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As a Channel virgin, Paul admitted to a 
lump in his throat at the stunning view of 
the English coast, and before long we were 
at my UK base in West Sussex.

Adrian Whitmarsh
PS: One of the other magazines I get now has 
the wrapper made from a compostable wrap-
per instead of plastic. Any chance of MF going 
that way?
Production editor Ian Norris replies: We’ve 
looked into this, and it’s not something we can 
do at the moment. The starch-based bags seal 
at a much higher temperature than polybags, 
and you need to be able to print directly onto 
the bag, as the material is insufficiently trans-
parent to allow the use of an address carrier.

Also, the material itself is up to six times 
as expensive as polyethylene, so we’d need to 
change all of our mailing line equipment and 
then charge you much more to do the job. 

“We’d love to be able to provide this as an 
option – or rather, as a service that replaces 
the polybag – but along with most of the in-
dustry we’re stuck waiting for a more viable 
solution to come along.

“The infuriating thing, of course, is that 
the low-density polyethylene we currently use 
is readily recyclable. Perhaps that’s something 
we should print on the address carriers.”

More than a tad 
offensive
DEAR EDITOR

In the process of returning my be-
loved Thruster TST to the sky, instead of 

ted Barrett – 98 and still flying Gary Loughran – solo at Newtownards 
after 7h

in seven -year boxes of decommissioned 
aero nautical miscellanea, I’ve got to know 
the TST TADS document reasonably well.

I was left speechless, disheartened, 
and appalled that in 1997 someone con-
sidered it appropriate to list an approved 
mod as: “Disabled Person Mod ‘Crip Kit’”.

If it were ever appropriate, even in 
1997, even as light-hearted, if misjudged, 
to refer to a disabled person as a “crip” 
(which as a contraction of “cripple” even 
Google lists as “offensive” as a definition), 
then I hope in the intervening 20 years, 
the world of equality, diversion and inclu-
sion has moved on somewhat.

Accordingly, I’m even more appalled 
that the BMAA continues to use and pub-
lish this discriminatory language now.

I’d like to think that my three-year-
old daughter, who herself has a physical 
disability, will at one time take over the 
microlighting mantle, and hopefully the 
Thruster, from me.

I find it very hard to believe she would 
feel welcomed into an institution which 
uses discriminatory language in its docu-
mentation that, at the least, seems to be 
in breach of the Disability Discrimination 
Act, which itself predated the mod ap-
proval by two years.

Surely the time is ripe to trawl through 
the documentation, and remove this ap-
pallingly discriminatory and pejorative 
language?

Best wishes, Ian Garforth

BMAA Chief Technical Officer Ben Syson 
replies: Ian, I agree that that description is in 

poor taste. However, it’s a formal CAA docu-
ment, not a BMAA document!

As of earlier this month, we have obtained 
delegated authority to manage the TADS on 
behalf of the CAA, and we shall look to change 
that when we update the Thruster TADS.

The hero of Hunsdon
DEAR EDITOR

At 98, Ted Barrett must be the oldest 
licensed pilot in the UK, and here he is 
in the photo, flying an x’air Falcon back 
to Hunsdon.

What’s even more amazing is.that just 
getting in and out of the x’air’s cockpit is 
beyond many who are 30 years younger 
than Ted! 

Alan Stern

Worth it at any price
DEAR EDITOR

Just seven hours after first sitting in the 
Thruster Sprint, Gary Loughran flew his 
first solo flight in it and performed a text-
book landing, drawing the admiration of 
the airfield staff. 

Wisely, Gary has already brokered a 
deal with his wife to facilitate engaging in 
his new hobby, and we all hope she en-
joys her new suite, kitchen, wardrobe, car, 
exotic foreign holiday and diamond tiara.

Ken Crompton
Northern Ireland Microlights CFI

Newtownards airfield

SAFETYI’m safe!

No, no, it’s not John Inman in Are you being served?  
It’s BMAA safety supremo John Teesdale asking if you’re fit to fly

FUNNY how you can have a genuine belief about 
something but be completely wrong. 

As an instructor and examiner for the past 30 
years, I’ve been beating the drum of the well-known 
IMSAFE preflight health checklist which I learned as 
a student pilot.

Consequently, I really believed that every pilot 
would be aware of it by now. So when I asked a cou-
ple of pilots who are training with me to be instruc-
tors how they assess their personal fitness to fly be-
fore getting into the aeroplane, I was shocked when I 
found they had never heard of IMSAFE. 

Clearly, something has been missed in their train-
ing, which means there must be others, so if you’re 
not familiar with IMSAFE – read on!

Lack of pilot fitness – a significant 
cause of accidents
Beyond the major well-known causes of accidents, 
such as loss of control or mid-air collision, a large 
number of accidents and incidents have been caused 
by things like fatigue.

It’s easy to think you can get away with flying in a 
less than optimal physical and mental condition, but 
when the pressure is on, such as in an emergency or 
in deteriorating weather, it can have a critical impact 
on your ability to think straight and make the right 
decisions.

Before flight – use IMSAFE
• Illness: Are you suffering from any? Even the com-
mon cold can cause problems, particularly when 
you’re just getting over it. Thick mucus can cause 
incredibly painful and distracting barotrauma (pres-
sure in the inner ear or sinus).
• Medication: Any medication you’re taking must 
not inhibit your ability to pilot the aircraft. Many 
common medications, such as some used for the 
treatment of hay fever, can cause drowsiness, and as 
such cannot be used when flying as PIC. Make sure 
your medication is suitable.
• Stress: You might think that flying is a great way to 
escape the stresses of modern life, but don’t add fur-
ther stress by attempting a potentially stressful flight, 
such as a long cross-country with lots of controlled 
airspace to negotiate, or over water. 

The build up of stress can prevent you from think-
ing clearly and calmly and even cause panic, in which 
fear and anxiety override any reason or logic and 
completely destroy your decision-making process.
• Alcohol: You’ve probably seen pictures in MF of 
happy pilots touring the Continent, sitting round a 
big table in the evening enjoying lovely local food and 
wine. Yes, it’s brilliant – I’ve done my share! 

A fit-to-fly poster from New Zealand
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SAFETY

And the story describes how they set off the next 
morning on the next leg. Well, bear in mind that if 
you’re PIC, you should not fly within eight hours of 
consuming any alcohol. (We used to say eight hours 
bottle-to-throttle.) 

The legal limit is 20mg alcohol in 100ml of blood, 
a quarter of the road driving limit in England and 
Wales.
• Fatigue: This seriously impairs both reactions and 
judgement. Don’t go flying if you are fatigued for any 
reason, be it long hours of work, travel or lack of sleep. 
If you are going to attempt something very challeng-
ing the next day, such as your first cross-country, 
your GST, or – as I remember – my first flight across 
the Irish Sea, you may lose sleep the night before. 

Try to sort out as much as possible before going 
to bed so you are not worrying constantly. Ideally, 
you should only have to make a final decision on the 
weather in the morning. 
• Eating: You cannot concentrate or make good de-
cisions if your blood sugar level is low, so eat well 
before flying. If it’s a long flight, take something easy 
to eat and plenty of water. It’s really important to stay 
hydrated. 

Don’t 

go flying 

if you’re 

fatigued for 

any reason, 

be it long 

hours of 

work, travel 

or lack of 

sleep
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BMAA Wings roll of honour
SEVEN BMAA Wings were awarded in April and 
May: one silver and six bronze. 

Bronzes went to David Cawdery, Chris Uff, 
Paul Wear, Joe McLoone, Philip Edwards and 
Aaron Mercer. David Cawdery also got a silver.

Is this man fit to fly? Discuss

TRAINING TIP

Greaser class
Having trouble with your 
landings? Lawrence Bell to the 
rescue with eight tips for nailing it 
every time

of the runway. This will bring your wings and the 
runway into your peri pheral vision, which will help 
you judge your height above the ground and make it 
easier to know when to pull back. 

3 Understand and avoid pilot-
induced oscillation (PIO)

PIO is caused when the pilot tries to land the aircraft 
with excess speed or suffers landing-point fixation, 
landing on the nosewheel first. 

In the case of landing with excess speed, the pilot 
may tend to push the aircraft on to the ground so that 
they can brake before they run out of runway. But if 
the wings are producing enough lift, the aircraft is 
likely to become airborne again; an oscillation will 
occur where the aircraft bounces down the runway. 

A similar effect occurs when the aircraft is landed 
nosewheel first. The aircraft bounces back into the air 
and comes back down on the nosewheel. 

In both cases, the oscillations get bigger with eve-
ry bounce until the nosewheel collapses.

To avoid a PIO, the pilot should ensure that they 
approach at the correct speed and hold the aircraft off 
long enough in the flare to dissipate excess energy. 
They should also ensure that they land in a nose-high 
attitude on the main gear.

Recovery from a pilot-induced oscillation is to ap-
ply full power and go-around. 
BMAA Flight Training Liaison & Safety Officer John 
Teesdale adds: If the flare is misjudged, a bounce 
may ensue. This can take the pilot by surprise and 
the resulting distraction causes the pilot to react too 
slowly, then over-compensate.

The nose is pushed down abruptly and the aircraft 
hits the ground again, possibly nosewheel first, caus-
ing another bounce. Landing on the nosewheel first 
makes the aircraft pitch-up even worse.

The pilot is now “behind the aeroplane”, meaning 
that the delay in his reaction is actually feeding the 
oscillation, not damping it. The bounces continue, 
increasing in size until the nosewheel collapses, the 
prop is smashed and the engine shock-loaded. 

All this can so easily be avoided by taking posi-
tive action at the first bounce. Power should be ap-
plied, the aircraft held in a level attitude until climb 
airspeed is established, then flaps retracted as in a 
normal go-around.

4 Fly a stable approach
It’s very difficult to get a good landing from an unsta-
ble approach. If your approach angle and speed are 
varying significantly on final, you are flying an unsta-
ble approach which is likely to result in a poor land-
ing. This is why airlines require their crew to have a 
stabilised approach by a certain point, otherwise they 
need to abort the landing and go around. 

Flying a longer final approach will give you more 
time to stabilise it. Ensure that your speed, alignment 
and approach angle are stable, and you should find 
it easier to land. Ensuring that the aircraft is in trim 
should help. Small fluctuations are inevitable, and do 
not constitute an unstable approach.

5 Don’t chop the power or raise the 
nose too soon

Light sports aircraft and microlights will lose energy 
quicker than heavier aircraft. If the power is reduced 
too soon during the approach, the airspeed may re-
duce rapidly and you may find yourself approaching 
the ground without enough energy to properly hold 
off and achieve a nose-up attitude.

Reducing power to idle at 30ft may get you in 
trouble in a micro light, especially on a gusty day. 
Similarly, if you begin to flare the aircraft at 5ft above 
the ground, it will eventually stall and fall 5ft to the 
earth, which will result in a heavy landing.

For most fixed-wing microlights and light sport 
aircraft, you need to bring the aircraft down to one or 
two feet above the runway during the flare.

6 Ensure that you are good at going 
around

Incidents have often happened when a pilot should 
have gone around but didn’t – we all know that one. 
However, there have been numerous accidents over 
the last few years where a pilot elected to go around, 
but lost control.

Ensure that you are proficient at aborting land-
ings, and under stand how your aircraft performs in 
the landing configuration. Many fixed-wing types are 
able to climb with landing flap, although it is in a flat 
attitude, and any attempt to raise the nose above the 
horizon will result in rapid speed loss and potentially 
a stall. 

Make sure that you know the go-around proce-
dure as detailed in the pilot’s operating handbook, 
and practise it so you are familiar with the aircraft’s 
handling in this configuration.

7 Don’t be afraid to lower the into-
wind wing on a crosswind landing

When applying rudder to line up with the runway, 
you will need to apply opposite stick to counter drift. 
Pilots often don’t apply enough and end up drifting 
downwind at the point of touchdown. This puts a 
side load on the undercarriage, and makes for an un-
comfortable landing. 

Don’t be afraid to dip the wing significantly and 
land with the into-wind wheel first. This is the cor-
rect method for a crosswind landing. 

8 Know your limits (and the aircraft’s)
Ensure that you know your own limitations when it 
comes to strip length and wind conditions. Exceed-
ing these will make for poor landings, or worse. 

As a student or low hours pilot, your limitations 
should be somewhat lower than the minimum figures 
published in the pilot’s operating handbook. As you 
gain experience, you will be able to slowly expand 
the range of conditions that you are happy to operate 
in. 
• Former MF reporter Lawrence Bell is the developer of 
QuizAero, the online ground school for microlight student 
pilots, quizaero.co.uk. 

LEARNING to land an aeroplane is tough, and re-
quires a lot of practice. 

It’s usually the case that you can master the circuit 
in a relatively short time, but that last bit is tricky, 
and you may find yourself wishing you could just 
practise the round-out and flare over and over again 
without having to fly around the circuit. 

On the flip side, getting it right is very satisfying 
and will bring a smile to your face. These tips are 
designed to help the student pilot primarily flying 
Rotax 912 types, though they may aid qualified pi-
lots as well.

1 Right rudder
Aircraft equipped with the Rotax 912 often exhibit 
a significant tendency to yaw left when any power is 
applied, and many also do this at slow speeds when 
the engine is idling. 

Sitting in the left seat also gives you parallax, 
which results in the pilot believing the aircraft is 
straight when actually it is pointing slightly to the left. 

Together, these two effects can cause difficulties 
for the student when aligning the aircraft with the 
runway during the flare. 

If you find that the aircraft is moving to the left 
after landing, or the aircraft rolls slightly to starboard 
with a jarring effect on the starboard leg, it is likely 
that the aircraft was not correctly aligned with the 
runway at touchdown. 

Ask your instructor to show you what straight 
looks like, and you can replicate it on your next land-
ing, even if it feels to you like it is pointing somewhat 
to the right.

2 Look ahead
FLARING the aircraft and judging your height above 
the ground is all about depth perception, and your 
depth perception will be improved if you do not stare 
at your intended touchdown point, which will cause 
landing-point fixation. 

You will find that as you get close to that point, 
the ground will suddenly rush up at you, and you 
may well land nosewheel first or pull back abruptly, 
causing the aircraft to balloon.

It’s best to bring your eyes up and look at the end 

Ensure 

that you 

know your 

limitations. 

Exceeding 

these will 

make for poor 

landings, or 

worse…

“ 
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SAFETy 
ALERTS

BMAA Ref: BSA-1907-0007
Category: Airworthiness
For: Operators of Skyranger aircraft (all variants) with Rotax 
912 series engines / BMAA Inspectors
Title: SB 2759 Upper Port Engine Mounting Bolt Failure
Description: An important Advisory Service Bulletin to in-
form of this problem, and advise how to minimise the risk of 
its occurrence. Available on the BMAA website.

BMAA Ref: BSA-1907-0008
Category: Airworthiness
For: Operators of Savannah aircraft (all variants) / BMAA 
Inspectors
Title: SB 2758 Elevator Control Cable Abrasion
Description: An important Advisory Service Bulletin to in-
form of this problem, how to inspect for it, and what to do in 
case of damage. Available on the BMAA website.

BMAA Ref: BSA-1907-0009
Category: Airworthiness
For: Operators of SSDR aircraft with Simonini Mini 3 engine
Title: Simonini Mini 3 Eccentric Pulley Recall
Description: Recall of the eccentric support of the propeller 
pulley on Mini 3 engines from No.1136 to No.1320, built 
from 29/3/2017 to 9/5/2019. Follows at least one in-flight 
failure (one occurred in the UK). 
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LIttLE did I know how short my flying year would be when I 
took off in April 2018 from Bleaze airfield in Cumbria. 

After an hour, the display on my second-generation Flydat 
showed a dash instead of the oil pressure. I flew home, not 
particularly worried, since the 912S was running normally, 
and checked the connections after landing, but the readout 
stubbornly failed. 

the next day I took a friend flying, and this time all the 
engine readouts were replaced by dashes apart from the 
engine run time. 

What then followed was a flightless eight months of trying 
to find a fix. We found the old software and dumped the error 
message memory on a 12-year-old laptop which still had an 
RS232, which got rid of the messages but did not solve the 
problem. I rang around distributors, but the best offer I got was 
to replace the Flydat with a newer one for a “mere” £500 with 
no guarantee that it would work.

Early this year, P&M offered a full replacement by reverting 
all instruments back to analogue for around £2000 – plus the 
cost of getting it to them.

In my German hometown of Goslar we have a gargoyle at 
the mayor’s house that depicts a small man producing golden 
coins out of his back passage. Unfortunately, I wasn’t allowed 
to bring this to the UK, what with Brexit and all. I also kind of 
resented the idea of reverting back to analogue, not to mention 
the artisan carpentry required to change my cockpit.

I had almost resigned myself to remaining grounded when 
I was called by someone called Chris who had heard about my 
predicament and advised me to contact the Czech firm which 
produces the Flydat. After a brief email exchange, I sent the 
unit to them, and after six weeks and a bank transfer of £250, 
including postage and recalibration, it was returned in pristine 
condition, and my Gt450 is back in the air. 

During all this, I gathered that I am not the only one with 
Flydat problems, so anyone with similar difficulties should 
consider having their Flydat looked at and serviced in the Czech 
Republic. 

the company is tL Elektronic Czech sro, Letiste, Budova 125, 
50341 Hradec Kralove 7, and its email address is hrubesova@
tl-electronic.cz. 
• Mikaela Hurtubise of Skydrive replies: We have struggled to reset 
or reconfigure Flydats since losing our Rotax distributorship, as the 
software we had has not kept pace with the Microsoft changes etc.

We have recommended that people try TL Elektronic, but our 
understanding was that it wasn’t that keen on doing repairs, as 
it now has a new range of EFIS products available instead (tl-
elektronic.com/index.php?page=lsa). 

In fact, the Flydat can only been found on an archived 2015 
page of its website: tinyurl.com/flydat.

Flydrat

TAKING inspiration from the growing culture on 
YouTube, whereby people “prove” urban legends 
such as that the Earth is actually flat, global warming 
is a hoax and you can generate free and perpetual 
energy with a few items bought from Poundland, we 
will now dispel the myth that you need oil pressure 
to fly.

Let us backtrack a little first with a reminder of 
an aviation commandment: “Knoweth thy flying ma-
chine”. 

There are two parts to this: piloting and mechani-
cal, the latter affectionately known as spannering, 
both being essential for safe operation. And when we 
say flying machine, we mean all of it (eg including 
engine, prop, instruments etc).  

During pilot training, “learning” is achieved by 
committing to short-term memory the correct an-
swers for the Aircraft Technical paper. 

We furiously scribble down notes and diagrams 
drawn on a white board by our instructor, includ-
ing the occasional spelling mistake like carboretor or 
propelor.

Now ask yourself the following questions: “Can I 
still recall the main principles now? Did it really go 
in?”

Not to worry: you’ll find out the answers to those 
questions on the first occasion something goes 
wrong.

Only under such circumstances are you truly test-
ed on your aircraft knowledge, and it brings a whole 
new meaning to the difference between passing or 
failing.

So, back to dispelling the myth that you need oil 
pressure to fly. 

The aircraft I was about to fly hadn’t flown for over 
12 months, and in that time had been substantially 
disassembled.

I checked everything, then checked again, then 
ran the engine repeatedly, with lots of taxi trials back 
and forth down the runway.

By now I was running out of excuses, and with no 
issues present, it was time to see if it would fly. 

Reassuringly, the aircraft leapt into the air quite 
confidently, and was climbing well and true. Level-
ling off, instrumentation confirmed everything was 
OK. Gingerly I proceeded with the check flight – 
turns, climbs, sideslips, then onto stalling after gain-
ing sufficient height and completing Hassell checks.

This is going quite well, I thought, and moved 

Oil pressure? Who needs it?

Chief Inspector Rob Mott saw zero on the gauge,  
didn’t panic, and lived to tell the tale

onto the final test, Vne. With some trepidation the 
nose was lowered: noise increasing, airspeed build-
ing, faster and faster, then… just as the magic num-
ber was achieved… no issue! 

Levelling off with a small sigh of relief, my 
thoughts changed to heading back for tea and med-
als, and with a nice tailwind. I was only seven min-
utes from the airfield. Job done, happy days! 

Just a quick Life check, then: “Location, fine… In-
struments… hang on… Oh (insert chosen phrase)!”

Yes, the oil pressure was indicating 0 psi!
What do I do, apart from panic? 
Well I’d been keeping an eye out for fields in any 

case, as training ingrains, and I was helpfully posi-
tioned on an early downwind leg for a reasonable 
field on my port side.

Admittedly, I was quite high, but that gave me 
more time to deal with the problem. So, I should 
make a radio call and switch the engine off to pre-
vent impending seizure. But wait, hang on a second; 
although the oil pressure gauge was still reading 0, all 
other indications were normal.

The oil temperature wasn’t increasing, neither was 
the coolant temperature, the rpm was stable, and 
there was no smell, smoke or unusual sounds.

What was going on? Hmmm, could this an indica-
tion problem? 

While maintaining a heading towards home, I 
decided to keep height and continue to monitor the 
instruments. 

As you’ve probably guessed already, I made a safe 
landing, and the problem turned out to be a poor 
electrical connection, presumably disturbed 
during the dive.

Moral of the story?
Knowledge of your aircraft and its sys-
tems can be of great benefit when prob-
lems occur. 

Sometimes you can quickly and suc-
cessfully diagnose issues, allowing the 
most appropriate action to be taken in order 
to minimise risks to third parties, the pilot 
and aircraft. 

Spending time learning about your machine is a 
wise investment, and could make all the difference 
one day.

So, myth busted! Apparently, you can fly with no 
oil pressure. After all, gliders do it all the time. 

The oil 

pressure was 

indicating  

0 psi!

“ 

Don’t panic if your 
oil pressure gauge 
looks like this, says 
Rob Mott
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CHIRP

GASCO
General Aviation Safety Council

GASCo, the General Aviation Safety Council, is a charity 
whose members are aviation organisations. Its aim is to make 
aviation safer through education. It presents the CAA safety 
evenings, runs seminars and provides safety information 
through its magazine and website, gasco.org.uk.

 
CHIRP, the Confidential Human Incident Reporting 
Programme, reviews and analyses reports from pilots, then 
publishes them so others can learn. Get the app at chirp.
co.uk.

By Chief Technical Officer 
Ben syson

Matt Tautz on a frustrating attempt  
to get his Flydat working


