
An old French proverb reminds us “the more 
things change, the more they stay the same.” 
For international flight departments, plan-
ning a trip outside the U.S. means focusing on 
many of the same topics crews consider for 
a flight inside the U.S.: weather, navigation, 
customs and immigration, air traffic control, 
security, medical and a half dozen more. But 
woe to the company that believes launching 
for Tokyo, Beijing or Lagos is only a slightly 
more complex version of Knoxville-Denver…
because it’s not even close. 

Part 91 business aviation operators new 
to international flying might be excused for 
not understanding what it takes to pull off 
a successful flight outside the U.S. because 
the FAA doesn’t require any specific inter-
national training. FAA Order 8900.1 chap-
ter 4 demands only that “operators provide 
adequate training,” enough to ensure that 
“pilots are familiar with the laws, regulations 
and procedures pertinent to the performance 
of their duties for the areas to be traversed, 

the airports to be used, and the related air 
 navigation facilities.” On top of that vague-
ness for Part 91 operators, the FAA’s own 
International Operations manual for general 
aviation hasn’t been updated in a decade. 

But just because two pilots and an airplane 
full of people can blast off in any direction 
without an ounce of formal training doesn’t 
mean that’s a sound idea. Gulfstream pilot 
Brad Bass, chairman of this year’s Interna-
tional Operators Conference (IOC) in San 
Diego, said that while the NBAA conference 
doesn’t count officially as international train-
ing, the four-day event offers an in-depth look 
at enough topics to make anyone take pause 
at the complexities of flying past U.S. territo-
rial borders. Bass told AIN, “It’s a challenge 
to remain aware of [international topics] 
because things are changing daily: technol-
ogy, rules, trip support. You really need to do 
your homework before you leave [the U.S.].”

Despite the gloomy state of the world 
economy this spring, the overall mood at 

the IOC seemed upbeat. AIN conducted a 
non-scientific survey of 27 pilots attending 
the event and their answers revealed some 
interesting trends, small though the sample 
may have been of the 350 pilots attending. 
Approximately 70 percent of pilots inter-
viewed said their company’s international 
flying hours had increased over the past 12 
months, while only 20 percent said flying 
hours had declined  during the same period. 
Five percent responded that flying hours in the 
last 12 months were unchanged. Pilots in the 
IOC’s main conference room (approximately 
300) were queried about destinations, specifi-
cally their flying habits to Africa. More than 
75 percent of the people acknowledged they’d 
either traveled to the African continent in the 
past year or planned to soon. 

This special insert provides a look at some 
of the technology and flight-planning issues 
unique to international operations, as well as 
the specifics of operating to some regions where 
business  aviation is now starting to take off. 

by Robert P. Mark
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Atlantic crossings 
become more complex

International trip sources 
told AIN that approximately 
2,500 aircraft cross the North 

Atlantic daily, about half in 
each direction, and about 6 to 
7 percent of those flights are 
general aviation. The complex-
ity of the rules, standards and 
equipment requirements for 
those operations grows almost 
daily. A decade ago, Air Train-
ing International’s Dave Stohr 
warned crews during an IOC 
presentation that the require-
ments to cross the Atlantic 
would someday begin exclud-
ing aircraft from some of the 
juiciest bits of airspace if they 
were not properly equipped. 
The implementation of RVSM 
in 2002 between FL290 and 
FL410 was only the beginning.

A transatlantic cross-
ing demands understanding 

Minimum Navigation Perfor-
mance Specifications (MNPS) 
airspace that requires U.S. air-
craft to carry an FAA Letter 
of Authorization (LOA). This 
airspace was developed to con-
trol both horizontal and verti-
cal separation between aircraft 
tightly, with the goal of even-
tually increasing system capac-
ity. Vertically, MNPS covers 
an area between FL285 and 
FL420. Laterally, the airspace is 
bounded by the Control Areas 

(CTA) of Reykjavik, Shan-
wick, Gander, Santa Maria and 
those portions of New York 
Oceanic CTA north of 27˚ N 
with only a small exclusion 
west of 60˚ W and south of 38˚ 
30’ N. Essentially the only way 
to proceed east out of the U.S. 
and avoid MNPS airspace then 
is to remain below 28,000 feet, 
which makes a nonstop flight 
impossible for most airplanes. 
The North Atlantic Operations 
and Airspace manual contains 
a guide to MNPS airspace. 

MNPS airspace is divided 
into three major catego-
ries for flight above FL410, 
flight within RVSM airspace 
between FL290 and FL410 
and traffic flying below FL290. 
Travel above FL410 guaran-
tees an aircraft approximately 
120 nm of lateral separation 
from other traffic, 10 minutes 
between other aircraft longi-
tudinally and 2,000 feet verti-
cally. Traffic below FL290 uses 
the same separation standards 
of 120 nm laterally, 2,000 feet 
vertically and 10 minutes lon-
gitudinally as those above 
FL410. Strategic Lateral Off-
set Procedures (Slop) are also 
highly encouraged in MNPS 
airspace to prevent nose-to-
nose collisions if someone 
selects the wrong altitude.

The benefit of operat-
ing in standard RVSM air-
space between FL290 and 
FL410 is reduced separation 
from other aircraft, which in 

turn makes favorable winds 
available to more aircraft at 
once. RVSM airspace guaran-
tees 60 nm of lateral separa-
tion, 1,000 feet vertically and 
10 minutes longitudinally. Air-
craft in this region must carry 
an LOA certifying their altim-
etry system for RVSM flight. 
The FAA conducts spot audits 
of aircraft by matching the tail 
numbers listed in flight plans 
against paperwork on file to be 
sure non-certified aircraft don’t 
attempt to sneak through, a 
deception that could create a 
serious safety hazard. 

Currently Gander and 
Shanwick CTAs are test-
ing five minutes of longi-
tudinal separation using 
aircraft equipped with con-
troller pilot datalink commu-
nications (CPDLC) systems 
and automatic dependent sur-
veillance-contract (ADS-C). 
Aircraft flying within two of 
the daily organized tracks 
(OTS) across the Atlantic must 
also be so equipped if flying 
between FL360 and FL390. 
By February 2015, the air-
space is expected to include the 
CPDLC/ADS-C requirement 
to fly any of the tracks between 
FL350-FL390. Business air-
planes currently make up less 
than half the daily traffic flying 
within the OTS, and slower air-
craft typically avoid that flow 
because they can’t match the 
speed demands set by the other 
participating airplanes. 

Continues on page 5

As of early this year a  
business aircraft using the 
North Atlantic’s organized 
track system must carry  
at least two fully  
serviceable long-range  
navigation systems (LRNS). 

The North Atlantic Tracks System (NATS) is the main system of air routes between 
North America and Europe. The entire area is designated as Minimum Navigation 
Performance Specifications (MNPS) airspace.
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Augmentation was 
developed as a means 
to improve the accu-

racy and integrity of a GPS 
signal used as the basis of an 
instrument approach proce-
dure. The beauty of GPS, of 
course, is that it opens up the 
possibility of new instrument 
approach procedures to air-
ports that may still use old 
ground-based navaids such as 
NDB or VOR, and it offers 
approaches to airports that 
have none at all. Current civil-
ian GPS technology limits 
instrument approach accuracy 
to about 10 meters horizon-
tally and 15 meters vertically, 
a serious improvement at air-
ports with no approach at 

all, but hardly ILS caliber. 
Another drawback to raw GPS 
is that signal timing and hence 
accuracy can also fall victim to 
some kinds of solar activity.

Augmentation–available 
through a number of tools–
adds just the right amount of 
extra electronic chatter between 
a ground transceiver or group 
of transceivers near an airport 
and a satellite system that con-
firms an aircraft’s position in 
space, hence offering improved 
accuracy. In some cases, a 
wide-area augmentation sys-
tem (Waas) on a new GPS-
derived localizer performance 
with vertical guidance (LPV) 
approach can deliver 200 and 
a half (Category 1) minimums 

similar to a traditional ILS but 
with almost no ground-based 
equipment requiring mainte-
nance. As it does with an ILS, 
a one-dot off-course indication 
at the threshold translates to 
a position 70 feet to one side 
of the centerline. One draw-
back to an LPV is that should 
the aircraft wander too far off  
course, the PFD might simply 
display red “Xs” and call for a 
missed approach. 

It’s important to remem-
ber, however, that an LPV 
approach is not a traditional 
ILS. It just looks similar in the 

cockpit, except for a few new 
panel annunciations. On the 
runway, those traditional ILS-
like minimums still require 
the proper approach lighting 
and runway striping. Another 
drawback to modern LPV 
approaches is that they are 
designed only for straight-ins, 
unlike the curved paths avail-
able with RNP procedures.

The first public ground-
based Waas signal was acti-
vated in 2003 and now LPV 
approaches outnumber tra-
ditional ILS systems by two 
to one. The number of LPV 

Signals delivered by satellites sitting in geosynchronous orbits provide data to 
improve the accuracy of GPS approaches. SBAS is operational in the U.S. and 
Europe and planned for other regions.

SBAS affords  
better approach minimums  
almost anywhere

SATELLITE-BASED AUGMENTATION SYSTEMS
Name Location Date Operational

Waas U.S. IOC 2003

Egnos Europe Test/very limited use

MSAS Japan Test/very limited use

Gagan India Planned 2014

SNAS China In development

SACCSA South America In development

SDCM Russia* In development

*Russia is the exception to the goal of interoperability.
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As of early this year a busi-
ness aircraft using the North 
Atlantic’s organized track sys-
tem must carry at least two fully 
serviceable long-range naviga-
tion systems (LRNS), one of 
which can be an inertial nav-
igation system (INS) and one 
global navigation satellite sys-
tem (GNSS). All navigation sys-
tems must continuously display 
the aircraft’s position relative to 
its intended track. Aircraft car-
rying just a single LRNS may 
cross the water, but must remain 
farther north using specially 
selected  “Blue Spruce” Routes.

While there is considerable 
news lately about automatic 

dependent surveillance-broad-
cast (ADS-B) and the receivers 
being installed in Canada and 
Iceland and soon aboard satel-
lites through the Aireon part-
nership between Iridium and 
Nav Canada, the oceanic ATC 
world doesn’t require such 
equipment to fly the Atlan-
tic…yet. The future, how-
ever, is focused on ridding the 
North Atlantic of its depen-
dency on notoriously unre-
liable high-frequency (HF) 
communications in favor of 
satellite-based options. 

The future of North Atlan-
tic airspace also means tran-
sitioning from MNPS to the 
more tightly focused per-
formance-based navigation 
(PBN), under which some 

aircraft are already being cer-
tified for required navigation 
performance (RNP) 10 [miles] 
and RNP 4 [miles] without the 
need to install new on-board 
technology or even examine 
existing equipment. Separa-
tion standards for RNP 10 and 
RNP 4 aircraft might drop to 
as little as 50 nm laterally. 

Addressing Errors

A major safety focus in 
oceanic airspace is still gross 
navigational errors (GNE), 
operational mistakes that many 
experts believe CPDLC and sat-
com will help reduce. A GNE 
occurs when an aircraft wanders 
more than 25 miles off course or 
strays off altitude in either direc-
tion by more than 300 feet. In 

either case, the amount of time 
the aircraft is off-course or alti-
tude is also critical. In some 
cases, aircraft have flown the 
wrong course or altitude for 
hours on end before anyone 
noticed, producing serious col-
lision risks. Eighty percent of 
GNEs occur after a reroute and 
usually because cockpit crews 
confused the route they filed 
with the updated version. 

In some trials, even CPDLC 
has not proved flawless when 
pitted against the human 
mind. Some CPDLC auto-
mated acknowledgements of 
a pilot’s request for a reroute 
or possibly an altitude change 
have been misinterpreted as 
clearances to proceed. The 
result is more GNEs. o

Atlantic crossings
Continued from  page 3
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approaches in the U.S. cur-
rently exceeds 3,000 and plans 
call for 500 new ones each year. 
Of course, Waas augmentation 
means ground-based equip-
ment and the requirement for 
someone sighting, installing and 
maintaining that equipment in 
a number of regions to provide 
the increased approach accu-
racy. Additional approach cat-
egories are LP and Lnav/Vnav. 

The improved accuracy on 
a GPS approach using a satel-
lite-based augmentation sys-
tem (SBAS) is derived from 
signals delivered by satellites 
sitting in geosynchronous 
orbits over the West and East 
Coasts of the U.S. All that’s 
necessary for an operational 

SBAS is the proper FMS soft-
ware and the requirement to be 
within satellite range. Aircraft 
can now legally dispatch to 
airports with a GPS approach 
and an SBAS because the sta-
tionary nature of the satellites 
eliminates the need to con-
stantly review RAIM predic-
tions. Pilots do need to check 
for potential solar activity in 
the destination region, how-
ever. And there’s zero ground 
equipment to maintain.

Other regions of the world 
have begun embracing SBAS 
approaches, just under differ-
ent names. In Europe there’s 
Egnos, while in Japan the sys-
tem is MSAS. In India aug-
mentation is called Gagan and 

in China it’s SNAS. Similar 
systems are being developed 
for South America and Rus-
sia. With the exception of the 
Russian version, the goal is for 
all SBAS to be interoperable.

SBAS augmentation can 
also solve approach altimetry 
problems. Altimetry issues can 
induce errors when pilots dial 
in the wrong pressure setting, 
or the altimeter itself mal-
functions or ATC delivers an 
erroneous setting. In regions 
of the world where tempera-
ture extremes can affect the 
approach, an SBAS signal 
delivering vertical accuracy of 
two to three meters means tra-
ditional baro concerns pretty 
much disappear.  o

LPV Guidance  
for Pilots
U.S. pilots will find guidance 

for LPV approaches and 

augmentation in AC 90-107; 

a comparable guide for 

Europe is EASA AMC 20-28. 

Some aircraft may require 

entries in the Aircraft Flight 

Manual (AFM) as well. Part 

91 operators should review 

their AFM to establish that 

their aircraft meets navigation 

system eligibility before 

moving on to review training 

requirements for LPV and LP 

approaches that should prepare 

crews to fly to the published 

DA and MDA, respectively. An 

LOA to fly LPV approaches is 

not required in the U.S. when 

eligibility is based on the AFM 

and the provisions of 90-107. 

Individual operational approval 

is required in Europe, however, 

although the details of gaining 

approval are not yet clear.   n 
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Aviation in Russia is continu-
ing to evolve. Unfortunately, 
most industry growth has been 

focused on the airlines, not business avi-
ation. While people in Russia are becom-
ing more familiar with business aircraft, 
investment in FBOs beyond Moscow has 
been almost non-existent due to the belief  
that a solid return on investment is nearly 
impossible. Chris Cartwright, manag-
ing executive for Hong Kong-based EVO 
Jet Services, said, “While foreign busi-
ness jets do visit Russia, the majority of 
business traffic is Russian aircraft owners 
and their passengers.” Speaking English 
is not a particular priority to people out-
side Moscow either.

The four primary Moscow airports 
business airplanes will use are Domod-
edovo (UUDD), Ostafievo (UUMO), 
Sheremetyevo (UUEE) and Vnukovo 
(UUWW). These airports have invested 
in modern fuel trucks and de-icing rigs 
and updated systems and most operators 
carry Western-approved de-icing fluids. 

The good news for the FBOs that do 
exist near Moscow is that they’ve focused 
on constructing business aviation facili-
ties away from the airline terminals. Han-
gars, however, are still limited and don’t 
exist outside the local area except for the 
use of the airlines. Even if parking space 
were available at an airport such as Vnu-
kovo, charges could easily surpass €2,000 
per night. For overnight parking, it’s com-
mon for crews to reposition the airplanes 
to airports in the Baltic States or even 
Finland. Riga Latvia, for example, can 
bring a Boeing BBJ out of the cold for the 
night. Tow bars also do not exist for most 
Western-built aircraft, so bring your own. 

Cartwright highlighted some of the 
pros and cons for each of Moscow’s air-
ports. Domodedovo offers lots of ground 
equipment, a nearby link to a busy 

highway and less air traffic than other air-
ports. There’s always traffic on the road to 
the city, however. At Sheremetyevo, there 
are two FBOs to choose from but road 
traffic into the city can be time-consum-
ing. Ostafievo is a private airport with no 
airline traffic. However, it does not offer 
any visa services. As a government air-
port, Vnukovo is the most expensive alter-
native in Moscow for business airplanes. 

There are also few nearby hotels. “If you 
have to break down, though,” Cartwright 
said, “Moscow is the place for it to hap-
pen because there are plenty of airplanes 
and available parts.” 

All fuel comes from the same distribu-
tion monopoly, but resellers with the lon-
gest history usually offer the best price. 
While the product is not precisely jet-A-1, 
the Russian equivalent TC-1/TS-1 works 
just fine. Fuel cards are accepted but are 
not normally swiped electronically as 
Americans are accustomed to, so be ready 
to show the actual card. Some airports 
require your handler to file a fuel customs 
form in advance that can save more than 
$1 per gallon, so be sure to ask. 

Moscow hotels are expensive. Because 
catering is often focused only on the air-
lines, ordering food from the hotel is 
sometimes the best option. Have a full 
set of  hardcopy aircraft and crew docs 
ready too. Visas are required for almost 
every national: check with your handler. 
VAT (22 percent) is charged on fuel sold 
for domestic legs and all airport fees. 
Customs and cabotage rules can also 
change quickly.

Russian permit requests are best han-
dled with plenty of extra time. The faster 
you require a permit, of course, the more 
it will cost. Crews should also tell passen-
gers that Russian officials don’t like per-
mit changes. Too many will often cause 
officials to simply stop cooperating. Nor-
mally, permits arrive at the last minute. 
A one-year multiple-entry visa can be a 
good option for crewmembers but these 
can take three to five weeks to obtain. 

Once on the ground, always ask for a 
driver who speaks English, but be pre-
pared for one who speaks only some. 
Drivers should also be prepaid by the 
handling agent to avoid confusion. And 
ask for the same driver who picked you 
up at the airport to be the driver to 
return you there. Confirm arrival times 
and pickup locations more than once. 
Cartwright said Russia is much more 
safe than most people might believe, but 
he acknowledges that petty crime such as 
pickpocketing does thrive.

Cold operational temperatures, 
colder than most westerners have ever 
experienced, are the norm in most of 
Russia, so it’s wise to review tempera-
ture limitations on the aircraft flown to 
the region. Temperatures of  -40 degrees 
C are quite common.  

En route Russian air traffic controllers 
are reported to possess solid English pro-
ficiency and use good ATC procedures.  o

Tech Stop Suggestions*
City Pair Good Russia/CIS Stops

Hong Kong - Zurich Almaty, Karaganda,  
Bishkek, Astana

Anchorage - Hong Kong Petropavlovsk-Kamchatka

Tokyo - Berlin Krasnoyarsk, Novosibirsk

Bangalore - London Kiev, Baku, Tbilisi, Yerevan

Russia remains a work in  
progress for business aviation

6 Aviation International News • May 2013 • www.ainonline.com

*Offered by Chris Cartwright of EVO Jet Services, Hong Kong.
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Operator preparedness is key  
to successful Africa flights

As Gavin Kiggen, flight oper-
ations manager Africa for Execu-
Jet South Africa, portrays it, 
“Flying in Africa can be daunt-
ing, scary, terrifying or a great 
adventure, all depending upon 
your attitude.” Also attending 
the IOC as a representative of the 
newly formed African Business 
Aviation Association (AfBAA), 
Kiggen said, “Business avia-
tion is becoming a necessity in 
Africa. More than any other area 
of the world, Africa requires a 
well developed business aviation 
subsector to support economic 
development and to comple-
ment modes of transportation.” 
AfBAA claims the fleet of busi-
ness airplanes is just over 1,300 
aircraft with nearly 600 of them 
based in South Africa.

As a guide to the vastness of 
the continent, Kiggen reminded 
visitors that Africa comprises 56 
separate countries laid out in an 
area approximately two-and-a-
half times larger than the U.S., 
where a flight southward from 
Morocco to South Africa might 
easily consume 10 flying hours. 
Although the region is large, there 
are only 200 airports, with some 
countries having none at all. The 
size of the continent also means 
that one portion at the north may 
be experiencing summer weather 
while the southern tip might be 
consumed by winter. Regions in 
the middle near the Equator exist 
with just two seasons, “hot and 
wet, or very hot and very wet,” 
according to Kiggen. 

“Africa is building a class of 
entrepreneurs who are investing 

money and need to be more 
mobile,” Kiggen said in response 
to all the interest in the region. 
“The continent is largely pro-
duction-based, such as in the 
mining and agriculture indus-
tries. They are a good fit for busi-
ness aviation.” He added that the 
growth in tourism and the lack 
of sophisticated medical facili-
ties are also driving the need for 
business airplanes. Of course, 
with the growth of aircraft num-
bers in the region comes the 
requirement for support services 
and infrastructure made pos-
sible in part by cash flowing in 
from China and South Africa.

Minimal Infrastructure

A number of issues have 
slowed the expansion of Afri-
can business over the years, 
some of which show little signs 
of improving anytime soon. 
For example, like Brazil in the 
not-too-distant past, roads are 
generally poor and little rail 
service exists. The few commer-
cial airports offer poor connec-
tions to neighboring countries, 
which makes them ripe for the 
use of business airplanes. Kig-
gen said, “Business aviation 
development at the moment 
is focused primarily in Kenya, 
Mozambique, Angola, Nigeria, 
Sudan and the Congo.”

For Kiggen, “Your attitude 
and your preparedness are your 
greatest weapons [against disap-
pointment and unpleasant sur-
prises].” He believes operators 
heading anywhere on the con-
tinent must engage a service 

provider to reduce the “worries 
and the hassles” on the trip.

Despite efforts to develop new 
and better air traffic management 
systems in Africa, such as the new 
en route ATC center scheduled to 
open for the Lagos and Kanos 
sectors in Nigeria, ATC away 
from any populated area means 
non-radar procedures and flight 
guidance that to Americans will 
appear to have been pulled right 
out of the dark ages. 

On long transcontinen-
tal flights at FL370, for exam-
ple, being completely out of 
both radar and radio contact 
is not unusual, hence the need 
to remember the primary Afri-
can common en route traffic 
advisory frequency, 126.9. It’s 
here that pilots will hear traffic 
reporting their position, altitude 
and direction of flight every 15 
minutes in hopes of catching the 
ear of another crew nearby on 
the same frequency and avoid-
ing a close call or worse. This fre-
quency is also useful for passing 
Pireps. Think back to the days 
of flying at non-towered air-
ports in the states where every-
one was responsible for looking 
out for everyone else–except at 
high altitude in this case–and 
pilots will be somewhat pre-
pared for flight in Africa. To be 
doubly sure, an aircraft’s Tcas 
should be on at all times, even 
when flying VFR. Most airlin-
ers monitor 121.5 at all times as 
well. Unlike the continental U.S. 
and Europe, HF radio is the 
norm in Africa, where pilots will 
hear conversations in English, 

French, Portuguese and a host 
of local African languages. 

At any one time, there are 
often three or four armed con-
flicts raging in different parts 
of Africa, so compliance with 
a host of country-by-coun-
try demands is also a necessity. 
Overflight permits are required 
everywhere. On a flight between 
Lagos and Tanzania for exam-
ple, a flight could easily cross 
four national borders, reminding 
operators of the need to engage 
a handler. Simply possessing an 
overflight permit is not enough, 
because ATC will ask for the 
specifics of the permits, includ-
ing the permit number. Kiggen 
said, “If you don’t actually have 
a copy of the overflight permits 
in your possession, don’t fly…
period.” Failure to deliver the 
right information on the fre-
quency could mean being denied 
access to the next piece of air-
space or possibly being ordered 
to land immediately. Plan to 
allow at least three days to 
obtain most overflight permits, 
longer for helicopter traffic.

On the ground in Africa, plan 
to find little in the way of services 
and you probably won’t be dis-
appointed. Often there will be no 
FBO, no cleaning crew or facilities 
so limited that the security of the 
aircraft while it sits must always 
be considered. Plan for addi-
tional guards around the aircraft 
no matter where it is parked over-
night, except possibly in South 
Africa, according to Kiggen. 
Secure emergency exits from 
inside the airplane before leaving 
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the airport. Don’t be surprised 
if you are greeted upon arrival 
by the local police, immigration, 
the military and perhaps ATC or 
even the handling agent. It’s also 
not unusual to have two or three 
handlers meet every aircraft, all 
claiming to be the one hired. 

Services such as landing and 
parking fees are expensive in 
Africa. The guide to fueling in 
Africa is to complete that task 
before leaving the aircraft for the 
evening; a quick response from 
a fueler the next day is unlikely. 
If you do need fuel on the day 
of departure, expect long delays 

for a last-minute fuel truck. 
Health issues are more seri-

ous in Africa than almost any-
where else on earth, with a 
variety of vaccinations neces-
sary to help ward off dozens of 
regional diseases. Most of the 
west coast and central Africa is 
infested with yellow fever. Trav-
eling to South Africa requires 
documentation of a yellow fever 
vaccination. Check with a good 
doctor in the U.S. who is famil-
iar with travel to the region to be 
prepared with the proper immu-
nizations for yellow fever, hepa-
titis A and B, cholera, typhoid 

and meningitis. Malaria is also 
prevalent in Africa, so be pre-
pared with lots of bug spray and 
mosquito netting at bedtime. 

Kiggen recommends com-
mon sense and preparedness 
when traveling to the region. 
“Keep as much of your skin cov-
ered as possible, wear long trou-
sers and long shirts or blouses. 
Plan to spray insect repellent 
generously. Stay inside right at 
dusk and dawn.” Experienced 
international business aviation 
pilot Roger Rose said it best: 
“When traveling in the jungle…
try not to look like lunch.”  o

African Hotspots: The NBAA International Operators Conference was alive with 
talk about travel to Africa. Gavin Kiggen, flight operations manager Africa for ExecuJet South 
Africa, reviewed some of the hot spots on the continent. For starters, Kiggen said the primary areas 
of instability are “Libya, Mauritania, Equatorial Guinea, Nigeria, Liberia, Guinea Bissau, Central African 
Republic, Democratic Republic of the Congo, Sudan, Rwanda, Burundi, Eritrea, Somalia and Ethiopia.”

Egypt 
Flights to and from 
Israel are allowed.

Ghana    
English speaking. One of the 
more friendly places, although 
fueling is slow.

Guinea Bissau    
President was  
assassinated during a 
2009 coup d’état.

Nigeria  
Personal safety should always be a  
great concern in Lagos or Abuja. Use only 
recognized taxis recommended by the  
hotels. Officials will confiscate passports 
upon arrival and hold them until departure. 

Republic of Congo  
Despite expansion of  
parking areas, both  
Point Noire and Brazzaville 
airports can be chaotic.

Sierra Leone
Fairly stable, thanks 
to a local British  
military base. 

Democratic Republic of Congo  
Overflights are permitted only after a crew 
provides ATC permit numbers. One pilot reported 
the tower turned off the runway lights while they 
searched for their permit numbers. A dignitary 
passenger had to come to the flight deck to help 
work out the problem. Customs and permits in 
Goma can be tricky to obtain. Local warlords 
co-rule the area with bureaucrats. Consider a 
handler for everything. A Gulfstream got stuck 
here for a prolonged period not long ago.

Somalia  
Mogadishu Airport is Notamed 
closed due to high potential for 
armed conflict. Safety of people 
and aircraft cannot be assured.

Sudan  
Darfur is a no-fly zone. 
Rates for almost everything 
vary wildly from location to 
location. U.S. dollar has poor 
exchange rate and locals will 
often not accept bills older 
than four years.

Equatorial Guinea
The approach lights are 
normally turned off until the 
crew has contacted the 
tower on a 10-mile final. 

Guinea 
Conakry Airport has 
high landing fees.

A Few Guidelines for  
Flying in Africa:
•  Cabotage regulations and enforce-

ment vary from country to country.

• Most airports close at 5 p.m. local.

•  Airports are old, with outdated  
facilities and little infrastructure.

•  The possibility of food poisoning is real.

•  Watch for pedestrians on foot 
and bicycles on runways, even at 
international airports.

•  Get to the airport early. Paperwork 
alone can consume a few hours.

•   Mud wasps are everywhere in 
Africa, so a quick walk-around 
before takeoff must include pitot 
tubes and static ports.

•  There is no such thing as a quick  
departure from anywhere in Africa.

•  RVSM implemented everywhere, 
but there is little positive radar 
control.

•  Aircraft are normally 
required to remain 
on airways at all times 
and make compulsory 
reporting point calls.

•  In summer months, 
the cumulonimbus can 
climb to FL510 near 
the equator.

•   One-mile right-of-
course strategic 
lateral offsets (Slop) 
are the norm.

•  D e s p i t e  o t h e r 
c o n c e r n s ,  A T C 
phraseology all over 
Africa is reported as 
quite good.

•  Most African people 
are really nice and 
struggle to make  
a living.

Chad     
N’Djamena is expensive and town has tribal 
faction fights that flare up. A local French  
military base trains the French Foreign legion,  
as well as the French Air Force. Local authorities 
have a fleet of Mirage fighters for intercepting 
suspicious aircraft.

Eritrea/Ethiopia/
Djibouti 
No flights are allowed 
between Eritrea and 
Ethiopia or from  
Eritrea and Djibouti.

Central African Republic 
Hotels in the capital, Bangui, are 
suspect and ground travel is 
considered risky. French is the 
primary language. The country 
is extremely poor, with little 
infrastructure.
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As China opens,  
business aviation grows

 

 

Flying to Mexico Presents 
Customs and  

Border Challenges 

Navigating customs in Mexico is 

complicated, but not so much that 

operators should be discouraged from 

heading south of the Rio Grande. That 

said, Mexican authorities do “like their 

paperwork,” according to former head of 

Mexican customs Alvaro Quintana Elorduy. 

He called the comprehensive declaration 

form an important place to begin organizing 

pre-arrival paperwork.

The form is an extensive list of 

tax-exempt goods allowed into the 

country. Nearly everything most people 

travel with is already included, although 

business travelers carrying extra equipment 

could surpass the minimum allowances. 

Standard items include cellphones, a 

laptop, clothes, shoes, medicine and so 

on. Essentially each passenger entering 

Mexico is allowed $300 worth of goods in 

personal or duty-free baggage. 

Elorduy told the IOC audience, “The 

North American Free Trade Agreement 

[NAFTA] 20 years ago changed the way 

[Mexican] customs inspects bags upon 

arrival. Rather than checking everyone, 

officials now conduct only random checks.” 

As passengers funnel through the 

customs aisles, there are two traffic 

lights, one green and the other red. 

Each passenger pushes a button as he 

approaches the customs table. If the 

traffic light turns green, he may proceed 

through without inspection. A red light 

indicates a complete inspection of all 

bags is necessary. In this case, “the customs 

officer will review the declaration form 

to be certain everything in the bags was 

actually declared,” Elorduy said. 

The critical aspect of dealing with 

customs, Elorduy said, “Is to declare 

everything up front, not once the 

inspector begins pulling unlisted items 

out of the bags.” Undeclared items 

are subject to a fine of between 70 

percent and 100 percent of the item’s 

commercial value, as determined by 

Mexican officials. Cash must also be 

declared. “Failing to declare an amount 

exceeding $10,000 in cash or documents 

is sanctioned with a fine equal to 20- to 

40 percent of the amount exceeding 

$10,000 and may be subject to criminal 

charges,” according to Elorduy.

Failure to properly declare items also 

sets the passenger up for possible confis-

cation of the undeclared goods.   n

Although no dedicated general aviation 
airports exist in China yet, business 
aviation traffic numbers continue to 

climb despite the fact that bizav, the airlines and 
cargo flights all operate from the same airports. 
In 2000 there were just 340 business aviation 
movements into China. By 2005 that number 
had risen to 1,560 and climbed again to 2,650 
by the end of 2009. Last year, China saw 3,120 
business aviation movements: 40 percent arrived 
from the Middle East and Europe, 36 percent 
from the U.S. and 24 percent from Hong Kong, 
Korea and South Asia. Shirley Sheng from Asia 
Trip Support says, “Business aviation is still in 
its infancy in China,” demonstrated by the single 
Western-style FBO with a hangar at Shanghai 
Hongqiao (ZSSS). This airport is also the only 
one in the country where business aviation pas-

sengers are allowed 
to walk the short dis-
tance from the air-
plane to the terminal.

When flying to 
China, remember that 
Chinese officials also 
love their paperwork. 
Under most normal 
circumstances Chi-
nese landing permits 

for a business aviation flight take five days to 
complete, although some service can be rushed 
in one or two days. Once thought impossible, 
opportunities now also exist for a short-notice 
permit approval the same day or even upon 
arrival. No matter the priority, the required 
arrival permit paperwork is the same. The Civil 
Aviation Administration of China (CAAC) 
expects to see aircraft operator data, includ-
ing the owner’s name, address and telephone 
numbers, proof of  valid aircraft registration, 
details of  all crewmembers, including their 
schedule while in China, the route of  flight 
requested into the country and the local han-
dler’s contact information. 

Finally there is the sponsor letter required 
from the company inviting the U.S. team to 
China. Local authorities also want an expla-
nation of  the relationship between the U.S. 
company and sponsoring Chinese firm. With-
out a sponsor letter, no permit will be issued. 
The only exception is for overflights. U.S. 
operators should also be aware that not all 
airports in China are open to business avia-
tion flights. Petitioning for access is possible 
through a handler.

Operating costs in China remain extremely 
high, with Beijing Airport still the most expen-
sive place to operate to and from. Shirley Sheng 
said, “It can cost as much as $12,000 to park an 
airplane on the ramp for 24 hours. ZBAA also 
has the worst service.” Other airports such as 
Shanghai Hongqiao (ZSSS), Shanghai Pudong 
(ZSPD) and Guangzhou Baiyun (ZGGG) are 
less expensive than Beijing, but only moder-
ately. Expect to pay $8,000 per day to park at 
those airports and about $6,000 per day at most 
other Chinese airports. Air navigation service 
charges for ATC will also be added in during 
the time the aircraft flies in China. Operations 
to and from some Chinese airports for foreign-
registered aircraft may also require the services 
of an on-board Chinese navigator. The prices 
for navigators vary considerably.  o
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Origin of business aircraft movements  
into China in 2012
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