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The new Flylight Bivvy Bee SSDR is such a
great combination of fun and payload that
it'll make you fly from A to B via C, D and E,
says Steve Uzochukwu
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WE'RE a broad church in microlight flying, and if
there’s one company that’s well woven into the fabric
on both sides of the aisle, it’s Flylight.

The company, run by Paul Dewhurst and Ben Ash-
man, has done everything from footlaunch power
units for hang gliders through SSDR and permit two-
seat flexwings to one of the most popular fixed-wing
self-build kits of all time, the Skyranger; and to ice
that cake, they've now got that aircraft as a factory
build.

The BivvyBee is the latest in a line of SSDRs from
Ben’s drawing board. He’s a veteran of a number of
high-profile flexwing microlight flying events and
technical advances: things like the pioneering days of
hang glider aerotowing, and taking it to the rift val-
leys of East Africa, or the “Flight for Life” with Judy
Leden to Jordan for the Cancer Research Campaign,
have ensured his place in the annals of flexwing his-
tory.

He’s been designing the current range of foot-
launch power units and trikes since the original Doo-
dle Bug in the 1990s. One version of the Doodle Bug
was demonstrated with a jet engine at various flying
shows in the early 2000s.

The BivvyBee is designed for all pilots wanting
an easy to fly and store SSDR with elegance in its
simplicity. It extends its appeal over previous models
by being able to accommodate the heavier pilot or a
higher payload, and offers more storage than previous
trikes in the Dragon range.

Storage is cleverly incorporated into areas like the
options for the headrest and top storage on the pylon/
front strut junction, and in the areas inside the skirt
around the tank.

It means that things like tents, clothes and sleep-
ing bags can be secreted in various locations, and the
trike flown for trips away, hence the “Bivvy” element.

It certainly lives up to its design brief with a whop-
ping 150kg payload, taking the MAUW to 228kg.
The aircraft you see in the pictures is the Flylight
demonstrator, with a number of optional extras
which will add to the £12,572.40 base price.

The wing

The BivvyBee is based on the well proven Fox 13TL
wing built by Aeros to Flylight requirements. It’s
made of 7075 aluminium, with the main sail in the
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Designer Ben Ashman in his latest
creation, the Bivvy Bee.
Photo by Clive Mason

demonstrator made of high-tech laminate cloth. Sail
finish is top drawer, as you’d expect from a manufac-
turer with multiple world hang gliding championship
titles.

The wing is mostly single surface, with 30% dou-
ble surface to the rear of the leading edge. There is
no kingpost, and the wing is braced below by struts
which replace the wing wires in tension and the up-
per rigging in compression via the base bar. There are
wires in the struts as back up, but they are hidden
from view.

Without a kingpost and the luff lines which de-
pend on it, the wing has its pitch stability taken care
of by the combination of sweepback, washout and
washout rods at the tips and mid-span, to maintain
wing twist at very low angles of attack.

The wing has 15 battens in total, and a small in-
sert for the sail in one panel near the tip, to prevent
panel flutter. This makes for very simple set up and
break down, but the picture is further simplified
because the wing can be partially derrigged on the
trike, leading to a very small hangar footprint with
minimal time to get to fully rigged.

The chore of having to lift the wing up on the py-
lon is also banished to memory. The struts play a part
in this, as the leading edges hinge backwards after
five of the curved battens and two straight ones are
removed.

The sailcloth in the pictures is the optional semi-
transparent Dimension Polyant ODL (One Design
Laminates) with Technora in warp and weft, and
Black Technora as a cross-ply.

The very low stretch on this fabric ensures it will
keep its shape and thus the characteristics of your
sail shouldn’t change significantly with time.

The trike

The trike is from the well known Dragon series. It is
based on the non-retractable undercarriage version,
with the Cors-air Black Bull engine. The front wheel
is faired in towards the rear, and the rear wheels pic-
tured are the optional larger size.

The front of the seat has two small lugs that the
A-frame base bar rests on when the wing is dropped
for derigging. So the wing is locked in pitch for the
fold away to the packed position for minimal hangar
footprint, as shown in the last of the derig sequence
photographs.

With the exception of the SSDR aerotow tugs, the
Black Bull’s 33hp output is towards the top end of the
power range of the engines fitted to Dragon trikes,
and along with the Polini Thor 250 fitted to some
FoxCubs gives class leading short-field performance,
with climb rate for a 90kg pilot measured at 900ft/
min by the manufacturer.

Reduction is by belt drive to a Helix 1.3m twin-
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bladed propeller. The engine is free air-cooled (no
forced cooling via dedicated fan like the Thor 200,
for example) but has ducting to enhance the effects
of the propeller over the cooling fins.

When the engine is fitted with the electric-start
option, it charges a battery via a regulator/rectifier
which will give the option of 12V, if needed to run
equipment like a radio or instruments that require
power.

The fuel capacity is 25 litres, which with a half-
hour reserve means you have over 200 miles of flying
in still air from full. Lubrication is via a premix of
fuel and oil at 40:1. The Vittorazi Moster 185 is an
alternative engine choice.

The cockpit fairing (with a windscreen in the op-
tion lisv) is very effective, and directs the main force
of the airstream over your head and shoulders, but
still gives a sensation of passing through the air with
airspeed sensed intuitively. It’s a bit like the differ-
ence between a naked motorcycle and the same with
a fairing.

Instruments

The BivvyBee is a blank canvas for these. As it’s an
SSDR, you specify your own, either from Flylight or
as a DIY effort. The pods that hang-glider pilots use
will fit to the A-frame uprights, and Flylight can sup-
ply the MotoMonitor and a fuel gauge to go with it.
Alternatively, you can install instruments on the
trike keel tube, A-frame base bar or in the cockpit,

1] 2

as well as use paragliding-type leg-mounted instru-
ments.

I used a Brauniger basic paragliding vario (altim-
eter + VSI) strapped to my leg for the first two flights,
which with a paper map was all I needed to stay legal
close to Sywell, since the wind aloft wasn't good for
any sort of distance flying.

On other flights, I used a Garmin GPS strapped
to the trike keel, with other instruments worn on a
small paragliding flight deck strapped to the lap belt.

Ben loves minimalist flying, where the handling of
the wing, the comfort of the pilot and the experience
of being in the air are prioritised over everything else,
so he designs for this, knowing you can add whatever
you want within the SSDR regime.

Seating

This is very comfortable, and slightly reclined. There’s
a four-point safety-belt restraint, and a headrest that
doubles as storage, or is used for the optional reserve
parachute.

Footrests have three positions, covering all heights
of pilot. Two are very quick to change to, the third re-
quires an adaptor.

The throttle is on the right, and a footbrake on the
left operates an optional single disc brake on the front
wheel via cable. You step over the trike keel and sit
down rather than lifting yourself up into a pod, and
so you're slightly closer to the ground than you’d be
in a permit two seater.

Derigging and storage

The BivvyBee has that useful trick that some strutted
wings can pull off, namely that there’s no need to
take the wing off the trike before storage.

First, the pylon is dropped to allow the base bar
to sit on two small lugs at the very front of the seat,
selected battens removed. Next, the wings are folded
back until the leading edges touch. Finally the sail is
furled away and the wing bag zipped on.

You are now ready to wheel the aircraft into your
storage. 1 say “your storage”, because with such a
small footprint, the hangarage requirements drop off
the scale.

The flying

I flew twice at Sywell on Easter Saturday in very
strong conditions, then once on the last day of April.

Both days had significant vertical development,
but the first was also with a north-easterly breeze at
10-15mph.

1 flew with a Garmin 96 GPS, a Flymaster GPS-LS
paragliding VSI and altimeter combined, and an e-
reader running some moving-map software.

The wing has two positions for the hang point,
and the furthest forward was used for the review
flights. There is an electric trimmer option, with a
moving hang point, but all the flying was done with
fixed trim.

You're closer to the ground than a permit two-
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seater, but the trike is very stable both while taxiing
and in the ground run. It stops smartly on the foot-
brake, which holds well for engine test runs.

The smaller two-strokes on this sort of trike only
have one mag, so mag checks are redundant. If the
engine is running, the mag is working... but you
need to check that the short to stop the engine is in
place when you need to switch off.

You need to keep on top of “wing down” into
stronger winds when turning, and “bar out” with
tailwinds.

The larger rear wheels fitted did a good job of
soaking up a couple of rough areas while taxiing on
the grass.

With the Black Bull’s high power, the ground run
is very short and is ended by just a small push forward
on the bar. The climb rate picks up quickly, and in
the fresh breeze of the first couple of flights it became
necessary to back off the power above 300ft to avoid
conflicting with crosswind traffic on the climbout.

The angle of climb in that fresher breeze was very
good, but conditions didn’t allow for the 1000ft
timed climb, so we've used the manufacturer figures.

On all three flights, the climb was very sprightly
and reassuring. I'd used up only 60% of the payload,
so the output from the engine would give generous
performance even with a much higher takeoff weight.
The quoted figure is 900ft/min with a 90kg pilot, and
this is definitely on the mark.

As I said, the two Easter flights were in strong air,
and while [ was putting the BivvyBee through its pac-
es, the air was doing the same to us both.

Derigged,

it takes up
minimal space
in the hangar
Storage in top
box

Rear view

of Black Bull
engine
Storage areas
inside fairing
or skirt

Small and
powerful
lithium
battery under
engine
Washout rods
and bee logo

Photos: Steve
Uzochukwu
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The step change from the 466kg two-seater Delta-
Jet 500 Stingray, which I'd flown earlier, to an SSDR
with a much smaller wing loading, was noticeable,
but the BivvyBee has the handling to deal with this
sort of rowdiness, and actually benefits, even in the
strongest of air, from a light grip on the control bar, so
that the feedback can be used to make small inputs
early on in lift or bumps.

This allows you to make use of the handling to
prevent deviation rather than trying to correct it af-
ter a strong thermal has knocked you off course. In
the really strong stuff, you have to make larger con-
trol movements, but for turns in anything else, small
movements get an instant response.

What I love about this wing is that once rolled
in, as you let the pitch back to neutral and maybe
even apply a slight push out, it carves into the turn
in a gratifying and precise way. It can therefore easily
climb in thermals on idle, and the response in turns
is ideal for exploring thermals.

The wing feels very lifty, and in combination with
the engine’s high power means that when you're fly-
ing straight and level, the throttle is quite some way
back and the engine note is a deeper sound, not like
the higher pitched note you normally get from two-
strokes of this size.

On the flight at the end of April, it was interest-
ing to see just how long it would take for the wing to
deviate from a straight and level course with the bar
untouched, and results were impressive, even with
the bumps taken into account.

Slow flying is nice, but roll response drops off as
you get within touching distance of the front strut.

At the other end of the speed range, the bar can be
pulled in all the way to your stomach and the Bivvy-
Bee picks up speed smartly and flies straight, with no
hint of any sort of wandering. This is quite a feat for a
flexwing: those that have sharp handling sometimes
Dutch Roll at higher speeds, or achieve the sharp
handling via noticeable anhedral, so tend to be a bit
nervous.

The BivvyBee has the best of both worlds, which
is a nod to excellent design. Wings with appreciable
anhedral tend to need constant input, whereas the
Bivvy Bee will fly hands-off, and is stable once the
bank angle is set.

It doesn’t have a sharp break stall; there’s a mush
and a large reduction in roll response with the bar
on the front strut. The benign behaviour is one of
the reasons why an ASI isn’t needed. As with all
very low-inertia aircraft, wind gradient needs to be
respected, but a first landing through a strong wind
gradient resulted in an arrival where a lot of pitch had
to be used for a light landing.

A very slight increase in speed, on the other hand,
made for easy last-minute inputs to get the ideal land-
ing even in a crosswind.

In terms of takeoff and landing in general, you'll
get into and out of places you didn’t think possible,
and farm strips which service fixed-wing aircraft will
be enormous size-wise. 1f youre concerned about
rougher surfaces, specify the larger rear wheel option.

The same is true of hangarage semi rigged — it
can fit in almost any corner of a farm building, and
you're not lifting a wing onto a trike anymore. There’s
a small push from the dropped position up to flying
position, but the days of taking the wing off or lifting
it back on, trying to locate locking mechanisms and
fix the front strut in place, are gone.

The wing is in a bag and the sail is not exposed,
and you don’t have to carry a bagged wing around.

We first flew the Fox 13TL for the FoxCub review
back in 2015, and since then it’s had a number of
refinements, including the option of ODL 4.5 cloth
to replace Dacron if you want it, which really makes
a big difference to overall looks. What hasn’t changed
is the lovely handling, and the confidence that the
machine inspires in rough air — I'd have thought
twice about flying a machine with a wing loading this
low in strong spring conditions, but with this wing,
given previous experience, I wasn't concerned.

The BivvyBee continues in that genre that the
FoxCub defined, namely affordable aviation in terms
of strip requirements, costs of fuel, oil and mainte-
nance, and minimal legal requirements.

It continues with Ben’s philosophy of pursuing the
enjoyment of flying, rather than cutting it short by
getting from A to B in the shortest time.

Now it adds touring to the remit, and more lifting
power for the heavier pilot or payload. However you
come into the flexwing SSDR category, this aircraft
has to be right up there in your test flight and poten-
tial purchase list.

TECHNICAL DATA

Flylight Airsports Ltd, Sywell Aerodrome, Northampton; info@
flylight.co.uk, flylight.co.uk; 01604 494459. Directrors Paul
Dewhurst, Ben Ashman.

Single-seat flexwing microlight with weightshift control. Pilot
suspended below wing in trike unit, using bar to control pitch and
roll/yaw by altering relative positions of trike unit and wing. Wing
braced from below by struts; floating cross-tube construction
with 35% double-surface ODL covering; 13 battens on top surface
only. Hang point has two positions for fast and slow flight, ground
adjustable. Undercarriage has three wheels in tricycle formation.
Optional large 400.4 tyres on main wheels for additional
suspension. Push-right go-left nosewheel steering independent
from aerodynamic controls. Adjustable foot pedal positions. Disc
brake on nosewheel. Aluminium alloy tube trike unit with JFJ
sculpted material covering. Engine mounted below wing, driving
pusher propeller.

Length overall 3.10m. Height overall 2.20m. Wingspan 8.65m.
Chord at root 1.90m. Chord at tip 0.38m. Nose angle 121°. Wing
area 13m2. Aspect ratio 5.6/1. Wheel track 1.20m. Wheelbase
1.30m. Wheels 30cm dia. overall. Turning circle 4.0m.

Cors-air Black Bull free-air cooled engine. Max power 33hp. Helix

FLIGHT TEST

1.30m-dia propeller, two-blade. Belt reduction, ratio 3:1. Power per
unit area 2.54hp/m?2. Fuel capacity 25 litre.

Empty weight 75kg. Max takeoff weight 225kg. Payload 150kg.
Min pilot weight 55kg, Max seat weight 120kg. Max wing loading
17.31kg/m2. Max power loading 6.82kg/hp. Load factors +4 -0g
recommended, +6 -3g ultimate.

Max level speed 55mph. Never exceed speed 65mph. Cruising
speed 40mph. Stall speed 23mph. Max climb rate at sea level 950
ft/min. Min sink rate 250 ft/min at 30mph. Best glide ratio with
power off 10/1 at 35mph. Takeoff distance to clear 15m obstacle
150 m on wet grass. Landing distance to clear 15m obstacle 130m
on wet grass. Service ceiling n/a. Range at average cruising speed
160 miles.

*Under the following test conditions:

Airfield altitude 500ft. Ground temperature 8°C. Ground pressure
1012mB. Ground windspeed nil. Test payload 98kg. Airspeeds are
indicated airspeeds except where stated otherwise.

Prices start at £12,572.40

Data above provided by manufacturer.
Data in flight-test text is tester’s experience.
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convert

Stuart Perkins flies a fixed-wing in paradise.

So naturally he had to come to cold, wet
Britain and learn to fly a flexwing
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“WELCOME to the dark side” is a phrase I've heard a lot lately,
usually reserved for flexwing pilots converting to three-axis as a
surge of UK microlight pilots sway towards the windless, warm
comfort of enclosed cockpits, higher groundspeeds and less de-
pendence on perfect weather.

However, in my case it was the opposite: having instructed
for over 20 years on three-axis aircraft, primarily on floats, I'm
more used to wearing shorts and T-shirts, and taking off from the
warm, crystal clear waters of Asia.

[ operate a fleet of Super Drifter 912S US Experimental aircraft
in Indonesia and recently the Philippines, offering tourist flights
and seaplane conversion training for pilots — a far cry from the
chilly skies of the UK, although I still hold a current UK PPL.

After I met Reg Barber, the CFI of Hunsdon Microlight Club,
when he visited the Philippines, we swapped details and I prom-
ised one day we would meet up.

Sadly, last year I lost both of my parents to cancer, and return-
ing to the UK to take care of everything, I contacted Reg and we
discussed doing my flexwing conversion course.

It was always something I'd wanted to do but had not had the
opportunity in Asia. Moreover, having to deal with the loss of my
parents, [ welcomed the distraction.

Instructor John Holme was appointed to handle my conver-
sion training, and we wasted no time in getting airborne in the
club’s trusted Quantum 912. I was quite impressed at how quick-
ly she leapt off the ground and the staggering climb rate, even at a
slightly reduced power setting of the trusted 912.

Following through on the bar, I was already at odds with the
reverse controlling and the constant pushing of my feet on the
imaginary rudder pedals reserved only for ground steering.

Reaching the local training area, John gave me full hands-on
control, which resulted in a continuous porpoising as I pushed
and pulled trying in vain to maintain straight and level flight.

Chuckles came through the headset as John reassured me 1
was not the first experienced three-axis pilot to struggle with the
basics of flexwing flying.

Turns were equally alien, as I pulled the bar in the wrong di-

rection and, adding even more confusion, my foot
was coming off the throttle as I concentrated on the
task at hand.

Oh gosh, I really was having a “pat your head
while stroking your tummy’ moment” as the porpois-
ing, turning, descending flexwing had control over
me rather than the other way around: a very weird
feeling for a control freak like me.

John chuckled further as he took control of the bar
and got us back to some normality.

“OK, let’s try that again,” he said, setting her up
for Round Two.

The next few lessons saw a gradual resemblance of
how it should look as I began to feel more comfort-
able with the controls. The whites of my knuckles
returned to pink as my grip eased and I let the wing
do most of the work instead of over-correcting every
little movement.

I soon realised that she was happy to fly relatively
unaided, and that only a gentle grip with minor cor-
rections was required.

The rest of the training then started to become
easier. Mastering straight and level flight, turns,
climbs and descents, all started to feel normal.

As the training progressed and the preflight briefs
were explained, putting them into practice became
enjoyable as we embarked on each phase of the con-
version.

As we progressed to approaches and landings, 1
still got a bit of comfort moving my imaginary rudder
pedals, albeit they weren’t doing much.

Keeping her straight and lined up with a slight
crosswind required power and some pretty hefty
back pressure, which also took a lot of getting used
to, as back pressure and power in a three-axis would
be a takeoff, not a landing.

Once you overcome the mental part and become
at one with the aircraft, you do experience that “Eu-
reka!” moment when instinct plays a stronger part
instead of having to think about it.

That voice in your head saying: “C'mon Stu, push
is up, pull is down” starts to fade, and you actually
get the aircraft to do what you want it to do.

It’s like taming a wild horse: when you start, it
bolts and bucks and you wonder if it’s ever going to
be a graceful beast who listens to you and does ex-
actly what you command.

Well, the answer is yes: eventually she starts to
perform dressage in the sky, and it’s all your doing.

We went on to cover all the syllabus — increased
angle turns, engine failures, stalls and so on — all so
much easier when you have fundamental control over
the aircraft and your confidence builds.

Nearing completion of my conversion training
and bashing the circuit, fine-tuning those landings,
I scoured the pages of Afors and found myself a little
gem; a mid-life Quantum 912 with a fresh permit.

I wasted no time in whipping her up and tow-
ing her down to Hunsdon. Registered and insured, I
completed my conversion in my own baby and really
got used to her unique characteristics.

Finally, after Oh in three weeks, the day came
when I was released on my own.

John had said that my horse would now be a rag-
ing stallion as the considerably lighter aircraft would
leap into the air and climb like a homesick angel.

He wasn’t wrong, and I was blown away at the
difference, pulling the power right back and main-
taining a very healthy climb in a safe attitude to fly
the circuit.

The turns were quick, smooth and twitchy as 1
lined myself up for my first solo landing, getting the
power off earlier and anticipating an extended flare
as I danced with the bar. Remembering John’s tip of
flaring with open hands so I wouldn’t be inclined to
pull the bar back, I gently glided along the runway
and mastered a pretty decent first landing.

It was official, I was now a flexy pilot and I was
grinning like a Cheshire cat. From that moment I was
hooked, stealing every available chance I could to fly
my new favourite toy.

As we went into lockdown, with my own fleet of
planes in Asia confined to the hangar as well, I set
about using the time and opportunity to completely
overhaul my Quantum, now sporting my trademark
yellow livery to match my Super Drifters.

With upgraded avionics, a fully serviced engine
and a good cleanup, she is ready to be shipped to Asia
for open cockpit flying at its best.

My only regret is that I didn’t do this years ago,
but better late than never. I'd like to thank CFI Reg
Barber, John and all the boys and girls at Hunsdon.

Not to mention my parents, who'd always sup-
ported my aviation achievements, particularly my
dear mum, who pushed me and relentlessly encour-
aged me to do my conversion even during her darkest
times of treatment.

It’s been an amazing experience, and I'd highly
recommend going over to the dark side. It’s never too
late!

Above

A study in
contrasts:
Stuart’s
refurbished
Quantum 912 in
his trademark
yellow livery;
and Stuart at his
day job, flying
the amphibious
Super Drifter
912. No snow
here

Facing page
Stuart during
his conversion
training at
Hunsdon
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Never
glve up

The incredible and inspiring story of
the unstoppable Claire Lomas
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Being told I would never walk again was unimaginably devastat-
ing, but combine that with losing my career as a chiropractor, my
relationship falling apart and being unable to do the sport that 1
was not only passionate about but had spent years working hard
to reach the highest level.

You will now realise how my life shattered into a million pieces
from one small mistake in 2007, when 1 was left paralysed from
the chest down in a horse riding accident.

A spinal cord injury affects almost everything below the injury
level: bowel and bladder, sensation, blood pressure, temperature
regulation and more, so it was going to be difficult to come to
terms with, but difficult did not mean impossible.

My hospital days seemed to drag on forever, although they
were shorter than they should have been. I was told I would be
in the spinal unit for around six months, but after eight weeks 1
discharged myself.

The care was exceptional, but I wasn't getting the amount of
rehabilitation I hoped for, and the message I was getting was that
any hope was “false hope” and positivity was “denial”.

With the help of the equestrian world, I managed to get a
week’s intensive physio and developed a home programme which
gave me a focus. I knew [ may not regain any movement or sensa-
tion, but I also knew that what I was doing would help keep me
fit and healthy, so it was the right decision for me.

The journey I was on was challenging, both physically and
mentally. I felt like every door had been slammed in my face, and
[ had no idea how I was going to cope with the horrific situation
I found myself in. I was now 27 years old and disabled. I had to
persevere through some bleak times, needing to be my strongest
when 1 felt at my weakest. The darkest of days were, however,
interspersed with laughs with family and friends which kept me
going, and gradually I was willing to try new activities in attempt
to rebuild my life.

It was when [ started to think about what was possible, rath-
er than dwelling on all the things I had lost, that my mindset
changed and as a result my world started to improve.

Only a year after my accident, I bought my husband online for
just £20 (dating website!), and I had started to work again.

Admittedly, it was a job I could have done when I was 16, and
in some ways it felt like I had gone backwards in life, but like a jig-
saw, to get the bigger picture you have to put all the small pieces
in, and these were the first few pieces — and they were essential.

Since then, I have gone on to do so many things I never ex-
pected would be possible: learned to mono-ski, become a mum
to two daughters, walked the 2012 London Marathon taking 17
days using a robotic suit, obtained my motorbike race licence so
[ can take part in track days, fundraised over £800,000 to help
cure paralysis by taking on a variety of challenges, developed a
career as a motivational speaker, written two books, and most
recently, learning to fly.

The reason I started fundraising was because there were many
times I felt genuinely lucky. When I was in hospital there were
many people with neck injuries who didn’t have use of their arms,
and some were even on a ventilator to breathe. Many couldn’t
wipe their own tears away and relied on 24-hour care.

This page Claire in her adapted Quik 912S; and at a track
day with the help of Velcro, toe clips and a hand-operated
gearchange

Facing page Claire completing one of her fundraising
challenges, the Great North Run, in a robotic suit in 2016; and in
her eventing days

I knew I needed to do what I could to help the groundbreaking
research in spinal injury repair, so that one day paralysis will not
be a life sentence, and it can be reversed.

As well as raising money, I love setting goals and being out of
my comfort zone; after all, before my accident I spent much of my
time eventing, which is a sport that certainly gets the adrenalin
flowing.

Being paralysed does mean that two thirds of my body doesn’t
work, but I am the same person and still had many of the desires I
had before the accident. Although my injury meant the premature
closure of many chapters, it was also the start of even more, and
they have been so exciting.

The challenge of becoming a pilot came about after a chat
in the pub with Ed Coats, the doctor who delivered my second
daughter.

Ed, who was not only a doctor but an adventurer and a speaker
too, had become a friend. He was showing me photos of when
he had some lessons in a flexwing microlight which he clearly
enjoyed, and he suggested it as something I could possibly do.

I had considered flying in the first year after the injury, but I
wasn't in a position to be able to buy a microlight back then — and
to be able to have lessons regularly, buying one seemed to be the
best option.

Around this time, I had just been the guest speaker at an event,
and one of the delegates approached me after my presentation. He
and his brother had a yearly golf-day fundraiser with their friends,
and he wanted get me involved in that.

It was one of the most crazy and fun days to be part of, but
not only did they raise a substantial amount for Nicholls Spinal
Injury Foundation by holding an auction, they also insisted on
helping me achieve my latest goal — so unbelievably, they bought
me a block of lessons and included all the exams. I certainly owe
them a first class flight!

Without any hesitation, I got in touch with Dave Lord at Wa-
nafly, and he helped me find a Quik 912S which he then adapted
so I could fly and learn with them at Sywell. Sometimes I feel like
I need a third hand, but it all works brilliantly.

1 was given a black flying suit when I bought the microlight,
and I am always looking for ways of raising money for Nicholls
Spinal Injury Foundation, so I came up with the idea of trying to
cover the suit with logos/names for a donation of £100.

So far, T have raised over £6500 thanks to so many gener-
ous people and companies supporting me. My aim is to reach
£10,000 by the time I pass the GST.

Once I have my licence, my intention is to come up with ways
of using it to help others, and encouraging people not to let any
obstacles stop them from setting goals and achieving them.

Covid-19 has meant my training has had some long breaks,
but I have used some of that time to get my written exams done.
I just have the navigation exam left, which I intend to do soon.
Simon James from Wanafly has been an incredible instructor, and
most importantly it has been great fun so far.

1 was enjoying a lesson with him in mid-April, it was a beauti-
ful day and I was feeling pretty relaxed until he announced it was
time for him to get out and I would do a circuit without him!

1 knew my first solo was imminent, but I wasn'’t expecting it at
that moment. But that was perfect, as I find [ feel most nervous
when [ am eagerly anticipating what is about to happen.

Instead, I had little time to think about what I was about to
do, and T just tried to focus on everything he had taught me. I
loved it, especially once I landed! Meanwhile, my friend Stu Hall,
known to all and sundry as Pid, waited with bated breath for me
to return.

I have found everyone so encouraging at Sywell, and both Si-
mon and Dave looked really chuffed to see me reach this mile-
stone, since after all, it was down to their hard work.

I can’t wait to progress further, meet more people in the world
of aviation, raise more vital funds for charity and fly to different
airfields for lunch.

I truly can'’t believe that one day, hopefully, I will be able to say
[ am a pilot. Walking is overrated — let’s fly! 0

Ifyou are able to help Claire with your name or a logo on her suit,
email claireschallenge(@mail.com. She is also looking for auction
prizes, as she would love to celebrate gaining her NPPL by raising
some money for NSIF. Her website is claireschallenge.co.uk.
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Rise of an
armchair pilot

Gary Loughran’s flight sim hobby produced real

dividends when he took to the air for real

Above

Gary all set to take
on the enemy in
anF-16
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[ FIRST began my make-believe flying career on a su-
percharged Spectrum 128k and a simple keyboard in
the early Nineties. I recall a game called F-16 Combat
Pilot.

At 12 years old, I thought I was the real deal as 1
pretended to be my hero Maverick from Top Gun.

The controls were as clumsy as hell, but I didn’t let
that put me off. The graphics were so realistic on my
newfangled colour TV! Looking back now, it’s quite
laughable how amazed I was to be flying my first low-
tech simulator.

I recall the strange noises that I had to endure for
nearly 30 minutes for the game to load, and it was hit
or miss whether it crashed or loaded.

After I'd managed to learn how to take off and
land, then it was time to kill things! I spent hours
looking at a pixellated poor-quality screen, and I was
thoroughly entertained. From my first session on this
primitive simulation, I knew that I wanted to be a
real pilot.

As the years progressed, so did the technology,
at an alarming rate. I had a library of all the popular
simulations, including all the Microsoft Flight Simu-
lators and all the versions of X-Plane.

The one thing that has been consistent in my arm-
chair career, though, is the fact that you always need-
ed a beefy computer to run them at acceptable frame
rates. “Lag” is not the friend of any flight simmer.

At that point in my life, being a pilot seemed too
far out of reach, and I would have never thought that
some day I would be in a real aircraft as pilot in com-
mand, but this was the next best thing, and I spent
as many hours as I could on it.

Through the years more ancillaries became avail-
able, like joysticks, throttles and rudder pedals, and I
always had to have the best kit available.

Being an armchair pilot seems somewhat accept-
able for a teenager, but as you get older and accumu-
late distractions such as girlfriends and wives, life be-
comes more complicated. You get called a child and
anerd on many occasions, and they nearly make you
feel guilty. I tried to explain so many times the differ-
ence between computer gaming and using a simula-
tor, but it always fell on deaf ears.

I then got lumbered with chores to prevent me
from spending cherished hours in my home cockpit.
That was the point where I began to wear the trousers
and created my gaming/simulator room, although my
better half is still the boss on occasions.

After many years of being in the armchair, I finally
took my first lesson, in a Cessna 172. And then I
discovered Ken Crompton’s Northern Ireland Micro-
lights school at Newtownards.

[ was surprised how similar the experience was to
being in the Microsoft FSX Simulator; the only differ-
ence was that there was real feel to the controls.

I got told off a few times for looking at the instru-
ments for too long; apparently a common fault for
“simmers” learning to fly.

To be honest, flying a modern simulator is harder
than the real thing. I think it’s something to do with
the feel and feedback on the controls in a real plane.
It’s also a hell of a lot harder trying to make a con-
trolled turn and having only 1920 x 1080 pixels as
a view.

One of the great bonuses of being in a make-be-
lieve simulator, of course, is that you can respawn
and start again after you crash. It’s also great that you
do not have to fill out a lengthy AAIB and insurance
statement. I know too well the stresses of that, after
my unintentional crash through a hedge in real life in
August 2020 after an engine failure and forced land-
ing in our syndicate Thruster.

All joking aside, there are great benefits to using a
simulator prior to doing the real thing. You will easily
get to grips with the required instrumentation and
real-life procedures.

Unless you are going to take the commercial route
in real life, I would stick to using GA VER flights in
your armchair. You get more practice looking out of
the window than being fixated on gauges, and you're
alot less likely to get a slap by your real-life instructor.
[ recall Ken Crompton yelling once or twice: “Look

out of the damn window” when I was learning in his
Thruster, after which I flew our syndicate one until
that meeting with a hedge.

I took a break from GA/light aircraft simulators
and entered the world of Digital Combat Simulator.
Imagine the possibility of being in a fighter plane,
ground attack aircraft or military helicopter. This is
now a reality, and it gets better: every switch, control
and system works as they do in the real aircraft. The
manuals are a staggering 500 pages or more, and it
is now classed as a study-level simulator used by real
military aviation students. On it, I've learned to op-
erationally use an F-16 after ages of studying, crash-
ing and respawning.

This simulator covers a staggering number of air-
craft, real life factions and scenery. There’s even a Syr-
ia map. [ would recommend any pilot or enthusiast to
give DCS a go. The base simulator is free, and comes
with one free aircraft.

And now let’s jump to 2020, when Microsoft
Flight Simulator 2020 blew my mind. Using state of
the art technology, the system generates detailed Bing
maps as scenery. [ was able to see my house easily,
and it compared very closely to a similar real flight
did recently.

You can jump into any sort of aircraft and position
yourself at your favourite strip in any weather condi-
tions, so we now have a simulator that we can use to
practise real life routes and real procedures.

After my hedge landing, my group was in the mar-
ket for a new aircraft. We found one at Strathaven,
began to work out how to view it, and decided it
would be more cost-effective by flying over in two
microlights.

Newtownards Jabiru pilot Mark Smith and I got
on MSFS 2020, linked together and paired our sims
with the SkyDemon application.

We took some time working things out, and man-
aged to load the wrong weather: low clouds and clos-
er to IFR than VFR.

Just as an experiment, we decided to take off and
see if we could do it in those conditions, and if not,
we could do it easily in more favourable ones.

We lost each other at the beginning, then man-
aged to meet up over Stranraer just under the cloud-
base at 1000ft.

I took a mental note of the landmarks, like towns,
villages and even windmills, and after contouring
around the high ground, we both landed safely and
went on to do the real flight the next day.

My goodness, it was the same experience as the
simulator, the only addition in the real-life experience
being a bottom-clenched concerned feeling over real
water and a heavy liferaft on my knee. The only thing
that was missing in the simulator was the feedback
and the feel of the controls.

I know that technology will progress and will
probably head toward virtual reality, but the simula-
tors we have available now are useful for future and
current pilots.

They should not be underestimated! U

* Gary’s YouTube channel is WeePilot.
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From top Graphics in the beginning weren’t quite what they are today
— the F-16 on the Spectrum; the realism of Microsoft Flight Sim 2020 is

staggering — here over the Mourne Mountains in Northern Ireland in a
CT; and Gary with the very nice X-air Hawk he flies now
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FROM THE CE'S DESK

Enough to make you sick

The CAA’'s new medical declaration system is a mess, says Geoff Weighell

IT'S great to see that our microlight pi-
lot members are back in the air after the
enforced grounding of Covid restric-
tions, and that to date very few seem
to have fallen foul of skill-fade related
incidents.

We would like to think that the effort
we put in to alert pilots to the danger-
ous potential was received and under-
stood, and that it has in some way helped keep them safe.

However, not all is well. The CAA has introduced a new data-
base system for handling pilots’ medical records.

Since its introduction at the start of April, it has proved virtu-
ally impossible for our members to obtain or renew a Pilot Medi-
cal Declaration (PMD), so even after the lockdown was lifted in
March, some of our members remain grounded.

There seem to be two main problems. To use the new system,
one has to register, and this is taking up to 10 working days to
achieve.

Although the CAA says that it sent an notice to pilots three
months in advance, it turns out that the list of people notified
didn't include any pilot holding a PMD, so that instead of prepar-
ing people in advance it helped cause the logjam. At least one of
our members was told was his fault for not registering ahead of
time, despite the obvious issue of not being told.

The second problem is the recording of the document, which
gives an end date as the start date or previous expiry date, so it
has a validity of at best one day.

We are told that the CAA is “working hard” to solve the IT prob-
lems. It's a shame that it didn't thoroughly test the system first,
alert all who would be affected, and find an interim measure to
allow our members back into the air.

Wings scheme

Taking on board the comments received that our Wings scheme
needs some attention, | have asked that any members who are
interested in helping out to let me know, so that we can improve
the scheme.

If you are one such member, please let me know using the
form on our website. Search “Roles” and a page will appear
named “Volunteers and Roles”. The form is hosted on that page.

600kg latest

We had hoped that 600kg microlights would be here with us as |
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write in early May. It's taking a little longer than hoped to get the
work done, but it is being done, and hopefully not long after you
get this magazine, 600kg will be a reality.

Infringements

You may read elsewhere differing opinions on the way that pilots
are treated following an alleged airspace infringement.

Sadly, much of the opinion is based upon ignorance, coupled
with a refusal to think otherwise.

The reality is that although in some instances it appears to be
heavy-handed, the CAA’s investigation process looks for causes
and tries to address them by education.

There are some interesting documents which are worth a read
to get the true picture. Use Google to find CAP1404, CAP2125 and
CAP 2126.

You can also read why pilots have infringed in the Airspace
Infringement Causal Factor Report 2019 (Google it). Reading this
report might help you to prepare better and avoid being an in-
fringer yourself.

Safe flying. 0

AGM REPORT

Sting in the tail

Norman Burr reports on the BMAA's
second online Annual General Meeting

IN recent years my AGM reports have
tended to get shorter, as members find
ways to express themselves between
meetings and the AGMs become largely
formal affairs.

This year, however, was quite differ-
ent. Maybe Covid has got everyone ask-
ing questions of themselves, and their

association. Whatever the reason, the 60-80 folk who logged on
(and off — people came and went, to make tea, walk the dog, or
whatever)engaged in a lively discussion, culminating in a slot for
Gwyn Carwardine at the end, of which more anon.

Routine business came first, beginning with a general meeting
to vote in a change to the association’s articles, to legalise remote
AGMs. That done, the AGM proper rattled efficiently through
the reports from Chairman Rob Hughes, CE Geoff Weighell and
Treasurer Derek Lamb, who each summarised issues already de-
tailed in their contributions to the annual report.

Bright lights at the end of the tunnel

In essence, the BMAA has had a much better year than it had
dared hope. Members have remained loyal despite their flying
being severely restrained by Covid, the Deddington staff have
played a blinder and kept everything working more smoothly
than it had any right to, and the future looks bright thanks to the
imminent arrival of 600kg.

None of this had looked remotely likely when the first lock-
down occurred. Income plummeted and the Treasurer had to
examine a number of “what if” scenarios, the worst of which en-
visaged the association fighting for its very survival. In the event,
income recovered strongly in the summer and this, plus two ex-
ceptional items in the form of a legacy and the sale of a Build-
a-Plane machine, was enough to round out year-ending August
2020 with a substantial surplus — quite unexpected, but very
welcome.

In the light of this, the council decided to propose no increase
to subscriptions for 2021, other than a £1 adjustment for infla-
tion.

At the 2018 AGM a target of increasing membership by 100
a year for five years was agreed, and although Covid had dented
progress, Geoff reported that three years on we are still 171 to
the good. Licence issues had dropped considerably due to Covid,
but schools were now very busy, so there was every prospect of
a recovery.

Covid apart, the biggest challenges of the year had been air-
space issues and the work involved in introducing 600kg micro-
lights. However, that work seems to be paying off: at present it
looks as though the BMAA is the only association working to
bring new types of aircraft into the UK on the strength of it. The
delays at the CAA were frustrating and were largely due to change
of definition of a microlight, and the implications of that for exist-
ing machines.

Tackling airspace issues needed enormous resources, far be-
yond what the Deddington staff could provide, so the BMAA had
assembled a team of volunteers and was working with other air-
sports associations, all of whom have similar concerns. (There is
now an Airspace Alerts column in MF, see p??).

General discussion

Members’” questions came in thick and fast.

Jeremy Hoyland asked whether we were willing to talk about
a merger to the LAA again, to which the answer was yes, but the
initiative would have to come from it, since it was the one which
had twice broken off negotiations.

Harry Cook wanted to know why he couldn’t swap the regu-
lation of his aircraft from LAA to BMAA: Rob Mott replied that
there the two associations had a gentlemen’s agreement not to
poach each other’s machines, though there had been a few excep-
tions.

S
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COUNCIL AIRWAVES

Big stick,
small reward

A proportionate
approach to
infringements will
work best, says Rob
Hughes

OUR 2021 AGM included a discussion on how the CAA
handles airspace infringements, adding to similar
coverage recently in other flying publications.

No one denies the real possibility of an infringement
having serious and significant consequences, but it's the
CAA's approach that is in the spotlight.

Of course, flagrant and deliberate incursions deserve
a tough reprimand, but slightly clipping the corner of a
zone should become a learning exercise for pilots as the
CAA intervenes to reduce the likelihood of a repeat event.

Well, that pretty much is the approach, despite the
CAA doing its best to fool us into thinking otherwise.

The CAA uses what it calls “Just Culture” to determine
its level of action, and of the 626 Mandatory Occurrence
Reports in 2020, almost 75% resulted in either no action
or a letter being sent to the pilot. Of the rest, most
were required to take further training or attend a Zoom
awareness course, run by GASCo. There was only one
proposal to remove a licence.

This sounds fair, doesn’t it? Then why are forums and
letter pages filling with pilots threatening to render their
transponders unserviceable, you may ask...

We help our members with the infringement process,
and our CE sits on the Airspace Infringement Working
Group. Using this direct contact, we are engaging with
the CAA to change its message: from the text of the first
warning - er, advisory — letter, to clearly explaining the
process by which a decision is made, and, importantly,
how a pilot has the right to appeal that decision.

We all want to play our part to ensure safe airspace; the
CAA need:s to take a long, hard look at which approach
will prove to be the most successful — a big stick or an
attractive further education system with clear benefits so
that we become better pilots.

Less traffic warden and more the friendly marshal
helping you off the runway, please. 0
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Laurie Hurman asked why MF arrived
in a plastic bag rather than something de-
gradable. The answer is that the printer is
currently only set up for plastic, though
this may change. In the meantime, it’s OK
to put the poly bag in the recycling.

Tam Carr asked about the future of the
Wings scheme which, though success-
ful, needed development. Geoff Weighell
was quick to agree: volunteers are being
sought and there is a form on bmaa.org for
those interested to complete.

Several members contributed to a lively
discussion about instructor ratings. Paul
Dickinson and Andrew Fell believed an
“AFI light” rating was needed below AFI,
for potential instructors to get the feel of
instruction as a possible career, and for
experienced flexwing pilots to help sub-
70 newbies.

Spencer Harvey agreed, adding that
flexwing instructors found it difficult to
make a living by just teaching.

Geoff Weighell replied that he had
raised this with the CAA some years ago
and been rebuffed, but he still liked the
idea. The CAA was proposing a licens-
ing review later this year, which would
be good opportunity to raise the matter
again. A similar arrangement is already in
operation in gliding.

Steve Uzochukwu asked whether the
new rating being proposed was what LAA
and BHPA called a coach, but Geoff point-
ed out a crucial difference, namely that
hours logged with an LAA coach did not
count towards a licence.

Harry Cook asked whether instructing

experience could count towards a Wings
award: Rob Mott confirmed it already was.

Victor Carmichael warned against dilu-
tion of instruction standards, feeling that
there was no substitute for a structured
course and that the basic AFI rating had
been proved to work well.

Discussion then moved to the future
of the Deddington HQ. Would a rented
building be more cost effective than the
present freehold? Did the BMAA need a
physical headquarters at all?

Owain Johns and Spencer Harvey
both felt it did not, but Geoff Weighell
disagreed. Home working was less than
ideal: it limited the interaction needed for
technical and project development. Also,
physical documentation had to be stored
somewhere. However, he agreed to look at
the rent versus ownership balance.

Yours truly chipped in at this point
and opined that dispensing with a central
hub would be a huge mistake; over time
it would lead to loss of efficiency and mo-
rale.

Owain and Spencer also asked about
long-term strategy, in particular how to
reach people who had acquired savings
during lockdown and were keen to try
something new. Richard Bisiker explained
that the priority was increasing mem-
bership through additional promotional
work, more gathering of information
through member surveys, more assistance
to schools and greater use of social media.

Tim Burrow added that promotion con-
sultant Amanda Lord had been targeting
this specifically via a specialist social me-

New or re-registered microlights

G-reg Aircraft type Owner Town

CLWY Skyranger Swift John Stewart Holden Bradford-On-Avon
CLYJ  lkarus C42 FB100 Orbis Management Harrogate
CLYW Dream Classic George Robert Moore Grantham

CLZE Skyranger Swift 9125 Richard Peter Hall Sutton Coldfield
CLZW Sherwood Ranger ST William Thomas Davis Norwich

CMAD Tanarg/Bionix 13 9125 lain Michael Lane Aylesbury
EKUB Sherwood Ekub The Light Aircraft Company Fakenham
LENF  Mainair Blade 9125 Andrew Paul Douglas-Dixon  Pontefract
MWID Pegasus Quasar (modified) Stephan Meester Stroud

NIKB  Skyranger Swift 912 Nicholas David Brown Swansea

RSMC SLA 100 Executive
SDIM  SD-1 Minisport
SPLU  Skyranger Nynja
VIDA  EuroFox 3K
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Wayne Steven Calvert Toulmin Huntingdon
William Alexander Ritchie
Stephen William Plume Hitchin
Robin Christopher Mincik

Aberlour

Chichester

dia group; Covid regulations permitting,
it was intended to back this up by taking
the trailer and staff to school events.

Doug Coppin commented that many
microlighters were also bikers and that
they should be offered cheap rates for trial
flights, perhaps by advertising in motorcy-
cling magazines.

Amanda Lord told the meeting that
the BMAA was considering attending the
MCN Festival this year, but Rob Hughes
sounded a note of caution about advertis-
ing: it can be exorbitantly expensive.

Spencer Harvey asked what efforts had
been made to attract sub-70 pilots into
membership. Tim Burrow replied that
Wings & Wheels had worked well at St
Michaels for several years, and also hosted
paramotor pilots.

Finally in the general discussion, Joan
Walsh raised a rather complex point about
council election procedures and potential
loss of continuity if there were too many
vacancies at once. Rob Hughes agreed to
discuss it after the meeting.

Remote voting

Geoff Weighell announced the results of
the remote voting to approve the 2019-20
accounts (223 for, 2 against, 1 absten-
tion), reappoint the auditors (417, 6, 3)
and increase the annual subscription by
£1 (372,53, D.

Presentation by

Gwyn Carwardine

Rob Hughes handed the floor to Gwyn
Carwardine for what was supposed to
be five minutes, to explain his concerns
about the CAA’s Mandatory Occurrence
Reporting (MOR)  procedures. Before
doing so, however, he explained that in
earlier discussions with Gwyn on the sub-
ject, he had found his approach combative
rather than co-operative; he had twice re-
fused to talk to the BMAA directly.

Gwyn began by saying he was pre-
pared to engage, but wanting things done
in writing. He summarised his microlight-
ing experience of over 30 years, including
flexwing instruction, and then explained
that despite the principle behind enfringe-
ment reporting being a “just culture”,
with the object of improving safety by not
assigning blame, this was not happening
In practice.

He was not against improving safety,
but CAA had to respond fairly, propor-
tionately and legally.

No account was being taken of tran-
sponder accuracy, which was only correct

to 150ft. Thus a pilot whose believed he
was flying legally could nevertheless find
himself accused of enfringement, as the
CAA did not allow for this tolerance.

Also, the outcome from investigations
was often inconsistent and disproportion-
ate. There was no appeal against a CAA
ruling and he believed the CAA was not
operating within the law.

MOR reports were heard in private
by a “secret group”, the Infringements
Coordination Group (ICG). Outcomes
range from a warning letter to an inter-
view which could lead to further action.
The warning letter about an infringement
report asked for information in such a
way that it encouraged you to incriminate
yourself, after which the ICG could arbi-
trarily dish out punishments, including a
provisional suspension. He believed this
was the sanction of choice because there
was no appeal against it; the proper route
was a CA939 form.

The principle of “no blame” was so
important that it was written into EU
law and the relevant statute was, despite
Brexit, still valid in the UK. So the CAA
had no right to use the original report to
determine blame.

Not only did the system treat pilots un-
justly, it also discouraged engagement. He
believed transponder usage had reduced
as a result. There was no requirement in
law for pilots to provide information, but
this right was not explained. Pilots should
be innocent until proven guilty.

He wanted the BMAA to “robustly
challenge” the CAA in conjunction with
other associations and to provide legal
representation for members; he would be
willing to pay a higher sub to achieve this.

Rob Hughes and Geoff Weighell both
responded. They were not dismissive of
Gwyn’s concerns, but were keen to put
them into context. The CAA’s two most
common actions, 72% of the total, are ei-
ther no action or an advisory letter, sug-
gesting that “just culture’ was being fol-
lowed. The ICG was not secret — Geoff
had been invited to sit on it — and the
CA939 procedure was not appropriate for
minor infringements as it took matters
straight to court.

Moreover, there is an appeal process,
though itis notwell explained in CAP1404,
despite the latter’s recent revision. Indeed,
in Geoff’s opinion, the language in the
CAA’s warning letter was “dreadful, it
frightens people”. He had written his own
version of the warning letter and the CAA
was currently considering it.

Rob acknowledged that transponder
tolerances (125ft not 150ft) were an issue,

though it was always open to the accused
to get their unit independently tested, al-
beit at their own expense.

The CAA maintains it has a legal ob-
ligation to investigate MOR, and that a
flying licence is a privilege not a right.
Holders must at all times demonstrate
that they meet the standard to enjoy that
privilege. If a pilot appears to infringe and
then refuses to cooperate, as is his right,
the authority has no choice but to work
with the evidence that it has, and remove
that privilege.

Geoff added that had helped a number
of members accused of infringement and
did not believe the CAA’s approach was
unlawful. Illegality would need to be es-
tablished by a test case.

Deddicated

By this point the presentation and its
ensuing replies had been going on for 36
minutes and the troops were getting res-
tive. It was to general relief that Gwyn
did agree to work with Deddington on
the problem, though the potential for co-
operation would seem to be limited, given
the divergence of views.

The frustrating thing, from the point
of view of this observer, is the Gwyn
undoubtedly made some points which
need addressing, witness recent editori-
als in both Pilot and Flyer magazines on
the same subject. It would be unfortunate
(but wholly understandable) if his pres-
entation, which was nothing if not forth-
wright, were to do his cause more harm
than good. 0

FLIGHT
\  PLANS

CLUBS! Planning an event? Mail details
to ghillster@gmail.com for inclusion in
Flight Plans.

READERS! This list is subject to change
after we go to press, due to the current
Covid situation. Check with organisers
before going anywhere!

19-20 Jun: ST MICHAELS. Wings & Wheels Flyin.
Free landings, no camping fees, food and drink
available. Live music on the Saturday evening (rules
permitting). Charity flights and classic bike show
on the Sunday. Please watch Facebook NWMAC for
updates; if cancelled due to Covid-19 or weather we
will try later in the year.

26-27 Jun: KENYON HALL AIRFIELD. Lancashire
Aero Club Summer Fly-in. Overnight camping and
barbecue. See lancsaeroclub.co.uk for details.

9-11 Jul: ENSTONE AIRFIELD. BMAA SSDR Free-
dom Rally. The event is not only open to single-
seat aircraft, so anyone can come along and enjoy
the weekend in Oxfordshire. Further details at bmaa.
org/information-library/ssdr-2021.

24-25 Jul: FIRSFARM. Bring Your Own Sausage!
Flyin and barbecue organised by the aviators at Firs
Farm. Poor weather contingency: Sunday 25 July.
Monster gas barbecue, sauces, plates, napkins, tea,
coffee, water, soft drinks burger buns etc. Bring your
own meat and picnic food. No time to shop? Drop in
anyway and take a chance: by mid afternoon there
are often plenty of half-used packs of sausages and
burgers left over. We will be at the field from 10:00.

Camping space available, toilet on-site. Landing fee
£10 and that’s all you pay, any proceeds go to a lo-
cal charity. All welcome especially LAA and BMAA
types, be interesting to see a footlaunch! More info
and PPR from Pete 07976 262833.

31 Jul: WESTONZOYLAND. Scrumpy ‘n’ Cheese
fly-in. Organised by ‘Westonzoyland Flying Club,
Somerset. Free landing, Overnight camping. PPR
westonzoylandflyingclub.co.uk.

14-15 Aug: POPHAM. Microlight trade show.
The annual Microlight Trade show is back in 2021 at
Popham Airfield. Open forum for members, awards
ceremony on 14 August at 13:00. More information
to follow.

3-5Sep: SYWELL. LAA Rally. More details to follow.

18 Sep: SUTTON MEADOWS. Cambridgeshire
Microlight Club flyin. Midday barbecue and warm
welcome for all, no landing fee. Visit www.cambsmi-
crolightclub.co.uk for field information. Contact Pete
Robinson at 01353 778446 or 07799 545705.

International events

14-17 Jul: GERMANY. Aero 2021 at Friedrichshafen.
Europe’s biggest aviation show, with everything
from microlights to bizjets, plus the nearby Zeppe-
lin and Dornier museums in a lovely setting on the
shores of Lake Constance. See aero-expo.com/aero-
en for details.

26 Jul - 1 Aug 2021: USA. EAA AirVenture. The
biggest sport aviation show on earth, held annu-
ally at Oshkosh airfield, Wisconsin: https://eaa.org/
airventure.

3-5 Sep: FRANCE. ULM Blois. France's premier
show for microlight and homebuilt aircraft. For more
details see www.ulm-blois.com/. |

June 2021 47




microlight

PUBLISHED BY THE BMAA - bmaa.org

EDITORIAL
Editor Geoff Hill # 36 Brookvale Avenue, Belfast BT14 6BW ¢ 028 9028 6000,
07905 105925 e ghillster@gmail.com

Deputy Editor Norman Burr ¢ 07729 618861 ¢ nburr5006@gmail.com
Production Editor lan Norris ® 01524 841010 ¢ ian@pagefast.co.uk
Contributor  Brendan Digney ¢ 07588 197395 e microlightflying@digney.uk
Technical Contributor Steve Uzochukwu ® 07973 713120 e flying@steveu.org
French Correspondent Dimitri Delamarle Vol Moteur magazine

+33 14670 1482 ¢ dimitri@flying-pages.com, vol-moteur.fr

US Correspondent Roy Beisswenger Powered Sport Flying magazine

+1 618 664 4831 ® roy@easyflight.com, psfmagazine.com

ADVERTISING

Advertising Manager Mike Morris ® 07725 046836 ® media@bmaa.org
Full media pack available, covering audience reach, costs, artwork specs, deadlines.
Deadline for advertising in July issue 18 June.

CONTRIBUTING TO MF

Yes please! MF is a magazine for and largely by BMAA members, so the editor
welcomes written and photographic contributions. In fact, if he didn't get any,
he'd be out of a job! But before writing please take a look at the contributors’
guidelines on bmaa.org/files/writing_for_mf.pdf.

Photos Always use your camera’s highest settings. Email the editor only the original
image file as downloaded from the camera, ideally as a jpg. It should be at least
1MB. No png files please! Also, if you wish to enter the photo competition, please
read the rules on microlightflying.org.uk/photo-competition-rules.

Deadline for editorial MF is published at the beginning of each month. Deadline
is the third day of the preceding month. Urgent items can be published in MF’s
associated on-line newsletter, eMF, see below.

DESIGN, PRINT, DISTRIBUTION
Pagefast Print & Publishing Ltd The Sidings, Beezon Fields, Kendal LA9 6BL
tel 01524 841010 ¢ ian@pagefast.co.uk ® pagefast.co.uk

Mailing data supplied by BMAA HQ, to whom changes of address should be sent.
HOW TO GET MF

MF is the only magazine dedicated to UK microlighting. It is distributed monthly
free of charge to all BMAA members as part of their membership services, and

is also available as a digital download. In addition, MF is distributed to targeted
locations and is often available at major aviation events. For membership details,
see below.

Back numbers of MF (subject to availability) and photocopies of flight tests may be
purchased from the BMAA HQ at Deddington. Flight tests and back numbers from
1980-84 and 2009 onwards can also be accessed via bmaa.org.

MF'’s associated online newsletter, eMF, appears mid month and is available free
to members and non-members alike, via bmaa.org/publications.

Opinions expressed by the authors and correspondents are not necessarily those of
the Editor or the BMAA. With respect to MF’s editorial and advertisement content,
the BMAA in no way endorses or guarantees the suitability of any aircraft, ideas,
schemes, designs, equipment, material or services for the purposes for which they
are described, suggested or offered, and accepts no responsibility for any use
which may be made of them. We invite constructive criticism and welcome any
report of inferior merchandise.

© BMAA 2021. All rights reserved. No part of this publication may be reproduced,
stored in a retrieval system, or transmitted in any form, or by any means, electrical,
mechanical, photocopying, recording, or otherwise, without the prior permission of
the copyright owner. ISSN 0968-3100

Member of the Royal Aero
Club and the Fédération
Aéronautique Internationale

Open 0900-1700 Monday-Friday, closed Bank Holidays

The Bullring, Deddington, Banbury, Oxford OX15 OTT ® bmaa.org
general@bmaa.org (main), technical.office@bmaa.org (technical)
tel 01869 338888 o fax 01869 337116

To join the BMAA, all you need is enthusiasm: no need to own an aircraft or a
licence! Current membership rates are available at bmaa.org.

Bonus to member recruiting a new (not a rejoining) member: £10
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THEBMAA I
ONLINE SHOP 52500

Purchase BMAA-brande
Order BMAA and

STORE SECTIONS | BMAA CLOTHING
BMAA Airworthiness Fees : Pc;i o Shirt

BMAA Clothing £13.50
. Available in medium, large
BMAA Collectibles and extra large. White
BMAA Publications BMAA logo. Choose fro
light blue or
Log Books
BMAA Fees

Flight Training Vouchers

Donations

e

. BMAA Collectibles

BMAA BMAA Beanie Hat

Mug £8.75

£8.25 Keep your head warm
with this soft cloth cap.
One sizefits all

A SELECTION OF FAVOURITE ITEMS ONLINE

BMAA NPPL Microlight Training Syllabus
£10.20 each; Pack of five £42.00

The CAA-approved training syllabus for the
microlight licence

Pilot’s Log Book

£10.99

The BMAA microlight
pilot's log book

Microlight Instructor and Examiner Guide

Hard cover £35 « soft cover £21

The BMAA guide for instructors and examiners.

Details appointment requirements, instructor and

o L s examiner administration, advice on the conduct
of flight training and sample forms. A must for all
people involved with microlight flight training.

Flying Instructor
(Restricted) £13.50 T e

Y P L T
The required content for the FI(R) —
Microlight Course.
Published by the BMAA,
approved by the CAA e

Contact us at PAYMENT
British Microlight Aircraft Association We are happy to take
Bullring, Deddington, Oxfordshire payment by card for your
0X15 OTT, United Kingdom Allcadil c':rder.
. " card details are
mzmgzszygﬁ:;ge; processed securely and
org paymentis authorised

Tel +44 (0)1 869 338888 before goods are
Fax +44 (0)1 869 337116 despatched

SHOP ONLINE AT BMAA.ORG
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CLASSIFIEDS

Rotax 912 Exhaust Kit

Located in the Pewsey Vale, Wiltshire

Comprehensive airframe & engine maint/repair capability * All microlight types
Rotax Heavy-Maintenance-qualified * Flexwing repair centre of excellence
BMAA Inspector (20 years) * Fully equipped workshop with airstrip ¢ Fully insured
BMAA / LAA-approved sailmaking service ¢ Mobile inspection & maint service
Test / Check flying * Fly 'n’ Drive service available * Approved repair centre

robin@rkat.uk 07966 133153

MICROLIGHT to SSEP AIRCRAFT
Three days — fixed price
= Day 1: Ground school / exams
= Day 2: Flight training
(differences), including flight
safety briefings in Piper PA28
= Day 3: Flight test (GTF, NFT)

Microlight ground school
and exams
Full-time 3-day course £399
COME AND GET THEM DONE!
Flight tests also available
Derek Davidson
07831 517428
flyderek@hotmail.co.uk
(BOURNEMOUTH)

TRIAL EXAM
PAPERS

100 Q&As
Air Law, Aircraft Technical,
Navigation, Meteorology
50 Q&As
Human Performance
and Limitations
Full set £19.99

"Air Law for Microlight Pilots”
(second edition)
£17.95

Buy online at
www.wiggleys.com
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PRIOENDI

OreRZ0MearsIpiloftraining]
inINGitinghamshirel

* Revalidations & Type
Conversions

* Exams & Skills Tests (GST)

* Aircraft Permit Renewals

* New & Used Aircraft

Call Brian Palfreyman

07970 012060
Watnall, Nottingham ¢ J26-J27 M1

GONEFLYIN

Aircraft & Parts
Classifieds
Events

Business Directory

www.gonefly.in

CUMBRIAVIATION

Direct-drive - Fuel injected - FADEC H pe H pe Kg
3300rpm | 2800rpm | Installed
e

EAGULLS

TOP FLIGH

SAILS

40 YEARS DELIVERING
BMAA /LAA TOP-QUALITY
inspector WORKMANSHIP
Aircraft Sales
NPPL GR Examiner Fixed-wing and flexwing
Business manufacture and repair services
development
Media and Marketing
Support
Advertising Services Talk to Nigel on

Mike Morris 01495 718444
or visit
www.topflightsails.co.uk

ange of ancillary products
pattern or to your design

OLAIR ¥isree
Repair Centre
PEGASUS SERVICE CENTRE * THRUSTER SERVICE CENTRE

* Permit Renewals (BMAA Inspectors/Check Pilots)

* Wing Repair Specialists (separate carpeted area etc)
* Accident Rebuilds (Insurance Company Approved)

* Rotax 2-stroke and 4-stroke Engine Servicing

* Thruster Outside Covers

New and Used Parts for AX3/2000
Thruster, P&M, Xair & Rotax Engines

Call Rod Humphries: 01635 299440 works * 07850 264080 mobile
www.volairaviation.co.uk *E: rodhumphries@outlook.com

ADVERTISING

Contact Mike Morris for a media pack
with costs and options or to discuss the
opportunities available

media@bmaa.org
01228 562261 (office hours)
or 07725 046836

JULY 2021 ISSUE
booking deadline Friday, 18 June

Advertising enquiries: media@bmaa.org ® 01228 562261 (office hours) ® 07725 046836

Jabiru UL 450

£21,000
Aberdeenshire

afors.com/
aircraftView/52095

Pegasus
Quantum 912

£9,000
Sandy, Beds

AIRCRAFT FOR SALE

The aircraft listings site
afors.com/
aircraftView/46919 afors.com

JUNE
FEATURED
LISTINGS

Pegasus
Quantum
15-912

(The Global Flyer,
no less!)

£10,000
France

afors.com/
aircraftView/52099

lkarus C42
Bravo
£60,000
Near
Manchester

afors.com/
aircraftView/51759

Thruster
Sprint 450

£9,500
North Weald 2

In partnership with

| =) ':-\..-":‘ | Il‘i

| = LI fe=1 01
afors.com/ Micrelighting|
aircraftView/45710 P T



Offering a wide variety of
headsets, products and price
ranges to suit all, including

young flyers.

From high spec,
low cost passive

to advanced active
technology.

Sleek all Carbon Fibre designs,
including Bluetooth model.

® Convert your Hi-Fi headphones
into an aviation headset with
our SM-1 product.

WWW.S@AT.co.UK




