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ONE MAGAZINE TWO FORMATS
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TERMS AND CONDITIONS

All content in this magazine belongs to Stampils Publishing and is protected by Australian and international copyright and other intellectual property laws. You may
not do anything which interferes with or breaches those laws or the intellectual property rights in the content. All rights not expressly granted under these terms of
use are reserved by Stampils Publishing. Unless expressly stated otherwise, you are not permitted to copy, or republish anything you find in the magazine without
the copyright or trademark owners’ permission. The magazine title, as well as the associated logo of Recreational Aviation Australia Ltd, are the property of RAAus.
However, Stampils Publishing, Daniella Banco of Spank Design and Karin Middleton, of Cachekat, reserve the right to be acknowledged as the magazine’s designers.
While every reasonable effort has been made to ensure the accuracy of the content of this magazine, no warrant is given or implied. The content is provided to you on
condition that you undertake all responsibility for assessing the accuracy of the content and rely on it at your own risk. Opinions expressed are not necessarily those
of people named in this magazine. Recreational Aviation Australia Ltd and Stampils Publishing reserve the right to decline any article, letter or comment deemed
unacceptable for whatever reason. No endorsement or responsibility is implied or accepted for any product advertised in this magazine. Advertisers and buyers are
each responsible for ensuring products advertised and/or purchased via this magazine meet all appropriate Australian certification and registration requirements,
especially those pertaining to CASA and RAAus. NOTE: All aircraft featured in the magazine are registered and legally permitted to fly. However, photographs of them

may be altered without notice for editorial purposes.
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BERT FLOOD IMPORTS RoTAX (™

AIRCRAFT ENGINES

i 1S
Sport

STRONGER. FASTER.

The new Rotax 912 iS Sport aircraft engine is a further
improvement of the 912 iS and offers oustanding
performance with low fuel consumption.

Pilots will appreciate the improved take off
performance which results in a better climb rate a shorter
take off run and a higher cruise speed.

914 F/UL | 115hp

The turbo charged Rotax 914
series offers more performance at
high altitudes while keeping
weight at a low level.

912 S/ULS | 100hp

In comparison to the 80 hp version
of the Rotax 912 series the 100 hp
product line offers more power
while keeping the weight.

582 MOD. 99 | 65hp 912 A/F/UL | 80hp

ENGINES YOU CAN RELY ON. Distributed in Australia, New Zealand, South East Asia and Taiwan by;
Mare than 170,000 units of Rotax aircraft engines have been sold in total, | Bert Flood Imports Pty Ltd 17 - 18 Chris Drive Lilydale Victoria 3140 Australia

Since 1989 BRP-Powerirain has manufactured more than 40.000 units of | Email: gary@bertfioodimports.com.au Visit us at: www.bertfloodimports.com.au

the Rotax 912/914 engines family,

Tel: 0387355635  Fax: 03 9735 5699
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CHAIRMAN'S REPORT

Staying in touch

BY MICHAEL MONCK

work on, which pays the bills, and had a bunch of stuff to

do with RAAus. On top of this, | had personal commitments.
| give a lot of time to other causes. What this meant was that |
couldn’t get around to meet as many members in person as | would
have liked to have done. Luckily for us, we live in a world where
communicating is easy.

Over the past couple of years we have been putting in place new
systems to improve the way members can interact with the office. We
used to rely entirely on mail and phone systems, which proved to be
slow and somewhat cumbersome. In recent times Australia Post has
made it worse. It has increased its charges and lowered its service
levels, making snail mail much less suitable for time and cost sensi-
tive applications.

Delivery times for mail are now 2 - 6 days depending on the origin
and destination. What’s more, that time starts from the day after you
post an item. In other words, it could be anywhere up to seven days
to receive an item by post and perhaps even longer if you live in a
regional or remote location.

Add to this the cost of posting. A standard mail item costs $1 to
post and, if it is a bulky item like a magazine, the price goes up dra-
matically due to the heavier weight. We have about 9,000 members
and 3,500 aircraft so, before we even buy paper, print a renewal, put
it in an envelope and walk it to the post office, we've already spent
$12,500. If you, as a member, then do the reverse process when
you choose to renew your membership or registration, the cost of
renewals goes to at least $25,000 per year. And remember, we're
not factoring in the cost of your time, staff time, materials, etc. This is
just postage. And that’s only for the first notice. Sending a reminder
kicks off another round of costs.

Add on other things like posting ASICs, sending out manuals,
technical notices or responses to queries and you can see we
spend a lot on postage. We want that to change for a number of
reasons.

The new systems we have implemented allow members to inter-
act with RAAus more efficiently and quickly. It’s a relatively painless
way for the organisation to save money.

Logging in to the online system allows you to do a number of
things without having to call the office during your work day. Too busy
during work? No problem. Go online after dinner to renew your mem-
bership, change your address, etc. All at your own leisure. We do,
however, recognise that some people don't have efficient internet

I AST year was a busy year for me. | had a huge amount of

access, so we are still available on the phone as always. We're just
trying to make it more convenient and cost effective.

Communication is not a one way street either. We are constantly
trying to improve the procedures. We've changed the way the mag-
azine is delivered and the readership has increased. We send out
regular emails to keep people up to date. Our website has been re-
freshed to offer more valuable content. It’s all about trying to stay in
touch, even when we can’'t meet you in person.

By way of example, | wrote in December Sport Pilot about an idea
| had to help secure the future of RAAus and aviation in Australia. My
article talked about everyone contributing to a fund which would al-
low us to purchase strategic parcels of land to be used by members
for aviation. | spoke about the experiences of many aviators frus-
trated they were being shut out of airports, subject to rising costs or
being shunned in favour of commercial interests.

The idea was a simple one which would cost us, as individuals,
a small amount of money but collectively offer us a huge amount
of value over time. | put out a suggested cost of $75 per year each
and others have suggested it should be closer to $200. It was put to
me that, even at the higher end, it would still be less expensive than
some other sport aviation body memberships. Either way, you can
see the potential.

Your reaction to my idea has flowed back to me in waves from all
over the country, even though | wasn't able to talk to many members
in person over the Christmas New Year period. Most of the communi-
cation was positive and came via email. We do not suffer a tyranny of
distance anymore. The world has shrunk. By the way, the idea is gath-
ering steam so please keep letting me know your opinion about it.

All of this speaks volumes to me. It tells me, in no uncertain terms,
that we can very easily communicate with each other using modern
technology and remove the reliance on the costly and time consum-
ing communication methods of years gone by. These will always be
available to us, of course, but if we want to remain relevant and sur-
vive for years to come, we need to open ourselves up to new ideas.

It's good to see it already happening and not just by the staff in
the office. Many members already take the initiative to write us an
email. It’s allowing us to get speedy feedback and adjust our course
where necessary. It's working very well.

None of this makes me less busy, but it does help me to under-
stand how everyone is feeling and reacting to the things we are do-
ing. So keep calling and keep emailing. We haven't got all the an-
swers, but with your help, we can get a few more.

There are many ways to interact with RAAus
these days.

Website: www.raa.asn.au

Member portal: www.members.raa.asn.au/login

Lodge an occurrence: www.oms.raa.asn.au/lodge

Back issues of Sport Pilot: www.raa.asn.au/sport-pilot-magazine

Subscribe to printed Sport Pilot: www.raa.asn.au/sport-pilot-magazine-application
RAAus shop: www.shop.raa.asn.au

Sport Pilot online: www.raa.asn.au/sport-pilot-magazine

ENewsletter: www.raa.asn.au/become-a-member/member-benefits/e-news
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CALENDAR OF EVENTS

A. 25-26 FEBRUARY
CIRCUM-TASMANIA CHALLENGE

The two day coastal course starts and
finishes at Wynyard with an overnight
stay at Adventure Bay on amazing Bruny
Island. The route covers 685nm of the

Tasmanian coastline. Competing aircraft will B 3-5 MARGH

overfly numerous features with flight paths AUSTRALIAN INTERNATIONAL AIR SHOW
recorded by supplied GPS trackers. Before
departure, competitors will estimate their
flight time for each leg and score penalties Avalon airport gets noisy again as heavy metal from al . ithe world comes to
for arriving early or late. Missing waypoints Victoria to roar over your head and send you deaf. If you'haven’t been to Avalon,
you should. All shapes and sizes of flying machines on display and in the air. Get
up close to the latest RAAF muscle. Lots of RAAus pilots and their machines fly in.
RAAus will also be there in force to promote recreational aviation.

For more information, www.airshow.com.au.

RAAus members get in free! See this edition for details.

or undertaking time wasting orbits will also
be penalised. A handsome trophy awaits the
winning aircraft. For more information,
www.wynyardaeroclub.com.au.

C. 12 MARCH
CLIFTON FLY IN

The Lone Eagle Flying School annual fly-in will include
International Women in Aviation Week. The fly-in

has become an iconic event in the region and is the
premier attraction for all types of aviation in southern
Queensland. See various types, shapes, sizes and
models of recreational, ultralight and homebuilt
aircraft including sport, vintage, general aviation and
any other flying machine. Come late PM Saturday

for BBQ, drinks and hangar talk. Fly or drive in, see
ERSA. On field camping, bring your swag. For more
information, loneeagleflyingschool.org.au, admin@
loneeagleflyingschool.org.au or

Trevor Bange 0429 378 370.

w e Sy g e S,

w=i :N- ‘Jl [ WL, S
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CALENDAR OF EVENTS

E. 8 APRIL
LOXTON AERO CLUB FLY IN

The focus this year is ‘Partners of Pilots’. Highlights include hangar dinner, raffles, awards
for best presented plane and the pilot who has flown the furthest to attend. Presentations
Saturday by Howard Hendrick (WW2 bomber pilot - now 93 years old and still flying). For
more information, loxtonaero.com.

D. 2 APRIL F. 8 APRIL G. 15-16 APRIL

BAROSSA AIRSHOW VALLEY VIEW AIR DISPLAY BACK TO HOLBROOK FLY IN

See vintage, old and new aircraft. Three Valley View Farm, Northern Gully Holbrook Ultralight Club invites ultralight and
of Australia’s top aerobatic champions will (23kms east of Geraldton Airport). Joy recreational aircraft owners and pilots to
perform. Helicopter rides all day. Food, wine, flights, military equipment, skydivers, Holbrook airfield for its annual fly-in at Easter.
artand craft stalls, sideshows and interesting model aircraft, Light Horse display, Forums Saturday afternoon which will include
exhibits. Rowland Flat airfield is privately 11th Battalion AIF - Leane’s Trench an RAAus member’s forum. Fly-in dinner
owned, half-wa.y between Tanunda and Tours, produce, food and drink stalls, Saturday night, BBQ breakfast and a local
Rowland Flat, right nextto the famous Jacob's bouncy castle and face painting, free fly-out Sunday morning. Underwing camping
Creek (34 33'S 138 57’E). Runway 08/26 ; ) ’ )

is 600m at an elevation of 800ft. When camplrllg. F9r more details, www. and transport to and from the township for
operating on Rwy 26 use right hand circuits. valleyviewvintage.com.au or our accommodation and fuel available. For more
Under certain conditions wind shear can be Facebook page. information, John Harley 0456 357 735 or
experienced on short final to Rwy 08. For visit www.holbrookultralightclub.asn.au.

more information, barossaairshow.com.au.
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A - Jabiru JI70

incl G.S.T. Fly Away

. ——

FEATURES OF THE JI70 o " [ Standard Inclusions: D180 with
full EGT and CHT monitoring

-

= g Rob-ys_t_ &'._‘Ig';ﬁable
-'JA_Bik—lﬁZOO cc engine, 80 hp
. Crﬂ%e speed 100"Immeeairspeed)
- ;- Fuel'economy 16-19/L/hr

&5 5 Wet wing 1351

« 2 years or 500 hrs warranty (whichever occurs first)
* addtional options shown

FEATURES OF THE J230

* Robust & Reliable

« JABIRU 3300!cc engine, 120 hp

« Cruise speed 120 kts (truelairspeed)

« Fuel'economy23-29 L/hr

o Wet wing/135/L

« 2)years or.500/hrs)warranty/(whichever occurs first)

Standard Inclusions: D180jwith
full EGTiand[CHTimonitoringi

from

$106,450

incl G.S.T. Fly Away

3300 Aero €ngine I20hp

T

. Sy
T
i

Roller Cam Engines -

Ly 1‘, -
now with nickel silicon carbide P e e
composite coated cylinders a2 = "}f g
Back to the Nest Servicing A < & pl__ﬁ:

25 hrly from $280 (engine)
100 hrly from $785 (engine & airframe)

Jabiru Aircraft Airport Drv, Bundaberg Q 4670 Ph +61 (0)7 41551778 Fax +61(0)7 4155 2669 info@jabiru.net.au www.jabiru.net.au



YOUNG GUN

I'm 13 years old and live near Cessnock,
NSW. I have 16.1 hours in my logbook at
the moment in aircraft ranging from Rans to
Cessna 182s.

The first time | went in a light aircraft, | was
seven years old. | went up for a short flight
with one of my uncles, John. We took off from
Holbrook on runway 22. The feeling of being
airborne in a light aircraft for the first time is

a feeling | will never forget. | love flying and
aviation. Every time a plane flies over my
house, | run out to look at it. | plan to apply for
an RAAus scholarship soon, so if anyone from
RAAus is reading, I'm very, very keen :)

Thanks to all the people who have helped
me over the years - to name a few
John Ferguson, Graeme Planck,
Graham Hawk, Bob Finch, Garry
Fraser, James Ham, Keith Alvis
and my Parents.

JACK FERGUSON

A pretty good deal

LETTERS TO THE EDITOR

some members who don’t want to be part

of this and will grizzle. For them | propose an
‘associate’ ownership where they pay half of
the contribution and then pay landing fees,
while the rest of us pay $100 or $200 a year
and then have no landing fees. Hopefully that
will appease the naysayers.

I am 100% behind your brilliant idea, Chairman
Michael. | don’t give a rat’s arse how much the
contribution is. At $200 a year it's only 10 or

15 landings to get my money back... a bargain.

| say push it and push it hard.
NAME WITHHELD BY REQUEST

A CHUTE IDEA

It's good to see your Editor's
Choice article back again after
a break in the October issue.
It seems the Devil's Advocate
is still missing from our ranks
though.

YES TO AIRFIELDS

RAAus owned airports, 10/10,

| wanted to share an idea with

my fellow readers. The Australian
Parachute Federation’s magazine
each issue features roughly three

brilliant idea (Chairman’s Report,
Sport Pilot January 2017). I'm

pages of a selection of incident
summaries and the resulting

in. When can | pay? There will be

action taken. I'm an active

11/ SPORT PILOT

'oung gun, Jac
has been flying

since he was seven

member of the APF and | value learning from
others’ incidents. | wish RAAus could provide
the same information in Sport Pilot.

BARTON EDWARDS

FROM THE EDITOR / A few things were held
over in October to make room for as much
information as possible for National Safety
Month.

FROM OPS / Information about accidents and
incidents are updated regularly on the website.
Check these out at https;//www.raa.asn.
au/safety/accident-and-defect-summaries/.
Sport Pilot may from time to time reproduce
interesting summaries in the magazine.

A DEAD HERO

| do admire the Editor’s confession at being a
coward (Editor’s Choice Sport Pilot November
2016).

| had a case as a professional pilot where |
was asked to do a medivac and chickened
out — which no doubt saved my life. So,

as in Brian’s, and hopefully all of the pilot
communities’ cases, to fly or not can

come down to sensible and personal risk
assessment and Airmanship, whether flying
for fun or otherwise, in powered or unpowered
aircraft.
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See more of Australia with the visibility of EUTOFOX by Aeropro
coupled with a Dynon Avionics glass panel

EuroFox

. Folding wings

. Unparalleled o iy
visibility o

. Rotax 912 ULS
engine

. Tricycle or tail
dragger

. 3 Blade prop

. Great STOLL
and cruise
performance

. Strong chrome
moly fuselage
frame
(all sealed)

. Stunning glider
tow & training
aircraft

. Can tow up -
to a 750Kg glider f

EFIS-D10A, EMS-D10
& SkyView
. Full featured flight or engine
monitoring instruments
. Solid State electronics
. Configurable alarms
. Battery backup
. Can be fitted to GA aircraft
with CASA21M approval

wawlnorshanaviation.comaan  Banalls info@bhordhzmaviailon,eonna

Training, travelling or traversing territory? We've got you cov ered
with HT\"{-‘, safety &
Australian service

australian hght wing

=
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—

WWW.LIGHTWING.COM.AU
ﬂy@]ightnﬁng.cum.au (02) 6686 8658




The circumstances of my flight took place
on a dark night, at Kota Kinabalu, Sabah in
Malaysia.

| received a pager call well after midnight from
the oil company’s radio operator, requesting

a medivac flight to their offshore oil rig. |1 was
the duty pilot and both the Bell ‘Huey’ turbine
chopper and | were licenced to fly night VFR
ops. | regularly practiced flying solely on the
gauges, because it was usually necessary
when heading offshore on an overcast night
with no horizon or terrestrial lights.

‘Have you looked outside,’ | asked the radio
man after silencing the pager and driving

to the nearest public phone? ‘No, why?’

‘The sky is full of sparks illuminating large
thunderstorms offshore on the route to the
rig. Also, this afternoon, | dodged numerous
waterspouts while flying back from there. You
can't see them in the dark and the chopper
is not designed to swim. Quite apart from the
huge thunderstorms which have torn aircraft
apart.” ‘So you are saying you won't go?’
‘That’s correct.’

OK, I'll call you when we need you.” Some
people have no idea, | thought while

heading back to bed. He hadn’t even known
what the medical problem was and | was not
going to risk my life and others to be a hero.

Murphy showed his hand when | took off
next morning on the scheduled 0800 flight.

| lifted off into clear morning weather and
made my departure call at 200ft from KK’s
international airport. About 20 seconds after
take-off, having just crossed the coast, | saw
the Artificial Horizon Indicator begin a slow
lean as | flew wings level. There was no red
flag to indicate a failure but it continued to
slowly roll over and eventually toppled.

Had | tried to be a hero the previous night,
just after leaving the brightly lit airport and
city behind me and facing the IFR blackness
offshore, the AH would probably have had me
into the sea within a few seconds. It’s easy to
say | could have checked the other (co-pilot’s
AH) but we know what rapidly turning one’s
head when close to the ground or water can
do, don't we?

| wonder what the odds were for an
unheralded AH failure occurring just when
asked to do the only night flight we ever did in
12 months - apart from training during good
weather?

The lesson here - be prepared to say NO,

LETTERS TO THE EDITOR

Skycatchers heading
to the scrap. The
company saved
what parts it could

rather than be a dead hero. Murphy is always
waiting, especially when doing something
new or not routine and practiced.

By the way, the medivac patient | brought
back that morning just a bandaged little
finger!

PHIL LATZ

WHAT A WASTE

Cessna just scrapped the unsold Skycatcher
inventory- engines and all - to the shredder.
Photos posted by John Hall at the Friends of
IF1 page. What a waste.

MARTIN HONE

WRITE IN: EDITOR@SPORTPILOT.NET.AU

The state of the organisation is reflected in the Letters to the Editor columns. The more letters - the healthier the organisation.
So don't just sit there - get involved. Your contributions are always welcome, even if no one else agrees with your opinion.
The Editor makes every effort to run all letters, even if the queue gets long at certain times of the year.

(By the way - the Editor reserves the right to edit Letters to the Editor to shorten them to fit the space available, to improve the
clarity of the letter or to prevent libel. The opinions and views expressed in the Letters to the Editor are those of the individual
writer and neither RA-Aus or Sport Pilot magazine endorses or supports the views expressed within them).

*®
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IN THE NEWS

MORE WAYS TO BE RAAUS

AAUS introduced two new member-
Rship experiences in January.

According to CEO, Michael Linke,

“We are excited about the opportunities

these experiences can bring for our mem-
bers, both new and long term.”

LOYALTY MEMBERSHIP

“We've introduced a new long term member-
ship option for those members who want to
remain loyal to RAAus and who simply want to
join and get on with flying. Members can now
join or renew for five years and pay the fee of
$899, representing a $176 saving on annual
fees. Annual and Biennial requirements still
apply such as BFR, medical and hours flown.
Dates can be checked in your member portal
and RAAus will remind you through email and
SMS, but remember, it is your responsibility
as a member to be aware of renewal dates.

It important for members to regularly visit
their member portal page to ensure their in-
formation remains up to date and to ensure
they remain informed about the business of
RAAus.

Loyalty membership is a great way to sup-
port RAAus and save money at the same
time.

So next time you renew, check for the five
year membership in the drop down list.

Loyalty members will also, from time to
time, be given special and priority access to
emerging RAAus news, events and competi-
tions.

Loyalty members also receive a perma-
nent 10% discount in the RAAus online shop
and a free month in RAAus’ Aviation Classi-
fieds when selling an aircraft.”

TRIAL FREE MEMBERSHIP

“To assist flying schools and to allow peo-
ple thinking of getting into flying, we've
revised the 28 day temporary membership
option by introducing a free online trial
membership. This membership gives new
student pilots a free taste of RAAus for 30
days. They get to experience all of the ben-
efits of the website, the member’s portal,
the knowledge base and electronic access
to Sport Pilot. Plus they can start learning

to fly with their local school and experience
up to three hours of flight without having to
pay anything for membership. Once they
have decided RAAus is for them, they can
then join as a full member and pay the re-
quired fee. RAAus will remind them at the
conclusion of their 30 day trial, which will
allow for uninterrupted flying and training.

The trial membership category will ne-
gate the need for flying schools to complete
the temporary membership form. Any per-
son wishing to undertake flight training or
a TIF can simply join RAAus for free for a
month to ensure full coverage. Schools
and CFls are encouraged to distribute the
free membership card, which has been
sent to all schools. CFls and schools can
also get members to join online for free
when they turn up at their school.

If you know someone who hangs round
the airfield or someone you have taken fly-
ing, encourage them to take up a free trial
membership offer and experience what we
already know, how much fun flying can be
with RAAus.

RAAUS members have been invited to reg-

Avalon Airshow trade days on February 28,
March 1 and 2.

The trade day sessions are usually exclu-
sive to industry, government and defence

FREE ENTRY TO AVALON

eral public.
ister for free entry as trade visitors for the

¢ tered RAAus members are eligible and ad-
To take advantage of this offer, you will
* have to register your interest with RAAus
- before February 12. RAAus will forward your |
- details to the organisers and you will be
emailed an e-ticket for the event.

professionals and are not open to the gen-

. gate.

- your
ch/48209/3332h/2285879/abc7czrbk.
Please note, only financial and pre-regis-

ditional tickets cannot be purchased at the

To find out more and to
interest,

register
www.vision6.com.au/

html.
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THE GREAT YEAR AHEAD

2017 is already shaping up as another im-
portant year for RAAus.

| hope over the holiday period everyone
got a chance to go flying, spend time with
family and loved ones, play with some cool
gifts and recharge for the year ahead.

One of our major focuses this year will be
improving our engagement with members.

The data is telling us that already about
a quarter of the membership has now sub-
scribed to the printed edition of Sport Pilot,
so one in four of you is reading this article
on paper.

Half of you read Sport Pilot online, with
some choosing to use ISSUU (issuu.com/
sportpilot) and others downloading the mag-
azine from the RAAus website. Some read it
directly on Facebook and others read copies
they find at their local club or airfield.

We recently re-introduced Sport Pilot to
newsagents for a trial period and that ap-
pears to have gone well. We are now review-
ing the results of the trial and will let you know
the outcome. We remain positive about the
support of Sport Pilot within newsagents.

We also recently adjusted the cost to
subscribe to Sport Pilot and are pleased to
advise more and more members are sub-
scribing every week. Help keep RAAus the
thriving organisation it is and subscribe to
Sport Pilot today.

We also communicate with member us-
ing email. We email regular updates, as well
as reminders about membership renewals

BY MICHAEL LINKE CEO

and aircraft registration. We introduced
the new registration platform a little over
12 months ago and have found many mem-
bers have still yet to take advantage of the
new system. This has meant some mem-
bers have inadvertently allowed their mem-
bership to lapse. Sadly it means for those
members their insurance coverage for third
party property damage also lapsed. Itis crit-
ical you renew on time to avoid losing your
insurance cover. To assist with membership
renewals, we now use a combination of digi-
tal and traditional communication methods
to help ensure you renew on time.

| urge everyone to log onto their portal
and ensure their details are correct, or at
least contact the office to ensure we have
everything we need to deliver first class
quality membership services to you.

I'd also encourage you to communicate
with us directly. As CEO, | give you a com-
mitment we will respond and address your
concerns. Sport Pilot is your magazine so
feel free to write a letter to the Editor, email
the office, call us in the office or ask a ques-
tion on our Facebook page. Just a reminder,
though, we don’t respond or engage with
comments made on aviation based forums.

So let's discuss RAAus and what we
want our organisation to be. Without your
feedback we are limited in the programs we
develop, the messages we send and infor-
mation we share. Without your feedback
we operate in the dark. Tell us what you like

about RAAus, what you don'’t like and how
we can fix it. What irks you with aviation
in Australia today? How can RAAus better
represent your concerns to CASA, the gov-
ernment and the community in which we op-
erate? Tell us a story about your last flight,
your new plane, your learning experience or
the last get together at your airport or club.

There is so much to talk about and a two
way conversation is much better than a one
sided one.

Other things in 2017 to look forward to
include engaging with CASA as we explore
our submissions on Control Zone access
and increasing the allowable aircraft weight.
RAAus will also again be a major partner
with the SAAA and APF for the major fly-in/
airshow in October 19 - 21 at Narromine.
We are also brimming with ideas for our
new training programs for members and, as
such, will progressively roll out more training
videos and training courses as we did last
year. If you missed any of our videos and
training courses, visit our YouTube channel:
https://www.youtube.com/channel/UC-
9uoVIUeTwNCGBFiD4_QIzQA

We've included training videos on runway
loss of control, weight and balance, how to
use our RAAus member portal and much
more. You can also relive major events such
as our CFl conference, AGM and general
meetings.

There is so much to look forward to. It's
going to be a great year.

100L Wing Tanks - Over 1000nm range

the all NEW Gop
FAETANG ~“70,%

%l Yk

All Carbon Fibre - Factory Built LSA o

STOL Performance with 132kt cruise / 37kt stall at MTOW

; -

B 4

PO Box 30 DENMAN NSW 2328
Dexter Burkill — 0428 686 396 (Denman) -

Powgli®y, the ROTAX 912 range

ATEC AIRCRAFT SALES

Sean Griffin — 0499 030 659 (The Oaks)
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IN THE NEWS

IS THE DIGITAL STRATEGY WORKING?

mental shift in how it communicates
and engages with members.

We launched the member’s portal, a new
website and occurrence management sys-
tem (OMS). In the background the office also
launched a new customer relationship and
aircraft management system.

Sport Pilot magazine went online. Every
edition has now been digitised so you can
go back and read them online any time you
want. The original hard copy of the magazine
is also proving more and more popular with
subscribers.

In July 2016 RAAus launched a learning
management system. In October 2016 the
knowledge base followed and last month we
re-launched the Member's Market classi-
fieds advertising service.

That’s a lot of bytes!

As CEQ it's vitally important to me to gauge
whether or not these services are giving you
what you want. One way to determine that
is to look at the raw data, the analytics. An-
other way is to pay attention to the feedback
you give us. Combining the two allows me
to make recommendations to the board, plus
make day to day management decisions to
ensure you get the best bang for your buck.

I'd also encourage members to write to
me, or send a letter to the Editor and tell us
more about what you think of our move to a
more digitised landscape. Is it working for
you? What else would you like access to?

NEW WEBSITE

Our new site was an instant hit. Our old site
was cluttered, carried a lot of outdated infor-
mation, was cumbersome and suffered be-
cause of its outdated technology. The new
site removed the outdated material and pre-
sented a more streamlined access point for
the public.

We also vastly improved the member’s
only section of the website and combined it
with our member’s portal.

During 2016 our public website had
78,748 visitors, resulting in 413,338 page
views.

The member’s only side of the site was vis-
ited 17,009 times and those visitors viewed
203,258 pages.

The message from the figures appears to
be that we need a better way to engage with
the 61,000 non-member visitors to get them
more involved with our organisation.

SPORT PILOT

We launched Sport Pilot digital in July 2015.
We also introduced a subscription model. At

I N October 2015 RAAus made a funda-

BY MICHAEL LINKE CEO

the end of December 2016, 1,800 members
were actively subscribed to the hard copy of
Sport Pilot. Many renewals were due in De-
cember/January, so this number will grow
over the next month as people renew.

The decision to offer a subscription model
was polarising. Some members felt the mag-
azine should be free for everyone, but our fi-
nancial situation just wouldn’t allow that as
we tried to rein in costs. Some people loved
the idea and subscribed, and continue to do
so. More and more members are realising
we made the right decision for RAAus and
that a paid subscription is the best model.

As digital technologies improve, reading
magazines online is becoming increasingly
easier. At 51, I'm about the average age of
an RAAus member, and | do all of my reading
digitally. The more | talk to our members,
the more | hear digital reading is becoming
more pervasive and people are getting used
to it. Most of our members now use an iPad
in the cockpit. Why not also use one on the
ground?

I’'m sure there will also remain a pool of
members who want a free printed copy. To
assist these members, we provide free print-
ed copies to schools and clubs. And maybe
one day we will return to the free model; I'm
not opposed to offering a free printed maga-
zine to every member, as long as RAAus can
sustain the cost and continue to be viable
and thrive. To do that we need more mem-
bers, more member engagement and re-
duced costs. Everyone can play a role.

The Sport Pilot numbers also tell a story.
During 2016 the digital version was accessed
over 50,000 times in some way or another.
We offer Sport Pilot in a number of digital
formats and each format enjoys differing
success. On the ISSUU platform alone, each
recent edition of Sport Pilot is read roughly
once every 25 impressions and over the past
12 months, the magazine has been exposed
to almost 40,000 people per edition. This is
great news for advertisers. Sport Pilot enjoys
a vast audience and represents great value
for advertisers.

In the last quarter of 2016 we also re-
turned Sport Pilot to the newsagents. The
results were encouraging and we are looking
to continue it.

MEMBER’S PORTAL

More and more members are realising that
doing business with RAAus is now fast, ef-
ficient and available at any time. From re-
newing your membership and updating your
details, to checking the due dates of require-
ments and aircraft registration details. You
can even add your flying hours.

SPORT PILOT

Your record is your record and it is there,
online, for you to see at any time.

Did you know that since we moved to a
digital platform, we have reduced our staff
in the administration office by four? Formal-
ly we used a pallet of paper per month and
mailed out hundreds and hundreds of letters
every day. Now we are lucky to visit the post
office twice a week.

The member’'s portal is enjoying a lot
of success, but we can do more, and more
members can access it more often. At the
moment, it receives around 10,000 page
views every month. This is great news. Lots
of members have taken up the option to log
in and check out their digital record.

However some members have never
logged in. If this is you, you are missing out
on a simple and seamless experience. | urge
you to give it a go. If you need help, call the
office.

OCCURRENCE MANAGEMENT
SYSTEM (OMS)

The OMS has provided members with a sim-
ple way to report incidents. Coupled with our
open and fair reporting policy, the OMS is
giving us fantastic insights into the areas we
have problems. It is also allowing us to de-
sign training courses to meet these problems
head on.

During 2016 we had 310 members report
an occurrence through the OMS. That was
25% more than in 2015. The ATSB recently
released a report stating that flying was safer
today than 10 years ago, and our data is also
reflecting that. It is also showing recreational
flying is safer than general aviation!

Since the OMS was launched we have
seen a dramatic reduction in the number of
serious and fatal accidents. We now receive
data in a timely fashion and are able to oper-
ate in a predictive manner and educate our
community about the big issues causing the
major problems. Reporting an occurrence
can quite literally save lives. | would urge eve-
ryone to use the system whenever possible.

CFI PORTAL

We've created a dedicated space online for
CFls to have access to resources and tools.
Over time we will add functionality to this tool,
including the development of our safety tool-
box.

We want to hear from CFls how we can
best use this tool and what they want to see
available.

In 2016, 148 CFls logged into the portal.
We need to work harder to improve this re-
source, so more CFls get access in 2017. We
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(not including complaints)

2015 2016
Facebook likes 8,430 10,840
8)
Portal
Website
2 CFl Portal
Online resources available Portal OMS
Website Knowledge Base
Learning Management System
Classifieds
Sport Pilot
Average processmg.tlme f(_)r re.newals 5-10 working days Instapt through the member portal and
and new membership applications website.
OMS reports lodged 254 310
OMS reports lodged 198 259

Sport Pilot magazine reach

Approximately 10,000 per issue

Over 40,000 people per issue

Number of online training

opportunities available to members 1 2
Nun_1ber of YouTube videos 12 30
available to members

E-Newsletters sent 38 54

also need our CFls and, for that matter, all
instructors to take the leap and modernise
alongside us. We see the majority of paper
based membership application forms com-
ing from schools. Why not have new mem-
bers join directly online? It saves you money
(postage/printing) and saves RAAus money
(staff time re-keying data and collecting
mail). If we want our schools and RAAus to
remain stable and viable we all need to find
ways to reduce costs.

KNOWLEDGE BASE

In October 2016 we launched our knowledge
base. For many years RAAus suffered from
multiple truths. This means a number of re-
sources, or groups of people, shared different
views about similar topics or issues. What the
knowledge base did was create a single point
of truth. We want factual, science and evi-
dence based information in the hands of our
members. Not hearsay or folk lore.

Since its launch we have had 1,478 mem-
bers visit the site, resulting in 7,500 page
views. The most popular topics have been
o Refuelling from jerry cans;

e Human Factors: IMSAFE;
e Refuelling from drums and fire prevention.

If you wish to contribute to the knowledge
base, or feel we need more facts there, let
us know.

DIGITAL LEARNING

Still in its infancy, our online learning system
is growing every month. You can now under-
take training and an exam for both Weight

and Balance and L1 Maintenance.

We are developing this system more slow-
ly than intended, but we want to ensure we
provide training solutions across the entirety
of our membership, so some learning tools
are being offered in different ways. We've
sent a lot of resources to local CFls and are
working locally to engage with members at a
grass roots level.

We've also created a dedicated YouTube
channel with a lot of learning material on it.
Check it out. There’s a link at the top of our
home page.

MEMBER'S CLASSIFIEDS

Part of my ethos as a CEO focuses on con-
tinuous improvement and evidence based
analysis. Just as pilots learn every time they
fly and, if they are in for a rough landing, they
choose to do a go around. Well, in essence,
RAAus has done a go around with the Mem-
ber’s Market.

In July last year we started to have some
concerns with it. The number of classified
ads appearing in Sport Pilot were dropping
and we were hearing members weren’t hap-
py. The evidence was showing we had a prob-
lem and needed to improve.

In October, the board resolved to adopt
a new strategy and in January we launched
Aviation Classifieds, a classified website for
members and non-members alike.

The change had an instantaneous effect.
Membersimmediatelytooktoadvertisingtheir
aircraftagain. Within a week the site had been
visited by 3,000 people and received over
20,000 page views.
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We've got it right this time and we changed
because of your feedback and the data we
saw for ourselves.

SUMMARY DATA

The table above shows a summary of our digi-
tal footprint in 2016 compared to 2015

CONCLUSION

We started off by asking the question, has
our digital strategy worked? From my per-
spective as CEO, | say yes, it has. But we can
stillimprove. Our members are mechanically
minded. They love tinkering, they love fly-
ing and they love communicating with each
other. Taking to our digital strategy, like our
members take to an engine block, has been
a little slow, but the signs are good. We've
developed everything with the end user in
mind. We've made our interfaces simple to
use, and integrated where we can, and we
have communicated, adapted and improved
once we've had feedback and evidence to
make a change.

The moral of the story is that RAAus is
adaptable and we want to continue to build
a platform which is simple and easy to use.

Just as we adjusted the price of Sport Pilot
based on feedback and the re-introduction of
the Members’ Market. Now more than ever
your feedback is important.

RAAus has learned from the past, but we
are not living in the past.

Tell us what you want your future to look
like.
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Why not share your story so that others canlearn
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More on codes

BY DARREN BARNFIELD NATIONAL TECHNICAL MANAGER

ing the wrong codes programmed into their transponders.
If you have a transponder fitted it must be calibrated. It is
not permissible to mark the unit as unserviceable.

A correct Mode S address issued in Australia is a 24 bit and 6
digit HEX number in the range 7CO000—7CFFFF 3 (7C is Australia
ICAQ). This CASA allocated HEX ID must be correctly programmed
into the transponder by an appropriately qualified person (LAME)
and tested to meet CAO 100.5 requirements. The registration num-
ber for the aircraft should not be used as the Mode S address. For
example, ‘241234’ (for aircraft registration 24-1234) is not the cor-
rect Mode S address, even though the transponder may allow this
to be configured.

Good address example:

Mode S: 7C1234 Flight ID: R1234 Mode3A: 1200

Bad address examples:

Mode S: 241234 (not a 7Cxxxx number) Flight ID: R241234
(contains too many numbers - should be
‘R1234’) Mode3A: 1200

Mode S: 100000 (not a 7Cxxxx
number) Flight ID: SLING (wrong Flight
ID format - should be ‘Rxxxx” Mode3A:
1200

A registered HEX code must be
obtained from CASA by emailing, air-
craftregistrar@casa.gov.au.

RAAus members should also refer
to the CASA Airworthiness Bulletin:
AWB 34-015 Issue: 2

https://www.casa.gov.au/files/awb-
34-015-issue-2-assigning-transponder-
aircraft-address.

: LARGE number of RAAus aircraft have been identified us-

In addition, advice from Airservices has confirmed the details
required to be displayed in the Flight ID field. This should be pro-
grammed as ‘R’ then the last four digit identifiers in the aircraft
registration e.g. R1234. This allows Airservices to distinguish the
return interrogation as a recreational aircraft and prevents errors
being generated in the ATS classification framework.

Aircraft distributors, owners and operators are required to com-
ply and take immediate action where required.

RAAus members who have an aircraft identified by Airservices
with an incorrect flight ID will be given 14 days to have the error cor-
rected (a written request for an extension due to engineering avail-
ability can be requested from me). A copy of the correct Flight ID and
logbook statement is to be emailed to tech@raa.asn.au.

Further reference to the requirement for the operation of an air-
craft fitted with a transponder can be found under SECTION 12.4
INSTRUMENT & TRANSPONDER CHECKS in the current Technical
Manual Issue 4.

PAIN-FREE IMPORTING F

Honest advice
Competiive costing
Personal, friendly service

For a guote amal christine@chfreight.com.au
or shelly@chfreight.com.au with supplier detalls,
weights & dimensions

OR HOMEBUILDERS

Almost 20 years experience freighting aircraft and aircraft parts
= Cormeaniant door to door service (if required)
s Weekly departures for consclidated cargo & full containers
= Flaxible part container and full container services
s Cormenient door to door senvioa {f required)
L]
L]
L ]

Uit 3, 4-8 Mareno Rd
Tufararing Vic 3043

Fax: 03 9330 0811
www.chfreight.com.au
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Jabiru: the new generation

STORY AND PICTURES BY ALAN BETTERIDGE

HEN Jabiru first displayed its 80hp 2200, four cylinder engine

Wat the 1995 Sun ‘N’ Fun, the industry sat up and took notice.

Here, for the first time, was an Australian manufactured

engine specifically designed to suit the needs of the burgeoning ultralight
aircraft market.

By 1998 the 120hp 3300, six cylinder engine had joined its smaller
sibling and it too received a warm welcome.

Up until that time, home builders in particular had a limited choice of
either an imported engine or an automotive engine which had been avia-
tionised.

Now they had a choice of engines with the advantage of the manufac-
turer being based in Australia.

In the intervening years the engines have undergone changes and con-
stant updating.

As technology changed so did Jabiru engines. New manufacturing tech-
niques were adopted to ensure the engines were always state-of-the-art. As
each year went by Jabiru updated the design.

Many words have been written about the CASA fiasco in regards to
Jabiru aircraft engines.

Needless to say the methodology CASA used to arrive at its findings
was open to question at best. For CASA to include in its findings inflight en-
gine failures due to fuel starvation was something which had many people
scratching their heads.

You can hardly blame the manufacturer for an engine running out of
fuel.

Battered and bruised but still punching, Jabiru has pushed ahead and,
in the coming months, will introduce its fourth generation of 22/3300 en-
gines.

People who visited the Jabiru stand at Oz-Kosh in Narromine last year
were given a sneak peak of the new powerplant.

The company had a J120 on display fitted with the new engine and
flown down from the factory in Bundaberg.

The installation was neat and tidy and left many owner/builders im-
pressed with the quality of the fitment and layout.

George Moore had flown his own Jabiru from his property in northwest
NSW and was more than happy with what he saw on display at the Jabiru
stand.

“I have had my Jab for a few years and never had a moment’s trouble.
When it comes time to either update the engine or replace the aircraft, |
would be happy to use these new generation engines,” he said.

“The best part for me is knowing if | have a problem | can pick up the
phone and speak to someone at Jabiru. Someone who knows what they’re
talking about.

“It is really about peace of mind,” he added.

Jabiru’s Business Manager, Sue Woods, says the engines are all about

Jabiru Aircraft owner and desi;
signer
Rod Stiff with the J120 which was
fitted with the Gen 4 engine at
last year’s 0z-Kosh in Narromine
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evolution, not revolution.

“The fourth generation engine takes all the good features of our current
engine and adds to them,” Sue says.

“We didn’t set out to re-invent the wheel and the fourth gen engines are
more of a refinement to an already highly respected engine.

“Each generation offered something new, was designed to use the lat-
est technology and benefit from what we have learned over the years.

“The current engines are a quantum leap from those introduced to the
world in 1995,” she says.

“And this fourth gen engine continues that evolution.”

The heart of the engine are the aluminium cylinders using nickel silicon
carbide bores.

They combine a roller cam, valve relief pistons and a double valve spring
top end configuration with the ever durable bottom end in a cast aluminium
case. It is easy to see how the new engines will quickly become a standard
by which others are measured.

“These new engines offer not only the latest in technology but will re-
duce or eliminate many routine maintenance tasks,” Sue says.

“For example since the heads and barrels are now a one piece compo-
nent, it will no longer be necessary to tension head bolts.

“No aircraft engine manufacturer can afford to sit back and stick to
what they have been doing for the past 20 years,” Sue says.

“As technology changes, as new manufacturing process evolve, so do

Jabiru Business

Manager Sue Woods

we. As a company we are proud of what we've achieved and, unlike other
manufacturers, we have no intention of having our engines built overseas.”

Sue said although no pricing for the fourth gen engines had been set
by the time of writing, she was hopeful the prices could be kept at current
levels.

“The R&D costs for the new engines have been amortised over a num-
ber of years. As | have said this fourth gen engine is the evolution of a long
line of engines.

“We did not specifically decide to build a new engine but rather have
just taken the opportunity to release a number of updated features and
manufacturing techniques.

“That said, these engines have been significantly updated so to call
them the fourth generation is appropriate.”

When asked when the new engines would become standard in all Jabi-
rus Sue was in no doubt.

“The first quarter of 2017 will see all new Jabiru aircraft fitted with
fourth gen engines.

“The approvals are in place
and manufacturing  of
components has al-
ready begun.”

For more informa-
tion, jabiru.com.au.

Jabiru aeronautical
engineer Alex Swan
with one of the
new cylinder

. assemblies
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www.aviationclassifieds.com.au

Once you have logged in to the member portal on the
wehsite, navigate to ‘Manage your Membership’ page.

Go to ‘Your Aircraft’ information and click
‘Sell My Aircraft’.

Confirm the details to be placed in your ad
and pay the small listing fee of $33.
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WITHOUT THE CLUTTER AND WITHOUT THE HASSLE.
CHEAPER THAN EVER!

COMPLETELY OWNED AND OPERATED BY RAAUS.

at they want. We've listened to
ve built a product we think they’ll love.

ffordable. With two clicks of the
be online also in Sport Pilot.

As.amdntroductory offer, non-members who take out an ad in

» Iation Classifieds, will'also receive a a complementary
i aviation classifieds ad in Spart Pilot

: Hurry, this offer won' last!

TERMS AND CONDITIONS APPLY.

s
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FLY-INS

Bad weather kept
many away but blue
sky prevailed

- GREAT EASTERN FLY-IN -

WORDS AND PICTURES BY HALDEN BOYD

HERE is a saying that tenacity when faced with impossible

odds pays off against adversity. Winston Churchill summed
it up brilliantly during World War Il, even if people wanted to

forget it and gain the spoils it brought with its freedom.
At that time, RAAF Station Evans Head played a pivotal role.
Young people, some only in their teens, went brilliantly and full of

hope of freedom and bravado, but blinkered, into a smoke and mir-
ror battle to save an empire.

And they went there with the hope of coming back to enjoy beach
burned sun tanned skin and sand, the perfect crystal stinging and
belting waves, a loving family, a Christmas once a year and the recog-
nised honour from the very community which fearlessly and honestly
entrusted and relied on them.

The Empire Air Training Scheme (EATS) Evans Head Memorial Aero-
drome was the largest air training facility in the southern hemisphere
during the war and out of 5,500 RAAF personnel who trained at the
seaside village, around 1,100 or 23% of them, did not return, leaving
behind wrecked and traumatised families.

But the proud Evans Head’s history faced serious erosion in 1992
when, under the Aerodrome Local Ownership Plan, the federal govern-
ment bailed out of its legally bound responsibility. Certain community
members were quick, including some in local government, to pounce
on the government’s decision to surrender its responsibility. To those
of us involved in aviation on the north coast it seemed the local gov-
ernment authority regarded the former RAAF Station (given to the

council as an honour in perpetuity) merely as a real estate cash grab.
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Top Cat Savannah:

“Aviation is
the future of
Fvans Head”

.
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Thanks to oy
the Volunteers

And so back in the early 1990s, a group of aviators who saw
the demise of Evans Head and its unique and important part of
local honour and respect, started the fly-in as a small way to try
and preserve the airfield.

When the council sacked its local Section 355 Local Govern-
ment Aerodrome Committee with forceful amalgamation, it flew
in their faces. Luckily, after a lengthy public exhibition period,
the aerodrome was Heritage listed. The proposal had attracted
the second highest number of positive responses in NSW gov-
ernment history. It was a long battle which we won after a very
political and down-and-dirty dogfight. But today there are still
some who would rather see the aerodrome turned into a real
estate subdivision.




G Pioneer 200 Hawk - 300 Hawk - 300 Kite - 400
AlpInE
AlicrattSale’s

@p‘ Aviation <
Same sleek design with
fixed undercarriage.

#
\'e‘)pl Aviation -
Retractable undercarriage Very affordable starting prices
& CSU for 135 - 140 knot with many items included that
cruise at 20 litres per hour. others consider options.

iEFIS Lite

A comprehensive flight, engine & navigation instrument designed for
Experimental & LSA aircraft utilising a custom developed, pressure

sensitive, sunlight readable touch screen. The iEFTS Lite combines the
undeniable advantages of simplified operation of a touch screen with rich,
traditional controls which are equally indispensable in the cockpit environment.
The pressure sensitive touch screen operates like a tactile button preventing
false activation when touching the sereen in turbulent conditions.

A simple and highly effective solution in 7", 8.5" & 10.4" displays.

Complete iGFTS Lite system from ’I‘he XTreme Mini EFIS

$6 00 0 A 4.3” colour display, multifunction EFIS with
b

remarkable functionality at a remarkable price.

Including all the features of the preceding Odyssey series systems the ‘touch & press' screen modular iEFTS Lite continues the MGL tradition of All Flight "1“4 Enlginc ﬁ}nctions*; I?[cgrated G].)S &
leading the industry in features, flexibility & innovation. encoder; Navigation: Flight path (GPS based flight

path/attitude’ indication); Artificial horizon *

R Auto pilot* coming soon (free software upgrade);
TC-3 (12 Channel EGT & CHT display) - Ideal for Jab's EFTS il o td 3.5 nstrument clou!

The TC-3 display unit can be configured to monitor and show up to 12 channels (6 EGT and/or 6 CHT) in an easy to see Requires addilional equipment.
and understand bar graph format, The unit has an individually programmable EGT and CHT alarm with an output that can ) ini EFIS svstems starts
trigger an external warning such as a lamp. Maximum temperature for each CHT and EGT is recorded and stored in 2SI T SR BN SRR

permanent mermory which is also indicatored by the appearance of a solid line above the bar graph. The TC-3 also has

engine leaning lacility and more. Designed for a 3.125” hole. $ 1 43 0
The TC-3 System starts at $3 95 ’

Complete range of light, accurate,
multi-functim?, adva:ced Delta VHF Antennas

MGL VHF COM Radio

instruments. Straight swap out Exclusive Australasian distributer for ‘ ) )
for standard 2.25” & 3.125” {he highly regarded Delta Pop Aviation New a@"ﬂnﬁi features & design - 2.57,
instruments with brilliant one range of VHF and transponder antennas. large display, 230 grams. FCC appro ved.

button interface & even more
innovative features.

$1,460

For more infromation on products and pricing visit us at www.lightflying.com.au or Call Us on (02) 6238 3665 or 0419 423 286
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Gyro joy rides

were popular
all weekend

Some of the amphibs had
A few goes to get there

The best seat
in the house
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The fly-in committee is already planning
for next year’s event and we are deep in ne-
gotiations with the Richmond Valley Council
for an ongoing five-year development appli-
cation.

For now aviation is the future of Evans
Head. Proposals, such as the development
of an airpark on the site, are still being de-
bated, but there are clear skies and positive
opportunities ahead for our children and
the community at our fantastic aerodrome.

Thank you to all the people who have
been involved with the aerodrome since
its inception and their ongoing support
into the future.
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THE NOT
ART OF

SO SIMPLE
AIRCRAFT
PAINTING

BY ALAN BETTERIDGE

OU’VE spent countless hours and thou-

sands of dollars building your new pride

and joy. Now is the time to make the de-
cision about whether to paint it yourself or to
contract the job to a professional.

Painting is very important since the final fin-
ish of your aircraft is most of what others see.

When someone looks at your aircraft, they
will also judge the quality of construction by the
final finish. They will judge your quality as an own-
er. How good will the book be, they will ask, if the
cover looks bad?

Painting an aircraft is a totally different propo-
sition to painting your car and, as such, there are
many traps for an unsuspecting owner/builder.

Col Miller of Maryborough Aviation Services
says most aluminium surfaces have a layer of
pure aluminium on the surface called alclad
which protects the metal from corrosion.

“The alclad is extremely thin and can be eas-
ily breached if not handled correctly,” Col said.

“An owner/ builder could think they were do-
ing the right thing by sanding any rough areas to
help the painter.

“But, in fact, if they breach the alclad layer
it will set them up for corrosion problems down
the road.

“| have seen one case where the owner, with
the aid of a panel beater/spray painter friend,
prepared and painted an aircraft only to find it
had developed more corrosion six months later
than it had prior to being repainted.

“The problem was that the owner and his
friend had used an acid activated paint stripper
and, although they thoroughly washed it off with
a pressure cleaner, some of the stripper had
been forced between the aluminium skins where
it began its insidious job of corrosion.

“Clearly it became an expensive lesson for
the unsuspecting owner.”

Col says some builders think they will save a
few dollars by helping out with the preparation.
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“Unfortunately, in some cases the job ends
up costing more because | have to rectify incor-
rect preparation procedures and methods.

“Even using the wrong type of sandpaper
can cause disastrous corrosion problems in
the future.”

Col says professional painters have an ad-
vantage because they have a properly equipped
facility, along with top of the line painting tools.

“They are also experienced with the prepara-
tion procedure and the painting process itself.”

Aluminium surfaces are treated differently
depending upon whether the metal is new or
used.

On new aluminium, the alclad surface is very
smooth and not favourable for paint adhesion.
Therefore the surface must be prepared before
the primer is applied.

This is normally accomplished by using a con-
version coating such as alodine.

This chemical process creates a ceramic
layer over the aluminium to coat the surface and
allow the primer to stick properly.

With more and more aircraft being built of
composite type materials, the issue of painting
the surface has become simpler - but there are
still pitfalls.

“A number of years ago, a B737 was being re-
painted and the painters used a Stanley knife to
cut the masking tape around the windows.

“The result was deep cuts to the window
frames which meant the aircraft no longer met
the stringent standards set by Boeing.

“All the frames had to be replaced which



nearly led to the aircraft being written off.

“So, as you see, even the profession-
als sometimes make mistakes. But if you
are using a professional and they make
the mistake it is up to them to correct it. If
the owner makes the same mistake then
the buck stops there.”

»
FEATURE STORY

The type of paint to be applied, from
the primer/undercoat to the top coats,
was another area owners could make mis-
takes.

“The type of paint used for aircraft is different
to that used on cars or other applications.

“You simply can’t pop into your local sup-
plier and buy a can of automotive paint. Aircraft
paints last longer, are thinner and more flexible
than automotive paints. They are designed to
resist temperature changes and are able to flex
in flight.”

Another issue owner/builders have to con-
sider is the weight of the paint.

“Most aircraft have a far larger surface
area than a car. For instance, a C172 has a
surface area of around 450 square feet -
that’s equivalent to around four or five Com-
modores or Falcons.

“The weight of the paint to cover this surface
area has to be taken into consideration when

planning. Every extra layer added to an aircraft
will ultimately lead to a higher empty weight and
less usable weight.”

When it comes to custom stripes and special
effects, many builders use an airbrushing expert
but the trend these days is to use vinyl.

“The vinyl is laser cut to suit whatever the
owner wants. After that decision is made, it
can take up to two days just to mark it out on
the aircraft.

“Each side of the aircraft can be slightly differ-
ent but the painter must make sure it looks the
same when the vinyl is applied.”

Col said when it came to laying the vinyl onto
the aircraft, it was best left to the person who
produced them.

“Once they are on they cannot be moved and
if you make a mistake they must be replaced -
and they are expensive.

“It is much better the person who makes
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them applies them. In that case if they make
the mistake they have to replace them without
charge.”

Col said a new paint job should last between
15 and 20 years if properly looked after.

“Owners should regularly wash their aircraft
with an approved aircraft wash.

“Using a truck wash is not a suitable alterna-
tive. It can penetrate the surface and almost cer-
tainly lead to problems in the future.

“It is also a good idea to give the aircraft a
wax treatment every year or so.

“It may seem like a lot of work at the time
but in the long run your aircraft will look great for
many years to come.”

The last piece of advice to owner/builders is
to make sure they do their research before se-
lecting an aircraft painter.

The internet is a great place to start but be-
fore you make the decision to hand over your
hard earned cash, make sure they are the peo-
ple you want.

If possible talk to previous clients. If the com-
pany you are considering won't or can't give you
names of previous clients, just walk away.

There are a lot of very reputable compa-
nies out there but there are also a few not up
to scratch.

After all, it's an important and long lasting
decision. How your aircraft looks will determine
whether anyone wants to park next to you at the
next fly-in and how good an aircraft the others
will think you have. After all, most of us still tend
to judge a book by its cover.




READER STORY

" really should
have known
better”

“"'can catch youout

= __-.-_ -

vey Bay to Caboolture; my wife was with me as a passenger.

The route | planned was to track Hervey Bay — Eumundi -
Nambour - Caloundra (for landing), which would have taken us
to the west of the Sunshine Coast control zone, and then on to
Caboolture. | prepared my flight using the WAC chart and the Bris-
bane VTC which has the VFR route marked OCTA for the Sunshine
Coast control zone. At the time of departure there were showers in
the area so picking our way around those added some additional
complications. Once established on track for Eumundi at 2,500ft
it was just a matter of holding on for the bumpy ride.

As we approached Cooloola | gave an overflying call 10nm
north on 126.7. The only response was from another aircraft to
the east which was bound for the Sunshine Coast via Rainbow
Beach. | had contemplated amending my route to the east to avoid
the turbulent conditions, but upon hearing his transmission | de-
cided it was probably safer to stay where | was - WRONG!

Here | was about to charge through an active restricted area,
R685A/B. Even as | flew over the top (and looked down to what
.3 R = appeared to be army vehicles and soldiers looking up at me)

/4 BN CEN 1246 | i g ::_' I didn’t even think about this place as being a restricted area.

In August 2014 | was flying a Lake Buccaneer VFR from Her-

o ) 7 lMARYBORGUGH-I 6, g AL When | saw the activity on the ground | actually thought they were
m;:\‘ 1 : w frl working on the airstrip. | later spoke to an army officer who had
- | ' e T reported the incident to Airservices and CASA. After that conver-
b :;‘: f)jm ’m&_ T4 o - sation | did some soul searching and self-evaluation about what
RO went wrong:
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READER STORY

Shadow unmanned aircraft
(short wings) on ground

Shadow unmanned aircraft
(extended wings) in flight

1. Iwas in a hurry to depart to avoid the rain showers.

2. lrelied on the wrong maps - a better map would have been the
Bundaberg VNC.

3. Had | used the Bundaberg VNC | would have been prompted to
call Flight Service to confirm the status of R685A/B.

The frustrating part was that | really should have known better.
| later recalled my seaplane instructor actually telling about these
restricted areas during my water endorsement training - it all
came flooding back to me after the event. As it was, with the
turbulence (wind 140/20) | ended up changing course to Noosa
Heads and requesting a clearance through the zone over water -
it was a nice smooth ride after that.

The scary part was when the army officer informed me that
they had an unmanned aircraft in the air which weighed over
200kg and flew at 70kts. They were just about to catapult launch
another one when | popped into view. Imagine hitting one of those!

My aviation background is nearly 2,000 flying hours, with over
1,700 hours in aeroplanes and over 200 hours in helicopters. My
ratings include retractable undercarriage, constant speed propel-
ler, twin-engine, instrument rating and floating hull. | thought | was
a safe pilot.

Following the incident, | did a lot of thinking about what would
have helped me as a pilot to avoid this situation. My primary nav-
igation for that flight was done on the iPad using the OzRunways
navigation system which is extremely accurate. However it was
only as good as the charts which | had downloaded.

Lake Buccaneer

Way back then, the choice of VFR charts was the WAC chart,
VNC, or the VTC - too many charts. Since then OZRunways has de-
veloped the Hybrid VFR chart which is basically an Australia wide
WAC chart but has all the restricted areas, danger areas, control
zones and so on displayed on the one chart. They have even gone
further and developed the program to highlight air space in red
when it is active; it’s just fabulous, | would recommend it to all
pilots.

Post-Script

The army uses R685A/B to practice firing weapons and to practice
fly unmanned aircraft. Some of the weapons used in R685A/B fire
their explosive projectiles up to altitudes of seven thousand feet
AMSL. This firing can occur day and night and on any day of the
week (weekends included). The Shadow unmanned aircraft that
army flies in R685A/B can operate up to 15,000t AMSL.

These unmanned aircraft also operate day and night and on
any day of the week (weekends included). R685A/B is located
close to and north-west of Tin Can Bay and Cooloola, south-east of
Maryborough and north-east of Gympie.

The army conducts weapon firing exercises in R685A/B
throughout all months of the year. Army flying exercises for
unmanned aircraft in R685A/B usually occur in April/May, August
and November.

The army’s message is “fly safe and stay away from R685A/B”.
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Donation to the RAAus Scholarship Fund. Name on card (please print

Member name

Credit card number

Expiry Date CCV Number (on the back)

[T

Cheques should be made out to: Recreational Aviation
Australia Ltd. Po Box 1265, Fyshwick, A.C.T, 2609
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EDITOR'S CHOICE

Dearly belove

BY BRIAN BIGG

The Temptress

My aeroplane and | have been happy together for many years,
shared many experiences, been through good times and bad.

Early on our relationship was intense. We rejoiced in each other’s com-
pany and you couldn’t tear us apart. The joy was enough that | wanted to
shout it from the rooftops.

We flew everywhere together, even if it was just a five-minute hop
along the beach before dark or a one hour squirt to a nearby town for an
expensive hamburger. We made many long-distance journeys together,
where we learned to be patient with each other’s foibles.

We came to know each other’s secrets and peculiarities and we for-
gave each other our weaknesses.

But as with every relationship, over the years we first grew used to
each other (we'd fly along for hours not communicating) and then started
to take each other for granted. Often | was too busy to show her the prop-
er care and attention. She started to look ragged in places, grubby around
the edges and, really, | could have visited her in the hangar more often.

Honestly, it wasn't her. It was me.

Then came the moment a few months ago. As with many such affairs,
it started with a phone call from a friend. Dexter, the Australasian distribu-
tor for Atec aircraft, rang and told me he was bringing out a new Faeta
321 to Australia. Did | want one?

The Faeta is made by the same people who make my Zephyr. It's basi-
cally the same as my Zephyr but with a new wing and a bigger petrol tank.
It has all the wonderful flying characteristics of my aircraft but a whopping
34kts more cruise speed (the Zephyr cruises at 100kts) and a 100 litre
fuel capacity (the Zephyr has 80).

134kts! That's getting up to the speeds where | used to play in the big,
old heavy GA beasts | used to fly. Goodbye bad weather! Who cares about
last light? I'll race you there! Woo hoo!

And having a 100 litre tank? What luxury. My 80 litre tank lasts longer
than my bladder now. Another hour and a bit's more flying time would be
amazing. There’s nowhere | could go and have to chuck more fuel in to
get home.

IGUESS it’s inevitable in every long-term relationship.

Since Dexter’s call, | haven't been able to stop thinking about it. | swore
when | bought the Zephyr I'd never need another aeroplane. | meant it at
the time. And, over the years, I've never seen another aircraft I'd trade her
for. She floats like a butterfly and is so forgiving of me. And, despite the
harm’s way I've put us in several times over the years, she has always got
me home in one piece.

But 134kts! The Faeta has all the things | have now, but can take me
further and faster. Can | get one?

Being younger and prettier she will, of course, be much more expen-
sive to look after. And, because she is faster I'll probably struggle to stay
ahead of her, at least early on. I'm so used to things happening at a pace
I'm accustomed to. Hopefully | wouldn't look ridiculous with her. | am not
getting any younger after all.

But do I need a new aircraft? Do | need to go faster or further than | do
now? Am | just being old and silly or is it just me trying to pretend I'm still
young and exciting? Will my friends look at us landing and taxying up to
the club house and snigger to themselves “what a fool to fly a totally inap-
propriate aircraft. His Zephyr looks pretty much the same as the Faeta
and has been safe and loyal to him all this time. Why would he change?
What is he thinking? A goose.”

Am | too old to buy a young and exciting aeroplane? The Zephyr has
been with me for 11 years. A new Faeta might even outlast me and be
handed on to my son.

These questions have been troubling me since Dexter’s call, even as |
have been juggling the sums to see if | can even afford a new aeroplane.
Very likely the answer lies where it does for most relationships, some-
where in between. Keep the Zephyr, do her up so she looks pretty and
start to pay her some attention again. Make an effort to go flying with her
more often.

And quietly, on the odd occasion with no one the wiser, go for a jaunt
in Dexter’s Faeta to experience the thrill of being young and exciting again.
Just the occasional flight. No one needs to know.

And so my Zephyr and | will continue to grow old together as | planned
all those years ago. Till death do us part.
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OPPORTUNITY

Want to see yourself or your
aircraft larger than life on your
clubhouse or bedroom wall?

PSS

PEACE, MAN

LARRY & DAKOTA JONES

My daughter and | flying the Cygnet on Lake Alexandrina in South Australia.

The Cygnet is built in Florida and is registered with RAAus as an SLSA aircraft. It is powered
by a Rotax 912s (100hp). The big tundra tyres are lowered or retracted via a lever and
locked in place. It is very practical and simple to operate, it is also capable of rough off field
land and water operations. Our departure point for this trip was the Strathalbyn Airfield
and our playground was Lake Alexandrina, part of the lower lakes system just before the
River Murray makes its way into the southern ocean. Lots of fun on the lake and a few water
landings before heading back to the airfield, undercarriage down, smooth landing, taxi back
for a quick hose down and into the hangar waiting for another day of quality father/daughter
time. Our Cygnet is available for flight training with the Adelaide Airsports

instructors based at Strathalbyn Airfield in South Australia.

Sport Pilot is offering subscribers
the chance to show off their favourite
aviation photo in this double page
centre spread of the magazine each
month.

Each edition one photo will be
chosen (We will try and make sure
every photo sent in gets a run). If
you are an aircraft seller, it's a great
chance to show off your product.
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If you have a fancy paint job, now is

i the time to show it off. And if you have
i a great photograph of you and your

i mates at a fly-in, it will make a good

i memento.

Send your photos (as separate jpeg

i attachments) to editor@sportpilot.

i net.au. It obviously has to be in

i landscape, not portrait, mode and be
i as big afile as possible please.



BY DAVID P. EYRE

A SERIES OF STORIES FROM FLYING
INSTRUCTORS. THEY ARE DESIGNED TO
BE EDUCATIONAL, AMUSING OR SERIOUS
— SOMETIMES ALL THREE. THEY CARRY A
MESSAGE ABOUT SAFE OPERATIONS.

ter flight from Lae to Garaina in New Guinea. Garaina was

n old wartime airstrip, a huge 1,600m in length and a gener-

ous 30m width. This strip was in the middle of a tea plantation and
maintained by the plantation owner, Angus.

It so happened that Garaina was also a very windy place, being
somewhat close to the coast.

Bert arrived in a Cessna 206 and had a very long taxi to exit the
runway at the makeshift terminal. Being a little frustrated with the
time it was taking, Bert decided to take a short cut to the terminal.
He cut the corner of the parking area, but cut it a little fine and his
propeller hit a cone marker.

Now, as all wise aviators know, cone markers are frangible. In
other words, they are supposed to disintegrate or be easy to slice
through if hit.

So Bert was surprised when the propeller hit this particular mark-
er, there was a loud bang and the engine departed the aircraft along
with bits of cowling, oil and other vital parts.

The rather irate pilot stood disconsolately looking at the wreckage
when Angus drove up.

Pilot “Why are these cone markers filled with concrete?”

Angus “Well | was sick of chasing them all over the strip in this

g FRIEND of mine named Bert was tasked to conduct a char-

wind, so | filled them all with concrete to anchor them down!”

The repairs to the Cessna cost well over $20,000, which at the
time was a lot of money. The cost did not include the cost of flying the
bits and pieces in a civil Caribou to the remote location.

Bert was forced to look for another job.

Lessons?

The airstrip inspector did not explain the importance of frangible
cone markers to Angus.

Angus did not show any common sense by filling the cone markers
with concrete.

The pilot, Bert, displayed an appalling lack of discipline and air-
manship in cutting a corner through the coned taxiway.

As instructors we have a responsibility to promote good Airman-
ship in our students and stress the need for patience and discipline
at all times or remind them they face the often infrangible conse-
quences.

David welcomes your own aviation anecdotes.
Email them to editor@sportpilot.net.au

LSA - Ready to fly

Rotax 912 (80hp)
FOX
V6 Super

Call Bert
0418 440575

See the full range of
STARFOX aircraft
on the website,

STAACUX

info@starfoxaircraft.com.au
www.starfoxaircraft.com.au
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AIRCRAFT FEATURE
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The world’s first true
fighter aircraft, and below,
Sopwith Pup 19-8649
also has an exemption to
show big rego numbers

PRESIDENT OF THE ROTARY CLUB

BY ANDREW CARTER TAVAS

curate reproduction of a Fokker E.Ill Eindecker in January 2015. : torical replica may apply to the Technical Manager for an exemption from
The aircraft registered 19-8593 was finished in the col- displaying the normal registration marks of para 10.3 above. Ex-
ours used by Hans-Joachim Buddecke, the third German Ace emptions will not be granted to a regular sport aircraft merely
of WWI to earn the coveted Blue Max. Buddecke, at the .. painted up to somewhat resemble an historic aircraft.
controls of another Fokker E.IIl, is also believed to have We submitted the request directly to the Technical
been the person who shot down the last Australianto Manager, Darren Barnfield, who responded straight
die at Gallipoli. : 1 away and helped us sort it out. We now have the
Therefore, it was important to keep this aircraft Tha ﬂ kS pleasure of operating a truly unique aircraft under
looking exactly as it was in 1916. So when we sub- . RAAus, but without having to display external regis-
mitted the application to have it registered with tO the Teohmcal tration marking.
RAAus, we applied for an exemption to having to 1) This same exemption allows other builders of
display the rego number along the side, which would J[e a m replicas to display their RAAus registration external-
have ruined the authentic look of an otherwise per- ly, butin keeping with the accurate look of the subject,
fect reproduction. as can be seen on these pages on the Sopwith Pup,
Unfortunately, approval to do such a thing was some- rego 19-8649.
how omitted from the previous version of the Technical man- This is a great step forward by RAAus, working closely
ual which had been approved by CASA. It then took an extended with members and now allowing accurate replicas and reproduc-
period to get the manual and process amended, which it now has beenin | tions to properly represent the aircraft after which they are modelled.
Version 4, section 5.1. Thanks to the technical team for pursuing this through CASA and mak-
Paragraph 10.5 (Historical replicas) of that section states - . ingit happen.

THE Australian Vintage Aviation Society completed its 100% ac- : Owners of aircraft which have been built to be operated as an his-
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AIRCRAFT FEATURE

FLYING THE EINDECKER

BY ANDREW CARTER TAVAS

HE Eindeker is known as the first true

I fighter aircraft. It was the first to have

an effective synchronisation mecha-
nism, allowing a machine gun to fire through
the arc of the propeller.

TAVAS built and flew a 100% accurate repro-
duction of the type, 100 years after it first de-
buted on the western front. This is one of only
two accurate flying reproductions of the type in
the world.

It is powered by a 100hp Gnome rotary en-
gine, which has the propeller bolted to the engine.
The entire engine spins around its crankcase at
1,200rpm. It has a single fuel lever, which looks
like a throttle, but simply controls the amount of
fuel going into the crankcase. The engine has no
throttle, it runs at full power or nothing.

The engine is not even fitted with a fuel pump.
There is a hand pump on the right hand side of
the cockpit, which looks similar to an old fash-
ioned bicycle pump. Above it is the air pressure
gauge, which is the most important instrument
in the spartan cockpit. To ensure smooth engine

| operation, you need to keep the pressure in the !

fuel tank fairly constant, about 1psi. | have read
reports which stated this could mean using the
pump eight times per hour or more- but I've had
to use it many more times than that in just one
12 minute flight!

There are two rotary valves which the pilot
can turn to select either of the two fuel tank
The smaller forward tank is just behind the el
gine. The larger rear tank is located just behind
the pilot. For start up the pilot selects the fro
tank and pumps in several full pumps of air to
bring the pressure up to almost 1.5psi. Starting
the engine is a three man operation. One sits in
the cockpit, one pulls the prop through and the
third very important person stands by with a
fire extinguisher ready to put out any fire which
starts at the engine, or lights up the fuel which
has pooled on the ground.

The pilot then turns the magneto switch to
the start position, the crewman pulls the prop

- through and it usually fires to life first time. The
i pilot moves the fuel lever forward until he gets !
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what sounds like the best running from the en-
gine (about 1,100rpm). You know if you have
moved the fuel lever too far or not enough be-
cause the engine revs are low and it sounds a
bit off note, indicating the mixture is too rich, or
too lean.

So, after all that, | was ready to go.

| gave the signal for the chocks to be pulled
away and | blipped the engine. The Eindecker
has no brakes so blipping is necessary to help
the crew remove the chocks. Blipping is the
word describing what happens when you press
and hold a button on the control column which
stops the spark plugs sparking, killing the engine
momentarily. This was the only limited power
control on these early engines. They ran at full
power or nothing. You have to be careful not to
hold the button in too long or the engine will cut
out. Pressing and releasing the blipping button
is what gives rotary engines that distinct ‘burrp,
burrp’ on and off sound.

Once the chocks and the people removing
them were clear, | released the button, the en-

__Giving one hand a rest from the " _

(below) very cramped office




gine went to full power and | was off. There is re-
ally no feedback through the control column or
rudder pedals. You simply ease forward a small
amount on the column, just enough to get the
skid off the ground and look over the nose. |
had to apply small right rudder pressure to keep
straight and used visual clues because | couldn’t
feel anything through the controls.

In a very short distance (less than 20m) the
aircraft broke free and climbed straight ahead
with no effort. It is a stable aircraft with a pow-
erful engine. There is, however, a lot of drag,
so although you have quite a reasonable rate
of climb, it happens at a relatively low forward
speed (around 65kts).

Unlike conventional aircraft, WWZ1 aircraft
were built before we had a real understanding
of control coupling. As such, each aircraft type
feels vastly different to the others and each
control surface really needs to be considered
individually. The full flying stabilator is com-
pletely, ridiculously, overly sensitive. The secret
is to lock your arm on your leg and just apply
the gentlest pressure with your wrist to change
attitude. The Eindecker is fitted with a simple
friction control lever at the base of the control
column - I assume in an effort to overcome this
control sensitivity. We have fitted one to ours
and it has definitely helped.

Obviously the well balanced rudder without
a fixed fin is also incredibly effective. The first

. few turns | attempted were done just by thinking

about them. When you decide you want to turn
right, you subconsciously lead with an almost im-
perceptible pressure on the rudder and the air-
craft starts turning. This is the most enjoyable a
pect of the controls and gives a positive feeling.

The wing warping, as expected, does wo
but is not the most effective form of roll control.
There is a fair amount of effort required (I have to
use two hands on the stick), for a sluggish result.
However, combined with rudder, balanced turns
are easy to do and co-ordinate.

The aircraft cruises at 75kts and the view is
fantastic. Each flight is an incredible experience |
never take for granted.

Because thre is no throttle, steep nose
down descent can cause over speeding of the
prop and possible damage to the engine. So |
started blipping before | turned base. | held
the button in for quite a few seconds at a time,
before releasing it just for a second at a time.
This ‘more off than on’ technique allowed me
to ease forward and descend quite comfortably.
However, anytime | needed to steepen the an-
gle of bank or exit the turn, | had to let off t
button, to get a burst of slipstream over the rud-
der and elevator which instantly energised their
effectiveness.

It glides very well (although steeply because
of all that drag). | tended to keep the aircraft

i high and slightly fast and came in steep, justto :
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The entire engine
(top left) spins
around the
crankcase. Turns
happen (middle)just
by thinking about
them. And a view
of the business end
(bottom) showing
the machinegun

be able to keep the energy high if the engine
failed. | kept blipping the engine all the way into
the flare. It allowed me to control the engine and
the aircraft very precisely all the way to landing
- which is very easy, given the good design and
forgiving undercarriage. | simply transitioned
through the flare, into the take-off attitude, just
above the ground and held it there as the speed
decreased, letting off the blip switch momen-
tarily every few seconds, and a smooth landing
was assured.

This is by far one of the most enjoyable air-
craft | have flown, but certainly not without its
quirks and some serious issues. The British test
report of a captured E.lIl stated it would be very
tiring to fly in anything but the smoothest condi-
tions. | agree with this completely.

The engine is lubricated by castor oil, in what
is called a total loss system, meaning that most
of what goes in, comes out. The way the engine
exhausts and prop slipstreams, means that
most of the oil gets purged out the left hand
side. As a result, that wing wears most of the
grime. The aircraft requires a thorough clean at
the end of each flight, which so far has always
taken substantially longer than the flight itself.
Although | can't see it, enough of the castor
oil (as mist) must spray over me, too, because
when | get home, my partner tells me | smell of
hot chips.

For more information, www.tavas.com.au




GREAT WAR

BY ANDREW CARTER TAVAS

N April last year, TAVAS held its inaugural Great War Flying Display,

commemorating pilots of all wars. It was able to do so because TA-

VAS houses the only collection of flying WW1 type aircraft in Aus-
tralia and operates on an airfield where aircraft from WW2, Korean and
Vietnam wars fly regularly. The display also included a flyby of a modern
ADF attack helicopter.

On April 22 - 23, TAVAS will host an even bigger and better version of
that event, with more WW1 aircraft flying and on display.

The only centenary of WWI we will have in our lifetimes is upon us. While
a great deal has been made about Australia’s involvement in the ground
war, no one has done anything to recognise or promote the significant part
Australians played in the air war.

Very few Australians even know that Australian pilots flew during WWI,
yet alone that we were the only dominion of the Commonwealth to form our
own Flying Corp. Few also know that the last Australian to die at Gallipoli
was a pilot. It's not even something which comes up in a search on Google.
Virtually no one knows we actually had our own one legged fighter Ace in
that conflict.

Pretty much everyone has heard of T.E. Lawrence (Lawrence of Arabia)
and his attacks against the Turks in the Middle East during WWI, yet very
few know of the huge part No.1 Sgn Australian Flying Corp (AFC) played in
supporting him and his operations - despite Lawrence devoting an entire
chapter to the No.1 Sgn in his autobiography.

Australians aren’t even aware of how it was our airmen of WWI, com-
bined with aircraft from that war, which went on to found the first airlines
here (Western Australian Airlines, followed a year later by QANTAS). It was
Australian pilots (brothers Keith and Ross Smith) who were the first to ever
fly from England to Australia at a time many believed it to be impossible (in
1919 it took 28 days as opposed to the less than 28 hours it takes now).

TAVAS plans to change all that. We intend educating Australians about
the significant part Australia played in the air war of 1914-1918 and how
that, in turn, changed the face of Australian aviation after the war. We
have an aircraft, the Eindecker, which represents one used to shoot down
the last Australian to die at Gallipoli. We have an aircraft flying in the col-
ours of those operated by Australia’s one legged fighter Ace. We have a
Bristol fighter painted in the colours of the one Ross Smith operated with
1 Sqn AFC and scored 10 of his 11 victories. In fact, we flew that aircraft
alongside current 1 Sgn aircraft in June 2016 to highlight the centenary of
1 Sqn operations. We literally flew their first fighter attack aircraft along-
side their latest.

With the success of one show behind us, and with far more time to or-
ganise the second one, we realistically expect a large show with far more
people and aircraft in attendance. The same number of flying displays as
last year will take place, but with more aircraft taking part.

We will have several pre-WWI types on display, plus more WWI types
than we had on display last year. We should have at least twice as many
WWI aircraft flying than last year. The star attractions will be the two 100%
accurate reproduction Fokker fighters, both fitted with rotary engines,
which always fascinate all who see and hear them. There are only three
rotary powered aircraft flying in Australia and TAVAS owns two of them. We
will have a third rotary engine on a display stand for people to see up close
and personal.

The Great War Flying Display will honour all pilots who flew in war. It is
an important undertaking to raise awareness and educate people about
this largely forgotten, yet very significant, period and of our part in aviation
history.

For full details about the event including flying display timetable and a
list of aircraft expected to be there, www.tavas.com.au.




AIRMANSHIP SAVES LIVES PART 4

Flying better circuits

BY OWEN BARTROP

THE PREVIOUS ARTICLES IN THIS SERIES COVERED TOTAL AND PARTIAL ENGINE FAILURE
AND HOW TO PREPARE YOURSELF FOR THEM. THE SUGGESTIONS POSED IN
THIS ARTICLE ARE EXPRESSED AS A GENERAL IDEA WHICH COULD HELP YOU CONTROL YOUR
AIRCRAFT AND MAKE FLYING SAFER. SOME PILOTS MAY NOT BE ABLE TO ADOPT THE SUGGESTIONS
BECAUSE THEIR AIRCRAFT ARE EITHER NOT DESIGNED OR CONFIGURED T0 DO SO.

NALYSIS shows that more than 60%
Ac:f the incidents and accidents in-

olving RAAus registered aircraft oc-
cur with aircraft leaving the runway. Prob-
ably, this figure should be higher because
some pilots will not have reported an inci-
dent if there was no damage or injury. All
such instances should be reported, though,
because it might save someone else’s life.

Before getting down to the nitty-gritty of
how to stay on the runway, let’s examine the
forces which can cause take-off and land-
ing problems: Mechanical failure, uneven
tyre pressures, uneven soft runways, aircraft
configuration including C of G, poor circuits,
failure to overshoot and, of course, wind and
turbulence, the later being a major villain.

Looking at this list, you can see there are
many hazards to taking off and landing. Me-
chanical failure is usually out of the hands
of the pilot, but a small problem is capable
of distracting the pilot and causing an acci-
dent, even if the problem itself is not seri-
ous enough to cause one. Previous articles
in this series suggested the pilot must con-
sider all aspects of each segment of a flight
before attempting that part. Before taking
off, consider what you would do if there was
a mechanical failure. That way, if a failure
does occur, you don’t get such a surprise you
remain riveted to the seat, unable to take
timely corrective action.

Uneven tyre pressure increases wheel drag
on one side of the aircraft and, as a conse-
quence, the aircraft will tend to veer towards
that side. So when doing a preflight, don’t just
kick the tyres or try to assess their suitability
for flight by eye. Think about when the pres-
sure was last tested and ask yourself, is it
time to do it again? This is why we do a walk
round. To check each and every aspect of the
aircraft’s suitability for flight.

On grass runways where there has been
heavy rain or those built on a sand base, soft-
ness can develop in their structure which can
increase wheel drag. On take-off, if rudder or

nose wheel steering is insufficient to keep
straight, don’'t hesitate to use differential
braking to stay on the runway.

(Because this article is written as a gen-
eral guide, it does not take into account how
a particular aircraft is constructed. One of
the major issues can be the aircraft’s braking
system. There are several setups for apply-
ing the brakes but individual foot operated
brakes are the easiest to apply, because
hand operated brakes require the use of a
hand just when you need both hands to do
other things).

If your aircraft does not have toe brakes,
is it possible to retro fit them? It is worth it if
you can, it may prevent an accident. Obvious-
ly only carry out modifications to your
aircraft if permission is granted .-~
by the manufacturer.

Student pilots should
heed what is written
below but obey their
instructor. He or she
knows what is best. If
you want to try some-
thing different, talk it
over with your instructor.
You never know, you may
be able to try some of the
suggestions in this article.

Now we get to the most impor-
tant part of keeping your aircraft on the
runway - the circuit. A poor circuit usually
results in a poor landing, so get the circuit
right and most of your landing problems will
disappear. Light aircraft are susceptible to
strong winds and turbulence. There is no ex-
cuse for departing the runway in an unusual
manner on take-off. If you find you are having
problems controlling the aircraft, stop before
it gets hurt, taxi back to the line and have a
coffee.

If there is a strong wind, there will be turbu-
lence. But ask yourself, how much turbulence
and what effect will it have on my aircraft?
Can | control the aircraft? How do | cope with
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turbulence? These are the questions you
should ask yourself before arriving in a cir-
cuit. And if it's true that a good circuit means
a good landing, the question becomes, “how
do I do a good circuit in these appalling condi-
tions?”

To most people, the air around us is just
that - air. But to a pilot, understanding the en-
vironment in which we fly is just as important
as understanding how to fly.

So what is the air doing? Imagine a room
full of inflated balloons. The temperature and
pressure in each balloon will vary, causing
the balloons to move. This is exactly what the
atmosphere does - move about and change.
So how do we know what the result is and

how it affects my aircraft? We have to

“If you are
having problems
controlling the aircraft,
stop before it

gets hurt

- learnto read the signs.

Let us put ourselves at the
start of the downwind leg.

Am | being blown closer

or further away from the
runway? Then we turn
base and commence
our descent. Am | clos-
er or further from the
threshold than normal?

Now turn onto final. Am |
lined up with the runway or
am | off line? Am | too far away

or too close to the threshold? Am

| still being blown off line as | come down

final? Am | going to land at the right spot or

some other place? How am | going to cope

with the wind once I’'m on the ground? You

need to know the answers to all these ques-
tions before attempting to land.

The easiest way to find the answers is to fly
the circuit and note what happens. However,
don’'t attempt to land just yet because you
haven't finished planning. Overshoot before
touching down, go round and put the answers
to all your questions into action. Now fly an-
other circuit with your path corrected using
the answers you learned on your dummy ap-

LR

proach. By the way, when turning base the first
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of becoming a good pilot

time, don’t forget to make a radio call to an-
nounce you will be doing a missed approach.
Turning final needs special consideration
because, if you get this wrong, it could be
fatal. Everyone is taught how to sideslip an
aircraft but you need to be cautious about do-
ing it. Sideslipping calls for the pilot to apply
crossed controls. On the one hand you apply
rudder to crab the aircraft and, at the same
time, you correct any wing drop with aileron.
There is a way sideslipping in a turn can be

safely carried out, but if the wrong rudder is
applied, the aircraft could have a wing stall
which would be very nasty. Therefore, to en-
sure you never get it wrong, never sideslip in
a turn onto final. In fact, all turns at low speed
should be balanced turns.

A turn onto final should be carried out in
order to roll out in line with the runway. If you
are going to overshoot, do not unduly tighten
the turn. The aircraft is already at slow speed
and a tight turn will increase the stall speed.
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If it is impossible to safely do an S-turn back
onto the centre line, overshoot, go round and
try again. If your turn will roll you out before
you reach the centre line, slacken off the turn
to bring you in line with the runway.

That covers the process for making a good
circuit, without which itis almostimpossible to
do a good landing and stay on the runway.

NEXT MONTH The landing and how to control your
aircraft, even in gusty conditions.



PILOT TALK

Keeping everyone flying

BY THE OPS TEAM

WHAT DOES A TYPICAL DAY FOR THE OPS TEAM INVOLVE? WELL, WE DON'T THINK
WE HAVE EVER EXPERIENCED A TYPICAL DAY. EACH ONE BRINGS UNIQUE QUESTIONS,
CHALLENGES AND INTERACTIONS WITH MEMBERS, INSTRUCTORS, CFIS, PILOTS
AND ORGANISATIONS FROM AROUND THE COUNTRY AND THE WORLD.

HEN we are flying our desks and
the phones are quiet, we carry
out a range of scheduled tasks,

such as application review and checking,
assessing training and other approvals
and developing current and new resources
for members - such as manuals, training
resources, guides and working with both
staff and external agencies such as Airser-
vices, CASA, aerodrome operators, police
and other aviation groups.

Out in the field, we conduct school visits,
work with CFls or organisers of fly-ins, con-
duct instructor renewals and other assess-
ments. These invariably involve travel and
it'’s not uncommon for us to cover more than
500km a day between school locations or to
return to an airport, motel and occasionally,
the comfort of home.

We are at all times interacting with mem-
bers and instructors. The questions we re-
ceive cover a range of topics. Some are easily
managed, usually by referring to the Opera-
tions or Technical Manuals or the relevant
Civil Aviation Order, but others may require
significant research or further questions to
government departments like National Parks
and Wildlife, Search and Rescue or CASA.

Examples of some of the questions we re-
ceive include:

e Can we operate firearms from our aircraft?
(yes, with approval from CASA)

e Can we conduct shark patrols on beaches?
(not at the moment, but watch this space)

e Can members fly their homebuilt into CTA?
(depends on a lot of factors)

e Can | take my dog flying? (yes, again with
approval from CASA)

e Can other members of my family train in my
amateur built aircraft? (only if they assisted
with the building and are noted on the build-
ing information)

Often we get calls from the Joint Rescue
Coordination Centre (Search and Rescue)
checking on overdue aircraft or reporting ac-
cidents and incidents at airfields. This has a
knock on effect of requiring us to make fur-
ther phone calls to pilots or aircraft owners
to see if they are on the ground, or following
up with police and emergency services.

We may also receive a call from our coun-
terparts in the other sport aviation organisa-
tions, asking about aircraft or members or
because they have received a question and
need our assistance to answer it. Within
RAAus’ information sharing guidelines, we
routinely share relevant information. They
share with us, too, when we have a question
of them.

Operations also routinely receives ques-
tions about things we aren’t really responsible
for, such as aircraft registration requirements
before, during or after test flying, changes of
ownership and addition of new partners to
syndicates (These are the Technical depart-
ment’s areas), renewal or gaining a CASA is-
sued Recreational Pilot Licence or subjects
like the installation of ballistic parachutes
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and transponders.

We follow up complaints from the public
about all manner of flying vehicles and their
activities, noise complaints, complaints from
members about each other, complaints from
CASA and external agencies like police, Na-
tional Parks and Wildlife, local councils and
aerodrome operators.

CFls call to discuss operational matters
involving instructors operating under them,
processes for converting pilots from other
organisations, questions about legal, admin-
istrative and business requirements, con-
cerns about other operators or pilots at the
aerodrome, contractual issues, working with
children checks, ASICs and for assistance
with their renewals. We assist as much as
possible but sometimes these questions are



outside our areas of expertise and have to be referred to lawyers
or specialists.

Other questions we receive cover an amazing variety of topics.
Due to time differences in WA, SA, Qld and daylight saving, phone
calls can be received at strange times of the day and night.

Last year Jill was woken at 2am by a phone call from someone
asking for her help to fix a flat tyre. Blearily trying to work out why
a member would ring at that time of night (we are day VFR after
all), she realised the caller had done a search in South Australia
for the Royal Automobile Association and found our website www.
raa.asn.au. He then called the office number and, when prompt-
ed by the choice for an emergency, pressed 1 and got Jill - hers
is the designated emergency after hours number. Jill politely told
him he had the wrong number and went back to sleep.

Actually it is not unusual for Operations to receive phone
calls late at night. Sometimes, CFIs work late, catching up after
a busy day, have a pressing question which needs an answer.
Sometimes members don't realise, like them, we actually finish
work at 5 pm and call after dinner. And at other times, it's the
dreaded phone call from a police department about a serious or
fatal accident.

So the phone calls, text messages, emails, faxes and even
letters come from members all over the country and prospective
members from overseas.

In the main, the challenge of managing these wide variety of
questions and enquiries is the best part of the job. It makes us
think about different areas for which we are responsible, it can
provoke change and force us to re-assess what we do and how
we do it.

One recent, and particularly tricky, query related to a member
who had recently purchased a waterborne aircraft. A specialist
in the aircraft from overseas planned to visit Australia over the
Christmas break and the member asked if it was possible for
the specialist to provide him with instruction. This made sense,
because the overseas specialist was reportedly one of the high-
est time waterborne instructors in his country, so the experience
would greatly benefit the member. Not only did Operations have
to review the specialist’s qualifications in the busy weeks before
Christmas, we also had to research how equivalent these qualifi-
cations were to RAAus, ensure a Pilot Examiner was available to
conduct his conversion flight and issue him with a RAAus Senior
Instructor rating so he could train our member over the break.

Luckily, the Pilot Examiner was also a CFl and willing to have
the specialist instruct as part of his school, and confirm the spe-
cialist could speak English well enough to meet radio require-
ments. To further complicate an already complicated story, the
CFl/PE under whom the specialist would operate wanted to add
his own waterborne endorsement at the same time. So, after the
specialist was assessed and issued a Senior Instructor rating,
he then flew with the CFI/PE and issued his own waterborne en-
dorsement to the CFI/DE. Finally, the member who made the
initial request was able to fly with the newly endorsed specialist
and receive his own waterborne endorsement.

And all of this was accomplished before the office closed on
December 23. Phew!

So next time you call Operations, if we sound a little distract-
ed, we are probably busy trying to keep everyone flying.
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LEARNING TO FLY

#professionalpilot

BY ANTHONY SIBARY

| wanted to fly, | headed to my near-

est GA airport for my Trial Introduc-
tory Flight. On arrival, | was immediately im-
pressed with the complete professionalism
of the school. But this was going to be ex-
pensive and | did wonder why | should spend
so much money learning to fly in an aircraft
older than | was.

Having completely underestimated the
costs, | soon ran out of money and it appeared
my dream of flight would remain exactly that,
just a figment of my imagination.

Fortunately, a work colleague, himself a GA
pilot, suggested | try RAAus at the Oaks. | took
his advice and spoke to Dave Rolfe and the
rest, as they say, is history. Yes, itis in the past,
but it has so much to do with the present too.

| had ridden past the Oaks airstrip (YOAS)
plenty of times, but my first time actually vis-
iting the place was the day | met Dave. It be-
came immediately clear that this was not a big
business airport. If I'm honest, | didn't even
think my little 2wd sedan would make it along
the dirt track into the place and why were there
so0 many abandoned vehicles and decaying fu-
selages everywhere?

| wondered if other prospective students
before me had simply turned around and gone
elsewhere, maybe deciding to give up on their
aviation dreams along that dirt track. But | had
come this far and so decided it was worth a
shot. Fortunately for me, meeting Dave and
John Taru literally changed my life. | was im-
pressed by their professionalism and their re-
gard for safety, both mine and theirs.

Sure, the facility was nothing like the big
airport, but it was about one third the cost.
And besides it's not the buildings or whether
the instructor is wearing a monogrammed
shirt which makes a successful flying lesson,
but the quality of the instruction. Not only was |
going to save a small fortune, | was going to get
professional instruction in a modern compos-
ite Australian made aircraft...awesome! And
just to be absolutely clear, my experience at
the other place was great, but was not some-
thing | could afford to continue at the time. If |
was going to become a pilot, RAAus was the
only way to go.

In a previous issue of Sport Pilot | men-
tioned I'm not a professional pilot. But | always
try and fly in a professional way. Over the past
few years | have met plenty of aviators who do
the same. But what about when we are not
in the air? How do we act and behave at the
airfield? Are we open to visitors and potential
aviators spending time with us, or are we too

S EVERAL years ago, having decided

busy doing all the things we do when we are
about to go flying to care or show an interest in
others? Or is that too many questions for one
article?

| get it, not everyone is comfortable con-
versing with strangers but that’s cool. Your
time and money is valuable and you just want
to getin a plane and fly.

But recently I've learned that we are the
ones who will determine whether our sport
grows or dies. If folks feel unwelcome at our
airfield, there’s a big chance they will not be
back. Even worse they might take to social
media to share their negative experience and
that news travels incredibly fast. You may need
more than a hashtag to save you.

| hadn’t flown for a while but finally had the
cash and the weather on my side, so out to the
airfield | went. The drive was uneventful but as
| negotiated the track which leads to the flight
school, a vehicle blocked my path. It's OK, he
may not have seen me. | cruised slowly behind
him to the parking area then he parked very
close to my driver's door and | had a tough time
getting out of the car.

Before | had a chance to speak, the driver,
an elderly man, unloaded a verbal barrage at

me; complete with a very descriptive account
of how I had been speeding down his track and
how he’'d seen me doing it the day before.

| tried to explain that it was the first time |
had been there in months, so he must have
mistaken me for someone else. And, in any
event, it really wasn’t possible to speed along
the rutted track in my sedan. There was no
apology. He just stalked off and | was left to
contemplate what just happened. One of my
children was with me, otherwise | might not
have been as diplomatic. Until this encounter,
| had never met the man, not had a conversa-
tion with him. Imagine if | was there for a TIF or
was a first time visitor to the airstrip. Would |
return? Probably not.

It is up to us to promote safe, affordable
and fun aviation for all. Smiles are free and you
only get one chance at a first impression. If you
see a new face at your airstrip, welcome them
and keep it positive and upbeat. If they see
you having fun, they will want to find out more.
Professionalism in aviation is not just when we
are in the air.

And for those of you who know Dave Rolfe,
you will agree he would not look any betterin a
monogrammed shirt.

| AIRPORT.
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Lesson One

BY KEN NICHOLAS

though I've left it until the tender age of
62 to begin my flying.

| live just fifteen minutes from the airport,
the school has a virtually brand new Tecnam
P92 Eaglet, well-appointed | might add, and my
instructor David and | seem to have hit it off
quite well right from the word go.

Having been away from the aviation indus-
try for almost 30 years | wasn't really aware of
how far recreational aviation had come. | still
had the impression of sport flying taking place
in powered hang gliders, and numerous ultra-
lights of various shapes and sizes (not that
there’s anything wrong with them).

Having no real knowledge of the current
or previous models of light sport aircraft, I've
been very pleasantly surprised by what I've
found.

| guess having confidence and a positive at-
titude in what you're about to take on is a good
way to start something new.

The number of things which led me to feel
confident about this, was the same for a lot of
aviation enthusiasts. It started with model aer-
oplanes, from the smallest to some fairly seri-
ous radio controlled stuff. Then there was the

ITHINK I'm lucky in a lot of ways, even

It

became clear

this was not a

big business
airport”

ten years at Avalon with the Department of De-
fence, building and servicing aircraft, | set off
thinking ‘yes, I've got a pretty good handle on
how it all works’ so | had good reason to have a
measure of confidence.

Working in the industry also teaches you to
have a healthy respect for safety and the un-
forgiving nature of this activity. And the need to
keep one’s eyes well and truly open to what's
going on around you. | have witnessed a couple
of near misses, so even though | approach it
with confidence, | also have a healthy respect
and a cautious approach to flying.

As a mechanic by trade I've always wanted
to know how things tick.

Pre-flight checks is where | started as a stu-
dent. My instructor led me round the exterior,
showed me the major checkpoints, explained to
me how to examine things and what to look for.

Something which came up in discussions
about the external pre-flight checks was that
not many people use a checklist during their
walk around.

| was told to refer to the Pilot Operating
Handbook. | asked to take it home and make
a copy. The same information is generally avail-
able of the manufacturer’s website.

| found making a copy very worthwhile.

With the daily and pre-flight checks done,
it was time to go flying. It was a different mat-
ter once in the cockpit. There | had a checklist,
specific to that aircraft but with a lot of points
common to almost all aircraft apparently.

The instrument layout on the panel in this
aircraft was fifty-fifty or, more correctly, dual

electronic and good old analogue mechani-
.. cal gauges. The term glass cockpit
™. pretty much described the roughly
iPad sized screen in front of me.
. A smaller display mounted
% on the right side instrument
* panel, but canted toward me,
displayed the engine param-
eters and fuel information.
Then there were the
steam gauges, self-explana-
tory. This setup proved to be
handy because you could look at
whichever you liked to read, which-
ever was easiest for me to work with,
a digital representation of the analogue
gauges or the real thing.

So we had backups for our primary instru-
ments.

The glass display, a Skyview, had a six pack
configuration which displayed the main flight
instruments.

As one who loves technology and likes to
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push buttons, this was a great little toy and,
when | learned it could be configured in differ-
ent ways, | felt it was very handy.

Then we were going flying, weren't we? It
may have seemed like we'd spent a half the day
just looking around the aircraft, inside and out,
and to be honest with you, | could have easily
spent half a day and longer, but that’s not what
it was all about.

We had a two hour time slot allowing for
pre-flight checks and briefing and, with luck, an
hour in the air, followed by time for re-fuelling,
debrief and log book entries.

Eventually we found ourselves sitting on
the piano keys at the end of runway 28 at Leth-
bridge. This is the main sealed 1,200m runway.
David made the call and my instructions were
to follow what was happening with my left hand
on the control stick, my feet lightly on the rud-
der pedals.

The Tecnam with its 600kg maximum take
off weight, is a surprising little performer on
a good day, which this happened to be. Leth-
bridge is at 790ft with left hand circuits so
we climbed out at 700fpm and at 1,300ft we
made a crosswind turn, continuing the climb.
Passing though 1,800ft we made departing
circuit call on climb for 3,500ft heading to the
south west of the training area for effects-of-
controls training.

It was surprising just how much right rudder
| had to keep in while on climb and full power to
compensate for the effect of prop wash spiral-
ling back around the fuselage - hitting the left
side of the fin and rudder wanting to yaw the
plane left. David was right onto me about this
and getting the ball in the middle, but this was
all done with once we levelled off at 3,500ft.
| pulled the power back to 5,000rpm and
trimmed for straight and level flight. It certainly
took the load off the right foot.

Some time was spent on staying straight
and level and on the importance of setting
things in order - power, attitude and trim - and
how each can affect the other.

It was interesting going through each con-
trol for, not only what the control does, but also
the unwanted or adverse effects such as ai-
leron yaw and how rudder will not only yaw the
plane, but also start you into a spiral dive if you
get a bit over zealous and kick in too much.

What was noticeable after that first day out
was how my legs felt. Tight muscles because
| think my left leg had been fighting with my
right leg to see which had control of the rudder.
| don't think either won but both suffered. All
good fun and I'm looking forward to the next
lesson.
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Going low and sloping

BY ROB KNIGHT

cultural pilots to operate at low level (below 500ft AGL) and

onto sloping airstrips. Some slopes were gentle, about 3%
(1.5°) but some were worse, about 40% (22 °). Like most of life’s
endeavours, difficulty with this aspect of flying generally diminished
in inverse proportion to training and experience, the degree depen-
dent mostly on the individual’s attitude.

However, new low-level and strip pilots had a number of common
issues to overcome and these would be at least as common today
as they were then. The most common ones included neglecting to
trim accurately, flying approaches both too high and too fast, losing
the strip and not being able to find it again and getting so low in a
valley they didn’t have sufficient climb angle to get back up to the
strip in the distance available. When down among the trees, they
flew slipping or skidding turns because they interpreted the aircraft
drift incorrectly against the ground, they failed to recognise the
increased turn radius required when turning downwind and more.

In such an unforgiving environment, any one of these is poten-
tially catastrophic and all stem from a lack of application of basic
principles and knowledge which experienced strip pilots consider
fundamental.

The first of these principles is that airspeed and turn radius are
interrelated. Turn radius for a given bank angle is proportional to the
square of the airspeed. By decreasing the airspeed, a pilot reduces
the area needed to turn.

Part of my instructing career involved training budding agri-

Take a situation where, at 130kts in a 30° bank, the turn radius
is 2,600ft. The aeroplane will need a valley almost a mile wide to ex-
ecute a 180° turn. It's simple math - 2,600ft radius x 2 = 5,200ft
and a nautical mile = 6,080ft. If the valley being flown in is only
three quarters of a mile wide (4,053ft), an early termination of the
flight is inevitable. However decreasing the airspeed to 70kts will
reduce the radius of the turn to 755ft, which means the pilot can
turn through 180° in about % mile of lateral room, or in less than
half the width of the same three-quarter mile wide valley.

Remember these figures are theoretical examples only-there is
no provision in this simplistic description for air density issues or
wind effects (up/down drafts, drift etc) and | don’t include issues
such as pilot slip/skid control. To confirm my figures, check using
www.csgnetwork.com/aircraftturnfocalc.html. Of course, the added
benefit of a lower airspeed is that there is more time to see obsta-
cles and hazards, more time to assess their relevance and more
time to take reasoned, correct evasive action. After all, it's not much
help, when dodging a tree, to immediately fly into a powerline you
haven’t had time to notice.

Next, for very good reasons, it is not wise to exceed a medium
angle of bank when flying in valleys, especially when down low in
steep sided ones. When manoeuvring in a constricted valley, much
of the terrain is above and beside the aeroplane, and the pilot
does not have the visual reference to which they are accustomed.
For most beginners this is extremely disorienting and confusing,
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making it decidedly hazardous to bank and yank because they are
eyeball to eyeball with spatial disorientation. Also, increasing the
bank angle beyond 30° rapidly increases the load factor (and thus
the aeroplane stall speed) if height is to be maintained and there is
none to lose.

It can now be more easily seen that slowing down is a key factor
to flying in constricted areas and using a lower bank angle to turn.
The lower airspeed, which allows the pilot to operate in markedly
less geography, also allows less bank angles necessary to manoeu-
vre. But there’s more.

The lower bank angle has yet another advantage. In a high
winged aeroplane, the inside wing usually blocks all view in direc-
tion of the turn and shallow bank angles make it easier to diminish
this concern.

Another necessary skKill is to be able to set the aeroplane
up to fly a power-on, steady, steep angled approach to a
precisely located flare point. | used ‘steady’ to mean
an approach which has the aeroplane trimmed and
in a position where minimum input of all controls
(including power) will result in a safe landing,
Unnecessary control input during the approach
will indicate judgement errors.

A major part of this judgement lies in deter-
mining the necessary attitude and power to pro-
vide the desired approach speed, and approach
angle, for the aeroplane at its current weight and
centre-of-gravity position. A steep approach angle
provides obstacle clearance with less travel distance
and keeps the runway in better view. An experienced and
aware pilot sets the aeroplane up for the approach and then, while
checking Air Speed Indicator regularly for confirmation, listens and
feels the aeroplane tell them of any change to the airspeed.

BRAIN FREE

This leads to what is arguably the most important ability of all.
It's something paramount in all flights but is extra important in
operations at low level and when in unfamiliar situations. That is the
knack of being able to make the appropriate inputs to control (roll,
pitch and yaw) without devoting brain time to it.

Pilots who still can’t keep straight with rudder, without having
to think about it, are a danger because there is no room available
for sloppy flying. There are plenty of these pilots wobbling woefully
around at an altitude where it clearly doesn’t matter. But if they are
ever forced to fly low, their lack of this intrinsic skill becomes a very
real liability.

SLOPING STRIPS

When teaching low-level operation and strip flying, much emphasis
is put on operating the aeroplane at reduced airspeed. For practical-
ity | use a speed range not exceeding Vx (best rate of climb speed)
and not less than Vy (best angle of climb speed). The skKills | want to
see are whether or not the pilot can get and maintain the desired
airspeed (aircraft trimmed) and use the correct attitude, power and
airspeed for an appropriate approach.

Many airstrips are one-way so once the aeroplane is committed,
there are no go-round options. The pilot must know how to set
up and execute the required approach.

Inexperienced pilots usually fly up the middle of the valley.
While this may appear safe, it isn’t. There is no room to ma-
noeuvre (there is only half the potential room to turn) and often
considerable turbulence. Flying up the windward side of the val-
ley in the wind shadow area is preferable to avoid the inevitable
downdraught caused by the wind descending into the valley on
the lee side.

across it at an angle of less than 90° to the ridge. This makes a
turn away quicker if an excessive downdraught is encountered or
the pilot changes their mind for other reasons. Another consider-
ation is, if possible, to avoid having to turn around a vision-block-
ing bluff to make an approach. Such locations, where these
dangers are prevalent, are not suitable for training or use by
other than already experienced pilots who can fly the aeroplane
without having to think about their actions.

A FLYOVER

Never fly onto an airstrip without doing a flyover. Your life may
depend on it. If the strip slopes, do the flyover down the slope
using at least Vx, but no more than Vy. Experienced pilots often
do more than just a single run. They do several to make sure

" always
used great
caution when mixing
wind and runway

gradient”

the data is good. When doing a flyover, to guesstimate the
... runway length in metres, | use 60kt airspeed, note the
.. humber of seconds it takes to complete the flyover
and multiply that number of seconds by 30. Thus
if 300m is the minimum required, it had better
*. take me at least 10 seconds to fly the length
¢ of the strip.
i Also note the altimeter reading when
crossing the top of the strip and the bottom.
/ Check the surface wind direction if any clues
' are available (wind shadow areas on dams and
lakes are on the upward side of the water, cloud
shadows etc). Remember the wind velocity may
differ between the top of a sloping airstrip and the
bottom where the flare will take place. Check for surface
mobile obstacles such as cattle, sheep or deer. Being inclined to
move, they will be harder to dodge. Check the runway surface for
slope changes, drains, washouts, fences etc, as well as boulders
or wet patches. Take special note of the terrain relevant to the
approach line and the overshoot line (if an overshoot is possi-
ble). Plan the approach path and, where available, the overshoot
path. Also consider a go around point. An overshoot might be
possible if action is initiated early enough in the approach, so
select a geographical overshoot point where one is possible. Be
mindful that sometimes airstrips are a commitment as soon as
the approach is initiated. If the terrain will stop you getting out,
this will be a serious landing and misjudgments are not forgiv-
able.

T00 HIGH

A constant feature of inexperienced pilots flying into sloping
strips is setting up approaches which are too high. This is a
judgement call and only practice helps. If the altitude of the flare
point has been estimated during the flyover, a level, or near level,
approach may be available to ease, somewhat, any judgement
crisis. Wherever possible, keep the strip in sight. If the aircraft is
properly configured and established for a steady approach, flying
a normal circuit pattern is straightforward, but the proximity of
rising terrain adjacent to many strips precludes this. Terrain
causes serious stress because many pilots are hesitant to get
down into a valley.

To operate in such areas, it must be accepted that the aero-
plane will be flying much closer to the terrain than untrained
pilots are accustomed. It must also be accepted the high terrain
renders the attitude indicator completely irrelevant. In many
cases the horizonis now above the top of the windscreen in level
flight.

The bottom line is to know your aeroplane, know yourself
and acquire the knowledge and experience to help maximise
precision, control, performance and safety when operating aero-

If a ridge must be crossed, the pilot needs to know to fly

i planes into terrain restricted or obstacle restricted areas.
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CALCULATING EFFECTIVE RUNWAY LENGTH ADJUSTED FOR DOWNHILL SLOPE rie 2

Fig.1

LANDING UPHILL WITH A TAILWIND i 2

Fig.2

Rule of thumb (downhill only) when considering the effect of run-
way gradient, every 1% grade equals approximately 10% change in
effective runway length. Therefore we can use the following quick
calculation to ascertain the effective runway length available.

A 3% gradient = a 30% increase in effective runway length = 500ft
plus (.3x500). This will equate to an effective length of 650ft.

A 5% gradient = 50% increase in effective runway length equals
500ft plus (.5%500). This will equate to an effective length of 750ft.
A 10% gradient = a 100% increase in effective runway length
= 500ft plus (1x500). This will equate to an effective length of
1,000ft.

Planning to land with a tailwind should be done with great care.
Because a 10% increase in ground speed results in a 20% in-
crease in landing distance, even light tailwinds will greatly in-
crease the ground roll. If the runway ends in a drop-off, such as on
top of a plateau or along the riverbank,the pilot should anticipate
an updraft over the drop-off on short final. This updraft can cause
an aeroplane to balloon or float further down the runway before
making a touchdown, and could be problematic depending on
runway length and gradient. Additionally, when landing with a
tailwind, the pilot will have to fly a steeper approach to compen-
sate for increased ground speed, which can cause visual illusions
which can hinder judgement of height and distance relative to a
sloping runway.
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A strong headwind is required to overcome the increase in landing

=
roll created by a downhill landing. If the wind is strong enough to can- _ ji,._
cel the effects of a large downhill slope, expect serious turbulence 'ﬂ/ G
on the approach, particularly if there are obstacles such as trees or e

buildings. If a faster airspeed is used for the approach to compensate =
for gusts and turbulence, the increase in ground speed will further

lengthen the landing roll when landing downhill. The plane will float
and float and float. Pilots may find it hard to touch down because the
ground keeps dropping out from under the aeroplane. Once on the
ground the pilot must count on brakes to stop. Heavy aeroplanes have
more inertia and can be very hard to stop. In Ag training, | never even
demonstrated downhill landings, let alone asked a low time left seat

Fig.3
pilot to try one. =

Considering that a 10% increase in ground speed increases the take-
off roll by 20% and every 1% of runway downslope = approximately
10% more effective runway, it takes about 1% downslope to counter
every 2 - 3kts of tailwind for most recreational aircraft. Thus a 6 -
10kt tailwind would require at least a 3° downslope to neutralise :F
T

the effect of wind. If the down sloping runway ends in a drop-off, the .
plane may become airborne in ground effect but encounter a down- rﬁ/

draft over the drop-off once it leaves the runway. Turbulence will of- =5 [
ten accompany this downdraft. Water below will amplify it. This can
be a sticky situation, especially when flying around rugged terrain,

whether at the same level or beside a river bed. If no turns can be
made and the departure must be flown with a tailwind due to terrain,
downdrafts and turbulence may continue along the departure path.
The only option for the pilot is to lower the nose, maintain airspeed
and try to remain clear of the terrain.

Fig.4

Based on the relationships of ground speed and gradient, an aero-
plane will generally require a significant headwind to counteract
more than a slight uphill slope. If the runway is short, choose a take-
off abort point. If the aeroplane is not in ground effect and accel-
erating by that point, it may not out climb the gradient. Aborting a

take-off uphill provides more rapid deceleration and less distance
than a runway without a slope. Anticipate wind shear and turbulence /
over trees or obstacles after departure. Also when taking off uphill, @
chances are the terrain on the departure end of the airstrip also rises = r

and may exceed the climb capability of the aircraft. Not a good choice
if any other option exists.

| always use great caution when mixing wind and runway gradient.
Many runways with gradients have surrounding obstacles and terrain Fig.5
which can magnify the effect of downdrafts, wind shear and turbu-
lence on approach and departure. On short runways, especially with
obstacles in the approach or departure path, landing and taking off
with more than a light wind is seldom a good idea and only likely to
be appreciated by the aeroplane repair shop people.

NOTE All values and percentage changes depicted in this
article are rough figures only, provided for the explanation
of the concepts described. Because of the variations in
pilot and aeroplane performance, as well as atmospheric

considerations, no values are absolute or guaranteed. ®
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Chronic fatigue

DESIGNING YOUR OWN AIRCRAFT BY DAVE DANIEL

Fig. 1 A classic fatigue failure

than a little taken aback to overhear

someone expressing a view that, “Fa-
tigue isn’t an issue for homebuilts, they
just don’t fly enough hours for it to be a
problem.”

It's easy to see where this kind of opin-
ion comes from. Certified airframes have
fatigue lives equivalent to tens, or even hun-
dreds, of thousands of flying hours whereas
most homebuilts will be lucky to collect more
than couple of thousand hours in a lifetime;
so they should be fine, right? Unfortunately
this belief misses the crucial point that certi-
fied aircraft are carefully designed and test-
ed to achieve a certain design life, and even
then there have been a few occasions when
the big boys got it wrong, (Aero Commander
wing spars and deHavilland Comet windows
spring to mind). Designing for fatigue life is
tricky and, just because an aircraft is only
going to accumulate a few thousand hours,
certainly does not mean fatigue can be con-
veniently ignored. But before we look at how 1

long your beloved homebuilt is going to last,

, .. L surface defect
let’s go back to the origins of fatigue.
AN AGE OLD PROBLEM
In the first half of the 19th century it was noticed some railway carriage
axles would fail unexpectedly after relatively short periods in service,
despite the fact they operated at loads well below their designed and
tested strength. By the 1850'’s there was a growing appreciation in the
engineering community that metal components exposed to cyclic loading
displayed a tendency to weaken over time. They dubbed this phenom-
enon ‘fatigue’ because it was postulated the material was somehow tir-
ing through use and losing its strength. Systematic investigation followed,
revealing that fatigue failures actually result from the progressive growth
of initially microscopic cracks. These cracks develop gradually over re-

peated loading cycles until a part is so weakened that catastrophic failure
occurs at well below the designed strength.

THREE STEPS TO FAILURE

Fatigue failure occurs in three stages. Firstly a crack needs to initiate. This
will typically occur at a pre-existing surface defect such as a tooling mark,
an area of damage or material defects such as a void or contamination
in a casting. However, even apparently defect free highly polished parts
will initiate cracks eventually, triggered by tiny imperfections in the mate-
rial microstructure. For a part with good surface finish and no damage,
the first 90% of the fatigue life can pass with no cracking visible to the
naked eye.

Once a crack has initiated, it will then go through a period of slow
growth extending by a tiny amount with each load cycle. Despite being
damaged, a cracked part can remain serviceable in this state; provided
the design loads are not exceeded and the crack is shorter than the criti-
cal length, the part will not fail catastrophically. Finally, after a period of
crack growth which may last months, or even years, in service, the length
of the crack will reach a point where the rate of growth increases expo-

IWAS at an air show recently and more

Rough area created
during final rapid
fracture

Smooth area of slow
crack growth with
beach marks

nentially, rapidly leading to final failure of the part.

This fatigue process is clearly visible when examining the failure sur-
face of a broken part as shown in Fig.1: A crack has initiated from an area
of damage (in this case a tool mark) and has then grown slowly over re-
peated loading cycles, creating a fairly smooth but subtly ‘beach marked’
region similar in appearance to tree rings. Finally the crack has grown
large enough that the remaining material lacked the strength to carry the
load and the part has failed, creating a large rough area indicative of rapid
fracture.

AN OLD AGE PROBLEM?

It should be clear by now that fatigue life is not actually about age. In-
stead the primary criteria involved are the number and magnitude of the
loading cycles. Low stress loading cycles are much less damaging than
high stress ones and will cause failure to occur far more slowly. To give
a couple of examples: Landing gear legs see large stress variations with
each take-off and landing, which is much more arduous from a fatigue
point of view, but the number of cycles will be low - maybe a few thou-
sand in a plane’s entire lifetime. On the other hand, an engine mount is
exposed to constant vibration whenever the engine is running, the mag-
nitude of the stress variation is low but the exposure is huge - even if
you consider only the vibration directly due to the firing of the cylinders.
A Rotax four stroke produces well over 500 million loading cycles for
every 1,000 hours it runs.

SMOOTHLY DOES IT

If you've built a metal aeroplane, you'll be well aware of the mantra to,
“smooth edges and deburr holes”, and not without good reason. Burrs
and rough edges provide a multitude of tiny ‘notches’ - sites for cracks
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to initiate and propagate - which can dramatically reduce the fatigue life.
But notches are not just a builder’s problem. From a design point of view
holes, corners, and changes in thickness should always treated with sus-
picion - after all they are basically blunt cracks deliberately included in the
design! Now I'd challenge anyone to design an aircraft without using any
holes, but placement of these features is critical and can be the differ-
ence between a part which lasts weeks and one which lasts years.

So why do notches cause problems? Firstly, they cause stress concen-
trations - small localised areas of higher stress - and secondly, by defini-
tion, they are on the surface of the part and so are likely to already be in
a high stress area - especially for parts loaded in bending. As a side note,
it is this same property of notches which makes corrosion such a prob-

Fig. 2 (above) Fatigue cracks frequently
initiate at holes.

Fig. 3 (left) Corrosion not only weakens
the base material but provides an
opportunity for cracks to develop.

lem. Loss of material to corrosion obviously
reduces a parts’ strength, but the surface
damage, cracking and pitting which corro-
sion creates can be far more critical and
have a huge impact on fatigue life.

MATERIAL MATTERS

Correct material selection is vital for good
fatigue performance. For some metals,
such as steel, there is a fatigue endurance
limit - a stress level below which cracks
won't initiate or grow, providing theoretically
infinite fatigue life - providing stress levels
are low enough. Unfortunately aluminium
doesn’t display this property and even at
very low stress levels fatigue failures can still theoretically occur - albeit
at massive numbers of load cycles. This doesn't make aluminium use-
less, but it does mean high frequency vibration and aluminium don’t play
together nicely and probably explains why you don’t see many aluminium
engine mounts.

DO WE NEED TO WORRY?

Getting back to my air show expert. Was he right? | guess time will tell.
Fatigue may well be a lesser problem at our end of aviation, but we are
not immune and it’s certainly not something we should simply ignore. So,
with that in mind, how do designers combat the problem of fatigue? Find
out next month.
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Win the crowd,

BY PROFESSOR AVIUS AVIATION GURU

maxima U

ous disciplines, but in aviation | often wonder if the refer-
ences are fully understood.

In engineering, tolerances are often referred to as GO/NOGO;
These tolerances are determined at the design stage and are then
used as the basis to determine whether a part or an assembly meets
the requirements for the new part; and, subsequently while in service,
may be used to determine the continued serviceability. GO/NOGO can
be viewed as maximum/minimum (or vice versa) This principle may
also be referenced in aircraft maintenance.

Wikipedia defines the mathematical analysis of maxima and
minima of a function, known collectively as extrema (the plural of
extremum), as the largest and smallest value of the function - either
within a given range (the local or relative extrema) or the entire do-
main of a function (the global or absolute extrema). Pierre de Fermat
was one of the first mathematicians to propose a general technique
which he called ‘adequality’, for finding the maxima and minima of
functions. As defined in set theory, the maximum and minimum of
a set are the greatest and least elements in the set, respectively.
Unbounded infinite sets, such as real numbers, have no minimum
or maximum.

T HERE are many references to maxima and minima in vari-
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About here | hear the cry “what the ....?? has this got to do with
RAAus, instructors and flying training etc in day-to-day flying?”

Last month we discussed IMSAFE - these can be viewed at max-
ima/minima; in addition there are many maxima and minima we rou-
tinely address in aviation without a second thought (just a short list
of examples).

Maxima (Maximum) Minima (Minimum)

Oil pressure Oil pressure

Oil temperature Oil temperature

VNE Stall speed
MTOW Fuel for the planned flight
Crosswind Cloud base

However, there are others: Frequently aspects such as personal
minima are frequently quoted. But do we all live by the slogans? At
our flying school there are a number of maxima/minima criteria we ap-
ply before undertaking a pre-flight briefing, the precursor to a training
exercise. Are these set in stone? No. Why not? - there are variables,
primarily the students’ experience and state of progress: There is no
benefit in conducting circuits in the early phases of training if the wind
is variable and gusting; but, within reason, these may be just the sort
of conditions a more advanced student needs to experience.

Importantly, there is no benefit in conducting any exercise if the
student won't learn. | have seen instructors fly with students in condi-
tions which were far from enjoyable and where the student bordered
on fright. You have to know when to say no. And when you do say no,
you are obliged to explain why. For example, the conditions are above
maximum or below minimum.

SETTING PERSONAL MINIMA

This is area where maybe we can do more. The rules are communicat-
ed to pilots through different media. For example VFR flight clearance
distances/height from cloud; entering/departing the circuit - not listed
specifically as maxima or minima, but as a procedure;

But how do we set our own maxima and minima? | doubt there is
any pilot who hasn'’t, at some stage, wished they were on the ground
rather than in the air. Setting maxima/minima is very personal, but
as instructors we can do more to make a student more aware of the
need to set them. The weather forecast isn’'t always right but, within
reason, it's usually pretty good. In planning a flight when the weather
is less than ideal, there needs to be some ‘what if’ factors. If the fore-
cast cloud base is less than 500ft above terrain should the flight even
be planned? At that height its definitely below my minima - but does
a low hour pilot see it the same way? As a pilots’ experience develops,
some of the criteria will change, influenced by their own experience
and growing confidence.

Ensure that your students are never afraid to seek advice from
you. There are days when pilots want to fly but are hesitant (maybe
its gusty or at the upper end of their crosswind performance). Step
up and provide advice and assurance. Help them define their own
maxima and minima and always be willing to go flying with them to
provide some refresher advice. If you are hesitant, flying for the day
should be cancelled.

Better to be conservative and safe. That’s my minimum.
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HOME BUILDER

Counting the cost

THE BEST BITS ABOUT BUILDING YOUR OWN BY DAVE EDMUNDS

craft, which seems completely reasonable, because we have
no trouble rationalising most of the other decisions we make
in life.

For the purposes of this article, let's assume you fly 100 hours
a year. This is more than most of us actually do, but will serve the
purpose. The more you fly, the more it costs, but the lower the cost
per hour.

You have some fixed annual costs, and | will use mine as an exam-
ple. Hangarage costs $2,000. Insurance costs $891, but you could
carry your own. RAAus membership and aircraft registration, $215
and $140 respectively.

I do my intermediate oil changes and services at minimal costs,
say $100 per year and pay for an annual service which cost $635
last year. This was a good year. Some of you could do your own, but |
prefer to have another set of experienced eyes go over the plane once
ayear.

| pay $200 every second
year for an ASIC card | don’t
need, and about that again
for a biennial flight review | do
need.

Turning now to operational
costs. | use around 15 litres
of fuel per hour at, say $2.10
per litre on average. For 100
hours, that is $3,150 per year
or $31.50 per hour. Because
| operate out of Goulburn,
which has probably the most
expensive fuel in the known
universe, you may do a bit
better.

Engine life is 1,000 hours
on my older Jabiru. Taking
a more typical example, as-
sume a 1,500 hour engine
life, with a replacement cost of around $15,000, or $15 per hour. This
assumes nothing other than routine maintenance during the life of
the engine, which is extremely optimistic. Mine required a top-end
overhaul, which would add another $1.50 per hour to amortise the
cost. Rotax engines cost more, but may require less major half-life
service.

| think 40 flying days per year is a reasonable estimate for this
exercise. Allow $10 per day for landing charges, so that is $400 per
year, or $4 per hour.

There are a few extra costs, such as oil, occasional battery replace-
ment, tyres and so on. Allow $10 per hour for these.

The fixed charges add to $4,181 and operational charges to $60
per hour. So, to fly my Jabiru for 100 hours a year costs me just over
$100 per hour, and | think there are bits and pieces of cost | missed.
For example, propeller wear. | have not factored in depreciation,
which is probably around $2,000 per year on my aircraft. You could
probably add in another $30 per hour to be more realistic.

If I was to fly just 80 hours a year, which may be more realistic, the
fixed costs are amortised against fewer hours. The hourly cost is now
$110, plus the extra $30.

| have talked about costs in these articles before. | don’t believe

ITHINK we kid ourselves about the real cost of running an air-

that, for most of us, there is much saving in home building. That is
something you do for the sheer pleasure of taking on a big challenging
project and building exactly what you want. | want a touring plane, and
| don’t think | can do that much more cost effectively than my Jabiru,
although there may be other aircraft of similar capability which can be
operated at similar cost.

So, all up, assuming you already own the plane, it will cost you at
least $10,000 to fly 100 hours per year, probably closer to $13,000.
The figure came as something of a surprise to me when | worked it
out.

Reviewing my costs, | don't think there is much | could do to reduce
them without tradeoffs. For example, | could do without the hangar,
but the sun and weather damage to my aircraft over time would depre-
ciate the aircraft more rapidly, and there may be no saving.

Some years ago | was touring in central Queensland on a particu-
larly blustery turbulent day. | climbed to 9,500ft where it was still

turbulent. Traffic in the area
= was asking for clearance
above 15,000ft to clear the
turbulence. This got me to
thinking what | would need to
give me more capability than
my Jabiru. Sure | would like
more fuel capacity and lug-
gage, and that could be done
without much additional cost
in terms of aircraft choice.
To have the option of climb-
ing to 15,000ft requires oxy-
gen and preferably a turbo-
charged engine. This would
cost a great deal more.

| have always had a soft
spot for the Cessna 182. |
could cruise faster and fur-
ther. | could get an instru-
ment rating and that would
give me more flexibility. | could not operate a modern Cessna 182
under $300 per hour for a non-turbocharged version. My really nice
second hand Jabiru cost $46,000. A really nice second hand Cessna
182 would cost $250,000. Add a fair bit more for the turbocharged
plane, and a bit more again for an oxygen system.

For all that extra capability, | would still probably choose not to fly
in the sort of conditions | would not fly in my Jabiru. So, the Cessna
would give me a more comfortable experience, a bit more range, a bit
more flexibility, but not really allow me to go places | cannot already go
in my Jabiru. Anyway, | don’t have the $250,000 to spend.

The introduction of ultralight aircraft has given us opportunities
to fly at lower cost than is possible in the GA world, and for that we
should be very thankful. | gave up GA flying after five years because
the costs were prohibitive, but was able to get back in with my RAAus
registered Jabiru.

Those of us with any sense, cut our coat to suit our cloth. There
is not much point in trying to rationalise recreational flying, although
we all do anyway. | fly because | can without beggaring my family and,
anyway, my wife rides a horse. Flying has given me the opportunity to
see our wonderful country in a way few are privileged to do and that is
probably enough.
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MULTI-AWARD WINNING

OCEANS
RESORT & SPA

€ rese only a ten minute drive from
the Fraser Coast airport which makes it
convenient for pilots looking for a place
to relax.

The resort has 129 self-contained one,
two and three bedroom suites (with spas
naturally) and penthouses with private
balconies and uninterrupted views of the
Great Sandy Strait and Fraser Island. As
an alternative the resort also has apart-
ment style accommodation opposite the
Urangan Beach Pier.

The tour desk can arrange activities such
as whale watching, swimming, boat tours
and fishing. Cool off after a long flight

in one of two centrally located lagoon
pools or find a shady spot in the tropical
landscaped gardens and fall asleep.

Hervey Bay is a popular tourist destina-
tion. In the winter people come from all
around the world to see the whales.

At other times of the year, you can rent

our wheel drive and drive along Fraser
Island, the world’s largest sand island. Or
swim (no stingers), fish, sail, dive or ski.
There is even the possibility of going by
seaplane to the southern reaches of the
Great Barrier Reef (35 minutes), doing a
sky dive or, if you need even more unwind-
ing, a sunset champagne cruise.

The Fraser Coast is also getting a rep-
utation for good fishing (and good fish
restaurants).

Flying the coast around Hervey Bay is
well worth the effort and, after tying the
aircraft down for the day, the Oceans
Resort and Spa is the perfect place to
stay over.

For more information,
www.oceansresorthe_rvew:cqm.au
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ELIZA FRASER LODGE

The other alternative for pilots in the
Hervey Bay region is to fly into Orchid
Beach airstrip on Fraser Island.

Nick & Ellen, who run Eliza Fraser Lodge
will pick you up from the strip. They
recommend a stay of at least two nights
because Orchid Beach is so remote you
would not see anything of the island in
less time.

The Lodge has fully catered, all-inclusive
accommodation - all you have to bring is
your clothes.

All meals are included, as are beach
fishing rods and bait and 4WD transport
to specific locations at the northern end
of Fraser Island (above Indian Heads).
Nick and Ellen will also help you beach
worm at low tide and tip you the best
places for fishing if you need it.

If you aren’t flying yourself, Air Fraser Is-
land or Brisbane Helicopters fly to Orchid

Beach from Hervey Bay or the Sunshine
& - Coast. A .

You can request aerial sightseeing on the
way over. If you decide to drive in, access
to Orchid Beach is by 4WD only and
dependent on the low tide. Experience in
sand driving is advisable. The best bet is
the ferry which leaves from Inskip Point
at Rainbow Beach or the vehicle ferry
from Hervey Bay to Kingfisher Bay.

By the way, if travelling by road you

also need a permit from Department of
National Parks.

Probably best to fly in. The strip is report-
edly in good nick but as always, always
check before you try. The local store is

a good source of information about the
strip. After landing, wander over and pay
them the landing fee. And, once
ensconced in Eliza Fraser Lodge, you
won’t care about anything for a few days
but sun, sea and sand.

For more information,
www.elizafraserlodge.com.au.

ORCHID BEACH FRASER ISLAND |

1

IR i

~ exclusive, prer
accommodati

meals. aﬂi@tir .

b info@elizafraserlodge.com.ay
0418 981 610

Www.elizafraserlodge.com.ay
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NO RUNWAY NO PROBLEM

THE MOST ROBUST SHORT FIELD BACK

COUNTRY AIRCRAFT RANGE,

"X THE HIGHLANDER AND FOR THE EXTREM
THE SUPERSTOL

g 2 SEAT, HUGE STORAGE
Hﬁ( AMATURE & FACTORY BUILT

S S— CALL FOR A DEMO

WWW. Justaircraft com. au
¥
E

AVIATION INSURANCE (@ Shart oo of uity Arcart

experienced aviation insurance specialists

Authorised Insurance Representative of Armbro Insurance Brokers Pty. Lid. LY S o : Factury biiitt AC
il LR R Airframe Kits
Stewart & Gladys Smith would like to assist with your RA-Aus or GA Wi Engine Kits

aircraft insurance, or hangarkeepers public Rability policy needs.
The only insurance we handle is aviation, we do it well, and we are
both friendly and economical to deal with!

Service

We cover the market for you, oblaining multiple competitive quates
from all appropriate insurers, and then help you pick the best cover
and price.

We welcome dlients in all parts of Australia, and if you can't catch

us at the office on 1300 308 700, we are often available after hours
on 0433 278 T00.

HGRHETSTOL 2 seat+ XL cargo
AIRCRAFT FINANCE -Bushman .....2 seat*XL cargo

In affiiaon with Link Finance Austraka Pty. Lid . . [
If you seek aircraft finance, we, via our affiliate Linx Finance, welcome o WASP GT KOSE WH. .2 Seaf + Carga
the opportunity to seek to assist if the application is for $40,000+ R e —
and the applicant is in a good financial position. Good bank rates, Superior Service & On site support

normally fixed over 5 years. Security is normally over just the plane. . y &
Ring Stewart Smith to discuss your needs, and to see if we/Linx Australia & New Zealand wide

can assist.

AUSTRALIAN COMMERCIAL CREDIT PTY LTD
or 1300 308 700

Alan Sattler WA ph: 08 96 46 15 69
M. Trowbridge NZ ph:(64)03 3221408
Ole @ AAK-Factory ph: 02 65 53 81 00

ai}’cra ftkits.com.au




10 X 6FT BOX TRAILER

10 x 6 ft Box Trailer with 2,000kg GVM. Mechanical
override brakes, 50mm towball. Please contact 0424
530 225 and talk with Paul.

PRICE $2,000.00

CONTACT KELLY STIRTON 0424 530 225

X-AIR HANUMAN

X-Air Hanuman. Rotax 912 100hp. 80 Litres Fuel @
15.7 litres per hour. MTOW 544kgs. Cruises
85kts@4,800 Rpm. Climbs at 1000 fpm at mtow.
Engine hours 270. Airframe hours 1350

PRICE $37500

CONTACT GEOFF SHEATHER 0439 131 313

6" TRELLEBORG T510 10 PLY TYRES

TRELLEBORG T510, 10 ply tyre (tube type) $99 ea
(+p&h) Replaces 13x5.00-6. 3 x tyre life with less flats
compared to 6 ply tyre. Fits mains and nose on J160
J170 J230. Spats OK. Postage via Austpost.

PRICE $99

CONTACT JACK@TOPFUN.NET.AU

EUROFOX 3K

MEMBERS" MARKET

Eurfox 3k, factory built. Ideal for flying school,
hangared and covered, all fuel hoses fitted with
firesleeves, new fuel lines, upgraded fuel pump, carby
diaphrams and rubbers. Engine hours 201 Airframe
hours 201

PRICE $78500

CONTACT ROBERT S RIDLEY 0415 888 692

AIRCRAFT FOR SALE

Aeroprakt Foxbat A-22LS. Metal sides, Tundra
Tyres. Can be delivered. Engine Hours 450.
Airframe hours 450.

PRICE $78.000

CONTACT BILL HAYNES 0429 054 205

ROTAX 912 ENGINE ELECTRICAL REGULATOR/
RECTIFIER NEW

Surplus to requirements so is up for sale. $160 for
regulator. Includes deliver Aust wide. $200 for
Regulator & capacitor. Delivery as above. Paypal/
bank transfer ok. TEXT 0409 835 192.

PRICE $160

CONTACT RHETT MITCHELL 0409 835 192

PIPISTREL VIRUS FUSELAGE

Pipistrel Virus fuselage complete (no wings or
tailplane) including Rotax 912 UL, Pipistrel Vario prop,
XCOM VHF / intercom, Dynon D10A, Garmin GPSMap
295, Microair TXPDR, Brauniger AlphaMFD, BRS
(requires repack). Airframe and engine only 515 TTIS.
PRICE $21500

CONTACT PHILIP ALLEN 0417 0400 52

FOR SALE JABIRU J230

Engine hours 300. Airframe nil
PRICE $35,000
CONTACT GRAHAM BARRINGTON 0400 144 282

JABIRU 160-C

Jabiru J160-C 1500hrs airframe and engine.
PRICE $45000
CONTACT CHAD SUMMERS 0405 339 858

SONEX 3300

h"—"‘-ﬂ__ == — i

Sonex taildragger, 3300 jabiru, sensenich prop, MGL
velocity avionics, engine management & radio. May
be able to arrange delivery. Engine time 5 hours. Total
time 5 hours.

PRICE $45000

CONTACT TONY MESSENGER 0400 610 076

SAVANNAH VG

Savannah VG, excellent condition, low hours, always
hangar'd.Enging hours 62. Airframe hours 62. (12m x
12m hangar also for sale, $40,000)

PRICE $60,000

CONTACT ERIN JAMES POTTER 0427 042 350

HoORSHAM AVIATION SERVICES
ABN: 65 007 339 451

Now Importing THE EUROFOX AIRCRAFT:
* Quality Factory Built
* Quick folding wing design
* Glider Tow certified to 750K g
* Short take-off & landing

And DyNoN Avionics Products:
» Now with Autopilot capability
* Solid state sensors
» Checklists
* Audible alarm capability

PH: 03 5381 1727

Email: info@horshamaviation.com.au

RAAus shop.

o
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£ T -ULTRALIGHT AUSTRALIA PTY LTD

TL 3000 Sirius
Max cruise 120knots
Stall 34knots 300kg payload

Factory built 2 seat carbon composite _
Parachute recovery system @ tl-ultralight.com.au
TL 2000 Sting S4 also available M john 0408 529 838

F PLOT TRAINING
D-Motor Ausiralia =N

B-METD

Wil Keep Your Erop Q g
\__,\_h—

Training ACGdEfo | Woncﬁ Arport
RILL-TIME COURSES WITH
ACCOMMODATION SUPPLED
Advanced Theory Training

Réxils plot cetifiectie: firking RAAus members get Sport

Pilot free of charge online at
WWW.raa.asn.au.
if you are not a member or
would prefer a hardcopy

RA-AUs Certified flying instructor magazine, you can subscribe
WAYNE JENKINSON by contacting

07 5641 1699 cr0434 581 910 RAAus headquarters at

wayneflying@hotmal.com admin@raa.asn.au.
www segfta.com.au




Sonex with Jabiru 3300 for sale by builder, 238hrs
engine and airframe. Winner of RAAus Best Kit /
Amateur built at Ozkosh Narromine 2016.
Removable longe range tank 32L. Always hangered,
first flown 2010.

PRICE $53,000

CONTACT STEVEN WOODHAM 0434 727 152

AIRBORNE STREAK 3 WING ONLY

Used Airborne Streak 3
Wing only for sale.
Approx 300 hours. Sail
tested, up to specs.
White top sale, blue

Good Condition. Never
pulled down, always
hangered.

PRICE $3,000
CONTACT BOB
THIEMANN 07 5481
2025 /0418 776 116

with red trim under sail.

HOLBROOK AIRPORT BEST BLOCK

22 Airpark Road Holbrook NSW 2644. 25m wide
30m deep Vacant Block. Properties of this nature are
extremely rare in Australian. $89,000 ono Don.
0417 696461 Email: heliline@fastmail.fm

Web: holbrook.simdif.com.

PRICE $89,000

CONTACT DON WOODWARD 0417 696 461

SKYFOX GAZELLE

Skyfox Gazelle three axis light sports aircraft, reg
RA-AUS 24-4090 Rotax 912 T/ time engine, airframe
980 hours. Fitted with radio and intercom. Garmin
500 GPS.A delight to learn in and fly, Can be
purchased with custom built trailer. 0407692299
PRICE $32,500

CONTACT JOHN SMITH 08 8735 7115

JABIRU FOR SALE

Jabiru UL500 2200cc Solid lifter LCH conversion A

MEMBERS" MARKET

SUBSCRIBE TO
SPORT PILOT

RAAus members get
Sport Pilot for free online
at www.raa.asn.au.

If you are not a member

or would prefer a
hardcopy magazine,
you can subscribe
by contacting RAAus
headquarters at
admin@raa.asn.au.

reliable, delightful, simple, no vices aircraft. Long
wings with winglets provide stability, reduced take
off, approach and stall speeds. Call for a detailed
data sheet. Engine time 674 hours Airframe time
674 hours.

PRICE $40,000

CONTACT DANIEL COSGRIFF 0468 931 895

AIR CREATION TANARG 912ES

o

Tanarg 912ES 100hp. One of todays best weight shift
touring aircraft. Always hangared at YMFD and
maintained to the highest level at YFT Yarrawonga.
Full documentation which includes journey log, flight
manual and maintenance reports and releases.
Bionix13 wing with 220hrs. Engine time 308.
Airframe time 308. Contact anytime.

PRICE $59,000

CONTACT MARTIN ALAN RICHMOND 0458 110 932

MORGAN CHEETAH

Morgan Cheetah, Camit 2200 engine, 55 hours on
the motor, 350 airframe, no accidents, 115 KTS
cruise, Black.

PRICE $38,500

CONTACT JOHN TERENCE MURPHY 0409 308 232

AERONCA CHAMP TACA

Champ 7ACA Sport aircraft for sale. Engine time 480
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hours. Airframe time 30 hours.
PRICE $48,000
CONTACT DALE WEBER 0417 702 157

AIRBORNE XT912 TUNDRA ARROW MICROLIGHT

Trike & wing in excellent condition. Kept in darkened
hangar. Trike TT 313 hrs. Arrow S wing TT just 40 hrs.
Flies perfectly, all maintenance recorded. Two yrs
rego. 912 freshly rehosed. Meticulously cared for.
Trike trailer loan by arrangement.

PRICE $32,000

CONTACT ROB STEWART 0438 394 174

JABIRUJ 250

'|

kL B -__h‘:‘“-ﬂ&-_. e "

Eng A33-582 solid lifter never used for training.Trigg
TT21 mode S Txp,Garmin Aera 500 GPS, Microair
Radio, VGs , Great Touring A/C. Engine time 296
hours. Airframe time 296 hours.

PRICE $65,000

CONTACT IAN WILLIAM BERRY 0427 997 441

X-AIR HANUMAN

TTIS 200hrs. Factory built ( can be but never has
been used for training. ) 80hp Rotax 912, 80Itr fuel
tank 15Its / hr MTOW 540kgs 75kt cruise STOL.
Quick folding wings for storage 2 headsets with
column mounted PTT. Dash mounted Garmin 495
GPS. Always hangared a treat to fly ideal 1st aircraft.
PRICE $43,000

CONTACT ROY ELLIS

AEROPUP 19-5206 TAIL DRAGGER X2 SEATER
TANDEM

Aeropup Tail Dragger 475Hrs TT, Jabiru 2200 85hp
475hrs TT (a good one), folding wings, see WWW.
aeropup.com , can be registered GA, Stits covered,
XCom radio, Miser fuel flow meter, registered trailer,
Strobes, wigwags, electric flap, tundra tyres.

PRICE $36,000

CONTACT TONY PETER LOEFFEL 0432 341 681



AIRCRAFT 19-3788

Rand Kar. good cond, plenty of life in the oil injected
blue head 582 rotax., Engine time 640 hours.
Airframe time 300 hours.

PRICE $11,000

CONTACT GREGORY WILLIAM REGAN

0428 585 573

JABIRU SK

Jabiru SK with 2.2 solid lifter motor, complete
service history, cabin heater, always hangared,
1000 hour engine rebuild 200 hours ago, 65 lit tank
plus 50 lit back up, Garmin GPS AREA 550, new
tyres. Flys like a new aircraft. Engine time 1217
hours. Airframe time 1217 hours.

PRICE $29,950

CONTACT JOHN FREDERICK YOUNG 0418 855 235

AIRBORNE XT 912 OUTBACK

Engine time 65 hours. Airframe time 65 hours
PRICE $40,000
CONTACT JOHN ELCOCK 0419 793 877

AEROCHUTE DUAL

Aerochute Dual. Engine time 35 hours. Airframe
time 35 hours.

PRICE $17,000

CONTACT ED HERRING 0408 787 018

VANS RV3B

Van’s RV3B, Better than new,(done 61 hrs and all
good) 10320, Catto FP.

PRICE $95,000

CONTACT PETER PENDERGAST 0418 129 222

MEMBERS" MARKET

RV-3A

RV performance with Lycoming reliability. Lycoming
0-320-A2B 150HP,150-160kt TAS cruise @32Iph.
New prop, instruments & paint. A/C can be
registered VH if aerobatics required, and can be
delivered anywhere in Australia for cost. $65,000.
Engine time 286 hours. Airframe time 626 hours.
PRICE $65,000

CONTACT PETER GILBERT 0428 719 639

ULTRALIGHT AIRCRAFT, DRIFTER 503

Registered as 25-0186, so factory built. Instruments
include: ASI, VSI, ALT, Turn coordinator , EGT, CHT,
RPM, fuel flow gauge , GPS, radio, ELT. Recent 100
hourly completed. Has had new cables, spark plugs,
skins, skid, air filter. all ways hange. Engine time 1
hour. Airframe time nil.

PRICE $13,000

CONTACT LACHLAN MCCABE 0420 422 606

CORBY STARLET 19-7015

Corby Starlet with 2.2 solid lifter Jabiru engine. Fine
finned heads. Brent Thompson prop.. Cruise 110kt

SUBSCRIBE TO
SPORT PILOT

RAAus members get
Sport Pilot for free online
at www.raa.asn.au.

If you are not a member

or would prefer a
hardcopy magazine,
you can subscribe
by contacting RAAus
headquarters at
admin@raa.asn.au.
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@ 2850 rpm. using under 13Iph. Climb 1000 + fpm.
Engine time 155 hours. Airframe time 155 hours.
PRICE $0

CONTACT COLIN GAMBLE 03 9852 3958

LYCOMING 0-360

Lycoming 0-360 for sale, 25hrs since bulk strip and
rebuild,complete firewall forward with constant
speed full feathering prop Parting out Duchess most
other parts available.

PRICE $15,000

CONTACT MICHAEL RIDDLE 0477 000 343

AIRBORNE TRIKE
=

2012 airborne trike XT582, cruise wing, adjustable
trim, 205hrs wing and base. excellent condition.
wing never packed. Easy and a pleasure to fly.
Skydat digital display, radio, headsets.$25000 email
ianholmes3@optusnet.com.au. BRS parachute
$2200.

PRICE $25,000

CONTACT IAN HOLMES 0409 156 931

DRIFTER SB582

Low hours (880) and low TO/L (894).
PRICE $24,000
CONTACT RICHARD NOTHARD 0431 914 652

GARMIN 296 / JAB 2200 TIMBER PROP

Garmin 296 GPS, in great condition latest updates
done. Gps has done 260 hours, $500.00. Jabiru
2200 timber prop (160D) in excellent condition,
done 260 hours, complete with backing plate and
spinner $850.00.

PRICE $500

CONTACT CAL 0408 229211



JABIRUJ 230D

This plane is in excellent condition and performs
great. Always parked in a Hangar and well
maintained. Has loads of power for short runway
take of and landings. Engine time 305 hours.
Airframe time 305 hours.

PRICE $69,000

CONTACT BARRY ESPINOS 0428 216 816

X-AIR F, rotax 618, brolga 3 blade prop, micro air
760 VHF, partially dismantled. Engine time 365
hours. Airframe time 365 hours.

PRICE $8,500

CONTACT MIKE BRADY 0417 228 671

MEMBERS' MARKET

JABIRU TAILDRAGGER - 3300

Solid Lifter Engine with fine finned heads, Standard
Instruments plus Microair Radio, GTX327
Transponder, Garmin 196 GPS, GT40 Flight Data,
Card Compass, Tru Trak Auto Pilot coupled to GPS.
Aircraft hangered at YWSL. Total time - A/F & bottom
end 650hrs, top end 150hrs.

PRICE $35,000

CONTACT DARYL HOOKE

DGHOOKE@GMAIL.COM OR 0466 925 474

AIR CREATION TANARG 912 TRIKE

Due to recent
medical restrictions i
need to sell my very
safe and comfortable
french made
TANARG. Very sad. It
has the amazing
BIONIX 13 WING with
in flight adjustable
trim giving you easy
short landings and a
faster cruise speed.
Check out the ‘SPORT PILOT’ May 2015 issue for the
write up and more photos. Please see website for

more details. Contact me and | can share more
PRICE $45,000
CONTACT MICHAEL MURPHY 0488 361 236

BRS-6 1050 CAN BALLISTIC PARACHUTE FOR SALE

BRS-6 1050 CAN Ballistic Parachute for sale! Rocket
until 01/2024, Repack is 01/2018. Up to 475kg
and 276km/h. Has been on an aircraft that had only
2 test flights (bought brand new). Selling because
I'm building a house and don’t fly at the moment.
PRICE $4,900

CONTACT JAN ARNS 0490 024 503

JABIRULSA .3J

Standard instruments plus vac pump (AH & DG ) full
condition report available Offers around $30,000.
PRICE $30,000

CONTACT WILLIAM POWELL 0428 727 152

TERMS AND CONDITIONS FOR ADVERTISING
ONLINE AND IN THE MAGAZINE

To advertise online and in Sport Pilot magazine

Visit: www.aviationclassifieds.com.au/ |

Call: (02) 6280 4700 |

Email: sales@aviationclassifieds.com.au

Advertising rates start at $33 (incl GST) per month for online advertising. Online, you can include up to five photos and 1,000
words of text online. The cost includes an ad in Sport Pilot Magazine, which is limited to one photo and 50 words. Advertisers are
responsible for cancelling their ad. No refunds will be issued for ads where the advertiser sells a product and fails to cancel their ad.
The deadline for ads to appear in Sport Pilot is the first of the month prior to the cover date of the issue. The deadline for cancelling
ads is the 20th of each month. Ads not cancelled by the 20th of the month will incur an additional month’s advertising charges.
The Aviation Classifieds section in Sport Pilot is subsidised by RAAus and its members and is for non-commercial sales only.

As such, even though your ad is guaranteed to be online, inclusion in the magazine will be at the discretion of the Editor. Before
purchasing any aircraft/engines/equipment which appears in the Aviation Classifieds, make sure the technical details and
registration information is correct for that type and model of aircraft/engine/equipment. RAAus and Stampils P/L take NO
responsibility for the technical accuracy of the details and information attached to each ad online and in Sport Pilot magazine
and may not be able to transfer the aircraft purchase. RAAus also reserves the right to edit or delete advertisements deemed
inappropriate or misleading. RAAus and Stampils P/L reserve the right to withdraw from publication, without refund, any ad deemed
unsuitable, including low quality or faulty images. Neither RAAus nor Stampils P/L accepts responsibility for advertising errors or
omissions. Advertisers are also responsible for assessing both the integrity of potential buyers and the risks which attend online
transactions. The long standing principle of caveat emptor (https://en.wikipedia.org/wiki/Caveat_emptor) applies.

Since phishing scammers may contact advertisers using the RAAus website, you are strongly encouraged to familiarise yourself with
the ACCC's guidelines for recognising and guarding against online scammers (https://www.accc.gov.au/consumers/consumer-

protection/protecting-yourself-from-scams).
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DAVID and Jen Ford from Esperance were
on the east coast in October for Oz-Kosh in
their Brumby 610. Taking their opportunity,
they went a little bit further, lifted the Come
and Get It Trophy from Glencoe, where it had
paused only briefly, took it back to Narromine
and then home where it will no doubt bounce

If you or your crew are contemplating a
high speed heist of recreational aviation’s
most coveted prize, its best to keep
up-to-date with its latest location by
checking the CAGIT Hunters Facebook
page, administered by Dexter Burkill, Peter
Zweck & David Carroll www.facebook.

around the west coast for a while. com/CagitHunters/.
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CLARITY ALOFT LINK HEADSET

HEN | started flying lessons | used

the school’s ubiquitous Dave Clark

headsets. They must be good be-
cause every school uses them.

Some months ago, with 12 hours of dual les-
sons in my logbook, | borrowed a set from the
school to attend a fly-in with a buddy in his noisy
STOL aircraft. Loud as a truck, the entire flight
| heard nothing but engine and wind noise, vir-
tually no radio comms or even our pilot-to-pilot
talk. The old DCs weren’t up to the task in this
environment.

| decided to invest in my own set.

My flying instructors swear by BOSE's A20s,
but the price in Oz is more than $1,400 for the
Bluetooth model. Seems to me every pilot wants
a set. They look great: lightweight, hi-tech met-
als, in-cup mics/speakers, springs, cables, soft-
ware, technology - they look a million bucks.
That description also applies to Lightspeed’s top
models, and a couple of others | looked at.

| have accurate long range vision but wear
glasses for reading, so frequently | swap sun-
and reading glasses to read maps or iPad soft-
ware. On a longer flight, | do a bucketload of
glasses swapping. Traditional headsets make
this a nuisance. | slide the glasses forward, slip
new glasses in, readjust the ear cup and over-
the-head bracket, repeat. On a cross country
flight when we regularly check navigation soft-
ware, this swapping happens 10-20 times.

Then | discovered in-ear headsets.

| watched YouTube, read reviews, trawled
blogs. People using them often mentioned the
glasses swapping issue and how this type of
headset solved it. Bam!

Research showed three main options: Quiet
Technologies, Clarity Aloft and Faro. Each a dif-

m THE ELEPHANT IN THE ROOM: | can't help feeling CA made
about AUS$700 profit from me on a AUS$1,000 headset - there
ain’t much to them. But no one forced me to buy them.

m THE SCREW-ON EAR TIPS SLIP TOO EASILY OFF THE
CABLE. On two occasions one remained in my ear when | pulled
the cable too abruptly. They came out easily enough using my
fingernails - but it shouldn’t happen. A tip also came off when
mucking around with seatbelts - the cable was under the belt,
when | pulled, the tip came off and fell on the floor. Hence | always

carry a spare tip in my pocket when flying.

PRO BRILLIANT, CRYSTAL CLEAR SOUND. I've not experienced

*®
ROAD TEST

BY MARTIN CASTILLA

ferent design and spec, with a big price differ-
ence.

This article isn't a comparison, because I've
not used two of the brands. Research for your-
self here: http://www.faroaviation.com/, http://
www.quiettechnologies.com/ and https://www.
clarityaloft.com/.

Both QT and Faro cost less than US$400 and
have many fans. The reviews are almost all posi-
tive. CAs also receive high praise, but cost dou-
ble at around US$800 for the ‘LINK’ Bluetooth
version. That's a huge difference.

QT Halos look a bit plasticky, but users highly
rate them on performance in all aircraft types.
The catch? There were none available. QT web-
site’s home page said ‘No stock. We're months
away from fulfilling current orders, so no waiting
list either.’ They are either very popular or have a
bad supply chain.

Faro AIRs are good looking units and the
company has a long history. Unfortunately, when

PROS & CONS

| was searching, | could find only three or four
reviews of the in-ear model (there are more on
their website today), and | didn't want to risk good
money on a product with so few independent re-
views. Strike two.

So I bought a Clarity Aloft.

| chose the Bluetooth option because much of
the electrickery in aircraft these days speaks to
us - iPad aviation software, smartphones, GPS
and nav gear. Everything’s heading that way.

I've yet to test the Bluetooth while actually fly-
ing, but it worked perfectly while | was in my car.
| asked a mate to call me while | drove, and we
spoke via the headset as clear as day. Bluetooth
works as intended.

And when in the air, the clarity aloft (no pun)
is outstanding.

There’s no noise to actively suppress be-
cause - as the company explains - no noise gets
in your ears. The ear plugs seal so effectively the
only thing you hear, apart from the aircraft engine
rumble which we also feel, are radio comms. Pi-
lot-to-pilot and ATC chatter is clear as (bro). | use
only half volume otherwise it’s too loud.

| can do the glasses shuffle without a prob-
lem, too, because the glasses sit on my ears on
top of the gently curved, comfortable lightweight
wire unit - problem solved.

| forget I'm wearing the unit because it feels
like it weighs nothing. | tend to fidget a bit with
the microphone position, but | also did that with
the DCs. | must be a fidgeter. And | have read
reviews from women who love in-ear headsets
because the absence of an over-the-head clamp
means no flattened hair or interference with ear
jewellery. | have neither of those problems.

imagine they can be any better.

PRO IT WEIGHS NOTHING, there’s no pressure on the head or
ears, and no sweaty heat build-up. | forget it’s on.

PRO BLUETOOTH OPTION WORKS (although yet to test in an
aircraft), and if not being used, i.e. when flying circuits, the
component can be removed to reduce cable clutter.

PRO A SOLUTION FOR GLASSES-SHUFFLERS. They also fit
under helmets (open cockpit jockeys take note), and won’t

interfere with hair or jewellery. If you want to move away from entry
level quality Dave Clarks, and can justify the cost, the Clarity Aloft

the sound quality of top-of-the-line alternative brands, but can’t

SPORT PILOT

product should be on your shopping list.



L.ocal flavour for
electric aircraft

let’s hope it’s
not too big
for RAAUS...

the Asia Pacific distributor for the solar-electric Sun Flyer flight
rainer.

Electro.Aero, which focuses on commercialising electric aircraft, will also
do final assembly and maintenance of the aircraft as well as establish ser-
vice centers for Sun Flyer aircraft customers in the region.

George Bye, CEO of Aero Electric Aircraft Corp which is developing the
aircraft, said, “l would like to thank Joshua Portlock, founder of Electro.Aero,
for his vision and interest in electric propulsion for general aviation aircraft.”

Joshua Portlock said, “It is quite an honor to be a part of this pioneering
project which will revolutionise general aviation. Australia and Asia Pacific is
one of the largest growth sectors for pilot training, so we are keen to help
advance the transition to environmentally sustainable aviation, through this
Sun Flyer distributorship.”

Sun Flyer is being developed as the first FAA-certified, U.S.-sponsored,
practical, all-electric airplane to serve the flight training and general aviation
markets. It features low operating costs, low aircraft unit cost, low noise and
the elimination of exhaust pollutants. Energy, or fuel, cost for Sun Flyer is
only about $1 of electricity for each hour of flight.

The two-seat proof of concept prototype began power-on tests at its
home station at Centennial Airport near Denver in November.

For more information, http://www.sunflyer.com.

g‘ PERTH based company, Electro.Aero, has been chosen to be

but this is the
future coming...

SEND IN YOUR STORIES

Got an aviation moment you’d love to share? Your kids or maybe
your club get together? Send a photo as a jpeg attachment and
a short explanation to editor@sportpilot.net.au ! : '"';5"- Hioiitne ong

® L I i 40 till we get the power. .
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AVIATION INSURANCE

experienced aviation insurance specialists
Authorsed Insurence Representative of Armbro
Insurance Brokers Pty, Lidl AFS Licence Number 236675

Stewart & Gladys Smith would like to assist
with your RA-Aus or GA aircraft insurance, or
hangarkeapers public liability policy needs.
The only insurance we handle is aviation, we
do it well, and we are both friendly and eco-
nomical to deal with!

We cover the market for you, obtaining
multiple competitive quotes from all
appropriate insurers, and then help you pick
the best coveriprice.

We welcome clients in all parts of Australia,
and if you can't calch us at the office on
1300 308 700, we are often available after
hours on 0433 278 T00.

AIRCRAFT FINANCE

In affiliabon with Lin Finance Austraia Py, Lid

If you seek aircraft finance, we, via our affiliabe Linx
Finance, welcome the opportunity to seek o assist
if the application is for $40,000+ and the applcant
is in a good financial position, Good bank rates,
normally fixed over 5 years. Security is normally
over just the plane. Ring Stewart Smith to discuss
your needs, and to see if wefLinx can assist.

AUSTRALIAN COMMERCIAL CREDIT PTY LTD

Ph: (03) 9816 3264 or 1300 308 700
‘- Fax: (03] 9816 3270

Website: waw. nsumplanes COom.au
E: stewart COMm.au

(@insu

SportAviation

TOCUMWAL

Euro Fox K2 Abinitio and
X-Country Training, Solo Training,
Tail Wheel Endorsement.
Contact Eddie Madden C.FL

S S S —
nvo covoc
AVIATION LINITED
Why do | need a Whole
Aircraft Recovery System?
Forwhen circumstances prevent a safe
cormentional landing

[+ Forced landings over hostile terrain, at
night or overwater

7] Mid-air collision with another alrcraft
[+] Structural or system fallure

[+1 Loss of control or disorientation -

in turbulence, at night or poor visibility

[+ Pilot medical issue - non pilot
passengers can land the aircraft safely

LE

BRS Authorised Repack centre.
Contact us if you have an other brand
chute needing service.

Contact us for new systems and all your
repack, rocket and other parts

@ WA LEAVE com
@ infoldLEAVE. com

v, D2 E355 7009
AIIN 51 DGH 15 G50

Robin Lowe
Australian Promoter
0417237285

LoweFHight.com

The Recreational
Flying Co ™4

The Spirit of flying
/" Stick & Rudder Specialists!

o TworWeek full ime certificate courses!

J Part 141 Approval RAAus, RPL, PPL, CPLI

J/ Aerobatics, EM.T., Instructor Training!

/ Low and High Performance!

¢ Caring, skilled, professional stafft

¢ Accommodation and courtesy car available

-
G]rmpTe Queensland
0407 086 152

recreationalflyingco.com

THE PROPELLER SPECIALIST

2 Blade $990.00:.
\
4 Blade
$1225.00:..
Thealinew

Brolga Sport &
Magnum series

e 23 or4Blade
o Pitch Adjustahle

o Carhon/glass
Blades

o Alloy Hub
o Hard ware kit
o Full warranty

Call Peter on 08 8380 8396 :,)

[ ATy gl pep

www.bollyaviation.com.au




Find out more at www.airborne.com.au
or call 02 4944 9199

22/30 Kalaroo Road, Redhead NSW 2290 & Belmont Airport Pacific Highway, Pelican.




