, project manager for the 
P-3K2 Orion introduction into service and 
CO 5 Squadron. He also completed four 
P-3K2 Orion operational tours, including 
commanding an operational mission in the 
Middle East.
 Other recent postings include Assistant 
Chief of Air Force Strategy Management, 
Director of Strategic Commitments, Direc-
tor of Defence Intelligence, Deputy Chief of 
Air Force, and Assistant Chief of Capability. 
Most recently, AVM Clark has served as the 
Air Component Commander for the RNZAF.
 He replaces as Chief of Air Force AVM 
Tony Davies, who is beginning his new role 
as Vice Chief of Defence. 

Top position handed over

Chief of Defence Force AM Kevin Short (right) 
greets the new Chief of Air Force, AVM Andrew 
Clark, with outgoing Chief of Air Force AVM 
Tony Davies looking on.
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Air New Zealand has signed a commitment 
with Airbus for seven A321neos for its 
domestic operations. The commitment is 
separate to the existing order for 13 Airbus 
narrow-bodies, comprising seven A321neos 
and six A320neos that will begin to arrive 
in the coming months and be deployed on 
trans-Tasman and Pacific Island routes. The 
use of the larger A321neo on its domestic 
network was raised as a possibility at the 
recent airline investors’ day.
 The airline says the domestic A321neos 
will offer efficient growth through increasing 
the number of seats on offer and deliver 
cost efficiencies. “We’ve been growing our 

domestic business very strongly over the 
past five years.”
 Air NZ currently operates 17 A320ceos 
in its home market, increasing capacity 
by about 20 percent since 2016 through 
increased utilisation.
 The domestic fleet will be expanded to 
20 aircraft in 2019, with the temporary 
transfer of A320ceos currently used on the 
trans-Tasman routes redeployed into the 
New Zealand market. The fleet will stay at 20 
aircraft from the time domestic-configured 
A321neos start arriving in 2020, replacing 
A320ceos on a one-for-one basis until all 
seven have been delivered in 2024.

More airliners coming

Air New Zealand expects all necessary 
inspections for its Rolls-Royce Trent 1000 
engines powering its Boeing 787-9 Dream-
liner fleet will be completed within the next 
12 months. 
 In the meantime the airline plans to 
dry-lease three widebody airliners as cover 
for grounded B787s awaiting engine checks 
alongside schedule changes on certain 
routes in order to offer “better reliability” for 
passengers, Air NZ CEO Christopher Luxon 
said during the company’s 2017/18 full year 
results presentation. 
 He said, “We continue to work closely 
with Rolls-Royce to limit the impact of the 
global Trent 1000 engine issues, but we do 
recognise that we need to deliver greater 
schedule certainty for our customers.”
 Over the summer holidays earlier in 
2018, Air NZ wet-leased aircraft as cover 
for its B787-9s being grounded due to 
regulators calling for inspections on the 
Rolls-Royce Trent 1000 engines. However, 
as the mandatory engine inspections have 
taken longer than expected to complete, the 
airline has sought temporary replacements 
for dry lease, operated by its own pilots and 
cabin crews when further engine problems 
were discovered.
 In May ex-Singapore Airlines B777-
200ER 9V-SVL was registered to Air NZ as 
ZK-OKI, configured in business and econ-
omy classes.
 EVA’s B777-300ER B-16717 was dry 

leased as further cover, registered ZK-OKT 
with a business, premium economy and 
economy cabin. The company said in its 
full year results the three dry lease aircraft 
would comprise two B777-200s and one 
B777-300.
 Rolls-Royce is ramping up MRO capacity 
for Trent 1000 inspections as regulators 
have called for more regular checks on Trent 
1000 engines’ intermediate pressure com-
pressor rotor blades, due to some durability 
issues. In August the engine manufacturer 
said the peak number of aircraft on the 
ground reached about 50 earlier in 2018 
and was gradually being reduced.
 Air NZ says the inspections were taking 
longer than initially expected, “and we were 
recently notified that there is likely to be a 
delay in getting some of our engines back.” 
 The delay is not in relation to any new 
technical issues but rather because the tim-
ing of the engine maintenance programme 
has shifted, and the situation is described 
as a “global production and parts backlog”.
 Mr Luxon told media this issue was af-
fecting the global fleet and as Rolls-Royce 
dealt with that through its production 
facilities it has a throughput issue and a 
challenge. 
 “And so, when we send the engines up 
there for their maintenance checks and 
servicing, it’s taking longer for them to 
get through the shop and that’s ultimately 
what’s leading us to reset now,” he said.

Trent engine woes end in sight?
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OCTOBER
12–14 October
Tiger Moth Club Spring Fly-in Taumarunui. Annual 
welcome to the warmer season’s flying and return to 
the club’s roots 49 years ago at the magnificent grass 
aerodrome. Some flying competitions. Contact Graeme 
Wood Ph: 027 293 2318 E: ruffchops@gmail.com

12–13 October
Warbirds Downunder Airshow 2018 Temora, NSW.
Australia’s largest gathering of warbird aircraft. Evening 
airshow Friday 12 October, full airshow programme 
Saturday. www.warbirdsdownunderairshow.com.au

21 October
Tiger Moth Training Forum Rangitata Island. What 
you need to know about Tiger Moths, both flying and 
maintenance. Contact E: tigermothclub@gmail.com 
or Russell Brodie Ph: 027 276 0914 
E: russellbrodie@realflying.co.nz

26 October
RAeS Symposium & Awards Dinner Wellington.
Royal Aeronautical Society NZ Division symposium 
theme Emerging Aerospace Technologies—Road to 
Space. Contact David Jupp Ph: 021 476 676

NOVEMBER
2–4 November
Black Sands Fly-in Raglan. Annual fly-in, air rally/
fly-around, food, much socialising, beach landings 
depending on conditions. Organised by SAA Waikato-
Thames Valley Chapter. Contact Bruce Cooke
Ph: 021 11 22 364, E: bmcooke@waikaro.ac.nz
www.saa.org

15–17 November
AVIATEX 2018 Bankstown Airport, Sydney. Australian 
aviation trade exposition, industry forum and careers 
showcase. Ph: +61 2 4208 3997 
www.australianflying.cmail20.com

16–18 November
Airwomen’s Reunion Papaukura. All WAAF,WRNZAF, 
RNZAF. Contact Wikitoria Ward-Holmes-Murcott 
E: wikitoriaw@adhb.govt.nz, m.w.adamson@xtra.co.nz 
or Mana Kidd Ph: 09 299 5986 E: murraykidd@xtra.co.nz

18 November
Book launching MOTAT Aviation Hall, Auckland, 
7.30pm. Shot Over into the Shotover, Richard Waugh’s 
DH89 book. Free entry. Ph: 09 533 9400

18 November
Armistice Day Open Day NZ Warbirds at Ardmore 
10am–4pm. Static displays, practice flying displays, 
adventure flights. Hamlin Road entrance.
www.nzwarbirds.org.nz

21 November
Book launching Classic Flyers, Tauranga, 7.30pm. 
Shot Over into the Shotover, Richard Waugh’s DH89 
book, also 75th birthday of DH89B ZK-AKU. All 
welcome. Ph: 09 533 9400

22–24 November
South Island Akro-Fest Omaka Aerodrome, 
Blenheim. Aerobatic competition & fly-in. All Welcome. 
Contact Andrew Love Ph: 021 818 816
E: torque_roll@hotmail.com

30 November–2 December
Taildraggers Fly-in Weekend Bridge Pa aerodrome, 
Hastings. Contact club instructor Cassandra Jeffries 
Ph: 06 879 8466 E: cassj@hbecac.co.nz

2019
JANUARY

26 January 
Thames Wings & Wheels Thames Aerodrome, 
10am–3pm. Static display of aircraft and vehicles. 
Ph: 027 200 3433, E: wingsnwheelsthames@gmail.com

FEBRUARY
2–3 February 
Healthy Bastards Bush Pilots Champs Omaka 
Aerodrome, Blenheim. Contact Craig Anderson 
Ph: 029 890 4910 E: craig@soundsaero.co.nz
www.marlboroughaeroclub.co.nz

8–10 February
Great Plains Fly-in Ashburton Aerodrome. Annual 
SAANZ summer fly-in (South Island’s turn), AGM, 
annual dinner, Wings awards presentation. Contact SAA 
Administrator Gavin Magill Ph: 027 291 0525
E: admin@saa.org.nz www.saa.org.nz

22–24 February
Wings Over Wairarapa Air Festival Hood 
Aerodrome, Masterton. Contact Jenny Gasson 
E: info@wings.org.nz www.wings.org.nz

26 February–3 March
Australian International Airshow, Aerospace & 
Defence Exposition 2019 Avalon Airport, Geelong, 
Victoria. Prestigious aviation and aerospace event 
and the most comprehensive aviation, aerospace and 
defence exposition in the southern hemisphere. Airshow 
1–3 March. www.airshow.com.au/airshow2019

The Front Page:
Happiness is flying in your own creation! 
Gary Briggs (in yellow lifejacket) built 
this Sonex from plans over seven years 
and added it to the 1200 microlights 
on the civil register. These, plus an 
unspecified number of light sport aircraft 
(LSA), comprise a substantial proportion 
of New Zealand’s recreational aircraft 
fleet. Test pilot David Wilkinson looks 
more serious as he’s concentrating 
on his formation flying. Microlight/LSA 
feature starts on page 16. 
Photograph © John King

Deadline for editorial and advertising 
material for November 2018 issue is 
Tuesday 23 October.
Publishing date is Friday 2 November.

Avnews …

John King

Waynne Williams/Port Hills Productions

Christchurch International Airport’s posi-
tion as the South Island’s gateway has gone 
from strength to strength following a bump-
er year for visitor arrivals. Official statistics 
reveal its 8.5 percent arrivals growth over 
the past year was more than twice that of the 
national growth at 3.9 percent. The world 
average passenger growth is 6.4 percent.
 Chief aeronautical and commercial of-
ficer Justin Watson says the statistics are 
outstanding and reveal strong growth from 
all the key visitor markets of Australia (7.8 
percent), China (25.0 percent), Europe (7.7 
percent) and the USA (11.8 percent).
 “The growth reinforces the collective 
work we have been doing with the South 
Island tourism industry and our airline part-
ners to grow connectivity and arrivals into 
the South Island,” he says. “We champion 
the South Island at home and abroad as a 
must-see visitor destination.

 “Our airline partners have added more 
services and improved connectivity to their 
networks, making it easier and more con-
venient for both visitors and residents to 
fly into and out of Christchurch. Now with 
more than 10,000 international flights a 
year, connections to the rest of the world 
have never been better.”
 Mr Watson says the growth is great 
news for not only travellers but also the 
regional economies of the South Island 
and for exporters.
 “The vast majority of visitors through 
Christchurch travel around the South Island. 
With each visitor spending an average of 
$3600, they make a significant economic con-
tribution to the regional economies. Whether 
it’s a five-star hotel in Christchurch or a café 
on the West Coast, the financial impact of the 
extra arrivals is being widely felt.
 “Southern produce is getting to major 

international markets direct and quickly 
on our international airlines, with record 
amounts of South Island produce landing 
on Chinese New Year celebration dinner 
tables each year.”
 Mr Watson says a record number of peo-
ple has been through the terminal in the past 
year and is likely to reach 7 million visitors 
in the current financial year.
 “Every traveller averages one person 
meeting or greeting them, so it’s safe to say 
we’ll welcome well more than 12 million 
people in total this year. The terminal and 
all our processes are set up for that—and 
more—and we’re constantly looking at how 
we can improve the experience for everyone 
who comes through the airport.”
 The airport has won several awards 
this year, including being named in the 
SKYTRAX World Airport Awards as the best 
regional airport in Australasia/Pacific.

Christchurch International Airport has seen visitor arrival growth more than double the national figure over the past year.

Airport’s regional boom benefits South Island

More than 10,000 drone pilots have now 
registered with Airshare to operate in New 
Zealand airspace, according to the online 
hub for drone pilots operated by Airways NZ.
 Drone pilots have enthusiastically adopt-
ed Airshare since its launch in December 
2014 to access flight information and log 
flights directly with ATC. Registrations have 
soared over the last year, with close to 1000 
in the last three months alone.
 Airshare is the central hub for UAV 
commercial and recreational users in New 
Zealand, helping people to quickly discover 
where they can fly, understand CAA rules 
and log flights with ATC. 
 The registration provides a way to identi-

fy drones and their owners, and also to reach 
and educate drone pilots who may be new 
to aviation.
 Recreational pilots account for 80 per-
cent of registrations, with the remainder 
flying for commercial purposes. Registered 
pilots are logging around 600 drone flights 
through the system every week across the 
country.
 While there is currently no legal require-
ment for drone pilots to be registered to 
fly and the Airshare system is voluntary, 
Airways would like to see mandatory regis-
tration and training requirements for drone 
pilots implemented to make sure all airspace 
users are able to continue to fly safely.

Commercial, recreational UAV pilots register
 In May Airways surveyed 1460 drone 
pilots for the inaugural Drone Tracker re-
port. Sixty percent of survey respondents 
supported mandatory registration and 59 
percent said they supported mandatory 
training.
 Airways NZ is progressing with the 
development of a future drone traffic man-
agement system to safely integrate drones 
into New Zealand’s wider airspace network. 
Trials are underway to test technologies 
allowing drones to be accurately tracked 
once they are beyond the pilot’s line of sight 
and provide detect and avoidance capability 
to keep them safely separated from other 
aircraft.

Boeing will update the P-8A Poseidon 
training system for the US Navy in a four-
year, $US194m ($294.5m) agreement 
supporting the USN and the RAAF with 
updated courseware and software. Under 
the agreement Boeing will upgrade devices 
at three locations for the two services to re-
flect the latest configuration of the Poseidon 
maritime patrol aircraft.
 “With increasing demand for realistic 
training that is concurrent and affordable,” 
says Boeing, “the P-8A training system gives 
pilots, aircrews and maintainers the most 
immersive environment at a fraction of 

the cost to train in a P-8A and to provide a 
high-fidelity experience that offers a seam-
less transition from classroom to aircraft.”
 Boeing developed the comprehensive 
P-8A training system to provide training 
for both pilots and aircrews. The aircrew 
training solution includes courseware, 
classrooms, part-task trainers and full-fi-
delity simulators for both pilot and mission 
crew. 
 The maintenance training system in-
cludes courseware, classrooms, hardware 
and virtual maintenance simulators to 
support all USN maintenance certifications. 

Poseidon training enhancement

CANCELLED

http://www.aviationnews.co.nz/other/calendar/
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Virgin Australia has announced the final 
three shortlisted beef suppliers in the run-
ning to supply produce in meals on flights 
from New Zealand to Australia, starting 
this month. 
 Beaumont Station in Central Otago is 
known for its purebred Hereford cattle 
and award-winning half-bred sheep, while 
Hinterland Foods in Moawhango, near 
Taihape, submitted a creative video with 
its cattle herded into a giant Virgin logo. 
Moreish in Palmerston North recreated an 
iconic Australian tourism advertisement in 
its application. 
 Virgin Australia says it was impressed 
with the quality and creativity of the ap-
plications received, more than 45 of them 
from farmers all over New Zealand showing 
the breadth of the local farms and produce. 

Plenty to beef about

there is no such thing as second bestIn Aviation, 

Hamilton AERO Maintenance Ltd   
33 Years serving the Aviation industry   

Address:   Cnr. Boyd and Ingram Roads, Hamilton Airport, New Zealand
  Phone:   64 - 7 - 843 6063           Fax:   64 - 7 - 843 5075
  Email:   hamaero@hamiltonaero.co.nz         Web:   www.hamiltonaero.co.nz

Call us now and see what we can do for you
Hamilton Aero Maintenance can do it all!

One year ago Aviation News reported on the 
exploits of Graeme Frew at the 2017 Reno 
Air Races where he was judged Rookie of 
the Year. Graeme flew his Yak-3 Full Noise, 
wearing race number 35 in honour of Burt 
Munro’s famous race number as seen in the 
film The World’s Fastest Indian.
 Graeme had to overcome many obstacles 
in 2017, but it fired his passion for air racing, 
so last month he was back at Reno for the 
55th running of the National Championship 
Air Races. 
 The 2018 Full Noise programme ran 
more smoothly than last year’s and the Yak 
was packed into a container at Omaka by 
JEM Aviation in late July and sailed from 
Wellington courtesy of the Famous Pacific 

Shipping Company. On arrival in America it 
was trucked to Reno where it was unpacked 
and re-assembled in early September.
 The Unlimited Class attracted 15 com-
petitors this year, ranging from Sea Furys to 
Mustangs, a King Cobra and Graeme’s Yak-
3. The super Mustangs Strega and Voodoo 
were not competing, making the field more 
open.
 Graeme in Full Noise #35 flew well dur-
ing the week, and in the afternoon of Sunday 
16 September he made his second consec-
utive Gold Unlimited final, placing seventh 
at an average speed of 352mph behind four 
Sea Furys and two Mustangs. 
 Congratulations to Team Full Noise for 
holding up New Zealand pride at Reno!

Yasuo Suzuki

Full Noise again at Reno
Graeme Frew in his Yak-3 rounds a pylon during last month’s National Championship Air Races, 
where he successfully progressed through the heats to race in the Unlimited class final.

The NZDF works with other New Zealand 
agencies to secure the country against ex-
ternal threats and is called upon regularly 
to respond to emergencies at home and 
overseas.
 In what might seem off the beaten track, 
the NZDF recently carried out a census of 
southern right whales, or tohora, among the 
New Zealand sub-Antarctic islands. 
 Air Component Commander Air Cdre 
Tim Walshe said more than 100 whales 
were sighted during a surveillance patrol 
by an RNZAF P-3K2 Orion at Auckland and 
Campbell Islands.
 “We regularly support other government 
agencies in their work by providing our air-
craft and ships as platforms for monitoring 
and surveillance activities,” he said.
 “During this Orion patrol we took aerial 
photos to assist DoC in tracking individual 
whales, building a better picture of the spe-
cies as a whole and monitoring the recovery 
of these protected species.”
 Ian Angus, DoC’s manager marine spe-
cies and threats, said the census results 
indicated that the southern right whale 
population, classified as “nationally vul-
nerable”, was continuing to recover from 

the significant impact of whaling and other 
present-day threats.  
 Whaling almost eliminated the southern 
right whale population, from more than 
30,000 at the turn of the 20th century to less 
than 150 by about 1920, according to DoC. 
Numbers in 2009 were estimated at 2000.
 “We’ve always known that the southern 
right whales spend the winter and spring 
around the sub-Antarctic islands,” said Mr 
Angus, “but getting down there at this time 
of the year is challenging. In partnership 
with the NZDF, we have been able to mon-
itor some of our wildlife and continue to 
understand when and how southern right 
whales are using these islands.”
 The census conducted by the NZDF 
complemented the work carried out by the 
University of Otago on the movement pat-
terns of southern right whales.
 “We’re looking forward to working with 
the NZDF and other researchers to glean all 
the information from the many images that 
were taken.”
 Tohora are a native migrant to New Zea-
land. They are typically black but can have 
irregular white patches, and they have large, 
paddle-shaped flippers.

Right census for whales
A southern right whale and calf are two of more than 100 counted during a P-3K2 Orion surveillance 
patrol of New Zealand’s sub-Antarctic islands.

NZDF

Boeing and the Virgin Australia Group have 
announced that the airline is adding the 
largest member of the B737 MAX family 
to its growing single-aisle fleet. Orders for 
10 B737-MAX 8s have been converted to 
the larger MAX 10 variant, due to enter the 
expanding fleet in 2022. 
 The airline says it saw the value of adding 
the MAX 10 to the mix as the aircraft will 
provide additional capacity and flexibility 
to support its network and operations. 
 “We are proud to become Australia’s 
first operator of the B737 MAX and we look 

forward to the opportunities that operating 
this type of aircraft will open up to us.”
 Fiji Airways will be the first airline in the 
region take delivery of the MAX aircraft with 
five B737-MAX 8s planned for delivery from 
later this year.
 With its headquarters in Brisbane, the 
Virgin Australia Group is the country’s 
second-largest airline with a fleet of more 
than 130. 
 The Next-Generation B737 forms the 
backbone of the fleet with more than 80 
currently in operation. 

Single-aisle fleet expands

Every application was reviewed against Vir-
gin Australia various requirements including 
quality, sustainability and product origins. 
 The airline says it was a tough decision to 
narrow it down to only three applications. 
With its airline caterer, LSG Chefs, it is un-
dergoing testing of the shortlisted suppliers’ 
produce, assessing the taste characteristics, 
the quality of the product and the compati-
bility with the onboard menu. 
 The winning supplier will be announced 
shortly and its produce available on board 
from the end of this month. Economy class 
passengers will be able to choose from two 
hot and one cold option, with selected dishes 
featuring beef. This will be the first time that 
Virgin Australia has offered a cold menu 
option on flights from New Zealand in the 
economy cabin. 

Boeing predicts that the Asia Pacific region 
will have the greatest demand for new civil 
aviation personnel over the next 20 years. 
The region is projected to account for 33 
percent of the global need for pilots, 34 
percent for technicians and 36 percent for 
cabin crew. 
 The 2018 Boeing Pilot & Technician Out-
look is an industry forecast of new aviation 
personnel demand. It is closely tied to pro-
jections for new aircraft deliveries around 
the globe. 
 As with the demand for personnel, Asia 
Pacific leads demand for new commercial 
aircraft deliveries over the next 20 years, 
40 percent of all new passenger aircraft 
deliveries in the next 20 years being forecast 
to go to airlines in this region. 
 According to the outlook, the 20-year 
demand for new commercial sector pilots in 
the region remains strong at 240,000. While 
demand decreased five percent, this was 
driven by regional trends indicating a peak 
in pilot retirements in the first decade of 
the forecast and a softening of replacement 
demand in the later years, due to a younger 
generation entering the pilot ranks long 
before reaching mandatory retirement age. 
 The new commercial technician demand 
decreased five percent to 242,000. This is 
due to advancements in product develop-

ment on the B737 MAX, which have result-
ed in increased maintenance efficiencies. 
Overall, maintenance hours required over 
the life of the aircraft will be reduced. 
 The new commercial cabin crew demand 
increased three percent to 317,000 due to 
anticipated fleet mix, cabin configuration 
and regulatory requirements. 
 For the first time the outlook included the 
helicopter and business aviation markets. 
The inclusion of these sectors increases the 
region’s demand to 261,000 pilots, 257,000 
technicians and 321,000 cabin crew.
 Leading the region in projected demand 
for personnel is China with 128,500 pilots, 
126,750 technicians and 147,250 cabin 
crew. Southeast Asia’s figures are 48,500 
pilots, 54,000 technicians and 76,250 
cabin crew, while South Asia is predicted 
to need 42,750 pilots, 35,000 technicians 
and 43,250 cabin crew. 
 “Strong demand for pilots in the region 
continues, and we expect that this will 
continue for the next several years,” ac-
cording to a Boeing spokesperson from its 
Training & Professional Services for Boeing 
Global Services. “Through our pilot training 
solutions, including the pilot development 
programme, we are helping to ensure a 
pipeline of pilots is ready to meet the in-
dustry’s demand.”

Biggest demand in Asia Pacific
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Port Vila’s Bauerfield International Airport 
runway upgrade is due for completion early 
next year and the welcome mat will be rolled 
out to Air New Zealand to resume services. 
 But Airports Vanuatu Ltd (AVL) has big-
ger goals in sight, including growing existing 
markets, developing routes to longer-haul 
destinations and building a new terminal. 
 “We need to be competitive regionally 
and internationally,” AVL CEO Jason Rakau 
told media recently. “We are working to-
wards code E compliance for wide-body 
aircraft and the B787 is our reference for 
targeting aircraft for this airport.”
 Air NZ, Virgin Australia and Qantas 
suspended flights into and out of Vanua-
tu’s capital city in January 2016 because of 
ongoing safety concerns about the runway 
condition at Bauerfield Airport, and Air NZ 
has not returned.
 AVL says it is 57 percent towards comple-
tion and is undertaking civil works, having 
mobilised equipment and aggregate, and the 
expansion of the airport parking apron and 
widened shoulders are almost complete. 
 Airport activity is almost back up to 
pre-Cyclone Pam, March 2015, levels and 
will see a 15 percent growth in airline capac-
ity over the next six months. In the medium 
term AVL sees potential for growth in exist-
ing markets, with Melbourne showing the 
biggest potential and possible seasonal traf-
fic from Christchurch. Building Asia through 
the hubs in an effort to gain scheduled flights 
to Asian ports is also in the long-term plan. 
 “Developing long-haul takes a long time,” 
says Mr Rakau.
 While a new terminal is in the 10-to-
20-year time frame, improvements already 
completed to the existing terminal at Port 
Vila’s Bauerfield Airport include new light-
ing, floors, ceilings and toilets.
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On August 30 Airways NZ opened its new 
$6m air traffic control tower at Nelson Air-
port. The new structure, officially opened by 
Airways board chair Judy Kirk, will support 
more than 46,000 flights operating in and 
out of one of New Zealand’s busiest regional 
airports every year as Nelson Airport un-
dertakes a major redevelopment, including 
a new terminal building and infrastructure 
upgrades.
 Combining a strong and safe structure 
with excellent functionality, the new control 
tower is a significant investment that will 
help to enable the future growth of aviation 
and tourism in Nelson, says Airways CEO 
Graeme Sumner.
 “It’s a facility fit for one of New Zealand’s 
busiest regional aerodromes and has been 
designed to underpin Nelson Airport’s 
growth with continued safe and efficient air 
traffic services.”
 Located to the eastern end of the new air-
port terminal, the six-level 22m high tower 
will give air traffic controllers an optimal 
view of the airfield. It has been built to meet 
complete modern building standards and 
brings an end to air traffic control services 
sitting on top of the terminal building where 
they have been since 1974. 
 “One of the quirks of having the cab on 
top of the terminal was that if the terminal 
fire alarm happened to go off, we would 
need to pause our service,” says Mr Sumn-
er. “Having a standalone tower adds to the 
resilience of our service.”
 Nelson tower will likely be one of the last 
bricks-and-mortar ATC towers to open in 
New Zealand, following a week behind the 
opening of Wellington’s leaning tower as Air-
ways looks ahead to digital tower technology. 
Nelson’s tower needed to be replaced before 
the technology had advanced sufficiently.
 “We’re confident that digital tower tech-
nology now has the capability to provide 
greater aviation safety and resiliency,” says 
Mr Sumner. “The technology also provides 
greater opportunities to extend services in 
New Zealand’s regions.”

The last of the real towers

Nelson’s new control tower will be the last such structure, as future developments will be digital.

Grant Newman

 Invercargill will be the first airport to 
launch a digital tower, in 2020, and a con-
tingency digital tower will also be in place 
in Auckland by then.
 Nelson Airport CEO Rob Evans says, 
“Congratulations to Airways on this won-
derful addition to Nelson Airport. This new 
tower will provide much greater resilience as 
the airport continues to grow into the future.

 “The design compliments our stunning 
new terminal in delivering what will be an 
unrivalled regional airport experience for 
all our customers.”
  Airways began construction of the tower 
in December 2006. It was designed by the 
architectural and engineering firm Studio 
Pacific and built by Gibbons Construction 
of Nelson. 

Airport repairs 
and expansion

Air New Zealand begins construction this 
month on a new enlarged regional lounge 
at Auckland International Airport as part of 
a $60m investment in lounges throughout 
New Zealand over the next two years. 
 Auckland’s lounge will cater for up to 
265 passengers, more than three times the 
seating of the current regional lounge, and is 
scheduled to open mid-next year, upstairs in 
Auckland’s domestic terminal and offering 
the expansive views of the runway that used 
to be available to the general public. The cur-
rent lounge and valet service will continue 
to be available throughout the development. 
 The airline’s Wellington Airport do-
mestic lounge is also planned to undergo 
a refurbishment in the coming months, 

Enlarged lounges started
increasing seating numbers by 10 percent 
to 374. Six different zones in the new lounge 
will include a café and bar, barista station, 
business, lounge and quiet areas as well as 
a self-service food and drinks station. 
 A new regional lounge is currently under 
construction at Tauranga Airport, offering 
three times more seating than the current 
lounge and expected to open later this year. 
Plans are also underway for new regional 
lounges in Christchurch and Nelson. 
 “Passengers are at the core of our busi-
ness,” says an airline spokesman, “We ex-
pect to see annual passenger numbers grow 
from 17m to 19m over the next two years, 
so it’s important to invest in our lounges in 
order to meet this growth.”

Samoa Airways plans to start nonstop flights 
between Apia and Brisbane from 13 Novem-
ber, operating on Tuesdays and Sundays 
with its one Boeing 737-800. The airline’s 
new route is being launched in partnership 
with Brisbane Airport. 
 Virgin Australia is currently the only 
carrier with nonstop flights between Apia 
and Brisbane. This area of Queensland is 
home to a large Samoan population, and Air 
Samoa says, “We are particularly pleased 
that the national carrier, with the support of 
Brisbane Airport, is able to respond to calls 
by our community who travel frequently 
between Samoa, American Samoa and 
Brisbane for family, church and cultural 
obligations, for improved air access.”
 Brisbane Airport says Samoa Airways’ 
new service will boost business, education, 
health care and trade opportunities. “Samoa 
is truly the heart of Polynesia and a place 
Australians want to visit to experience the 
breathtaking natural beauty, authentic cul-
ture and the warm and renowned Samoan 
hospitality.”
 The Samoan government established 

Samoa Airways in 2017 as the country’s 
national carrier with a leased B737-800. 
The airline currently serves Auckland and 
Sydney from its primary hub at Faleolo In-
ternational Airport, as well as Pago Pago in 
American Samoa from the smaller Fagali’i 
Airport in Apia. 
 Its DHC-6 Twin Otters also serve a 
number of domestic routes within American 
Samoa.
 The decision to launch a new carrier 
came after the Samoan government ter-
minated the Virgin Samoa joint venture 
with Virgin Australia, established in 2005. 
Media reports at the time said the decision 
to terminate the joint-venture was due to 
concerns over high fares. 
 A memorandum of understanding with 
Fiji Airways was signed to help establish 
Samoa Airways. Following the termination 
of the joint venture, Virgin Australia has 
maintained services to the Pacific with 
nonstop flights to Apia from Brisbane and 
Sydney. 
 The application to operate between Auck-
land and Apia was denied.

Double service to Samoa
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Virgin Australia, the parent of budget airline 
Tigerair, has taken swift action to end all 
maintenance work at an offshore facility 
in the Philippines after serious faults were 
detected, reported the Sun-Herald on 16 
September. 
 According to the report, one of three 
B737s in the Tigerair fleet was flown to 
Clark International Airport near the Filipi-
no city of Angeles on 17 July for scheduled 
maintenance. The facility there is owned by 
Singapore Airlines, which owns 20 percent 
of Virgin Australia.
 The aircraft was repositioned to Mel-
bourne at the end of July, and it was then 
that Tigerair engineers discovered that a 
modification to the aircraft’s smoke evac-
uation system in the cargo bay had been 
incorrectly installed.

 Steve Purvinas, federal secretary for the 
Australian Licensed Aircraft Maintenance 
Engineers Association, described the work 
as that of a “home handyman” with unse-
cured components and wires connected to 
the wrong terminals. This led to remedial 
work and testing being required in Mel-
bourne, which meant the aircraft sat idle for 
a further three weeks and forced the airline, 
which has a total fleet of 15 aircraft, to cancel 
some services. 
 Then on 22 August another fault was 
detected with the aircraft when crew found 
a seatbelt not correctly bolted to the seat, 
prompting Mr Purvinas to comment: “What 
concerns us most is other latent defects, 
hidden now, but waiting to resurface at 
30,000ft. They didn’t know about the seat-
belts—what else don’t they know?”

Offshore maintenance concerns
Virgin Australia’s budget subsidiary Tigerair has seen unsatisfactory maintenance in the Philippines.

Peter Gamble
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The company behind a video training plat-
form for pilots is preparing to expand its 
offering to a second airliner type.
 V-Prep Visual Training was established 
by Capt James Feeney a year ago to offer 
pilots a simple alternative to the current 
laborious method of memorising hefty 
training manuals, taking the stress out of 
type ratings and recurrent checks. 
 The online service was originally set up 
for Airbus A320 pilots and includes more 
than 85 specially adapted instructional 
videos with over 140 procedures which can 
be accessed all year round from anywhere 
in the world with an internet connection. 
 V-Prep is now preparing to launch a new 
platform for the Boeing 737NG following the 
project’s success.
 “The B737 and the A320 are the most 
popular narrowbody jets, with 80 percent 
of new pilots flying one or the other,” says 
Capt Feeney. 
 “Boeing has recently predicted a require-
ment of 790,000 pilots over 20 years, due 
to the expansion of the industry and with 
thousands of pilots reaching retirement age 
over the next decade.
 “Boeing says significant training costs 

have contributed to insufficient new re-
cruits, and the aviation industry will need 
to adopt innovative training solutions to 
enable optimum learning through immer-
sive technologies. This is exactly what we 
are achieving with V-Prep—we can rapidly 
increase pilot training at low cost as they can 
have access to training for a whole year for 
less than the cost of 20min in a simulator.”
 The subscription-based training platform 
has seen thousands of sign-ups in the first 
year from over 120 countries, and respected 
training organisations are now distributing 
and using the V-Prep platform.
 Capt Feeney says the platform is easily 
adaptable and can be modified for individual 
airlines using their own SOPs and livery.
 V-Prep has started the process of creat-
ing the new training material by working 
with experienced B737 training captains 
to identify what videos the platform will 
be launched with, and which videos will be 
added after launch. 
 Capt Feeney says, “Generally, all videos 
for launch would cover the topics required 
to pass a six-monthly check ride (licence 
proficiency check/operator’s proficiency 
check). 
 “We go to a simulator and film the pro-
cedures for the videos, before beginning the 
editing and production stage where we turn 
the footage into training films by adding 
2D and 3D animation and narration. Once 
approved by the training captain, it is then 
put on the platform ready for launch.
 “When we have all the videos for launch, 
we release access to the website and contin-
ue to add new videos each month.”
 V-Prep $US295 annual subscriptions 
are growing 15 percent per month, and 
Capt Feeney says, “From feedback from 
our subscribers, it seems that financial 
pressures within the airline industry have 
meant many pilots have decided to pay for 
additional simulator training sessions them-
selves (which is very expensive) or use our 
platform, which is far more cost effective. 
 “This, along with recommendations, is a 
major factor which has contributed to the 
platform’s success.” 

Expanded online training platform
V-Prep

Capt James Feeney is adding the B737NG to his video training material.

Pratt & Whitney is investigating newly 
emerging incidents of excessive vibration in 
its PW1100G engines powering the Airbus 
A320neo, the latest in a series of problems 
that have plagued the new geared turbofan.
 Higher than usual engine vibrations are 
said to be noticed after fewer than 1000 
flight hours in some cases, becoming more 
intense over time and ultimately requiring 
an engine change. Pilots are receiving engine 
vibration alerts in the climb phase at higher 
power settings in particular, and the vibra-
tions subside in the later phases of flights.
 The manufacturer has yet to identify the 
cause and is assessing any possible connec-
tion to prior design issues.

 Lufthansa, one of the first A320neo 
operators, has been hit hard with its fleet 
of A320s accumulating a total of 254 days 
grounded, 13 times worse than for its 
A320ceo fleet, since it took delivery of its 
first PW1100G-powered airliners. So far 
Lufthansa has made 14 unscheduled engine 
changes on its neos due to a variety of rea-
sons, including vibration issues.
 The FAA says it is aware of the vibration 
problem and is currently working with 
Pratt & Whitney on the cause. However, a 
spokesperson says it’s too early to determine 
whether to issue mandatory instructions to 
operators.
 Pratt & Whitney’s geared turbofan has 

been hit by a run of design flaws that have 
grounded aircraft, delayed deliveries and 
prompted compensation claims amounting 
to hundreds of millions of dollars.
 The engine manufacturer says it is work-
ing closely with its customers to support 
their operations while continuing to retrofit 
the fleet to the latest engine configuration. 
About 10 P&W-powered A320neos are 
typically grounded at any one time as the 
manufacturer installs fixes.

Engine vibrations unsatisfactory

Avnews …
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Last month a resident of Totara Heights in 
Manukau, South Auckland, added an Em-
braer Bandeirante fuselage to his back yard.
 The bones of ZK-JCM, long retired from 
Eagle Airways’ Air New Zealand Link ser-
vice, had been an instructional airframe in 
the Air New Zealand Aviation Institute’s 
Auckland campus at Airport Oaks. The sight 
of the crane lifting its load into a suburban 
back yard caused considerable interest 
among neighbours, although the reaction of 
Auckland City officials was less enthusiastic.

As certification flight testing of the Colorado 
built all-electric Sun Flyer 2 continues (see 
earlier report, page 4 July Aviation News) 
the company recently announced orders 
for a further 30 of the two-place trainer for 
the Aspen Flying Club, taking orders for the 
futuristic flyer to more than 150.
 Powered by a 90kw (115hp) Siemens 
electric engine, operating costs have been 
put at around $US5/hr for the aircraft which 
will have three hours’ endurance on a single 
charge.

 via internet

Electric aeroplane makes progress
The sleek all-electric Sun Flyer training aircraft which is undergoing certification trials has already 
attracted considerable interest, with orders for more than 150 units so far being received.

 Flight testing of the prototype Sun Flyer 
2 continues at Colorado, and company 
founder and CEO George Bye says FAA 
certification is expected to be achieved early 
in 2020 with deliveries of the first aircraft to 
launch customer Spartan Aviation College, 
which has ordered 25 examples, to begin 
shortly thereafter.
 The Sun Flyer 2 comes with a price tag 
of $US289,000 ($438,550) with a four-seat 
version now under development expected to 
cost $US100,000 more. 

Retired airliner drops in

Anon

Airbus says more than 2000 students al-
ready registered for its current round of 
Fly Your Ideas can now access to the digital 
competition platform in order to upload 
their ideas in round 1 of the competition.
 The sixth Fly Your Ideas competition was 
launched in June, and the next generation of 
innovators can now submit their proposals 
tackling one of the six challenges set out by 
Airbus: electrification, data Services, cyber 
security, internet of things, artificial intel-
ligence and mixed reality. 
 Students need to fill in an online ques-
tionnaire about their idea, highlighting 
the technology behind it, market analyses, 
originality, added value and potential ob-
stacles. In order to visualise the idea, the 
teams must also submit a simple sketch.
 The round 1 submission phase ends on 16 
November and is followed by an online as-
sessment where a team of Airbus specialists 
recruited from across the group will review 
and evaluate all submitted ideas. The live 
final of Fly Your Ideas will be held next year, 
where students will have the opportunity 

to showcase their ideas to an audience of 
industry experts. 
 Fly Your Ideas is a global competition 
for universities and students from all over 
the world to innovate for the future of 
aerospace. 
 Airbus is seeking ideas that could 
change aerospace in the decades to come 
and create a safer, cleaner and better-con-
nected world. 
 The competition is an opportunity for 
students to build valuable employment skills 
including teamwork, project management 
and presentation skills and to apply their 
classroom learning to real-world challenges. 
 As well as joining Airbus on site to fur-
ther develop their ideas, up to six finalist 
teams will compete to share a prize fund of 
€45,000 ($80,000) and the chance to take 
their idea forward within the industry.
 Since the competition was launched in 
2008, more than 20,000 students from 
some 650 universities in over 100 countries 
have been involved, and from 2012 the com-
petition has been supported by UNESCO. 

Ideas flying in from all over

A Cresco’s appearance has been restored 
thanks to clear coat protection. Apart from 
the brand new look, it’s also protected from 
the exposure to product runoff, along with 
the harshness of salt and UV rays. 
 Hawke’s Bay ag operator Rural Air 
Work, which applies all fertilisers and lime 
products, contacted one of Nano-Clear’s 
regional applicators to restore its unique 
pink Cresco. Josh Calder, owner and oper-
ator of Rural Air Work, says, “Nano-Clear 
has completely restored our plane. There’s 
also a huge decrease in cleaning time and 
maintenance—our clients can’t believe it’s 
the same plane!” 
 The product’s permanent clear coat sur-
face protection system is claimed to shield 
this aircraft’s surface and protect it for at 

least 10 years. Unlike a traditional polish, 
Nano-Clear is a single-component clear-
coat system that fills the pores and then 
completely covers the surface. 
 It is said to protect this aircraft and 
other assets such as transport, machinery 
and joinery on houses from abrasions, 
chemicals, minerals, dirt and salt, as well as 
significantly reducing vehicle cleaning and 
maintenance by 50 percent and rejuvenat-
ing colour and gloss.

Pink topdresser protected
Rural Air Work’s Cresco is expected to retain its extremely pink appearance for many years.

Nano-Clear

Avnews …
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Airports built on artificial islands are a 
good idea in principle, saving space in 
heavily populated areas and providing 
efficient transport options—that is unless 
an unforeseen calamity encroaches on the 
best-laid plans. 
 Such was the case in Japan on 5 Septem-
ber when Typhoon Jebi struck the island 
of Honshu and brought with it the usual 
destructive features witnessed in the latest 
northern hemisphere summer—strong and 
dangerous winds creating destructive mis-
siles out of building materials and shards 
of glass, abnormally high oceanic waves 
crashing over seawalls and torrential rain 
and flooding. 

Typhoon isolates Kansai Airport 
Osaka’s Kansai Airport lies submerged by the high tide and storm surge of Typhoon Jebi as well as 
being isolated when a tanker broke free and damaged the road and rail link (below).

The Asahi Shimbun via Getty Images

 All of this was experienced in Osaka and 
nearby prefectures with eight people killed, 
dozens injured and a million inhabitants 
evacuated. Kansai Airport was inundated 
and a sizeable tanker broke free of its moor-
ings and smashed into the roadway linking 
the island airport to the mainland.
 This stranded 3000 people at the airport 
for 24hr, compelling them to wait out the 
typhoon’s fury in sweltering conditions 
until authorities were able to restore infra-
structure services and order in the wake of 
the typhoon with characteristic Japanese 
efficiency and to allow people to resume 
their journeys.
 No doubt this incident will evoke some 
contingency thinking about future scenarios 
and how to mitigate for similar events. Per-
haps tunnels and standby power solutions 
could be in the offing. 
 The hurricanes of the North Atlantic 
and the typhoons of the North Pacific are 
essentially the same, incidentally—spinning 
anti-clockwise and opposite to cyclones in 
the southern hemisphere, their respective 
behaviours all due to the Coriolis force. 

Massey University School of Aviation wel-
comed the largest number of visitors to date 
to its annual Aviation Open Day on 15 Sep-
tember. The event was hosted in Massey’s 
brand new Flight Operations Centre, stage 
one of Massey’s Aviation Centre building 
project.
 Prospective students and families from 
all over New Zealand attended the event in 
Palmerston North and were shown around 
the centre, enabling them to experience 
first-hand the school’s aviation facilities and 
academic aviation programmes.
 The expansion to hangar, classroom and 
operations centre facilities has also seen the 
installation of the high-tech Diamond DA-
42 L360 simulator which will enhance the 
training capacity for Massey’s Bachelor of 
Aviation students and complements Mas-
sey’s current suite of simulation and flight 
training devices. 
 More than 120 prospective students 
toured the greatly expanded hangar facilities 
hosted by Fieldair. In addition, half of them 
were able to experience a trial flight in one 
of Massey’s Diamond DA 40 aircraft on a 
beautiful Manawatu day for flying. 
 Presentations were given by represent-
atives from Jetstar NZ, Airways NZ, Palm-

erston North Airport and a Customs and 
Border Security representative, and some 
lucky visitors also had a brief tour of the 
local control tower. 
 Construction of stage two of the Massey 
University Aviation Centre is expected to be 
completed by August next year, finally see-
ing the school’s academic faculty and flight 
instruction staff located under one roof for 
the first time. 

Massey open day busiest yet
Visitors and Massey’s flight instructors have landed at FoxPine.

Graduate flight instructor Betty Nimmo 
demonstrates features of the Diamond DA 40 
before undertaking another trial flight. 
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As engine and airframe makers try to meet 
growing demands for quieter aircraft oper-
ations, Boeing and NASA have tested an im-
proved engine nacelle liner that offers lower 
noise emissions as well as reduced drag.
 Initial results of the tests, completed in 
August on Boeing’s second B737-7 proto-
type, are yet to be fully analysed but already 
indicate better-than-expected acoustic 
and aerodynamic performance, say the 
researchers. 
 The technology could be applicable to 
current airliners such as the B737 but also 
might help reduce noise in next-generation 
short-duct inlet engines in the early stages 
of development for future aircraft such as 
Boeing’s proposed new midmarket airliner. 
 Shorter ducts are expected to mitigate 
the higher weight and drag of larger high-
er-bypass-ratio engines but have relatively 
less surface area inside the inlet available 
for sound-absorption treatment. The new 
low-drag acoustic liner (LDAL) design, 
evaluated on the B737’s starboard (no 2) 
CFM Leap-1B engine, could help offset this 
disadvantage while simultaneously min-
imising the inevitable drag impact of the 
special noise-reducing liners featured on 
all modern commercial turbofans.
 Developed and tested by NASA over the 
past seven years, the multi-degree-of-free-
dom (MDOF) liner represents one of several 
noise-reduction concepts studied under the 
agency’s Advanced Air Transport Technol-
ogy (AATT) project. Aimed at technology 
which, compared to a 737-800 with CFM56-
7B engines, could reduce cumulative noise 
margins by up to 52dB, the liner is one of 
several elements under evaluation by the 
AATT Aircraft Noise Reduction sub-project. 
Other noise-reduction concepts include 
designs for quieter undercarriages, slats 
and flaps as well as rotor and fan acoustic 
casing treatments.

Quest for 
quiet enginesVirgin Australia has achieved an Australian 

first with the successful completion of a trial 
to deliver sustainable aviation fuel, or biojet, 
through Brisbane Airport’s general fuel sup-
ply system. As a result of the trial, biojet has 
now been used to fuel 195 domestic and in-
ternational flights departing from Brisbane 
Airport, travelling more than 430,000km to 
destinations across Queensland, Australia 
and further afield. 
 Working in partnership with the Queens-
land government, Brisbane Airport Corpo-
ration, US-based biofuel producer Gevo 
and supply chain partners Caltex and DB 

Schenker, Virgin Australia led the procure-
ment and blending of biojet with traditional 
jet fuel for supply into the Brisbane Airport 
fuel infrastructure. 
 This marks the first time that sustainable 
aviation fuel has been delivered through the 
general fuel supply system at any airport in 
Australia and makes Brisbane Airport one 
of the few airports globally to achieve this.
 Biojet meets recognised international 
quality and safety standards and contributes 
to lower levels of carbon emissions com-
pared to traditional fossil jet fuel on a life 
cycle basis. It can be derived from sustain-

able sources including sugarcane bagasse, 
molasses, wood waste and agave, and it is 
already in use at Oslo and Los Angeles major 
airports.
 Virgin Australia says, “We are proud to 
lead the delivery of sustainable aviation 
fuel into the fuel infrastructure at Brisbane 
Airport and that Virgin Australia is leading 
the way in the production and use of sustain-
able aviation fuel in Australia. We recognise 
that there is a great opportunity to develop 
a thriving sustainable fuels industry which 
will help to reduce emissions and drive 
investment and jobs growth in Australia.”

Virgin fuels a first for Australia



www.aviationnews.co.nz Aviation News   9October 2018

Avnews …

Boeing revealed its B777X-9 to an invited 
media contingent at its Everett plant in 
Washington on 5 September. The green 
airframe, devoid of engines, avionics and 
tailplane, will be used to test structural 
strength and accuracy of the new design, 
which will include its wings, fuselage and 
landing gear struts and bogies. 
 Boeing has retained a duralumin fuse-
lage, but the wings are of CFRP, and when 
folded down to full span measure a stagger-
ing 235ft 5in. The hinged wingtips, locked 
into position for flight, contribute an extra 
11ft each side to the overall wingspan and are 
projected to deliver a 12 percent fuel saving 
benefit. It’s claimed the wingtips can flex as 
much as 26ft away from their normal posi-
tion and still maintain structural integrity.

Boeing displays static B777X-9
 A purpose-built autoclave of enormous 
dimensions was required to be designed and 
constructed to manufacture the new-gen-
eration wings, the innovative features of 
which are expected to deliver the ranges 
and capacities that Boeing claims for both 
variants: the B777X-9 is projected to carry 
350–425 passengers (depending on seating 
configuration) for a distance of 7550nm 
while its smaller sibling, the B777X-8, will 
carry 350–375 passengers the greater dis-
tance of 8750nm.
 The B777X-9 is scheduled to begin flight 
testing next year, with first deliveries in 
2020, while the B777X-8 is expected to be in 
service two years later. Airline giants such as 
Emirates, Nippon and Lufthansa are set to 
be the first customers, ordering substantial 
numbers of the two variants, with both to 
be powered by the GE7X engine. 
 These enormous twins are anticipated to 
finally do away with most remaining quads, 
and their future derivatives are also pre-
dicted to finally link Auckland and Sydney 
to London and New York non-stop—the re-
maining Holy Grail in commercial aviation.
 Airbus is naturally making similar pre-
dictions with a developed A350-900ULR 
derivative. 

Boeing’s prototype B777X-9 is revealed to the public media for the first time.

Christchurch Airport has launched a South 
Island Travel Store on Fliggy, a leading 
Chinese travel service platform and part 
of the Alibaba digital ecosystem, in a move 
designed to promote regional tourism and 
economic development. 
 Chinese travellers can plan and book 
their travel before they leave home or 
while they are touring through the South 
Island. The platform allows them to obtain 
information in Chinese about South Island 
visitor experiences and promotes bundles 
of experiences. 
 Fliggy has access to the more than 600m 
monthly active mobile users on Alibaba’s 
China retail marketplaces. 
 “This puts our South Island attractions up 
among many of the world’s top destinations, 
helping Chinese travellers find us, book 
where to stay and book the fun they want to 
have while they’re here,” says Justin Wat-
son, Christchurch Airport chief aeronautical 
and commercial officer.

 The launch builds on an existing collab-
oration which started about 18 months ago 
between Alibaba and Christchurch Airport. 
 “Our presence on Fliggy will allow South 
Island tourism operators to better target 
Chinese tourists and provide a better ser-
vice to them, by giving them more of what 
they want, based on their use of the Fliggy 
platform,” says Mr Watson.
 The work is being done in association 
with the South Island’s 13 regional tour-
ism organisations under the SOUTH pro-
gramme which is now working with more 
than 800 businesses, representing more 
than 4700 locations around New Zealand.
 As part of the collaboration with Alibaba, 
many South Island tourism operators are 
already using Alipay, China’s largest mobile 
and online payment platform which is op-
erated by Ant Financial, a related company 
of Alibaba. Alipay allows Chinese visitors 
to pay for services in the way they are most 
familiar with and prefer to use at home.

Connecting with Chinese customers
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Christchurch International Airport chief aeronautical and commercial officer Justin Watson explains 
the Fliggy platform to Chinese and other travel executives while one of his audience gives the app 
a trial run.
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From the early days of aviation in the 
UK to today, the airfield at Farnbor-
ough in Hampshire has been a centre 

of research and innovation, as ably covered 
by Peter Cooper in last month’s NZ Avia-
tion News (page 16) where he details the 
trade days and exhibitions from the recent 
airshow as well as briefly examining the 
site’s past. 
 From my point of view as an attendee at 
the public display days, however, Peter’s 
closing sentiment of “bring on 2020!” is one 
I cannot share. 
 This is no criticism of Peter’s coverage. 
A knowledgeable and insightful journalist 
is Mr Cooper and his excellent coverage 
does the trade show justice, but for those 
who have been to previous Farnboroughs 
the public days were a big disappointment.
 I had been warned about this. The people 
I was staying with were former aviation 
industry folk who had stopped going to the 
public days at Farnborough because the 
show had become bland and uninteresting. 
 This intrigued me, however, as I won-
dered how one of the world’s premier 
aviation showcases could change so much. 
I had been before, both during trade and 
public days, and had thoroughly enjoyed 
the spectacle. Nevertheless, on the morning 
of the show I hopped into my rental car and 
blatted down the M25 from East Sussex to 
Hampshire and the airshow.
 On arriving in the vicinity of the airfield 
around 9am, I was expecting traffic, much 
more than there was. I was pleasantly sur-
prised to find that there were no queues and 
no delays. After being directed around what 
seemed like half of Hampshire I arrived 
in the public carpark, which was packed, 
attesting to the popularity of the show. 
 A courtesy bus took eager attendees to 
the public areas. There were lots of people.
 Entry to the event was rather pricey, 
however. At £50 ($100) per adult it was an 
expensive day out for a family. Luckily there 
was plenty to see and do for the targeted 
demographic. 
 Farnborough is a big site and walking from 

one end of the display arena to the other, 
where the trade stands and static display air-
craft from the trade days were located, took 
the better part of two hours. At the furthest 
end of the field was the Red Bull Display 
Team with its eclectic mix of machinery that 
had dazzled at the previous weekend’s Flying 
Legends airshow at Duxford. 
 Not present at Duxford were a Dornier 
Alphajet and MBB Bö 105 helicopter whose 
display at Farnborough defied convention-
al rotorcraft flight with a series of aston-
ishing aerobatic manoeuvres.
 Past rows of one-percenter business jets 
from Bombardier, Dassault and Gulfstream 
to remind the public of the gulf between 
what the majority could afford and what 
they couldn’t, at the corporate marquees was 
only a smattering of what had previously 
been on show during the trade days. 
 In fact the trade enclosures were all 
closed with only a handful of airframes here 
and there from the industry giants. Those 
open for public perusal were universities 
offering child-friendly exhibits. None of the 
big players bothered allowing the public to 
grace their neatly carpeted enclosures. 
 In the hardware display area outside, Ital-
ian conglomerate Leonardo was out in force 
with airframes such as a special mission 
ATR-72 and examples of the Alenia Aer-
macchi M346 Master two-jet trainer. Agusta 
Westland’s range of helicopters brightened 
up what was a military grey palette.
 As with previous shows, warbirds and 
vintage aircraft were out in numbers, 
providing contrast to the pointy combat 
machines in the trade stands, but pho-
tography was awkward with the aircraft 
being surrounded by metal barriers and 
advertising flags fluttering in the gentle 
breeze, providing an unwelcome backdrop 
to a potential photo opportunity. 
 I joined hosts of photographers in playing 
the barriers, flags and ground service equip-
ment avoidance game when composing 
shots. A Hawker Typhoon rebuild project 
garnered much attention, with a fuselage 
section and Napier Sabre engine case on 

show.
 Within the brightly presented and busy 
airshow brochure there was all one needed 
to know about what to see and do at Farn-
borough, but somewhat ominously, the 
flying display programmes were vague and 
(probably) deliberately ambiguous as to 
what was going to appear at what time. 
 Attendees were referred to plasma dis-
play boards offering video footage of what 
was happening airside and display times 
and other information. These were dotted 
around the site, providing an instant refer-
ence point for information—smart idea.
 The Sunday airshow programme offered 
a mix of participants which, given the variety 
of aircraft on static display, paled in com-
parison. Where were the latest combat jets? 
The advanced airliners? 
 The only airliner display was the A350 
and there were no fast jets but for an F-16 
and a Harrier, both yesterday’s technology 
and, although they were good to witness—
the Harrier in particular—the “boom” factor 
was just not in attendance. Come show time 
I positioned myself at the runway threshold 
rather than display central, owing to the 
sheer size of crowd. The Farnborough dis-
play line is long but jam-packed with people, 
leaving few gaps. 
 Owing to a lapse in judgment I had left my 
big 600mm lens behind, which was a curse 
since I soon came to realise that despite the 
wide open spaces, the aircraft were quite 
some distance and height from the flight 
line and their display box was massive, with 
machines disappearing from view to reposi-
tion themselves for another pass. Without 
specialised camera equipment, I could only 
marvel at what photographs I could have 
taken! My 200mm lens just didn’t cut the 
mustard. 
 With aircraft blighted by mechanical fail-
ure, the display sequence was changing by 
the minute. This is something that happens 
at airshows and was not in itself disappoint-
ing, but how the display directors handled 
these last-minute hiccups left much to be 
desired. 

Foiled at Farnborough:
The disappointing public airshow days

Grant Newman report and photographs

 As acts were shuffled time went by and 
there were gaps, big ones, in between each 
display. When the display Harrier went 
U/S, the wait for a replacement took almost 
three-quarters of an hour and then the Red 
Bull air racing team which looked so very 
far away re-emerged, requiring inflatable 
towers to be erected, all of which took time. 
 For the second time within an hour, this 
display failed to have the impact desired and 
I took the opportunity to find food.
 Vintage aircraft such as the Blenheim 
and Spitfire duo, although fascinating to 
warbird enthusiasts, were rather lost in 
the big pattern at Farnborough, and it just 
wasn’t worth bringing the camera to bear. 
In an intimate setting such as at the Shuttle-
worth events at Old Warden, The Great War 
Display Team is thrilling with its Triplane 
reproductions and vintage sounds echoing 
about the arena. At Farnborough they may 
as well have been over the Western Front! 
They looked sorely misplaced.
 To compensate for the lack of a Harrier 
display, a big drawcard since the type had 
retired from British service, the Spanish 
navy example in the static display was col-
lared and barriers were removed, and people 
shuffled to the side to enable the machine to 
be placed centre stage. Again, however, this 
took considerable time before this impres-
sively noisy aircraft could begin its routine. 
Those big inflatable Red Bull pylons had to 
go, which meant more time waiting; waiting 
and staring at nothing.
 The Red Arrows, a perpetual crowd 
favourite, filled the entire display box with 
smoke which made it impossible to see 
anything for some time afterwards. The big 
shiny new Airbus A350-1000XWB put on 
a marvellous display of low-speed manoeu-
vring. Seeing a big airliner being thrown 
about is always a thrill, but disappointingly, 
as relayed earlier, it was the only one, bar a 
Boeing 727 scheduled for later. 
 A B727? An odd choice, in my opinion. 
Then, with stirring around the Harrier, I 
positioned myself closer to display central. 
By this time I had made the decision that 
I was going to leave Farnborough as the 
Harrier finished; I had had enough.
 Predictably, the Harrier display was as 
exciting as it had been the many times I 
had witnessed it in the past when I helped 
manage an airshow in Scotland. The right 
mix of high-speed passes and noisy hovering 
manoeuvres, but again, with display height 
in the stratosphere, it was further away than 
I’m sure many would have liked. Neverthe-
less, it was great to see this unique machine 
being put through a routine again. 
 So that ended Farnborough 2018 for me. 
Owing to the high number of attendees, 
leaving early to avoid the inevitable traffic 
queues was sensible and I noticed I wasn’t 
the only one. 
 My host friends were right—it had not 
been worth the effort, but had I not gone I 
wouldn’t have experienced that for myself. 
 Farnborough’s public display days are 
themed as a family day out—an eye water-
ingly pricey one which, because the big trade 
players there during the week did not attend 
except for the solitary Airbus A350 in the 
flying display, it was just another airshow 
in a rather busy airshow packed summer, 
with nothing unique to offer. 
 The frequent changes to the display 
schedule might not have been so noticeable 
if the display organisers had had a contin-
gency plan, but the lengthy gaps in the flying 
made for a tiresome afternoon needlessly 
staring into an empty sky. 
 No, I’m not tempted for 2020.

The impossibly shiny Red Bull P-38 and B-25 await their turn to fly. A most impressive sequence.

The Leonardo stand displays a passenger-
carrying tilt rotor concept model.

The Spanish navy Harrier is dragged from the static display area to take 
the place of an Italian example that went U/S.

A Hawker Typhoon awaits care and attention while T-shirts and coasters 
are sold to raise enough funding to do so.
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ww.tracplus.com/rockair-one-plus-half

Buy one get one half price on 
RockAir with TracPlus

The return of winter

It happens every year, but that doesn’t seem to help—just when everybody’s starting to 
think spring might actually be going to put in an appearance, September brings a cold 

snap. Last month’s inevitable occurrence brought out the snow-clearing machinery and 
cheers from the Otago snow fields, but not before airline disruptions at Queenstown 
brought movements to a halt,

 We offer a selection of late-winter images  while sparing a thought for those who 
had to go out in this weather to clear the snow—and for the anonymous photographers.
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1954 CESSNA 180 SKYWAGON : ZK-BFT 4938 hours since new. 
10 hours since complete restoration 2017. 0-470-k engine: 815 
hrs since major o/haul. Bulk strip 2016. 685 hrs to run. Fully SID’s 
compliant · Fresh 100 hr & annual March 2018 · New c of a April 
2016 · 818 lbs usefull load · Annual review of airworthiness Jan. 
2019. ASKING: $219,500.00 +GST IF SOLD IN NZ. IMMEDIATE 
DELIVERY. ALL SERIOUS OFFERS WILL BE CONSIDERED

1985 PIPER MALIBU ZK-MPG 1985 Piper Malibu – Just arrived. 
6 seats. 310 HP. Pressurised.IFR. De-iced Insight Graphic Engine 
monitor. Exterior rated 7+/10. Interior rated 7/10.  
Asking $299,500.00 +GST if sold in NZ 

PACIFIC AEROSPACE CT4-A : ZK-LJH 1975 CT4-A. Ex RAAF, 
always hangared, Utility Rear seat, 4 point harness, Dual controls, 
Full Gyro Panel, HSI , Continental IO-360-H engine 1040 Hrs Since 
O/H & Hartzell. Prop, COM, ADF, Transponder. 5759 Hrs SN.  
Asking price: $125,000.00 Incl. GST (if any)

PAPA 51 THUNDER MUSTANG : ZK-TMG 2005 Model. 420 Hours 
TTSN. Hangared at Ardmore Airport.  
Asking: USD$275,000.00 SERIOUS OFFERS CONSIDERED

1998 PAC-CT4-E AIR TRAINER : ZK-PTA 6445 hrs since new. 
300 HP engine. 385 hrs since o/haul 2013. 3 Blade Prop. Ex-RNZAF. 
King IFR Avionics. Standard CAT C of A.  
Asking: $225,000.00 Incl. GST - ** Immediate Delivery **

1974 SCOTTISH AVIATION BULLDOG T1 MK-1 8190 Hours since 
new. Aerobatic. Lycoming 200 HP. 330 to run. Hartzell constant 
speed prop. Full Gyro panel. Complete records. Former RAF trainer. 
Asking: $39,000.00 incl GST if any. Owner prepared to consider all 
reasonable offers.
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Dennis Thompson

inTernaTional limiTeD

Aircraft export & import specialists – 50 years New Zealand agent for Eurofox: www.Aeropro.Sk  Hangarage & parking available at Ardmore

Full Specifications can be viewed on our website www.DtiAircraftSales.com     
Phone (09) 298 6249  l  Fax (09) 298 4440  l  Mob (029) 4923 160  l  Email dennis@dtiaircraftsales.com

11

5

4

2

3

“Celebrating 50 years at Ardmore & 51 years Aircraft Sales and Acquisitions”

Ron Tannock has been around avi-
ation all his life. His father served 
with the RAF during WWII and 
when on leave would bring home 

models of Lancaster and Whitley bombers, 
carved from wood during the long dark eve-
nings in such places as Reykjavik in Iceland 
and Limavady in Northern Ireland. Ron 
spent many hours talking aeroplanes and 
later building and flying model aeroplanes 
with him. 
 Another strong influence was the close 
proximity of Prestwick Airport to where he 
grew up, southwest of Glasgow, Scotland. 
Born in 1937, Ron was the right age to 
appreciate the postwar USAAF and RCAF 
traffic from across the Atlantic to and from 
Europe. 
 The big British, American and European 
carriers used Prestwick as a refuelling stop 
from Europe to the USA so the latest hard-
ware, military and civil, was always on show. 
The year-round naturally fog-free nature of 
Prestwick provided a haven for aircraft when 
Western Europe’s airports were clamped 
in by low visibility—a common occurrence 
before the Clean Air Act. To see four-engine 
Constellations, DC-7s, Stratocruisers and 
Britannias bearing Pan Am, KLM and the 
like along the fuselage certainly set a boy’s 
heart beating faster. “The glamour of flying 
away to strange places is what appealed to 
me.”
 Straight out of school at 18, Ron joined 
Scottish Aviation as a design apprentice—
six months at university, six months in the 
factory for four years. “The education was 
free and I earned enough to live on during 
summer.” Those were the days.
 From 1947 Scottish Aviation produced 
such aircraft as the Prestwick Pioneer and 

the Twin Pioneer, Jetstream and Bulldog. 
The main factory building was formerly the 
Palace of Engineering at the 1938 Empire 
Exhibition in Bellahouston Park, Glasgow, 
and still stands at Prestwick Airport. 
 In 1977 Scottish Aviation joined with 
BAC, Hawker Siddeley Aviation and Hawker 
Siddeley Dynamics to form British Aero-
space (BAE). Today BAE Systems retains 
a facility at Prestwick for its BAE Systems 
Regional Aircraft Division, with the adjoin-
ing main manufacturing site sold to Spirit 
Aerosystems in 2006, producing compo-
nents for Airbus and Boeing. 
 Ron had long left the company by this 
time. Having completed his degree in 
1962, he joined the de Havilland Division 
of Hawker Siddeley Aviation at Hatfield as 
a flight test engineer—“a great job”.
 The manufacturer had two aircraft un-
dergoing certification flight testing at the 
time—the Hawker Siddeley Trident, the 
second-generation jet transport for British 
European Airways, and the Hawker Siddeley 
125, a successful twin-engine business jet. 
 It was a different world from Scottish 
Aviation—test flying at M0.8 in a Trident 
from Hatfield to the north of Scotland and 
back in no time at all was a different game 
from “puddling around the Firth of Clyde 
in a Twin Pioneer” at 110kt. The work was 
fascinating and Ron was made to feel very 
welcome by the team at de Havilland’s de-
spite his “foreign” accent. 
 One of Ron’s great learning experiences 
came when the Trident’s Rolls-Royce Spey 
engine in the centre position caused major 
headaches when it started surging at top of 
descent. This could have caused two major 
problems: the bang scared the life out of 
the passengers at the back of the cabin; and 

significant cost could be incurred if any of 
the spinning parts touched parts that were 
not spinning. 
 The de Havilland approach in finding a 
solution through disciplined problem solv-
ing was to stay with Ron right through his 
career.
 The 125 was not without its own engine 
problems. The Bristol Siddeley Viper was 
temperamental when being relit at altitude, 
and it took many test flight hours for the 
powerplant designers to set the correct fuel/
air ratio. 
 The job was interesting and so were 
the people. Ron well remembers the chief 
test pilot, John “Cat’s Eyes” Cunningham, 
a WWII night fighter ace. His nickname 
was coined by the British press, along with 
rumours of his eating plenty of carrots, to 
explain his successes and avoid communi-
cating the existence of airborne radar to the 
enemy. By the end of the war he was a group 
captain with 20 kills, three probables and six 
damaged. 
 Rejoining de Havilland as a test pilot 
postwar, he flew the world’s first jet airliner, 
the de Havilland Comet. He died in 2002. 
Cunningham didn’t like the nickname, and 
Ron remembers enquiring about it when 

talking to Brackstone-Brown, the chief flight 
engineer. “Bracks advised me not to call 
Cunningham anything other than John if I 
had hopes of flying with him again.”

by Nicholas McIndoe
Air Atlantique of Coventry owns and flies this 
Scottish Aviation Twin Pioneer, wearing its 
original Empire Test Pilots’ School colours. A 
total of 87 were built, mainly for military use but 
also flown by civil operators in 21 countries.

GoogleA lifetime in aviation

Ron Tannock collection

Air New Zealand received the first of its five B747-219Bs in May 1981. Ron says that despite early 
bearing issues with the Rolls-Royce RB211 engines, the 747 is a “good aeroplane”, as evidenced 
by the type’s (-200 and -400) 33-year service with the national carrier. His car at the time wore the 
registration RR747.

Air New Zealand file photo

 On 10 June 1965 the Trident made the 
first automatic landing by a civil airliner 
in scheduled passenger service, and the 
first genuine “blind” landing in scheduled 
passenger service on 4 November 1966.
 Fog was a major problem at UK airports, 
with delays inevitable when Category 1 ILS 
was in place (Cat 1 = 200ft decision height 
and 600m runway visual range, RVR). 
 The Trident offered a solution. Its au-
toland system pioneered the use of lower 
landing minima, namely Cat 2 (100ft deci-
sion height and 400m RVR) and eventually 
zero-zero or Cat 3 conditions.
 Ron considers his time at Scottish Avia-
tion and de Havilland as “great training” for 
his next move—to New Zealand.
 He joined NAC as assistant technical su-
perintendent in Christchurch. “It was great. 
New Zealand is so far away from everything 
and it gave me the freedom not to be worried 
about ‘Oh that’s someone else’s job’ or ‘Let’s 
talk to the manufacturer!’
 “My boss, Peter Clayton, allowed me 

to blossom and the CEO, Doug Patterson, 
was very forward-thinking. He would move 
young people from department to depart-
ment if they had the right attitude.”
 Ron worked in a number of positions at 
NAC, and one that took him right out of his 
comfort zone was passenger services man-
ager at the airline’s Wellington head office. 
“It was still called the ‘traffic department’, 
managing ground staff and the cabin crew. 
I held this position from 1971 to 1974—the 
chief hostess (you wouldn’t get away with 
using that term nowadays) was in charge 
of training; I was in charge of making sure 
it happened.
 “Moving around the organisation pro-
vided the opportunity to learn what ex-
pectations the next person in the delivery 
process of the travel experience has—flight 
operations people have clear expectations of 
engineering and maintenance as do people 
in in-flight services and vice versa. Perfor-
mance improves immensely when everyone 
understands what is expected.”
 Ron also spent time as manufacturing 
manager back in engineering. “I was in 
charge of trying to get the company more 
outside work—for example NAC built wings 
for the CT-4 Airtrainer.”
 And finally tech services and quality 
manager. “I was never really comfortable 
with that combination of functions; it wasn’t 
necessarily the right thing to do.”
 When NAC was merged with Air New 

After a SAFE Air Argosy suffered an 
undercarriage collapse on landing at Blenheim, 
one was leased from IPEC in Australia. 
It remained with SAFE Air until the airline 
stopped flying in 1990. Ron Tannock greets the 
ferry crew on its arrival in New Zealand.

A Hawker Siddeley Trident in flight. Fog was 
a major problem at UK airports but the Trident 
offered a solution, making the first genuine 
blind landing in November 1966.

Google
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THE WATER JETTING EXPERTS

Contact Hamish Coop on 021 316 844 or visit www.aquamax.co.nz

Aircraft Paint Stripping 
Over the last fifteen years Aquamax has stripped in excess 
of 180 aircraft using its unique water jetting process.
 
Benefits:

· Non abrasive
· No chemicals
· No fumes

· Retains surface history
· Uses only �ltered, clean water
· Nationwide service

Zealand in 1978, Ron was appointed to the 
position of aircraft maintenance manager 
(DC-8 and DC-10 airframe maintenance), 
followed by chief engineer (maintenance, 
overhaul and line operations of all interna-
tional aircraft including the introduction of 
the B747 fleet).
 “At the time of the merger they moved 
me to Auckland and Jim McCrea to 
Christchurch—they swapped us around,” 
laughs Ron.
 “I was chief engineer when Erebus hap-
pened. I remember it clearly and with great 
sadness.” He was the first witness from Air 
New Zealand at the subsequent Royal Com-
mission of Inquiry.
 “The 747 was a good aeroplane. We were 
given a very short time for its introduction, 
less than a year, and then three aircraft in 
three weeks. Early in the piece the Rolls-
Royce RB211 engines were having bearing 
issues—they would vibrate and then activate 
the engine fire system. 
 “Engineering and flight operations 
worked very closely, meeting with Boeing 
and Rolls-Royce regularly, in an effort to 
understand the problem and listen to the 
proposed operational and technical fixes 
and keep maintenance people and flight 
crews in the loop.”
 The problem was sorted but not before 
other issues arose—it was hard for some 
Air New Zealand Mk 1 people to accept the 
switch from Douglas to Boeing. “Couple 
that with being the only domestic guy at 
the international maintenance base and 
then overlay a whole series of industrial 
problems.”
 Ron recalls that some stressful times re-
sulted. “I’m sure Jim experienced the same 
down in Christchurch.”
 The rest is history, as they say, and the 
B737, 767 and 747 went on to reliable, safe 
and long careers with Air New Zealand, and 
eventually the domestic versus international 
rivalry settled down.
 In 1983 Ron moved to Blenheim as gen-
eral manager of Straits Air Freight Express 
(SAFE Air). “When I was first told that I 
would be overseeing a cargo airline operat-
ing Bristol Freighter and Armstrong-Whit-
worth Argosy aircraft I said, ‘You’ve got to 
be joking.’ Eventually they convinced me to 
come down.”
 His role included responsibility for 
the management of the airline as well as 
development of the aircraft maintenance, 
overhaul and refit/modification businesses.

 Times were changing and the word 
“Rogernomics” entered the vocabulary. 
This meant a change of rules and regula-
tions in many different areas of commerce. 
Transport did not escape and, in an effort 
to promote competition, the protection 
afforded air and rail transport was stripped 
away. Road transport was released from its 
distance limiting rules and the air and rail 
monopolies were told to become corporate 
in their approach to life. 
 SAFE Air’s three main cargo customers—
New Zealand Rail, New Zealand Post and Air 
New Zealand—started to look seriously at 
their operating costs and how best to reduce 
them. In addition to Rogernomics, rail had 
been developing the roll on–roll off capabil-
ity across Cook Strait, thereby removing the 
need for multiple intermodal interchanges. 
The point of difference offered by air trans-
port was cancelled out by the ability to use 
one wagon all the way from Christchurch to 
Wellington and beyond, which was far more 

efficient. 
 Air NZ had quick-change capability in 
its B737 fleet and so it felt it could handle 
the cargo traffic carried by SAFE Air and 
“marginally” cost it rather than pay a fully 
recovered cost to SAFE Air. NZ Post could 
see the writing on the wall and, while it still 
wanted an air service, it did not want to be 
SAFE Air’s only customer thus paying all the 
overheads. 
 Eventually, one by one the customers left 
as less expensive ways were found to meet 
their needs. 
 SAFE Air ceased flying and became a 
maintenance facility—the engineers got 
more work, many of their pilots went to Air 
Nelson and Eagle Air which were expanding, 
and Ron landed his “dream job” as general 
manager operations international, back with 
Air New Zealand in Auckland. 
 He spent the last 10 years of his career 
in this role and was responsible for flight 
operations, inflight services, passenger ser-

Ron Tannock at home in Blenheim, looking relaxed in retirement. He spent an unbeatable 45 years in aviation, from 1965 in New Zealand, holding a 
number of positions at NAC and, following the merger, with the national carrier until 1983. After managing SAFE Air he rejoined Air New Zealand in his 
“dream job” in 1990 and stayed for another 10 years.

Jim Tannock

vices, load control, network logistics (crew, 
aircraft and airport control and coordination 
over the network) and coordination of tech-
nical and service delivery activities with Star 
Alliance partners.
 “I really enjoyed my 10 years in Auckland. 
There were challenges such as those with 
Star Alliance—how were we actually going 
to do it and make it all work? The marketing 
people had made all these promises and 
then handed a ‘hospital pass’ to operations!
 “One highlight was the planning involved 
in organising to carry Her Majesty The 
Queen and her entourage to New Zealand 
for CHOGM 1995. It was the first time she 
had ever flown commercially.”
 Ron retired in 2000, before the Air NZ/
Ansett Australia business. He has since lived 
in Blenheim with his wife Rhondda, to be 
close to their grandchildren. He shows no 
signs of slowing down, either, and is kept 
busy enjoying a couple of classic cars and 
the Twin Pioneer project.
 The Twin Pioneer is a product of his first 
employer, Scottish Aviation. “It’s not a well-
known aeroplane,” says Ron. “It’s a STOL 
aircraft and was the first RAF type to fire a 
guided missile—during the Malaysia-Indo-
nesia Confrontation of 1963–1966.”
 His Twin Pioneer newsletters are ar-
chived on the Royal Aeronautical Society 
Prestwick Branch’s website and he partici-
pates in the Twin Pioneer Group’s Facebook 
page.
 Although not current “because I haven’t 
been practising”, Ron was a chartered en-
gineer and was a fellow of the RAeS and a 
past president of the RAeS New Zealand Di-
vision. He is also a former deputy chairman 
of the Aviation, Tourism and Travel Training 
Organisation (ATTTO) and a former mem-
ber and chairman of the CAA and Avsec for 
four years.
 In 1976 he received the RAeS Geoffrey 
Roberts Award and a Meritorious Award 
in 2014. In what he describes as a “great 
honour for an engineer”, Ron received the 
Guild of Air Pilots and Navigators Jean 
Batten Memorial Trophy in 2007.

Gp Capt Graeme Gilmore (blue uniform), 
accepts the donation of a SAFE Air Bristol 
Freighter from Ron Tannock (left) for the Air 
Force Museum of New Zealand.

Ron Tannock collection
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Air Chathams started operations 34 
years ago as an air service based 
on Chatham Island to link its 
remote communities to the New 

Zealand mainland. Established in Septem-
ber 1984 by Craig Emeny, it received much 
support in those early days from the Pitt 
Islanders, including Bernice Lanauze, a 
matriarch of the group’s second populated 
island 22km across Pitt Strait southeast of 
the main Chatham Island. 
 Today the airline operates scheduled 
passenger services between Chatham Island 
and mainland New Zealand, along with pas-
senger routes linking Auckland with Whaka-
tane, Whanganui and the Kapiti Coast, plus 
domestic freight and charter operations the 
length of the country. A Cessna 206 service 
continues to link Pitt and Chatham Islands.
 The Chatham Islands are situated in 
the South Pacific Ocean, 470nm east of 
Christchurch and 45 minutes ahead of the 
rest of the country, on the other side of 
the 180deg meridian but on the same day, 
thanks to a kink in the international date 
line. Of the group only Chatham and Pitt 
are inhabited, with a combined population 
of 600. The other dozen or so scattered islets 
are conservation reserves with restricted or 
prohibited access.
 The Chathams are steeped in history, go-

ing back many centuries with Rekohu’s Mo-
riori original inhabitants who had developed 
a pacifist culture. The inevitable European 
“discovery” was by chance, with Capt Wil-
liam Broughton of HMS Chatham arriving 
in November 1791. Sealers and whalers soon 
followed, leading to the elimination of seals, 
an important Moriori food source, along with 
further reduction in the indigenous popula-
tion through introduced diseases. 
 Far more serious was the 1835 invasion 
by Taranaki Maori from Wellington. As a 
result of genocide and slavery, only 5 percent 
of the original Moriori population of 2000 
were alive by 1862, although the culture is 
currently enjoying a renaissance with several 
thousand mixed ancestry Moriori alive today.
 Air services to the Chathams started in 
postwar years with flying boats alighting on 
the largest natural feature, the 16,000ha Te 
Whanga Lagoon. Sunderlands were operat-
ed by both NAC and the RNZAF, as well as 
TEAL Solents and the occasional chartered 
Ansett Sandringham using the lagoon. 
 Following the withdrawal of the TEAL 
flying boats, the RNZAF maintained an 
infrequent service. Short Sunderland MR5 
NZ4111 was damaged beyond economical 
repair when it hit a rock while taxying for 
takeoff from the lagoon on 4 November 1959. 
Stripped of usable parts by the RNZAF, the 

airframe was dismantled and used as sheds, 
but it is presently being reassembled at Kain-
garoa in the northeast of the island. 
 (That wasn’t a good year for RNZAF 
Sunderlands, with NZ4113 having been 
damaged on 26 October when it ground the 
keel away on Wellington’s new runway at the 
gala air day to open the airport.)
 A 1425m grass airstrip was established at 
Hapupu, on the eastern side of the lagoon, 
used by SAFE Air Bristol Freighters from 
Wellington—and later Christchurch—after 
the last RNZAF flying boat service on 22 
March 1967. A passenger capsule provided 
some measure of comfort, but the Hapupu 
airfield was rather isolated and limited, with 
access to Chatham Island’s main settlement 
Waitangi achieved by fording a shallow part 
of the lagoon by 6x4 ex-army truck and trail-
er nicknamed the “Yellow Submarine” until 
a road was put through around the north of 
the island. 
 A 1360m sealed runway was built clos-
er to town, 20km by road northeast of 
Waitangi, on Karewa Peninsula near the 
former Waikato Point flying boat base. Inia 
William Tuuta Airport, named in honour of 
a Chatham Islander, was opened on 30 June 
1981 by Prime Minister Robert Muldoon, 
and the first SAFE Air Argosy landed a year 
later in June 1982. 

 Craig Emeny’s connection started with a 
Mount Hutt Aviation job in January 1982, 
flying Cessna 180 ZK-BEZ to Chatham Is-
land to begin transporting live crayfish for 
the Chatham Island Packing Company and 
to check the viability of transporting live 
crayfish between Pitt and Chatham Islands, 
as well as other general aerial work.
 Pitt Island is named after John Pitt, First 
Lord of the Admiralty at the time, 2nd Earl 
of Chatham and older brother of William 
Pitt the Younger. The original Moriori name 
for Pitt Island is Rangiaotea.
 The air operation continued with Cessna 
180K ZK-EYH, based at an airstrip at Owenga 
near Chatham’s southeastern corner, from 
July 1982 to January 1984 when it was sold 
to the packing company. The whole operation 
folded a short time later and Craig decided 
to go it alone. In September 1984 he bought 
Cessna 337F ZK-TAI to transport the crayfish 
and freight, at first operating with Napi-
er-based East Air’s licence, and in March 
1985 the airline gained its own air taxi and 
charter licence and launched Air Chathams. 
 Two years later ZK-TAI was out of the 
air for a period after a nosewheel collapse 
on Pitt Island’s Waipaua strip. Within seven 
days Craig had another Cessna 337 lined 
up, this time P337G Super Skymaster II 
ZK-TSH, a pressurised turbocharged model 

The Emeny family’s airline
by Peter Clark

Part 1: Remote island lifeline
The mainstay of Air Chathams’ service to the remote eastern island is the Convair 580, introduced 
on the route in 1996 and still thought to be the ideal aircraft, robust and able to carry good loads of 
passengers and freight in many combinations..

John King

John King

Paul Harrison collection

RNZAF Short Sunderland NZ4111 was holed by a rock while taxying 
for takeoff on Te Whanga Lagoon on 4 November 1959. Deemed 
uneconomical to repair, it was stripped of engines and other parts and 
the hulk was sold locally, to be dismantled and used for sheds scattered 
around Chatham Island. It is now a reassembly project at Kaingaroa in 
the island’s northeast (right).

Above: Restrictions, restrictions, always 
restrictions!
Below: Utterly remote is the Waipaua airstrip on 
Pitt Island. Craig Emeny originally used Cessna 
337s to fly direct from here to Gisborne.
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Peter Clark

Pitt Island’s Waipaua strip can be hard on aeroplanes …
… and windsocks. The current C206 ZK-KAI is the fourth light aircraft on the Pitt service. C337s 
ZK-TAI and TSH both came to grief on this airstrip, and C206 ZK-DOA ditched with engine failure. 
None of the Chathams mishaps has ever resulted in injuries.

Peter Clark

John King

John King

Te Awapatiki at Hikurangi Channel, the Te Whanga Lagoon outlet, is a particularly historic Chatham 
Island site. In 1835 a hui was convened here to discuss the Maori invasion, but despite their 
knowledge of the Maori predilection for killing and eating the conquered, the elder Moriori chiefs 
upheld the law of Nunuku, their pacifist culture developed over centuries. The result was disastrous.

Craig Emeny emerges from a  loaded ZK-TSH.
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with a Robertson STOL kit previously owned 
by racing driver Chris Amon. 
 Those early days saw Craig head off from 
the Waipaua airstrip to Gisborne with a load 
of Pitt Island crayfish, then heading back 
with fresh produce and general cargo—many 
hours of lonely flying across the large South-
ern Pacific Ocean but providing a lifeline for 
the Pitt Islanders.
 But the Waipaua strip again took its toll 
and in September 1988 ZK-TSH was caught 
by windshear on takeoff and ran into scrub 
and fern, badly damaging a wing and twist-
ing the fuselage, a write-off. Its replacement, 
Cessna U206F ZK-DOA, was registered to 
Air Chathams on 8 September 1989.
 The Waipaua airstrip is 25nm from the 
main Tuuta Airport. The two-island aerial 
connection is considered by the islanders 
as their lifeline—a flying general store, 
an animal and passenger carrier and air 
ambulance—with the irony of the C206 
registration not lost on them! 
 The author’s connection with Pitt Island 
goes back to mid-1987 as an audio operator 
with TVNZ. We flew to Chatham Island in 
Safe Air Argosy ZK-SAF with the airline’s 
veterans Bob Guard and Bill Ashley to make 
a documentary of the island life, The Pitt 
Islanders, with the 70 residents at that time. 
 Included in the filming was a local wed-
ding that took place as part of the life at 
the small community church and the local 
school on Pitt. An interesting aspect was also 
living in a local farmhouse and sampling Pitt 
Island activities. Weka hunts, fishing and 
the strong community living and seeing the 
Emeny family living on their island were all 
part of the documentary. 
 Many of the wedding guests, plus our 
four-strong TV crew with 420kg of gear, 
were flown to an alternative landing strip 
close to Flowerpot on Pitt. On one occasion 
we had an early-morning run in ZK-TSH to 
the Chatham Island hospital in Waitangi, 
transporting a young Martin Hunt who had 
rearranged his fingers in a motorbike chain 
mishap overnight. The alternative boat trip 
between Pitt and Owenga could take up 
to two hours, depending on the boat, the 
skipper and the weather conditions.
 Today the Emeny family still has strong 
ties with Pitt Island, from being children 
then to now being the backbone of the 
Emeny family airline. Air Chathams has the 
family as part of its current operations—son 
Duane is the general manager, his younger 
brother Matthew is currently a copilot on 
the Convair, flies the C206 on the Pitt Island 
run and is a strong resident of the islands. 
 CEO Craig is a very active pilot and his 
wife Marion, also a shareholder with him, 
is a key part of the airline’s operation in an 
administration role at the Chatham Island 
head office where they have a home at Te One.
 Currently the airline’s main Chatham 
base is at Tuuta Airport but with a large 

operational and maintenance hangar at 
Auckland International Airport, rapidly 
growing as the fleet expands. 
 The Emeny family aviation history started 
with Craig’s father Cliff, a distinguished war 
veteran who served in the army, merchant 
navy and the air force. Craig’s brother Brett’s 
Helicopter Services is based in Taranaki and 
concentrates mainly on fine-particle spray-
ing methods. Brett is also an accomplished 
pilot of several warbird aircraft and the chief 
pilot for PBY-5A Catalina ZK-PBY. 
 Air Chathams has grown into a reliable 
and safe airline transporting both freight and 
people to and from mainland New Zealand 
to the Chatham Islands, plus its mainland 
domestic operations. Concentrating on ser-
vices for the benefit of Chatham Islanders, 
it has always enjoyed local support.
 In December 1987, as the freight and 
passenger market developed for the long 
flights to New Zealand (Chathams nomen-
clature for the mainland), the airline took on 
Beechcraft Queen Air ZK-CIA, offering cabin 
class comfort and capability, with passen-
gers fitting in with the freight operations. 
 SAFE Air closed its Chatham operations 
in September 1990 and Mount Cook Airline 
took over the route with its Hawker Siddeley 
HS.748s. This led to Air Chathams’ expan-
sion with Beechcraft 99 ZK-CIB in 1991, 
beginning three scheduled passenger oper-
ations per week, two to Wellington and one 
to Napier. Fairchild SA227 Metro III ZK-CIC 
followed in September 1993, and while the 
local airline was put under pressure, Mount 
Cook finally abandoned the route in January 
1996, leaving Air Chathams as the sole air 
service provider to New Zealand’s eastern-
most outpost.
 With Mount Cook gone the future looked 
bright for Air Chathams, but on 17 February 
1996 the CAA grounded its operations after 
a supposedly normal inspection and audit. 
A period of ups and downs followed, but the 
certification problems were finally overcome 
after many months and the airline was able 
to move forward again.
 Air Chathams has grown from operating 
small piston-engine engine aircraft to its 
present fleet of some 15 aircraft, including 
the large General Dynamics Allison Convair 
580, a 50-passenger twin turboprop. 
 The first of these, ZK-CIB, arrived in May 
1996 and began services to the Chathams 
on 29 July, flying eastwards from Welling-
ton with 13 passengers and three tonnes 
of freight, returning the next day with five 
tonnes of freight and seven passengers. 
As a combi Convair with large rear freight 
door and movable partition, it can easily be 
changed from all-freight configuration to an 
all-passenger airliner, or a mix of both.
 Air Chathams hit the news on 18 March 
1999 when C206 ZK-DOA had a sudden 
engine failure north of Pitt Island. The pilot, 
Steve Kihi, managed to get out a Mayday 

The days of the Argosy service—Bob Guard (left) and Bill Ashley.
Peter Clark

call and glide closer to shore before ditching 
in Pitt Strait, whereupon the aircraft sank 
within seconds. He and his four passengers 
safely evacuated before swimming an hour 
to shore without the aid of lifejackets—
which were on board but with insufficient 
time to locate and put them on.
 By the time the five made the shore, Pitt 
Islanders were on hand to offer help with a 
fire lit and tea brewed. The survivors were 
treated for cuts and bruises and two were 
treated for mild hypothermia. The Cessna 
was never recovered and the cause of the 
engine failure was not determined, but now 
the crossing is flown with lifejackets worn 
by all occupants at all times.
 ZK-DOA’s replacement was another 
Cessna U206G, ZK-KAI, delivered to the 
Chathams on 1 August 1999. 
 Fully owned subsidiary Chathams Pacific 
operated scheduled flights in Tonga for 
just under five years until 3 March 2013. 
With the introduction of Chinese (PRC) aid 
financed aircraft and training facilities at 
the request of the Tongan government, Air 
Chathams management elected not to com-
pete with the new government supported 
airline and ceased all Tongan operations
 Having set up its own Part 145 mainte-
nance organisation to support Chathams 
Pacific operations, Air Chathams in 2014 
established a flight operations and large 
maintenance base at its Auckland Interna-
tional Airport hangar, from where it also 
provides maintenance services to third party 
airlines under contract.
 As part of its Tongan operations the 
airline acquired A3-AWP, originally a 
C-47B-30 with the RNZAF and subsequently 

Peter Clark

When a client 
comes into the 

office upset and 
stressed to the max, 
the temptation is to 
reassure him or her 
that things aren’t 
as bad as they look. 

Usually they are as 
bad as they look, or the 

client would not be there in the first place. 
It takes moral courage to say that to a 
troubled client, but that moral courage is 
essential to good lawyering.
 There is a saying that half the work of 
a good lawyer is to tell the client he is a 
damn fool and that he should stop. It is 
not literally true, but it is the case that 
sometimes I am obliged to advise clients 
to walk away and get on with their lives. If 
your lawyer is telling you that, you should 
give the advice serious consideration. 
 Why? Because if you accept his or her 
advice, you reduce the fees payable to that 
lawyer. When receiving advice on your 
options, remember that some options will 
generate more legal fees than others.
 I have a theory that there should be 
some attempt at triage at the early stages 
of a major case. I will give you a theoret-
ical example. Your problem will make or 
break your business. There is no point in 
economising on legal fees because you will 
be penniless if you lose. 
 In that situation, I would identify a 
legal firm with proven expertise in the 
relevant area of law, for example civil lit-
igation. Then I would put the file in order 

with a long New Zealand history as ZK-AWP 
with NAC and later aerial topdressing and 
live deer transport—in fact every use a New 
Zealand C-47/DC-3 has ever been put to. 
More recently this venerable airliner has 
been used on some scheduled services and 
continues with charter work and joy rides.
 Also acquired in Tonga was Britten-Nor-
man BN2A-27 Islander A3-LYP/ZK-LYP, 
and shortly after being flown to New Zealand 
in March 2014 it went from Auckland to the 
Chathams to cover for the Pitt Island ser-
vice while the C206 had an engine change. 
Flown back to Auckland a few months later, 
it was chartered by Great Barrier Airlines 
for a time before being sold in Australia in 
October 2015.
 During the last three years Air Chathams 
has expanded into domestic routes aban-
doned by Air New Zealand, starting with 
Auckland to Whakatane on 29 April 2015 
with the Metro. That was followed by Auck-
land–Whanganui on 1 August 2016 using a 
recently acquired Saab 340 and, two years 
later, Auckland–Kapiti. 
 Today Air Chathams operates five Con-
vair 580s—one combi with a large cargo 
door mainly used on the Chathams runs, 
two freighters and two 50-seat passenger 
aircraft—four Fairchild Metros—two IIIs 
and two Metro 23s—plus three Saab 340s.
 One Convair freighter is used four nights 
a week for Freightways’ overnight Auck-
land–Christchurch freight service, support-
ed by the second freighter with other such 
work including runs to the Chathams. A 
Metro also operates from Palmerston North 
to Christchurch as a freighter.
To be concluded

and approach the firm, making it clear 
that you want clear, dispassionate advice. 
 Also, make it clear that your instruc-
tions will be solely for advice and you will 
not be engaging them for any other work. 
Have them read the file, think about it, do 
some peer review. Then meet with them 
often enough for you to receive and under-
stand advice on your options. Then take 
that advice and engage another firm to do 
whatever you have decided to do. 
 Why go to all this trouble? Because the 
first firm knows that there is no future 
work and their advice will be dispassion-
ate and cannot be tainted by the prospect 
of big hours and big fees if you decide to 
go nuclear. 
 I have already mentioned that it is 
essential to give the lawyer instructions 
he or she can work with. A related point is 
that it is essential that you absorb unpal-
atable advice, for example that there is no 
quick way to resolve matters and/or that 
the best way forward is to treat the prob-
lem as a damage limitation exercise. 
 In the civil jurisdiction that might 
be negotiating the settlement amount 
downwards. In the criminal jurisdiction it 
might be getting some charges withdrawn 
or amended downwards in exchange for 
guilty pleas.
 One more point. At the initial advice 
and instructions stage, it is essential that 
the lawyer reads over and understands the 
paperwork before meeting and discussing 
the case. It is false economy to scrimp on 
hours and fees before, possibly, embark-
ing on an expensive course of action. 

Garth Cameron is a lawyer, author and CPL(A) ‘B’ cat

Case management

Mangere Island to the west of Pitt is the scene of the black robin’s rescue from extinction.

Chatham Island’s airport is vital to the community. Its lights are currently being upgraded.

John King
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I, like many, love aviation—anything that 
flies is fun and I have even built a weird 
aircraft or two. I love warbirds, military, 

historical and recreational aircraft. My first 
experience was in a Cessna 172 at the age of 
12, piloted by a friend of my father’s by the 
name of Johnny Checketts. 
 Aviation is a huge and diverse industry, 
but unfortunately that means that many 
can spend their entire career in one little 
niche—our tribe becomes our family and 
outsiders are viewed with suspicion. That is 
a pity, as we have far more in common than 
we like to admit—we all fly in the same air 
under the same rules of physics, the same 
airspace rules, talking to the same ATC on 
the same frequencies—and unfortunately 
we seem to make very similar mistakes.
 As a poor student I could not afford to fly 
the traditional route and imbalanced eyes 
meant that the taxpayer (RNZAF) was not 
interested in employing me, so therefore I 
took to the skies in the cheapest way possi-
ble—by hang glider. 
 I was there when the local hang gliding 
club was wrestling with the CAA over setting 
a few rules. From the CAA people’s point 
of view they could see all the mistakes we 
were making—the same mistakes that had 
been made before by every new branch of 
aviation—and from our point of view we 
struggled to convince the CAA that carrying 
a fire extinguisher and axe was not really 
necessary!

Grandad’s microlight
Years later I joined the Canterbury Aero 
Club and bashed around in Tomahawks and 
Cherokees. Work on the Jet Pack project 
consumed too much time, so flying was put 
on the back burner. 
 Then my Jet Pack day job got to the point 
that the CAA Director at the time said, “You 
guys need some sort of licence.”
 After some internal discussion they decid-
ed that a microlight certificate would teach 
us the “rules of the road” and Rex Kenny 
was tasked with nudging us mad inventors 
into a regulatory environment. When Rex 
mentioned microlights I had visions of hip-
pies, sailcloth and duct tape … my Cherokee 
instructors had biased me well! 

 Rex assured me that that was Grandad’s 
microlight (generation one) and that gener-
ations two and three were very different.

Dad’s microlight
I found that things had moved on and the 
microlight class says only “less than 600kg”; 
it does not restrict quality, safety or relia-
bility. I joined the local microlight club and 
found out that they were real aircraft with 
real instructors. 
 The syllabus was based on the Flight 
Instructor’s Guide so the lessons were the 
same that PPLs/CPLs learn. The only differ-
ence was that you didn’t do the five hours 
simulated IFR, which knocked five hours off 
the course—so it took 45hr instead of 50. 
 We learnt the same things: FRTO, 
Human Factors (thanks to Ross Ewing), 
Airtech, Nav … with my favourite computer, 
the E6B. We fly with the same charts, AIP 
Vol.4, and the nor’west wind does not treat 
us any better because we are microlight 
pilots. 

 When I joined the club, initial training 
was in the Rans S6, a second-generation 
microlight, the first generation being long 
gone. This was a three-axis high-wing rag-

and-tube design, not unlike an old Cub. It 
still is a great aircraft and arguably one of 
the best trainers around for teaching you 
what your hands and feet are for.
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In praise of RGA

(This is not your grandfather’s microlight!)

Brian Greenwood

by Glenn Martin
President, Canterbury Recreational Aircraft Club

With 240 members and climbing, the Rangiora-based Canterbury Recreational Aircraft Club flies its pair of Tecnams 1000 hours/year.

In May this year I investigated building my 
own microlight so I visited the local aero 

club. I came across two Pioneer microlights 
the club owned and thought what a nice 
looking aeroplane, and I was put in touch 
with Logan from Alpi Aviation. He had a 
demonstrator for sale, a 300 Pioneer Kite 
with 100hr on it. Off I went to Rangiora 
for a flight.
 I also had a flight test in another type of 
microlight. I liked that Logan encouraged 
me to try different microlights before de-
ciding which one to invest in. I went back 
to Logan and purchased ZK-SGM, staying 

with him for two weeks while learning to fly. 
I flew solo the day before I left for home.
 In between flying I worked with him in 
his immaculate workshop, and he taught me 
how to maintain my microlight. He works 
to high standards and it was a pleasure 
working with him. 
 Logan and Dave Leefe then fitted and 
wired up a new constant speed propeller, 
autopilot and artificial horizon (AH). It was 
delivered to Manapouri for me shining like 
a brand-new aeroplane and even the tyres 
were shiny black.
 Fixing Pioneers is not only Logan’s job 

Microlight introduction
by Neville Stirling
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Our microlight 
When I was first training in the Tomahawk 
I found many older pilots who reminisced 
over their lessons in a “150” and what a 
great grounding it was. The Cessna 150 came 
out before I was born and was a high-wing 
aeroplane with a 100hp four-cylinder hori-
zontally opposed engine which eventually 
was developed to achieve 1800hr TBO or 12 
years, plus tricycle gear, manual flaps and 
with a cruise of about 80kt and stall at 42kt.
 The standard P92 Tecnam is (copy from 
above) a high-wing aeroplane with a 100hp 
four-cylinder horizontally opposed engine 
which eventually was developed to achieve 
1800 2000 hours TBO or 12 15 years, plus 

tricycle gear, manual electric flaps and with 
a cruise of about 80 90kt and stall at 42 34kt. 
The only difference for the club was that we 
bought the 80hp engine which had more 
than enough power.
 So clearly this is the modern version of a 
“150”—so why were some of my old friends 
so against it? Was it just that they had not 
realised, like I had, that microlights are 
modern now?

“Microlights are new and the de-
signers haven’t learnt how to make 
a safe aircraft yet”
Luigi Pascale, like many, started with mod-
els as a child, but his first commercial air-

craft was designed in 1948. He has a Masters 
in Engineering and founded Partenavia in 
1957. They produced 17 designs and then in 
1986 he founded Tecnam which so far has 
produced over 5000 aircraft. 
 So maybe he does know what he is do-
ing! The design is so good that there is one 
problem: try teaching wing drop stalls in a 
Tecnam. It will not drop a wing unless the 
instructor cheats and kicks a bit of rudder!

“Those Rotax engines are never 
reliable”
I lived for a time in Germany, and occasion-
ally the Germans asked, “How do Kiwis see 
Germans?” The answer was “The same way 
you see Austrians,” that is “pretty straight, 
fussy engineers who try too hard”. 
 Rotax started producing engines in 1920 
(Continental 1929, Lycoming 1945) and has 
designed over 250 engine models and built 
over 7 million engines (Lycoming 350,000). 
Rotax recognised the need for a modern air-
craft engine and started producing them in 
1973. Like Lycoming and Continental before 
them, they started with a conservative TBO 
and built up to 2000hr.
 The differences could fill a volume. We 
do not drive in a car with a 1920s engine 
that needs replacing after 20,000 miles an-
ymore. With several million engines behind 
them they, of course, designed an engine like 
a modern car engine—water cooled, using 
unleaded fuel and with high tolerances and 
electronic ignition. They retained the flat-
four dual ignition for the traditionalists. 
 Now you cannot change chemistry or 
physics and, as early aircraft engine devel-
opers knew, the best rpm for an engine is 
not the most efficient rpm for a propeller. 
This is the reason why all the classic aircraft 
engines from the Merlin to the big American 
radials had gears, so that both the propeller 
and the engine could operate efficiently. 
 Rotax recognised this too and decided 
that putting a gearbox back on an aircraft 
engine was worth the extra cost and weight.
 The upshot is, to quote an ex-CAA LAME: 
“the difference is that Rotaxes ACTUALLY 
reach TBO”.
 That is of course the experience of many. 
Our ZK-RGA the other day reached 2100hr 
(TBO plus 5 percent) in less than 3½ years, 
and compression is still within original 
specs! In the USA and most other countries 
you can run these engines on condition just 
like an old GA engine, and a quick search 
shows engines reaching 4000–5000 hours 

before needing a new set of rings or bearings. 
 This should not be a surprise, of course—
any modern car will likely last well over 
150,000km, roughly the equivalent of 
2000hr.

Do you want extra paperwork with 
that?
Rotax and Tecnam are commercial com-
panies that want to sell as many products 
as possible. Once the Rotax 912 was es-
tablished, Rotax certificated the engine. 
Initially this was for the US military, but now 
anyone can buy a certified Rotax. 
 Rotax has stated, although being Aus-
trians they are probably affronted by the 
question, that their certified and non-cer-
tified engines are made on the same line 
to the same quality. The difference is more 
paperwork and therefore more cost, so for 
our situation why spend the extra money?
 Similarly, many Tecnams now are offered 
with three paperwork packages and you just 
tick the box. Do you want that P2008 as a 
microlight, LSA or GA, sir? 
 With our second aeroplane, ZK-RGB, 
at over 1000hr we now have over 3000hr 
teaching students in Rotax-powered Tec-
nams without any major issues. The Aimm 
system tells us we average about 10 touch-
and-goes per hour, so that’s nearly 30,000 
landings and takeoffs in 3½ years without 
major problems. 
 To me that means that not only is the 
aircraft suitable for training but that our in-
structors, syllabus and SMS are all working 
well.
 So why my old GA instructor would 
consider a GA Tecnam flown by someone 
trained under the Flight Instructor’s Guide 
a “good aircraft flown by a safe pilot” and a 
Part 103 Tecnam and a pilot trained under 
the Flight Instructor’s Guide a “bad aircraft 
flown by a cowboy” is beyond me!
 Perhaps it is time for a reality check. 
Your “new 150” is here, and it is better than 
before. Come along to the club and have a 
flight—you won’t be the first old 150 pilot to 
rediscover the fun side of flying.

The Rangiora hangar contains an eclectic mix with the emphasis firmly on the lighter side.

John King

but also his passion. I am very pleased with 
my purchase and would not hesitate to buy 
another one. It is a great little microlight, 

the best choice I could have made, and I 
am currently enjoying doing my solo flying 
hours. 

via Logan McLean



www.aviationnews.co.nz October 201818 Aviation News

KITSET OR FACTORY BUILT LSA
2018 Kits in stock and Factory built LSA aircraft available.  

For more information contact your New Zealand ICP 
Savannah S and Ventura Agent.
Philip Seale  021747494  

philipseale@xtra.co.nz  www.savannahnz.com

ICP SAVANNAH S

LSA FOR NOVEMBER DELIVERYLSA FOR NOVEMBER DELIVERY

Aircraft Logistics
Support Limited

PH: (03) 310 7290 
FAX: (03) 310 7291

steve@aircraftlogistics.co.nz
www.aircraftlogistics.co.nz

ENGINES - SPARES - SERVICE

A comprehensize range of  
ROTAX parts for models 447 
through 915 available ex stock. 

Parts not available off the shelf can be obtained with minimal 
delay. New engines available on indent basis. 
         Contact us for current pricing. 

Tony Unwin has been flying autogyros 
for many years, and much of the recent 
increase in autogyro flying in New 

Zealand can be attributed to him. 
 The practical autogyro concept has been 
around for almost a century, since Spanish 
civil engineer, pilot and aeronautical engi-
neer Juan de la Cierva flew his prototype in 
1923. Unlike a helicopter—and Tony points 

out that the correct name for these machines 
is autogyro or gyroplane and not gyrocop-
ter—the autogyro relies on auto-rotating 
rotor blades to produce lift while the forward 
thrust is produced by an engine driving a 
propeller, usually in pusher configuration. 
 The rotor blades reach a stable rota-
tion speed in flight, and with their much 
narrower chord and travelling at a much 

higher speed through the air than a fixed 
aircraft wing, they ride any turbulence more 
smoothly, in the same way as a jet aircraft 
flies more smoothly through turbulence 
than a lightweight propeller aeroplane will. 
 The autogyro’s ability to auto-rotate 
down to a very short landing if power is lost 
means a case can be made that it is safer 
than a fixed wing aeroplane. The other con-
trols of an autogyro are conventional, with 
the rotor being tilted forward to increase 
speed and to either side to produce turns, 
and the rudder operates the same as in a 
fixed wing aircraft.
 Tony Unwin began his flying career in 
England, learning to fly on Tiger Moths and 
obtaining his CPL in 1972. He flew for an air 
taxi company and then progressed to B737s, 
TriStars and B747s with Saudia. Back in the 
UK, he flew for holiday air charter operators 
and also started an autogyro training school 
which he ran for 10 years, retiring in 2000 
and coming with his wife to New Zealand 
in 2005.
 The following year he formed Gyrate NZ 
at Tauranga in 2006 and became the New 
Zealand agent for the German AutoGyro 

Europe range of machines which includes 
the open-cockpit tandem MTO and the 
enclosed tandem Calidus Fern and the 
side-by-side Cavalon. Gyrate NZ imported 
around 25 of these machines during 10 years 
and these now make up nearly a quarter of 
New Zealand’s autogyro fleet. 
 In 2015 the AutoGyro agency transferred 
to others, although Gyrate NZ still continues 
to operate as a gyro training school, also 
under new management.
 So Tony looked around for a new Europe-
an autogyro and came up with the Kallithea, 
manufactured by Niki Rotors Aviation, 
based in Pravets, Bulgaria. Kallithea means 
“best view” in Greek and the Kallithea gyro 
has huge fully glazed side doors which lift 
up for entry. This is made possible by the 
strength of carbon fibre, used for the entire 
fuselage pod. 
 The doors can be removed for flight, al-
though in my opinion you wouldn’t need to 
as the view is unobstructed. The rear seat is 
also elevated, so even the forward view from 
there is good. 
 Tony’s Kallithea is fitted with a 100hp Ro-
tax 912ULS engine, and its six-blade e-prop 
has been measured to give an 18 percent in-
crease in thrust over the standard propeller, 
effectively giving Rotax 914 performance 
with 912 power. Although the e-prop is 
around twice as expensive as the standard 
propeller, it is a cheaper way of obtaining 
the effect of the extra horsepower of the 914 
(but not of course at higher altitudes).
 The main rotors are from Trendak in Po-
land, 8.5m in diameter with flapping hinges 
and mounted on a foldable mast. The empty 
weight is around 285kg and in New Zealand 

MICROL IGHTS & LSAS

Another autogyro from Europe

Keith Morris report and photographs

Cockpit visibility is unmatched.
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the MAUW is 544kg. With mogas fuel capac-
ity of 70lt and using around 20lt/hr at 75kt 
cruise speed, it has a practical cross-country 
range of around 250nm, and Tony flew his 
Kallithea from Tauranga to Parakai for our 
demonstration in 1hr 45min with two up.
 In this country autogyros are flown on a 
microlight licence with an autogyro rating, 
and as I’m a low time microlight pilot it 
was time to go flying. Tony is a highly ex-
perienced autogyro instructor and took me 
through a thorough pre-flight inspection 
and start-up check list. Then it was time to 
start the Rotax, which needs some time to 
come up to temperatures and pressures. 
 When all was in the green we started 
taxying which was very easy with the steer-
able nosewheel and ground brakes, and of 
course the forward and all-round visibility 
is great—so far so good. 
 But when we get to the end of the run-
way the particular requirements of the 
autogyro must be considered. If there is a 
crosswind we must turn into it and then 
begin the pre-rotation of the rotor blades, 
accomplished with a drive from the engine. 
With the stick forward, Tony pre-rotates the 
rotors up to around 100rpm. 
 Then the takeoff run is started, and as 
the forward speed builds up so does the 
rotor rpm until the nosewheel lifts off and 
we are flying. You then have to let the speed 
build up, flying along the runway without 
climbing until 60kt is reached, and then 
climb out as normal. When flying the rotor 
speed stabilises at around 350rpm and you 
don’t have to think about it as it takes care 
of itself. The rotor speed depends on the 
weight of the gyro and speeds up in turns 
when more G is pulled.
 In the air the gyro flies in a similar 
manner to a fixed wing microlight with 
stick and rudder, but I found the lack of 
forward reference made flying straight and 
level a bit challenging and I had to refer to 
the VSI. There is also a fixed string on the 
windscreen, glider fashion, which helped to 
balance turns. 
 Tony demonstrated how the gyro can be 
made to descend at a high rate while still 
being in full control, a definite safety feature 
because in the event of an engine failure it 
can be put down in a very small area. A rule 
of thumb for gyros is that they can take off 

from a rugby field and land on a tennis court. 
 We did several circuits, including one 
with me flying from the front seat. I did 
manage a passable touchdown (with help 
from the rear seat), but when I was down I 
forgot about the still-spinning rotor, one big 
point of difference from flying a fixed wing 
microlight. 
 In fact the most potentially dangerous 
parts of an autogyro flight are on and near 
the ground—it must be flown until both the 
machine and the rotor have stopped.
 So what are my conclusions from my 
introduction to autogyro flight? I enjoyed it. 
I reckon it is a great way to get around the 
country with spectacular views, especially 
from the Kallithea with its huge amount of 
glazing. Tony Unwin is one of New Zealand’s most experienced autogyro pilots and instructors.
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AeroJones Aviation is a Taiwan-based 
company founded in 2013 in Central 
Taiwan Science Park. While man-

agement and headquarters are in Taiwan, 
production is in Xiamen, China, with design 
and engineering support based in Berlin.
 Take the two-seat CTLS (composite tech-
nology light sport) aircraft, for example—it is 
100 percent German design and technology.
 AeroJones is marketed as “the new star of 
LSA manufacturing” and the CTLS is a “top 
seller with over 1800 produced”, says CEO of 
AeroJones Aviation Germany, Charlie Chen. 

After years of secretly harbouring the 
desire to fly, in mid-2017 the decision 
was made. Wanting my own aircraft 

New LSA type moving in

“They love the high cruise speed, low stall 
speed and spacious cabin.”
 The CTLS is a member of the Flight De-
sign (Germany) CT series of aircraft which 
also includes the original CT and the CT2K, 
CTSW and MC.
 First flown in 2008, the CTLS in Novem-
ber 2009 received the Chinese type design 
approval (TDA)—the first time ever for an 
LSA by China’s CAAC.
 In February 2016 Flight Design went into 
insolvency and AeroJones acquired the CAAC 
TDA and type design data in October 2017.

by Nicholas McIndoe

Designed in Germany and made in Xiamen, China, for a company in Taiwan is the AeroJones CTLS, about to be marketed in New Zealand.

Cai-kuan Jhan

AeroJones VP Hsieh (left) with a customer.

 Built using strong, lightweight modern 
materials with 8.5m span and 6.5m length, 
the CTLS includes modern navigation and 
safety equipment. Its high wing and spa-
cious cabin afford a good view, and with its 
100hp Rotax 912ULS engine, cruise is 130kt 
and VNE 160kt.
 AeroJones’ standard CTLS avionics pack-
age includes 7in Dynon panels and autopi-
lot. Optional avionics equipment includes 
Dynon 10in dual panels and touch panels. 
Advanced panels in the CTLSi give LSA 
pilots large glass panel displays available 

only to airline pilots just a few years ago.
 The CTLS emphasises safety. Its carbon 
fibre cockpit is based on proven design 
principles, where crash loads are transferred 
through the passenger area to the crash 
zones at the ends of the fuselage so the cabin 
remains stable while the energy is absorbed 
in the periphery areas. A full airframe bal-
listic parachute system is also fitted.
 Mr Chen and Mr Hsieh “Tai” (vice presi-
dent) recently visited New Zealand, looking 
for suppliers and distributors in this country 
as well as buyers. 

Musings from a new member 

by Brian Rooney

of the microlight fraternity

eventually made microlighting the way to go 
in my mind, with the compliance/training 
requirements being reasonable and the 

aircraft more affordable.
 I started training in the local club aero-
plane, an Alpi Pioneer 200, which con-
firmed the desire was real and strong.
 Training and paying to train in an aircraft 
that was not going to be the end game didn’t 
appeal for too long. I really wanted to gain 
my experience building hours in an aircraft 
that I would be flying exclusively. So started 
the hunt for the right machine.
 I checked them all out and, having 
started in an Alpi, probably gave them the 
inside running. But from my research, the 
number of machines in NZ, their reliability 
and long-term local servicing (local for 
me anyway) made the decision reasonably 
straightforward.
 After identifying two Alpis on the market 
with potential, I contacted Logan McLean at 
Alpi Aviation NZ to try and extract whatever 
information he was prepared to divulge on 
them. I got an honest, straightforward assess-
ment of the merits of each of them and the 

things to be on the lookout for pre-purchase. 
 A purchase was duly made.
 Logan and Dave Leefe at Alpi Aviation’s 
facility at Fernside Fields have made things 
really easy. The workshop is first class, the 
servicing and maintenance standard excel-
lent and the freely given advice and benefit 
of their hours of experience invaluable.
 As a new pilot in the consolidation phase 
after going solo, I have had the odd not-so-
textbook touchdown. My aircraft suffered a 
collapsed nosewheel and damaged propeller 
(not to mention dented pride) as a result of 
one of these. Expecting to be out of action for 
a considerable number of weeks waiting for 
parts and the repairs to be carried out, I was 
very pleasantly surprised to arrive back from 
a preplanned holiday to find I was ready to 
go again in less than a month.
 It seemed to me that they knew getting 
me back airborne as soon as possible was 
the best outcome and they set about making 
that happen.
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Gyrocopter flying in New Zealand has 
been on the increase in recent years, 
with almost 80 machines now on the 

register in the gyroplane class. Many of these 
are modern European designs with Rotax 
engines giving a good level of reliability. 
 One of those European manufacturers 
is Magni Gyro from Italy which produces a 
range of tandem and side-by-side models, 
with 10 currently registered in New Zealand. 
And one of those Magnis is Peter Avery’s 
tandem M 16, ZK-RPA.
 Peter Avery is a 30,000hr helicopter 
pilot who flies offshore and returns home 
to Taupo after each stint. He purchased his 
Magni in September 2016 from the local 
agent, Leo Levine. Peter says he has 300hr 
up in his gyrocopter and is really loving it, 
and he enjoys the gyro safety features. 
 He learned to fly a gyro with Rusty Rus-
sell at Whangarei. Rusty is a gyro guru and 
possibly the most active gyrocopter pilot in 
the country.
 Peter purchased his gyro with adventure 
in mind. It came with the standard tyres but 
he has fitted 26in Alaskan bush tyres and a 
larger front wheel and suspension assembly. 
These tyres are completely self-contained 
and can be run as low as 6psi. 
 The complete modification added 16kg 
to the empty weight but has little effect on 
the cruise speed. Peter says you have to be 
careful when adding extra weight low down 
on a gyrocopter as it lowers the centre of 

mass further below the thrust line, but his 
modification works well and he now has 
more than 200hr in the new configuration. 
The added weight is more than compensated 
for by the improved rough and soft ground 
capabilities.
 There is a reason for all this—Peter uses 
his gyro for flying in the back country of 
Westland and Fiordland, landing on river-
beds, beaches and other remote areas. He 
has an airstrip at Jackson Bay at the road 
end south of Haast and trailers his Magni 
from Taupo about every three months. 
 His enclosed trailer does the job well, 
and he has a set of rotor blades at each end. 
Being able to trailer his gyro means that he is 
independent of the weather for cross-coun-
try travel, and he can then enjoy flying on 
lovely days when he is at Jackson Bay. 
 (Another plus for a gyrocopter is cheaper 
hangarage or even no hangarage if you have 
a good weathertight trailer).
 Peter says he’s well prepared and has a 
full set of heated flying gear, an immersion 
suit, a life raft and a satellite phone as well 
as two PLBs—all good equipment to have for 
flying in the deep south in an open cockpit. 
He usually flies his Magni solo and can be 
airborne in some 60m at around 30kt after 
pre-rotating the rotor to 250rpm before 
starting his takeoff roll, and climbs out at 
55kt. An auxiliary tank gives him an endur-
ance of about six hours at his cruise speed 
of 73kt.
 A gyrocopter can land in a much shorter 
distance than its takeoff roll, so the takeoff 
distance dictates the landing area. Peter uses 
his big tyres to land on gravel riverbeds and 
river flats, with a DoC concession for landing 
on South Westland riverbeds. He also car-
ries out beach landings below the high tide 
level all around the Fiordland coast, and he 
flies as far south as Preservation Inlet which 
is about as remote as it’s possible to get in 
this country.
 Flying a gyrocopter over the spectacular 
scenery of South Westland and Fiordland 
must be about as good as it gets!

Peter Avery’s gyrocopter adventures

Home airstrip near Jackson Bay, fronting the Arawhata River with the Burmeister Tops behind.

Report: Keith Morris
Photographs: Peter Avery

Dusky Sound.

With its shallow entrance, Sutherland Sound is little visited.
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For over a decade RNZAF helicopter 
crews and instructors have, when the 
opportunity presented itself, visited 

the Australian army’s helicopter training 
facility at Oakey, Queensland, to observe 
how the Australians train their helicopter 
crews. In more recent times the Australians 
have adopted simulators to provide basic 
and enhanced training. Two of their simu-
lators emulate the S70A-9 Blackhawk and 
the MRH-90 Taipan. 
 With the introduction of the A109LUH 
and the NH90 helicopters to the RNZAF and 
the operations of the A109LUH simulator 
at Ohakea, the requirement for a helicop-
ter loadmaster (HLM) training simulator 
was recognised as a primary aid for both 
helicopters. The virtual simulator systems 
(VSS) complete aircrew training system 
(CATS) was identified as the best solution 
to meet the RNZAF’s requirements.
 Funded through Defence’s Capital Pro-
gramme Minor in FY2016/2017, CATS was 
purchased in late December 2016 as part 
of the helicopter crewman virtual reality 
training simulator project (HCVRTS). The 
hardware and software were delivered to 
Ohakea in June 2017 and installed within the 
building housing the A109 simulator. Since 
then instructors and students have been 
using this simulator to provide loadmaster 
training in conjunction with real-time flying 
on both the A109 and the NH90.

 The simulator cabin built by Austral-
ian company Virtual Simulator Systems 
(VSS) from recycled plastic bottles looks 
somewhat skeletal, with the main cabin 
area approximately the size of the NH90 
forward cabin. The frame can be configured 
as a combination of the A109 interior (albeit 
with the floor area a little larger than the 
real machine) or the NH90 right-hand side 
of the cabin, including the winch. 
 Using new technology and representing 
the A109 is a 3D printed MAG58 machine 
gun on the left-hand side of the cabin, while 
the right-hand side includes winch operat-
ing handheld remotes, one each for both the 
A109 and NH90, again using 3D printing 
technology. 
 A simulated winch system is mounted 
in the right-hand door with a continuous 
looped cable replicating downward and 
upward movements of the winch. The 
simulator software was developed by Titan 
Vanguard.
 The most impressive simulation experi-
ence is provided by the use of virtual real-
ity headsets (VRH) for the two loadmaster 
trainees. Once it’s donned and activated, 
the wearer sees a virtual interior cabin re-
lated to whatever type of helicopter is being 
used, with exterior views coordinated to the 
respective viewing position taken by the 
trainee. 
 From the instructor’s desk, the advantage 

of the skeletal frame allows the instructor 
to observe all the trainee’s movements, 
and in addition a large monitor shows the 
instructor what the trainee is seeing through 
his VRH. Software developers in the A109 
simulator support team have developed 
graphics which show in high detail the local 
operating areas used for training, along with 
selected operational sites at Waiouru and 
other locations. 
 The simulator can program a helicopter in 
any flying or on-ground configuration, and 
this can be run either as a pre-programmed 
mission from takeoff to landing or else hand 
flown by the instructor using a joystick at the 
instructor console. The instructor plays the 
role of a pilot during the missions to emulate 
crew management operations.
 All aspects of helicopter operations can 
be flown in the simulator, including dry 
and wet winching, underslung loads, troop 
carrying embarking and disembarking, 

Helicopter loadmaster training simulator
gunnery (at this time only replicating the 
A109) and day or night operations including 
NVG flying. Through the VRH, turbulence 
and weather conditions can be introduced 
at any time during a simulated mission.
 If at any time a student is struggling with 
a particular task, the instructor can halt the 
session and replay the problem to show the 
student how to overcome that difficulty. The 
same approach can also be applied when 
flying in a real aircraft and still having prob-
lems; a student can be brought back into the 
simulator for additional tuition on that area 
of operations.
 Over the past year six ab initio students 
(A109) have been trained, along with three 
instructors, and two instructors have been 
rechecked on the simulator. By the end of 
2018 the simulator will be fully approved 
to enable loadmaster trainees to be taught 
a reasonable amount of their skills before 
flying in either the A109 or NH90, thereby 
reducing the requirement for real aircraft 
operations for some training.
 In a recent visit to Ohakea, W/Os What-
arangi Heke and Peter Rogers showed 
Aviation News around the new simulator. 
Describing the graphic presentations, W/O 
Heke said: “Everything we would see in 
reality, like trees, roads, vehicles, boats, 
buildings and different types of landscape 
and landing zones, is available.
 “Currently the only limitations on scen-
ery relate to confined operating landing 
zones where in real life the downdraught 
affecting trees would give a visual clue to 
how close the main rotor blades were to 
any obstructions. While the simulator can 
produce the effects of rotor wash in ground 
effect, so far the software will not show the 
three- dimensional trees moving in relation 
to the helicopter’s proximity.”
 The long-term goal of helicopter simu-
lation at Ohakea will be to incorporate the 
A109 and the future NH90 pilot simulators 
with the back end simulator so that a full 
crew mission can be emulated. This will re-
quire some very smart integration software 
as both the current A109 and future NH90 
systems use different software technology.

The skeletal form of the simulator cabin allows 
the instructor at the console (foreground) to 
watch all movements but has no effect on the 
trainees wearing virtual reality headsets (left).

Paul Harrison report and photographs

All over the world civil aviation is boom-
ing. Many large airlines managed to 

squirrel away profits while aviation fuel 
prices were low and used this money to build 
hedges against the inevitable rise in fuel 
prices. Now this has occurred, the very same 
airlines have no qualms about increasing 
their fares in line with the rise in the price 
of aviation fuel.
 More and more people are flying to their 
domestic or international destinations as 
land-based transport becomes less attractive 
because of the length of time spent in transit 
and the public has less time for travel.
 However, despite an 18 percent growth 
in domestic sales over the last 12 months, 
the airlines of the Indian sub-continent are 
almost unanimous in posting significant 
declines in net profit. At the same time the 
Indian government has been trying to sell 
its wholly owned flag carrier, Air India. 
 There have been no takers and in June 
this year the Indian government announced 
abruptly that it was removing the airline 
from the marketplace. It has now been re-
vealed that Air India has been losing money 
for the last 10 years and carries a corporate 
debt of $US7.8bn ($11.83bn).
 Given the buoyant state of civil aviation 
worldwide and the healthy domestic sales, 
the steep losses of Indian airlines are dif-
ficult to understand. However, there is a 
uniquely Indian reason for the poor state 
of the sub-continent’s airlines—despite a 
booming economy, the Indian government 
is still shackled in many cases to the socialist 
principles of the nation’s founders in 1947. 
 There is also the problem of poor corpo-
rate performance as India’s many airlines 
failed to hedge against the inevitable future 
rise in fuel costs, preferring instead to com-

pete for customers by lowering fares. 
 This has led to a very price-sensitive Indi-
an aviation market which has not responded 
to low-cost operators modelled on European 
operators such as Ryanair. Instead, the 
airlines offset their low airfares by charging 
for extra leg room or for checking in and 
offloading luggage. 
 The careful Indian traveller resists this 
type of gouging and either does not fly or 
uses the astonishingly efficient (and cheap) 
government railway network.
 At the same time the Indian airlines are 
being hit by a double whammy. While pas-
senger numbers are excellent, competition 
and market perceptions prevent their rais-
ing fares in the face of fuel price increases. 
 Nobody is more aware of the rapid 
increases in aviation fuel costs of the last 
two years than the boards and managers 
of India’s airlines. Internationally, aviation 
jet fuel has risen over that time from $US26 
($39.40) per barrel to over $US70 today. (It 
is easy to see why prudent airlines erected 
hedges against fuel price rise.)
 The other blow to airline profits has 
come from steep rises in fuel taxes and 
heavy-handed Indian government regula-
tion of the industry. Once again this is a 
throwback to India’s socialist principles, 
which are well out of step with the modern 
Indian “power economy”. 
 This has resulted in many airlines having 
to operate unprofitable routes in order to 
fly from New Delhi or other major airports. 
Air India in particular has been hit by this 
politicking.
 While operating in one of the fastest 
growing economies in the world, India’s air-
lines are not enjoying the benefits. Is there 
a lesson here for the current New Zealand 
aviation industry?

A lesson for New Zealand aviation?
by Peter Owens
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The Ashburton-based Mid-Canterbury 
Aero Club has had a good streak of 
luck lately—two weekends in a row 

with fantastic flying weather. It just hap-
pened that they had two events in August, 
the first being a flyaway down to Omarama 
for lunch. About 20 people jumped into 
seven aeroplanes—two Cessnas, three Piper 
Cherokees, a Yak-52 and an Auster. 
 The original intention had been a visit 
to Mt Cook on the way home, but with a 
predicted wind forecast it was decided to 
change things around and fly past Mt Cook 
on the way down. The sun shone brightly, 
the fresh snow gleamed and smooth air 
made it an awesome flight. 
 The mountains were majestic. One crew 
spotted a ski plane taking off from the gla-
cier, which would have given a good size 
perspective. From the ground the feeling of 
how small you are is incredible. Some crews 
flew the whole way around the summit, 
passing on the west side while others flew 
only the Tasman Glacier side. 
 Flying down Lake Pukaki and out into 
the Mackenzie Country where the amazing 
blue lakes and canals stand out from the 
surrounding brown countryside was very 
pleasant on such a fine day. Omarama with 
its wide runway was welcoming and free of 
gliders, so it was easy to fit into the circuit. 
Several others had the same idea, judging 
by the other aircraft parked there. 
 The airfield café wasn’t open in the off 
season—pity—so we wandered down to the 
Wrinkly Ram on the main road, about a 
10min walk away. The Wrinkly Ram was very, 
very busy but the food was worth the wait. 
 Departing a couple of hours later, every-
one took different routes home. One crew 
went via Tekapo and made a landing there. 
Others went down the Waitaki past the 
dams and then back along the coast. With 
no cloud in the way it was easy to cut right 
across the tops. Such a splendid day makes 
you appreciate that it is a marvellous gift to 
be able to fly light aircraft.
 The following week was the annual dawn 
raid—or rather the great Toilet Seat Trophy 
competitions. Well, it may not have been 
dawn but it was still dark at the aerodrome 
when the aeroplanes were pulled out. Clear 
skies foretold another excellent day. There 
was no frost, but it had appeared by the time 
we reached Timaru with only a small crew 
this time, two Cherokees and the Auster.
 On arrival over Timaru we had little bags 
of flour to bomb a target. The two Cherokees 
had finished their run and were landing 
when the Auster arrived. 
 I had never done a bomb run before, and 
my pilot said, “We’ll do a fly past first to 
assess where it is, though it is meant to be 
in front of the clubhouse.” 
 So even though the window was open 
I wasn’t really ready when he ordered, 
“Throw.” He had seen the target and we 
were right over it. By pure fluke—no, his 
good judgment—we won.
 Breakfast in grand aero club style took 
place shortly after everyone had landed. Ti-
maru, or rather the South Canterbury Aero 
Club, really turned it on with scrambled egg, 
baked beans, sausages, bacon, hash browns 
and toast all laid on, enough to feed an army. 
 The bombing was only the first compe-
tition. Next was forced landing and spot 
landing, both senior and junior categories. 
Senior simply means PPL and juniors are 
students. Everyone had two circuits for their 
competition, and Timaru’s (SCAC) team 
seemed to be made up of all Young Eagles, 
and it was great to see them having a go. 
 During the course of these events the 
wind changed and the grid had to be turned 
around. Fortunately it swung 180 degrees so 
they were still using the same runway, just 
had to move the fence. 
 Those Young Eagles helped with break-
fast, manned the grid and then jumped into 
aeroplanes to compete. It was very busy 
for them and they were enthusiastic about 
whatever task they were involved in, a really 
neat group.
 Waimate and North Otago Aero Clubs 
were also meant to join in but sadly only one 
person turned up and not in an aeroplane. 
With only one loss out of four, Ashburton 
was able to take the Toilet Seat home again, 
but the points were so close it had nearly 

been a draw. 
 On such a nice day there’s no need to rush 
home where only the lawn waits to be mown. 
It is easy to land in someone’s paddock strip 
for a cup of tea and more flying talk before 
tackling chores. Days like that make you glad 
to fly.

Chores? What chores?

Cathleen Heslan report and photographs

What could possibly drag anybody away from 
the untold pleasures of mowing lawns? The 
local Yak-52 checks out the Rakaia River.
Right: Young Eagles on grid duty.

I don’t know Errol Martyn well and have 
met him only once, but I have followed 

his career with interest and with increasing 
admiration for his research and writing on 
New Zealand aviation and New Zealand 
aviators, all the more impressive in that it 
is a labour of love and mostly self-funded.
 One evening a long time ago I came 
across several of Errol’s books and decided 
that he had similar interests to my own and 
would be interesting to talk to. I phoned, 
introduced myself and we ended up talking 
for almost three hours. 
 Soon afterwards I went to Invercargill 
and talked aviation with him while inspect-
ing an impressive library of aviation books. 
Errol had decided to write a series to docu-
ment every New Zealander killed flying with 
the RNZAF and other Allied air services. 
His research already filled many lever-arch 
files, and many more would be filled as the 
research continued over the years. 
 New Zealand has a rich aviation heritage 
and there are many books describing it, but 
some books stand out. A full bibliography 

of Errol’s writing would be a long one, but 
two of his projects are exceptional in their 
breadth and depth. 
 The first is the three volumes that result-
ed from the research that was underway 
when I first met him. The first volume of For 
Your Tomorrows: A Record of New Zea-
landers who have died while serving with 
the RNZAF and Allied Air Services (Fates 
1915–1942) was published in 1998. A sec-
ond volume followed, covering 1943–1998, 
and the third volume with biographies and 
appendices in 2008.
 The trilogy impressed me for three 
reasons. The first was the mindboggling 
amount of research that must have been 
done. The second was their value for future 
researchers. The third is just how interest-
ing each entry is. It covers the aircraft, the 
operation, the crew and the circumstances 
of the loss.
 In 2010 Errol’s A passion for flight: New 
Zealand Aviation Before the Great War. 
Volume 1, Ideas, first flight attempts and 
the aeronauts 1868–1909, came out and 

was followed by two more volumes. The 
trilogy is a detailed record of aviation in 
New Zealand from its beginnings down to 
the outbreak of WWI and is a work that is 
unlikely to be surpassed.
 Last year it occurred to me that Errol’s 
contribution to aviation history should be 
recognised by a Royal Honour and got his 
permission to make submissions in support. 
When you set out to persuade the Queen to 
do something, you must cross your Ts and 
dot your Is. 
 David Gunby, Adam Classen, Richard 
Waugh and Max Lambert contributed 
glowing references. By the time these were 
added to my submission and a large sample 
of positive reviews there was a thick wad of 
paper.
 I went down to the corner store on the 
morning the Honours List was published 
in the Otago Daily Times and there it 
was: Errol Walter Martyn was awarded 
the Queens Service Medal for services to 
aviation history. 
 Well done Errol.

Aviation historian awarded QSM by Garth Cameron
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ClassiC Fighters Omaka 
- 2019 -

The show is on Easter 2019. Saturday 20th April 2019. 

This is a one day trip leaving Auckland in the morning 
to Woodbourne and return after the show in the 
afternoon – evening. 

The price of the ticket includes air travel and bus 
transfers to Omaka from Woodbourne and return and 
entry to the event. This event has a great variety of 
aircraft and also static events. 

For further information please contact.
Frank Gichard –merctruck@xtra.co.nz or 027 492 1303

TICKETS ON SALE NOW!
PRICE PER PERSON IS $498.00 
AUCKLAND TO WOODBOURNE RETURN

THIS IS A EXCEPTIONAL EVENT THAT WILL APPEAL TO ALL AGES!

On 5 July 1973 I undertook my first duty as a line 
pilot in an international jet, DC-8 ZK-NZF, with 
Capt Robin McGrath. Over the next five days I flew 

with Robin: (day 1) Auckland–Sydney–Christchurch; (2) 
Christchurch–Sydney–Wellington; (3) Wellington–Syd-
ney–Wellington; (4) Wellington–Sydney–Christchurch; 
and (5) Christchurch–Sydney–Wellington and then as a 
passenger back home to Auckland.
 This was a disaster. McGrath didn’t help me in any way 
with my training, only flight checked and put considerable 
pressure on this inexperienced heavy jet pilot. A consider-
able amount of my free(?) off-duty time was spent in his 
hotel room where he continued to ask questions to which 
at times I didn’t have satisfactory answers.
 Departing Sydney at night in thunderstorm conditions on 
our last flight back to Wellington on 10 July finally brought 
things to a head. Radio procedures, in particular repeating 
ATC clearances and departure instructions, were different in 
Australia than I had been used to in New Zealand. Although 
I had studied the differences, under pressure of departure 
in extremely bad weather and still struggling with the first 
officer’s job I reverted to the New Zealand way. 
 This, to put it mildly, made Capt McGrath furious. Just 
after takeoff from Sydney, in the middle of a thunderstorm 
and severe turbulence, he decided to ream me out about 
my radio procedure. At 39 years of age—he was most likely 
about the same age—and after five days’ flying with this guy 
I had had enough.
 I was, and always will be, a concerned and sometimes 
nervous pilot, and Robin McGrath was rattling me. As a 

flying instructor and having flown in the past with a couple of 
suspect captains, I always attempted to stay in the loop and 
monitor all flying—the job the pilot not flying is supposed to 
do—so I advised him (my captain) that enough was enough 
and to please leave me alone to get on with my job.
 This was in the middle of a thunderstorm on departure 
out of Sydney. I must say this completely silenced McGrath 
and he made no further criticism for the rest of our flight to 
Wellington. When passengering back to Auckland he raised 
the subject of my comments on departure from Sydney, to 
which I replied that I was extremely concerned at the time 
for the aircraft (and our) safety and needed to do my job. 
 His answer was to tell me he was going to advise the 
company that I wasn’t up to standard for my first officer’s 
position. Wow! Not good, but to be quite truthful I had had 
a gutsful of the guy and thought if that was going to be what 
my job would be like they could stick it.
 Jumping ahead three years, the next time I flew with 
Robin McGrath, although I was still a first officer and he a 
captain, the tables had turned somewhat. By now I not only 
knew my job well but also I had been flying the new DC-10 
airliner for over a year. McGrath was a brand new captain 
on the type and for the duration of our several-day trip was 
not at all times on the eight ball. I enjoyed myself. 
 In his condescending way, at the end of that trip McGrath 
expressed his pleasure, or so he said, that I now knew my 
job well.
 Back to my DC-8 introduction, after a couple of days at 
home stewing on my trip with McGrath I decided that I had 
better front up to someone and discuss the problem. Capt 
Tony Lawson, now in that pilot’s place in the sky, although 
some years my junior at the time was acting DC-8 fleet 
captain, so I arranged to meet him at Air NZ House. 
 Tony was well aware of my problem and on my arrival 
gave me Capt McGrath’s report to read. It was not good. 
Tony asked for my comments, so I explained my position in 
full and my worries about being distracted at critical times 
from my first officer duties. I said I was prepared to resign 
if this was how Air NZ operated. 
 Tony calmed me down. He explained that Capt McGrath 
had also reported three other new first officers as not being 
up to standard. He said I would be rostered with a senior 
training captain for a few flights and that in his, Tony’s, 
opinion I didn’t have anything to worry about. 
 As it turned out I flew a very pleasant few days with 
Capt Gordon Vette who said I had no problems. I was later 
informed by Tony Lawson that Capt McGrath would not be 
in future rostered with new first officers and that he had put 
in a request with the company that I wasn’t to be rostered 
again on the DC-8 with Capt McGrath.
 This was great news. For the rest of July I was rostered 
with Capt John Tanner, a real gentleman. We wandered 
around the Pacific to Nadi and Noumea and across the Tas-
man to Melbourne, Sydney and Brisbane. John was a great 
guy and helped me along this quite steep learning curve, 
so by the end of the month I was a confident and hopefully 
efficient pilot.
 In July 1973, my first month on the line, I flew 74.5hr in 
the DC-8, with flying times now no longer recorded in hours 
and minutes. 

 At this time Leslie said she was returning to Australia! 
I don’t know what effect I have on women, but after nearly 
three years together with Leslie I was once again single—but 
with five kids.
 For the next 12 months, still not qualified as a navigator, 
I flew only the Tasman and Pacific routes which now in-
cluded Tahiti. Captains I flew with included Ken Chappell, 
John Wilson, John Tanner, Trevor Jefferies, Barry Gordon, 
Russell McGuire, Dave Aarons, Ken Geddis, and Bruce 
Chapman whom I had trained for his multi and instrument 
rating back in the 1960s. 
 There were two Mike Taylors, including one whom I had 
trained for his commercial in the 1960s, Ross Johnson, 
Keith McGregor, Arthur Cooper whom I had flown with 
in NAC and SPANZ, Bryan Gault whom I had instructed 
with all those years before at the Auckland Aero Club, 
Geoff Hyatt, Mike Furness, and Jack Budd whom I had 
also flown with in SPANZ. Bob Harman (“the world is my 
ashtray”), Brian Russell, Alan McGreevy, Peter Brown and 
Keith Walsh of NAC and SPANZ days complete the list of 
captains I had flown with by the end of 1974. 
 With senior captains moving on to the new DC-10 in the 
new year I flew with new guys—Laurie Barclay ex-SPANZ, 
Derrick Stubbs whom I had sent first solo in the 1960s, Rex 
Ford and Tony Lynch.
 On 28 July 1974 I was assigned as first officer with Bob 
Harman as captain on a Sydney–Hong Kong–Brisbane 
flight. I guess Bob must have been the qualified navigator 
because I still had not done the flying requirement—either 
that or Air NZ had cocked up somewhere. Also I had never 
flown to Hong Kong. 
 This was a long flight for the DC-8 and close to maximum 
range, and in fact we initially filed for Manila but due to a 5 
percent fuel saving en route were able as planned to refile 
onward to Hong Kong late in the flight.
 After a two-day stopover in Hong Kong we departed for 
Brisbane in the late evening. Departure was at maximum 
takeoff weight and again stretching our fuel, but with Aus-
tralian and PNG airports available if it all turned to custard 
it wasn’t really too much of a problem. The flight was 8.7hr, 
mostly at night in appalling conditions. 
 Bob didn’t like turbulence and in doing his best to keep 
out of the thunderstorms which seemed to cover the route 
he kept diverting left of track. After getting 100nm (yes, 
100nm) left of track (and the need after this off-track dis-
tance to reprogram the Doppler navaid) this co-pilot or 
mainly navigator on this flight was ready to mutiny. 
 Eventually Bob saw the light and slowly worked our way 
back on track. Bob’s nickname was “The world is my ashtray” 
so you can imagine what the flight deck looked like during 
this flight.
 In August 1974 I took some leave and as well as spending 
time with the kids I flew Ray White’s Cessna 182 Skylane ZK-
DSH, a fully IFR bird, from Auckland to Nelson, Mt Cook, 
Nelson and back to Auckland in 8hr. The trip, which Ray 
flew with me, was to collect two of his friends who owned 
Glentanner Station at Mt Cook and bring them to Auckland 
for a few days’ R&R. 
 That month we also went toheroa collecting in the C182. 
We flew to the beach off Dargaville, dug our limit and flew 
home to have a great feed. I did the trip again, this time with 
the kids in Cessna 172 ZK-DFF later in the month.
To be continued

Approaching that final approach
Part 62: Flight deck disagreements
Jim Bergman continues his memoirs of a long flying career

With its home base of Wellington In-
ternational Airport being unsuit-
able for conducting flight circuit 

and landing competitions, once again the 
Wellington Aero Club used the facilities of 
Masterton’s Hood Aerodrome for its annual 
competitions.
 Unpredictable weather leading up to the 
appointed day of 9 September gave rise to 
some doubt as to the event going ahead, but 
all was fine and clear albeit with a rather 

Wellington’s competitions at Masterton

Clive Wilkinson report and photographs

Snow on the Tararua Ranges suggests wintry conditions out on the landing grid as Wellington Aero Club CFI Rodney Lett briefs the judges and the Maule touches down.

Rodney Maas (left) is 
the Flying NZ Cook 
Strait representative 
and Rodney Lett is the 
day’s organiser.

strong wind forecast for later in the day. 
 The visiting Wellington Aero Club 
aircraft started to arrive from 9.00am on-
wards with three PA.38-112 Tomahawks, 
one Cessna 172 and one Piper PA.28 Cher-
okee, while the Kapiti Aero Club also sent 
a couple of Cessnas plus a Maule M9 from 
Capital Aviation. Adding to the visiting 
aeroplanes although not taking part in the 
actual flying competitions were another 
Maule, a Cessna 172K Skyhawk, a Piper 

PA-32 and an Aerotech G.200.
 With everybody arrived, it was time for 
a briefing by Rodney Maas, main organiser 
of the day and Flying NZ Cook Strait Region 
representative, followed by a local update by 
Hood Aerodrome manager David Hayes. The 
pilots were given a 2hr practice session before 
the actual competitions started after lunch.
 With eight different competitions being 
run for the members it was a very busy af-
ternoon session before the increasingly cold 

and windy condi-
tions led to the de-
cision to terminate 
the day’s flying and 
leave the last two 
events, bombing 
and life raft drop, 
until another day.
 The Wairarapa  
Aero Club must be 
thanked as always 
for allowing the 
use of its premises to run the events and 
making the visiting aero club members very 
welcome.
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For some time the residents of Tirangi 
Road, Rongotai, had heard rumours 
that the Arnolds at number 36 were 

going to move. In the early hours of 26 Au-
gust the rumours were confirmed when the 
lights went out and vehicles began shuttling 
people and equipment away. 
 The move wasn’t too far, however, as 
from no 36 the Arnolds’ distinctive new 

abode could clearly be seen standing above 
the surrounding buildings on airport land, 
a few hundred metres to the south and still 
on the western side of the runway.
 “The Arnolds” was the collective name 
given by local residents to the air traffic con-
trollers, technicians and support personnel 
who had occupied the Wellington control 
tower located at that address, among houses 
on the hill two streets up from the airport 
boundary, for the 59 years since the opening 
of the rebuilt Rongotai airport in 1959. This 
control tower is believed to be one of only 
two in the world with a residential address; 
the other is in Germany.
 The old tower’s many limitations had 
long been recognised, primarily in con-
trollers’ restricted visibility to most of the 
terminal areas and parking to the east of the 
runway. The airport company’s long-term 
plans to extend operations on the eastern 
side would further restrict the controllers’ 
ability to see aircraft movements.  
 Thus was born the plan to build a new 
tower aligned more to the centre of the run-
way, closer to the airport terminal and with 
modern facilities and structural resilience 
against natural disasters. The architects 
for the project, Studio Pacific, took the bold 
decision to design a distinctive building 
reflecting the breezy nature of Wellington’s 
climate and airport operations. 
 The $20.18m project has resulted in a 
building leaning 12.5deg into the prevailing 
northerly wind. One of New Zealand’s safest 
buildings, it has 13 base isolators for earth-
quake protection and incorporates a 10m 
high blast wall facing Lyall Bay as protection 
against a tsunami. 
 Hawkins Construction started the build 

in January 2016 with completion delayed 
for nearly a year as challenges in building a 
complex with a built-in tilt had to be over-
come. The harsh maritime environment 
required the incorporation of special filters 
for the air conditioning system and an ex-
tensive washing system for the cab windows.
 From their viewpoint 32m above the 
ground, the controllers have 360deg views 
of the airport and surrounds to support 
Wellington’s more than 97,000 arrivals and 
departures each year. Providing this service 
are 22 controllers on shifts covering from 
6.00am through to 1.00am each day.
 Graeme Summer, Airways NZ CEO, said 
at the formal opening on 23 August, “Our 
air traffic control towers are icons of New 
Zealand’s aviation industry, and one of our 
most tangible and visible representations of 
the work we do every day keeping our skies 
safe. 
 “As we look to the future of a more dig-
itally driven way of delivering air traffic 
control, it’s fitting that one of the last of 
these physical towers to be built will be our 
most distinctive.”
 Tim Boyle, general manager Air Traffic 
Services for Airways, told the gathering that 
Wellington tower was the second to last con-
ventional tower to be built, 
and the new Nelson tower 
(opened two weeks after 
Wellington’s) was the last. 
Digital towers will eventual-
ly replace the conventional 
units, with the first of these 
to be commissioned at In-
vercargill in around three 

Wellington International Airport spokesman Greg 
Thomas says, “Following the Supreme Court 
decision on the rules regarding safety lengths, 

Wellington Airport was granted a further adjournment by 
the Environment Court until October 2018 to reapply to the 
CAA for a determination on the appropriate length of the 
extension’s safety area.”
 The Wellington Airport Corporation (WAC) prepared an 
updated application to the CAA on the runway end safety 
area (RESA) length using the Supreme Court’s guidance, and 
a copy was provided to the Environment Court as directed. 
 Using the guidance, Wellington Airport’s assessment 
was that a 90m RESA was the most practicable. A possible 
option to maximise the existing land by squaring off the 
bank at the northern end of the runway would, however, 
enable the RESA to be 130–140m with this end of the 
runway effectively becoming a flat wall and not requiring 
a tunnel over Cobham Drive. 
 The assessment shows that a RESA longer than 140m 
would not be practicable, taking into account a range of 
criteria including environmental considerations as a result 
of a longer extension into the coastal marine environment 
at the southern end of the runway, safety benefits and wider 
economic parameters.
 This statement means Wellington Airport is facing up to 
the problem of its short runway, a matter of importance if the 
airport is to retain its international status. The latest types of 
international jet airliners no longer need the long runways 
required for the likes of the B747. Jet aircraft previously 
flown on short routes are now capable of undertaking long 
haul flights—and there lies the attraction for the airlines.
 WAC has suggested it could build a wall above Cobham 
Drive to increase the safety area at the northern end of 
the runway at a cost of more than $1m per metre. As Mr 
Thomas says, the idea is contained in the airport’s latest 
application to the CAA which seeks the CAA’s view on how 
long its RESA would need to be if the runway was extended 

to enable long-haul flights.
 Safety zones minimise the risk of aircraft undershooting 
or overshooting runways. Wellington Airport’s runway is un-
usual in being restricted by geographical constraints with the 
seas at either end—Evans Bay to the north, beyond Cobham 
Drive, and Lyall Bay/Cook Strait at the south. This means 
the cost of extending the runway would be very expensive.
 The CAA had previously indicated the airport would be 
able to continue to operate with a 90m RESA—the minimum 
allowed under international aviation law—if the runway was 
extended. This situation was upset in late 2017 when the 
Supreme Court instructed the Director of Civil Aviation to 
review the decision after a challenge to it was filed by the 
New Zealand Air Line Pilots’ Association (NZALPA).
 While the court did not rule whether or not a longer safety 
area was required, it directed the CAA to consider whether 
safety could be improved when it looked at the extension 
application, and to weigh up the benefits to Wellington 
Airport of an improved safety margin.
 WAC’s latest application to the CAA argues that the exist-
ing 90m safety area is consistent with the rules. It goes on to 
suggest that if the CAA disagreed, a safety area of 130–140m 
could be provided by an “easily consented” extension at the 
northern end of the runway.
 The airport has suggested the problem could be solved by 
building a wall above Cobham Drive and filling in the space 
behind it to extend the runway end safety area.
 WAC has estimated that extending the runway by 355m to 
the south would cost around $300m, while the application 
says project engineering company Aecom assesses a 40m 
extension to the north would be around $44m.
 This proposed solution has not met with the approval 
of Capt Tim Robinson, NZALPA president. A long-time 
member of the NZALPA executive, a qualified lawyer and 
an Air New Zealand international pilot, he says Wellington 
Airport is not following the directions issued by the Supreme 
Court in its decision.

Wellington and the wall by Peter Owens

years’ time. 
 “The old [Wellington] tower will be de-
commissioned over the next three months, 
and then a decision on how to dispose of the 
site at 36 Tirangi Road will be made,” he said.
 Paul Eagle, MP for Rongotai, said that 
the significance of the new tower cement-
ed his view that the long-term plans for 
Wellington Airport were very positive, and 
that while there were ongoing discussions 
at local and central government on how to 
better improve transport access from the 
city to the airport, the airport company had 
committed itself to expansion over the next 
few decades.
 “We are very proud of our new building,” 
said Judy Kirk, Airways board chair, “and I 
wish to acknowledge Peter Jackson, kauma-
tua from Taranaki, who blessed the building 
this morning. It is not often that the chair of 
the board can publicly offer their thanks to all 
of those who have contributed to this project. 
 “I wish to thank our air traffic controllers 
for the amazing job they do; they keep our 
skies safe. I now have much pleasure in 
declaring our leaning Wellington control 
tower open.”
 The first operations from the new tower 
began at 6.00am on 26 August.

A new angle on control towers

Paul Harrison report and photographs

Tim Boyle is intereviewed by a TVNZ reporter during the official opening of the new tower

Three prominent people speaking at the new 
tower’s official opening are Tim Boyle (left), 
Airways NZ general manager for Air Traffic 
Services, Judy Kirk, Airways board chair, and 
Rongotai MP Paul Eagle.



www.aviationnews.co.nz October 201826 Aviation News

On Sunday 2 September more than 
400 people packed New Zealand 
Warbirds at Ardmore for the New 

Zealand premiere screening of Spitfire: The 
Feature Documentary, which had made its 
UK premiere, for one night only, in July.
 The evening was a fundraiser for War-
birds which suffered a blow with the can-
cellation of its June Open Day thanks to 
Auckland’s fickle weather.
 The centrepiece of the hangar was Doug 
Brooker’s TR 9 MH367 under lights. Before 
the film started, guests were able to mingle 
with a beverage and food, or purchase some 
merchandise—including the book of the 
movie, which could then be signed by WWII 
Spitfire pilot John Wall or modern-day 
pilots Doug Brooker, Gavin Trethewey and 
Liz Needham.
 John Wall was born in London in 1923 

and joined the RAF when he turned 17. 
Following basic training in England, he was 
posted to Texas where he learnt to fly Stear-
mans and Harvards (Texans). Returning to 
Britain, he flew Miles Masters before being 
posted to Ishmailia, Egypt, where he finally 
achieved his dream of flying fighters—ini-
tially Hurricanes and then Spitfires.
 At first flying Hurricanes as a PRU pilot, 
he joined 32 (Spitfire) Squadron as part of 
the Balkans Air Force, based in Italy but 
regularly crossing the Adriatic Sea to attack 
German targets in Yugoslavia.
 The squadron eventually moved to 
Greece when the liberation began and 
moved north to Slovakia before snow cur-
tailed any further Spitfire operations. They 
were issued a pair of Austers instead, to 
continue flying in support of the army.
 No 32 Squadron’s final posting was to 

Spitfire Father’s Day treat

Nicholas McIndoe report and photographs

Spitfire pilots all: Doug Brooker (left), Liz Needham, Gavin Trethewey and John Wall sign books with 
Spitfire TR 9 MH367 providing an appropriate backdrop.

Dave Brown runs up Harvard NZ1052’s P&W R-1340 for the benefit of the large crowd. 
Atmospheric conditions at dusk create a spectacular exhaust effect.

Palestine, flying coastal patrols to prevent 
illegal Jewish immigrant boat people landing 
in the British-ruled Arab country. WWII 
ended while John was there, but he remained 
with the squadron until mid-1946, and he 
has lived in Hamilton since the 1970s.
 Two Harvards had their engines run in 
the dusk outside—the noise, bitter cold and 
descending darkness made for a major spec-
tacle as the rumble of two Pratt & Whitney 
R-1340s reverberated around the hangars 
and valley, their exhausts glowing.
 In this the RAF’s centenary year, Spitfire: 
The Feature Documentary explores the 
history of the fighter, arguably the most 
famous (and beautiful) type ever seen in 
service—although the Americans claim that 
for the Mustang.
 The film does, however, remind us that 
she was designed to do a job: “They say she 

was beautiful. A dream. But for all her good 
looks, she was also a killer.”
 The documentary includes interviews 
with people who built, maintained and flew 
the Spitfire in combat. Interviewees include 
Geoffrey Wellum, Tom Neil and ATA pilot 
Mary Ellis—sadly all of whom passed away 
just weeks after the film’s premiere and 
within two weeks of one another.
 Interspersed within the interviews is 
fascinating archival footage and what can 
only be described as magical footage of to-
day’s surviving Spitfires, in flight, directed 
by aviation photographer John Dibbs.
 It was a unique and enjoyable evening, 
with thanks to New Zealand Warbirds at 
Ardmore, the British Film Company and the 
Big Screen Company. Readers who missed it 
but would like to see the film can find it on 
DVD and Blu-ray on sites such as Amazon.

Some time ago this writer was at 
Wanaka airfield to talk to NASA. 
After interviewing various personnel 

and taking images, he was drawn to a sign 
which proclaimed the National Transport 
and Toy Museum. This seemed to be a 
rather presumptuous boast—but it turned 
out to be true.
 In a number of large hangars was gath-
ered a collection of means of transport and 
toys that, unless seen, may hardly be com-
prehended.
 Under the direction of the founders 
of the collection, the Rhodes family of 
Christchurch, the massive and unique col-
lection of the National Transport and Toy 
Museum is setting out to become a world-
class aviation museum. 
 The expanding Bring Our Birds Home 
campaign to rescue some old New Zealand 
airliners from dereliction in other countries 
has gained sufficient momentum for the 
organisers to join forces with the well-estab-
lished Wanaka attraction. A trust is now set 
up to bring the two organisations together. 
The Bring Our Birds Home campaign was 
started earlier this year to retrieve former 
TEAL, NZNAC and Air New Zealand airlin-
ers from around the world and bring them 
home for restoration and display. All repre-
sent the only remaining original members of 

TEAL/Air NZ/NAC fleets delivered between 
1959 and 1998.
 The Bring Our Birds Home campaign 
is organised and driven by Paul Brennan, 
a well-known RNZ newsreader and avia-
tion enthusiast. He says the campaign has 
reached a crucial turning point in securing 
two of the main aircraft it seeks to return to 
this country. 
 The former Air NZ DC-8 ZK-NZC is 
currently parked near the jungle at Manaus 
Airport in Brazil and has been the sub-
ject of litigation for almost 20 years. Mr 
Brennan says that matter has been settled 
and the way is now open for the aircraft 
to be returned to New Zealand—provided 
agreement can be reached on a purchase 
price and it is possible for the aircraft to be 
transported here.
 The other aircraft on which the trust 
has its sights is a former Air New Zealand 
DC-10 which, along with the DC-8 in Brazil, 
was built for the airline. Both are the last 
remaining examples of their types which 
originally flew in this country. The DC-10 
is now standing derelict on Havana Airport.
 Queenstown Town Centre manager Ste-
ve Wilde is travelling soon to Havana and 
hopes to view the aircraft and discuss with 
Cuban government officials the possibility 
of its being returned to this country. At the 

same time, Paul Brennan will be discussing 
the matter of the return on behalf of the trust 
with the Cuban ambassador to New Zealand. 
 The trust is also seeking to return to New 
Zealand several other aircraft with strong 
links to this country—a Boeing 737, a Boeing 
747 and a Lockheed Electra, all of which 
were delivered new to New Zealand and 
served the travelling public of this country 
for many years. 
 The B737 is the only original NAC exam-
ple in existence and is currently in North 
Carolina. The B747-400 was Air NZ’s Lord 
of the Rings “Frodo” aircraft. 
 So far the trust has relied on donations 
and is planning to restore all the aircraft 
to the pristine state in which they flew in 
this country, displaying them at Wanaka’s 
Transport and Toy Museum. Jason Rhodes, 
who manages the museum on behalf of his 
family, says the museum has the space to 
display the restored aircraft and has already 
completed the foundations for a display 
complex.
 Paul Brennan says the Transport and 
Toy Museum is well set up to look after 
and display these important artefacts. He 
says with tourism numbers in the Central 
Otago region booming and with the ma-
jestic mountain backdrop, the museum 
will become one of the great civil aviation 

Bring our birds home
by Peter Owens

Paul Brennan speaks to the camera in the excavation for the extension to the Wanaka museum.

museums of the world and another great 
attraction for the Central Otago region.
 Mr Brennan points to a strong aviation 
connection with Warbirds Over Wanaka. He 
also notes that the Central Otago climate is 
a great deal more favourable for aircraft res-
toration and preservation than the tropics 
of Brazil and Cuba. 
 While he is an aviation enthusiast he is 
also realistic, although he feels driven to en-
sure these nominated aircraft are returned 
to this country. He says the DC-8 and the 
other aircraft on the list to save are cultural 
items of interest for New Zealand 
 “These are more than pieces of machin-
ery—they are the modern-day equivalent of 
the waka that brought the first Maori to our 
shores,” he says.
 The charitable trust’s only source of in-
come is from donations, and Mr Brennan 
hopes that this will grow to the stage where 
the entire project may be crowd funded. The 
trust is looking to the New Zealand aviation 
industry to support this project, which so far 
has happened. 
 It is an expensive exercise, but Mr Bren-
nan and the other trust members believe it 
is worthwhile. Anybody wishing to be part 
of this unique project may find all the in-
formation at http://www.givealittle.co.nz/
cause/bringourbirdshome

The former DC-10 ZK-NZS sits derelict at Havana, as seen in April last year.

Photographs via Paul Brennan

https://l.facebook.com/l.php?u=http%3A%2F%2Fwww.givealittle.co.nz%2Fcause%2Fbringourbirdshome&h=ATPzsft350T6RO4Y1KGBlcMb7UqpqY3EsPeocIjEIo1DHQEml0CQsjppD7iz5gVK81ckQHOYne1r_cGitSlHHDnVNJl9jILIoLUahg4ycGNWDnX8EAowQK156CzvveJJwEzpX73yw0U
https://l.facebook.com/l.php?u=http%3A%2F%2Fwww.givealittle.co.nz%2Fcause%2Fbringourbirdshome&h=ATPzsft350T6RO4Y1KGBlcMb7UqpqY3EsPeocIjEIo1DHQEml0CQsjppD7iz5gVK81ckQHOYne1r_cGitSlHHDnVNJl9jILIoLUahg4ycGNWDnX8EAowQK156CzvveJJwEzpX73yw0U
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It would take more than the combined 
wisdom of Solomon and NASA to find 
a solution to the future of the aviation 

industry in Central Otago. No matter what 
someone plans, someone else will negate it 
and promote an alternative.
 At present the Queenstown Airport Cor-
poration (QAC) believes its plan to develop 
Queenstown and Wanaka Airports to handle 
a forecast massive increase in visitors to 
the resort is the best option for the future. 
It bases this plan on a current spectacular 
increase in both international visitors and 
domestic traffic.
 Queenstown Airport chief executive Colin 
Keel says the airport will reach its maximum 
numbers in three to four years and so must 
expand its noise boundaries. To this end, 
QAC has applied to the Queenstown Lakes 
District Council (QLDC) for an extension 
of those noise boundaries, but this is being 
strongly opposed by the residents of areas 
that would be affected by such a change.
 This application has been supported by 
a submission from Air New Zealand, the 
operator of most of the scheduled services at 
Queenstown. The supporting submission was 
made by Carrie Hurihanganui, Air NZ chief 
ground operations manager and former CEO 
of Air NZ subsidiary Eagle Airways. 
 However, while supporting the applica-
tion by QAC for an expansion of its noise 
boundaries, the Air NZ submission also 
raises another question altogether. In its 
submission the airline also says a new 
Central Otago airport is needed to handle 
booming tourist numbers. 
 Mrs Hurihanganui says further investi-
gation of a Central Otago terminal was jus-
tified because new noise boundaries, even 

combined with development at Wanaka 
Airport, would not be sufficient to sustaina-
bly grow visitor arrivals. She says an airport 
able to handle future domestic and interna-
tional demand should be considered, along 
with “appropriate transport solutions” to 
spread the visitors around all Central Otago 
communities. (Whichever way anyone looks 
at it, this is really introducing a new concept 
into the problem!) 
 Mrs Hurihanganui points out that inter-
national arrivals into Queenstown Airport 
have grown by between 10 percent and 
43 percent a year since 2008, and even 
an expansion of Wanaka Airport would be 
insufficient to sustainably handle increased 
visitor numbers.
 “Given the growth of visitors to Otago 
by land and air, and given the economic 
benefits of tourism, it’s time to consider the 
future from a strategic vantage point.”

Queenstown debate never ends by Peter Owens

2014 CIRRUS SR22 G52017 CIRRUS SR22 G6 2017 CIRRUS SR22 310  
HP G6 SPECIAL EDITION
Latest Garmin 
Perspective Plus NXI 
package. A/c luxury GA 
flying.165ktd @ 9000 ft 
on 50 lph.
OUR 2019 DEMONSTRATOR 
IS ARRIVING MARCH 2019 
AND WILL BE AVAILABLE 
FOR  IMMEDIATE SALE

2014 CIRRUS SR22 G5 GTS
Yes the complete 
GTS package incl air 
conditioning  tcas etc dual 
12”  screens. Under 300 
hrs  and just like new.
NZ $725,000 plus gst
Import the identical aircraft 
from the US and it will cost 
$200,000 more
This aircraft is unbelievable value

CIRRUS – THE WORLD’S BESTSELLING GA SINGLE
Please contact Bruce Brownlie, Sales Manager, sales@cirrusaircraft.co.nz | 0274 438 371

We have access to another 9 used Cirrus in the Aus/ NZ market right now from $350,000 upwards.

SOLD

 She says Air New Zealand encourages 
Queenstown Airport to work with central 
and local government and airlines on op-
tions, regardless of the outcome of noise 
boundary changes which have been strongly 
opposed by affected residents. The submis-
sion is supported by statistics from Air NZ 
which reveal its passengers spent almost 
$2bn in Otago last year, and a new airport 
for the region is imperative.
 Queenstown Airport’s 2017 master plan 
looked at 20 possible alternative sites but 
ruled out relocation from its present site 
because of cost, accessibility issues and 
environmental impacts.
 There has been no public reaction from 
QAC to the Air NZ submission in support of 
its application for an expansion of its noise 
boundaries, but there has been a reaction 
in another quarter. Basil Walker, who lost 
his application to the Environment Court 

to use land in northern Southland at Cas-
tlerock as an international airport serving 
Queenstown, is about to apply for a resource 
management consent to site an airport on 
the Castlerock land.
 The Board of Airline Representatives of 
New Zealand (BARNZ), which represents 
Air New Zealand and 28 other airlines and 
which has also filed a submission of support 
for QAC, does not appear to support  the 
call for a new airport advanced by Carrie 
Hurihanganui. BARNZ has confined itself 
to submitting only in support of the noise 
boundary issue.
 The board’s executive director, Justin 
Tighe-Umbers, says the organisation is 
focused on being able to meet growth in 
the nearer term, while Air New Zealand was 
looking for long-term solutions to airport 
capacity issues in the Central Otago-Lakes 
region.

When Charles Kingsford Smith 
flew across the Tasman Sea on 11 
September 1928, he was greeted 

by a crowd of 30,000 people who turned 
out at Wigram aerodrome at Sockburn, 
Christchurch, to welcome him. It was a day 
when history was made and celebrated in 
style when his Fokker trimotor Southern 
Cross made the first successful trans-Tas-
man flight, in 14hr 25min.
 Fast forward to 2018 and the celebrations 
of this epic flight were, to say the least, mut-
ed—but the occasion was not forgotten. One 
New Zealand town that did an excellent job 
to commemorate the event was the Horow-
henua main centre of Levin. 
 Horowhenua has some limited aviation 
history. Will Scotland flew his Caudron C 
biplane at Otaki on 29 January 1914, and 
during WWII the RNZAF established a 
training base at Wereroa on the southern 
outskirts of Levin.
 But it was left to the local philatelic soci-
ety in Levin to take the lead in what was an 
excellent display commemorating Kingsford 
Smith’s flight 90 years ago.
 Michael Christensen is not only a philate-
list of some note but also has a love of history 
and aircraft, and he put the idea of a display 

on the 90th anniversary of the historic flight 
to the local library, Te Takere. They jumped 
at the idea, he says, and from then on it was 
up to him and his fellow stamp collectors to 
arrange the display.
 Te Takere is not your ordinary library. 
Yes, it has books, but there is also a piano 
which anyone can play at any time, there 
are frequent art exhibitions and don’t be 
surprised if you see a keep-fit class for the 
elderly taking place in the spacious facility. 
There is also a youth area in the complex.
 Michael Christensen says planning for 
the exhibition began last year.
 “It was a case of seeing what we could do. 
I had the majority of the stuff and some of it 
had been displayed at a national exhibition 
in Christchurch two or three years ago. What 
we have in this exhibit at Te Takere is more 
than what you would call a stamp collection. 
This is a display because it brings in a lot of 
other stuff which is not really permitted at 
a philatelic exhibition,” he says.
 The Kingsford Smith exhibition at Te 
Takere consists of a series of display boards 
set in a rectangle and carefully encased in 
plastic to prevent theft or damage. There 
is a mixture of first day covers, stamps and 
ephemera relating to the event 90 years ago 

and subsequent commemorations. It even 
includes a letter from Kingsford Smith to 
Hudson Fysh, the founder of Queensland 
and Northern Territory Aerial Services 
(QANTAS), and it also has a picture of Jean 
Batten in the Southern Cross—apparently 
taking a joyride.
 Two special pieces in the collection stand 
out for Michael.
 “This one is of the 50th anniversary of the 
crossing, and if you look carefully you will 
see it’s signed by C. Kingsford Smith—that’s 
not Smithy, Charles senior, it’s his son. Here 
we have got navigator H.A. Litchfield [below 
right]. This is the real Litchfield.
 “This one is the 75th anniversary and it’s 
got Ulm and I think that was John Ulm, the 
son of Charles Ulm who flew with Smithy. 
Here we have got R. Kingsford Smith and 
this is Rollo, a nephew of Kingsford Smith,” 
he says.
 The exhibition at the Levin Library was 
on for the whole of September and Michael 
Christensen says he’s delighted with the 
feedback and the sight of people coming in 
and taking time to look at the exhibition. He 
says many people want to talk about stamps 
while others are interested in this historical 
event.
 It is perhaps entirely fitting that the ex-

Arrival in Christchurch remembered in Levin

Peter Burke report and photographs

Michael Christensen organised the Kingsford Smith display in Te Takare, Levin’s public library.

hibition has been organised by a philatelic 
society, given the role that early aviators 
played in delivering the mail.

Letter to Hudson Fysh
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Picture the scene: you’re in the Tau-
ranga Airport car park unloading 
suitcases, dreaming of that imminent 

peaceful holiday, when you look around 
and see five former RAF Westland Wessex 
HC.2 helicopters just through the fence at 
Classic Flyers.

Qantas’ stellar results were almost 
eclipsed during the same week 
as the well-publicised dogfight in 

Canberra that saw the LNP coalition chew 
itself to pieces, with PM Malcolm Turnbull 
deposed and successor Scott Morrison 
emerging from the murky spill that still has 
many pundits mystified regarding its precise 
machinations.
 No matter—the flagship airline recorded 
a record net profit of $A980m ($1.07bn), up 
15 percent on the previous year and, with a 
strong domestic result, recording $A1.1bn 
in earnings, up by 25 percent.
 Not surprisingly, CEO Alan Joyce was 
clearly pleased with these results, along with 
the success of Qantas’ ventures into financial 
services, recording a 7 percent growth in 
its credit card business and further success 
with its insurance arm.
 Mr Joyce told ABC presenter of The 
Business, Elysse Morgan, on 23 August that 

Qantas profit up amid social chaos

Qantas’ subsidiary budget airline Jetstar 
had sold 24m seats for less than $A100 
each. When pressed on whether such deals 
could continue, given the trend in rising oil 
prices and less flexibility with the airline’s 
fuel-hedging provisions, the CEO conceded 
that while such deals would continue, per-
haps fewer seats would be on offer from now 
on, but the airline still had “many levers to 
pull” at its disposal. 
 The CEO declined to comment on the ca-
cophony emanating from Canberra. Qantas 
has now used up its previous business-loss 
provisions carried over from previous years 
and will resume paying tax in the second half 
of this financial year.
 Apart from the ongoing trepidation of 
all airlines regarding the volatility of oil 
affecting their profits and operations (with 
Tapis crude recently surpassing $US80 a 
barrel), and coupled with Australia’s falling 
dollar—72c to the US dollar at the time of 

writing—a climate has been created that is 
leading to a jittery market, reflected in a 
relentless sawtooth pattern of losses and 
gains in the country’s stock market trends.
 As if the en masse brawl in Canberra were 
not enough—and it would not be hyperbole 
to observe that the unedifying spectacle 
gobbled up a week of media space and 
parliamentary sitting time, leaving many 
in the nation bemused and disenchant-
ed—Australia is also at present undergoing 
open-heart surgery in its financial sector. 
 An ongoing Royal Commission into 
malpractices within its banking sector and 
other financial services—financial advice, 
superannuation and insurance—thus far 
has revealed significant amounts of necrotic 
material identified for excision, and with 
yet more to come. At present this has many 
analysts deeply concerned, especially as the 
world marks its 10th anniversary since the 
collapse of Lehman Brothers in the US (and 

by Peter Gamble

Things are bright and sunny for the Australian flag carrier but far from it for the country’s politics.

(Ex)Military helicopters invade Tauranga

Report: Peter Layne
Photographs: Mike Feisst

its $US600bn loss) that sparked the GFC, 
which in turn continues to reverberate and 
afflict many countries and businesses.
 Some experts who specialise in the esoter-
ic financial activity of “attribution analysis” 
have concluded that little has been learnt 
from the GFC and that the apparent strong 
growth in the US of 4 percent, and Austral-
ia’s near-parallel rise of 3.7 percent, can be 
attributed mainly to the rise in oil prices 
being manipulated by the US and OPEC, the 
creation of low-paying jobs in both countries 
and to banks again indulging in risky lending 
practices. All of this creates a house of cards 
that is destined to eventually fall and lead 
to further malaise and misery. Keep your 
seatbelts fastened and your credit cards in 
your wallets is their advice.
 And if this and the discouraging feuds 
that continue to fester in Canberra were 
not sufficient for Australia’s social ills at 
present, yet another Royal Commission has 
just been announced into the malpractices 
of aged care, with dispiriting issues such as 
the lack of funding leading to poor patient 
care, low-paid positions resulting in low-
grade employees—and that all-too-familiar 
ogre of bullying rearing its ugly head yet 
again, seemingly now having permeated 
every field and strata of society from the 
playground to the boardroom. Some social 
media users have posed the question: is the 
lucky country turning dystopian?”
 But all is not gloom.
 Returning to Qantas, the airline’s success 
will see it pay bonuses of around $A2500 each 
to 27,000 non-executive staff members from 
a pool of revenue accrued over four years. 
The airline is also investing in upgrades to 
its lounges located in Auckland, Brisbane, 
Hobart, Sydney, Tamworth and Tokyo. 
 And perhaps of major interest to readers, 
a second flight academy has now been an-
nounced to cope with anticipated demand, 
slated to be opened in 2020. Centres now 
considered for both academies are: Al-
ice Springs, Bendigo, Busselton, Dubbo, 
Launceston, Mackay, Tamworth, Toowoom-
ba and Wagga Wagga. 
 If gazing into your crystal ball, it might 
be worth noting the lounge upgrades.

Peter Gamble

Three ex-RAF Westland Wessex HC.2 helicopters make a spectacle as they arrive in convoy at Tauranga’s Classic Flyers Museum from Taranaki. Two more are due to follow shortly.

Classic Flyers volunteers are used to seeing new projects arrive at their restoration hangar, but the 
sheer scale of three large ex-military helicopters is daunting.

 Last month the first three of these now-si-
lent military movers arrived at the airport 
from Stratford, with thanks to TIL Freight 
(New Plymouth) for the considerable and 
generous support of transporting them by 
road to the Bay of Plenty. These sleeping 
giants are 20m long and 4.85m high. 

 Why five? One will become a permanent 
exhibit and the others will be cleaned up 
and presented for sale or as swaps with 
museums anywhere in the world that would 
like one. Better still, they might have some-
thing Classic Flyers would like to add to its 
exhibits. Before any of them depart, their 
individual histories will be researched.  
 These examples entered RAF service 
around the late 1960s and were retired in the 
late 1990s to enter storage. The type played 
a major role in SAR duties and some served 
in the 1982 Falklands War. Even members 

of the British royal family have flown them 
extensively.
 Heli-Logging obtained these Wessexes 
early this century, but an unfortunate ac-
cident involving a Wessex occurred. Their 
future became murky and so began many 
years of storage in Stratford. More than 
15 years later a deal was done between the 
owner and Classic Flyers.  
 Exciting times lie ahead with more vin-
tage aircraft planned to arrive this year, 
expanding Classic Flyers’ impressive array 
of aircraft on view.
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In Aviation, there is no such 
thing as second best.
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Airbus Perlan Mission II, the initia-
tive to soar an engineless aircraft to 
the edge of space, set a new record 

last month from El Calafate, Argentina, by 
soaring in the stratosphere to 76,124ft, in 
the process collecting vital data on flight 
performance, weather and the atmosphere. 
This new gliding altitude world record 
awaits official validation. 
 The pressurised Perlan 2 glider, designed 
to soar up to 90,000 feet, passed the Arm-
strong Line, the point in the atmosphere 
above which an unprotected human’s blood 
will boil if an aircraft loses pressurisation. 
 In a single week, Perlan set and then sur-
passed a world altitude record three times:
 •26 August: Jim Payne and Morgan 
Sandercock soared to 63,100ft, besting the 
record of 54,000ft set by Airbus Perlan 
Mission II on 3 September 2017. 
 • 28 August: Jim Payne and Miguel Itur-
mendi reached 65,600ft. 
 • 2 September: Jim Payne and Tim Gard-
ner climbed to 76,124ft.
 The overall altitude record for level flight 
of a manned aeroplane is held by the SR-71 
Blackbird at 85,069ft.
 Jim Payne and Morgan Sandercock were 

the two Perlan Project pilots who soared 
the Perlan 2 to 52,221ft GPS altitude on 3 
September last year over the same remote 
region of Patagonia. That 2017 record broke 
the 2006 record achieved by Perlan Project 
founder Einar Enevoldson and Steve Fossett 
in the unpressurised Perlan 1.
 “This is a tremendous moment for all the 
volunteers and sponsors of Airbus Perlan 
Mission II who have been so dedicated to 
making our non-profit aerospace initiative 
a reality,” said Ed Warnock, CEO of The 
Perlan Project. 
 “Our victory today, and whatever other 
milestones we achieve this year, are a tes-
tament to a pioneering spirit of exploration 
that runs through everyone on the project 
and through the organisations that support 
us.” 
 “Innovation is a buzzword in aerospace 
today, but Perlan truly embodies the kind 
of bold thinking and creativity that are core 
Airbus values,” said Tom Enders, Airbus CEO.
 Another achievement this year for the 
Perlan Project was the use of a special 
high-altitude tow plane. At the start of the 
record flights Perlan 2 was towed to the base 
of the stratosphere by a Grob Egrett G520 

Airbus Perlan 2 crosses Armstrong Line

The southern regions of New Zealand 
have long been noted for their mineral 
resources and a consequent tradition 

of mining for gold, coal and other minerals. 
Local authorities in the south currently fear 
a shortage of water in the future and have 
been discussing ways of finding more of it 
among these resources.
 Venture Southland, the promotional 
organisation for the region, has been re-
sponsible for delivering an aeromagnetic 
and radiometric survey of Southland. This 
includes managing the service contract 
with the Ministry of Business, Innovation 
and Employment (MBIE) and New Zealand 
Petroleum and Minerals. The survey, which 
was announced in late 2014, will be finalised 
next year. 
 The information from the aeromagnetic 
survey, when combined with existing in-
formation and data, will be used to make 
decisions on land use, water identification, 
soil fertility and fault systems. 
 While the MBIE is primarily interested 
in mineral research, Venture Southland saw 
the aerial survey as an opportunity to assist 
with other key areas.
 The actual survey was undertaken by 
Australian company Thomson Aviation 
which has specialised in aerial geophysical 
surveys since July 2007. It operates Cessna 
210s and PAC 750XLs as well as helicopters, 
using boom-mounted G823B airborne 
caesium magnetometers and a Radiation 
Solutions RSX-4 gamma detector system 
which can be attached to a wide range of 
helicopters.
 Stephen Canny gave a recent update on 
the project at the Invercargill City Council’s 
Infrastructure and Services Committee 
meeting. 
 He said there were delays in completing 
the aerial survey due to bad weather and 
limitations of flying restrictions within the 
Queenstown Airport controlled airspace. 
This incurred delays in interpretation of 

the data as the intention was to review and 
interpret data as a complete set rather than 
piecemeal.
 Data from the aeromagnetic survey and 
its analysis was not a definitive exercise by 
itself in locating underground water sup-
plies, he said, but it was a tool that could 
assist towards that endeavour.
 “We needed, as part of this exercise, to 
understand the nature of the soils on the 
surface and also wanted to know where 
there was faulting within and around the 
city [Invercargill].”
 In December 2014 central government 
announced its intention to acquire new 
aeromagnetic data to develop the under-
standing of geological structures. Venture 
Southland received advice from New Zea-
land Petroleum and Minerals of the use 
of airborne geophysics surveys to identify 
subsurface geological structures, seismic 
faults, geological hazards, mineral and 
petroleum potential and location of water 
resources.
 At the time the government announced 
it was planning to invest $8m to acquire 
and analyse new aeromagnetic data, $6m 
of this being set aside for data acquisition 
in Southland, Otago and Marlborough. This 
was aimed at developing a clear understand-
ing of geological structures in specific areas 
within these regions.
 Representatives from New Zealand Pe-
troleum and Minerals visited Southland in 
February 2015 to discuss the planned work 
and the potential for the survey coverage to 
be extended through local involvement. The 
government-funded survey areas included 
a significant proportion of the Clutha and 
Gore Districts as well as parts of western 
and northern Southland.
 Venture Southland, on behalf of the 
regional council Environment Southland, 
Invercargill City, Southland District and Gore 
District Councils, negotiated and facilitated 
the extension of the survey to cover a 5567km2 
area of southern Southland for an ad-

Photographs via Airbus Perlan 2

turboprop, a high-altitude reconnaissance 
aircraft modified for the task, operated by 
AV Experts and flown by chief pilot Arne 
Vasenden. The Egrett released Perlan 2 at 
around 42,000ft, the approximate service 
ceiling of an Airbus A380.
 To soar into the higher areas of Earth’s 
atmosphere, Perlan 2 pilots catch a ride 
on stratospheric mountain waves, created 
when rising air currents behind mountain 
ranges are significantly strengthened by the 
polar vortex. The phenomenon occurs for 
only a brief period each year in just a few 
places. Nestled within the Andes in Argen-
tina, the area around El Calafate is one of 
those rare locations where these rising air 
currents can reach to 100,000ft or more.
 Built in Oregon and based in Minden, 
Nevada, the Perlan 2 glider incorporates a 
number of innovations: 
 • A carbon-fibre capsule with a high-effi-
ciency, passive cabin pressurisation system 
eliminates the need for heavy, power-hun-
gry compressors. 

 • A closed-loop rebreather system en-
sures the only oxygen used is what the crew 
metabolises. It is the lightest and most 
efficient system for a sealed cabin, and its 
design has applications for other high-alti-
tude aircraft.
 • An onboard wave visualisation system 
graphically displays areas of rising and sink-
ing air. For commercial flights, following 
lines of rising air would allow faster climbs 
and save fuel while also helping aircraft 
avoid dangerous phenomena such as wind 
shear and severe downdraughts.
 Unlike powered research aircraft, Per-
lan 2 does not affect the temperature or 
chemistry of the air around it, making it a 
suitable platform for studying the atmos-
phere. The experiments carried aloft in its 
instrument bay are yielding new discover-
ies related to high-altitude flight, weather 
and climate change.

Southland’s aerial survey
Peter Owens reports

Stephen Canny

ditional cost of 
$686,000, cov-
ered by the local 
authorities.
 T h e  a e r o -
magnetic and 
radiometric sur-
vey of Southland 
was conducted 
from the air by 
fixed wing air-
craft and hel-
i c o p t e r s  a n d 
was completed 
ahead of schedule during the summer 
of 2016–2017. The survey also came in 
$234,400 below budget.
 Steven Canny said there had been very 
positive benefits from the aeromagnetic 
survey. These included:  
 • Better quality natural hazards informa-
tion was able to be obtained, particularly 
in relation to geological hazards such as 
fault lines and areas of potential geological 
slipping which could be avoided and/or 
mitigated when considering potential future 
developments.
 • Southland’s water resources were 
identified, which will be of significant value 
for the region’s community, industry and 
agricultural water supplies in the future.
 • When the survey data is combined with 
the top climate information, Southland 
will have comprehensive climate, soil, and 
geological mapping. This will enhance re-
gional economic prosperity by assisting in 
making better land use and water allocation 
decisions.
 • Council submissions to central gov-
ernment into the future will be informed of 
issues such as earthquake-prone building 
legislation and natural hazards management.
 Venture Southland has committed 
$100,000 to interpret the data of the aer-
omagnetic and radiometric survey. This 
is currently in progress and will be made 
available once competed.

http://www.perlanproject.org
http://www.perlanproject.org
http://www.perlanproject.org/team
http://www.perlanproject.org/team
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Anyone following the progress of 
ADS-B’s introduction to New 
Zealand will have noticed one 
Great Big Official Unknown: how 

it’s going to be paid for.
 We all know (and officialdom has for-
mally acknowledged) that the big financial 
winners from ADS-B in New Zealand will be 
Airways NZ and the airlines. We also know 
that for this country to fully enjoy all the 
safety benefits of ADS-B almost everyone 
in the aviation system will have to join the 
party. Just one unequipped (and therefore 
unseen) aeroplane flitting about in any kind 
of airspace could pose an obstacle in the 
path of other traffic.
 Perhaps that’s what motivated Graeme 
Harris, CAA director, and the Ministry of 
Transport to urge everyone in the system to 
crack on with installation of ADS-B in their 
aircraft. Both also cited possible queues 
arising for late adopters as a reason to get 
in early. 
 The GAA is not fully persuaded.
 We read with interest the leading article 
in the latest Vector magazine, and a support-
ing report, about ADS-B’s introduction.
 Missing from both pieces, however, was 
the matter of expense. We know from the 
ADS-B seminars, and from many aviators, 
that the cost of this new technology is of 
major concern. This is particularly pertinent 
to recreational aviators, who face similar 
per-aircraft costs as commercial operators 
but cannot recover any of those costs.
 We also know that on many occasions 
the question of some form of assistance to 
recreational aviators has been raised with 
the CAA. The answer has always been that 
the Authority is considering the matter.
 Now we have the deadlines and the spec-
ifications and the CAA director’s personal 
recommendation that, if possible, we get on 
and do it. But the cost question has still not 
been addressed. 
 We believe that most recreational GA 
operators who use controlled airspace from 
time to time also understand the enhanced 
safety benefits this technology will bring. 
 On the other hand, the balance sheet 
will show them paying a disproportionate 
amount to comply, bearing in mind their 
very modest use of airspace in general and 
controlled airspace in particular. 
 So we asked the director to tell us what 
the CAA has in mind to ameliorate the in-
stallation costs for recreational GA.
 He replied: “Your question about the 
cost of ADS-B OUT fitment to recreational 
GA aircraft is a good one. It is certainly a 
legitimate public policy question whether 
some subsidy, or more likely rebate, scheme 
is applied to the purchase/installation of 
ADS-B by recreational GA. 
 “Given, however, that it is a policy ques-

tion, I’d recommend you direct your enquiry 
to the Ministry of Transport. In making that 
recommendation I am not trying to avoid an-
swering your question—I’m merely directing 
you to the agency with responsibility for the 
type of transport policy matters involved. 
 “In the meantime, my advice to owners 
and operators would be to get on with fit-
ment as soon as possible in order to be in 
the front of the queue. If any subsidy scheme 
is ultimately introduced, logic would dictate 
that it would have to be a rebate scheme and 
in my view it would be equitable to capture 
those that had already fitted ADS-B to their 
aircraft—maybe in the past year or two.”  
 We put the same question to the Ministry 
of Transport and received this reply:
 “As you acknowledge, there is a cost to 
operators associated with moving to ADS-B. 
The cost benefit analysis undertaken by the 
[CAA] indicates that the cost of this transi-
tion will fall disproportionately on owners of 
older, lower value aircraft. The introduction 
of ADS-B also disproportionately affects 
operations that are flown less frequently in 
controlled airspace, as well as those that do 
not have access to acceptable technical data, 
for example a supplemental type certificate 
for ADS-B OUT equipment.
 “We are aware of the previous subsidy 
scheme offered to operators when the 
secondary radars were introduced in the 
early 1990s. Officials at the [CAA] and the 
[MoT] are looking at options to assist with 
the introduction of ADS-B. As we said in 
the roadshow meetings in late 2017, such a 
scheme is not off the table; however, there 
are no guarantees that a scheme will be put 
in place. I encourage all aircraft owners to 
plan for fitting ADS-B OUT to ensure they 
will comply.” 
More information is available at: https://
www.nss.govt.nz/workstreams/surveillance/
 The GAA strongly believes that, for the 
MoT, the CAA and Airways to achieve the 
desired result—a virtually universal adop-
tion of ADS-B—there will have to be a re-
balancing of expense for the smaller people 
in our aviation system.
 Aircraft owners and operators bear most 
of the costs of the proposed ADS-B below 
FL245 mandate.
 The primary beneficiary is Airways, 
which avoids significant costs as a result 
of the shift from radar. ADS-B is a passive 
system; it requires low power, no trans-
mitter and—as a solid-state system—little 
maintenance.
 Mr Harris and the Ministry possess a 
cost benefit analysis (CBA) that highlights 
a major hazard directly linked to the cost of 
ADS-B: the risk that some operators without 
it will turn off their Mode Charlie units to 
avoid detection in controlled airspace. (We 
know, anecdotally, that this already occurs 

from time to time because the pilot either 
doesn’t like talking to ATC or wants to avoid 
Airways transit charges.)
 The CBA of ADS-B Implementation be-
low FL245 was carried out by consultants 
Ernst and Young and was published a year 
ago, on 22 September 2017.
 In summary: 
 • The results are broadly consistent with 
the results of the CBA with FSIWG (flight 
system information working group) mem-
bers considering that there are significant 
benefits to ADS-B but with significant con-
cerns being expressed in terms of cost and 
the creation of perverse safety incentives. 
 • The group felt smaller sport aircraft 
operators—particularly microlights—would 
be the most affected by the regulation, 
positively and negatively, with commercial 
operators the least affected. 
 • The results suggest that increased 
safety within uncontrolled airspace is the 
most likely and most beneficial outcome 
to all users with the potential for voluntary 
ADS-B in creating strong potential benefits, 
although these benefits could be offset by 
an over-reliance on the ADS-B system for 
situational awareness. 
 • The greatest risks were perceived to 
be in changes to flight patterns and pilots 
choosing to turn off their transponders to 
avoid detection in controlled airspace. There 
was significant concern that particularly 
non-commercial operators would be signif-
icantly and adversely affected by the cost of 
upgrading their fleet, and might choose to 
operate outside controlled airspace, even 
if this required longer travel times/more 
circuitous routes. This may also encourage 
some users to turn off their transponders (if 
they have them) within controlled airspace 
to avoid detection and take the preferred 
route, particularly if their transit of con-
trolled airspace is infrequent. A view was 
also expressed that some operators may turn 
off their transponders to avoid Airways fees. 
A risk was also perceived that sport aircraft 
operators would be disproportionately af-
fected by upgrade delays, given the lack of 
STCs for their aircraft. 
 In instances where aircraft require certi-
fication for an upgrade, this can take signif-
icant time. If a current Mode A/C or Mode 
S transponder fails inspection, the owner 
chooses to upgrade to ADS-B, and there 
is no STC available then a design approval 
and certification is required from the CAA. 
There is an option for aircraft owners to seek 
approval from a Part 146 organisation, and 
the 60-day stand down policy is designed to 
encourage that behaviour, but some aircraft 
owners still seek to use the CAA for upgrade 
certification.
 This can take 60 days to process, during 
which time an aircraft cannot, in practice, 

be flown. This can have a significant cost to 
users.
 The time-cost penalty disproportionately 
affects helicopter users as they have the 
highest capital value, although the most 
likely aircraft to face a delay are microlights, 
due to the tendency for those aircraft to have 
older and less heavily used equipment.
 There are costs imposed by the imple-
mentation of ADS-B that go beyond the sim-
ple equipage costs of the aircraft. For some 
users, the cost of equipping an aircraft will 
be judged by them to be too high relative to 
the value of the aircraft, or it will be viewed 
as uneconomic given the amount of time 
they are in controlled airspace.
 These users suffer a regulatory impost, 
made up of real asset value reduction, a re-
duction in their enjoyment of their aircraft 
and a reduction in usage value—their ability 
to freely enter controlled airspace. As a proxy 
for these costs, a one-off asset value reduction 
method was used, where those individuals 
who choose not to upgrade are left with an 
aircraft that cannot enter controlled airspace.
 Based on stakeholder feedback, the level 
at which it would become likely that a user 
would not upgrade would be $40,000; 
stakeholders estimate that 50 percent of 
those users would not upgrade. About 40 
percent of microlight aircraft have values 
under $40,000, based on TradeMe data, 
and the average value of those aircraft is 
around $35,000.
 The powers-that-be have had the evi-
dence for more than a year: ADS-B will have 
the most serious financial impact on smaller 
commercial operators and, most of all, on 
private operators. The potential victims 
have mentioned this imbalance loudly and 
often at ADS-B seminars across the country.
 And yet the authorities continue to sweep 
the money problem under the carpet. 
 Contrast that with the European Union 
which, when new radio frequencies were 
introduced (meaning new radios had to be 
fitted), swiftly offered a financial package 
to help general aviators bear the burden of 
re-equipping.

Hey, grab some airspace for noth-
ing, and make money
There seems to be an insidious trend to-
wards obtaining the use of public airspace 
for private commercial gain, with no known 
dividend to either the public or aviators who 
rightly claim customary use of the airspace. 
 The first indication of problems came 
when a North Island enterprise called In-
credible Skies unexpectedly won restricted 
airspace conditions over an enormous area 
around Hokianga—and then advertised 
internationally on the web, inviting drone 
developers to come and test their machines 
in this scenic spot (presumably not for free).

ADS-B: 
We know the science, but what’s the bottom line?

by Brian Mackie of the GAANASA

This June 2017 forest fire in 
California was caused by the crash 
of a USAF RQ-4 Global Hawk UAV.

Wikimedia
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 Remarkably, they got away with it, not 
least because the CAA failed to carry out the 
required consultation with interested parties. 
Civil Aviation Rule 71.9 requires the CAA 
director to consult with affected persons, 
organisations and representative groups 
within the aviation industry before making 
a designation or classification of airspace.
 This was a very serious lapse in govern-
ance, for which the CAA almost immediately 
came out with its hands up high. 
 We’re waiting for the outcome of a 
request to have the term of this airspace 
restriction extended. Incredible Skies has 
applied to have 874km2 of airspace restrict-
ed from the surface to 3000ft AMSL.
 But now more trouble is brewing, and 
this time way down south. Once again, un-
manned aircraft are at the centre of it.
 Commercial Part 102 certified operator 
Skybase has issued a community notice to 
airspace users of planned operations in the 
vicinity of Alexandra aerodrome. The notice 
begins by saying that “Alexandra Aerodrome 
(NZLX) is soon to become a focal point for 
the unmanned aviation industry.”
 Skybase has applied for the designation of 
a restricted area to segregate beyond visual 
line of sight (BVLOS) trial flights from other 
aircraft.
 The CAA’s initial assessment has iden-
tified the following VFR operations that 
would be directly affected:
 • Gliders and tugs circuit at Alexandra 
aerodrome 
 • Standard overhead join procedure at 
Alexandra aerodrome 
 • Low flying zone NZL970, Galloway, is 
almost entirely within one of the proposed 
restricted areas. As per the advice from Sky-
base, agricultural aerial operations would be 
able to continue as necessary. However, it is 
unknown if, or how many, uncharted aero-
dromes or heliports are within the proposed 
areas. 
 The CAA says a full picture of the likely 
impact to aircraft is not yet available and 
that it is reliant on feedback from users.
 The CAA has a policy document “Guide-
lines for the establishment of temporary 
restricted airspace”: https://www.caa.
govt.nz/assets/legacy/airspace/Guide-
lines_Temp_Restr_Airspace.pdf
 A statement from this 2013 document 
reads: “There is no justification to desig-
nate airspace where an applicant may gain 
a commercial advantage (especially if the 
applicant indicates a desire to charge people 
to enter and operate within the area), unless 
there are compelling safety reasons.”
 Interestingly, another section of the 
2013 document reads: “CAR 71.151 requires 
the director to ensure that each portion of 
special use airspace designated is as small 
as practicable consistent with the activities 

for which the area is required. The need for 
restricted airspace must be justified and, if 
necessary, a lesser volume of airspace than 
that requested could be designated if the 
request is excessive.” 
 The GAA considers that there is a con-
siderable public risk. The basis of this is the 
well-documented hazards associated with 
lithium ion and lithium polymer batteries. 
In the event of substantial damage occurring 
to the batteries due to loss of control of a 
UAV and it crashing into the ground, what 
may well happen.
 Thermal runaway, normally caused by an 
electronic error or mechanical damage, is a 
typical fire scenario for Li-ion batteries and 
accumulators. It starts in relatively unspec-
tacular fashion: oxidation of the electrolyte 
heats the interior of the battery to around 
80degC, causing gas and steam to appear in 
the cell. 
 If this process is not stopped, it triggers 
a chain reaction. At around 120degC the 
separator between the anode and cathode 
melts. This causes a short circuit and the 
thermal decomposition of the cathode. This 
releases oxygen which, combined with the 
heat energy, ignites the materials in the 
anode, cathode and electrolyte (mainly or-
ganic solvents, light metals and graphite). 
Temperatures can reach up to 1000degC.
 It can’t happen? In June last year a USAF 
RQ-4 Global Hawk UAV crashed into the 
Inyo National Forest in California. The 
accident appeared to touch off a forest fire 
in the process.
 According to an official press release, 
“Officials at Edwards Air Force Base in 
California confirmed to local news outlets 
that the large high-altitude, long-endur-
ance unmanned aircraft crashed during a 
routine transit from Beale Air Force Base 
more than 350 miles to the northwest. Inyo 
National Forest is roughly 200 miles north 
of Edwards, not in a straight line from Beale. 
Though there is no information on the cir-
cumstances of the mishap so far, this might 
mean aircraft was following an elongated 
flight path over less populated areas or had 
lost contact with its ground control station 
and flew off course.”
 Imagine this happening up on the tus-
sock-covered tops of the Raggedy Range or 
Rough Ridge. A fire could be fought using 
only helicopters with monsoon buckets, 
and the nearest available aircraft would 
be at Queenstown or Wanaka. The nearest 
suitable source of water for them could be 
a considerable distance away. 
 The question is: do we need to expose 
our Central Otago countryside to this sort 
of risk, and more particularly if BVLOS op-
erations are also to be carried out at night?
 The proposed area at Alexandra is, in our 
opinion, not fit for purpose. The risk to the 

public and landowners is extremely high, 
particularly if the UAV operator loses control 
of the aircraft. The CAA has previously sug-
gested that Skybase requires from the surface 
up to 7000ft so that, should something go 
amiss, the operator could land the UAV. 
 That kind of logic presupposes that the 
operator will retain control of the UAV right 
down to a safe landing. Having watched sev-
eral model aircraft mishaps where a wiring 
connector has come loose or servo actuator 
malfunctioned, there was never an outcome 
with a “controlled landing”. 
 There have been reports that ultimately the 
company applying for this restricted airspace 
plans to use a PAC P-750 UAV, on which the 
Chinese AT 200 UAV is based.  This UAV has 
a maximum take-off weight of 3.4t.
 As recently as 13 September 2018, a 
Northrop Grumman MQ-4C Triton UAV 
sustained a problem during a test flight. 
The engine was stopped mid-air and the 
pilot attempted to land the aircraft on a 
runway. The landing gear did not deploy 
and the plane made a belly landing. The 
Triton sustained significant damage and the 
landing was defined as a Class A mishap, an 
incident that results in a fatality or damage 
costing more than $US2m.
 There could be further strife for the CAA. 
The runholders of the country beneath this 
proposed airspace are apparently ignorant 
of what is being planned and the NZ Fire 
Service, DoC and the relevant county coun-
cils were not on the list of stakeholders 
advised by the Authority.

Welcome news …
We have congratulated CAA director 
Graeme Harris for introducing his month-
ly CAA Briefing. The first was sent to CAA 
clients and stakeholders in August. 
 At a meeting in July between the GAA, 
the director and the board chairman, we 
suggested that a regular briefing along the 
lines of the CASA director’s briefing would 
help to improve communication between 
the CAA and its clients. A similar message 
was given to the director by attendees at the 
Aviation NZ conference.  
 The first CAA Briefing provided more 
clarity around issues such as:
 • Helicopter hover loading and unload-
ing;
 • Various rule development projects such 
as the definition of “crew member”;
 • Carriage of Dangerous Goods—LPG 
bottles; and
 • Helicopter rotors turning unattended.
 If you haven’t yet seen the briefing it 
can be found at: https://www.caa.govt.nz/
safety-info/publications/caa-briefing/

PPL medicals 
In a recent email to the director we asked 

what progress was being made on a potential 
change to PPL, ag pilot and flight instructor 
medical certification, along the lines of what 
CASA has recently introduced.
 He replied: “Regarding your PPL medical 
question, we have an approved slot in the 
2018/19 Rules programme for a potential 
change to the medical certification standard 
for the PPL. This project will also look at the 
utilisation of alternative standards other 
than the CAA class 2 medical standard—as 
per what we do with the RPL. 
 “I realise of course that this project will 
do not do what you are referring to—which is 
essentially to make the class 2 standard ap-
plicable to CPL holders performing certain 
categories of operations currently requiring 
a class 1. I have thought about whether we 
could slip this broader issue within the cur-
rently approved project but have concluded 
that would be overly stretching the basis 
upon which Cabinet considered the matter 
before adding it to the programme.
 “I’m supportive in principle with what 
CASA has done and if we are able to draw 
on any substantive policy work they have 
done it may speed up consideration of the 
issue—but it will have to follow as a separate 
body of work.”  

Is the CAA fit for purpose? 
Minister of Transport Phil Twyford has been 
told by an Aviation NZ member that the 
regulation of civil aviation has become so 
cumbersome, since the Swedavia McGregor 
review of the mid-1980s, that it is time for 
a review.
 It was pointed out to the Minister that 
when we have an issue that needs a rule 
change, it must be:
 • Opened 
 • Assigned 
 • Analysed 
 • Reviewed 
 • Bid onto the Rules Programme 
 • Approved 
 • Drafted 
 • Consulted 
 • Finalised 
 • Sent to Legal 
 • Passed to MoT 
 • Approved by Cabinet 
 • Signed 
 The process can take five to seven years. 
 This latest message to the Minister backs 
the GAA’s Client Satisfaction Survey of the 
CAA, which also called for a review of the 
Authority. Apart from Mr Twyford recom-
mending continued dialogue between the 
GAA and the CAA, he has so far dodged the 
issue. 
 Mr T is also the Housing Minister and 
has about 99,980 of his targeted 100,000 
new homes left to build, so don’t hold your 
breath.

In the July issue of Aviation News (page 25) I was inter-
ested to read Terry Moyle’s article headed “A National 
Aviation Day?” Terry’s research into the Walsh Brothers 
revealed the true date of the first powered flight in New 
Zealand in their aircraft named Manurewa, which took 
place in Glenora Park, Papakura/Takanini on 5 February 
1911. 
 I was present on 5 February 1986 at the commemora-
tion of the 75th anniversary of this event where a large 
stone with a plaque attached was erected on the site, with 
the date of the first controlled flight noted as being 5 Feb-
ruary 1911. Many dignitaries were present and Sir Richard 
Bolt was the principal speaker. 
 As I knew very little of the background to this mon-
ument I turned to an acquaintance of mine, Nev Hay, 
Capt Retd, FRAeS, whom I knew had been involved with 
the erection of the monument. Nev informed me that 
the stone with plaque attached was installed by the New 
Zealand Aeronautical Trust (NZAT), in association with 
the RAeS (NZ Division). 
 Since then the site has been purchased by Addison 
Developments which has been very supportive of re-
taining the plaque within the housing development and 
has been in discussion with the NZAT and the Auckland 
Council about re-siting it in stage 3 of that development. 
The monument is now resting in a splendid position as is 
shown in the attached photograph.
 Terry Moyle’s article concludes with the suggestion 
that it would be appropriate if 5 February became New 

Zealand’s National Aviation Day. 
 As a member [and immediate past president: Ed] of a 
nationwide sport flying organisation, the Tiger Moth Club 
of New Zealand, I am all in favour of further promotion 
of Terry Moyle’s proposal that we make 5 February New 
Zealand’s National Aviation Day, and I call on like organi-
sations to get behind a drive to accomplish this.
Jim Lawson
Wattle Downs, Manukau

A lot has been said recently about New Zealand’s last 
Spitfire pilot dying.
 In our rest home we have Ralph Brown. He’s from 
Oamaru and flew Spitfires escorting bombers over Ger-
many and to the Gestapo HQ in Copenhagen. He flew 
with the Indian Mysore Squadron.
 Ralph was 99 last Sunday and can still read the news-
paper without spectacles. I have been giving him my cop-
ies of your Aviation News every month and he thoroughly 
enjoys their content.
 He’s very alert and goes shopping on his mobility 
scooter during the week. A very nice bloke!
 The Nelson Mail had a very good photo of him in the 
10 September edition.
Name and address withheld
for fear of embarrassment
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Really the last?

National Aviation Day
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Dave Paull presents a summary of New Zealand civil aircraft register movements during August. Readers with 
photographs of new or newly acquired aircraft are invited to send these to him at paulldj@xtra.co.nz

Initial registrations
Ross and Russell Brodie of East Canterbury Aviation and 
helpers at Rangitata Island have been working on building 
up a 75 percent scale, Rotax-powered Airdrome Aeroplanes 
Fokker E-III Eindecker replica for some time. It was listed 
on the register as ZK-EII2 near month’s end and is marked 
as “37/15” as used by Oswald Boelcke and Max Immelmann. 

struts replacing the tubular version in December 
that year. This obtained its JAR/VLA certification 
in June 1993 and from this date production aircraft 
became known as the CA25. Next came the nosewheel 
model as requested by flying schools. This became the 
CA25N Gazelle—N for nosewheel and Gazelle from 
the Swiss Gisela, but production ceased in 1998, fol-

lowing which the US family tree ends up with Just Aircraft.
  So our second Skyfox CA25N Gazelle became ZK-CRB2 
on 9 August 2018 with Randy Beier, now of Hawera. This 
was first registered with Tom Keats of Gleeson, Cloncurry, 
Queensland as VH-EGP3 on 14 May 1997 and, after a string 
of owners and transfer to the Australian Recreational reg-
ister as 24-8643 it ended up with Randolph Beier. Randy 
never flew it and advertised it for sale with 2250hr. Looks 
like it did not sell as it is still with Randy but here in NZ. 
The first ZK-CRB was an Imco B-1 Callair topdresser from 
the mid-60s.
 The mention of Just Aircraft above leads to the listing 
of the new Just SuperSTOL XL ZK-DJG2 for Donald Gray 
of Te Awamutu. The first ZK-DJG was a well-worked Piper 
PA-23-250 Aztec which later became ZK-JEI.
 Masterton’s The Vintage Aviators’ newest addition is 
Fokker D.VII Replica ZK-TBI as imported from the US 
where it was built and certified as N286WG to Frederick 
Murrin of Greenville, Pennsylvania, on 13 October 2016.
 Mount Cook Airline listed its 20th ATR-GIE ATR 72-212A 
(600 Series) as ZK-MVV on 10 August following test flights 
as F-WWEJ with the manufacturer. 
 Meanwhile Air New Zealand has taken on another B777 
lease aircraft to cover for the grounding of its 787-9 Dream-
liners due to the R-R Trent engine problems. This latest is 
a B777-35E (ER) built in 2010 as N559BA and certified to 
Boeing on 10 May 2010, having already first flown on 14 
April 2010 from Everett Field. It was delivered to Eva Air-
ways of Taipei, Taiwan, on 19 November 2010 as B-16717 
and was withdrawn from service on 29 July 2018. It ferried 
into Auckland on 5 August and became ZK-OKT on the 8th. 
Its first Air NZ service was from Auckland to Brisbane on 
the 28th.

Re-registration
Cessna 185C Skywagon ZK-CGG was a Rex Aviation import 
in 1964 and served as a topdresser and sprayer with Rural 
Aviation where it picked up the name Sea Horse and carried 
a small seahorse decal on its engine cowling. This came 
from its registration letters of “C” “GG”. It moved to John 
Harding of Taihape mid-1968 and then to Central Aviation 

of white, teal and dark blue. It has now found a new owner 
in Carl Jackson at Blenheim. 
 Also Cessna 180 ZK-BJV which has been a hangar queen 
at Rangiora for many years is now receiving some TLC by its 
new owner, Nigel Griffith of Darlington Drilling and Piling. 
 Cessna 150D ZK-CHH has been transferred from Avcraft 
Engineering at Feilding to the recently incorporated Matri-
nair, which is another way of saying Matt Bailey and Katrina 
Futcher. Also transferred over to Matrinair are Aerostar 601 
ZK-JOS, Cessna 177B Cardinal ZK-TEC and Piper PA-34-
220 Seneca ZK-WIW. 
 Cessna 172L Skyhawk ZK-DAW departed the Andy 
Padgett Flying School at Momona to join J.D. & N.F. Small 
on their property in the Hakataramea Valley in 1975. It was 
followed in November 1981 by Cessna U206G Stationair 
ZK-EJH from the Dalhoff & King Flying School. The U206G 
was transferred to Nathan Small in March 2004 and now 
C172 ZK-DAW has been listed to Nathan under the NSK 
Farming name. 
 Cessna 177B Cardinal ZK-DDK2 was with Rob and Chris-
tine at Mac-Law of Dunedin from April 2004, and in 2008 it 
was relisted to Mac-Law & Dunbar Orthopaedics and in May 
2015 shifted to J.R Beattie & J.D. Dunbar Orthopaedics. At 
the end of July this year it was listed solely to John Beattie 
of Waikouaiti. Another Cardinal change is for C177 RG ZK-
KCW which is now with Chris Douglas of Whangarei after 
some 13 years with the Laws. 
 Cessna A185F Skywagon ZK-PNS was imported by Den-
nis Thompson International in March 2007 and re-regis-
tered as ZK-DMX2 for Walton Holdings of Gisborne about 
a month later. This has now moved to the far south to Ryan 
Farms of Mossburn. 
 Cessna 172M Superhawk ZK-DPM has been used in the 
skydiving role for some time now. John Martin got it in 1992 
and traded as Tauranga Tandem Skydiving with the aircraft 
gaining its Buzzard Airline script and buzzard graphic on its 
tail. This is now with Skydive Tauranga/Skydive The Mount. 
 Murray Reed of Tuakau took on C172N Skyhawk ZK-
EJU in November 2010. It is now with Michael Reed, still 
of Tuakau, and C172N ZK-EKE, which has been at Kaikoura 
with Wings Over Whales since 2010, was taken over by 
South Pacific Helicopters in May and has been moved on 
to the Wellington Aero Club. 
 After disposing of Cessna 172s ZK-DHV and ZK-EKH 
earlier this year, U-Fly of Wanaka has now acquired Piper 
PA-28-180F Cherokee ZK-FEL from the FEL Aviation 
Partnership of North Shore. 
 The late Earl Hagaman owned Cessna 182P Skylane 
ZK-EKK from mid-1989 and based it at Christchurch In-
ternational as a back-up for his Scenic Circle Hotels’ Cessna 
P210 Centurion ZK-SCH. Both have now been re-listed to 
the Scenic Hotel Group of Christchurch. 
 Cessna 205 ZK-COY2 and Cessna P210 Centurion ZK-
VIR2 which have been operated under the Air West Coast 
name since October 2003 and June 2009 respectively have 
now been re-listed to The Christian Church Community at 
Haupiri on the West Coast.
 Having sorted out the Cessnas, now for the Pipers. Jared 
Mulholland of Rolleston has acquired Piper PA-28-160/180 
ZK-BZH to add to his collection of projects at Ashburton, 
including PA-38-112s ZK-ESI and ZK-WAB, and Aero L29 
“26”. Timara Lodge of Blenheim took over Piper PA-310 
Navajo ZK-LWN from Skyline Aviation in June 2017. In 
November it went on line with Ridge Air but has now been 
returned to Timara Lodge.

Ross Brodie

ZK-EII at Rangitata Island.

This is a wire-braced monoplane and was the first type to be 
fitted with interrupter gear to enable its machine gun to be 
fired through the propeller arc. It joins three other WWI rep-
lica aeroplanes based on the field. The first ZK-EII allocation 
was to a Piper PA-36-375 Pawnee Brave agricultural aircraft.
 An exciting new species of helicopter has arrived for the 
Auckland Rescue Helicopter Trust (ARHT) in the form of 
Leonardo AW169 ZK-HLH4. The Leonardo name is rela-
tively new and stems from the earlier AgustaWestland SpA 
(hence the AW model designation) which became Finmec-
canica SpA on 1 January 2016 and then Leonardo SpA from 
28 July 2016. 
 The AW169 is a twin-engine P&W Canada PW210A 
powered 4.8t helicopter designed to use a high degree 
of commonality with the larger AW139 and AW189s. It 
was first unveiled at Farnborough in 2010 with the first 
AW169 flying in May 2012 and with production rolling 
off the Italian Vergiate line from January 2015. Two have 
been ordered by ARHT to replace its two current Kawasa-
ki BK117s ZK-HLN3 and ZK-HKZ3. The previous ZK-HLH 
allocations covered a Bell 206 JetRanger, a Hughes 369D 
and a Eurocopter EC 135 P2.
 Our fifth Bell 505 JetRanger X has become ZK-HTI3 
with Brookby Quarries of Auckland. Brookby Quarries has 
previously operated Beechcraft C90GTi N890LG and Cess-
na 510 Mustang ZK-YDZ, and it currently also has Cessna 
Citation Mustang N890LG. The previous ZK-HTIs were a 
Hughes 369HS and a Eurocopter EC 130 T2.

Steve Staunton

ZK-IAA in its Gloucestershire heyday as G-PASX.

 The AMH Trust of Hamilton has just listed MBB BÖ 105 
DB5-4 ZK-IAA. This Bölkow was built in 1989 and initially 
flew under the German test registration of D-HDZX before 
delivery to Police Aviation Services at Gloucestershire Air-
port, Staverton, to become G-PASX on 20 December 1989. 
This service, along with the Medical Aviation Service, was 
established over 30 years ago and is now part of the Special-
ist Aviation Services Group (SAS Gp) which now focuses on 
the MD902 and the Leonardo AW169 so the MB105s have 
been sold off. 
 Helicopters Queenstown is now the proud operator of 
new Eurocopter AS 350 B3 ZK-INT2 which lifts its fleet 
to eight AS 350s, one EC 130 T2 and one EC 135 P2x. The 
earlier ZK-INT was a MDHI 600N NOTAR.
 The lineage of the Skyfox CN25N Gazelle goes back to at 
least 1983 when the Dean Wilson-designed Light Aero Avid 
Flyer first flew in 1983. Dan Denny, who worked for Dean, 
went out and built his own slightly larger aeroplane and the 
prototype Denny Kitfox first flew in May 1984 in Idaho. 
 The early models had a radial type engine cowling but 
housed a Rotax engine. Licensed build arrangements were 
soon set up in several countries—and it is the Australian line 
that we are interested in here. Production of the CA21 was 
started by the newly formed Calair Corporation at Caloundra 
in about 1988, incorporating slightly heavier fuselage tubing 
and a more streamlined engine cowling over a VW variant, 
plus a taller fin and rudder. The folding wing was retained. 
 In 1991 Calair was sold to Graham Day who renamed 
the company as Skyfox Aviation, with the Rotax 912 CA22 
model appearing in January 1992 with streamlined wing 

ZK-CGG at Luggate 27 December 1970.

Dave Paull

of Roxburgh in July 1969 and to Ian Sarginson of Dingle-
burn Station in March 1974. It was used on the Cascade to 
Christchurch whitebait run and then operated for a time by 
the Otago Parachute Club. It was stored for a while as its 
owner was overseas and its registration was revoked on 11 
April 2014. This has been reinstated this month to David 
Sarginson of Wanaka.

Changes of ownership
Starting with Cessna changes, we note that C180A ZK-CGJ 
had a long and distinguished career after being built up by 
Rex Aviation from a selection of parts from damaged Cessna 
180s, including ZK-BUW, ZK-BWY, ZK-BUP and ZK-BSZ. It 
gained its NZ CofA on 28 July 1964 and its title was shifted 
over to Rural Aviation—basically the agricultural side of 
Rex Aviation—on 2 March 1965. Following a short lease to 
Northern Aviation of Te Kuiti in 1966 it returned to Rural 
Aviation until being converted back to a four-seater and 
sold to the Middle Districts Aero Club at Palmerston north 
from 30 March 1967. 

Dave Paull

ZK-CGJ as seen at Omarama 10 December 2009.

Dave Paull

ZK-CSS as seen at Rangiora 19 August 2018.

 Cub Crafters CC11-160 ZK-CSS2 was first listed with 
Robert Gray of Bombay in February 2012 but is now with 
Wallace Steel of Turangi. 
 The D Locke Minitwin Mk II ZK-DBL2 is basically a 
modified TEAM Himax built by Dave Locke which first flew 
in 2001, powered with a Suzuki Cappuccino 650cc 63hp 
three-cylinder engine. It has just been sold to Paul Neave 
of Pukekohe. 
 Trevor Leighton of Motueka registered the P&M Aviation 
Quik GT450 ZK-DGC3 on 25 March 2010 and operated as 
Tasman Sky Adventures, then re-listed it to Blue Skies Microl-
ight in September 2012. It is now back under Trevor’s name.
 Bob Climpson of Upper Moutere acquired Kolb Twinstar 
Mk-II ZK-FTN in August 1994, but it has sat in a disman-
tled state in the back of a hangar at Takaka for some years. 
In about April of last year it was trailed down to Rangiora 
and has been refurbished and returned to the air by Chris 
Pennell and Graeme Main of the Penmain Syndicate. They 
have now moved on to another project (a CFM Shadow) and 
so the Twinstar has been sold to Robin Curtiss of Richmond.

 After a number of owners it was damaged in the Upper 
Dingle on 11 February 2012 and was cancelled from the reg-
ister on 13 August 2013. Frank Wright at Tauranga acquired 
the damaged airframe and after its rebuild returned it to the 
register on 22 November 2017, with its first post-rebuild 
flight on 15 December 2017 in his signature colour scheme 
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 Fletcher FU24-950 ZK-EGK has up until now spent 
its entire working career with Wanganui Aero Work from 
June 1977, following the company changes all the way up 
to Ravensdown Aerowork from September 2012. It has now 
joined Fletcher 950 ZK-DEQ with Murray Hargreaves at 
Maungaturoto.
 South Pacific Helicopters recently took over the Wings 
Over Whales operation at Kaikoura, sending off C172 ZK-
EKE to the Wellington Aero Club but retaining Gippsland 
GA8 Airvan ZK-KBZ. To this has now been added Airvan 
ZK-FSR2 ex-Stark Aviation of Hamilton.
 Just the single glider ownership change is single-seat Grob 
Astir CS77 ZK-GMB, now with the Wellington Gliding Club 
at Jury Hill after 15 years with Warren Pitcher of Auckland.
 In the rotary department Eurocopter EC 120 B ZK-
HAM3, which came in from Australia for The Alpine Group 
last September, has moved over to WHG Management. 
Eurocopter AS 350 B2 ZK-HPE4 from Specialist Helicopter 
Solution has now been placed with Rimutaka Heli-Services, 
joining Robinson R44 Raven II ZK-HQY4. 
 Eurocopter AS 350 B2 ZK-HWG2 is now with Heli 
Support International at Wanaka following nearly eight 
years with Nokomai Helicopters. This Squirrel began its NZ 
career as ZK-HRO2 followed by time as ZK-IPV, ZK-HFV3, 
ZK-HXM2, ZK-IBO and ZK-IHW, becoming ZK-HWG2 in 
November 2010. It is soon to be Antarctic bound for the 
summer season.
 Country Helicopters of Gisborne obtained Robinson R44 
Raven II ZK-HWP4 in March this year and has now added 
Eurocopter AS 350 B2 ZK-HOI5 ex-Helilink of Auckland.
 Heli 7 of Tauranga already operates MBB BÖ 105 ZK-IMO 
and has now taken back MBB 105 BÖ 105 DBS-5 ZK-IKK 
from Specialist Helicopter Solutions of Palmerston North 
with whom it had been leased.
 Bell 206B JetRanger ZK-HFE3 is now with Elliot Kent 
of Kent Helihire of Hamilton, following six years with Pre-
cision Helicopters. Also leaving Precision Helicopters for 
Kent Helihire is Robinson R44 ZK-HSY2. 
 Another JetRanger change sees ZK-IOI move from Able 
Tasman Air/Nelson Tasman Air down to Join JetRanger III 
ZK-IGT3 and Robinson R44 Raven II ZK-IGR at Helicopters 
South Canterbury, Temuka, via a maintenance stopover 
at Heli Maintenance at Christchurch. Another JetRanger 
change covers ZK-HKB3 which has been with Skyzone 
Helicopters at Tauranga and is now listed to Paul Desmond.
 Among the 161 Robinson R44s on the NZ civil register 
(as at 1 September), Raven II ZK-HKJ3 has departed The 
Alpine Group to join Heliops Southland at Otautau. Raven 
II ZK-IHX, which has been on line with Heliflite Charter 
& Training of Papakura since October 2015, has returned 
to RD Manufacturing of Takanini. 
 Among the Robinson R22 Beta population, ZK-HXG2, 
a CHL Investments/Pacific Helicopters/Christchurch Hel-
icopters import in 2010, is now with Aviation Training of 
Tauranga after the last two years with CJK Consulting of 
Greymouth. 
 R22 Beta ZK-ION was listed to TNT Helicopters of 
Motueka in July 2010 and went on line with the Nelson 
Aviation College at Motueka until being returned to TNT 
Helicopters in June 2014. During May its ownership was 
passed to Neville Horton of Invercargill. Tinui Downs Trust 
sold its R22 ZK-HXL3 at the end of May and has replaced it 
with the Beta ZK-HFU4 ex-J.R. Livestock of Omakau.
 Other piston-driven helicopter changes see Bell 47G-3B1 
ZK-ICJ take up with Unique Rentals of Hastings, following 
the best part of two years with Ardmore Helicopter and 
Cirrus Helicopters; and Schweizer 269C-1 ZK-IRB, also 
ex Ardmore Helicopters and Cirrus Helicopters, is now 
with David Wright of Papakura via a two-month listing to 
Heliflite Charter & Training.
 A look through the microlight changes shows Jabiru 
SK80 ZK-JBI that Tascha Lawry has been flying for the last 
two years being sold to Brian Fitzgerald of Amberley, who 
already has Facet Sapphire ZK-SAP. Tasha has replaced the 
Jabiru with Rainbow Skyreach BushCat ZK-ZOZ. 
 Van’s RV-12UL ZK-TFP was a project begun in 2012 
by students from a selection of Nelson colleges and was 
registered in July 2015 into the care of The Copter Shop. It 
has now been sold to Grant Nordick of Tauranga. 
 The Kaitaia Aero Club has operated Tecnam P92-JS-UL 
ZK-TJS since April 2012, selling it recently to The Light 
Aircraft Company at Rangiora. 
 If my memory serves me right, Warwick Coombridge of 

Timaru once operated Cessna 150D ZK-CHI and Cessna 
172B ZK-BZS back in the 1980s, and now he has Pipistrel 
Sinus ZK-YPM previously with Wayne and Ruth Allanson 
of Waiatoto River Safaris of Haast. 
 Aaron Reid of Fairlie has had Rans S-10 Sakota ZK-ECA2 
since mid-2015 but it has now been sold to Craig Taylor of 
Queenstown. Rans S-7 Courier ZK-NAW2 has new owners on 
the Coast, joining the Marshall Rietveld Syndicate at Hokitika 
after more than nine years with Bill Weir of Runanga.
 Two gyroplanes changed hands during the review period. 
McCulloch J-2 ZK-RCK was commercially built in the US in 
1972, coming to NZ in 1999. It has been with Allan Brough 
of New Plymouth since late 2003 until its recent sale to Neil 
France of Auckland. 
 AutoGyro MTOsport ZK-SWR2 was imported by Solo 
Wings of Tauranga and registered on 24 May 2017. This has 
now been placed with David Morrow of Marsden Point. Back 
in March John Osmers of Patons Rock sold his P Baron Gyro 
ZK-RCD and this month has picked up Rans S-6ES Coyote 
II ZK-TNA3.
 Socata TB 9 Tampico ZK-TRW came in from Australia 
in May 1984 and by December 2000 was in the care of Noel 
Bailey of Raglan. It has now been sold to Phillip Krauts of 
Tauranga. Noel still has Jodel D.18 ZK-JAC4.
 Beechcraft A36 Bonanza ZK-DUL was damaged in Jan-
uary 1985 and following rebuild became ZK-UTE on 23 
December 2004 with Farmers Air of Gisborne and re-listed 
to Andy Stevenson Aviation in late March last year. This 
month (August) sees it move to Warkworth for Michael and 
Amy Law where it replaces their recently sold Cessna 177RG 
Cardinal ZK-KCW.
 Event Entertainment of Mosgiel sold Cessna 177B 
Cardinal ZK-MRL about a year ago and has now picked 
up Piper PA-28R-200B Cherokee Arrow ZK-FHP from 
Russell Twentyman of Napier, and the G.A. & A.K. Jones 
Partnership’s Piper PA-28-181 ZK-FWS has also moved 
down to Taieri for Otago Airspread of Mosgiel. 
 de Havilland DHC-1 Chipmunks do not often change 
hands, but it looks like ZK-JIT might even be changing 
countries after its recent sale by the Chipleigh Trust of Bulls 
to CTE Tooling of Berkley Vale, NSW. Piper PA-28-161 ZK-
KAT was listed with Aviators Anonymous in mid-June this 
year and has now gone on line with the Wellington Aero Club.

Changes of registration marks
Helisika Agricultural of Manukau took over Eurocopter AS 
350 B3 ZK-IJO2 from Faram/Rotor Force in February this 
year and has now re-registered it as ZK-HIP5. The four 
earlier ZK-HIPs were a Hughes 369HS, a Robinson R22, 
another Hughes 369HS and then a Hughes 369FF.
 We saw last month that Kaikoura Helicopters picked up 
R44 Raven II ZK-HPO5 from John Smith of Warkworth. 
This has been at Heli Maintenance at Christchurch having 
floatation gear fitted to the skids and has now been re-reg-
istered as ZK-HKK4 and is to replace its Clipper ZK-HLE2.
 Cessna 172P Skyhawk ZK-FLA was a Motor Holdings 
import in mid-1985 and spent time with its Air Services 
division before transferring to its Flightline Aeronautical 
College at Ardmore in March 1992. Massey University 
School of Aviation at Palmerston North leased it for six 
months from late 1998 and then Nelson Aviation College at 
Motueka picked it up in November 1999. It was then listed 
with Philowe Investments of Nelson in October 2014 and 
in January this year to Paul McSherry of Waiheke Island. 
Paul has now re-registered it as ZK-MDX following the 
ZK-MD* registration string of MDR Aviation.
 Pacific Aerospace 750XL ZK-JNH2 was listed to the 
manufacturer in May 2007 and sold overseas in June that 
year to South Africa where it became ZS-AIL with Gutsche 
Investments and Management at Port Elizabeth later that 
month. It then went up to Botswana and became A2-POM 
in 2012. It reappeared on the NZ register as ZK-ASA2 with 
Kiwi Air on 16 August 2017 and sold to Phoenix Aviation of 
Gore on 25 June 2018. Phoenix re-registered it as ZK-PNX3 
on 24 August 2018. 
 The two earlier ZK-PNXs were a Piper PA-31-310 Navajo 
C for New Zealand Forest Products (producers of Pinex 
wallboard—hence the PNX registration), followed by a PAC 
Cresco with Phoenix.

De-registrations 
Back in June we noted that the de Havilland Canada DHC-2 
Beaver ZK-BBX had been acquired by Auckland Seaplanes. 

What was not mentioned was that this had been damaged 
in October 2017 and has been sitting dismantled in the back 
of a Hastings hangar ever since. It has now been listed as 
cancelled from the register as destroyed—although all is not 
lost as it is now at Tauranga where it will undergo a rebuild 
with Frank Wright.
 Cessna 172S Skyhawk SP ZK-CAU2 as imported by Aer-
omotive of Hamilton from Australia in March this year has 
gone back offshore.
 Britten-Norman BN2A-26 Islander ZK-FVD departed 
Ardmore for Auckland International to clear departure for-
malities and then moved on to Norfolk Island on 8 August, 
making its way to Vanuatu to replace an Islander destroyed 
by a wayward ATR (see page 8, September Aviation News). 
This Islander was built as a -8 model and first flew at Bem-
bridge on the Isle of Wight on 19 January 1973. Over the next 
15 years it served in Israel, Greece and the UK before arriving 
in Auckland on 13 December 1989 to become ZK-FVD with 
Great Barrier Airlines two days later. This move reduces our 
Islander population to 10—with several awaiting sale.
 HNZ New Zealand registered Agusta Westland AW139 
ZK-HNF3 in August last year but has now listed it as 
exported to Cyprus where it has become 5B-DDH. It was 
noted making its way down from Port Moresby to Horn 
Island, Lockhart River and Cairns on 5 February last, then to 
Townsville, Rockhampton and Archerfield on the 6th. This 
leaves HNZ with just two AW139s, ZK-HNO2 and ZK-HNZ4. 
 Robinson R44 Raven II ZK-HTB6 was originally listed 
here on 28 June 2006 as ZK-HGU3, ultimately joining The 
Alpine Group of Wanaka on 20 July 2012 and being re-reg-
istered as ZK-HTB6 on 1 August 2012. Sadly it was lost in a 
fatal accident on 21 July 2018. 
 Robinson R22 Beta ZK-HXN2 was of 1992 vintage 
and was imported from Japan in mid-2001. From April 
2015 it was with Grant Silvester at Macsil Deer Farms of 
Christchurch. This has now been withdrawn and cancelled.
 Robinson R44 Raven II ZK-ICG was a new 2006 import 
which served with Helibuzz, followed by Nelson Helicopters 
from October 2007. It then moved to Rick Lucas Helicop-
ters/Helipro from August 2009 until sold to Helilink in 
December 2014. This has now been sold abroad.
 Paul and Maria Hicks of Matamata imported their Boland 
Phoenix hot air balloon ZK-PHX in early 2009, selling it 
on to Gail Dryland of Hamilton from 13 March 2010. This 
has now been withdrawn and cancelled from the register. 
Another Boland cancellation is for Rover ZK-WHS “Whi-
Sky” that Murray Shaw imported from the US in 2009. It 
has also been withdrawn.
 The four Martin Aircraft Series I Jet Packs ZK-JPG3, 
ZK-KCS, ZK-MJA and ZK-MJC2 have been cancelled as 
withdrawn.
 The three Alpha 2160s, ZK-LXY, ZK-RXY and ZK-SPG, 
which have been in storage at Hamilton for some time, are 
now listed as exported. These three Alphas were constructed 
after Alpha Aviation stopped production in 2008.
 Boeing 737-838 ZK-ZQD first flew out of Renton on 8 
January 2011. This was initially booked in to be VH-VZI for 
Qantas but at the end of the day it went direct to Jetconnect 
of Manukau as ZK-ZQD and was delivered into Melbourne 
on 4 February 2011 for fleet induction work, named Sir 
Edmund Hillary and carried out its first revenue flight from 
Melbourne to Auckland on the 8th. Its final flight under ZK 
marks was from Auckland to Brisbane on 23 August 2018 
when it was transferred to the Australian register as VH-
VZI with Biscott Leasing of Tokyo for operations by Qantas 
Airways.
Acknowledgements: Tony Arbon, Dave Bates, Keith Morris, 
Mike Condon, AHSNZ, CASA, CAANZ and FAA websites.

ZK-BBX seen at Palmerston North on 22 July 1986.

Dave Paull
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On 15 September the last United Launch 
Alliance (ULA) Delta II rocket blasted 

off from Vandenburg, California, bringing 
to a close one of the most consistently 
successful rocket booster programmes in 
history, following 100 consecutive success-
ful launches. 
 Carrying the ICESat-2 (ice, cloud and 
land elevation satellite) safely into orbit, 
the final Delta II to be launched burned up 
in earth’s atmosphere, bringing its chapter 
in space exploration history to a close. 
 A direct development of the Douglas Thor 
medium range ballistic missile, the Delta II 
was conceived as an interim replacement for 
the Space Transportation System (STS) after 
the 1986 destruction of the shuttle Challeng-
er. It was derived from the original Delta 
rocket, essentially a Thor first stage booster, 
and had been retired with the advent of the 

Space Shuttle.
 Delta II’s first stage was propelled by a 
Rocketdyne R-27 main engine burning RP-1 
and liquid oxygen. RP-1 is a type of kerosene 
specially engineered for rocket propulsion, 
producing between 915kN and 1054kN of 
thrust. 
 This was known as the extra extended 
long-range Thor, harking back to the boost-
er’s origins. Externally there were up to nine 
Castor 4A or G-EM solid rocket boosters in 
the later rockets, which were not re-useable. 
 The Delta II’s second stage was the 
Delta K powered by an Aerojet AJ-10 118K 
restartable motor with Aerozine-50 and 
nitrous oxide as propellant. Aerozine-50 
is unsymmetrical di-methyl hydrazine 
(UDMH), specifically developed for the Ti-
tan intercontinental ballistic missile (ICBM) 
and hypergolic as the mixture ignites on 
contact with each other without a catalyst.
 Delta II’s first launch took place on 14 
February 1989, boosting the first GPS block 
II satellite into orbit. Because of the decision 
by NASA to deny the STS for commercial 
payload launches following the Challenger 
disaster, the Delta II became NASA’s stand-
ard and thus most utilised commercial and 
specific interest payload launcher, respon-
sible for boosting into space such successful 
operations as the Deep Impact probe, which 
flew into the surface of the comet Tempel-1, 
and the Mars exploration rovers Spirit and 
Opportunity. 
 All 24 GPS satellites currently in use were 
launched by Delta II, as well as the Iridium 
constellation comprising some 60 satel-
lites in low earth orbit that provide global 
L-band voice and data coverage for cellular 
telephones.
 One hundred and fifteen Delta II rockets 
have been launched, with only two failures 
and one partial failure, making it one of the 
most successful rocket boosters of all time. 
In 2007, Delta II had its 75th consecutive 
successful launch, passing the European 
Space Agency’s Ariane IV, with 74 consecu-
tive launches, to become the most successful 
consecutive booster. 
 With the advent of SpaceX and its reus-
able Falcon 9 and eventually its Big Falcon 
Rocket and the continuation of the ULA 
Delta IV and Atlas V legacy programmes, 
the Delta II has become surplus to require-
ments, hence its retirement following the 
launch of ICESat-2.
 Uniquely, the only instance of an indi-
vidual being hit by space debris was from a 
Delta II rocket that had burned up on re-en-
try. On 22 January 1997 in Tulsa, Oklahoma, 
Lottie Williams was struck on the shoulder 
by a 6in piece of blackened metal. On the 
reporting of the incident and the delivery 
of the piece to NASA, it was confirmed that 
it was indeed from a Delta II rocket.
 ULA is a joint project between Lockheed 
Martin Space Systems and Boeing Defense, 
Space and Security, and it held the monop-
oly on US government payload delivery 
until the USAF awarded SpaceX a contract 
to deploy GPS satellites in 2016.
 Elon Musk’s enterprising commercial 
rocketry firm’s novel approach to reusable 
rocket boosters, swift turnaround times and 
consecutive success is gaining confidence 
among space payload providers, which is 
impacting ULA’s ability to provide a cost-ef-
fective platform. 
 Replacements for legacy programmes 
such as the Atlas V, a descendant of the 
original Convair Atlas ICBM that uses the 
Russian-designed and -supplied RD-180 
twin-chamber motors, are currently be-
ing investigated. With relations souring 
between the two countries, the interim 
measure of a US-supplied motor has been 
taken, but a successor to Atlas V, the Vulcan 
booster, is under construction. 
 The retirement of the Delta II has brought 
to an end one of ULA’s most successful leg-
acy programmes, but with the trend toward 
cheaper reusable systems exemplified by 
SpaceX’s operational model, ULA’s expen-
sive expendable rockets could be left behind 
in the commercially lucrative heavy payload 
booster market of the future.

The last Delta II

by Grant Newman

 

“Flying an Angel Flight NZ mission may be 
the most satisfying flying you will do” 

 

PILOTS WANTED 
 
Angel Flight NZ is an organisation of private pilots who 
volunteer their time and their planes to fly civilians for non-
urgent medical treatment, for free. 
 
We now have 74 pilots, 71 ground-based volunteers and 
mission coordinators. Our pilots have flown a combined 
19,844km in missions. 
 
We would particularly like pilots from Napier, New Plymouth, 
Paraparaumu, Palmerston North and the South Island to join 
us! 
 
Pilots need to have 250 hours PIC, have current BFR and 
Medical, and be willing to donate 5–10 hours of their time 
and their aircraft per year. 

Contact: Lance Weller  
Email: lance@angelflightnz.co.nz 

NASA/Regina Mitchell-Ryall and Jerry Cannon via Wikipedia

Above: A Delta II Heavy rocket lifts off from 
Pad 17B at Cape Canaveral on 27 September 
2007 carrying the Dawn planetary exploration 
spacecraft.
Below: A Douglas Thor IRBM is displayed 
within the Cold War Gallery at the RAF 
Museum Cosford, in Telford, Shropshire. Aside 
from its role as a nuclear warhead booster, the 
Thor missile has been a successful first stage 
booster for commercial satellites in the Delta 
rocket programme.
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A V I A T I O N  M A R K E T

AVIATION SERVICES

AVIATION SERVICESAIRCRAFT FOR HIRE

PA-18 SUPERCUB TE KOWHAI BASED. 
Perfect for getting taildragger time or just great 
fun. Subject to checkout. Experienced instructor 
available for training, BFRs etc. Call Bill or Neroli 
078297579 or 0210637159 www.supercub.co.nz

AIRCRAFT FOR SALE

150 CESSNA  NEW ARA - ELT - Kannad 406 
AF compact. Magnetos - Compass - Telex intercom 
TC200. SIDs Complaint. 1975 Cessna. Serial No. 
15076001. Engine - Continental 200A. Airframe 
- 7174.30. Nav/Com: MK-12D. VHF Transponder 
- AT150 ATC. Always hangar ed and maintained 
- paint is original - a little TLC need. Contact:  
0272 511 188. rhondadredge9@gmail.com

EUROPA XS FOR SALE, excellent condition, 
Built & operated by current owner. First flew 2008, 
TT 380 hours. Rotax 912S, Airmaster CS Prop. 
Traditional analogue flight instruments & Garmin 
moving map. Currently Experimental but can be 
put in Microlight cat. $65000.00 Operating out of 
Ardmore. Phone Gavin 0211353346

AIRSTRIP FOR SALE

OWN YOUR OWN AIRSTRIP - TAUPO 
15 minutes from town. 35 HA + 3 bedroom house. 
Working airstrip. Owner will lease land back if 
required. $1.8Mill. Ph Owner 0274 847 680.

www.regiscoa�ngs.co.nz

Premium floor coa�ng for aircra� hangers and 
workshops, hardwearing, excellent chemical 

resistance, superior adhesion. Low odour and 
simple to apply by roller.

Call us for technical advice

Freephone 0800 542 542

HEAVY DUTY    PROVEN PERFORMANCE    DURABLE

EPOTREAD  1000TM

AVCLEAN NZ
PH: 03 572 8964 OR 021 472 533

EMAIL: sales@nzavclean.net

Gas Turbine
Compresor Wash

Aircraft Exterior
& Interior Cleaner 
INHIBITS CORROSION

Cleen Screen Aviation
Screen and Canopy Cleaner

PRESERVE YOUR AIRCRAFT!

Canterbury’s first and only CAA Part 145 
approved helicopter maintenance facility. 
New two bay extension has been added to 
the hanger.

We also offer the following local modifications
 • Snow Shoes for R44 & MD500
	 •	EC120	Lead	Acid	Battery	Installations
	 •	R22/R44	Pitch	Links	Repair
	 •	MD500	Collective	Lock
	 •	MD500	Hockey	Stick	Repair

R22 / R44 2200 hour rebuild 
kits, 12 year inspections and 

helicopter refurbishment. Let us provide a 
quote for your kit and/or rebuild.

HELI	MAINTENANCE	LTD  
Harewood	Aviation	Park,	4/25	Aviation	Drive,	 

PO	Box	39144,	Christchurch	8051
PH	03	359	1001	MOB	027	528	5121	 

info@helimaintenance.com  

www.helimaintenance.com

Turboprop Solutions NZ Ltd. 
  Napier - New Zealand 

• Maintenance Control 
• P&WC PT6A Engine Support 
• Airworthiness Auditing 

Contact Colin & Lucie Anderson 
 
+64 274 900909       colin@turboprop.co.nz 
+64 210 484343       lucie@turboprop.co.nz 
www.turboprop.co.nz     office@turboprop.co.nz 
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PROPELLER SUPPLY

HELICOPTERS FOR SALE

LEGAL SERVICES

MISCELLANEOUS

SITUATION VACANT

HYBRID CELLULAR & SATELLITE AIRCRAFT 
TRACKING Don’t settle for second best.  Discover the 
benefits of switching to v2track’s Next Generation Hybrid 
Cellular/Satellite GPS Tracker! Detailed 15 second update 
rate on Cellular. Transmit your Manifests/Custom Forms 
back to base from inside the aircraft. Very accurate flight 
time tracking + much more! www.v2track.com info@
v2track.com  07 974 9274

COMPONENT SUPPLY

ENGINES

AVIATION SERVICES

HELICOPTER BUSINESS FOR SALE Opportunities like this seldom come to market.  A fully 
operational helicopter business operating in the Christchurch region. Established in 2000 this helicopter 
business is operating seven helicopters  CAA approval  Part 135 and 137 operations. To register your interest 
please contact the broker Graeme Polley  graeme@aeroconsult.co.nz or call +64 7 8431582

The professionals for custom built wooden 
propellers, refurbishment and repairs on all 

Aircraft, Gyrocopters and hovercraft.

OWNER Gary Williams
PHONE 021 764 317 or 07 873 7813   

EMAIL gary@aeropp.co.nz

CAA NZ 148 Approved 
Manufacturer of Aircraft 
Transparencies and Aircraft 
Composites

Fibreglass and composite  
work to your specification

Pattern & mould development
Commercial work welcome

8 Vernon Street, PO Box 72-821, 2244 
Papakura, Auckland, NZ

Ph: 09-298-5325  Fax: 09-297-7200 
Email: cil@ihug.co.nz

www.compositesinternational.co.nz

100%  
NZ OWNED

FIELDAIR
Engineering for Aviation

For details Contact 
Quentin@fieldair.co.nz

Surplus Engine Core Sale
 O-320-B2C  TX
 O-235-L2C  TX
 LIO-360-C1EC  TSO 390
 IO-720-A1B  TX

$5,000 each + GST

Garth Cameron
aviation lawyer

38 years’ experience

CPL (A) ‘B’ Cat

03 477 1719

garth@garthcameronlaw.co.nz

www.aviationlaw.co

Aircraft Control Cables
Manufactured

Contact John Geary
Bus/A/hrs 09 298 6698 Fax 09 298 5225

Email johng@slingshot.co.nz

CALL US FOR ASSISTANCE
For all swaged or nicopress cables from 

1/16” to 3/16”. Cables and fittings in stock.
Same day turnaround - Competitive prices

Hand splicing a specialty

Martin Aviation 
Services Ltd

19 Village Way, Ardmore Airfield 
PDC 14 - Papakura, Sth Auckland

PO Box 88067

Solo Wings
Your One Stop Shop For GA - 
Sport & Recreational Aircraft.

SERVICE - SUPPORT - SALES - SPARES - 
ARAS - RESTORATION & REPAIR

2 De Havilland Way, Tauranga Airport
PH (07) 574-7973  EMAIL info@solowings.co.nz

WWW.SOLOWINGS.CO.NZ

NEW ZEALAND’S 
ONLY AUTHORISED 

ROTAX SALES & SERVICE CENTRE

For all your engine overhauls
Lycoming, Continental, Gipsy...

And now Rotax!
Part 145 approved

Call Bill O’Neill or Graeme Daniell
03 489 6870 or 027 307 5850

Taieri Airport, Mosgiel.

www.southa i r.co .nz

Cockpit / Canopy / Cabin Covers
Repairs to existing Covers

Wing / Tail / Empennage Covers
Standard and Custom Windsocks made 

Stainless Windsock Frames
Full Cover Sets (entire aircraft)

Engine Cowling Covers
Aircraft Pickets / Engine Inlet Plugs 

Fitted Hangar Dust Covers
Propeller / Spinner Covers...and more!

Durable, soft and waterproof Sunbrella UV 
protected fabric - available in many colours

Phone 07 829 7520 for a free quote
172 Limmer Road, Te Kowhai Airfield 

sally@sportflying.co.nz 
...Fly in for a custom pattern and perfect fit...

Barsal Custom Aircraft Covers

FIELDAIR
Engineering for Aviation

Airport Drive, Palmerston North
Phone +64 6 357 1149 | Fax +64 6 357 0886

fieldair@fieldair.co.nz | www.fieldair.co.nz

Providing air transport and general 
aviation operators with a wide range of 
services including repair and overhaul 

of aircraft, instruments, equipment 
and parts.  NZ CAA Part 145, 148, 19F, 

NZS/AS, 9001: 2015

FIELDAIR is one of New Zealand’s  
leading aircraft maintenance companies...

Tanker to Aircraft
Refuelling at Ardmore

Avgas and Jet A1
Call George Hoskins
Phone 021 369 600
or VHF 133.1 MHz

Ardmore Sky Station 
Ph/Fax: (09) 297 7188 

Email: skystation@xtra.co.nz

BUSINESS FOR SALE

Contact Brett Sanders, HELIFLITE LIMITED Ph: 64 (09) 2999 442  Mob: (64) 21 748 984  
Email Brett@heliflitepacific.com       www.heliflitepacific.com

NEW R22 BETA II - IN STOCK

NEW R44 RAVEN II - EX. RHC LATE 2018
ROBINSON R66 TURBINE - EX. RHC LATE 2018

200 HOURS TT. Pop-Out Floats, 4 PAX + Pilot. 120 kts Cruise Speed

NEW 2 PLACE R44 Cadet - IN STOCK
2400 HOURS BETWEEN OVERHAUL. LOWER RUNNING COST

Number One for Robinson 
Helicopter Sales & Services

ENGINES

TOP EDUCATION 
EMPLOYER BRAND 
RANDSTAD AWARDS 
2013 & 2014

FLIGHT INSTRUCTOR / 
SENIOR FLIGHT 
INSTRUCTOR

For further information and to apply online visit: 
https://masseyunicareers.nga.net.nz/cp/

Applications are invited from Flight Instructors 
who have an interest in a meaningful career in 
ab initio � ight instruction in a unique programme 
that seamlessly blends practical � ight 
instruction with academic study. The School 
of Aviation offers permanent employment with 
Massey University, competitive remuneration 
and opportunities for career progression. 

Flight Instructors with New Zealand A and 
B Category Instructor ratings, or equivalent 
Australian CASA instructional ratings, are 
eligible to apply.

Flight Instructors with New Zealand C Category 
Instructor Ratings, who are out of direct 
supervision, may also be considered.



Aviation Lubricants Technical Manager:  
Barry Brown 0277 380 380 • barryb@gofuel.co.nz 

Aviation Lubricant Orders:  
James 0800 42 83 83 • orders@plpl.co.nz

South Island Aviation Lubes Manager:  
Tommo 0276 677 106 • tommo@plpl.co.nz

North Island Area Aviation Lubes Manager:  
Barry 0272 057 122 • barry@plpl.co.nz

North Island Area Aviation Lubes Manager:  
Vik 0275 767 003 • vik@plpl.co.nz
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