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Abstract  

 

In a single day’s flying, I linked two iconic tidal islands — Mont Saint-Michel (Normandy, France) 
and St Michael’s Mount (Cornwall, England) — in a flight that celebrated my dual nationality. Born 
French, I became a British citizen in 2024 and, that same year, I earned my Private Pilot Licence. 

On Sunday 27th July 2025, with 49.4 hours Pilot-in-Command, I set out to use a single day of 
flight to join the two “Saint Michael” tidal islands that represent my French birth and British life.  
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1. Introduction  
 

The Pooley’s International Dawn to Dusk Competition has always been about more than simply 
flying from sunrise to sunset. It is about creating a flight with purpose — a journey that connects 
places, ideas, and histories.  

This year’s challenge was deeply personal for me. In 2024, I achieved two life-changing 
milestones: I became a British citizen in June, and I earned my Private Pilot Licence in October. 

Born French in Grenoble in the Alpes, I was now oƯicially bi-national. I wanted to celebrate that 
dual identity in the most fitting way I could think of — by linking two iconic landmarks, one French 
and one British, in a single day’s flight. 

I discovered the Pooleys International Dawn to Dusk Competition as I was visiting Pooleys’ 
website on 26th December 2024, and it came immediately to me that I wanted to take part in 2025. 
I vividly remember the day as I got obsessed with the idea of the challenge and spent hours on 
that day thinking about my plan. At the time, I had 18.9 hours Pilot-in-Command, and I had no 
idea if this was at all realistic, but one thing was sure, I wanted to find out in 2025! 

The choice was obvious to me: Linking Mont Saint-Michel in Normandy, France, and St Michael’s 
Mount in Cornwall, England. Two places that I had visited in the past. Two tidal islands, each 
crowned with a medieval monastery, each tied to centuries of history, each dedicated to the 
Archangel Michael — yet separated by the English Channel and 200 nautical miles of sea and 
land.  

On the morning of the flight, I had 49.4 hours Pilot in Command. As a relatively low-hour pilot, I 
knew this would be a demanding and ambitious challenge. But that, in many ways, was the point 
— to prove to myself that careful preparation, determination, and respect for the elements could 
carry me across borders, both geographic and personal. 

 

 

2. Objective of the Flight  
 

Primary Goal: 

To connect Mont Saint-Michel and St Michael’s Mount by air in a single day, from Wycombe EGTB 
to Wycombe EGTB, symbolising the link between my French origins and my British citizenship.  

Secondary Goals:  

 To navigate internationally between the UK and France under VFR, managing cross-border 
procedures and radio work, solo.  

 To deepen my experience as a newly licensed, low-hour PPL through long-distance navigation 
and multiple airspace environments.  

 To create a photographic and written record for the Pooley’s 2025 International Dawn to Dusk 
Competition that would celebrate history, geography, and personal achievement. 
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3. Historical & Cultural Context 
 

The theme of this flight was inspired by two extraordinary tidal islands: Mont Saint-Michel in 
Normandy, France, and St Michael’s Mount in Cornwall, England. Though separated by the 
English Channel, they are bound by a shared dedication to the Archangel Michael, by their 
medieval roles as centres of faith and defence, and by their enduring cultural resonance. Both 
islands rise from the sea as dramatic silhouettes, accessible only when the tides allow, and both 
continue to capture the imagination of pilgrims, travellers, and aviators! 

The journey between them was deeply personal: I was born French, became British in 2024, and 
in that same year gained my wings as a private pilot. Flying from one mount to the other was a way 
to bridge my French roots with my British wings — a modern pilgrimage through history, identity, 
and the skies. 

 

a. Mont Saint-Michel (France) 

 

Mont Saint-Michel has stood as a beacon of resilience and devotion for more than 1,300 years. 
According to tradition, the Archangel Michael appeared to Bishop Aubert of Avranches in 708, 
commanding the construction of a sanctuary on the rocky tidal island. By the 10th century, the 
Benedictine abbey was established, and in the centuries that followed, the mount became one 
of the most important pilgrimage sites in medieval Europe. 

Its architecture blends Romanesque solidity with soaring Gothic lines, earning it the title “La 
Merveille” — “The Marvel.” Strategically, Mont Saint-Michel resisted repeated sieges during the 
Hundred Years’ War, its fortifications and tidal defences making it all but impregnable. 

In modern times, its cultural importance has only grown: Listed as a UNESCO World Heritage Site 
in 1979, it has undergone major conservation works, including the replacement of its causeway 
with an elevated bridge and the restoration of tidal flow to preserve its island character. Today, it 
remains both a place of worship and one of France’s most iconic landmarks. 

 

Le Mont St Michel, Normandie - France 
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b. St Michael’s Mount (England) 

 

St Michael’s Mount, rising from the waters of Mount’s Bay in Cornwall, mirrors its Norman 
counterpart in striking ways. A tidal island linked to the mainland by a granite causeway at low 
tide, it has been a site of religious devotion and defence for over a millennium. Like Mont Saint-
Michel, legend tells that Archangel Michael appeared here, this time to Cornish fishermen in the 
8th century. 

During the Norman period, the mount became a priory directly linked to Mont Saint-Michel, 
reflecting the cross-Channel ties of that era. The medieval chapel still crowns the island, while 
the castle and fortifications tell of its later role as a stronghold against seaborne threats. Over 
time, it evolved into a fortified manor and, eventually, a stately home. 

Since 1954, St Michael’s Mount has been cared for by the National Trust in partnership with the 
St Aubyn family, who continue to reside there. Beyond its history, the island is rich in Cornish 
folklore: tales of giants, saints, and heroic feats remain part of its living culture. Today, it thrives 
both as a heritage destination and as a vibrant local community. 

 

St Michael’s Mount, Marazion - England 

 

c. A Shared Heritage 

 

The parallels between the two mounts are striking: 

 Both are tidal islands, accessible only at low tide. 
 Both are dedicated to Archangel Michael, guardian of high places. 
 Both served as medieval pilgrimage centres and as sites of defence. 
 Both stand today as living monuments, where sacred tradition, history, and community 

intertwine. 

Together, Mont Saint-Michel and St Michael’s Mount form a symbolic pair — twin sentinels of the 
Channel, guardians of heritage on both coasts.  
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d. Personal Reflection 

 

For centuries, pilgrims crossed lands and waters to reach these sacred places. My flight between 
them was, in a sense, a modern pilgrimage — not on foot, but through the skies. At the time of 
departure, I had only 49 hours of Pilot-in-Command experience, and yet I was carrying within me 
the weight of history, culture, and personal meaning. 

 

As I approached Mont Saint-Michel and later St Michael’s Mount, I felt a powerful resonance: two 
islands bound by legend, two nations bound by history, and my own life bound by both. This was 
more than a flight. It was a bridge between roots and wings, between past and present, and 
between two homes that I now carry in my heart. Linking them by air has been a symbolic bridge 
between my heritage and my present — between France and Britain, between the sea’s ebb and 
flow, and between my first steps as a French citizen and my first year as a British one. 

 

 

4. Planning  
 

a. Sunrise / Sunset information 

 

On Sunday 27th July 2025: 

 Sunrise 0419 UTC, Morning Civil Twilight 0337 UTC 
 Sunset 1954 UTC, Evening Civil Twilight 2033 UTC 

 

b. Route Planning  

 

The route was designed: 

1. To depart Wycombe Air Park (EGTB), routing southbound, over the English coastline and the 
Isle of Wight; to continue across the English Channel to Cherbourg (LFRC) for customs 
clearance and refuelling. 

2. To depart Cherbourg (LFRC), tracking south along the Normandy coast with an intended 
overflight of Mont Saint-Michel (subject to approval); to re-enter UK airspace via the Channel 
Islands CTR Class D, flying overhead Jersey and Guernsey; to continue westbound outside 
the CTR, following the Cornish coastline to St Michael’s Mount; to land at Perranporth EGTP 
for rest and refuelling, with a potential ATZ entry delay due to parachuting activity at 
Perranporth. 

3. To depart Perranporth (EGTP) for the return flight to Wycombe Air Park (EGTB), completing the 
full journey. 
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Total planned distance / flight time / fuel burn:  

Flight Planned Distance Planned Time Planned Fuel Burn 
Wycombe - Cherbourg 125 NM 1.1 h 50 L 
Cherbourg - Perranporth 274 NM 2.7 h 105 L 
Perranporth - Wycombe 185 NM 1.7 h 75 L 
Total 584 NM 5.5 h 230 L 

 

 

c. Aircraft & Pilot Information 

 

Aircraft: G-OJAG 

 Cessna 172S Skyhawk, built 2005, registration G-OJAG, traditional (analogue) cockpit. 
 Equipment: ADF, VOR/DME, transponder mode C 
 Maintenance: Annual Inspection completed on 22nd July 2025 (5 days prior to my flights). 
 No discrepancies found on the aircraft prior to first flight on 27th July 2025. 
 Weight & Balance, and Fuel Uplift, planned for Wycombe, Cherbourg and Perranporth 

departures (see Appendix section), performance calculation made for all 3 airfields, with 
outside temperature of 20 degrees Celsius (see Appendix section). 

 All aircraft documentation checked, current. 
 I obtained approval for out-of-hours landing upon return to Wycombe (I made “Wycombe 

TraƯic” calls instead of “Wycombe Radio” calls on my return). 
 I took a Personal Locator Beacon (PLB) with me, I wore a life jacket during flights 1 and 2. 
 CO detector available and serviceable in cockpit. 
 HALON fire extinguisher available and serviceable in cockpit. 
 Aircraft cleaned, everything tidied away in relevant place (anything used during the flight was 

easily reachable, everything else tidied away on back seats), windshield cleaned before 
departure. 

 I carried a quart of oil as spare due to the long distance in a day! I ensured a morning departure 
with nearly max amount of oil (max is 8 US quarts for GOJAG). 

 I departed Wycombe with full tank fuel. I refuelled the aircraft at Cherbourg and Perranporth 
(AVGAS 100LL Grade Aviation Fuel - blue). 

 Airplane checklist and POH in aircraft. 

Note: The full “planning and pre-flight” checklist (my own version) is available in Appendix 
section. 
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G-OJAG, Cessna 172S Skyhawk, traditional (analogue) cockpit, during flight 3 of Pooleys 
International Dawn to Dusk Competition 2025 

 

 

G-OJAG landed at Le Touquet LFAT, France, during my first solo return cross Channel flight, 
from Wycombe Air Park EGTB, UK, on Sunday 15th June 2025, with 39.2 P1 hours 
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Pilot (main pilot milestones): Karen Locatelli 

 PPL training completed in Cessna 152, PPL (A) SEP (Land) awarded October 2024. 
 Solo return flight from Wycombe EGTB to the Isle of Wight, UK on 16th March 2025, including 

a scenic circuit around the Needles and landing at Bembridge EGHJ. Total distance flown: 182 
NM. Total logged P1 prior: 26.4 hours. Cessna 152, Reg. G-EEKK. 

 Solo return flight from Wycombe EGTB to Cornwall, UK, on 6th April 2025, featuring a loop 
around St Michael’s Mount, Marazion UK, and landing at Perranporth EGTP. Total distance 
flown: 423 NM. Total logged P1 prior: 29.2 hours. Cessna 152, Reg. G-BHDM. 

 DiƯerences Training in Cessna 172, completed on 10th May 2025. Cessna 172, Reg. G-OJAG. 
 Cross-channel check completed on 8th June 2025 in Cessna 172, Reg. G-OJAG. Return flight 

from Wycombe EGTB to Le Touquet, France LFAT, with instructor. 
 Solo return flight from Wycombe EGTB to Le Touquet, France LFAT on 15th June 2025. Total 

distance flown: 293 NM. Total logged P1 prior: 39.2 hours. Cessna 172, Reg. G-OJAG. 
 On the morning of the Pooleys Dawn to Dusk Competition, I had 49.4 total P1 hours (Pilot in 

Command), and 125.2 total hours, which I state here to emphasise this was a high-value 
learning flight for a low-hour pilot. 
 

 

Solo flight over the Needles, Isle of Wight, from Wycombe EGTB to Wycombe EGTB, 180 
NM, 2.4h flight, on Saturday 14th December 2024, with 15.8 P1 hours, Cessna 152 
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d. Regulatory compliance 

 

 Passport & PPL licence: Carried with me, valid / current. 
 

 Aircraft documents: List of documents carried during the flights: Aircraft Manual POH, 
Certificate of Registration, Certificate of Airworthiness, Noise Certificate, Aircraft Radio 
Licence, Third Party Liability Insurance Certificate, Minimum Equipment List, Aircraft Tech 
Log, Aircraft Mass and Balance Certificate. In addition, current UK and France charts covering 
the full journey, Flight Plan details. 

 
 Customs, Immigration and Police: 

o UK: General Aviation Report (GAR) must be submitted online by pilots intending to 
travel from/to the UK. GARs submitted 24h prior to intended flights. Inbound and 
outbound forms. 

 

o France: French Customs (Douanes): Submitted relevant forms via email to French 
Customs, 24h prior to intended arrival time in Cherbourg. Inbound and outbound 
forms. 

 
 “Prior Permission Required” PPR: Provided visited airfields (Cherbourg and Perranporth) 

notice and information relevant to the flights (expected time of arrival and departure, aircraft 
type and details, pilot details. PPR was done over email the day before the flight for 
Cherbourg, and via phone call in the morning of the flight for Perranporth. 

 
 Flight Plans: It is a requirement to file a flight plan for international flights. A flight plan must 

be filled for all flights (IFR/VFR) to or from the United Kingdom which will cross the United 
Kingdom FIR Boundary. I did fill outbound and inbound flight plans using SkyDemon 
application from my phone, an hour prior to departure for each flight. 

 

 Cross water specific items: I did wear a life jacket during both my flights over the channel 
(flights 1 and 2). I also had with me, easily reachable a PLB (Personal Locator Beacon). 
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 Signed oƯ by instructor: In the morning of the flights, I got signed oƯ by Instructor Robert 
Norris, at Wycombe EGTB. I went through my planning and preparation with him to be sure I 
hadn’t forgotten anything major. This is a requirement as an aircraft renter to be signed oƯ for 
any flight. But it was also important for me to be able to cross check I was all set to go. 

 

e. Safety Risk management, weather precautions 

 

Although the Dawn to Dusk Challenge celebrates the spirit of adventure in aviation, I approached 
this flight with the mindset that safety must come first. As a newly qualified pilot with just 49 hours 
as Pilot in Command on the morning of the flight, I was fully aware that my limited experience was 
a risk factor. My French roots gave me a natural familiarity with crossing into French airspace and 
handling the language, but my British wings reminded me that, as a new pilot, I needed to rely on 
careful preparation, structured decision-making, and humility in the face of potential challenges. 

To manage this balance, I applied structured risk management before and during the flight, using 
the PAVER model recommended in UK general aviation safety practice. 

 

P — Pilot (solo flight, no passengers) 

As a recently qualified PPL pilot, I assessed myself honestly against the task ahead. The 
combination of long cross-country legs, 2 international flights over the water, and Channel 
Islands Control Zone (CTR Class D) crossing required careful consideration. I mitigated these 
risks: 

 Before the day of the flight: 
o By regularly completing dual refresher flights with instructor and reviewing my 

planned navigation, diversions, and emergency procedures. 
o By reviewing UK CAA Safety Sense Leaflets and Skyway code to cover from flight 

planning to overwater flying. 
 On the day of the flight: 

o By assessing myself in the morning as I woke up and deciding that I was fit to fly on 
that day. 

o By ensuring hydration and nutrition before departure, during flight and allowing 
adequate rest in-between flights. 

o By flying solo without passengers (potential distractions), allowing me to focus 
entirely on decision-making and aircraft handling. 

 

A — Aircraft 

The aircraft was a Cessna 172 (Registration G-OJAG), maintained to full UK standards, with a 
recent annual check completed (5 days prior). For this type of journey, its endurance, reliability, 
and familiarity were strong safety assets to me. 

 I conducted a thorough pre-flight inspection and confirmed serviceability with the 
maintenance logs. 
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 Fuel planning exceeded the minimum legal requirement, with full tanks at each departure and 
alternates considered on each flight. 

 Performance calculations confirmed safe margins at Wycombe EGTB, Cherbourg LFRC, and 
Perranporth EGTP. 

 Navigation was backed up by dual systems: traditional charts with pilot logs (PLOGs) 
thoroughly prepared, coupled with SkyDemon on my phone, as back up. 

 

V — enVironment 

Weather and environment presented the most variable risks: 

 I studied TAFs, METARs in the morning of and during the day, and F214/F215 charts, checking 
specifically for visibility, wind, and low-level cloud. 

 I knew sea fog was a hazard on both the French and Cornish coasts, so I kept on top of 
weather forecast from both French Meteo-France and UK Met OƯice, especially for Channel 
crossing. 

 Routing was planned with potential diversions / alternates, as recommended by ICAO’s 
Threat and Error Management (TEM) principles. 

 

E — External Pressures 

I acknowledged a strong external pressure: this flight represented a personal milestone. After I 
became a British citizen and a qualified pilot, I had the idea to celebrate my binational identity by 
linking Mont Saint-Michel and St Michael’s Mount in one day. Such significance could easily 
generate “Get-There-itis.” 

To counter this, I deliberately built flexibility into the plan: 

 Clear “Go / No-Go” points were established, based on weather and aircraft performance. 
 Multiple alternates (Lee-On-The-Solent, Bembridge, Caen, Alderney, Jersey, Guernsey, 

Exeter, Land’s End, Newquay) were briefed in advance (ATZ plates studied). 
 Should external factors prevented completion of the route in 2025, I intended to carry forward 

the plan and execute it in the following year. 
 I reminded myself before departure that the challenge values planning and safety as much as 

completion. 

I conducted several review sessions with instructors to evaluate key aspects of the planning 
process, from route selection to R/T procedures. I am deeply grateful to Mr Robert Norris, Mr 
Alastair Stevenson, and Mr CliƯ Carlton for generously sharing their expertise throughout this 
preparation. 

The flights were postponed multiple times—whether due to adverse weather conditions in 
England or France, aircraft unavailability, or a rejected PPR request at Cherbourg in late June. 
These setbacks proved to be valuable lessons in patience and resilience. 
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R — Review Risks & Mitigation 

Identified risks: 

 Limited overall flight experience of the pilot. 
 Extended solo cross-country route involving international and maritime segments, including 

transit through the Channel Islands Control Zone (Class D). 
 Variable weather conditions, particularly concerning visibility, cloud cover, and coastal fog. 
 

Mitigation Measures: 

 Adopted conservative margins for both weather and fuel planning. 
 Incorporated multiple alternate aerodromes and maintained routing flexibility throughout. 
 Conducted thorough preparation using CAA guidance materials, supplemented by instructor 

reviews. 
 Continuously monitored enroute conditions with readiness to divert if required. 
 Selected standby frequency 121.5 MHz to ensure emergency communication capability in 

case of ATC loss. 
 Wore a life jacket during overwater segments (Flights 1 and 2). 
 Familiarised myself with ditching drills and escape route from the aircraft for the overwater 

segments. 
 Carried a Personal Locator Beacon (PLB), readily accessible for emergency use. 
 Performed a full FREDA check prior to each water crossing, confirming engine parameters, 

fuel suƯiciency (including turnback/diversion options), and aircraft readiness. 
 Operated a serviceable Mode C transponder throughout all flight phases. 
 Packed an overnight bag to accommodate potential delays due to fatigue, weather, aircraft 

issues, or other factors impacting safe continuation. 

 

Review: 

Prior to each flight, I thoroughly reassessed all planning elements. Each review informed a clear 
Go/No-Go decision, based on current conditions and readiness. With an overnight bag prepared, 
I retained full flexibility to pause the journey at any stage if required. 

 

Outcome: 

The flight was completed safely and without incident. All personal and regulatory limits were 
adhered to, and the implemented risk management strategies proved eƯective throughout the 
operation. 
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5. Weather & Flight Conditions 
 

Following completion of DiƯerences Training on the Cessna 172 and formal sign-oƯ for Channel 
crossings, the flight was scheduled for a summer day with favourable conditions to support 
coastal VFR navigation and aerial photography. While the planning process was relatively 
straightforward, operational execution proved more complex due to full-time professional 
commitments. Consequently, the route had to be flown preferably on a weekend day. 

 

It became evident that synchronising suitable weather conditions across the entire route, 
ensuring aircraft availability and serviceability, and obtaining Prior Permission Required (PPR) for 
both Aerodrome TraƯic Zones (ATZs: Cherbourg and Perranporth), posed significant challenges. 

 

A critical element of the planning process involved confirming VFR conditions across both the UK 
and France for the duration of the journey. Long range weather forecasts were meticulously 
studied from the UK Met OƯice, from Meteo-France AeroWeb and from diverse other sources 
(Windy App, AeroWeather, amongst others). The forecast checks on Saturday 26th July evening 
indicated favourable conditions for the next day. Early morning on Sunday 27th July, the weather 
assessments —including review of the latest F214 UK Spot Wind Forecast Chart, F215 UK Low-
Level Forecast Chart (available in Appendix section), METARs, TAFs for each aerodrome on the 
route — demonstrated acceptable parameters for safe navigation. I took the final decision and 
confirmed suitability for VFR operations directly from Wycombe, during review and rental sign-oƯ 
with Instructor. 

 

Particular attention was given to the Channel crossings, especially the second leg, which 
required heightened caution regarding weather and fuel planning. To mitigate risks associated 
with coastal fog or deteriorating conditions, a series of backup routes and alternate aerodromes 
were identified, including Caen (LFRK), Alderney (EGJA), Jersey (EGJJ), Guernsey (EGJB), Exeter 
(EGTE), Land’s End (EGHC), and Newquay (EGHQ). 
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6. Navigation & Techniques  
 

This VFR flight was conducted primarily using pilot logs (3 PLOGS, see the actual documents 
below) readily available on my kneeboard, and paper charts for route planning and in-flight 
navigation. The following charts were utilised: 

 CAA Southern England 1:500,000 Chart Edition 51 (flights 1/ 2 /3) 
 France VFR IGN 1:500,000 Nord Ouest 941 Chart Edition 2025 (flight 2) 

 
 
Electronic Backup: 
SkyDemon was used as a secondary navigation aid, providing situational awareness and route 
confirmation as needed. 
 
Fix Verification: 
Where available, VOR/DME stations were used to cross-check positional fixes and ensure 
accuracy throughout the flight. All relevant VOR/DME had been identified during the planning 
phase and added to the PLOG for easy access to the information in-flight. 
 
R/T frequencies: 
The route has been studied upfront, determining airspace on the way, allowing to identify the 
frequencies to use during the flight. All main frequencies were added to the PLOG. 
 
Instrument checks: 
In general aviation, FREDA is a widely used mnemonic that helps pilots remember key en-route 
checks during flight. It stands for: 
 F – Fuel: Check quantity, tank selection. Think about route, alternates and reserve. Is 

consumption in line with planned expectations? 
 R – Radio: Confirm correct frequency is set and communications are functioning. Also, 

FREDA check is a good time to plan for next frequencies. G-OJAG has 2 COMs allowing to plan 
for up to 4 frequencies (2 active, 2 standby), keeping one set on 121.5 MHz for emergency 
calls. 

 E – Engine: Monitor temperature & pressure (in the green!), and overall performance. 
 D – Direction Indicator (DI): Ensure it is aligned with the compass. The DI in the Cessna 172 

is a gyroscopic instrument, and it slowly drifts over time—typically around 15° per hour—
because it is not tied to magnetic north. Therefore, it is necessary to manually realign it with 
the magnetic compass at regular intervals to keep headings accurate. 

 A – Altimeter: Verify altitude flown and correct pressure setting (QNH/QFE) on altimeter. 
I always indicate “FREDA” in red on my PLOG as a visual reminder to complete the checks. I run 
the checks at regular intervals, every other 6-minute marks from the navigation chart, or after 
significant changes in heading or altitude. It’s a simple but eƯective tool to maintain situational 
awareness and flight safety. 
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Flight 1 PLOG (Pilot Log) was manually prepared in advance and finalised on the morning of 
departure, incorporating up-to-date weather information (wind, temperature…): 
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Flight 2 PLOG (Pilot Log) was manually prepared in advance and finalised on the morning of 
departure, incorporating up-to-date weather information (wind, temperature…): 
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Flight 3 PLOG (Pilot Log) was manually prepared in advance and finalised on the morning of 
departure, incorporating up-to-date weather information (wind, temperature…): 
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The route was drawn on paper charts. 
 
Flight 2 was to be followed on 2 charts as the full flight was incomplete on each chart: 
 UK chart doesn’t display as far South as Mont St Michel, France 
 France chart doesn’t display as far West as Cornwall, UK. 
 
Flight charts were meticulously prepared to include all essential navigation details, ensuring 
minimal time spent searching for information in-flight and maximizing visual attention outside 
the cockpit. Key features included: 
 Wind data (direction and speed) clearly marked in red, with directional arrows. 
 Departure, turning points, and destination identified using black circles. 
 Waypoints connected by black lines, with magnetic headings and time estimates per leg 

displayed in boxed annotations for quick reference—reducing reliance on the PLOG mid-
flight. 

 Six-minute markers added along each leg to support situational awareness and time tracking. 
 
For open-water segments, SkyDemon was used selectively, where traditional six-minute marks 
were less applicable. 
 
Fuel planning was conducted for each flight leg, incorporating standard VFR reserves of 45 
minutes and an additional 10% contingency, ensuring robust margins for safety and flexibility. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



21 
 

Flight 1 chart preparation: 
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Flight 2 chart preparation: 
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Flight 3 chart preparation: 
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7. Execution of the Flight  
 

Flight 1 — Wycombe (EGTB) → Henley → Basingstoke → Butser Hill Mast → KATHY Waypoint → 
GARMI Waypoint → Cherbourg (LFRC) 

I departed early morning from Wycombe Air Park EGTB after a comprehensive check of the 
aircraft, tracking South-West, overflying the Isle of Wight, before crossing the Channel. The 
visibility over the water was very good, the French coast soon appearing as a thin grey line ahead 
before the land features came into clear view. The arrival at Cherbourg was smooth, with customs 
formalities completed eƯiciently. 

 Departing (take-oƯ) time from EGTB Wycombe: 0840 UTC.  
 Cruise: 4,600 ft over the Channel for glide range.  
 Landing time at LFRC Cherbourg: 0951 UTC. 
 Total flight time (HOBBS*): 1.4 hour 
 Total distance flown: 132 NM 
 Remarks: Smooth crossing, self-service refuel, eƯicient customs clearance at LFRC. 

*Note: HOBBS time (total flight time) includes ground operations (pre-taxi checks, power checks 
and pre-take oƯ vital actions, after landing checks and shutting down procedures) and taxi 
to/from runway. 

 

 



25 
 

Pilot logs: EGTB - LFRC chart 

In purple, the planned route, in blue, the flown route. 
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Flight 2 — Cherbourg (LFRC) → Mont Saint-Michel → ORVAL waypoint → Jersey → Guernsey → 
EPLEF waypoint → St Michael’s Mount → Perranporth (EGTP)  

From Cherbourg, I headed South until I saw Mont Saint-Michel rose from the tidal flats. Staying at 
good distance to the Mont due to NOTAM for parachuting over it from Avranches skydiving centre, 
I still could see the abbey walls in the distance and take a few pictures. 

 Departing (take-oƯ) time from LFRC Cherbourg: 1127 UTC.  
 Cruise: Maintained not above 2,000 ft while crossing the Channel Islands CTR, as per ATC 

instructions. Climbed up to 4,000 ft outside the Channel Islands CTR to Cornwall. 
 Landing time at EGTP Perranporth: 1427 UTC. 
 Total flight time (HOBBS*): 3.2 hours (delayed arrival at EGTP due to parachuting active). 
 Total distance flown: 294 NM 
 Channel Islande CTR crossing: My plan was to fly overhead Jersey and Guernsey. I was 

instructed to follow specific waypoints, including Corbiere Lighthouse, South of Jersey, St 
Martins Point waypoint, South-East of Guernsey, Fort Le Marchant, North-East of Guernsey, 
and then resume planned route with EPLEF waypoint at the North-West boundary of the 
Channel Islands CTR. The CTR crossing was a pleasant experience. I witnessed the arrival and 
departure of several aircrafts. 

 St Michael’s Mount, Cornwall: I decided not to orbit around the Mount, as initially planned, 
but to remain East of it, allowing me to safely take a few pictures of the mount and the 
causeway. 

 Arrival at Perranporth: When I contacted Perranporth Radio 10 NM to the ATZ, I was 
instructed to remain outside of the ATZ due to parachuting activity at Perranporth. I did hold 
South of Perranporth. When “all canopies on the ground” message was announced on the 
radio, I resumed my arrival procedure for runway 27 RH. We were 4 aircrafts holding, I was in 
third position in the circuit. The landing at EGTP was executed smoothly. 

*Note: HOBBS time (total flight time) includes ground operations and taxi to/from runway. 
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Pilot logs: LFRC - EGTP chart 

In purple, the planned route, in blue, the flown route. 
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Flight 3 — Perranporth (EGTP) → Newquay (EGHQ) → Wells Mast VRP → Radstock VRP → CAWZE 
waypoint → ENHAQ waypoint → ELSOF waypoint → Wycombe (EGTB) 

After landing at Perranporth for fuel and a brief meal in the sun on the terrasse, watching skydivers 
having fun, I set course back to Wycombe. The late afternoon flight was the occasion to see some 
beautiful landscape in the end of day sunlight. This flight marked the end of a full and satisfying 
day’s flying. 

 Departing (take-oƯ) time from EGTP Perranporth:  1637 UTC.  
 Cruise: Planned for 2,500ft, flown with maximum altitude of 3,738 ft based on cloud base 

locally. 
 Landing time at EGTB Wycombe:  1824 UTC (sunset on 27/07/2025 at 1954 UTC). 
 Total flight time (HOBBS*): 2.0 hours 
 Total distance flown: 196 NM 
 Routing: Inland, avoiding Bristol and Exeter controlled airspace; final arrival into Wycombe 

EGTB in golden evening light. I call (by phone) Wycombe Ops before departing from 
Perranporth to get current wind and runway information. During the flight, as I got close to 
destination I switched to Heathrow ATIS on 128.080 to get local wind (to confirm runway 
assumption), knowing that Wycombe Radio would be closed by the time I would integrate the 
circuit. I executed arrival procedure for circuit 24 RH based on wind, calling Wycombe TraƯic 
as it was after opening hours of AGCS. 

*Note: HOBBS time (total flight time) includes ground operations and taxi to/from runway. 
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Pilot logs: EGTP - EGTB chart 

In purple, the planned route, in blue, the flown route. 
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8. Statistics, Challenges & Achievements  
 

Flight Statistics:  

*HOBBS time includes ground operations (pre-taxi checks, power checks and pre-take oƯ vital 
actions, after landing checks and shutting down procedures) and taxi to/from runway. 

 

Flight Planned 
Distance 

Actual 
Distance 

Planned flown 
Time 

Actual HOBBS* 
Time 

Wycombe - Cherbourg 125 NM 132 NM 1.1 h 1.4 h 
Cherbourg - Perranporth 274 NM 294 NM 2.7 h 3.2 h 
Perranporth - Wycombe 185 NM 196 NM 1.7 h 2.0 h 
 
Total 

 
584 NM 

 
622 nm 

 
5.5 h 

 
6.6 h 

 

 

 

1 day, 3 solo flights, total distance of 622 NM, 6.6 hours 
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Challenges and Achievements: 

 

This project represented both a logistical and personal challenge, linking two historically and 
geographically connected landmarks — Mont Saint-Michel in France and St Michael’s Mount in 
Cornwall — within a single day’s flight.  

As a low-hour PPL with fewer than 50 hours Pilot in Command, I successfully managed 
international VFR procedures, multiple Channel crossings, and complex airspace requirements. 
Particular preparation was devoted to the Channel Islands Class D transit, for which I sought 
advice from instructors Mr. Alastair Stevenson and Mr. CliƯ Carlton. 

Decision-making throughout was conservative: 

 I established potential diversion aerodromes including Lee-On-The-Solent, Bembridge, 
Caen, Dinard, Jersey, Guernsey, Plymouth, Exeter, Land’s End, and Newquay. 

 I chose flightpaths that minimized time beyond gliding distance from shore. I kept higher 
cruising altitudes over water to extend my glide range and give me more options in case of 
engine failure. 

 I was confident with how to execute a controlled water landing (Ditching procedure). 
 I was aware of the consequences of hypothermia, that cold water could incapacitate me 

within minutes. I was wearing a life jacket during the 2 flights encompassing time over water. 
Also, flying over water can be psychologically demanding. Confidence in my aircraft and 
procedures reduced stress and improved decision-making.  

 In-flight endurance was also a challenge, with one sector extending over three hours. Careful 
planning included carrying water and snacks to avoid fatigue, hypoglycaemia, or dehydration. 

These strategies contributed significantly to the safety and success of the flights.  

 

Achievements extended beyond completing the objective of linking the two tidal islands in one 
day. The flights strengthened my navigational skills, flight planning, and in-flight decision-making, 
while also providing valuable experience with international procedures and controlled airspace 
operations. Photographic documentation was captured of both landmarks and key en-route 
features.  

 

From a licensing perspective, the flight also marked a pilot milestone: a total of 6.6 hours and 
622 NM, qualifying as my required CPL cross-country flight (over 540 km / 300 NM with full-stop 
landings at two diƯerent aerodromes). 

 

Ultimately, the project combined demanding operational challenges with lasting personal 
achievements, providing an invaluable stepping stone in my journey toward becoming a more 
experienced and capable pilot. 
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9. Lessons Learned 
 

Preparation is everything — especially for cross-border flights with limited experience. The 
detail in planning gave me confidence when flying over unfamiliar terrain and open-water 
segments. 

 

Patience is paramount — it proved to be essential: Whenever I tried to push ahead too quickly 
in my training, circumstances had a way of slowing me down — whether through weather, aircraft 
maintenance, or instructor availability. Each delay became an opportunity to pause, revisit my 
planning, question my approach, and refine it. Far from wasted time, these enforced pauses 
strengthened both my preparation and my mindset. 

 

Weather windows were critical in determining go/no-go decisions. Achieving suitable 
conditions across such a wide area — spanning Wycombe, the Channel crossing, northern 
France, Cornwall and back to Wycombe via Bristol area — proved particularly challenging. Rarely 
did all regions align with the required standards for safety over the full duration of the flights. This 
reinforced the importance of patience, flexibility, and a willingness to adapt the plan until the right 
window presented itself. 

 

Confidence grows in the doing — taking on a demanding challenge early in my flying career 
accelerated my learning and built trust in my abilities. 

 

Safety first — always. 

 

 

10. Conclusion & Reflection  
 

The Pooley’s International Dawn to Dusk Competition is about more than covering miles between 
sunrise and sunset. It is about purpose — finding meaning in the act of flight, using an aircraft as 
a bridge between ideas, people, and places. 

From Mont Saint-Michel to St Michael’s Mount, I not only linked two landmarks but united two 
halves of my identity. This flight was both a personal and geographical connection, carried out 
with the same sense of exploration that has inspired aviators for decades. 

 

 



33 
 

 

Mont Saint-Michel — 27 Jul 2025, 13:01 BST, from the North-West 
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St Michael’s Mount — 27 Jul 2025, 15:04 BST, from the East 
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Sunday 27th July 2025, 15:04 BST, St Michael’s Mount with causeway visible at low tide 

 

 

Sunday 27th July 2025, 19:38 BST, after a symbolic epic journey between my two 
homelands, Cessna 172 Skyhawk G-OJAG and I, safely back at Wycombe. 
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11. References — Mont-Saint-Michel and St Michael’s 
Mount 
 
 
Mont Saint Michel, France 
 
 UNESCO World Heritage Centre — Mont-Saint-Michel and its Bay: Mont-Saint-Michel and 

its Bay - UNESCO World Heritage Centre 
 
 Abbey of Mont-Saint-Michel – OƯicial history: Welcome to the abbaye du Mont-Saint-

Michel 
 
 OƯicial website of the restoring operation of the Mont St Michel: Le Mont-Saint-Michel 

and its bay is one of the most visited tourist sites in France, one of the most famous in 
Europe. Each year, nearly 2.5 million visitors from around the world to admire. But the 
conditions of access were no longer at the height of fame or the place or public 
expectations. Everything has been redesigned for the "Rock" finds its magic gradually lost: 
OƯicial website of the restoring operation of the Mont-saint-Michel's maritime character  

 
 
St Michael’s Mount, UK 
 
 St Michael’s Mount oƯicial site — History & Legends / visitor information: St Michael's 

Mount History & Myths – St Michael's Mount. 
 
 National Trust: St Michael's Mount | Cornwall | National Trust  
 
 Discover Britain - St Michael’s Mount: the myths and the magic St Michael's Mount: the 

myths and the magic 
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12. Video link and final words 
 

The accompanying video brings together the few photographs I was able to capture with my 
phone before, during, and after the three flights. Understandably, as I was flying solo, my priority 
was always the safety of the operation, so photography was secondary. 

 

VIDEO LINK: https://vimeo.com/1116319699 

 

Compiling these images allowed me to relive an exceptional journey: from gaining my wings to 
challenging myself with this Dawn to Dusk project, all with the aim of becoming a more 
knowledgeable and capable pilot. The experience has been both rewarding and transformative, 
and I have thoroughly enjoyed every step of the journey so far.  

These photographs are more than simple records — they are the visual memory of my 2025 
adventure, which I hope will be the first of many more to come. The months of training, planning, 
preparation, and waiting for the right opportunity were as much a part of the story as the flights 
themselves, and they made the day in the air all the more special. 

As final words, I would like to thank three instructors at Wycombe EGTB for their unwavering 
support at diƯerent stages of my progression since my first flight in 2024: Mr Robert Norris, Mr 
Alastair Stevenson and Mr CliƯ Carlton. 

With this, I conclude my submission to the 2025 Pooley’s International Dawn to Dusk 
Competition. Thank you sincerely for taking the time to read my reflections on this incredible 
journey. 

  

With best wishes,  

 

Karen Locatelli  
 

-September 2025- 
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1. Planning and pre-flight checklist 
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2. NOTAM Brief 
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3. Weather Charts 
F214 UK Spot wind forecast chart 
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F215 UK low-level forecast chart 
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4. Fuel Calculations and Weight & Balance 
 

Cessna 172S Skyhawk SP, Registration G-OJAG, traditional (analogue) cockpit  
Approved fuel is 100LL grade aviation fuel 
Fuel capacity is 56 US Gallons, of which 53 US Gallon usable fuel (200 litres) 
Average consumption in cruise is 7 US Gallons per hour (26.5 litres/hour). 
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Fuel and Mass & Balance calculations, G-OJAG, EGTB -> LFRC 
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Fuel and Mass & Balance calculations, G-OJAG, LFRC  EGTP 
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Fuel and Mass & Balance calculations, G-OJAG, EGTP  EGTB 
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5. Performance Calculations 
 

C172 Take-OƯ Distance 

TORA = Take OƯ Run Available 
EGTB Wycombe 06/24 Hard is 730 m = 2,395 ft 
LFRC Cherbourg 10/28 Hard is 2,440 m = 8,000 ft 
EGTP Perranporth 09/27 Hard is 741 m = 2,431 ft 
 
 Temperature:20 degrees Celsius 
 Altitude Wycombe is 516 ft AMSL, alt. Cherbourg is 459 ft AMSL, alt. Perranporth is 330 ft 

AMSL. Calculation will be done with Wycombe EGTB as shorter TORA for similar altitudes. 
 Wind considered nil at the time of performance calculations. Plan was always to land with 

headwind, not tailwind. 
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Take-OƯ with 10 degrees flaps (no wind): 
 Ground roll distance (temp 20 degrees C, altitude 500 ft AMSL) is 1,042 ft 
 Ground roll distance (temp 20 degrees C, altitude 500 ft AMSL), with safety factor (1.33) is 

1,386.5 ft 
 All ok as TORA is 2395 ft 
 Clear 50 ft obstacle (temp 20 degrees C, altitude 500 ft AMSL) is 1,770 ft 
 Clear 50 ft obstacle (temp 20 degrees C, altitude 500 ft AMSL), with safety factor (1.33) is 

2,354 ft 
 
Take-OƯ with 0 degrees flaps (no wind): 
 Ground roll distance 0 flap is (Ground roll distance 10 flap +10%), with safety factor = 1,525 

ft 
 All ok as TORA is 2395 ft 
 Clear 50 ft obstacle 0 flap is (Clear 50 ft obstacle 10 flap + 10%), with safety factor = 2,589 ft 
 
 
C172 Landing Distance 

 
LDA = Landing Distance Available 
EGTB Wycombe 06/24 Hard is 730 m = 2,395 ft 
LFRC Cherbourg 10/28 Hard is 2,440 m = 8,000 ft 
EGTP Perranporth 09/27 Hard is 741 m = 2,431 ft 
 
 Temperature: 20 degrees Celsius 
 Altitude Wycombe is 516 ft AMSL, alt. Cherbourg is 459 ft AMSL, alt. Perranporth is 330 ft 

AMSL. 
 Wind considered nil at the time of performance calculations. Plan was always to land with 

headwind, not tailwind. 
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Landing with 30 degrees flaps (no wind): 
 Ground roll distance (temp 20 degrees C, altitude 500 ft AMSL) is 595 ft 
 Ground roll distance (temp 20 degrees C, altitude 500 ft AMSL), with safety factor (1.43) is 

850.85 ft 
 All ok as LDA is 2395 ft 
 Clear 50 ft obstacle (temp 20 degrees C, altitude 500 ft AMSL) is 1367.5 ft 
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 Clear 50 ft obstacle (temp 20 degrees C, altitude 500 ft AMSL), with safety factor (1.43) is 
1955.52 ft 

 
Landing with 0 degrees flaps (no wind): 
 Ground roll distance 0 flap is (Ground roll distance 10 flap + 35%), with safety factor = 

1,148.65 ft 
 All ok as LDA is 2395 ft 
 Clear 50 ft obstacle 0 flap is (Clear 50 ft obstacle 10 flap + 35%), with safety factor = 

2,639.95 ft 
 
 
 

 
Cessna 172 G-OJAG amongst Wycombe’s fleet, evening of Sunday 27th July 2025 
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6. Technical Log – Cessna 172, G-OJAG 
3 entries authorised by Instructor – Rental 27/07/2025 (highlighted in yellow) 
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7. Flight Plans 

 

 
 

 


