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with CAA aspirations to be a values-based, modern regulator.”

We must all remain vigilant of developments within our mod-

ern regulatory framework.

A salute to one of our life members, Brian Hore of Nokomai, 

who celebrated his 80th birthday last December. Brian remains a 

regular contributor to AOPA NZ issues.

A wave of thanks also to Richard Bradley, Murray Paterson 

and Kevin Anderson, our ever-dependable life members who we 

recently relied on to set up the AOPA NZ booth at the Wings over 

Wairarapa Airshow, ably assisted by Peter Armstrong and Ian 

Sinclair, and who will soon be repeating their efforts at Warbirds 

over Wanaka.

I’d also like to take this opportunity to welcome Karen Williams, 

our new AOPA NZ member services administrator. She will be 

the person who in future responds to your enquiries to admin@

aopa.nz and will be happy to answer or redirect questions.

It is not long now before we gather for the 2024 AOPA NZ 

AGM. I look forward to seeing you at Timaru Airport on 9 March; 

the AGM begins at 1330, and will also be viewable via Zoom 

for any members who are unable to attend in person but who 

are still keen to particpate. The meeting agenda and supporting 

documents, together with further details of the additional events 

and activities on offer over the AGM weekend, can be found on 

the AOPA NZ website. 

President’s Comment

Sue Kronfeld, President

From the Editor

Anna Mackenzie, Editor

Sometimes at 

aviation events, 

one could be 

forgiven for 

thinking that 

GA is going a bit grey. Inevitably, time 

and finances play a part in the stage of 

life during which we’re able to enjoy a 

recreational activity that requires high 

inputs of both. 

The heyday of GA was arguably the 

1960s and ’70s, when aeroplanes were 

cheap, leisure was a growth industry, 

and the increasing use of fossil fuel 

was apparently without consequence. 

Many of our members took up flying, or 

developed the dream of flying, through 

those decades and continue to enjoy it 

today. But increasingly our membership 

also includes a different group of pilots; 

those who are younger, urban, dotcom 

savvy, and who look to a future in which 

they expect change in the industry and 

are not alarmed by that.

I recently chatted to two pilots at the 

HB&EC Aero Club. One learned to fly 

through the Club, the other through the 

Flying School based there. Both fizz 

with enthusiasm about aviation – as a 

career, as a hobby, for the sheer joy of 

it. Club trips take on an entirely different 

aspect when the average age of attend-

ees drops by a decade or two. 

A challenge for all of us lies in how we 

keep our organisation relevant, how we 

ensure it is accessible and welcoming 

to all, how we encourage newcomers to 

not only participate but to take a role in 

shaping the future of both our organisa-

tion and the wider industry. The energy 

of youth and the wisdom of age is often 

declared the perfect combination – but 

it’s not always an easy combination to 

pull off. Worth it though, if you do. 

Happy New Year to all our members. 

I hope you have all enjoyed a relaxed 

and enjoyable festive season, and 

hopefully also some flying. While I 

was hiking  over the summer break, I 

found myself reflecting on the many 

changes that have occurred in differ-

ent areas of our lives and, in particular, in aviation. 

A significant aspect of the modern aviation world is a con-

stant and renewed focus on safety. Shortfalls in this arena were 

explored thoroughly in the Heron Report, released in August of 

last year, which was initiated by CAA and undertaken by Mike 

Heron, KC. The report reviews CAA investigation and enforce-

ment functions and contains wide-ranging considerations and 

recommendations. You can find the report on the CAA web-

site (https://www.aviation.govt.nz/assets/about-us/news/CAA-

Independent-Review-1-August-2023.pdf) and I recommend 

taking a look.

One consequence of the review will be more stringent safety 

requirements. Changes will be informed by adherence to a Just 

Culture, which has “the purpose of ensuring that the Authority’s 

investigation and supporting functions are working in a cohe-

sive, coherent, and effective manner – meeting the Authority’s 

strategic and regulatory obligations and goals in accordance 

In this issue John Evans continues 

his series addressing the impact on 

aviation of changing trends in District 

Plans, exploring the relevant legal rights 

and responsibilities of all the parties 

involved, while Grant Bisset shares ob-

servations on safety gleaned over dec-

ades in the air. As well, Jay McIntyre 

looks at oil temperature, Chris Hoffman 

shares his love of IFR, Neville Bailey 

speaks out for the commonsense DL9. 

We also launch a new column offering 

‘How to...’ guides for maximising use 

of the AOPA NZ website, social media 

platforms and apps. If you feel you’re 

not yet on the ball with all that, let us 

know where you’d like a little guidance.

Thanks to all those members who 

regularly contribute, and please don’t 

be shy: I’m sure there are many more 

stories and opinions worth sharing.

Hope to see you in Timaru.

2	 www.aopa.nz                                                           	



AOPA NZ Awards 2024
Each year AOPA NZ presents annual awards to members and aviation service organi-

sations used by members in recognition of their effort and to show appreciation of the 

service and support provided over the past year.

The recipients are selected by a panel of our life members from nominations made by 

the membership. If you would like to nominate a member, control tower, maintenance 

shop or eatery that in your experience has gone the extra mile over the past year, 

please visit www.aopa.nz and fill out the quick and simple nomination form.

Recipients of the awards are announced at the annual AGM dinner, this year on 

Saturday 9 March in Timaru. Then come along and join the fun!

AOPA News

Welcome to new members:

William Leipnik, Palmerston North; David Signal, 
Auckland; Ross Stratford, Brightwater; Stewart Bufton, 
Rangiora; Eric Stierna, Christchurch; Martin Taylor, 
Whakatane; Bryce Kingan, Ohaupo; Simon Teague, 
Waikite Valley; Rudolph Bosman, Paraparaumu; Raymond 
Bremer, Brockville; Dion Buchanan, Alexandra; Warren 
Matthews, Diamond Harbour; Karen Williams, Masterton; 
Laurel Smith, Ohaupo; Corin Miller, Westend; Fred Bain, 
Waiuku; Andrew Gormlie, Mount Maunganui; Jonathan 
Powles, Hamilton; Stuart MacPherson, California USA; 
Bryn Atkin, Bulls; John Gorringe, Omarama; Simon 
Cameron, Haast; Charlie O’Rourke, Richmond.

AOPA NZ AGM – March 9 in Timaru
It’s not too late to register to join us in Timaru over the weekend of 9-10 March. With far 
more than just the annual meeting on offer, the weekend is sure to be action-packed!

A morning of local strip flying is planned 

for Saturday, while the town offers plenty 

of alternatives for those who would pre-

fer to stay on the ground. You might, for 

example, visit the Artisan Farmers Market 

in George St from 9am, or take a wander 

through the Botanic Gardens or around 

Caroline Bay. 

The whole crew will be gathering 

for lunch at Browns Hangar at Timaru 

Airport, with the AOPA NZ AGM sched-

uled to take place in the same location at 

1.30pm. Transport to and from the airport 

will be provided and, with plenty of ac-

commodation available in town, there’s 

no reason not to make a last minute deci-

sion to join in – but please do register on 

the website so the organisers have accu-

rate numbers for catering purposes.

A Zoom connection will be available for 

those who are unable to attend in person.

Drinks and the AGM dinner will kick off 

from 6pm Saturday evening. Additional 

details are on the website.

And while you’re in town, why not grab 

a group and extend your trip to include 

add-on flying excursions, or simply 

spend more time discovering the many 

pleasures Timaru has to offer. For a bit 

of culture you could consider the South 

Canterbury Museum, Aigantighe Art 

Gallery and Maori rock art tours; or for a 

little less culture, perhaps a tour of the DB 

Draught Brewery will appeal. There are 

a number of beautiful coastal walks, in-

cluding the opportunity to see Little Blue 

Penguins coming ashore, and of course 

plenty of dining and other urban delights 

to be experienced. See you there! 

Supporting the folk  
who support us
In this issue we have two new advertisers: Tinshed Aviation 

Aircraft Restoration and Maintenance, based in Alexandra, 

featured on page 10, and Pukaki Airport accommodation and 

hangaring, on page 9 for the simplest possible stopover on 

your next visit to the Mackenzie Basin and environs.

All our advertisers help to ensure that the magazine is finan-

cially viable. When you’re on the hunt for the various products 

or services they offer, please consider offering our advertisers 

some reciprocal support by sending your business their way. 

New Southern Sky 
showcase
A decade of progress on the New 

Southern Sky Programme, which aims 

to integrate new technologies into our 

aviation system, will be showcased at 

the Majestic Theatre in Wellington on 21 

March. All stakeholders are welcome; re-

serve your seat on the CAA website.
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Vice-President’s view

Ross Millichamp, Vice-President

Got an engine with part tightness in rotation? 
Crankshaft need trueing? We can help!

THE AUTHORISED JABIRU & ROTAX REPAIR FACILITY

BUILT ON REFERRALS FROM 
SATISFIED CUSTOMERS

MOBILE MECHANICAL SERVICES LTD 
3/17 Wise Street, Addington, Christchurch 

www.mmsnz.co.nz

For help with any questions and reliable  
accurate advice contact Terry 027 437 0399  

or terry@mmsnz.co.nz

We service/rebuild any sport or experimental engines 

the opportunity to hire Rotax 912, 100hp, fixed and variable 
pitch gearboxes while we repair yours.

and, to avoid delays getting back into the air, we now offer

A lot of work has gone into organis-

ing social activities in recent months, 

only to be thwarted by the weather. 

The Turangi Christmas get-together 

as well as the Back to Basics at Lake 

Heron were both cancelled, the first 

because it was too wet and the lat-

ter because it was too dry. Fire risk is something we all need to 

be aware of this summer, especially when camping next to our 

aircraft.  

We did manage to put on a couple of successful one day 

events prior to Christmas. In November we hosted a fly-in to 

Paraparaumu in conjunction with the Kapiti Aero Club, and in 

December a Christmas lunch at Timaru. We are learning that 

one day events put together at short notice are the easiest to 

organise as well as the least likely to be disrupted by weather.

In January Johan Vlok hosted a brunch at his property near 

Darfield after the cancellation of the Back to Basics. Although 

the weather was forecast to worsen over the Back to Basics 

weekend, there were a few hours of nice weather predicted for 

the Saturday morning and Johan seized the opportunity to make 

the most of them. With only a couple of days’ notice, a success-

ful event was enjoyed by all who managed to attend.  

The Executive Committee continue to enjoy a productive 

relationship with CAA.  We offered to include Work Together, 

Stay Apart Plane Talking sessions at the Kapiti and Timaru fly-

ins.  Some members expressed doubts about social functions 

being mixed with education, but the events were planned so that 

members could choose to attend the CAA seminar or to head 

home early. 

In February AOPA NZ  joined with representatives from across 

the aviation community for the formal signing of the Work 

Together, Stay Apart Statement of Commitment. This Statement 

has been established by CAA to acknowledge the positive re-

sponse and participation with the safety campaign thus far. 

Signing the Statement is an opportunity for individuals and or-

ganisations to publicly demonstrate their commitment to safety 

to their peers and the wider aviation community. 

Advertising and marketing opening

After many years spent handling advertising and marketing for 

AOPA NZ, Don Ryder has indicated that he is ready to pass the 

job on to someone new. 

The role involves liaising with Approach magazine advertisers 

in the lead up to each edition, and also running our marketing 

and recruitment programmes in external publications. 

None of the current Executive has much advertising or mar-

keting experience, so it would be great to hear from a member 

who is willing to help. Taking on this type of role could be a great 

stepping stone into the Executive Committee in the future, but 

this is not compulsory; it is a position than can equally be filled 

from outside the Committee.

The International Aircraft Owners and Pilots Association 

(IAOPA) are holding a World Assembly in Washington DC in May 

2024. This is the first World Assembly to be held since the highly 

successful Queenstown event in 2018. AOPA NZ is planning to 

have at least one representative in Washington to foster connec-

tions with our international colleagues. 

I was recently talking to former AOPA NZ President, Ian 

Andrews, and he explained some of the benefits that come from 

attending such meetings. 

“New Zealand pilots ride on the coat tails of AOPA USA and 

its 400,000 members,” he says. “Initiatives such as the move to-

wards private pilot medicals based on driving licence standards 

would not have been possible without international collabora-

tion through IAOPA.”

The IAOPA World Assembly in Queenstown set a high bench-

mark for subsequent gatherings, and was enjoyed by a record 

numbert of delegates from around the world, as well as by a 

strong number of local attendees. 

I hope to see you all in Timaru for the AGM weekend, which 

will soon be upon us. Here’s hoping the weather is co-operative 

this time round, so that members from around the country are 

able to join us and participate in both the formalities and the fun 

that these AGM weekends generate.

Fly safely,
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Australia by air
By Murray Smith

Having flown the Tasman (see Approach Summer 2023) and reunited with 
Laurel, on 20 May we set off for Coonabarabran to meet the group with 
whom we would be sharing our first Australian air safari. 

With cloud over the higher ground, we 

headed up the coast towards Newcastle 

before tracking inland, passing several 

large coal mines, and arriving early after-

noon. Coonabarabran, population 3000, 

(‘Coona’ to locals) is widely recognised 

as  an ideal place for stargazing  thanks 

to its pristine air, high altitude (505m) and 

low humidity. There are several observa-

tories in the area and we were fascinated 

by our visit to Siding Springs Observatory.

Next day the group set off for 

Thargomindah, 356NM away over mainly 

cattle country. In 1893 the tiny outback 

settlement was the first Australian town 

to install electric street lighting.

Destination on day three was 

Innamincka, stopping en route at the 

Dig Tree at Nappa Merrie. The blazed 

tree records one of several low points 

in the Burke and Wills expedition of 

1860. Charged with forging a route 

from Melbourne north to the Gulf of 

Carpenteria, a journey of around 3250km, 

neither man, and only one of their party, 

survived the undertaking. The Dig Tree 

carries instructions for locating a food 

cache left for them, while 15m down-

stream the Face Tree carries an image 

of Burke’s face, carved in 1898 by John 

Dick. Both are poignant reminders of the 

harshness of the outback. 

Our next night was spent at the small-

est township in outback Australia, William 

Creek, our western-most destination 

on this trip. The route took us over Kati 

Thandra (Lake Eyre) which, at 49ft below 

sea level, is the lowest natural point in 

Australia. Due to high rain fall earlier in 

the season the lake was holding water; 

it is spectacular both dry and wet. The 

William Creek Hotel was established in 

1887 as a boarding house, the town be-

coming a stop on the old Ghan railway, 

later moved to Marree, the following year.

En route the Arkaroola wilderness sanc-

tuary at the northern end of the Flinders 

Range, we first headed southwest for the 

Anna Creek Painted Hills. Anna Creek has 

the distinction of being the largest cattle 

station in the world — at 24,000km2 it is 

slightly larger than Israel. The Hills are a 

30km by 10km area of sandstone out-

croppings of vivid colours that emerge 

suddenly out of the desert, the result of 

50 million years of weathering that has 

laid bare the desert’s oxidised rock stra-

ta. An hour later we come across Marree 

Man — a modern geoglyph depicting an 

Australian indigenous man with a boo-

merang or stick. Over 4km tall with a 

28km perimeter, mystery surrounds the 

figure’s origins which appeared suddenly 

in 1998.

We were all ready for a rest day. A half 

day ridgetop tour saw us learning about 

the fascinating geological history of the 

region. The fractured granites were im-

pregnated with uranium 440 million years 

ago, since dissolved from the rocks and 

dumped on the eastern plains where it is 

recovered at the Beverley uranium mine.

From the Sillers ridgetop lookout you 

can see Freeling Heights, a ring of saw-

toothed blue mountains that fringe the 

Mawson Plateau at the northern extrem-

ity of the Flinders ranges and the 1000m 

deep Yudnamutana Gorge.

On day seven a relatively short flight 

took us to the ‘frontier’ opal mining 

town of White Cliffs. Founded in the 

1880s, White Cliffs is Australia’s oldest 

commercial opal field, one of just a few 

places in the world where white opal is 

found and famous for its rare ‘pineap-

ple’ opals with their distinctive spiky 

shape. Accommodation was White Cliffs 

Underground Motel – the second time 

I’ve slept underground!

On the subsequent day we farewelled 

our fellow travellers as they headed east-

ward for home while we headed south-

west. Departing White Cliffs at 9.30am we 

were overhead Packsaddle Roadhouse, 

an oasis in the middle of nowhere, 45 min-

utes later. There we met a Kiwi managing 

the surrounding cattle station whose rela-

tives live not far from us at home. After 

an entertaining few hours talking to locals 

it was time to head on. Next stop was 

Tibooburra, a former gold mining settle-

ment and one of the furthest reaches of 

NSW, where we spent the next three days 

due to exceptionally high winds, 60Kts – 

one of just two weather hiccups through-

out the whole trip around Australia.

When the wind finally dropped we flew 

northwest 448NM to Mt Dare Station 

on the Western edge of the Simpson 

Desert, just 10km south of the Northern 

Territory border. Locals promote Mt. 

Dare Station as being equidistant from 

all Australian coastlines. It offers the first 

point of contact after a four or more day 

Newman iron ore mine in the Pilbara region;  
Ormiston Gorge, Alice Springs. 
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roadtrip crossing the Simpson Desert 

from Birdsville. 

The 7770km2 Mt Dare station was pur-

chased in 1984 by the South Australian 

National Parks and Wildlife to protect and 

rehabilitate Dalhousie Springs. The Hotel 

lease is 400km2, owned and operated as 

a tourist destination. 

Rain held us up for two days due to the 

airstrip surface being ‘Gibber Plain’ – a 

surface of packed interlocking angular 

and rounded stone ranging in size from 

20–60mm with coarse sand as a binder. 

Quite a good surface when dry, it turns 

soft after rain and takes a couple of days 

to dry out. The area had considerable 

rain prior to our arrival and the Simpson 

desert road following the French Line 

(named for a French Petroleum company 

who bulldozed it in 1963) from Mt Dare to 

Birdsville had just reopened. There is ab-

solutely no human settlement or services 

at any point across the Desert. While we 

were there a group of motorcyclists ar-

rived heavily encrusted in mud; later a 

family turned up with about 300kg of thick 

mud all over the Landcruiser and trailer.

From Mt Dare it’s a 350NM flight to 

Alice Springs. We followed the road 

(Binns Track), which was busy with Grey 

Nomads heading north for the winter. We 

stayed three days in Alice Springs with 

a further night at Tennant Creek before 

crossing the Tanami Desert to Kununurra, 

where our next safari would beghin. 

Most of our flying west of the Great 

Divide was between 4000 and 10,000ft, 

and we had less trouble with turbulence 

than on previous trips. The Tanami Desert 

is described as one of the most arid and 

uninhabited areas on earth. Partway 

across two big green circles came into 

view: centre pivot irrigators and cattle 

yards, so maybe not uninhabited! 

Flying around the outback it is recom-

mended to carry 10l of water per person, 

PLB with GPS capability, satellite phone, 

space blanket, energy foods, mirror, 

brightly coloured cover that can double 

as a sunshade and be visible to search 

and rescue, plus the usual onboard safety 

equipment you normally carry. We also 

filed a sartime with Brisbane centre and 

monitored the area centre frequencies. An 

hour and a half southeast of Kununurra, 

Lake Argyle appeared over the horizon 

and soon after an extensive green oasis 

of lush farmland came into view. This is a 

result of the Ord River irrigation scheme, 

set up mainly for arable farming. 

Closer in we began to hear other mem-

bers of our group inbound for Kununurra, 

some from the southest, others from the 

west, none from the North – Indonesia 

isn’t all that far!

Kimberly safari

Drysdale Station was our base for the 

next two days. The group consisted of 

twelve people in six aeroplanes – Glasair 

Sportsman, Jabiru, Cessnas and an 

Arrow. The Station is not far from the 

Gibb Highway and is well set up for tour-

ists; the station operates its own air-char-

ter company – their Kiwi pilots quickly 

recognised the ZK rego!

Day one began with a short 60NM flight 

to Mitchell Plateau airstrip where heli-

copters transferred the group to Mitchell 

Falls. Fording the river we walked to 

Little and Big Mertens Falls, also seeing 

some fine examples of early Aboriginal 

rock art. One rock in the Wandjina com-

plex depicts Tasmanian tigers, extinct on 

mainland Australia for 3000 years. Known 

as Punamii-Uunpuu to the Wunambal 

people, the falls were carved through 

sandstone by the Mitchell River, produc-

ing layers of mesmerising emerald pools 

from which the waters tumble from one 

to the next. 

After refuelling at Drysdale Station 

via pre-ordered drums of fuel, we were 

ready for the next day’s flight to Derby. 

Specialist Aviation Insurance Brokers

Connect with us for more information:
P: 0800 322 206 or 09 298 8206
E: aviation@ajg.co.nz
NZ Warbirds Hangar 1
140 De Havilland Lane
Ardmore Airport

INCORPORATING 
CROMBIE LOCKWOOD 

BOSTON MARKS
AVSURE
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The scenic route took us past Mount 

Hann then along the Prince Regent River 

and its many gorges to the spectacular 

Kings Cascades waterfall, where the river 

cascades over ancient terraced rock for-

mations. The distinctive Mount Trafalgar 

was only a short distance on and offered 

spectacular coastal scenery including 

Montgomery Reef. At 300km2 the world’s 

largest inshore reef, it is regularly ex-

posed by massive tides. 

After a night in Derby we visited Broome, 

just a short flight away and enjoyed a tour 

of local beaches, wharves, the Japanese 

Cemetery and Chinatown, which provid-

ed an interesting overview of Broome’s 

history, particularly its pearling industry. 

Broome experiences a 10m range of tide 

at certain times of the year. 

Cygnet Bay was the destination on day 

four, with our departure timed for half 

tide at Horizontal Falls, when the great-

est volume of water passes through the 

horizontal falls. Due to restricted airspace 

allocated to local commercial ops we had 

to remain above 2500ft. The view of thou-

sands of tonnes of water passing through 

a narrow channel between two islands 

was nevertheless spectacular. Continuing 

on via Koolan and Cockatoo Island we 

overflew the Buccaneer Archipelago, a 

beautiful area consisting of some 800 to 

1000 rocky islands offering small bays 

and secluded white sandy beaches. 

On arrival at Cygnet Bay, we were col-

lected from the airstrip, and the rest of 

the afternoon was spent settling into our 

Glamping accommodation.

Our subsequent rest days saw us intro-

duced to the power of the world’s larg-

est tropical tides and the whirlpools and 

standing tidal waves they create, and 

learning about traditional coastal hunting 

and gathering from Terry Hunter, a fourth-

generation pearler and Bardi Aboriginal.

The Cockburn Range, a vast round 

fortress of orange rock that rises more 

than 2000ft above the plains, was a high-

point of the following day’s flight back to 

Kununurra. From a distance, there’s no 

hint of the deep gorges and permanent 

pools which lie hidden within. 

A land and water based day followed. 

From Kununurra we went on boat trip 

up the Ord River to Lake Argyle, enjoy-

ing both bird and marine life, including 

freshwater crocodiles. After a visit to the 

historic Durack homestead museum we 

enjoyed a cruise of North Lake Argyle, 

often referred to as the inland sea – being 

eighteen times larger in volume than 

Sydney Harbour at full capacity.

The next day we flew on to Mount 

Elizabeth Station, a mere 1791km2 stock-

ing about 6000 head of cattle, and a well-

known stopover on the Gibb River Road, 

where we had an enjoyable rest day talk-

ing mostly to Grey Nomads who venture 

up this way every year in transport that 

ranges from SUVs and tents to six-wheel 

drive trucks and semi-trailers.

Back in the air, a relatively short 118NM 

flight soon had us at El Questro, from 

where we bussed to Chamberlain Gorge 

Lake, which we found very commercial-

ised and expensive; not on our ‘to do 

again’ list! 

The following day included a challeng-

ing walk into Emma Gorge, set beneath 

65m cliffs with a droplet waterfall, as well 

as a smaller aquamarine coloured wa-

terhole, followed by a visit to Zebeedee 

Springs, where some chose to swim.

Day 13 saw us flying south to Bellburn 

and the Bungle Bungles, our last stop of 

the tour. Noted for their distinctive striped 

beehive domes, the Bungle Bungles are 

very impressive from the air. Officially 

Purnululu National Park, the region was 

‘discovered’ by a film crew in 1983.

As the safari drew to a close it was time 

to make our farewells, fuel up, detour to 

Broome for a passenger drop-off then 

to start heading for home. We’d made 

good friends with one couple, Jim and 

Andrea, and they’d invited us to stay at 

their farm at Serpentine near Jarrahdale 

on the southwestern outskirts of Perth – a 

couple of long days and 1745NM distant.

The route took us from Sandfire 

through Mt Newman in the Pilbara region 

(home of the largest single open-cut iron 

ore mine in the world; image on page 5) 

with an overnight at Nallan Station. Cattle 

stations in WA are becoming increasingly 

reliant on tourism due to increased costs 

and poor cattle returns. All the roadhouse 

and station airstrips we landed at were of 

a good standard. Most are used by the 

Flying Doctor Service; they say nowhere 

in Australia is anyone more than two 

hours from medical help.

Jim had given us a good briefing on the 

location and idiosyncrasies of his airstrip, 

orientated north-south on the side of the 

escarpment – plan B, if we didn’t like the 

look of the strip or there was too much 

tailwind, was the airfield at Serpentine. 

The Mulga, desert and bush had given 

way to thousands of hectares of Canola 

crops. Jim’s briefing was spot on and 

we touched down on one of the shortest 

(500m) and greenest airstrips in Australia! 

We landed with a slight tailwind uphill 

to the south, parked up in a spacious 

near-new hangar and turned to enjoy 

their wonderful views west to the Indian 

Ocean.

The Bungle Bungles, Purnululu National Park (left) and Mitchell Falls in the Kimberlys (right), two of Australia’s twenty World heritage listed sites. 
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Aircraft noise

By John Evans

As Part 3 in our series on District Planning and aviation, this column 
looks into the wider regulatory basis relating to aircraft noise. 

Our aviation activities are regulated by 

the Civil Aviation Authority (CAA). The Civil 

Aviation Act has a mandate to consider 

noise, to an extent that it is a consideration 

when aircraft are certified (CAR 91.803), 

and when/if your aircraft can generate a 

sonic boom (CAR 91.805). 

In practice, when it comes to noise, 

the Civil Aviation Authority does not 

get into it far beyond Part 93. Part 93 is 

Special Aerodrome Traffic Rules and 

Noise Abatement Procedures which, as 

listed in Part 93, apply at only Auckland, 

Wellington, Christchurch, Paraparaumu, 

Matamata, Ardmore and where directing 

a right-hand circuit is deemed appropri-

ate for noise abatement. Part 93 sets the 

rules that are additional to and exceptions 

from the general operating and flight rules 

for aerodrome traffic prescribed in Part 

91, so as to achieve the noise abatement 

outcomes. 

There was a subtle change to the Civil 

Aviation Act 2023, replacing the previous 

1991 version, allowing that noise abate-

ment procedures can apply anywhere, not 

just in the vicinity of aerodromes. Subtle 

being the addition of the word ‘including’. 

Previously, the rules only applied in the 

vicinity of aerodromes, but now the 

wording is ‘including in the vicinity of 

aerodromes’. Whether such measures 

would be applied within Part 93… who 

knows?

The other area in practice where the 

CAA gets involved is in the management 

of airspace, through designations, i.e. 

restricted airspace. Restricted airspace 

can be designated when the Director 

considers it necessary in the interests 

of aviation safety, or security, or in the 

public interest. A good reason for its im-

plementation may be to exclude aircraft 

from the vicinity of a bird colony. There 

are no restricted airspace areas exist-

ing to enhance amenity values, more on 

that soon. 

The Civil Aviation Authority does how-

ever point out that noise management 

issues, more applicable from a work-

place perspective, are required through 

compliance with the Health and Safety 

at Work Act. 

So, what about the Department of 

Conservation (DOC). They can and 

do enlist the CAA to create restricted 

airspace, which, as observed in practice, 

is only to manage environmental effects, 

not amenity values, i.e. visitor experience. 

Overflight is one thing, but landing (and 

therefore legitimately below 500’ AGL) on 

conservation land requires a concession, 

with these concessions granted consid-

ering effects on not only the environment, 

but on the experience of other park users’ 

‘amenity values’.  

Perhaps, most importantly, is what is 

managed voluntarily, avoiding the need 

for everything to be legislated and in 

the rules. Aircraft operators voluntar-

ily agree on flight paths around the likes 

of Fox Glacier and Mt Cook, and no-

fly areas, for example over the Milford 

Track. Aircraft operators, specifically 

tourism and agricultural, subscribe to 

their own schemes such as Aircare, Fly 

Neighbourly and Codes of Practice, for 

example, operations at Milford Airport. 

They agree on flight paths and areas to 

avoid, especially at low level. They have 

also updated their aircraft over the years 

to have quieter noise footprints. There are 

also Wilderness Areas; areas which avia-

tors also voluntarily avoid, particularly at 

		  – whose business is it? 

c

SAB Avionics Ltd
Wanaka’s independent Avionics provider

stevebunting@avionicsnz.co.nz (+64) 021 189 2438 11 Lloyd Dunn Ave, Wanaka Airport, 9382

In addition to:

Part 43 Checks | ADS-B
Avionics Installations
Avionics IA on Staff

Avionics System Troubleshooting
Mobile Service

Dynon Avionics Dealer

Call for competitive pricing
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Accommodation and Hangarage at Pukaki Airport, Twizel

3 bedroom house and hangar available at Pukaki Airport in the McKenzie basin. Vehicle available. 
Per night or weekly rates. Enquiries to Lionel Green. Phone 027 359 5849 or email lionelgreen@xtra.co.nz

low level, and, generally speaking, DOC 

will not issue concessions to land in 

Wilderness Areas.   

Obviously General Aviators (that’s us) 

should be up with those aspects too 

when we operate into these areas, and 

anywhere else for that matter. Commercial 

operators are more than happy to share 

their agreed operations and being aware 

of these will help you integrate with the 

traffic flow. 

The Resource Management Act (RMA) 

is the fundamental piece of legislation 

to which Territorial Authorities (District 

Councils), as well as National Policy 

Statements and National Environmental 

Standards issued under the RMA, refer 

when creating rules, i.e. District Plans. 

So, on what basis are they able to write 

rules concerning aircraft activity? Well, 

there is no hard and fast answer, but the 

origin appears to be from three rules with-

in the RMA legislation. 

Section 9 of the RMA (restrictions on 

use of land) provides for controls in re-

spect of overflying aircraft to where noise 

emission controls have been specifically 

set for airports, as designated in the rel-

evant plan. 

Section 16 of the RMA requires an op-

erator to avoid unreasonable noise by 

adopting best practicable options to en-

sure that the level of noise does not ex-

ceed a reasonable level.

Section 7 of the RMA requires regard 

for amenity values which are defined as 

those natural or physical qualities and 

characteristics of an area that contribute 

to people’s appreciation of its pleasant-

ness, aesthetic coherence, and cultural 

and recreational attributes.

How about RMA Part 326: Excessive 

noise, you ask? Part 326: any noise that 

is under human control and of such a 

nature as to unreasonably interfere with 

the peace, comfort, and convenience of 

any person. Well, RMA 326 specifically 

excludes aircraft that are being operated 

during, or immediately before or after, 

flight. The RMA also specifically excludes 

any control/jurisdiction concerning over-

flying aircraft (i.e. those not landing or 

taking off), not otherwise captured by 

S9(5), in the same way it excludes noise 

generated by trains and vehicles on pub-

lic roads.  

Most larger regional airports will have 

an Aerodrome Noise Management Plan 

commissioned by the respective territo-

rial authority. These plans detail land use, 

i.e., zoning, noise contours, hours of op-

eration, movement limits, ground testing 

and other activities occurring on the aero-

drome, as permitted under RMA Section 

9. If the management plan required air-

craft to operate in a manner contraven-

ing CAR Part 91, then that would call for 

inclusion in CAR Part 93. 

It is likely that rules in District Plans 

concerning rural airstrips are possible 

under Section 9: Restrictions on use of 

land, (5), “where noise emission controls 

have been specifically set for airports” is 

applied. 

Does a movement or a setback limit in 

the District Plan constitute ‘noise emis-

sion controls’? It also requires applying 

the RMA definition of airport to a rural 

airstrip.

The broader District Council Noise 

Control Chapter controls seemingly do 

not apply to aircraft activities unless they 

have been specifically set under Section 

9(5) to airports. 

All this aside, in general, our aviation 

environment is fairly free and relies on us 

as operators being respectful, courteous 

and neighbourly. In turn, we have regula-

tors that are generally permissive in their 

approach. Territorial Authorities have re-

ally started engaging with aviation activ-

ity in the rural zone with their new plans, 

presumably to ensure they have control 

if they need it, through enabling Section 

9. The CAA has not yet gone down the 

path of getting involved in restricting air-

space based on amenity values under the 

guise of public interest, and one can only 

imagine it is an area they do not want to 

get into, nor do we; it would have a whole 

string of unintended consequences for 

aviators. But remember, they can.

Aircraft noise, whose business is it? 

Clearly the answer is a few different agen-

cies, in what is all a little grey. But at the 

end of the day, as aviators, it is our busi-

ness as much as anyone’s. Irrespective of 

the ins and outs of the regulatory frame-

work, we owe it to our community (both 

our own aviation one and the wider com-

munity with which we share the environ-

ment), to be respectful. But it is important 

to defend aviation activity as an impor-

tant recreational activity and a legitimate 

mode of transport, and to push back 

against excessive reverse sensitivity (i.e. 

a lifestyler moves in and starts complain-

ing, or the new subdivision pops up next 

to an airport). 

How aircraft noise is measured is even 

more complicated. We have collected 

data from a variety of aircraft and with the 

help of an acoustics engineer, we will see 

how that noise measures up with a variety 

of standards. 

More on this in the next issue.
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AIRCRAFT  
RESTORATION AND  

MAINTENANCE
Providing superior aviation services  
at Alexandra Airport. Please call our 

Maintenance Manager/Director for a friendly 
chat about how we can help out with your 

aircraft requirements.

ARRON COOPER 
0274 403 7022 
arron@tinshedavaition.co.nz 
P.O. Box 50, Alexandra 9340 
tinshedavaition.co.nz

Lost and found

By Anna Mackenzie

Few aeroplanes can claim a history as bizarre as that of Cessna 150D ZK-CGI 
which, alongside a regular lifetime of club flying and private recreational use, 
includes theft, lengthy submersion and a phoenix-like return to the air.

Built from 1958 to1977 and powered by a Continental 

O-200-A rated for 100hp, the C150 hit the market at the start of 

a two-decade boom in GA which saw more than 24,000 C150s 

manufactured, making it the world’s third most widely produced 

aeroplane, after the C172 and Piper Cherokee.

For all that, C150 NZ-CGI is unique. During its life as a trainer 

with the Otago Aero Club it hosted many eager students, among 

them 19yr old truck driver, Robert Bakhuis. With 30 hours logged 

towards his PPL, Bakhuis was described as a capable and con-

fident student who had a fear of flying over water.

Early on 3 February 1970, instructors arriving at the Otago 

Aero Club discovered the hangar doors open and CGI missing, 

but initially assumed it had gone out on a legitimate flight. Only 

when a topdressing pilot reported his helmet missing and an-

other pilot reported missing life jackets did they ring the police.

There were sightings: CGI was spotted over Garston at 7am 

and Dipton at 7.30am. The course was erratic, but the plane was 

carrying enough fuel for four hours of flight, ensuring reports that 

placed the aircraft all over the South Island added to the confu-

sion. CGI was last sighted flying up the Routeburn Valley.

Robert Bakhuis, on bail awaiting sentences for car conversion 

and theft, became the main suspect when acquaintances told 

police that Bakhuis had talked of stealing a plane, ditching it in a 

Fiordland lake and ‘going bush’. After an extensive search using 

fixed-wing aircraft, helicopters and ground parties, the search 

was called off on 8 February 1970. A chance discovery of wreck-

age looked like being the only route to finding any answers.

Then, two years later, on 12 July 1972, Bakhuis visited his 

mother, who had given him up for dead.

Later that day he turned himself in, telling police that he had 

flown to Fiordland and ditched his aircraft in Lake Duncan, on 

the Esk Burn, at an altitude of about 1500m, leaving it to fate to 

determine his future. Surviving the crash was no small feat for an 

inexperienced pilot. After spending 35 days in the bush, some at 

a well-stocked NZ Forest Services hut at Lake Te Au, he walked 

out to Te Anau – another challenging feat – and made his way 

to Australia, travelling and working there for two years before 

loneliness brought him back to New Zealand. 

Sentenced to six months’ imprisonment, Bakhuis later re-

turned to the Otago Aero Club to offer an apology. 

When contacted by the Otago Daily Times in 2022 he ex-

pressed a wish not to revisit the past, saying “I’m not proud of 

what I did. It’s something I’ll regret for the rest of my life.”

CGI’s story has a happier ending. Once the plane’s location 

was known, Mike Clark, who had also flown with the Otago 

Aero Club, approached the New Zealand Insurance Company, 

who had paid out on the Club’s claim, and they allowed that he 

could carry out a search at his own expense. Permission was 

The th i rd in our 
‘Stor ies an a i rcraf t 

can te l l . . . ’  ser ies
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Aircraft Shelter & Accommodation at New Plymouth

Fly in / Fly out of New Plymouth Airport.  Vehicle available.  Per night or weekly rates.
On site caravan available for additional accommodation if required.  

Phone 027 755 5755  or email: flyintoaccommodationnp@gmail.com

www.flyintoaccommodation.co.nz

also required from the Commissioner of Crown Lands, as Lake 

Duncan lies within an area protected for takahe. 

After speaking with Robert Bakhuis in prison, Clark walked in 

from Te Anau only to find the lake partly frozen. Trying to visual-

ise exactly how Bakhuis would have ditched, a few days later, on 

3 August 1972, he rowed out in a rubber dinghy and dropped a 

long length of twine weighted with a rock, intending to drag the 

lake bottom. He snagged the plane on his first run. Clark dived 

in and followed the line down, finding CGI sitting on a roughly 

even keel 59ft under the surface, one side buried in soft mud.

The discovery sparked considerable interest and the insurers 

eventually sold CGI ‘as is, where is’ to Mike Kelly, an aircraft en-

gineer based in Taieri, who had a soft spot for CGI as it was the 

plane in which he had first gone solo.

Clark played a significant role in the salvage operation, div-

ing to attach tractor tyre inner tubes that were inflated to lift the 

plane from the lake bottom. Once ashore, Kelly removed the 

instruments and immersed them in water so that they could be 

restored and eventually reinstalled. The motor, undercarriage, 

a window and one wingtip had been damaged, but the plane 

seemed otherwise sound. Renowned Fiordland helicopter pilot, 

Bill Black, made two trips in a Hiller UH-12E, bringing out first 

the wings then the fuselage and engine. 

Back at Taieri, the plane was stripped down and restored to 

airworthiness by Southair Aviation Services before being pur-

chased in mid 1974 by JV Hodge of Dunedin. A year later it 

returned to the Otago Aero Club and was based at Balclutha.

Early in 1981 GA company Airwork purchased CGI, intending 

to sell it or scrap it for parts, whichever came first. Steven Elliott 

of Feilding came across it in late 1982 and, having checked it out 

and learned of its backstory, purchased it early in 1983.

Accompanied by a local instructor, one of his first flights was 

to Lake Duncan, retracing the flight made by Robert Bakhuis. 

Flying into the remote, mountainous area proved a challenge, 

he recalls, even with several hundred hours of flying experience 

and an instructor beside him.

From there CGI’s future was significantly more settled. In more 

than 2000 hours of flying time in ZK-CGI, Steven never had any 

doubts about his purchase. “It was just right for me. It was a 

good aeroplane that never let me down.”

He does, however, recall one quirk: “On a warm day, you could 

almost smell the bottom of the lake in it.”

Eventually, after wearing out the engine and unable to find a 

suitable replacement, Steven in 2013 decided to park the aircraft 

at the Classic Fliers Aviation Museum at Tauranga airport, where 

it remains, hanging from the ceiling in a prominent position. 

If you happen to be in the vicinity, pop in for a look – and be 

sure to go on a warm day to catch a real whiff of the past.

NZ-CGI’s rescued fuselage arriving in Te Anau, care of experienced Fiordland 
helicopter pilot Bill Black, it’s two and a half year submersion apparent! 
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Riding high in the blue!
By Chris Hoffman

One of the advantages of obtaining an IFR rating as a PPL is the ability to climb through cloud 
and enjoy the clear blue sky that often exits above a band of stratus cloud that hangs low to the 
ground. This cloud often blows in over the Kapiti Coast and can stretch out into the Cook Strait, 
sometimes down to as low as 700ft.  This makes a flight from Paraparaumu (NZPP) to Takaka 
(NZTK) a challenging one if attempted VFR. 

Sally and I have enjoyed making the trip 

many times over the last twenty years; 

Sally’s dad lives in Takaka and we have 

flown over for many weekends and holi-

days. We always worried about getting 

stuck when we went for a weekend, and 

this was one of the reasons I completed 

my IFR training. We initially flew in ZK-EIF, 

a Piper Arrow II which we co-owned with 

Brian Souter. It was refurbished in 2012 

with a new IFR panel with a Garmin GT650 

GPS at the centre of a Performance Based 

Navigation certified panel. 

The problem with the GPS routes at that 

time was that the approved routes went 

from NZPP initially towards Nelson (NZNS) 

before turning west towards NZTK. This 

meant the track crossed over incoming 

IFR airline traffic and the controllers often 

redirected us to climb and fly overhead 

NZNS, often as high as 9000ft, to leave 

the airline traffic undisturbed. 

A recent addition to the Airways routes 

has been a low-level route that connects 

Takaka’s nearby waypoint MARKO with 

waypoints MENOV then RIWUT then on to 

TPAPA, a mid-strait waypoint abeam NZPP.  

This route addition has been facilitated by 

AOPA and the NZ Aviation Federation, 

with the assistance of Golden Bay Air Ltd 

who fly NZTK-NZWN. It provides a near 

direct route out of Paraparaumu to Takaka 

with minimum route sector altitudes of be-

tween 1300ft and 3000ft. 

A return flight from NZPP to NZTK I 

took recently provides a great example 

of the benefits of IFR flying. After arriving 

at the airfield and checking the weather, I 

filed the flight plan with Airways using the 

IFIS website. This website allows users to 

store favourites, so I pulled up my NZPP 

to NZTK file, amended the route altitude 

and ETD and filed it. This has to be done 

thirty minutes before ETD, so I then had 

half an hour to preflight the plane, pack 

up, refuel, and program the GPS. Sally 

helps with loading gear, cleaning and tidy-

ing the plane and opening the hangar – a 

team effort.

The weather was overcast 8/8, base at 

1200ft, tops between 3-4000ft, freezing 

level 7000ft, with a light northerly wind, so 

a departure from runway 34 was required. 

The Standard Instrument Departure (SID) 

requested was the GUGAK FIVE depar-

ture, Paraparaumu transition (there is not 

a charted route sector from GUGAK to 

TPAPA so we have to climb into controlled 

airspace above 4500ft and then at 5000ft 

be “cleared direct to TPAPA – radar ter-

rain” by the controller). The SID was se-

lected and made part of the route in the 

GPS; it would take us north of the airfield 

10 miles to waypoint GUGAK before turn-

ing us back over the field. As part of the 

pre take-off checks I set the autopilot 

climb limit to 5000ft and ensured it was 

in the TOGO mode (Take off, Go around). 

I called the NZPP Flight Service to seek 

clearance. We taxied to the holding point 

and waited for the clearance to be vali-

dated. The clearance validation came with 

the usual request to contact Wellington 

Approach on 122.3mHz on passing 

2000ft. We checked for approaching air-

craft, then made our radio call – entering 

runway 34 and rolling, IFR departure to 

the north.

The take-off roll was short with one 

notch of flap and DWX climbed away eas-

ily with just the two of us and two week-

end bags. Once established in the climb I 

wound back the prop from max 2700rpm 

to 2500rpm to reduce the noise – when 

we passed 200ft we were about halfway 

down the runway, the flap was raised and, 

at 500ft, the GPS course was active so I 

selected NAV function and turned on the 

autopilot. As the climb speed reached 

105kts, I armed the vertical speed mode 

on the autopilot using the Indicated Air 

Speed (IAS) option, which then allows the 

autopilot to adjust the pitch to maintain 

the climb at 105kt, and we continued the 

look out as we climbed out of the circuit 

through 1000ft. I ran through the 1000ft 

checklist – all looking good and we con-

tinued into the cloud, IMC, at 1200ft. With 

no view out the window, Sally always puts 

in her earplugs and plays soothing music 

and closes her eyes.

At 2000ft I called the Wellington 

Approach Controller and told them I 

was there – “Wellington Approach, DWX 

climbing through 2000ft for 5000ft on a 

GUGAK FIVE PARAPARAUMU transition.”  

Sometimes, due to traffic, they request I 

double back over the NZPP airfield, but 

on this occasion I got the “DWX identified, 

on reaching 5000ft track direct to TPAPA.” 

Perfect. We were light and climbed out 

of the cloud layer at 4000ft, reaching 

5000ft well before GUGAK. I then manu-

ally amended the flight plan, programming 

a DIRECT leg to TPAPA. The autopilot 

turned the plane and off we headed. The 

autopilot controlled the flight to Takaka, 
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several VFR training aircraft in the circuit 

practising low level procedures. 

Circling approaches are practised each 

year as part of the IFR renewal and I regu-

larly use this approach in to NZPP, given 

the difference on the MDA at each end. 

On this occasion, I asked the controller 

for a TPAPA 1 HOTEL arrival (the approval 

to take us from TPAPA to NOKIX, the be-

ginning of the approach in to Runway 16) 

and then from NOKIX asked for an “RNP 

Approach Runway 16 Circling 34 to land.” 

This was approved, the autopilot was pro-

grammed with Vertical Navigation (VNAV) 

activated. The GPS calculates the TOD 

and the descent is flown by the autopilot. 

I monitored the airspeed and rate of de-

scent and controlled this with the power 

settings. 

I called the controller once established 

and was instructed to call the Flight 

Information Service on the local frequen-

cy, informing them of our intention to cir-

cle to land. The autopilot captured the 

glide slope and we headed down into the 

clouds, the cockpit abruptly growing dark-

er without the sun shining in. Constant 

attention was required to ensure the auto-

pilot was managing the descent correctly 

then, just as quickly, the cockpit lightened 

up as we dropped out of the clouds. The 

Flight Information Service called with the 

location of the circuit traffic and the ADS-B 

displayed them on the moving map. All 

good. I levelled off and joined the circuit. 

Sally is slowly becoming less stressed 

with letting the technology run the flight. 

My job is to run the technology. 

Like most of the IFR flying I do, I avoid 

a lot of IMC time. Cloud levels, especial-

ly in the North Island and over the east 

coast of the South Island, tend to be in 

stratus layers and it is usually smoother 

flying above the murk when there is a lot 

of cloud about. Icing can be an issue in a 

single engine aircraft with no protection. 

Avoidance is the game. 

IFR can be challenging but the modern 

RNP approved GPS avionics/autopilots 

make it more achievable than ever before. 

I encourage you to have a go. If you’re fly-

ing PPL IFR and have a story to tell, let us 

know. 

In the next issue, Chris will consider 
more complex IFR flights and identify 

some shortcomings in current IFR  
routes for private operators.

Riding high in the blue!

reminding me every thirty minutes to 

change fuel tanks. We were in clear blue 

sky flying over the cloud layer in smooth air 

all the way across to D’Urville Island then 

passing to its north with Separation Point 

and Golden Bay visible in the distance. 

The RNAV approach in to Takaka 

was selected and the autopilot Vertical 

Navigation function armed. This gave an 

audible warning one minute prior to the 

Top Of Descent (TOD) it had calculated. I 

checked it with a manual calculation and 

it looked fine to me. I managed the engine 

in the descent and then disconnected the 

autopilot as we lined up with the NZTK air-

field Runway 36 at 1000ft. I needed to ter-

minate the plan on the ground with Nelson 

Tower; a simple radio call. We packed the 

plane away and tied it down and headed 

off for a great weekend.

The Sunday afternoon return looked like 

more of the same on the weather forecast. 

NZPP was covered with a low overcast 

that extended about halfway to D’Urville 

Island. I was pleased we were not trying to 

fly under that! We followed the same proc-

ess and procedures as before except this 

time, after filing the plan on the IFIS web-

site, I rang the Nelson Controller on the 

direct phone line. We got a clearance time 

frame validation and a request to contact 

the tower once airborne and prior to en-

tering IMC. No problem, there was not a 

cloud in the sky. 

After a routine start and preflight checks 

and briefs, we departed out to the north to 

the MARKO waypoint and I called Nelson 

Tower as requested. We were cleared 

as per our flight plan to NZPP at 6000ft 

and proceeded across to TPAPA, pass-

ing to the Christchurch Controller then the 

Wellington Approach Controller. He gave 

us the updated NZPP weather and, with 

cloud down to 700ft, it looked likely that 

we would not meet the Minimum Descent 

Altitude for the Runway 34 RNAV approach 

(it requires a cloud base above 860ft and 

4500m visibility). This would be a problem 

for the Air Chathams Saab aircraft that are 

unable to do circling approaches but, like 

the Sounds Air Caravans, we can make 

use of a circling approach. The MDA for 

Runway 16 RNAV approach from the north 

is 540ft, as is the minima for a circling 

approach. A circling approach is flown 

in with a tailwind against the traffic flow 

using the active Runway 34, so requires 

a clearance to make sure no-one is tak-

ing off IFR. Once visual with the runway, 

the approach is broken off and the plane 

joins the circuit to fly on to the downwind 

then makes a normal landing into the wind 

on Runway 34. I was informed there were 

Standard arrival from the north into NZPP for 
runway 34 with ADS-B showing other aircraft.
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DL9 – a commonsense option
By Neville Bailey

What is a DL9? Simply put, it’s a commercial drivers licence medical; 
the standard medical used by bus drivers, truck drivers and taxi drivers. 
So, what does it have to do with aviation? 

Several years back, CAA made a rule 

change to allow pilots to use the DL9 

medical if operating recreationally. To 

recap, the three standard licences – PPL, 

CPL, ATPL – need a medical to validate 

them. Most CPL and ATPL holders will 

chose to hold a Class 1 medical as it al-

lows the ‘for Hire or Reward’ to be exer-

cised. Until recently, most PPL holders 

chose a Class 2 medical, however many 

are now opting for the less expensive and 

more straightforward DL9.

Reduced cost

The DL9 offers two major advantages 

over a Class 2. The first is cost. Most 

doctors charge around $60 for a DL9, 

and there is no CAA fee. CAA don’t issue 

a medical certificate as such either, you 

simply email them the front and back 

page of the form within seven days then 

carry the signed DL9 form with you as ev-

idence once the doctor has completed it.

The second major advantage is its 

simplicity. It’s an assessment of fitness 

to drive, not fitness to fly. Medicals don’t 

become any easier with age, so this is an 

area where the DL9 shines. Your doctor is 

assessing your fitness to pass the medi-

cal used by all commercial drivers, rather 

than specifically assessing fitness to fly, 

as with the Class 1 and Class 2 medical.

That’s not a loophole either, it’s the new 

commonsense approach that CAA have 

applied with the introduction of the DL9.

Professional to recreational

The DL9 is also very appealing in the 

common case where a professional pilot 

retires and continues to fly recreationally. 

The CAA allows CPL and ATPL holders to 

exercise the privileges of a lower licence 

if they choose, with a correspondingly 

less stringent medical. 

This was the exact situation that I found 

myself in a few years ago. I was an ATPL 

holder, but I didn’t want the expense of 

continuing to hold a Class 1 or Class 2 

medical. Fortunately, the DL9 covered 

everything I needed. Thus $60 and 20-30 
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minutes later, I was up and running. This 

then allowed me to use my ATPL licence, 

and to exercise privileges to a PPL level.

DL9 restrictions

The DL9 does have a couple restric-

tions. It doesn’t allow the holder to fly 

IFR, fly gliders, or to perform aerobatics 

below 3000ft. But it does allow the holder 

to operate either a single- or twin-engine 

aircraft, with up to six POB. For many rec-

reational pilots, this makes the DL9 very 

appealing.

Retired Air NZ Captain Des Lines was 

instrumental in pushing for change, lead-

ing to the DL9’s introduction. Speaking 

about the merits of switching to the DL9, 

Des points out that the holders of an in-

structor’s rating are still able to exercise 

the privileges of that rating, albeit with the 

caveat that they can’t charge money for 

flight duties (that would require a Class 

1 medical). This is an important point for 

older pilots, and for the profession as a 

whole. It allows those pilots who may no 

longer hold a Class 1 medical, to contin-

ue, with the DL9, to instruct pro bono and 

pass on a career’s worth of experience.

Des also notes that although CAA rules 

prevent an instructor who operates with a 

DL9 Medical from charging for flight time, 

there is no such restriction around charg-

ing for ground time, such as a pre flight 

briefing and post flight debrief.

AOPA member and recently retired Air 

NZ Captain, Tim Ward, adds that the DL9 

will suffice for a PPL as the Recreational 

Certificate is no longer issued (though 

obviously not for ‘Hire and Reward’). “The 

cost of renewing my ATPL (Class 1) is 

$800 per year, or more if something isn’t 

right, and may be every six months over 

65, which would mean an annual cost of, 

minimum, $1600. The cost of a DL9 is 

about $60 every two years with a GP.”

Long time PPL holder Richard Eberlein, 

who previously held a Class 2 medical, 

transferred to the DL9 as soon as the DL9 

became available. “There was a signifi-

cant cost saving and no downside for me. 

Renewals typically take 20-30 minutes.”

Uptake

CAA’s website (with three-year old fig-

ures) shows initial uptake was slow, but 

it seems likely that more will take advan-

tage of the DL9 as word spreads. 

Applying is easy. Simply make a 

booking with your local GP, specifying 

that it’s for a DL9. Most medical centres 

have the forms on hand; it’s a very com-

mon check. There is no requirement to 

specify that it’s for aviation. Once com-

pleted, CAA require that a screenshot of 

pages 1 and 4 are emailed to them; in the 

past CAA has not replied, but this may be 

changing. Finally, always carry the form 

with you in your flying kit. Too easy!

CAA’s Manager Licencing & Standards, 

Mark Boyle notes that the DL9 was intro-

duced in 2009, with a number of chang-

es in 2021 aimed at making the DL9 

even more user friendly and effectively 

lowering barriers for entry. He points 

out that before the age of 40 a DL9 lasts 

for five years, while over 40 it has a two 

year validity. The exact wording is that 

once you turn 40, you must have done 

a DL9 medical check ‘within two years’. 

Something to keep in mind, to ensure 

your DL9 remains current. 

Mark also notes that if there are any 

changes to your medical condition, you 

must seek clearance from a doctor prior 

to flying again. As always, it relies on an 

element of commonsense.

Google CAA DL9 for lots of helpful in-

formation, including FAQS.

Ph (09) 298 6249 | Fax (09) 298 4440
Mb 029 4923 160

dennis@dtiaircraftsales.com
www.DtiAircraftSales.com

Thinking of selling?  Can we be of service?
We desperately need good aircraft to replace our depleted stock.  Please call for an aircraft appraisal and sales proposal.

De-Havilland DHC2 Beaver Mk-1: ZK-AMA
1957 model with very low total airtime of 6037hrs since new.  
Engine 140hr since O/H. New paint. Avail on floats or wheels.

Asking: US$440,000 +GST (if sold in NZ)

Cirrus SR22-G2: ZK-WHL
2004 model. 1854hr SFN.  754hr approx since Top O/H.  
Asking: $495,000 incl GST (if any).  Ask about our export price.

Piper PA31-350 Chieftain: ZK-VIP
1974 model. 10 place commuter with crew door.  

14,526hr since new. Engines 777hr & 1550hr since major 
overhaul,  April 2015/ June 2014. Currently on AOC Part135. 

Upgraded avionics, PNB approved, S-TEC autopilot.  
2581 lbs useful. ADS-B compliant. Hot props. 

Offer invited. Immediate delivery! 

Piper PA34-220T Seneca II: ZK-WIW
1992 model. Less than 4000hr since new. Late KB engines, 

both 200hr since new/ reman 2019 with 2000hr TBO. 
New interior 2022. 6-place club seating with all forward facing 
seats available. Co-pilot instruments incl HIS, IFR, ADS-B, PBN.

Always hangared. All logbooks from new.
Expressions of interest and serious offers invited. 

Call for full specifications.
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Notes on Safety from guest columnist Grant Bisset

Safety observations
Aviation is a refreshing, exciting and fun way to spend your time. The 
laws of physics are immutable: the relative airflow to your aerofoil is what 
keeps you airborne. Anyone who thinks they can’t have an accident is 
delusional. An accident can happen to any one of us. 

Accidents can have many consequences. We have a respon-

sibility to our families and friends who will be affected by our 

poor decisions, but also to innocent third parties, such as pas-

sengers or bystanders, who may become victims of an event.

Risks vary in likelihood and consequence. Understanding and 

managing risk is part of our PIC duties. You might run out of 

fuel, or be hit by a meteorite, or have a medical event. Some 

things we can control and others we can’t. However, statistically, 

it is the things we can control that are the common causes of 

incidents, and therefore that is where we can make a difference. 

Identifying, understanding, mitigating and minimising risk is how 

we maximise our odds of a successful conclusion to our day.

Let’s for a moment think about the insurance consequences. 

The latest figures I could find on the CAA website were to the 

end of Q3 2020. We are crashing private planes at the rate of 

30 per 100,000 flight hours, the predominant cause being pilot 

error.

As far as insurance premiums go, we all pretty much swim in 

the same pool and have a responsibility to our fellow swimmers 

to not pee in the pool. If too many of us do, we have to vacate 

the pool and may not be able to swim anymore. 

Every time we fly, our highest priority should be to put the 

aircraft back in the hangar undamaged at the end of the day. As 

the pilot, our focus should always be on safety. Having said that, 

prosecutors love non-compliance and don’t necessarily consid-

er or understand safety when laying charges. Just culture and 

good reporting can be unintentional sacrificial victims of health 

and safety actions; another story there altogether.

Grant has enjoyed a wide variety 
of aviation experiences as both a 

commercial and recreational pilot: fixed 
and rotary wing, instructing, aerobatics 

and warbird displays, he’s done it. 
Recreationally, Grant flies his Bearhawk 
aircraft from his home base in Wanaka.

www.aopa.nz
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REPORTING POINT CHANGES NOW INCLUDED  
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EFB navigation obligations. REMEMBER: CAA regulations  
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AOPA NZ MEMBER DISCOUNT $88 
(including GST & postage) scan the  
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The modern world has a focus on compliance which can 

sometimes conflict with safety. Just because in your mind you 

are compliant with all relevant requirements doesn’t mean you 

actually are. And even if you really are, you might be unwittingly 

exposed. 

As an example, if you are overtaking a vehicle, you may briefly 

exceed the speed limit and be non-compliant to minimise your 

risk of being in the oncoming traffic lane. That’s called risk as-

sessment and management. What you don’t know is whether 

the next oncoming car is going to come around the distant bend 

at the speed limit, giving you sufficient room, or twice as fast, 

thereby increasing the risk inherent in your choice to accelerate 

past the vehicle – a speed you previously determined as suffi-

cient. To avoid a crash, you then have to exceed the speed limit 

more than you had previously anticipated. 

You get the picture, compliance doesn’t always assure safety, 

it can have the opposite effect and encourage complacency – 

the “I’m compliant so must be safe” mentality.

No one intentionally has an accident, so what can we do to 

mitigate and minimise the risk of our flying operations? 

First and foremost: pilot discipline and situational awareness. 

These attributes are key to our risk assessment, identifying our 

mitigations, our judgement and our decision making. Doing 

things like a self-brief when you’re setting up for landing, iden-

tifying things like wires, other traffic, or other hazards. Sadly, 

about two thirds of wire strike accidents involve wires the pilot 

knew were there. Think about that. We are flying into something 

we know is there, we forget, become distracted, or lose situ-

ational awareness.

If flying with others, always stick to the briefing and don’t be 

disruptive to your fellow aviators. It’s critical that pilots do what 

others are expecting us to. Don’t surprise others by getting out 

of sequence or doing things that can overload an already maxed 

out pilot or ourselves. Our experience levels, currency and com-

petence are all different, and you shouldn’t apply your personal 

limits to others. Simply be considerate and respectful. Breathe 

through your nose if you find you are getting ahead of yourself; 

it helps slow you down.

Training

Do not confuse experience, competence, aptitude and good 

training. Load shedding under stress and reverting to primacy 

of training is typical for pilots under pressure. That’s why good 

training is so important, especially considering how hard un-

learning or relearning stuff is, and it is harder as we age. Seek 

good training and keep current.

Mountain Flying

The airflow in the mountains behaves in a similar fashion to 

water around rocks in a stream with areas of laminar flow, turbu-

lence, standing waves, rotor, etc. New establishing wind flows 

can be confused and very turbulent, whereas established stable 

flows, although potentially stronger, are typically more predict-

able. Try to visualise what’s going on, and always have an es-

cape route. 

Remember the fickle light winds are the ones that can catch 

you out. Whether you are taking off on a tight backcountry strip 

in your fixed wing, or landing your light helicopter on a ridge, a 

puff up the bum at the wrong time can be catastrophic and ruin 

your day.

The FAA rule of thumb for fixed wing take-off is to have 70% of 

your lift off speed by 50% of your length available. If you don’t, 

then abort the take-off. 

If you’ve been taught not to descend your helicopter at a rate 

greater than 300ft/min below translation to avoid Vortex Ring 

State (VRS), remember that is a vertical speed of only about 

3kts; 10 kts is 1000ft/min. Beware of the upslope tailwind.

Terrain intimidation

There have been many lives lost through pilots not being com-

petent mountain pilots and failing to realise they had plenty of 

room to turn in a valley avoiding collision with terrain. If you want 

to fly in the Southern Alps, get proper training before doing so. If 

you really want to know how to fly in the mountains, go and do 

some glider time.

Stall/Spin (loss of control) 

These accidents are a leading cause of fatalities and yet seem 

to be poorly understood. Stall speed responds to demand for lift 

irrespective of attitude. You can still stall/spin at high speed and 

high G. At zero G your stall speed is zero, so if you are losing 

control, unload the G. 

Unless you are intentionally side slipping, always keep the ball 

in the middle.

Understand the risks of stalling in turns. Typically, training 

consists of stalling in a balanced turn, recovery being the check 

forward, full power and reducing bank angle. So why do people 

Flying over Water? 

 

NZ CAA Part 91 Lifejackets 165N manually 
activated gas inflated lifejacket. Very 

comfortable fleece lined collar and is easily 
adjustable for all adults. One size fits all >40Kg. 

                  Short term hire jackets also available 
 
PH.0272806549 or Email Sales@aviationsafety.co.nz 
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still spin in? The answer is often that they skid or try and rudder 

the aircraft around a turn at low speed. Or find the aircraft pitch-

es up on a go around out of trim, and out of balance. Skidding 

turns are dangerous, don’t do them.

Controlled Flight into Terrain (CFIT, water as well as terrain) 

has been a killer in New Zealand for years. 

Inadvertent IMC and loss of control is right up there with CFIT. 

Unless you’re flying IFR following published routes and proce-

dures, ATC instructions, etc, you have no business being IMC. 

Just don’t. Apart from being illegal, if you removed all the VFR 

IMC accidents from the mountains of New Zealand, you would 

have comparatively few left.

Loss of Directional Control usually applies to taildraggers but 

not always. Understand and use control inputs correctly. Again, 

get good training and maintain currency. Do a stop and go, not 

a touch and go. Use the grass, not the seal, where possible. If 

you’re not comfortable, get some dual instruction. 

Poorly executed beat ups claim lives. Well trained display pi-

lots understand the risks of pointing energy at the ground at low 

level, and that only occurs after thorough planning, practice and 

discipline. Unless you’re trained in low level display flying, just 

don’t do it. 

Pilot discipline and situational awareness are where it starts.

Our BFRs put a lot of emphasis on technical flying skill and 

emergency procedures. While these things are important, over-

whelmingly, the cause of accidents is almost always poor judge-

ment, poor decision making, and lack of discipline.

Prepare for your flight or mission well. Ensure your aircraft is 

fit for purpose, the weather is suitable, you have sufficient fuel, 

equipment and daylight. Do your pre-flight the same way every 

time. Keep your windscreen and aircraft clean. Cleaning your 

aircraft is when you often find a defect. 

Have a last walk around the aircraft after you have loaded pax 

or cargo, and check all catches, latches, seatbelts hanging from 

doors, fuel caps for security, etc, before you jump into the hot 

seat. Look out, look out again, and listen out to maintain situ-

ational awareness.

Pay attention if something changes in your aircraft handling, 

sound or performance; it is often a symptom of something seri-

ous to come.

Be aware that youth is wasted on the young. As we age, we 

aren’t as sharp, our ears and eyes, amongst other things, might 

not work as well as they used to. Hopefully experience and cun-

ning offset our physical decline to a degree.

When accidents do occur, emotions can run high, speculation 

can be rife, and facts won’t stand in the way of good stories. Be 

wary of what you might hear, as it is a natural tendency of a pilot 

who does not fully understand what has occurred in someone 

else’s accident sequence to say ‘Oh, that guy screwed up; it 

won’t happen to me.’. And just be aware that it might be any 

one of us. 

Always remember that risk has no memory. Just because you 

got away with it last time doesn’t mean you will next time.

We owe it to ourselves and to everyone else to keep the in-

surance claims to a minimum. Be disciplined, be careful and, if 

possible, be lucky too.

Aon Aviation Insurance 
A serious alternative

Contact the Aon Aviation team today: 

North Island 
Daniel Gregory 
09 362 9145 | daniel.gregory@aon.com

South Island 
Craig Ferguson 
03 477 6649 | craig.ferguson@aon.com

aon.co.nz   |  0800 266 276   |   nzaviation@aon.com

At Aon, we not only have a dedicated aviation insurance team, but we also 
have a team of specialists who can handle your other insurance requirements 
including Domestic and Commercial Insurance through to Medical, Pilot 
Personal Accident and Loss of Licence Insurance. 
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AOPA NZ member airstrip directory
By Ian Sinclair

AOPA NZ is fortunate to have members with their own airstrips who are 
happy to share them with others. The following is a brief ‘how to’ guide 
for using the fly-in app to access member airstrip information.

Once logged in on the AOPA NZ website, under the Member Resources drop down menu, choose ‘member strips’, then click on 

‘You can find member strips here’.  The member airstrip directory is now part of the fly-in app.

1: Open the app... 	 2: Zoom in... 	 3: Select your destination.

4: Click on the name to bring up specific detail.

6:	A click brings up a map showing the strip 
you’ve selected.

Always ring ahead to confirm airstrip availability, and for a briefing. 

Many airstrips are part of active farming operations and there are many day to day 

activities that can make a visit on a specific day impractical. Sometimes an airstrip can 

be unavailable for several months at a time if there are winter crops or new grass.

Some airstrips are in areas where extra care needs to be taken with neighbouring 

communities, and here especially you should avoid overflying urban areas, and think 

about noise. As always, care with overflight of livestock is essential, especially during 

take-off if your aircraft is a bit loud and scary.

An advance phone call will sort all of these things out and pave the way for a stress-

free visit. If you are coming from another region, a heads up from a local regarding the 

local weather pattern is also very useful.

As an example of how the app works, I have included some screenshots of my own 

airstrip, as listed. Happy flying!

7:	Some strips additionally offer photos to help 
you orientate yourself as you arrive.

5:	Scrolling down provides contact information 
- use it! Call in advance for a briefing and 
permission; don’t just turn up.
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Thoughts from an aviation mechanic

Jay McIntyre is the owner, 
LAME and IA of JEM 

Aviation, Omaka 

Oil temperatures...
Interesting question, dilemma or Catch-22?

It’s fair to say we’re taught that oil temperatures should be kept as low as possible, and 
basic scientific principles would suggest that keeping the oil temperature low is best.

However, think about your car. Not 

many (any?) cars have an oil temperature 

gauge these days but probably, without 

exception, oil temperature indications are 

biased towards an over temp situation. 

Has anyone ever seen a low oil tempera-

ture warning?

On the other hand, we’re taught not to 

taxi or use high power settings until the 

oil temperature is in the green. With many 

aeroplanes this can mean sitting parked 

for a long time waiting for even an indica-

tion on the gauge.

A couple of recent incidents have high-

lighted how flawed our ideas around oil 

temperature might be.

For some time, a PA-28 we look after 

has had repeated reports of low oil pres-

sure and high oil temperatures. An exter-

nal gauge was fitted, confirming that the 

oil pressure was satisfactory and the air-

craft gauge was under-reading. Like most 

OEM temperature and pressure gauges, 

the actual pressure and temperature 

readings are a bit hard to determine with 

‘It’s in the green’ accepted as being okay. 

But what is the actual reading?

In this case the pressure was under-

reading by 10–20psi and, although at the 

low end of the tolerance, the pressure 

was within limits. 

Recently a digital engine monitor was 

fitted, again confirming these readings. 

With an SD card fitted, engine data is re-

corded at one second intervals, providing 

a plethora of information. This data con-

firmed that the oil pressure was fine, al-

beit at the lower end of the limits. Of more 

interest was the oil temperature, which is 

most often barely at the minimum recom-

mended temperature of 185oF and was 

not seen above 200oF (the maximum 

being 245oF). It should be noted that 

these readings have been taken in mid-

January in the middle of a spectacular 

summer where Blenheim has had a good 

run of over 30oC days. It will be very inter-

esting to review this data in winter!

So, what does this mean for our 

engines?

I would argue that, like many things in 

life, we are killing them with kindness. 

While excessive oil temps are obviously 

bad for all the reasons we understand, 

low oil temps are perhaps more insidious, 

with the biggest downside being moisture 

retention and condensation inside the en-

gine leading to increased corrosion.

Additionally, many of our aircraft suffer 

from low utilisation, meaning the moisture 

never gets ‘burnt off’ and we have a per-

fect recipe for component failure. 

We saw this recently when a Tomahawk 

on loan to the ATC Flying Camp at 

Woodbourne came to us with the en-

gine vibrating. It was an odd fault in 

that the engine vibrated throughout the 

RPM range and on all magneto set-

tings. Troubleshooting soon found that 

both exhaust valve springs on #2 cylin-

der were broken. Both springs exhibited 

signs of corrosion and the rocker cover 

was coated in milky oil… classic signs of 

excessive moisture. On inspection, simi-

lar signs of corrosion were noted in the 

other cylinders, something that we rec-

ommended the regular maintenance pro-

vider address.

So, what to do about this?  If it was up 

to me, I’d remove most, if not all, oil cool-

ers from lower horsepower engines for 

operation in New Zealand. Of course, this 

is not necessarily legal, although in the 

case of the PA-38, the oil cooler is listed 

as optional in the Maintenance Manual, 

and there are currently some flying with-

out coolers. I think that most maintainers 

would fit a cooler as that is ‘what you do’, 

but I think that removing them should be 

seriously looked at – easy enough to test 

it out by removing the hoses and blanking 

off the fittings.

In the case of other aeroplanes such 

as PA-28s and C172s, researching the 

various manuals and TCDS does not 

give any indication that that cooler can 

legally be removed. However, most (if 

not all) do allow fitting of ‘winterization 

plates’ which blank the cooling airflow to 

reduce the cooling effect. Perhaps these 

should be relabelled as ‘Temperature 

control plates’ and used as required, re-

gardless of the season, to regulate the 

temperature within the required range. It 

should be remembered that regardless of 

your thoughts on Global Warming, New 

Zealand is regarded as a cooler climate.

Have a think about it, as I’m sure your 

engine and bank account will thank you 

for it!

Broken PA-38 valve springs – note the 
surface corrosion.
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Introducing Karen Williams
Late last year Karen Williams took on the role of 
Member Services Administrator for AOPA NZ. 

Karen grew up in the Wairarapa and 

has been involved with aviation for most 

of her adult life. She first became as-

sociated with the Wairarapa Aero Club 

when her cousin John was training for 

his Commercial Pilots Licence at Hood 

Aerodrome. She started training towards 

a PPL but put it on hold when life got 

busy. “I faced the usual dilemma of peo-

ple learning to fly. When I was busy with 

work I had the money to train but did not 

have the time. When I was less busy with 

work, I had all the time in the world but 

no money!”

After some years away, Karen has re-

turned to the Wairarapa with her partner 

Kevin. They live in the former Skydive 

building at the end of the 06 runway on 

Hood Aerodrome, and hope to build a 

hangar house in a new development on 

the west side of the airfield. The couple 

own a Jabiru J230 microlight which they 

imported from Australia in 2022. Karen re-

mains closely involved with the Wairarapa 

Aero Club, where she recently finished a 

five year stint as Club Captain.

After the Covid lockdowns Karen de-

cided to improve her work life balance 

and gave up a long career in the logging 

industry to take up a number of part-

time roles in aviation. In addition to her 

new position with AOPA NZ, Karen is the 

Safety Officer at Hood Aerodrome, Safety 

Manager for the Rural Aerial Co-op in 

Pahiatua, and helps Bevan Dewes and 

Lucy Newell with administration of their 

adventure flights company, Legend 

Aviation. Karen has a particular love of 

the Tiger Moths operated by Bevan and 

Lucy, and hopes to finish her PPL and ul-

timately to get a Tiger rating.

Outside aviation, Karen and Kevin 

spend a lot of time on their 39ft yacht, 

Sabbatical, based at Seaview Marina in 

Petone, enjoying both fishing and diving. 

The Marlborough Sounds are their favour-

ite playground, though they have ambi-

tions to take Sabbatical further afield. 

With Fiordland in mind they have already 

installed a Starlink system, in anticipation 

of Karen being able to continue some of 

her roles from the boat on extended trips.

Karen is always keen to hear from 

people seeking information on AOPA NZ 

membership or member benefits.
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F l y i n g  G e t a w a y. .

Cromwell

By Kynan Yu

The aerodrome – Cromwell Racecourse 

NZCS, features two grass runways, 18/36 

and 09/27. There is fuel onsite, with RD 

Fuel supplying avgas - Jet A1, and plenty 

of aircraft parking. A $5 landing fee is 

payable via collection box at the northern 

and southern ends of the main runway. 

Runway 18/36 is the main runway at 

1020m in length, but be aware that there 

is a dip in the middle third of the runway. 

I try to aim about 200m past the thresh-

old to avoid touching down just before or 

on the crest of the dip. Runway 09/27 is 

shorter at 830m, landing is prohibited on 

09 and taking off is prohibited on 27, so 

make sure to read the AIP briefing plate.

In the past there have been a couple of 

pilots caught out with large rabbit holes. 

The local hangar owners have been rou-

tinely checking and filling any that are 

found, but do keep this in mind when 

planning to land.

One of the local hangar owners has 

a Davis Weather station installed on 

site. If you haven’t seen the free app 

(Weatherlink) before, it’s definitely worth 

getting as it gives you some basic weath-

er information for wind speed and direc-

tion, pressure and temperature. There are 

a lot of units around the country which I 

often use when I am intending to land at 

an aerodrome or strip that doesn’t have 

an ATIS, METAR or TAF. They can often 

be found one at either the aerodrome or 

a nearby town, and will provide good in-

sight into the local conditions.

Just to the north of town is a small 

aerodrome – Cromwell NZCW, which has 

an 800m grass runway, 18/36. There are 

no facilities onsite and it will occasionally 

have stock grazing on the runway.

Cromwell’s central location makes it a 

great place to base a flying vacation or 

stopover. All within about 80nm you can 

be on the east or west coasts, south to 

Stewart Island or north into the alps sur-

rounding Mount Cook. The vastly varying 

terrain in all directions makes for sensa-

tional scenic flying, whether your prefer-

ence is airport to airport or you’re into 

backcountry strip landings.

Cromwell, New Zealand’s most inland destination, is a relatively small 
town located 18nm east of Queenstown on the shores of Lake Dunstan. 
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The main tourist attraction in Cromwell 

is Highlands Motorsport Park, a world-

class facility that caters for the whole fam-

ily, friends or team mates. Entertainments 

range from a high adrenalin track action 

experience in Ferraris, Porsches and rac-

ing Go-karts, to a more leisurely wander 

through the National Motorsport Museum 

and refreshments at a café boasting an 

amazing view of the circuit from the al-

fresco deck. And don’t forget to check 

out the famous ‘loo with a view’ – six 

themed bathrooms that have one-way 

glass, giving guests a stunning view of 

the race-track. 

Highlands is a ten minute walk from the 

southern end of the aerodrome or, if you 

call in advance, the friendly staff will be 

able to shuttle you over to the Park.

Cromwell is also well known for its 

cycle trails. The recently completed Lake 

Dunstan Trail can take you from Cromwell 

township through the stunning Cromwell 

Gorge and into the historic town of 

Clyde. Key features along the route in-

clude impressive man-made bridges and 

landscapes, early pioneer history, Old 

Cromwell town, Carrick vineyard and the 

quirky Burger Afloat, a floating burger and 

coffee joint located on the side of the trail 

mid-way to Clyde. The total trail length is 

55km which can be shortened to suit via 

your start point. The views along the trail 

are stunning, and it can also be linked up 

to the Otago Rail Trail to create a multi-

day ride over 200km. 

Trail Journeys have a base at Highlands 

Motorsport Park and can offer bicycle 

rentals, return transport and support for 

any of the Central Otago cycle trails.

Cromwell also produces fruit that is 

widely regarded as some of the best in 

the world, which explains the 17m tall, 

1.7 tonne ‘Big Fruit’ sculpture in the cen-

tre of town. Apples, pears, nectarines, 

apricots and cherries are all grown in the 

ideal Central Otago climate. Jacksons 

Orchard on the State Highway sell their 

fresh seasonal produce direct to the pub-

lic at their roadside store; you can even 

grab a yummy real fruit ice cream or take 

a 45 min tour around their working or-

chard. Scattered around the outskirts of 

Cromwell there are also several world-fa-

mous vineyards offering cellar doors and 

tasting rooms for you to enjoy once your 

aircraft is parked up for the day.

There are plenty of accommodation 

providers in Cromwell, depending on 

your budget and needs. 

The Harvest Hotel is right in the center 

of town and has a restaurant, café and 

bar onsite. There are several other motels 

located close to the center of town. Next 

to Highlands Motorsport Park is the new 

Central Park Apartments & Motel, a mod-

ern 4 star accommodation provider with 

one, two and three bedroom units perfect 

if you’re flying in to watch some motor-

sport right next door. 

There is only one local transport pro-

vider, Cromwell Cabs. They operate 

Tuesday to Sunday 12pm – 12am, or by 

Are you fit
forflying?

doctorsREMUERA+

ME - 1 (New Zealand)   Australia (CASA)
 AME (Canada)  

United States (FAA)    Fiji 
Hong Kong 

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 0800 - 1730 

Dr Anton Wiles, Medical Examiner

prior reservations. I would recommend to 

pre-book your transport.

We have a small but active flying com-

munity at NZCS. If you are planning a visit 

and would like to catch up or should you 

have any questions in advance of a visit, 

feel free to reach out.

Motorsport action and viewing at Highlands 
Motorsport Park (above), trail bike riding (newly 
completed Dunstan Trail, right) and a bounty of 

fresh fruit are among Cromwell’s delights.
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By Chris Hoffman

The action was initiated by the Templeton Group, whose air-

port company CEO, Chris Simpson, often commented in the 

media about the financial non-viability of the airport, neglecting 

to factor in the Business Park, which was a permitted develop-

ment to help provide financial sustainability. 

The airport remains in private ownership, but any moves by 

the owners to change the airport function could lead to action 

under the Public Works Act that would facilitate the return of the 

land to the original fifteen or so landowners from whom the land 

was initially taken. The land acquisition occurred during and 

shortly after the Second World War to enable the establishment 

of a military airfield, and after the war this became the main air-

field for the Wellington region until the development of the main 

runway at Wellington Airport in 1960.

The airfield was sold into private ownership in 1995. The 

Puketapu hapu, who represent the majority of the local land-

holders directly involved in the initial land acquisition, protest-

ed this and the three subsequent sales that have occurred, at 

increased value each time. They have lodged a claim with the 

Waitangi Tribunal. The last transfer of ownership was from the 

Todd Group to the Templeton Group, funded with private equity 

funds from the Alvarium Group.

In November of 2020, a group of concerned Kapiti residents 

and airport users established the Kapiti Airport Preservation 

Society Incorporated (KAPSI), and initially set about working 

with interested parties to highlight the imminent closure of the 

airport. Their aim was to present accurate information to the 

community to counter some of the claims being made by the 

operators of the airfield, who wanted to close it so they could 

then build 2300 houses. The Society established a web pres-

ence through which it offered an alternative view of how the 

airfield land might be developed with a co-created kaupapa 

committed to honouring Te Tiriti principles of protection, part-

nership and equity. The group continues to liaise with the local 

council, the Puketapu hapu and airport users. 

The group has evolved its website to share this vision of what 

could be possible – Kapiti Air Urban (pictured above) is one vi-

sion of what could be done. It restores mana whenua with po-

tential for modern community housing, creates employment 

opportunities in new technologies, protects the wetlands and 

maintains an airport, with Kapiti District Council involved to en-

sure the facility is integrated into the local infrastructure and al-

lows for new technology like electric aircraft. The community 

has been polled several times by KAPSI and the overwhelming 

response has been a desire to retain an active airport. This infor-

mation has been passed on to local MPs and district councillors.

AOPA NZ has contributed funding to KAPSI to assist with the 

social media presence. Funds have also come from the New 

Zealand Aviation Federation, as well as from the community of 

the Kapiti Coast. I encourage you to have a look at the website 

(https://kapitiairurban.co.nz), read the stories of current users 

(https://kapitiairurban.co.nz/blog) and listen to a great radio in-

terview – https://kapitiairurban.co.nz/conversations.  

The long term future of NZPP is still not secure, and AOPA NZ 

will continue to advocate on your behalf in supporting the Kapiti 

Air Urban initiative.

For more information or to arrange a 
demo flight please contact Jim Lyver.

027 440 0747  jimlyver@icloud.com

VIXXEN

A32 Cruise speed 120 kts TAS with an all moving tail plane l Both types: VSTOL - take-off and land in just under 100 m l 27 kts IAS stall speed 
Rotax 912 ULS 100 hp engine l 30 kg luggage compartment l 200 kg available after full fuel l Centre Y stick or yoke control l Standard or long 
range fuel tanks l The best ab-initio trainers to teach students to fly in l Ideal private owners aircraft l Tundra tyres available for the A22LS

These Aircraft are the future of aviation

Two 
models:
A32 or
A22LS

www.foxbat.nz

update

It’s been over four years since the current 
owners of Kapiti Airport advised the Aero Club 
and wider airfield users that they should leave 
the airfield due to its imminent closure. 

Kapiti Airport 
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U P WA R D.  I T ’ S 
M O R E  T H A N  
A  D I R E C T I O N .  
I T ’ S  A  B E L I E F.
When the sky is your inspiration, the possibilities are endless.
Which is why business owners around the world rely on
Textron Aviation aircraft to move their businesses forward
and upward every day. Continuously innovating, we’re
taking the future of aviation in exciting, new directions.
A different sky awaits.

adifferentskyawaits.com  

© 2023 Textron Aviation Inc. All rights reserved. A DIFFERENT SKY AWAITS is
a trademark or service mark of Textron Aviation Inc. or an affiliate and may be
registered in the United States or other jurisdictions.
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ozrunways.com

Get 
Airborne 
Sooner! 

Try OzRunways for iOS or RWY for Android! 

Download from the App Store or Google Play 
for a FREE 30 day trial.

RWYOzRunways

Our enhanced NOTAMs system is designed  
to provide you with a visual representation  
of only the NOTAMs that intersect your flight 
plan +/-5nm.

This reduces NOTAMs by around 80%,  
so you can spend less time sifting through  
an irrelevant list and get to where you’re  
going sooner.


