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ROUND THE WORLD IN A PROP.
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INTRODUCTION.

I’ve seen lots of people enquiring on FS forums about round-world flights – which happen to be a speciality of mine. Few of them seem to make it round – either they choose the wrong sort of aeroplane and find that they don’t have the range, or they mess up the route planning and navigation, or they just get plain bored with the endless miles of sea. So I thought I’d offer an outline of a ‘typical’ trip of the kind I enjoy, together with advice on how not to run out of fuel, lose your way, or get bored half to death and give up.

I’ve kept it as short as I can; but it’s still fairly long; because there’s a lot of ground to cover (virtually if not literally), there are quite a few tips to impart, and I didn’t want to exclude people who have only just taken up Flight Simulator by assuming that they were already experts. So I’ve included a fair amount of advice on the basics as well.  

I’ve also started and finished from Melbourne, Australia – mostly because that is where I happen to live, but also because Australia, being both big and a long way from anywhere else, offers some pretty unusual challenges to the round-world ‘aviator’. However, the route covers most of the continents – by all means start and finish wherever you please along it, close to your own home if you like; or get the principles taped (in particular, do the first couple of flights, in which the techniques I recommend are explained in detail) and then plan your own route.
Before starting, though, there are certain decisions you need to make, which will have a big influence on how much you enjoy the trip. I’ve covered those in the next Section.

KEY DECISIONS.

Choice of Aircraft:- Of course you can jump into a jetliner and roar off round the world in no time – the default FS Boeing 747 will easily do Melbourne-Baghdad-Los Angeles-Melbourne (right round in three hops) if you want to try that. But lately I find jets a bit boring, because they’re so automated; I’ve come to prefer the props for round-world work, because they present more of a challenge, and also give you more to do than just watch the gauges on those long over-ocean flights. As I hope you’ll see later, getting height, speed, mixture, revs, and all the rest exactly right calls for some skill and adds a lot of interest.
On the other hand you’ll need something with reasonable range. Particularly in the Pacific, there is an awful lot of sea, very little land, and widely-spaced airports. Going straight north-east from Australia you’d find several areas around the Marshall Islands where the only available airports are all of 1,400 miles (sea-miles) apart. And you’d inevitably come to a full stop in Hawaii, which is over 2,000 miles from the nearest point in the USA (San Francisco).
This presented me with a problem, because none of the default modern props on FS2004 have a range of much more than 1,200nms. maximum, and I didn’t want to frame the trip so that people had to download a different aeroplane before they could try it. In the end I decided on a route that I’ve used previously, which deals with the Pacific in a short-range aeroplane largely by going round it; heading north to Japan and then along the Aleutian Chain to Anchorage, Alaska.   

For myself, though, I did choose a download - Robert Christopher’s excellent Lancair Legacy (available from Simviation) - for this demonstration trip. It’s fast (cruises at up to 220), delightful to handle, has a listed still-air range of 1,000m. or so, and can manage up to 1,400 miles with careful fuel management. I’d strongly recommend that you try this exceptional aeroplane. But by going the long way round I’ve been able to keep the longest legs down to 1,200 miles or so, to cater for people who want to use the default Beechcraft Baron or Mooney Bravo (although they’ll both be rather slower than the Lancair). Indeed, if you get really good at fuel management, and factor in a few intermediate refuelling stops, you could probably get the default Cessna 182 round.
(If you do choose the Lancair Legacy, and are handy enough with a computer, call up the ‘aircraft.cfg’ file and scroll down to where it says ‘Reference speeds’. On the third line below that you’ll see ‘Cruise speed=240’. Change the figure to ‘220’ and save the file.
The reason is that although a 240-knot cruise is perfectly achievable with the Lancair, we’ll be aiming for ‘economy cruise’ to get maximum range  – if left unchanged, the times in your Flight Plans will be optimistic). 

Flying Skill:- You’ll need to be able to land manually. I at first thought of routing the trip exclusively via airports with ILS, to help newcomers to FS, but that simply wasn’t possible, given the remote areas we’ll be visiting. Beyond that, you’ll need to understand the basics of setting propeller pitch, revs, mixture, etc. – though I’ve offered some advice on that in the text. On long trips I see no reason at all not to make copious use of the autopilot – after all we’d all do that in real life – but a reasonable amount of skill in lining up and landing VFR, with no help from ATC, will be essential. The advantage, of course, is that we can use lots of smaller, more interesting airports.
Flight Planning and Navigation:- At one extreme, it’s open to you just to set up a ‘Direct GPS’ course between Point A and Point B; but I reckon that’s too simple – not to say boring. At the other, you could set up a formal ‘real-life’ course following designated air-routes; but that in turn would be impossibly complicated. As you’ll see later, I recommend a compromise – VOR-to-VOR navigation with a certain amount of GPS use, or old-fashioned ‘dead reckoning’, in places where there aren’t enough VORs (for newcomers to FS, no need to start taking the lessons again, I’ve explained all these terms and methods further on). Another option is ‘GPS Hold’, of course, which is available on most aircraft, including default ones; but the Lancair is fitted only with the ‘hand-held’ GPS, as befits a small aeroplane, and that doesn’t offer ‘GPS Hold’. Personally I think a combination of using VORs and flying compass courses is more fun anyway, and it keeps you occupied; so that’s the method I’ve used throughout.
About flight planning generally, it pays to reconnoitre by using the ‘Alt/World/Go to Airport’ feature. Set up your aircraft at your departure airport; do a quick flight plan (no need to save it) to make sure that the distance is within your range, and take a note of the local time; then use the ‘World/Airport/Go to Airport’ feature to ‘jump ahead’ to your destination. Have a good look round, check whether the airport has a Control Tower and/or ILS; and add the estimated flight time to determine what time-changes you may be facing; and whether you’ll be arriving in daylight. Maybe even advance the time to ‘night’ to see whether the runway offers a flarepath. If you have the patience you can rehearse your entire trip that way, before you start!

One more ‘trick of the trade’. In the FS Flight Planner airports are listed under ‘countries’; and it isn’t always clear which country a given airport is in! In planning this sort of trip you may find an airport which is exactly where you want to go next – but the FS map just gives you the airport name, it doesn’t tell you which country to look under. Sometimes that’s a surprise – Johnston Atoll and Midway Island, for example, in the heart of the Pacific, are listed under ‘United States’. In that sort of case, just set ‘Any’ country in the Flight Planner and look your chosen airport up in the worldwide list – that’s not as difficult as it sounds, since the names are in alphabetical order.
Weather, Season, and Time:- If you’re new to FS it might be best just to set ‘Fair Weather’ for your first trip. But using ‘real weather’ adds to the fun and uncertainty, because having to cope with an adverse wind shift on a maximum-range trip, or encountering lousy weather at your destination airport, can demand all your skill and resourcefulness to cope.
On the other hand, in my opinion, there’s no need to download real weather continuously. I find that downloading a ‘static picture’ just before you start, and downloading another one say 50 miles from your destination, works well. You’ll still encounter wind and pressure changes en route. One thing, though; before you download the weather, go to ‘Options/Weather’ and tick the box for ‘Download Real Winds Aloft’. Otherwise FS ‘real weather’ will only give you winds at low levels, and show windless conditions at altitude.
Summer in the Northern Hemisphere is winter in the Southern one. So I recommend timing your trip for August/September - early autumn and early spring respectively - to increase the chances of reasonable weather all the way (except maybe in the Aleutians!).
Time is important too. Flying eastbound, you get maximum help from the prevailing winds – but at the price of losing a lot of daylight because of adverse time-changes. Since a lot of the recommended trips are 1,000 nautical miles plus – say 5 hours for the Lancair, a lot more for the slower default aircraft – you may find it best to do just one trip per day, to make sure that you arrive in daylight; or alternatively to take off at night. Use that ‘skip ahead’ method I described earlier to get the timing right, and plan your arrival time to give a reserve of an hour or so of daylight whenever you can.

Air Traffic Control:- This is also up to you. If you prefer, you can stay in touch all the time, getting airspace clearances and spotting and reporting traffic when asked. Personally, I do this rarely – it’s much more restful to use ATC at the beginning and end of a flight, but leave it alone in the middle. Doing this is simple – when you get a ‘hand-off’, acknowledge it, and then just don’t contact the next station. You’ll find that you can re-establish contact with whichever local station any time.
Accelerated Time:- Many people seem to consider this cheating. I don’t share that view – in my opinion RW flights should not be the preserve only of people with unlimited leisure. And on long trans-ocean trips, one wave or cloud tends to look very much like another after a while; sheer boredom seems to be the commonest reason for people to give up on RW flights. The only word of caution I’d offer is that 4X or 8X is fast enough – at 16X you don’t just miss everything  - for some reason it mucks up the speed figures on the Flight Plan (which, as I’ll explain later, you’ll come to rely on quite a bit).
Saving Flights:- If you save every flight separately you’re going to wind up with a long list! I tend to save flights en route as ‘RWEN’; flights after I’ve parked as ‘RWPK’; and save the game as ‘RWTO’ just before I take off. That way you can always ‘backtrack’ if required, but you don’t wind up with huge numbers of saves.
OUTLINE OF THE TRIP.
As I’ve already mentioned, we will first of all have to track north around the Pacific, ‘island-hopping’ our way to Japan; then go via Kamchatka to the Aleutian Chain, and from there to Anchorage, Alaska. Then we’ll follow the US West Coast down to Vancouver and thread our way through the Rockies (which calls for careful navigation in an un-pressurised aeroplane that can’t go higher than 12,500 feet). After that we’ll have a relatively easy run across the United States and Eastern Canada.
Then I plan to cross the Atlantic via the Azores to Gibraltar; run along the length of the Mediterranean; then go via the Gulf to Pakistan and across India; then via Borneo and East Timor to Australia, and back to Melbourne.

I’ve made a point of including as much in the way of good scenery and attractive cities as I can, subject always to the overriding goal, which is to ‘make the distance’. In any case, along the way, don’t hesitate to detour to include your own personal favourites whenever you wish – my recommended route isn’t compulsory. 
Anyway – with all that said, I guess it’s high time we got into the air. I’ll explain the rest as we go along.
THE TRIP.

First Leg – Moorabbin, Victoria, Australia (YMMB) –Brisbane, Queensland, Australia (YBBN).

Introduction:- Purely as a personal indulgence, I started the trip from my own local airport, which is small and friendly (and almost within walking distance of my home). If you want to take off among the big boys, by all means start from Melbourne International (Tullamarine) (YMML). But I’ve planned this first leg to give you good views of Australia’s major eastern cities, and starting from Tullamarine you’d miss most of Melbourne. I’ve also deliberately routed the flight east and then north, to follow the east coast of Australia, rather than flying a direct course. The main reason for that (apart from the scenery being pretty good all the way) is that it makes the first trip quite long – about 800 miles – so that it gives you a chance to perfect your fuel conservation techniques and make sure that your chosen aeroplane offers the sort of range that you’re going to need later on.
Setup:- Go to ‘Create a Flight’ and set your aeroplane up at ‘Australia/Victoria/Moorabbin’. Make sure to position it in ‘GA Parking’. I recommend a late August date. Go to real weather and download a static picture as recommended – or set up whatever ‘Weather Theme’ you prefer.  

Flight Planning:- Go into ‘Flight/Flight Planner’ and set up a ‘Direct-GPS’ flight from Moorabbin, Victoria, to Brisbane Intl., Queensland. Set the altitude fairly high, because altitude saves fuel on long trips (I usually use 8,500 feet for medium-range and 12,500 feet for long-range ones – I suggest 12,500 for this one, to check optimum fuel consumption). Click on ‘Find Route’ and the map will come up showing the route as a red line.

 This is where it gets a little tricky if you’re new to FS. As I said, I prefer to set up flights on a ‘VOR-to-VOR’ basis, but if you leave that to FS it gets too complicated. So make sure that your map view is set (keys at the top) to show VORs (they come up as blue squares), enlarge the Map to show the first part of the route, and run the mouse over the blue symbols NE of Melbourne, about 200 miles out, until you find Canberra (CS). Then put the mouse on the red course-line and drag the line to the blue symbol. A table will come up, offering you the VOR or the airport or the NDB or whatever – click on the VOR and ‘OK’ out of the table. The map should now show your previously-straight red course-line doglegging through Canberra.
Now work your way north on the map, dragging the course-line to the VORs at Sydney (SY); Coff’s Harbour (CH); Coolangatta (CG); and Brisbane (BN). Include the Brisbane VOR as well – it saves looking the frequency up later. You’ll find that your route now angles north-east from Melbourne to Sydney, and then runs pretty much due north along most of Australia’s east coast. Click ‘OK’ to accept the Flight Plan, then ‘OK’ again to exit. The Sim will ask you if you want to move the aeroplane to the starting airport; answer ‘No’, you’re already there. 
Back in the cockpit, click on ‘Flights’, then ‘Navigation Log’, and a neat tabulation will appear, giving you all the VOR frequencies, and also headings, distances, estimated speeds, estimated fuel consumption, and estimated times. Provided that you’ve downloaded ‘real weather’ it will have made allowance for the forecast winds as well. It’s a good idea to print this off – although you can call it up in flight at any time.

Depending on which aeroplane you’re using, you may find that the Flight Plan estimates that you’ll need more fuel than the aeroplane carries!  Don’t worry too much about that – in a propeller type, by flying high and keeping the mixture lean and the boost and revolutions reasonable, you can usually stretch the normal ‘max. cruise’ range by a factor of around 30% without too much difficulty (that’s true of most real propeller aeroplanes as well, actually).
(One thing that puzzled me about the Flight Planner for some time; the times for the individual legs just didn’t seem to add up to the total estimated flight time! I finally realized that when it says something like ‘1.28’ it is NOT a decimal; it means ‘1 hour and 28 minutes’).  

In my case (in the Lancair) the basic fuel/distance/time equation for this trip was that I had 66.8 gallons of fuel and that the 801.4nm. flight would take 3 hours 38 minutes. Flight Planner times are always a bit optimistic (the Flight Planner doesn’t allow for the lower groundspeed early on while you’re climbing to height; and doesn’t allow for the time required to let down and manoeuvre for landing, either). But even allowing 4 hours 30 minutes flight time meant that I could afford to use fuel (66.8 gallons divided by 4.5 hours) at a rate of up to 14.8 gallons per hour. I knew from experience that I could easily keep the Lancair’s consumption down to 10 gallons per hour or so, so I knew straight away that fuel would not be a problem on this trip.

Do the same calculation for whichever aeroplane you’re using. Obviously, you’ll get a better idea of achievable fuel economy once you’re in the air, but as a rough guide the Mooney can be kept down to say 11gph, the (twin-engined) Baron to about 19, the Cessna to 8.5 or so. Since this first trip is relatively short, the fuel picture should look ‘comfortable’ for any of them.
OK – finally, we’re ready to go. 

The Flight:- Go through the formal checks on the Kneeboard if you like. Then landing lights on, start up (‘Ctrl-E’ is the quickest way), and call up for taxi clearance. Select ‘Progressive Taxi’, look all round, ‘Shift-P’ to push back, follow the guides to the runway threshold, get takeoff clearance from the tower, and line up.
Moorabbin’s runways aren’t that long - about 4,000ft. – so put down one notch of flap and give her a notch of nose-up trim. For some reason I always find myself checking the basics again at this point – ‘B’ to zero the altimeter at the right pressure, ‘Ctrl-Shift-F4’ for mixture full rich, ‘Ctrl-F4’ for pitch fully-fine, ‘Ctrl-Shift-V’ for cowl flaps open. Then away we go…….  
Fly the runway line to 500 feet, retracting gear and flaps. Remembering the need to conserve fuel, throttle back a touch and don’t climb too steeply – try to settle her at about 150 knots and 500ft. per minute for now (inevitably, all speeds, settings etc, from now on will be for the Lancair – with a different aeroplane you’ll have to ‘find your own levels’; though of course the same principles will apply). Then lights off, and I suggest an easy turn to due west, to have a quick look at Port Phillip Bay and the Melbourne Bayside. Melbourne wraps itself round a big bay (almost an inland sea), and the bayside suburbs south of the city centre are the most pleasant part of the city - in my opinion, anyway. As you reach the Bay shore, you’ll be just about over my house (though I regret that it doesn’t show up on FS). At that point turn to say 300 degrees, and in the distance ahead you’ll be able to see the CBD and also make out the Westgate Bridge, which carries the road to Adelaide over the Yarra River.

Anyway, time for business now. The Flight Plan says a course of 40 degrees to Canberra, so turn to that heading; set the autopilot at this stage if you like. Heading 40 degrees and altitude 12,500 (although 8,500 might be about the limit with full fuel if you’re using the default Cessna). One thing though, we’re aiming to ‘cruise-climb’, not climb flat out, so as to conserve fuel – so set the initial rate of climb to 600 feet per minute or so, and reduce the rate if necessary to maintain reasonable airspeed as you get higher.
(For newcomers to FS – in the centre of the panel, low down, is the HSI, Horizontal Situation Indicator – really just a big compass card. On the circumference there’s a small orange box called the ‘Heading Bug’. You’ll find that you can move it either way by clicking on the orange-marked button lower right of the gauge. Even flying manually, it’s not a bad idea to set the Bug to the course you want to fly, it helps you stay lined up. But, in addition, if you turn on the autopilot and click on ‘HDG’, the autopilot will fly any course you set the bug to for you).
Now we’re getting up towards 3,000 feet and it’s time to do some ‘housekeeping’ on the engine. My problem at this point is that every aeroplane is different. The Lancair has power to spare, and you can afford to throttle back and cut the revs. and still maintain a reasonable speed and rate of climb; whereas the default aeroplanes I’ve mentioned (particularly the Cessna) mostly seem to need full power, and pretty well fully-fine pitch, throughout the climb. Whichever aeroplane you choose, it’ll take a little experimentation, experience and practice to get the best out of them.

First try fining the pitch a bit (‘Ctrl-F2’ for finer, Ctrl-F3’ if you go too far). Watch the revolutions, and try bringing them back at least to the top of the marked ‘green zone’ on the dial.
Then adjust the mixture. The control is to hold down ‘Ctrl/Shift’ and tap ‘F2’ for leaner, ‘F3’ for richer. The ‘crude’ way to adjust mixture is to go on leaning off (F2) till the engine coughs, then tap ‘F3’ a few times until it picks up again. The more elegant way is to watch the ‘EGT’, the Exhaust Gas Temperature (TIT, Turbine Inlet Temperature, in the turbo-charged Mooney). Lean the mixture till the temperature peaks and starts down, then enrich it a touch. Listen to the engine note, too, to check that it’s at full power. 
(The Lancair doesn’t have conventional engine instruments on the main panel, instead it has a sub-panel for those; so call it up. It also has unusual digital gauges instead of the normal needles, but you get used to them. I suggest you try setting manifold pressure (boost) to 18.5 inches, and revolutions to 2,500 in the climb. It doesn’t have conventional temperature gauges, either, it has two rows of digital bars – the more bars, the higher the temperature. Try to keep at least two, and preferably three bars showing in each section – or just use the temperature shown in figures below the gauges, try to get it as high as you can).
All that done, in whichever aeroplane, check the fuel flow gauge. It should now be showing a suitably low figure (about 11 gallons per hour in the case of the Lancair). That figure will drop further once we reach cruising height and can afford to reduce boost and revs to cruise settings.

Nothing more to do for a while; except keep an eye on speed and rate of climb, and in particular check the boost regularly – in any prop, power drops off in the thinner air higher up and you have to keep opening the throttle wider. Also, from time to time, see if you can get the mixture a touch leaner as height increases.
Next thing is navigation. Our course of 40 degrees was good enough to start with, but we have a slight crosswind. Call up the GPS and compare the ‘bearing’ figure on the left (BRG) with the track figure at the top (TRK). You’ll probably find that you need to click the heading bug over a couple of degrees to get them both to agree. 

Set NAV1 to 116.70, which is the frequency of the Canberra VOR (set the frequency under ‘Standby’ on the right, then click it across to ‘Active’). It won’t be in range yet – if you like, click ‘NAV1’ on the radio section at the top of the autopilot panel, so that the green light shows; when it picks up Canberra it will let you know by beeping ‘CB’ in Morse Code.
Now, assuming the autopilot is doing the flying, you can take time to look out of the windows. You’ll find that we’re well on our way, climbing out over the hills and reservoirs to the north-east of Melbourne. They are actually the foothills of the Great Dividing Range, mountains which run all the way up the east side of Australia, cutting the coastal areas off from the flat plains and deserts of the interior.

On reaching our planned height of 12,500 feet, ‘Ctrl-Shift-C’ to close the cowl flaps, and reduce boost and revs as much as you can, consistent with holding a reasonable cruising speed. Also check the mixture, keep the EGT as high as possible. In the Lancair, I’ve found that good ‘economy cruise’ settings are 17.5 inches of boost and 2,250 revs, which should give around 220 knots and fuel flow of about 9.5 gallons per hour. In other types, experiment to find the best settings consistent with reasonable speed and a low enough fuel flow. 
By this time the radio will probably be beeping ‘CB’ and VOR1 will have picked up Canberra at a range of about 190 miles. You can now click ‘NAV’ on the autopilot if you like, to set up VOR tracking; but there’s really no need, in clear weather over land the ‘Heading Hold’, checked with the GPS, is quite sufficient. Also, at extreme range the radio beam is quite wide, so you’ll find that the aircraft will zigzag about quite a lot on ‘Nav Hold’ before it settles back on course. It’s up to you which method you choose; or, if you’re new to FS, try them both out to gain experience.

Also check the groundspeed on the GPS against Indicated Airspeed – it’ll show you whether whatever wind there is is helping or hindering. To check wind direction and speed, press ‘Shift-Z’ and the figures will come up in red at the top of the screen – press ‘Shift-Z’ a few more times to clear.

(For newcomers again – when you’re within range of a VOR (VHF Omni-Directional Range-Station) the yellow arrow on the HSI will come to life. The centre of the arrow will probably be off-centre at first, giving two yellow lines, one shorter than the other. The longer line (the arrow) is the course that the arrow happens to be set to, the shorter line is where that course actually is in relation to the aeroplane (i.e off to one side or the other). By clicking on the knob bottom left (marked with a pointer symbol) you’ll find that you can turn the arrow so that the lines come together. That means that the arrow is now pointing directly at the VOR beacon – and if you now click ‘NAV’ on the autopilot, it will fly you straight to the station. One more thing to check; on the face of the HSI, there’ll be a solid grey arrowhead (known as the ‘To-From Indicator’); make sure that it is in the top half of the dial, pointing forwards; confirming that it is flying you towards the VOR and not away from it. Finally, somewhere on the main panel (at top centre in the Lancair) you’ll also find a small display marked ‘N1-N2’. If set to ‘N1’, that will be showing your distance from the VOR and your closing speed (usually in red figures). 

Before too long you’ll see the (small) city of Canberra ahead. If you’re using VOR tracking, switch back to ‘Heading Hold’ now, and reset NAV1 to 112.10 (Sydney). NAV1 will probably pick up Sydney straight away, it isn’t far. Consult your printout, or press ‘Alt-Flights-Navigation Log’ to call up the flight plan on the screen, and you’ll see that the heading for Sydney is 38 degrees. Turn on to that as you pass over Canberra VOR, then consult the GPS to get ‘TRK’ to match ‘BRG’; or line up the arrow on the HSI if you’re using VOR tracking.
This is the point where the Flight Plan begins giving you some useful information, because, as you finish each leg, it enters up the ‘actual’ figures in italics under the estimated ones. Press ‘Alt/Flight/Navigation Log’ to check it.When I made this flight, it showed that I’d averaged 209 knots on the first leg (against the planned figure of 220), and taken 1 hour 13 minutes against the ‘target’ of 1 hour 9 minutes. But, significantly, it showed that I’d only used 12.6 gallons of fuel, against an estimate of 20.9 gallons for the leg.
What with climbing out at a lower groundspeed, plus the detour over Melbourne, it wasn’t surprising that I was a bit slower and later than planned on the first leg. The important thing, though, was that fuel consumption was well below the flight plan estimate, so climbing gently, flying high, and adjusting the boost, revs, and mixture carefully were paying off.

One more bit of navigation arithmetic; over Canberra, the Flight Plan showed distance remaining to Brisbane as 550nms. Dividing that by the groundspeed shown on the GPS (215) gave me 2.5 hours as the time required to complete the trip. Clicking on ‘Alt-Aircraft-Fuel’, I found that I had 54 gallons left. At a fuel flow of 9.5 gallons per hour, that represented enough for over 5 more hours in the air; so fuel was no problem. Do the same calculation for whichever type you’re flying.
Apologies for going into a lot of detail on this; but I expect that you’ll realise that getting the hang of such calculations is going to be important when we come to flying long-range trips over the ocean, with no alternates within reach. On some of those trips, if wind and weather turn against you and your calculations show that you don’t look like making the distance, the only sensible thing to do is turn back! 


Now I’ll leave you to enjoy the scenery for a while (you should now be over the pleasant rolling hills and farming country between Canberra and Sydney). There’ll be a couple more points to make when we get there, then I’ll pretty well have covered all the necessary techniques and I’ll let you alone to enjoy the rest of the flight!
Sydney will soon come into sight, anyway. Disregarding Melbourne/Sydney rivalry, it’s undoubtedly one of the two or three most beautiful cities in the world – and the ‘SY’ VOR is right on Kingsford-Smith Airport, which is close to the city centre, so you’ll come in pretty well straight over the Harbour, the Bridge, and the Opera House. Assuming that you’re doing all right for fuel, by all means drop down to 5,000 feet for a better view; but stay in the habit of being ‘mean’ with fuel, throttle well back on the way down, and cruise-climb back up.
In navigational terms, the next waypoint is Coff’s Harbour; course is 12 degrees, distance is 238 miles. That’s too far for Coff’s Harbour VOR ( 117.00) to show up yet. If you want to use VOR navigation, leave NAV1 set on Sydney and fly the 12-degree radial outbound. Set the Coff’s Harbour frequency on VOR2 and trigger the ‘NAV2’ green light on the top (radio) panel; it will beep ‘CH’ when you’re in range, and then you can switch NAV1.

(For newcomers – I’ve already explained how you can organise the VOR system to track you in to a given VOR station. You can also use it to track out, by working in reverse. Instead of adjusting the yellow needle to point at your destination, you set it to the course you want; in this case 12 degrees. So, as you get close to Sydney VOR, turn off ‘NAV’ on the autopilot, click on ‘HDG’, and adjust the Heading Bug to 12 degrees. Then adjust the yellow arrow to 12 degrees, and once you’re a couple of miles past the Station, make sure that the grey arrowhead in the centre of the gauge is pointing downwards (indicating ‘FROM’ direction) and then turn off ‘HDG’ and click on ‘NAV’ again. The yellow arrow and the shorter course line won’t agree at first, of course – unless you’re VERY lucky – but give it time, and the autopilot will steer you on to the correct course. Always remember, though, that you are not being steered to your destination, you are just flying the 12-degree radial outward from Sydney. So switch to Coff’s Harbour VOR as soon as it’s in range. It’s a good idea to set NAV2 to a distant VOR, and trip the green light on the radio panel, so that it beeps when you get within range. Then you can reset NAV1).      
From now on, subject to tuning in the various VORs as you come to them, and checking boost, mixture, fuel flow, fuel consumption etc. at regular intervals, I suggest that you just enjoy the scenery. Keep using ‘Shift-Z’ now and again, too, to check wind direction.

Virtually the whole east coast of Australia - through Victoria, New South Wales, and Queensland – is lined with small unspoiled resort towns which have grown up round numerous inlets, bays, and offshore islands. The towns just south of Brisbane – the best-known is probably Surfers’ Paradise – are more developed (and a lot more crowded), offering big-time ‘sun and surf’ international tourism with high-density resort hotels, ‘theme parks’, and all the rest. Not to my taste (now that the kids are grownup), but it suits a lot of people.

You should have no problem tracking on past Coff’s Harbour to Coolangatta. Once there, Brisbane (VOR 113.2) is only 50 miles, so it’s back to business to prepare for landing. 

Download another static picture from ‘real weather’. Call up ATC and ask for ‘B Airspace’ clearance; then check the map. No high ground in the way, so I suggest starting to let down to say 2,500 feet.  At 30 miles call up Brisbane Intl. and check the ATIS; then call the Tower for landing clearance. The wind in Queensland is almost always off the sea in the afternoon, so I expect that you will get ‘right traffic’ for Runway 1 (ILS frequency 109.5, direction 16 degrees). If so, it will probably be best to turn to say 290 degrees to close the runway line more or less at right-angles for the moment. Once you’re closer in and down to approach height you can turn right to close the runway line at a suitable angle. Don’t forget mixture full rich below 3,000 feet, and pitch fully-fine as you shape for the approach.

(One more ’local knowledge’ tip – like a lot of Australian airports, Brisbane doesn’t have DME (Distance Measuring Equipment) on its ILS systems, for some reason. But a glance at the Map will show you that the Brisbane VOR is right on the airport. Tune NAV2 to that, and set the ‘N1-N2’ readout to ‘N2’ – that will give you a check on your distance out).
Once down, taxi to parking, switch off, and save the flight. One more thing to do, and that’s check fuel consumption. In my case, the Lancair had 46% of its fuel left, after 802 miles. So, 802 divided by 54 (percentage of fuel used) times 100 gave me a possible extreme range at ‘economy cruise’ of 1,485 miles. Conditions were favourable, of course – I’d had no headwinds along the way, mostly crosswinds with a useful tailwind element. If I’d had a strong headwind it would have made quite a difference; total flight time was 4 hours 33 minutes, so a 20-knot headwind instead of some wind on my tail would have cost me about 100 miles-worth of fuel.

Do the same calculation for whichever aircraft you’re using. You’ll readily see that hard information on ‘in service’ fuel consumption will help your future flight planning. 
Now refuel and save the flight again, and you’re ready for the next leg. 

(Newcomers – to refuel, you can either taxi over to the refuelling point, or you can be lazy like me, and just call the fuel truck (Press ‘Alt/Aircraft/Fuel/Change Fuel’ and bring the fuel to 100% with the keyboard).
Second Leg – Brisbane Intl., Australia (YBBN) - Jackson’s (Port Moresby), Papua New Guinea (AYPY).
Setup:- I’ve got in the habit of saving the flight as ‘RWPK’ at the end of each trip, and starting again from exactly where I finished, advancing the time and date as necessary. I find that it adds continuity somehow. There’s only one problem that can arise – you may find that, when you reload the flight, FS ‘Traffic’ has managed to park other aircraft right behind you! You can usually taxi your way out of such situations; if all else fails, though, set the flight up again fresh.
As to timing, that’s up to you. I would generally recommend that you start a new ‘day’ for each trip, but a lot depends on which aeroplane you’re using. On the one hand, the Lancair is fast enough to do two 1,000-mile-plus trips in daylight hours, at a pinch; other types are so (relatively) slow that you might have trouble finishing a single one in daylight. You could solve that problem, of course, by taking off at night; but you’d miss a lot of scenery that way. Whatever you decide to do (leisurely stroll or breakneck dash) always use that ‘skip ahead’ trick to check your arrival time, and make sure that, if there’s any risk of arriving in the dark, your destination airport is lit.
Flight Planning:- This is our first longish over-ocean trip; heading into the tropics to Papua New Guinea. I’d suggest the sort of route you’d choose in real life (especially in a single-engine type); hugging the coast as long as possible to minimise the risky trans-ocean distance. That also allows me to show you more of the Queensland coast, and give you a look at the scenic Whitsunday Islands and the Great Barrier Reef (although that doesn’t show up too well in FS). However, the detour adds around 70 miles to the distance (1,193nms. as opposed to 1,128 ‘Direct-GPS’). From the first flight, you’ll know now what sort of range you can count on from whichever aeroplane you’re using; so make your own decision as to whether you follow the ‘scenic route’, fly a direct course, or even opt for a refuelling stop. 
In any case, download ‘real weather’ if you’re using that method; then set up a direct course from Brisbane to ‘Jackson’s’, Port Moresby, Papua New Guinea. Then I recommend mousing the course-line over to the VORs at Rockhampton (RK, 118.9), Hamilton Island (HM, 114.4), and Townsville (TL, 114.1). Again, I’d recommend at least 8.500 feet, 12,500 if you like, to maximize fuel economy.   

The Flight:- Not much more I need to say now. Check everything, start up, get your clearance, taxi out, check yet again, take off, and set course for Rockhampton. RK is a pleasant place – but its main significance for us on this trip is that it marks the point at which we cross the Tropic of Capricorn, and officially ‘go tropical’. 
I don’t have to tell you any more to take care to settle the aeroplane into ‘economy cruise’, check settings, distance, and fuel regularly, and so on; and press ‘Shift-Z’ at intervals to check that you’re not suddenly facing a fifty-knot headwind. Perhaps I had better mention though (assuming that you’re using ‘real weather’, continuous or static) that you should press ‘B’ now and again to reset the altimeter to the correct air pressure, which will vary quite often. 
Next leg is to Hamilton Island. The Whitsunday Islands (so named by Captain Cook in 1770) are something of a jewel; and they look that way, being surrounded by beautiful blue-green coral. They’re mostly developed as resorts (tastefully, on the whole) and they have the advantage that, being grouped close together, they provide some of the safest and most scenic sailing-grounds in the world (as well as, of course - this being Australia - the world’s best sailing weather!).

Then on to Townsville – after which you turn to 354 degrees true and set out to cross about 600nms. of the (aptly-named) Coral Sea. You can fly the 354-degree radial outbound from Townsville for a while, of course, but eventually you’ll lose the signal, and for 200 miles or so you’ll be dependent on the GPS or ‘dead reckoning’, just flying a compass heading. 

About 30 miles out from Townsville you’ll see the beginning of the Great Barrier Reef, rich in the coral colour which you’ll get used to seeing as we travel across the Pacific. Once you’re past that, however, I regret that there is ‘nothing to see but sea’ until Port Moresby VOR comes up on NAV1 and you can begin to think about landing. At fifty miles or so you’ll see the mountainous skyline of Papua New Guinea and can start to let down.

‘Jackson’s’ (Port Moresby) is my favourite kind of airport – fully-equipped, with full ATC, but still small enough so you don’t have to taxi for hours to reach ‘GA Parking’. It even has ILS in both directions on the main runway if you want that. You’ll probably get ‘right traffic’ for runway 14L or 14R (I’ve never got anything else there, anyway, maybe they don’t get west winds). The approach will be straightforward and you should get an excellent view of Port Moresby, in its dramatic setting, on the downwind leg. Take special note, though, of the mountains towering over the town to the north. They will form part of the next challenge we’ll face, as I’ll explain later.

Land, taxi in, refuel, park, switch off, save the flight – and ‘see you tomorrow’.
Third Leg – ‘Jackson’s’ (Port Moresby), Papua New Guinea (AYPY) – Chuuk Intl., Micronesia (PTKK). 
Flight Planning:- Today’s leg is relatively long (over 1,000nms.) – and also presents an unusual problem early on. You’ll notice said problem as soon as you set up a direct flight from Jackson’s to Chuuk in the Truk Islands (now called Micronesia) – without any prompting from you, the Flight Planner will set the planned altitude to 15,500 feet! This is to make sure you clear the mountains immediately north of Port Moresby, the Owen Stanley Ranges.

You can get away with a somewhat lower altitude – I’ll tell you how later – but if you have any doubts as to the ability of whichever aircraft you’re using to climb fairly quickly to 12,500 feet, I would suggest ‘Plan B’, which is to mouse the red course-line over south-east of Port Moresby, to an airfield called Cape Rodney (CTA), and then north to another field close to the north coast called Safia (SFA). This will detour you east to a point where the mountains are much lower.
I’d recommend going straight over if you possibly can – great scenery and quite an exciting trip. Whichever route you choose, in keeping with our ‘policy’ of keeping long over-ocean legs without alternates to a minimum, and to provide a refuelling stop if required, move the central part of the course-line across to the Kavieng VOR (KAV, 116.4) in New Ireland, about 450 miles north-east of New Guinea.

All that should give you a flightplan distance of 1,069nms. if you choose to go straight over the Owen Stanleys, about 40nms. more if you decide to go round them.
The Flight:- Once airborne, if you’ve chosen the scenic route, none of that ‘cruise-climb’ stuff for once, pour it on and climb at the best rate you can manage.
Above 500 feet turn to say 355 degrees (forget the Flight Plan for the moment). The foothills will immediately fill the windscreen. Keep the rate of climb as steep as possible, keep the revs well up, and don’t over-lean the mixture. You should find that you can keep pace with the rising ground, though not by a big margin. If you feel at any time that you’re losing the race, by all means turn back south while you climb a bit higher, or go into a spiral climb.
As you get further out from Port Moresby, you’ll be able to see the mountain peaks ahead. The trick from now on is to forget your compass course and just ‘fly visual’ for a while, zigzagging when necessary to avoid the higher peaks (especially the ones with snow on them!). That way you’ll be able to get through them without going over 12,500 feet.

Once things are under control, with height to spare and boost, revs, and mixture brought back to more normal levels, spare time to look around. The Owen Stanleys played a leading part in recent history. In July 1942 the Japanese landed in New Guinea and advanced along the Kokoda Trail towards Port Moresby.  But they never reached it. They were stopped in these mountains, and eventually driven back to the northern coast, by the Australian Army; the first time anyone had stopped them anywhere. So this part of the world represents the ‘high water mark’ of the Japanese conquest of the Pacific Region in WW2. 

Must admit that I don’t envy either side. Dramatically beautiful they may be, but the Owen Stanleys would surely place high on any soldier’s ‘Top Ten’ list of the worst fighting country in the world.

Anyway, by this time you should be through the mountains and the wide Pacific will be opening up ahead. Of course you’ll be well west of your course to Kavieng, but just pick up a bearing from the GPS and follow that, across New Britain towards New Ireland (oddly, despite their names, these areas were not originally under British influence; the islands are still called the Bismarck Archipelago and, along with most of Papua New Guinea, they were German colonies until WW1).

Around 200 miles out you’ll pick up Kavieng VOR on 116.4; track in on that if you like; and land to refuel if necessary. Then turn to 359 degrees for Truk. Not much to say about this leg, it’s just another 600 miles of blue sea with occasional patches of coral. The only diversion I can offer you is that, at a point along it, you will cross the Equator into the Northern Hemisphere. There’s maybe a certain satisfaction in pressing ‘Shift-Z’ and watching your latitude click down to 0 degrees, 0 minutes, 0 seconds; at least it proves that you’re getting somewhere.
‘Chuuk International’, despite its impressive name, has no VOR, only DME (Distance Measuring Equipment) on 116.4 (oddly enough, the same frequency as Kavieng); and an NDB (Non-Directional Beacon) if your aircraft has ADF (Automatic Direction-Finding), which the Lancair doesn’t. It also lacks a Control Tower, ILS, and even ATIS. So you’re on your own landing here, even to making up your own mind which runway you should use.

However, you’ll be pretty safe in this part of the world in assuming that the wind is from the north-east. So I suggest that as you start your descent, you turn slightly left with a view to bringing the airport to a bearing of 40 degrees (i.e. lined up with runway 4). Use the GPS or ADF to achieve this. At thirty miles out, announce R4 on ‘Traffic’ as your chosen runway (if the wind turns out wrong close in, you can always change your intention and fly a circuit). Keep ‘listening out’ on the ‘Traffic’ frequency just in case someone else is taking off or landing as you approach; in which case you’ll have to hold or circle till they’re clear. 
Even by Pacific standards of scenery, the Truk Islands are achingly beautiful, set in square miles of coral reefs. The screenshot at the top of this whole thing is of the Lancair leaving Truk. Only problem is, until you’re within ten miles or so, you may have trouble working out which island has the airport; so keep an eye on the GPS and make sure you’re approaching on the right bearing. All will come right as you get closer in though, the runway at Chuuk (once you spot it) is wide, welcoming, and long (6,000 feet). There’s even a VASI. 

Final check of the wind, approach, land, turn on the runway, and back-track to the airport buildings. Refuelling point is right in front of you as you exit. Refuel, park, and we’re done for the day. 
Fourth Leg – Chuuk Intl., Micronesia (PTKK) – Iwojima Aero, Japan (RJAW).

Flight Planning:- Very straightforward today – there’s only one place on the way that makes any sense as a waypoint/possible refuelling point, and that is Saipan Intl. (PGSH), about halfway. That should give you a flight plan of 1,214nms., with Saipan almost exactly at the halfway mark.
Nor can I offer you any scenic wonders this trip. Just clouds and sea. The good news is, though, that at the end of this leg we’ll have beaten the Pacific – we’ll be close enough to Japan to turn east and head towards the Aleutian Chain and North America.
The Flight:- Check the wind, choose your takeoff direction, announce taxi, taxi out, take off, and set course (317 degrees) for Saipan. That’s really all I have to say until we get there. Except maybe that you can expect one surprise; if you stay in touch with ATC you’ll find that this area is covered by controllers in faraway Oakland, California. 
Saipan Airport is fully-equipped, ILS and all; it only lacks, oddly enough, a VOR (NDB on 312 if you have ADF). So drop in if you need fuel (or fancy a break). Otherwise, 335 degrees for Iwo Jima. One thing that may change is the weather – we’re getting well up towards 20 degrees N. latitude, about to leave the tropics behind, and you can probably expect increasing cloud and heavier winds. Iwo Jima has a tower and ATC; so once within 30 miles contact ATC (Tokyo this time), call up for landing clearance in the normal way, land, taxi in, and park. 

This place is, of course, famous as the scene of one of the most climactic battles of WW2; immortalised by the famous photograph of a group of US marines ‘Raising The Flag’ on Mount Suribachi, and by the same scene reproduced in bronze in the massive US Marine Corps Memorial at Arlington, Virginia. In February 1945 it cost the Marine Corps about 26,000 casualties to capture Iwo Jima, of whom 7,000 (including three out of the six marines who raised the flag) were killed. Around 22,000 Japanese soldiers died trying to stop them.

With that in mind, the thing that will astonish you about the island when you see it is how small it is; only eight square miles. It’s only just big enough to accommodate the airport (with its huge 8,600-foot runway). You may momentarily wonder what made it worth the loss of all those lives; but the runway you just landed on is itself, of course, the whole answer to that question. You’ve just seen how widely-spaced land of any sort is in the Pacific, leave alone airfields. Possession of the airfield at Iwo Jima was vital to the Allies in order to provide air support for the planned invasion of Japan; and equally important to the Japanese in their plans to resist it. Hence all that death and injury.
Fifth Leg – Iwojima Aero, Japan (RJAW) – Nakashibetsu, Japan (RJCN).

Flight Planning:- As promised, this is the day we turn east. However, for safety, we should close the coast of Japan as quickly as possible, which means another 600 miles or so on a northerly track; and then follow the coast along to our ultimate destination, which is Nakashibetsu at the far eastern end of Hokkaido. So I suggest that you set up a direct route and then mouse it over to the VORs at Chosi, near Tokyo (113.6) and Miyako further along (116.6). Also include the VOR at Naka itself (115.6). That will give you a distance of 1,171nms.
The Flight:- Because we’re getting well to the north now (Hokkaido is on about the same latitude as New York City) you can expect much more autumnal weather for the next few legs. When I flew this trip I encountered quite heavy cloud as soon as I got airborne, and nearing Japan the wind shifted to north-west (almost ‘on the nose’) and reached 50-plus knots. This cost me time and fuel – though, of course, once I turned east there was a useful tailwind element. However, no need to worry about fuel on this trip, there are plenty of well-equipped airports in Japan – if you run short and need to refuel, take your pick.
Incidentally, those are the sort of conditions that make RW flights fun for me. Not just needing constantly to tinker with the heading and the mixture and revs and pressure setting, but having a little nagging worry at the back of your mind at the extra fuel you’re using; and a bigger worry about whether that 50-knot wind will still be blowing strong as you arrive and shape for the landing.
(For newcomers, another thing you’ll notice in heavy winds is that, if you’re using VOR tracking, the yellow arrow will usually be pointing anything but straight ahead – because our friend ‘NAV’ will be allowing for the drift. Ignore what the arrow says and keep checking the heading shown on the GPS, you’ll find that that will stay pretty well correct. Not that navigation will be too much of a problem today – even if your navigation skills are as rudimentary as mine, you’d have trouble missing something the size of Japan).
Apart from the weather maybe being a bit challenging, this leg should be straightforward; until, that is, you arrive at Nakashibetsu. Naka has a good long runway (8/26, with ILS on 8) but it doesn’t have a tower or ATIS. When I arrived and began letting down, in quite thick cloud, ‘Shift-Z’ showed the wind coming from 240 degrees at 52 knots; suggesting that I should approach on the ‘back-bearing’ and land on R26. Given the thick cloud and heavy wind, I didn’t fancy that one bit.

However, I knew from experience that winds at ground level are frequently very different to those at height, so I set up an ILS approach for Runway 8 and ‘announced’ that on ‘Traffic’ anyway. I knew that if, as I got close, the wind was still blowing strongly from the wrong direction, all I would need to do would be to declare a ‘Go Around’ and fly a circuit. As it turned out, when I was about 4 miles out, ‘Shift-Z’ showed that the wind had switched to a gentle 6-knot sea-breeze from the south-east, so I went ahead and landed on 8. I hope you have similar luck.
See you for dinner – the fish should be pretty good here!

Sixth Leg – Nakashibetsu, Japan (RJCN) – Yelizovo, Kamchatka Peninsula, Russia (UHPP).  
Flight Planning:- Our next destination is Yelizovo in Kamchatka. Fuel won’t be a problem, as the distance is only 785nms. There are no islands to provide a waypoint or intermediate stop, and no VORs either, so just set up a direct route. The Flight Planner will throw up an altitude of 11,500 feet, but that is only because the mountains in Kamchatka are very high. You don’t need to go that high; if you look at the map you will see that Yelizovo is at the very tip of Kamchatka, and close to the sea; so if you wish you can opt to fly ‘east-about’ round the mountains instead of over them, and come in over the coast.

There is also a decision to make. 785 miles is not much in a whole day, and our next destination, Adak in the Aleutians, is ‘only’ 908 miles further on; so the obvious thing would be to make two flights in the day. However, if you ‘skip ahead’ you’ll find an unusual snag; huge time-changes. We are well to the north now, and the longitude lines are very close together; there is a 1-hour time-change from Nakashibetsu to Yelizovo, and a FURTHER 2-hour change at Adak. To cap it all, it gets dark at 19.00hrs. at Adak at this time of year.

I did in fact do both these flights in a day. But estimated flight time, even for the fast Lancair, was 3 hours 30 minutes for the first leg and 4 hours for the second. Allowing 7.5 hours for route flying, an hour for two takeoffs and landings, and half an hour for refuelling, gave a total journey time of 9 hours. Adding three hours for the time-changes took that to 12 hours; meaning that if I wanted to arrive at Adak at 18.00 (i.e. an hour before dark) I’d have to take off from Yelizovo not later than 06.00. I made it 05.00 to allow for any bad luck with winds.

Believe me, you won’t want to find yourself landing at either Yelizovo or Adak in the dark. So, depending on the speed of your aircraft, either take off really early, or allow a day for each trip.  
The other thing I’d recommend, if you’re using ‘real weather’, is that, before you start, you ‘skip ahead’ to Yelizovo, advance the time, and download and check the ‘real weather’ you can expect when you arrive. That isn’t cheating, in real life you’d telephone ahead to get the forecast. The reason I suggest it is that I didn’t bother when I did this trip myself, and – as you’ll read later - I got ‘caught’.
The Flight:- Nothing at all to describe – it’s just another long trek across the open sea. No VORs, dead reckoning and the GPS all the way. I had heavy (50-knot) winds from the NW and scattered cloud. But when I downloaded ‘real weather’ 50 miles out I got a change, much lower winds but a lot of cloud and the grim word ‘overcast’.

Yelizovo has a tower and ATC, but no ILS. So I knew that I was in some trouble when I called up for landing clearance and got “Airport is IFR, request denied.” You can file your flight plan IFR in the air, from the ATC screen, but of course after that you have to fly strict heights and vectors. No problem doing that, but the controller got me down to 1,200 feet and told me to fly past on the line of Runway 34R and then “…circle to land on Runway 16R.” In other words, fly a tight left-hand circuit in near-zero visibility.  I managed it somehow – but the airport was covered in snow, the cloudbase was under 1,000 feet, visibility was lousy, and it took a last-minute ‘heart-in-mouth’ S-turn to get lined up.
So don’t be an idiot (like me!) – check that you’ll have reasonable weather on arrival before you take off. Or delay the trip to the next day.
(Newcomers, to file IFR in the air, just press the appropriate number on the ATC box. This will call up the Flight Planner. Make a new flight plan from any nearby airport to your destination ( including any waypoints on your original route you have yet to reach) , change the setting from ‘VFR’ to ‘IFR’, make sure that the height shown is your present height, and press ‘OK’. Make sure to answer ‘No’ when the Planner asks you if you want it to move the aeroplane to the departure airport. Then call up for IFR clearance, and ATC will take over and give you vectors and heights for your approach).  

Seventh Leg – Yelizovo, Kamchatka Peninsula, Russia (UHPP) – Adak, Alaska, United States (PADK).

Flight Planning:- Once again planning the ‘direct route’ will throw up a high altitude, 15,500 feet; but this is only because of the high mountains immediately north-east of the airport. Easily solved by flying south-east (towards the sea) for a short while after takeoff, and going round them. 

The route to Adak follows the Aleutian Chain, so there are a couple of alternates available. Include the VOR at Earackson Naval Air Station (SYA, 109.00) as a waypoint, it’s almost dead on track for Adak, about 600 miles out. That should give you a distance of 909 miles. You’ll be relieved to note, from the map, that both Earackson and Adak have ILS, so even if the weather is bad landing should be no problem.
The Flight:- There’s really nothing much in the way of scenery until you get to Adak itself. You’ll find that Earackson is just a huge runway on a tiny island; heaven knows what it’s like to be stationed there. Adak, when you get there, is more scenic, though of course it looks very treeless and desolate.
The only excitement for me on this trip was that, besides masses of cloud, I got a colossal tailwind (up to 65 knots from 280 degrees); so I reached Adak in comfortable time, at 16.00. Landing at Adak was straightforward, using the ILS on R23 to line me up – the only thing to be careful of is that Adak is hilly and is surrounded by smaller islands, some of which are quite high; if you’re in cloud, use the map or GPS to make sure that you’re letting down over water.

Next stop Anchorage, Alaska; after which we can head south and hopefully get away from the wild weather in these parts.

Eighth Leg – Adak, Alaska, United States (PADK) – Stevens Anchorage Intl., Anchorage, Alaska, United States (PANC).
Flight Planning:- One oddity – you’ll find that, besides the timechange, on the way to Adak we crossed the International Date Line. So, whichever day you started from Yelizovo, it’s yesterday again.

Once again, the Flight Planner will advise quite a lot of height (about 11,500) on the direct route. But that’s because of the mountains just west of Anchorage. I’d suggest that you plot a route along the Aleutian Chain, to stay close to alternates/refuelling places, and approach Anchorage from the south-west, clear of the mountains; by moving the course-line to include the VORs at Cold Bay (CDB, 112.6), King Salmon (AKN, 112.8), Homer (HOM, 114.6) and Anchorage itself (ANC, 114.3). That should throw up a distance of 1,091 miles.

The Flight:- Even if the weather remains a bit ‘northern’, this should be a straightforward trip; not least because Anchorage, as you’d expect, is fully-equipped for landing in ‘zero’ conditions if required, with full ATIS and ATC and ILS in both directions on all the main runways. When I flew it I drew another big tailwind (there seemed to have been a storm following me all the way east, I out-distanced it during the day and it caught me up overnight) and very turbulent/cloudy conditions on arrival. Must admit that I allowed myself the luxury of filing IFR for the last fifty miles, and using the ILS to line up and start the descent. The only problem with Anchorage is that it’s busy as well as big – expect taxiing in to take some time and involve several ‘hold position’ instructions.
Ninth Leg – Stevens Anchorage Intl., Anchorage, Alaska, United States (PANC) – Vancouver Intl., British Columbia, Canada (CYVR).

Flight Planning:- Once again, you’ll need a fair bit of height – 11,000 – to clear the mountains just outside Anchorage. No need for another breakneck climb, however; there’s a trick which I’ll explain. I suggest first running the courseline to an airfield named Whittier (PAWR), pretty well due east of Anchorage; then via the VORs at Johnstone Point (JOH, 116.7); Yakutat (YAK, 113.3); Biorka Island (BKA, 113.8); Sandspit (YZP, 114.1); and Port Hardy (YZT, 112.0). That should give you a route offering excellent views of the very scenic Alaskan coastline, and a distance of 1,191 miles.
The Flight:- The first 50 miles require careful routing. There are high mountains very close to Anchorage and the direct route would require some pretty frantic climbing. However, if you look at the map or the GPS, you’ll see a long narrow inlet just south-east of Anchorage, which leads into the mountain range towards that airfield I mentioned, Whittier. The trick is to fly a course of about 150 degrees from Anchorage until you are in line with the inlet, and then turn to about 85 degrees. You’ll find that you can follow the inlet almost all the way to Whittier, which will give you plenty of time to get up to 11,000. Once at height, rejoin the courseline.
From then on, just follow the course and enjoy the views! As you’d expect, a high proportion of Alaskan airports have ILS, so if you need to refuel there’s plenty of choice – Yakutat or Sitka (close to Biorka Island) or Sandspit are all suitable. If you want to add an ‘adventure’, head north-east from Biorka to the state capital, Juneau; a tricky place to land (surrounded by mountains with an offset ILS beam) but very scenic.
The scenery doesn’t stop when you reach Vancouver, in its beautiful maritime setting. I hope you get ‘right traffic’ for an approach from inland, so that you get a good view of downtown Vancouver on the downwind leg.
Tenth Leg – Vancouver Intl., British Columbia, Canada (CYVR) – Hector Intl., Fargo, North Dakota, United States (KFAR).

Flight Planning:- The special feature of this trip is, of course, that we have to cross the Rocky Mountains. Any ‘direct route’ would be likely to take us above 12,500 feet – i.e. to altitudes which would normally require oxygen or pressurisation. Obviously, in FS9, you can break the rules and go higher anyway if you like – but I find that it’s more fun (and almost as easy) to follow a route that gets you there without needing to do that. 
The trick is to follow air routes. Make sure that these are shown on the Map (they appear as faint blue lines). You’ll find that if you run the mouse over them, a ‘box’ comes up giving the height that needs to be flown to follow them. It’s easy enough to find a course which will allow you to stay at or below 12,500. The route I used from Vancouver is via the VORs at Whitcom (HUH, 113.00), Princeton (YDC, 113.9), Cranbrook (YXC, 112.1), Lethbridge (YQL, 115.7), Havre (HVR, 111.8), Glasgow, (GGW, 113.9), Williston (ISN, 116.3), and Jamestown (JMS, 114.5). If you use the same route the distance should be 1,099nms. – roughly following the 49th. Parallel (US-Canada border) most of the way.
One other thing to note is that the time change to Fargo is no less than three hours – so, if your cruising speed is low, be sure to start early. I chose Fargo, by the way, not because it is particularly distinguished (although ‘Fargo’ was a good film!) but because it is pretty well exactly midway between the West and East Coasts; and is also fully-equipped. That matters because you often get inversion conditions in the Mid-West in the autumn, which can mean low cloud and an IFR approach.
The Flight:- This will be very much a flight in two phases; the first part crossing the Rockies at low level, with good close-up views of mountains, valleys, and rivers; the second plugging across the limitless Mid-Western plains. You may encounter one new feature – a lot of the VORs late in the route are ‘low-altitude’; NAV1 may not pick them up until you are within say 70 miles.

Be sure to call up Fargo Tower for landing clearance as soon as you are within 30 miles. If conditions are IFR (they were when I arrived) file IFR and get yourself ‘talked down’ as previously described. 
Eleventh Leg – Hector Intl., Fargo, North Dakota, United States (KFAR) – Ronald Reagan Washington Natl., Virginia, United States (KDCA).

Flight Planning:- Destination today is Washington DC, one of the best-looking of the US cities, especially from the air. Scenery en route will include the Great Lakes. From Fargo, I recommend the VORs at Duluth (DUH, 112.6), Menominee (MNM, 109.6), Traverse City (TVC, 114.6), Saginaw (MBS, 112.9), Erie (ERI, 109.4), Johnstown (JST, 113.0), and Martinsburg (112.1). Distance should be 1,023nms. No high ground on the way so height is up to you.

The Flight:- This trip will take you to the west end of Lake Superior, across Lake Michigan and Lake Erie, and then down through Pennsylvania to Washington. I chose Reagan National because it is in Arlington, just south of the Potomac River and close in to the city. If the wind is from the north you’ll probably be given Runway 1, coming in from the south, which affords panoramic views of the city, with the Pentagon off to the left; Runway 19 is even better, since it brings you in right over the White House, the Mall, and the Washington Monument. We’re privileged on FS9, because, sadly, that was pretty well the track followed by the hijacked 9/11 aircraft which hit the Pentagon; so anyone who tried that approach in real life nowadays would be shot down in seconds.
Reagan National has another advantage; it’s relatively small, so taxiing in and parking shouldn’t take long.

Twelfth Leg – Ronald Reagan Washington Natl., Virginia, United States (KDCA) – St. John’s Intl., St. John’s, Newfoundland, Canada (CYYT).

Flight Planning:- We now have to head north again, to Newfoundland. The North Atlantic is nowhere near the size of the Pacific, but it’s still a considerable obstacle for aeroplanes with the 1,000nm.-plus range we’re working with. The only options are ‘north-about’ – flying a long way north and crossing via Greenland and Iceland to the UK; or following the old pre-WW2 flying-boat route from Newfoundland to the Azores, and then heading for Gibraltar. I recommend the latter.
Recommended waypoints are Robbinsville (RBV, 113.8) south-west of New York City, Carmel (CMK, 116.6) to the north-east, Boston (BOS, 112.7), Yarmouth (YQI, 114.8) at the south-western end of Nova Scotia, Sydney (YQY, 114.9) at the north-eastern end, and Torbay (YYT, 113.5) at the far eastern tip of Newfoundland, close to St. John’s. Distance should be 1,190nms.
The Flight:- Another flight full of contrasting scenery. Takeoff from Washington DC is a visual experience in itself. Whichever runway you get, make sure to fly over the city centre immediately north of Reagan National; you can easily pick out the Washington Monument and the Capitol. You’ll also pass pretty well directly over the White House, but look carefully or you’ll miss it, it’s pretty small. 
Once you pass Robbinsville I recommend that you fly a course of about 50 degrees, and ease down to 3,000 feet or so. You’ll soon see the Verrazano Narrows Bridge, at the entrance to New York Harbour, coming up on your right, and the city itself ahead. Then line up carefully and fly in over the Statue of Liberty and along the length of the island of Manhattan, over Downtown, Midtown, Central Park, and Harlem.

Then back on course and climb to cruising height again. Though I suggest that after passing Carmel, as you close on Boston, you reduce height again to have a look at another truly beautiful maritime city (the Boston VOR is at Logan Airport, almost in the city centre). After that, there’s a longish over-water leg to Yarmouth; then you fly the length of Nova Scotia to Sydney; and finally cross Cabot Strait to Newfoundland and St. John’s.

I was lucky with the weather on this trip; rising pressure all the way, and perfect VFR conditions on arrival (apart from a brisk wind). But you shouldn’t have any trouble landing at St. John’s, whatever the weather – ILS on all runways. 

Thirteenth Leg – St. John’s Intl., St. John’s, Newfoundland, Canada (CYYT) – Lajes Air Force Base, Portugal (Azores), (LPLA),

Flight Planning:- Not too complicated this time! Just set up a direct route to Lajes, then mouse it across to include the VOR at Flores (FRS, 113.3), about 200 miles short of Lajes. This will give you a distance of 1,248nms. If you’re flying a short-ranged type, Flores (1,052nms.) is available for refuelling. You may not need it, though – the one thing you can pretty well count on flying east from Newfoundland is fierce westerly winds most of the way.

The Flight:- Not much needs to be said about that, either. There is no land at all until you reach the Azores, so I’m afraid that this leg is just another long over-ocean slog. Lajes is the right sort of airport when you get there, though, small but fully-equipped. 
Fourteenth Leg –  Lajes AFB, Portugal (Azores) (LPLA) – Gibraltar Air Base, Gibraltar (LXGB).

Flight Planning:- Short and sweet again – set up a direct route (Gibraltar appears under its own name in the countries list) and mouse it to include the VORs at Sagres (SGR, 113.9) and Vejer (VJF, 117.8), on the south coast of Spain. Distance should be 1,047nms. or thereabouts.

The Flight:- The first leg is just a really long (864nms.) trip across featureless ocean, for most of which you are out of range of any nav-aids. The good news is that you’re unlikely to encounter headwinds (southerly crosswinds are more likely). You’ll find that those winds can be pretty stiff, though, so don’t just trust the heading indicator – make full use of the GPS to make sure that you are flying the right track.

Once within range of Sagres navigation becomes easy, and you should have no problem lining up and landing at Gib. Just make sure you don’t come down too low too early, there are quite respectable Spanish mountains on the way in, so stay at say 3,000 feet until you’re fairly close. No ILS or other refinements at Gibraltar, though, just a DME; in the unlikely event that it’s ‘socked in’ and IFR, consider diverting to Malaga on the Spanish coast, a few miles to the north-east. 

Anyway - that’s the Atlantic over and done with. 
Fifteenth Leg –  Gibraltar Air Base, Gibraltar (LXGB) – Luqa, Malta (LMML).

Flight Planning:- Recommended waypoints are Almeria (AMR, 114.1), Algiers (ALR, 112.5), Annaba (ANB, 115.5), Tunis (TUC, 116.5), Pantellaria (PAN, 116.1), and Gozo (GZO, 115.7). The Flight Planner will advise quite a high altitude, because part of the route passes over the Atlas Mountains along the North African coast – but you can avoid going high if you like, by staying out to sea on those stretches. Distance should be only 973nms. 
The Flight:- The route follows the Spanish coast to the SE corner of Spain; then crosses the narrow western neck of the Mediterranean to Algeria; follows the North African coast to Tunis and passes south of Sicily to the tiny island of Malta. Luqa is another small, well-equipped airport. I hope you have better ‘real weather’ than I did on this trip; I drew thunderstorms, heavy clouds, strong tailwinds, and turbulence; plus IFR conditions when I arrived!  
Sixteenth Leg –  Luqa, Malta (LMML) – Cairo Intl., Egypt (HECA).

Flight Planning:- The next stage continues along the Mediterranean, and crosses Libya and Egypt to Cairo. Suggested waypoints are Benina (Benghazi) (BNA, 117.4); Sidi Barrani (BRN, 111.2); El Daba (115.7); and Cairo (CAI, 112.5). Distance is only 951nms., and there is no high ground in the way, so this can be a low-altitude trip.

The Flight:- This should be a straightforward run, apart from the first leg, which is a long over-water stage with no VORs, so dead reckoning will be required. Once past Benghazi you’ll be flying the length of the Western Desert, which was one big battlefield for two years or more during WW2; culminating in the British Eighth Army’s defeat of Rommel’s Afrika Korps at El Alamein in October 1942.
I can’t offer you much in the way of scenery until you get close to Cairo; but then you can have a bit of fun. About 40 miles from Cairo itself you’ll see the Nile winding its way from Cairo to the sea; get down to say 2,000 feet and keep an eye on it. About 25 miles out you’ll see the river turning south (right as you look at it); follow it by turning to about 160 degrees, and stay say 5 miles west of it. The Pyramids should turn up pretty well dead ahead in a few minutes – I recommend getting down to 500 feet or so and having a good look, they’re very well modelled in FS2004.
Then turn west again, call up Cairo Tower, and ask for landing clearance. Cairo is a big airport, but very straightforward, you should have no trouble landing. 

Seventeenth Leg –  Cairo Intl., Egypt (HECA) – Bahrain Intl., Bahrain (OBBI).

Flight Plan:- The next leg is almost entirely desert; past the northern end of the Red Sea and across Saudi-Arabia to the western shore of the Gulf. The Flight Planner will set the height at 11,500, and you’ll need all of that crossing the mountains in the western part of Saudia. Recommended waypoints are Taba (TBA, 114.5), Tabuk (TBK, 115.7), Hail (HIL. 113.5), Gassim (GAS, 117.1), Magala (MGA, 116.3), and King Fahd (112.5). Distance should be 952nms.
The Flight:- Another of those ‘nothing to report’ legs, I’m afraid. From the air this region looks to be one of the most desolate places on earth. A certain amount of visual interest as you pass over the Red Sea, then nothing but mountains and deserts until you see the waters of the Gulf opening up ahead, and can start your descent and get clearance to land at Bahrain. The only consolations are that you can probably count on a following wind and pretty clear weather. Landing at Bahrain – which is, of course, quite a small island – should be straightforward. 
Eighteenth Leg –  Bahrain Intl., Bahrain (OBBI) – Jinnah Intl., Karachi, Pakistan (OPKC).

Flight Plan:- Recommended waypoints are Sirri Island (SIR, 113.75), Ras Al Khaimah (RAV, 113.6), Chah Bahr, (CBH, 116.9), Jiwahi (JI, 112.7), and Karachi itself (KC, 112.1). Again, you’ll need about 11,500 feet; distance should be 1,075nms. 
The Flight:- The route runs to the Strait of Hormuz at the entrance to the Gulf, and then along the coasts of Iran and Pakistan to Karachi. VORs are a bit scarce in this part of the world so you’ll probably have to fly the outward tracks now and again if you’re using VOR tracking. Desolate mountains, sand, and sea the whole way, but a hint of greener pastures at Karachi.

(For newcomers – as it happened, I had poor visibility at Karachi - only three miles - and had to use the ILS ‘back-bearing’ to line myself up. You use this for landing on the ‘wrong end’ of a runway equipped with ILS. Simple enough to use, just set the ILS frequency on NAV1 in the normal way and the familiar yellow lines will appear. Just two things to remember. First of all, you should still set the NAV1 arrow to the course for the ILS runway (in other words, if you are landing on the back-course on let’s say runway 9, on a course of 90 degrees, you should STILL set the arrow to the ILS direction (in this case, 270 degrees). The yellow lines will then show the course to the runway, correctly oriented, and if you want the autopilot to line you up, just press ‘REV’ for ‘Reverse Course’. The other thing is that there is no glideslope on the back-course; so you’ll have to handle the descent yourself).
Nineteenth Leg –  Jinnah Intl., Karachi, Pakistan (OPKC) – Netaji Subhash Chandra Bose Intl., Kolkata, India (VECC).

Flight Plan:- Set up the usual direct course; then I recommend waypoints at Jodhpur (JJO, 112.3), Jaipur (JJP, 112.9), Agra Air Base (VIAG) (not a VOR, just an airfield), Lucknow (113.1), Varanasi ((BBN, 113.9), Gaya (GGC, 115.0), and Kolkata (Calcutta) itself (CEA, 112.5). Distance should be 1,237nms., 9,500 feet minimum is recommended.

The Flight:- This trip will present a pleasant change from the deserts of the last few legs; the North Indian plains are green and cultivated by comparison. I can also offer you a spectacular bit of sight-seeing. But first things first, this is a longer trip than we’ve had to cope with recently, so once you’re at height, make sure that mixture and revs. are suitably low.
The other thing is that VORs are a little scarce on this leg; you’ll have to fly an outbound vector from Jinnah until you get to Jodhpur, and then just a compass heading (adjusted for wind by use of the GPS) from Jaipur to Agra. When within forty miles or so of Agra, I recommend that you descend to 1,000 feet or so. 
As you pass over the airfield itself, turn left and head over the centre of the city, flying VFR. On the far side of it, on the other side of the river, a large white building will come into view. Aim to pass close to that, as low as you like, and be ready to take screenshots; it’s none other than the legendary Taj Mahal, very nicely modelled by the FS9 designers. 
Then it’s back to the grind; cruise-climb back to height and press on to Lucknow and Kolkata. The airport there is large and fully-equipped, you should have no problem landing and parking.

Twentieth Leg –  Netaji Subhash Chandra Bose Intl., Kolkata, India (VECC) – Bangkok Intl., Bangkok, Thailand (VTBD).

Flight Plan:- Recommended waypoints are the VORs at Chittagong (CTG, 113.4), Rathein (PTN, 115.6), and Dawei (DWI, 112.0). This will give you a course that largely follows the coasts of Myanmar (Burma) and Thailand, avoiding the mountains inland, and then cuts in to approach Bangkok from the west. Distance should be 952nms. and medium height should be all you need.

The Flight:- From here on we’ll be making a beeline for Australia and the end of the trip. This should be a routine leg, unless you get the thundery weather one often encounters in this part of the world; and landing at Bangkok should be straightforward.   
Twenty-First Leg –  Bangkok Intl., Bangkok, Thailand (VTBD) – Brunei Intl., Brunei (WBSB). 
Flight Plan:- Suggested waypoints are Pnohm Penh ((PNH, 114.3), Vungtau (VTV, 114.7), and Brunei itself (BRU, 112.0). Medium height will be required to clear some high ground as you pass over Cambodia. Distance should be 1,008 miles, so no fuel problems whichever aeroplane you’re using.

The Flight:- This trip we’ll be back to long over-ocean legs – in this case 568nms. from the coast of Vietnam to Brunei in Borneo. No problems likely landing at Brunei, the airport is right on the coast and fully-equipped.  
Twenty-Second Leg –  Brunei Intl., Brunei (WBSB) – Comoro, Dili, Timor-Leste (WPDL).
Flight Plan:- The Flight Planner will throw up a height of 11,500 feet and you’ll need most of that to clear the mountains of Borneo and the even higher ones on Sulawesi at the halfway mark. It’s difficult to plan a route that goes round the high ground without making it a very long trip. Recommended waypoints are Tarakan (TRK, 116.6), Palu (PAL, 116.2), Kendari (KDI, 115.0), and Dili on East Timor (DIL, 113.4). Distance should be 1,044nms.
The Flight:- I’d advise climbing ‘smartly’ out of Brunei as you’ll find the mountains looming up quite soon as you head inland. Once at height there should be no further problems; except that, as is normal hereabouts, VORs are widely spaced and you’ll have to fly outbound legs from most of them before you pick up the next waypoint.

I chose East Timor mainly because it fits the ‘plus or minus 1,000nms.’ principle I’ve been using to help people flying aircraft with limited range. In addition, though, it is very picturesque and I personally find the approach to Comoro (Dili) scenically pleasing. No ILS, but there is a control tower and VASI. Odd parking arrangements, each taxiway just leads to a small parking apron (one of which has the refuelling point).

(For newcomers – one trick you may not have worked out for yourself. As I’ve said, there is no ILS, but the Dili VOR is right on the airport and if you like (or if visibility is bad) you can line yourself up by using that. If you are given Runway 26, for instance, leave NAV1 tuned to the VOR and set 260 degrees on the dial. That will act as a ‘poor man’s ILS’, help you line up with the runway, and also give you your distance out. You can use the autopilot to do it for you if required, just by pressing ‘NAV’. You’ll have to handle the height and final lining-up yourself, of course, but you can’t have everything!).
Twenty-Third Leg –  Comoro, Dili, Timor-Leste (WPDL) – Alice Springs, Northern Territory, Australia (YBAS).
Flight Plan:-  The flight planner will set a height of 9,500 feet, which you’ll need at first. Recommended waypoints are Darwin (DN, 112.6), Tindal (TN, 112.3), Tennant Creek (TNK, 112.9), and Alice itself (AS, 115.9). Distance should be 1,120nms.

The Flight:- One more longish over-ocean trip across the Timor Sea, then I can promise you dry land all the way to Melbourne. With the emphasis on ‘dry’; land doesn’t come much drier than the Australian outback, and Alice Springs is located right in the ‘Red Centre’ of Australia.
A little care will be required at the start; East Timor is a small, mountainous island and you’ll need that 9,500 feet to get over the central part. I suggest that you fly half a circuit over the sea to gain some height before you turn inland. Another option is to follow the coast eastward for a while before you turn south, a glance at the map will show you that the mountains are much lower further east.  
Once you’re back on track the trip should be pretty straightforward. Beyond Darwin you’ll be over trackless areas of green-grey bush, which becomes ‘khaki-coloured’ beyond Tindal and turns to full-blown red desert once you’re past Tennant Creek. Oddly enough, although it is pretty dry in this area most of the year, when they DO get rain it’s the real thing; Tindal is close to the town of Katherine, which is recovering from some monumental floods as I write this (in April 2006).
Arriving at Alice Springs, bear in mind that the airport itself is at 1,789 feet above sea level, and the land to the south-west is quite a lot higher than that – so stay at 4,000 feet or so until you’re close to the airport and know your approach direction.

Twenty-Fourth Leg –  Alice Springs, Northern Territory, Australia (YBAS) – Moorabbin, Victoria, Australia (YMMB).

Flight Plan:- Last lap. One detour for a last bit of sight-seeing, then back to Melbourne. Set up waypoints at Ayers Rock (Connellan) Airport (AYE – no VOR but the DME is 117.1), Oodnadatta Airport (YOOD, again no VOR), Leigh Creek ((LEC, 117.8), Broken Hill (BHI, 114.2), Mildura (MIA, 114.1), and Melbourne (ML, 114.1). Distance should be 1,283nms., 8,500 feet is all you’ll need. 
The Flight:- Head for Ayers Rock Airport by dead reckoning, or fly the 237-degree radial outbound from Alice Springs. As you get close to the airport, descend to about 3,000 feet (careful, ground level hereabouts is around 1,600) and keep a lookout to your left. You’ll soon see Uluru (Ayers Rock) itself – worth a close flyby, and another screenshot opportunity. Land at Ayers Rock to top up on fuel if necessary; or, if you prefer to do it later, plan to refuel at Broken Hill or Mildura.
Then there’s a long, unavoidable stretch of dead reckoning/GPS navigation across the arid northern part of South Australia until you’re past Oodnadatta and can pick up the Leigh Creek VOR. After that navigation is straightforward. As you approach Broken Hill and cross into New South Wales the desert gives way to bush, and on the way to Mildura you enter the area irrigated by Eastern Australia’s two great rivers (the Murray-Darling Basin). From then on you’ll be over the more temperate farming country of Western Victoria, and pretty soon you’ll be within sight of Melbourne and journey’s end. I landed back at Moorabbin but by all means use Tullamarine or Essendon if you prefer.
