
Welcome, it’s good to see you 
– not that I can, of course, in 
any sort of optical way, but 
you know what I mean! My 
annual holiday has come 

around again so I’m writing this in the first 
weeks of June. Where did all that nice early 
spring weather go, I wonder – it’s raining so 
hard here at our Turweston HQ that I can’t see 
the windsock, although, judging the deafening 
noise from the rattling windows, I bet it’ll be 
horizontal. What a country of contrasts this is 
– I bet that you’ll be reading this in a heatwave 
while I’m away in turbulent Turkey! 

As I cast my eyes about, looking for some 
(hopefully) interesting stories with a continuing 
airworthiness flavour, I’m assisted in kick-
starting this month’s offering by an email 
that’s just landed in my inbox, from my boss, 
Francis Donaldson, informing me that the 
CAA’s Skyway Code had been published.

The document’s possibly unintended play 
on the Highway Code notwithstanding, I’m 
embarrassed to say that, prior to receiving 
Francis’s email,I hadn’t heard of the 
Skyway Code before. However, the email 
offered a link directly to this rather useful 
tome: www.caa.co.uk/skywaycode

Here’s the promotional blurb which, perhaps 
unusually for ‘official’ adverts, is quite accurate: 
“The Skyway Code offers a new online guide 
to private flying rules, regulations and best 
practice.” I must say that I was very impressed 
with the document, although I haven’t yet 
trawled through every one of its 163 pages 
– there’s tons of useful information therein.

The good thing about it, in my view, is that 
because it’s a PDF document you can search 
the text using the Ctrl/F facility (or Apple/F 
on a Mac) – if you aren’t sure how to do this, 
ask a spare nine-year-old if there’s one 
hanging about! Well done to Andrew Haines, 
the GA Unit and the rest of the CAA team for 
getting this freebie out – excellent.

Now, back to this issue’s Safety Spot content. 
Well, we’ve been doing some research into the 
common themes seen during our accident/
incident investigations. Consequently, at the 
request of the Government’s Air Accident 
Investigation Branch (AAIB), we’ve focused 
our attention on one particular microlight type.

I don’t want to be too specific at this stage in 
our causal analysis work, but it’s clear that lack 
of awareness of the aircraft’s speed is playing 
a part in many of the incidents we’ve looked at 
thus far. As you’ll undoubtedly already know, 
the ‘paperwork’ for most of the incidents 
featuring LAA machines crosses my desk at 
some point during an investigation and, as 

the flow of documents has been passing, 
I’ve notice that a feature of the more serious 
cases is lack of airspeed, commonly just after 
take-off, but also if there’s been an event that 
distracted the pilot at a crucial moment.  

This first tale ended with a broken aircraft but, 
very happily, nobody was hurt. I’ve completely 
anonymised the incident, not just to avoid red 
faces but also because the type and place 
don’t really add to the overall safety message.

Too sloW & Too heavy: 
a recipe for disasTer
Here at LAA Engineering, we’ve recently 
had a cluster of gyroplane incidents reported, 
almost all caused because low-hour pilots are, 
for one reason or another, getting into the 
dead-end situation of being too slow when 
they’re close to the ground.

Unlike some fixed-wing aircraft, gyros don’t 
normally do anything really horrible when they 
slow below their best flying speed, they just 

come down – that kind of descent can only be 
halted by applying power and speeding up!

Another factor in a couple of recent incidents 
was that the aircraft was flown over-weight. I 
recently received a Permit renewal application 
which stated that the centre of gravity (CG) of 
the aircraft during the annual test flight ‘wasn’t 
applicable’. Oh, really? I thought that the 
captain of an aircraft has a legal responsibility 
to ensure that it’s only flown within the 
Operating Limitations laid out in the Permit to 
Fly documentation. Knowing the aircraft’s 
weight and CG (or for a gyro, hang-angle) are 
pretty important factors in maintaining flight 
safety. Needless to say, the form was returned 
with a polite note. To be clear, this isn’t about a 
gyro-specific event – it could relate to any sport 
aircraft – and it reveals that airspeed is the key!

human facTors
The particular sport-aircraft at the centre of 
this story is quite well known for its excellent 
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Airworthiness Engineer

(Above) in the main text, i discuss the very great importance of maintaining appropriate 
airspeed, especially when near the ground – for example, during take-off and landing. 
We’ve seen rather a cluster of gyroplane accidents over the last month or two, primarly 
because the aircraft was allowed to get too slow. in the case shown above, though 
officially the cause hasn’t been established, it looks like the pilot got distracted by 
looking at an event on the ground and let the airspeed drop to a point where to gain 
speed a descent was necessary – unfortunately, there was a hill in the way. in this 
case, and very luckily, nobody was seriously hurt and the occupants, though airlifted 
to hospital, were released the next day. (Photo: Supplied)
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short-field performance, although it has a rather 
limited weight-carrying capacity, especially 
when filled to the brim with quite a large amount 
of fuel. In fact, over any worthwhile range, this 
sport aircraft really becomes a single-seater.

It was that factor which finally pushed the 
aircraft’s owner to put his beloved machine 
up for sale – he has a house in France and 
decided it’d be good to actually be able to get 
there with his wife on board in one go. At the 
end of the day, that’s why he bought an aircraft 
with a good short-field performance but, as we 
aviators know, it’s very difficult to get craft that’s 
good ‘right around the envelope’, regardless of 
what the sales literature might say!

An overseas-based prospective purchaser 
arrived with a pal and, after checking through 
the machine, decided to buy it. A deal was 
struck and money changed hands. The next 
day, the new owner decided that he and his 
friend, who it turned out was also a pilot, 
would fly the aircraft back home. The machine 
was perfectly legal and, having very recently 
been subjected to a scrupulous Permit renewal 
inspection, came with a fresh Certificate of 
Validity, which would give the new owner 
plenty of time to get the aircraft registered 
and legal in his own country.

This is where this particular story gets rather 
difficult and, to some extent, it flags up a 
few moral dilemmas which, for a number of 
reasons, we’ve come to call ‘human factors’. 
Firstly, although it isn’t illegal to fly an aircraft 
operating under an LAA-administered Permit 
to Fly without first becoming a member of our 
Association, most think that it’s unwise.

The main reason for this is that the system of 
continuing airworthiness governance which 
we inherited from our forebears is based on 
shared responsibility – our Association has a 
team approach to keeping things in good 
order. In other words, although the final 
responsibility for any actions surrounding a 
flight operation rests with the pilot – a rather 
unique privilege, when you think about it – 
as a member, they’re supported both by the 
Association as a whole and, more locally, by 
his or her LAA Inspector. Rather like the 
three-legged-stool analogy, all of them need to 
be in place if you want to avoid falling over. 

In this case, the LAA member, who we can 
describe as the seller, no longer owned the 
aircraft, having quite legally accepted payment 
for it. However, he was aware that the two 
chaps climbing aboard weren’t members of the 
LAA and, although they both claimed to be 
pilots, he hadn’t seen – nor had any authority 
to check – their licences or established their 
level of experience. He did ask them about 
insurance, explaining that it was a legal 
requirement to be covered, and they said 
they’d sorted it out themselves.

The buyer and his friend, who were both 
large(ish) chaps, along with their baggage – 
which now included the aircraft’s technical 
paperwork – and full fuel, climbed aboard and 
started the engine. Here we have moral dilemma 
number two, namely the ‘am I my brother’s 
keeper?’ The seller, knowing the aircraft well, 
was aware it would’ve been horribly overweight 
at this point but, pleased to have moved the 
machine on, didn’t want to rock the boat.

poinT of deparTure
The aircraft lined up on the into-wind runway 
and the engine was heard to go to full power. 
Naturally, the machine took some time to get 
going but it finally left the ground. The pilot did 

the right thing and kept the nose down and, 
albeit slowly, the machine’s speed was seen to 
increase. At the end of the runway the aircraft 
was still only a few feet up and, though high 
enough to clear the fences and hedge lines, 
and seemingly with enough airspeed to be 
under control, it didn’t seem to be climbing at all.

Rather than carry on with this perilous 
low-level departure, as soon as he was able, 
the pilot dropped the aircraft into a distant 
field, carefully avoiding any turns. The aircraft 
appeared to have landed without damage, and 
the seller jumped into his car to see if he could 
help in any way. When the seller got closer to 
the field, he could see that the first pilot had 
got out of the aircraft and was walking back to 
the airfield, while his passenger was lining-up 
the aircraft into-wind, to take off.

The aircraft took-off and, although still not 
performing well, did gain height enough to 
turn back to the airfield. The seller picked up 
the first, now pedestrianised pilot, who was 
naturally a bit shaken by the experience, 
learning perhaps that weight limitations are 
listed in the aircraft’s Operating Limitations 
document for a reason.

Clearly, this first pilot made something of 
a stream of errors – in particular, failing to 
performing a weight and balance calculation, 
and not getting a few flights under his belt 
before attempting to head off overseas. 
However, he did do one important thing right, 
without which this situation could have easily 
ended up in a double fatality. The most 
important thing, just after take-off, was to get the 
machine up to the appropriate climb speed.

If an aircraft is heavy, as it was in this 
instance, it’ll need a higher airspeed for a 
given angle of attack, to provide the lift 
required to support its weight, and achieving 
this generates more drag. In this case, so 
much drag was being generated by the simple 
high-lift section that the power from the engine 
wasn’t sufficient to allow the aircraft to 
accelerate into a more efficient flight domain, 
where overall drag would’ve actually reduced.

When pilots find themselves in this low-speed 
area of flight, they describe it as being ‘behind 
the drag curve.’ In some cases, if the aircraft is 
very heavy, or perhaps the local conditions are 
against you – for example, ‘hot and high’ – the 
only way to get the aircraft through this point, 
into the more efficient zone, is to trade height 
for speed. The absolutely worst thing a pilot 
can do when he or she finds themselves in 
this situation is to try to ‘drag’ some height 
out of the aircraft as they’ll most likely just stall 
into the ground. If they are very lucky indeed, 
they’ll mush in flat, collapse the undercarriage 
but escaping unhurt.

However, if a pilot has managed to claw 
some height, the slightest shift in wind may 
cause the machine to drop a wing and if this 
happens a crash with a high vertical speed 
component is very likely. Remember the 
adage, ‘Height is money in the bank, speed 
is cash in the hand’ – don’t become a pauper 
when flying an aircraft.

Well done to pilot number one for at least 
keeping the speed up on this overweight hop 
and, sensing the problem, safely landing the 
aircraft straight ahead. But that’s not the end of 
our tale, part two didn’t end up quite as tidily. 

a second aTTempT…
As the seller and his passenger, the first pilot, 
headed back to the airfield, they noticed that 
the aircraft had landed back safely. They 
were both rather surprised when they saw the 
aircraft manoeuvring back to the beginning of 
the longest runway. To cut short this rather 
long tale, the aircraft was seen to accelerate 
up the runway, again rather ponderously and, 
towards its end, climb skywards.

However, this time, incomprehensibly, there 
appeared to be no attempt at gaining an 
appropriate flying speed and the aircraft 
‘wallowed’ skywards, first into the crosswind 
and then the downwind legs of a very low and 
close-in circuit. The nose of the aircraft was still 
high when one wing inevitably dropped and 
the aircraft slewed, nose-down into the ground.

The pilot was very lucky, escaping with just 
a few bumps, both to his corporal structure 
and, doubtless, to his ego. The aircraft didn’t 
fare quite so well and is travelling to its new 
home on a ferry. I believe the plan is to rebuild 
the machine and I wish these fellow flyers well 
in this endeavour. 

Thanks to the seller for his honest report of 
this incident – as he pointed out, he really 
wouldn’t like to see anybody else in this sort of 
predicament and it was horrible to witness an 
aircraft that had given him so much pleasure 
on a trailer and in such a sorry state. Luckily, 
he has the cash to buy an aircraft more 
suitable to his requirements. 

druine d31 TurbulenT: 
creaTinG a splash
We don’t normally like to discuss a ‘reportable’ 
incident in Safety Spot until our friends at the 
AAIB have actually published their report. 
However, the details of the one I’m about to 
share with you have been agreed with the 
AAIB and their report will be published just 
a few days after I write this.

The reason for Safety Spot being first into 
print on this one is that AAIB Investigators 
and the Safety Engineers here at LAA HQ 

›

many will have seen, on Tv last august, the 
dramatic film of a Druine D31 Turbulent suddenly 

flipping onto its back after a near-perfect ditching. 
The incident happened when the engine lost 

power during a balloon-bursting display at herne 
bay, Kent. The audience was watching from the 

beach so, with no other options available to 
him the pilot, laaer colyn randall, following 

the pre-display safety brief, had to ditch the 
aircraft close to the shoreline. most importanty, 
colyn managed to escape the aircraft without a 
scratch, with some ‘quick-thinking’ assistance, 

but it was a near thing as you’ll read in the 
accompanying story. (Photo: Nigel Hancock)
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felt that the lessons learnt from the incident 
needed to be shared with the Association’s 
membership as soon as possible – after all, 
July is a busy month for flying over water. 
Just because the sun is shining and the 
air conditioners are running at full-blast, 
it doesn’t mean that the sea isn’t still a very 
hostile environment.

Let’s start at the beginning… imagine a 
sunny day on a beach in Herne Bay, Kent. 
Sun cream has been applied and beach 
towels placed in the best vantage point, to 
witness a small air show which included a 
display by the Tiger Club’s fleet of three Druine 
Turbulent aircraft. The highlight of the display is 
a balloon-bursting ‘competition’, and here they 
come… first pass, a miss. Second pass, the 
blue machine looks spot on, yes, the pilot hits 
and bursts the balloon – good shot!

Then, if you’re an observer with a keen ear, 
you might have noticed that the engine didn’t 
sound quite right – what’s that, the aircraft’s 
coming down? Goodness, it’s hit the water! 
Oh no, it’s turned upside down! Where’s the 
pilot, is he okay – can I help?

The bacK sTory
Of course, to an observer, the above is just 
the beginning of the incident – for the pilot, 
LAAer Colyn Randall, the day started much 
earlier. Let’s start at the pre-show briefing at 
Maypole Farm airstrip, just a couple of miles 
south of Herne Bay.

I spoke to the Turbulent Display Team’s 
leader, Glyn Richards, while investigating this 
incident and he explained that before any show 
they walk through the display and, as part of 
the safety brief, all ‘eventualities’ are discussed. 
Naturally, an engine failure situation is covered 
and, at this display, in the event of that 
occurring, a ditching was inevitable.

The Tiger Club was set up by Norman Jones 
in 1957, to encourage sport-flying – namely 
aerobatics, formation, display-flying and air 
racing. Seventy years later, the club is still very 
active, enabling members to take part in the 
first three, but sadly interest in Formula 1 circuit 
racing has waned. In addition, the club now 
provide differences training (tailwheel), biennial 
flight reviews, refresher training and renewals 
for holders of lapsed licences.

The club’s fleet consists of a brace of Super 
Cubs, two Tiger Moths, four Turbulents and a 
Cap10C, all available for suitably qualified 
members to fly at its new home, Damyns 
Hall, Essex. This has already proved to be 
an ideal venue, as since the move the club’s 
membership has increased substantially. 
Glyn would like to see it grow still further, to 
help pay for maintaining, or better still 
increasing, the size of the fleet. 

Since 1959, the Turbulent Display Team 
has played a pivotal role in the club’s activities 
– many pilots in the current scene having 
started display flying with it. Colyn started 
flying in 1976 and has 124 displays in his 
logbook, so he’s an old hand.

The main evenT
The team took off from Maypole and gave 
Herne Bay a wide berth. The display 
proceeded normally and, towards its end, 
the aircraft adopted a race-track pattern 
aligned with the display line, to start the 
‘balloon bursting’ segment finale. For this 
part of the show, a member of the Turbulent 
Display Team’s ground crew, who’d been 
pre-positioned in a small boat, released a 

(Left) no prizes for 
guessing the origin 
of that red piece of 
plastic nestling in 
the venturi of this 
carburettor – it’s 
clearly the reason 
for the engine 
stoppage …not the 
best of rewards for 
hitting the target! 
(Photo: Mike Kemp)
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(Right) The caa 
publishes a whole 
series of Safety 
Sense Leaflets and 
if you haven’t yet 
discovered this 
resource may i 
suggest that, 
perhaps when 
you next do a bit of 
‘electron surfing’, 
you take a look 
through them. 
They’re available to 
download directly 
from the CAA’s 
website, just Google 
‘CAA Safety Sense 
Leaflets’ and the full 
list will come up. 
This one, as you 
can see, during its 
discussion about 
the best methods to 
ditch an aircraft in 
an emergency, also 
reviews the different 
types of safety gear 
that are available. 
(Photo: UK CAA)

(Left) This rather 
gruesome chart 
is taken from the 
CAA Safety Sense 
Leaflet on ditching. 
as you can see, 
survival times 
aren’t great without 
proper safety 
clothing – even 
in the seemingly 
tepid uK waters 
during summer. lf 
you intend to fly 
over water, make 
sure that you have 
the correct type 
of survival gear. 
(Photo: UK CAA)
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(Above) The Turbulent involved in the 
ditching was quickly salvaged from the sea 
and stored locally for a little over a week, 
before being taken back to the Tiger Club’s 
resident laa inspector, phil chapman, for 
repair. phil washed off the dismantled 
airframe and removed the engine. as you 
can see, the rapid corrosion in this 
crankcase demonstrates the corrosive 
power of salt water on aluminium/
magnesium alloys. (Photo: Mike Chapman)

(Above) phil chapman, and the rest of the 
Tiger Club’s engineering support team, 
came up with a neat solution to prevent 
another balloon ingestion – the air intake 
was modified with a grille. The flap in 
front, by the way, is part of the carburettor 
heat system. (Photo: Tiger Club) 

(Above) LAA flyer Alan Robinson owns 
a share of a fairly low-hour pioneer 300 
hawk, and this picture shows the structural 
failure of the CKT ‘Titanium’ exhaust which 
occurred back in 2013, just three years after 
entering service. The exhaust was returned 
to the manufacturer and was repaired. 
(Photo: Alan Robinson)

series of balloons so that its aircraft could 
burst them by flying into them. The position 
of the boat was dictated by a light onshore 
breeze and the need for the aircraft to 
encounter the balloons at a height of 
approximately 500ft asl. This is customarily 
the height used, as at that altitude the 
balloons stand out better against the sky. 

On Colyn’s first run at a balloon, as witnessed 
by our imaginary observer, he missed the 
target, but on his second try he hit it “dead 
centre” with the propeller. He then continued 
around the race-track but, when established 
on the downwind leg, the engine power 
“much reduced”. Colyn checked the 
instruments and controls but found nothing 
untoward. Both ignition systems were ‘ON’ 

Colyn had actually only been under water 
for about twenty seconds, although to him it 
probably seemed a lot longer. 

lessons learnT
As you can see from the accompanying 
pictures, there are a few lessons to be learnt, 
perhaps the biggest one concerns the life 
jacket Colyn was using.

Never use a life jacket that has an auto-inflate 
function in an aircraft. There are circumstances 
when this type of device is useful for saving life, 
but not in aircraft. I’ve mentioned this in the 
captions but there’s nothing wrong with 
reiterating this message: if you’re intending to 
fly over the sea, before you do, at least read 
the CAA Safety Sense Leaflet number 21d, 
then check that your safety gear is up to the 
job. You don’t want to end up in a pair of shorts 
and a sub-standard life jacket, a long way from 
a shoreline – I can personally testify to this.

alpi pioneer 300: checKs 
To TiTanium exhausTs
If you’re anything at all like me, I expect that 
you would have leafed quickly through this 
issue of LA  before settling at Safety Spot.

If you’ve followed a similar path through the 
magazine, you’ll already have noticed Doug 
Blair’s piece about the dangers of carbon 
monoxide (CO) to pilots, miners and, indeed 
anybody operating in an enclosed space 
where there might be combustion of some sort 
or another occurring. Make sure you read 
Doug’s piece, which starts on page 26, 
as even very small amounts of CO in the 
blood are hazardous to your well-being.

This short tale relates to a recent engine 
failure which happened to LAA Alpi Pioneer 
300 pilot, Alan Robinson.

To set the ‘safety-lesson ball’ rolling, 
here’s Alan’s own report:

and their associated indicator lights weren’t 
flashing to indicate a fault. The throttle was 
operating normally, the carburettor air was 
selected to ‘HOT’ and the fuel was ‘ON’. The 
engine continued running but at a lowered 
power, and the aircraft steadily descended. 

From a height of about 500ft asl, Colyn 
assessed that it wouldn’t be possible to glide as 
far as any open land back from the seafront, so 
he continued on an easterly track towards an 
area just off the beach, beyond the display area. 
He flew at the best glide speed (around 60 
KTAS), aware that maintaining airspeed in this 
situation is critical for a safe arrival. He planned 
to stall the aircraft onto the water, intending to try 
to get the tail to touch the surface first, followed 
by the landing gear, to give the aircraft the best 
chance of remaining upright.  

The aircraft’s descent continued until it was a 
few feet above the water, when Colyn flared the 
aircraft to “hold off”. Unfortunately, the aircraft’s 
mainwheels touched the water first and the 
aircraft pitched forward rapidly, going over 
and onto its back. Colyn experienced a 
sudden, quite disorientating rush of water into 
the cockpit but, after a few moments, was able 
to unfasten his straps and started to try to pull 
himself free of the upside-down cockpit.

He quickly realised that he was in trouble as, 
firstly, the water was so shallow that there was 
hardly any room between his head and the sea 
bed, and secondly, the automatically inflating 
life jacket had done so, pinning him into the 
cockpit. I think that you can imagine how 
Colyn must have felt in this situation, as a 
regular sailor I’ve had my moments battling 
with the sea – in my book, being trapped 
underwater rates highly on the ‘try to avoid 
at all costs’ scale. Luckily, a few very quick-
thinking members of the audience ran into 
the water and lifted the aircraft’s tail up, 
eventually managing to get it the right way up. 

(Above) When Alan first noticed that the 
engine wasn’t running as smoothly as it 
normally does as he levelled-off after 
the climb, his first thought was that the 
engine might be suffering carburettor 
icing. Consequently, he applied carb 
heat, but the rough running continued. 
Eventually, as you can read in Alan’s 
report, a successful emergency landing 
was carried out and the cause of the 
engine’s misbehaviour established – a 
baffle had become detached and blocked 
the exhaust’s outlet, note the bulge in 
the end of the silencer! This picture 
shows Alan’s exhaust after a section 
was removed from the silencer wall – the 
offending baffle sits neatly inside having 
been pulled away from the exhaust outlet, 
which can be seen at left in picture.  
(Photo: Alan Robinson) 
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Following maintenance work on the engine 
(Rotax 912 ULS, carburettor float check as per 
AD), a test flight was carried out with two POB, 
duration approximately twenty minutes. 

Take off, climb and cruise were normal, but 
there was some evidence of slight rough-
running at low power settings.Carburettor 
heat was applied, but without effect. 

A normal circuit and approach was made 
but because of poor visibility (into sun) the 
approach was discontinued at 600ft and a 
further circuit commenced. At approximately 
600ft, turning onto base leg, with the throttle 
partially closed, the engine began to run 
extremely roughly and didn’t respond to power 
changes. A glide approach was commenced 
and a direct track to the runway threshold 
established. The engine continued to run 
roughly at idle throughout the approach but the 
engine parameters appeared normal. 

During the approach, the canopy misted up 
and I wiped it clear and opened the cockpit 
vents fully, in an attempt to demist the 
windscreen. Shortly after this, hot air was felt to 
be coming from the footwells and a possible fire 
was suspected. However, after a few seconds, 
the hot air reduced in temperature to normal. 

The gear was lowered at 200ft and the landing 
was completed close to the threshold. The 
engine continued to idle after touchdown and 
by then was relatively smooth and it responded 

(Left) i primarily took this picture of a standard rotax exhaust to show the safety 
wire running through its attachment springs, often owners use loose-locking wire. 
safety wiring these springs is a good idea as, if (when) they break, the broken ones 
won’t become items of FOD (Foreign Object Debris) in the engine compartment – this 
is especially important in pusher applications. The picture is of a gyro installation, 
where an errant spring will cause serious damage to a propeller and, perhaps, also a 
member of the public. The nose undercarriage in a pioneer 300 could easily become 
jammed up if the spring became caught in the mechanism. (Photo: Malcolm McBride)

(Above) chris piper, the boss of cKT aero engineering, a small, family-run business 
based in Tiverton, devon, knows a thing or two about making exhaust systems, as 
he’s been doing so since 2000. To date, CKT has made over 5,000 exhausts and all 
their welding staff are caa-approved. When i spoke to chris, to discover a little more 
about how this particular exhaust came to fail internally, he explained that titanium 
was used as an experiment in weight-saving as alpi needed to conserve every ounce 
while trying to get the P300 microlight onto the UK register below 450kg. They made 
it but, perhaps, at the cost of overall strength. (Photo: Chris Piper)

normally to taxi power. No attempt was made 
increase engine power above that which was 
needed to taxi.

Following shutdown, an investigation found 
that the titanium exhaust silencer rattled when 
shaken and obviously had some loose object 
inside. The end-plates of the silencer had 
ballooned and expanded. The silencer was 
returned to the manufacturer, who cut it open 
for inspection. Part of the internal baffle was 
found to have detached and it’s assumed that 
this had effectively blocked the exhaust pipe at 
some point in the descent, over-pressuring the 
silencer and causing the engine failure.

Very well done to Alan for handling this 
emergency and managing to get his aircraft 
down safely.

Titanium alloys contain a mixture of that 
metal and other chemical elements. Such 
alloys have very high tensile strength and 
toughness, even at extreme temperatures, 
but they can be a difficult metal to weld.

CKT, which had only manufactured exhausts 
out of titanium for the P200 and P300 aircraft 
models because they were much lighter 
than their stainless steel equivalents, 
recommends that any examples be 
removed and their baffles checked, by 
shaking the expansion chamber and 
listening for loose debris, at least annually. ■

Watch your tail part 1

laa inspector mark masters sent us 
pictures of this scary spot, showing 
serious tube-cracking and corrosion 
around the forward attachment point 
on this auster tailplane. initially, the 
problem just looked like being limited 
to cracking paint but, knowing that 
this area on the auster is prone to 
damage caused by lifting the tail up to 
manoeuvre the aircraft, mark cut away 
the fabric and the paint to reveal a 
nearly complete structure failure. 
an excellent spot, well done, mark!

This particular auster is new to the 
LAA fleet, having been imported from 
sweden in 2014, where it lived happily 
since the mid-forties. The new owner, 
robert calloway-lewis, has just 
updated the aircraft with a ‘turbo’ 
generator, a new battery and a 
fuselage-mounted identification 
light – well, it is the 21st century 
now! robert has also made up a 
webbing strap so that he can lift the 
tail without straining the tailplane’s 
leading edge tubes, another good idea. 
(Photos: Mark Masters)

50 liGhT aviaTion | JULY 2017

La07.safetyspot.V4.indd   54 26/06/2017   10:34



JULY 2017 | LIGHT AVIATION 51

Watch your tail part 2

(Left) here we see just how much of the 
rear fuselage longerons needed replacing 
because of corrosion. of course, the real 
problem with taildraggers is that the tail 
area is the lowest point in the fuselage 
and, therefore, the natural place for water 
to collect. so it makes good sense to 
ensure that there are drain holes suitably 
placed to let any water out. It’s also 
worthwhile checking the drain holes 
regularly, to make sure that they remain 
free of debris. (Photos: Julian Mills)

Both of these spots undoubtedly identified 
very serious, potentially life-threatening 
conditions. They indicated the failure of 
the maintainence schedule in identifying 
the condition before they reached the 
stage of being unsafe. laa policy is to 
have zero-tolerance with corrosion on 
any critical aircraft structure.

(Above & above right) starduster Too pilot alan dunne noticed 
that the aircraft seemed to be very prone to tailwheel shimmy 
when the tail came down after landing. Therefore, he decided to 
take close look at the structure around the tailwheel mount. 

With the tail up on a trestle, alan noticed that there was a slight 
sideways movement of the tailwheel mount, which shouldn’t have 
been there. upon closer inspection, he saw that the tailwheel 
mount was cracked at the weld connection with the fuselage 
longerons, meaning the fabric had to come off to repair the frame.

alan, who lives in ireland, had only recently bought this aircraft 
and sent us a repair approval application so that they could 

commence. This aircraft was originally constructed in canada 
in 1980, then was moved to ireland, where it operated on the 
Irish register until joining the LAA fleet in 1998, since which it’s 
resided in Scotland. While looking through this aircraft’s records, 
i noticed that the airframe had only been completely refurbished 
in 2001 – in fact, i found a picture showing the then recently 
repainted rear fuselage.

as you can see from the pictures, taken after aircraft welder, 
laaer Julian mills of Jpm aviation, stripped off the surrounding 
fabric, the tubular steel structure was very badly corroded and 
needed replacing. (Photos: Julian Mills)

SafeTy SpoT

›
Laa project Registration 
Kit Built Aircraft   £300
Plans Built Aircraft  £50
Issue of a permit to Test fly  
Non-LAA approved design only  £40
Initial permit issue 
Up to 450kg  £450
451-999kg  £550
1,000kg and above  £650
permit renewal (can now be paid online via Laa Shop)
Up to 450kg  £155
451-999kg £200
1.000kg and above  £230
Modification application 
Prototype modification minimum £60
Repeat modification minimum £30 

Transfer 
(from CofA to Permit or CAA Permit to
Up to 450kg   £150
451-  £250
1,000kg and above  £350
four-seat aircraft 
Manufacturer’s/agent’s type acceptance fee  £2,000
Project registration royalty  £50
Category change
Group A to microlight £135
Microlight to Group A  £135
Change of G-Registration fee
Issue of Permit Documents following G-Reg change £45
Replacement Documents
Lost, stolen etc (fee is per document) £20
Latest SPARS - No.16 February 2015

laa engineering charges – please note, neW fees have applied since 1 april 2015

LAA Permit)

999kg
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