Flight Ops Instructions 3

Strong Winds and Turbulence
As you are all aware the purpose of one of our flights is to get the passengers from A to B as quickly and as comfortably as possible, and without subjecting the aircraft to un-necessary stress.   In strong winds and turbulent conditions that we experience in the lee of the ranges,  all of these goals can not be achieved as the most direct route(quickest) often is the most turbulent route.

Our policy that you are to follow in these cases (westerly winds≥40kts above 5000ft) is to climb cruise and descend as far away as practical from the ranges. Please accept that the trip is going to take longer than usual to ensure you give the customer the best possible smooth and professional ride.  Climb south bound (Pm,Wn,Ch, etc) on the 181R to 6000ft and if possible get ATC clearance to climb southwards east of track in the updraft.  Also get a block altitude clearance if you suspect active lee waves.  Aim to get to nearly 10,000ft before you attempt to travel towards the ranges and aim to cross in the vicinity of the Manawatu Gorge where the ranges are significantly lower. The disadvantage in this area is the gorge “venturi effect”, however generally with the suggested altitudes this effect will be mild.  If the Flight Nurse agrees, do not be shy of climbing to 11000ft or 12000ft for 10-20 mins to cross the lee turbulence of the ranges and then descend back to 10,000ft or 8000ft as appropriate for the conditions.  Also avoid flying through tall turbulent convective cloud on all trips.  Either go round or over, with ATC permission.   

Talking of ATC, please ensure you manage their service to the maximum benefit of your passengers, not your passengers being subjected to un-necessary discomfort/risk because ATC is not working to provide priority service to an air ambulance flight.
When transiting lee waves be conscious of engine temperatures. Perhaps cowls may need to be adjusted for 5-7 minutes and then returned to the normal cruise setting.

Be cautious with an engaged autopilot to ensure max autopilot speed is not exceeded and that you do not inadvertently get near the stall.

Remember that large changes in attitudes going through up and down drafts is scary stuff to most non-pilots, so a few words of comfort and explanation at the beginning of this activity is very reassuring to the passengers.

Approaching Wellington in strong winds is usually only a problem in westerlies.  In these cases keep your altitude for much longer than usual and avoid the lee side until passing a line from Baring Head and Pukerua Bay.  Then descend cautiously with reduced power and gear down if necessary.  Leave flaps up or return flaps to up, in all significant turbulence.   Aim to be about 6000ft by the beginning of base, 6000ft to 4000ft-3500ft on base, for a 10nm final at about 4000ft given a 20kt plus headwind on final.  As you are aware the normal profile is 3000ft at 10nm, however with a 20 – 40kt headwind you will have about 7 minutes plus to loose 4000ft (about550ft/min).  Don’t forget to aim well in on the runway just past 1000ft markers to avoid the “sink holes” on short final.  Once past the “sink holes” put down the rest of the flap and allow the aircraft to descend to the runway keeping the extra 10-30kias and leaving some power on for the flare to touchdown.   In summary we should be skilled enough to operate both LWN and MFT at 160KIAS in Wellington terminal area up to 5nm final/FAF (whichever occurs first) where we need to adopt the landing configuration (gear down, part flap, airspeed reducing from 160 to threshold target 90 or 100KIAS + headwind allowance for 20kts+ headwinds.   If you descend early you will often encounter turbulence for longer and a cruise segment to the next stepdown, so be careful in this case not to get gear down or power back too much too soon and end up spending longer than necessary at slow speed at mid altitude, possibly in some turbulence.   If you get caught please smoothly and gently re-apply your power back to cruise power.  Engine changes up or down are o’k as long as they are not major changes (5”MP+) and not made too quickly or too often. 

Generally I have found 12000ft on 193R to Ferry is ok with up to about 30kts westerly, although recently we had a niggly light chop above cloud along that route with forecast 10000ft wind of 290/25.
 I guess the challenge for us as we get more experienced in the Navajo or 421 is to anticipate the optimum profile of remaining in smooth air as long as possible and having the fastest practical airspeed on descent to 5nm from the runway for the conditions, ATC, and traffic.
On return to Hastings from across the ranges stay high (9000-11000ft) to DVE (avoid PM-Nunso-Opp especially in LWN), then ease power to slow for descent and put gear down to help avoid high forward speed and thus hard bumps (not flap because aircraft is less tolerant of “G” with flap down).  Get ATC clearance to move left or right to find the downdrafts to aid in your descent.  If possible go VFR during the day.   If you need to descend in OPP hold or east of Pakipaki in VMC then so be it.   
Remember keep the passengers informed so they are working with you to get as smooth a ride as possible.  Also remember that Rwy 01 at HS is an unusually steep approach so you need to get airspeed back earlier than the usual 5nm.
When going to Auckland from Hastings in strong westerlies don’t cut the corner to RKS, rather use Rwy19 if practical and get as much height as possible before crossing Napier using updrafts if they are available. 9000ft to 11000ft and above are best to cross ranges. Use a block altitude clearance if it will assist you.

On return from Auckland/Hamilton expect turbulence below 7000ft (usually about 6000ft) and allow room before you get to 7000ft to reconfigure the power, speed and gear down so descend at a slower speed to avoid hard bumps.  If necessary cross NR at 4000ft to 6000ft and descend on OPP track or if wx allows profile to Hastings for a high overhead rejoin to downwind.  If you can, consider and use VFR to Clive – Havelock Nth – Bridge Pa. 

Trips to Wairoa and back in strong westerlies are often best via Clive and at 5500ft to WOE then descend with gear down to Wairoa.  On return the same track back at 4500ft.  

Gisborne is best managed in a similar manner.  Using the GSS track helps and the MSA is lower.  

On the GS – HN track it is worth remembering that cloud tops tend to be higher inland,   and thus it is often better to divert north toward TG to avoid turbulent convective cloud.
I hope you find the above information is useful.  Please use these operating procedures to give our customers the best possible travel.

I would like to have a meeting to discuss any issues on Thursday 11th August at 4pm here in the office.

P L H Kidd

Chief Pilot (Fixed Wing)

Review Date   Non-terminating 
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