
W
elcome to this late spring 
edition of Safety Spot. As 
always, I hope that you and all 
those close to you are in good 
form. You can’t tell, because 

the shape of the words you are reading were 
created by a machine, that I’ve started writing 
this month’s Safety Spot with absolutely 
freezing hands. Worse, they’re just starting to 
thaw out and are starting to throb in a most 
painful way. I remember my mum’s warning 
after the winter paper round, backside nearly in 
the lounge fire: “You’ll get chilblains”.  I’ve never 
been quite sure what blains are but whenever I 
need to thaw out I think about those now distant 
days.  

Yes, I’m back on the motorbike and yes, I 
misjudged the weather. The day started out 
with a perfect blue sky and lots of early sun, but 
I didn’t notice the frost on the car windows until 
I’d actually set off. 

Today had a funny beginning all round. I 
knew that I have only today to write Safety Spot 
as usual because of print deadlines (and the 
editor’s increasing blood pressure). The last 
couple of hours in bed this morning were spent 
turning over in my mind the various events that 
would be useful, from the safety perspective, to 
share with you. 

These distractions carried on through 
breakfast and followed me onto the motorbike 
where I came-to, noticing that I was trying to 
start the bike with an empty box of porridge. 
Retracing my steps, though I couldn’t 

This picture shows the ‘posh’ version of an 
in-line fuel filter preferred by many sports 
aircraft owners minus the outside glass. 
Notice the spring which is one way of 
securing the knurled gauze securing nut in 
place; back in 2007 an accident involving 
a Pulsar aircraft led to the publication of 
an LAA Airworthiness Information Leaflet 
and a CAA Mandatory Permit Directive 
requiring the addition of a securing method 
for this nut.
(Photo Nigel Beale)

operations nationwide.
As you will know, if you are a regular reader 

of Safety Spot, we separate events into those 
where the issue was primarily an operational 
one, for example, weather-related incidents, 
and those that have occurred because of an 
engineering failure of some sort. You will also 
know that it’s actually a rare thing for events to 
fall into only one or the other category but you 
have to start somewhere! 

One recent event, for example, which was 
initially put into the operational  group, a ground 
loop actually, was, when we investigated more 
closely, most likely caused by a mechanical 
failure. It’s the only purely technical event so far 
this year as it happens, although enquiries are 
ongoing about where and when the initiating 
failure actually started, so you’ll have to wait 
for that story. The other four incidents come 
under the heading ‘loss of control’, three during 
landing and one during take-off.

Before I get going I would like to make a 
correction to one of the events I discussed 
in last month’s Safety Spot. If you remember 
I discussed an incident where the owner of 
a  Zenair 601 lost control of his aircraft during 
start-up. Essentially, and the reason for it 
remains a mystery, the engine went straight to 
full power on starting and the aircraft ended 
up, after a few very difficult seconds, hitting a 
nearby hangar.  

I featured this incident primarily to continue 
Safety Spot’s theme about accidents during, 
or shortly after, start up. We’re playing this tune 

remember having made them, I found the 
bike’s keys in the waste paper bin. I clearly 
wasn’t taking my own advice and keeping 
focussed on the task at hand. We’ll be chatting 
about an incident later where it’s likely that 
distraction and lack of focus led to a rather 
damaging incident. 

So, what in the end have I decided to put 
on this month’s Safety Spot platter? Well, this 
year has been the quietest in my memory 
for reportable accidents and incidents and, 
to be honest, I was getting worried that the 
reporting system may have developed a fault. 
This last couple of weeks has demonstrated 
that the system is working fine and the lack 
of reports must be because you are all being 
super-safe in your flying activities although, 
before I get too excited, I’m aware that the very 
wet weather may have had an effect on flying 

Fuel filters – revisiting problems from the past
Contaminated Mogas – you can never be too careful

loss of control 
on landing and 
take-off
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These pictures show the filter element itself and were taken 
in 2010 after it was discovered to have caused a ‘significant’ 
restriction in fuel flow in a Europa aircraft. On this particular 
occasion no harm was done because the pilot elected to do a 
precautionary landing to find out why the engine was losing 
power. Another more recent problem with this type of filter, this 
time with a Zenair aircraft is discussed in the text.
(Photo  Malcolm McBride)

(Right) A series of problems with 
the Purolator filters led to the 

publication of an MPD requiring 
immediate checks: by chance, 
a member mentioned that he 

had recently upgraded his 
filter to the Purolator type but 

he wasn’t aware that these 
filters have a history! I sent 
him a copy of the Directive 
and the PFA Airworthiness 

Information Leaflet 
produced at the time.

(Photo  Malcolm McBride)

quite loudly, as you will have noticed, after a 
cluster of incidents occurring within our fleet. 
Now, one of the points I made in the was that 
the work done on the aircraft, after a previous 
engine problem which caused a precautionary 
landing, was completed by the owner’s 
instructor. I was concerned, especially bearing 
in mind that the owner was a student pilot, that 
there hadn’t been any appropriate inspection 
after the engine work and, for legal reasons, no 
Permit Maintenance Release (PMR) had been 
raised in the log-book.  

The owner wrote to me complaining that he 
felt that I had shown his instructor in a bad 
light, explaining that the instructor wasn’t even 
on the airfield that day and wasn’t involved 
in any of the repairs. I naturally called him 
and, after an interesting chat, got my ‘facts’ 
a bit straighter. The owner explained that the 
problem to his engine had occurred a couple 
of weeks before, where I thought that the whole 
event encompassed only one day. The work 
on the carburettors was done by a qualified 
Rotax fitter and there had been no intention to 
fly. Apologies from me for any embarrassment 
caused to either the owner or his flying 
instructor.  

One thing that came from this conversations, 
perhaps highlighting that “it’s good to talk”, 
was that the owner let me know that he had 
changed his inline fuel filter from the cheapish 
plastic type to the rather posh ‘glass-barrel’ 
type. I asked him whether he had incorporated 
the required mod preventing this type of filter’s 

retaining nut from coming loose, required by 
a CAA Mandatory Permit Directive, and he 
explained that he hadn’t heard of this mod. I 
reasoned that if he hadn’t heard that we’ve had 
problems with these filters in the past, then 
there might be others ‘out there’ in the same 
position, so I’ll take a bit of space revisiting this 
issue.  

Oh, I spoke to the instructor involved to 
offer my apologies for the error and he 
explained that he’d been fielding calls seeking 
clarification about the incident for the last few 
days. I promised to put matters right in Safety 
Spot and apologised for giving him the extra 
work, especially as he didn’t have a clue what 
people were talking about to start with. One 
thing he did say was that the owner involved, 
though no spring chicken, had ‘a good pair of 
hands’ and it wouldn’t be long before he’d be 
off solo, so fair winds to him!

PurOLATOr TyPE INLINE FuEL 
FILTErs
Some years ago there was an incident where 
a Pulsar aircraft suffered an engine failure 
because his Purolator type filter effectively 
came to pieces and, in doing so, restricted the 
fuel flow sufficiently to stop the engine. What 
actually happened was the barrel nut holding 
the actual filter element in place became 
loose and wound itself back along the thread, 
blocking the inlet port in the process. 

This was back in 2007 so, as there were 
quite a few of these in-line filters in service, 

especially amongst 
BMAA microlight types, the 
CAA issued an MPD requiring this 
barrel nut to be locked in some way. The 
preferred method of doing this was to add a 
spring which effectively held the nut in place. 
You can see the system in the accompanying 
pictures.

I’ve come to the conclusion, especially when 
it comes to fuel systems, that the best systems 
are the simplest ones; certainly this is true for 
small sports aircraft. Every time you introduce 
a component you’re likely to increase the risk 
of a problem later on. The simplest system I 
can think of is the one on my uncle’s ATCO 
mower. Fuel is held in a small tank at the top 
of the engine, there a simple fuel valve and a 
pipe into the carburettor; almost nothing to go 
wrong! Of course, a mower stopping during 
a run might be annoying, but life and limb 
wouldn’t normally be considered at risk. 
That’s just one difference, amongst many, 

(Above) What’s in a name’. The rights to manufacture this type of 
filter have now shifted to another manufacturer and the Purolator 
filter has been re-branded as a sytec filter. Fortunately, the LAA 
Airworthiness Information published at the time included other 
manufacturers ‘using a similar method of construction’ in its 
applicability. Note that it doesn’t come with a retaining spring 
fitted. (Photo  Ian Ross)

›
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between my uncle’s ATCO and an aeroplane.
Nearly ten years have passed since this first 

incident with the Purolator in-line filter and, on 
the whole, though fuel system issues feature 
large in our book of engine failure reasons, we 
haven’t recorded another incident where this 
type of filter has failed. 

I have featured a another historic picture 
showing a problem that sat at the heart of a 
reduction in power suffered by a Europa pilot 
because the filter became clogged by micro-
particles. A reminder that these tuppenny items 
are best changed on a regular basis. This filter 
had been cleaned many times before but as 
you can see, much of the collected debris, 
almost too small to see, remained in the filter’s 
weave even after cleaning.  

I have also featured a picture showing a 
problem with a plastic filter. Again, the failure 
of this very cheap item cost the owner of this 
engine bundles. Naturally, I’ve sent a copy 
of the MPD about the Purolator type filter to 
our Zenair owner, we don’t want his engine to 
cause a problem on his first solo now do we!

ArV suPEr TWO:  
ENrOuTE ENGINE FAILurE   
I used to fly a powered hang-glider, sometimes 
quite large distances, and generally I used 
to have a 20 litre jerry can full of two-stroke 
situated in a space behind my back. The extra 
fuel extended my range and the can acted 
as a perfect backrest for the otherwise rather 
uncomfortable basic seat. I remember thinking 
that I should really get around to plumbing a 
fuel valve into the aircraft’s fuel system so that 
I could top-up the main tank in the air. In my 
mind’s eye I recall thinking that I’d just need a 
small fuel pump, a valve and a bit of fuel pipe.

I never did get around to it, I think for two 
reasons. One, I’m not that keen on complex 
fuel systems on simple aircraft and two, well, 
it was quite fun landing in a field, often miles 
from anywhere, to refuel the main tank and 
to take a comfort break. Whilst I think about 
it, and though my fingers are working fine 
again now, the short stop often offered the 
opportunity for a warm up!    

Bearing in mind the above, you will 

understand that I smiled to myself when I first 
saw a mod proposal from LAA ARV Super Two 
flyer, Joseph Cullen, with exactly the same 
idea.  

Joseph’s plan only differed from mine in that 
the jerry can sat on the passenger seat next 
to him. Andy Draper, our design engineer, 
cleared Joseph’s mod during the summer last 
year and, to be honest, I never gave the matter 
another thought. That was until I received a 
telephone call from Joseph letting us know that 
he’d had an engine failure and had to force 
land into a field. Here’s his report.

Hi Malcolm
I am sure now that the reason for the engine 
failure was that it had ingested fuel that is 
contaminated with what looks like an oily 
liquid which, as you will note later on, is quite 
a bit heavier than petrol. You will recall from 
our telephone conversation that my intention 
on the day was an out and return flight from 
Eaglescott via Land’s End with no intermediate 
landings.

Kevin Dilks of special Aviation services (sAs) sent me this picture showing what can happen to a plastic inline filter when it gets warm. 
The picture speaks for itself as does the accompanying shot showing the damage to a piston the very lean mixture caused on a rotax 
912. Picture: (Photo Kevin Dilks)

When an engine is running lean it runs 
hot and when it runs hot the charge in the 
cylinder can explode before the spark sets 
off normal combustion. This phenomenon 
is known as detonation and here’s the 
result of detonation on a rotax 914 that 
was running on a very lean mixture. The 
reason for this was a severe restriction in 
an automotive fuel filter. (Photo Kevin Dilks)

“A second sample 
from the bottom of the 
can separated almost 

immediately into a dark 
brown liquid”

SAfety Spot
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Here’s a picture 
showing the 
portable auxiliary 
tank installation 
in Joseph’s ArV 
super Two: it’s a 
neat idea because 
the attachment 
connecting the 
jerry can will fit 
any NATO can. The 
problem is that 
there’s no provision 
to check the fuel 
for water and other 
debris before 
the tank is used. 
since an engine 
failure, caused by 
contaminated fuel, 
Joseph has made 
a device so that the 
settled fuel at the 
bottom of the tank 
can be sampled. 
(Photo Joseph 

Cullen)

These pictures show the fuel decanted 
from a 20 litre jerry can after it had 

been left to settle for a fairly short time. 
sadly, this check was done by the 

pilot after the obvious contamination 
stopped his engine during a flight 

over difficult terrain in his ArV super 
Two. Happily the pilot did a superb job 

of getting the aircraft back onto the 
ground without damage. sample A 

shows fuel taken from the top of the 
Jerry can. sample B comes from the 
bottom of the tank. sample C is fuel 
taken from another Jerry can of the 

same batch that had been allowed to 
stand for an hour or so.  

(Photo Joseph Cullen)

With regard to the fuel, five NATO standard 
jerry cans, which will be referred to as JC1 to 
JC5 in order of use, were thoroughly rinsed 
with petrol and this petrol was disposed of into 
my motorcycle! The cans were filled with fuel at 
the local small garage. G-OTAL was prepared 
for flight. The aircraft’s main tank, which has 
a capacity of 50 litres, was full and JC1 was 
loaded to the passenger seat and connected 
in accordance with my transfer tank mod.

I then flew G-OTAL from Eaglescott to 
Fishguard via Ilfracombe and Worm’s Head 
and then round the Pembrokeshire coast. The 
auxiliary (fuel transfer) pump was started at St 
David’s Head and ran for 23 minutes, topping 
up the main fuel tank. I continued the flight via 
Caldey Island and Lundy Island to Hartland 
Point and then flew back to Eaglescott. 
[Sounds fabulous. MM]

After landing at Eaglescott, JC2 was emptied 
into the aircraft’s fuel tank leaving it full at 50 
litres and I put the aircraft away for the night.

A few days later, G-OTAL was again 
prepared for flight and during this preparation 

the fuel check showed a small amount of water 
in the drain; this was unusual but not unknown. 
A further check after a few minutes showed 
that the drain was clear. Jerry can JC3 was 
then loaded and connected in the normal way.

After take-off, approaching the coast at Bude, 
the cloud base was unacceptably low and I 
decided to turn back but, once clear of the 
coast, it could be seen that the weather around 
Dartmoor was good. The SkyDemon GPS was 
reset to a pre-planned route around Dartmoor 
via Start Point, Torquay, Sidmouth and return to 
Eaglescott. The pre-planned route was picked 
up at Tavistock.  

Overhead Start Point a basic service was 
agreed with Exeter and at 14.26 the pump 
was again started to transfer fuel from JC3 to 
the main tank and the time was noted on the 
PLOG. After less than five minutes the engine 
ran down and stopped. A successful landing 
was achieved in a field east of Torquay with 
neither injury to the pilot nor damage to the 
aircraft. The aircraft was tied down and its 
cover put in place.

A couple of days later I returned to the 
aircraft and recovered jerry can JC3 and I 
took samples of the fuel. A rough specific 
gravity measurement was made using 
kitchen equipment (the accuracy of these 
measurements is probably around ± 0.05.).  
Here are the results of these tests:

1  Sample of 300ml drawn from the bottom 
of the can: colour dark brown; specific gravity 
0.88.

2 Sample drawn from the top of the can: 
colour pale yellow (petrol); specific gravity 
0.76.

It is probable, based on the time the fuel 
transfer pump was operating, that two to 
three litres had been pumped from the 
bottom of the can during flight. A second 
sample from the bottom of the can separated 
almost immediately into a dark brown liquid 
underneath a petrol coloured liquid. Further 
samples were drawn from the bottom of the 
can and allowed to settle.

An amicable discussion was conducted with 
one of the partners in the garage! A further 
meeting is to be arranged.

Note: Given the limited accuracy of the 
specific gravity measurement some caution is 
advisable in drawing conclusions. However, 
0.76 is about right for petrol. The 0.88 measure 
is interesting as it would be correct for an 
ethanol/water mixture with about 60% ethanol.

All the best, Joseph.

First, I should congratulate Joseph for 
pulling off a textbook forced landing in rather 
challenging terrain. Well done for keeping your 
wits about you, good job.  Certainly, looking 
at the pictures, this contaminated fuel does 
look as if it’s the rubbish from the bottom of 
the tank in the garage. Discussions with the 
garage’s proprietors suggested that they had 
only recently taken over the garage and they 
did take back the remaining contaminated fuel. 
Naturally, there’s no proof-of-fault and, in any 
event, it’s a pilot’s responsibility, in this sort of 
situation, to ensure that the fuel is, as far as 
possible, in top quality condition.  

Joseph has amended his pilot’s notes to 
include a full check of the quality of the fuel in 
the jerry can that he uses as an auxiliary tank 
before every flight. He’s made an attachment 
so that fuel at the bottom of the can be drawn-
off and tested before the can goes near the 
aircraft.
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PIETENPOL AIrCAMPEr: 
uNDErCArrIAGE FAILurE  
AFTEr GrOuND LOOP
As regular readers will know, though I cannot 
imagine that they would think about it often, 
I am in the habit of taking a lunchtime walk. 
My walk, a couple of miles, takes me up and 
down a local hill... all good to reduce stress 
and give the cardiac muscles a bit of a work 
up. You may also know that I’m an airfield 
fireperson, though, after changes in the CAA’s 
rules requiring the need for fire cover on small 
airfields, our training sessions have become 
rather infrequent. 

I remind you of the first personal titbit of 
information because, during one of these 
lunchtime walks, just a couple of days ago 
actually, I did notice that, though the windsock 
some distance away was hanging limp, I was 
facing a stiff north-easterly. This local wind 
didn’t last long and calm returned. I made 
a note that this might have been the first of 

the season’s thermals, though there were 
no other signs of this, and got on with my 
perambulations.

A couple of hours after I had returned, the 
head-fireman/airfield manager, Chris Brown, 
stuck his head around my office door and 
exclaimed. “Well, where were you?” In actual 
fact he’d come to apologise for the fact that 
we weren’t called because his assistant failed 
to hit the crash alarm after a Pietenpol had 
had an incident on the runway. There were no 
injuries so we weren’t really needed anyway. 
So much for all that training!

I took a look at the aircraft after it was 
secured in the hangar and it was fairly clear, 
at least from a mechanical point of view, what 
had happened. You can see for yourself from 
the pictures that the port undercarriage has 
failed completely. We discussed the probable 
sequence of events which suggested that the 
aircraft had ground looped into a gust of wind 
from the right and a combination of torque from 

the heavy braking on the port wheel (about 400 
inch pounds from these big wheels) plus all the 
side load on the wheel from the skidding turn, 
was too much for the undercarriage assembly 
and it gave way. I wondered if it was the same 
gust I’d noticed earlier. If it was, it would have 
certainly put a Pietenpol outside its crosswind 
limits and a ground loop or a tip over would be 
almost inevitable.

I spoke to the pilot, a very experienced and 
competent chap, and he, like most I’ve spoken 
to who have just suffered a ground loop, was 
quite surprised at the suddenness of this type 
of event. He exclaimed that, once the swing 
had started, “Nothing I did had any effect. I 
was just a passenger”.  

Bearing in mind my earlier comments about 
the number of loss of control events clocking 
up in our database, I include this particular 
event so that I can pass on some general 

advice. First, and perhaps 
most importantly, there’s a 
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This is a picture showing the damage to one blade on the 
Pietenpol that suffered an undercarriage failure during a ground 
loop. The other blade got off scot-free which isn’t as good as it 
first sounds. The fact that this single blade has failed indicated 
that the engine was forced to a nearly instantaneous stop and 
it’s very likely that damage to the engine would have occurred. In 
other words, a full shock-load inspection will be required before 
the engine is returned to service. (Photo Malcolm McBride)

This is a picture of the failed undercarriage on the Pietenpol that 
suffered a ground loop here at Turweston. There are arguments 
for and against these big wheels, certainly they do look the part 
on this modern replica of a vintage design but the increased 
moment between the tyre and the axle can multiply side loads 
massively, in this case, to the point where the supporting 
structure failed.  
(Photo Malcolm McBride)

There’s an old pilot adage which explains that ‘there pilots that have ground looped a taildragger and those who are going to’. Once an 
aircraft starts to ground loop in an aircraft like this Pietenpol Aircamper there’s not much a pilot can do to stop the rotation. Airframe 
damage in this recent incident was fortunately limited to a failed port undercarriage and some minor damage to the port wing tip: but 
the engine will need a full shock-load inspection and, because a ground loop can create huge unnatural structural loads, the airframe 
will need to be thoroughly inspected. (Photo Chris Brown)
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lesson that I learnt a long time ago and that 
is: “It’s difficult to make a good landing out of 
a bad approach”.  There’s often a tendency 
to press on regardless on an approach even 
when the speedis all wrong, or you’re at the 
wrong height. In this case, the pilot really 
wanted to land on the grass but, during the 
approach it was occupied, so he shifted to 
the right a little to land on the adjacent hard 
runway. Any taildragger pilot will tell you 
that grass is a much more forgiving landing 
surface, especially in an incipient ground loop 
situation.

The second thing that the pilot noted, during 
the approach, was that the previous fairly 
smooth flying conditions had become quite 
turbulent and he had to work quite hard to 
keep the aircraft straight. In this circumstance, 
and I use this experienced pilot’s own words, 
at least more or less his own words,  “I’m 
kicking myself for not going around!”

It’s easy to be wise after an event. A 

Pietenpol has a very narrow rolling track and 
when a ground loop starts there’s not much 
a pilot is going to be able to do about it. It’s 
far better, when you notice that things aren’t 
going as expected during an approach, to 
open the throttle and go around; set yourself 
up for another go. If the pilots of three of our 
four loss of control incidents had done this they 
probably wouldn’t have entered this year’s 
incident statistics. If in doubt, go around. It’s an 
old lesson, but a good one.  

PITTs s-1s: 
LOss OF CONTrOL ON LANDING
I expect that you have seen the spectacular 
picture featuring this loss of control incident 
already. First, thank you to the pilot for letting 
me use the picture in Safety Spot. The reason 
I’m featuring this completely non-technical 
incident is to continue the theme started above 
with the Pietenpol crash. One common feature 
between this unfortunate incident and the 

Pietenpol ground loop is that both pilots are 
very experienced chaps so, if errors like this 
can occur with aces, the rest of us better watch 
out and try to learn any lessons that can be 
gleaned.

In the discussion of the Pietenpol incident 
we suggested that there may not have been 
incident at all if the pilot, after noticing that the 
approach was not going well, or at least was 
different than expected, had gone around for 
another shot. After completing another circuit 
the thermal wind would most likely have moved 
on. After chatting with the pilot involved in the 
incident involving the Pitts it became clear 
to us both that this incident could have been 
avoided for broadly similar reasons.

This incident started during an aerobatic 
competition. The pilot was doing well and was 
‘in the medals’. Once the aerobatic sortie had 
been flown, a period, as you will imagine, of 
maximal stress and concentration, the pilot 
relaxed and began his approach to the 

SAfety Spot

›

It’s a rare thing to get an action shot involving a loss of control on landing but this spectacular photo shows well just how awful this 
type of incident can be. Fortunately the pilot in this incident, an experienced competition aerobatic pilot, walked away with only a few 
bruises. Certainly, the Pitts special has a reputation of biting the unwary, especially during landing. In this incident the pilot allowed 
the starboard wheel to drift into the ploughed area alongside the grass runway. As soon as the wheel touched the furrow he became a 
passenger. (Photo Ken Woolley)

LA05.safetyspot.v3.DC.indd   55 26/04/2016   15:02



SAfety Spot

airfield. In his mind was the knowledge that he 
had made a tiny error in one of the manoeuvres 
and he was itching to discuss this with his 
chums on the ground - had they noticed?  As 
he turned final he was annoyed to find that 
there was an Auster on the runway, so he had 
to go around for another go. His mind, not fully 
on the job at hand, after all he had completed 
his mission, perhaps not well enough to be 
considered perfect, but...

As he lined-up for the second attempt he was 
confronted with another delay, another aircraft 
was on final. This time he elected to slow right 
down, carrying out slow S turns and a few 
sideslips until, at last, the runway was clear 
ahead. It was a busy time but all this flying was 
routine and, because of the near refractory 
period (a technical word often used in another 
context) after flying a complex aerobatic 
mission, his mind wasn’t fully engaged. As he 
flared for the round-out he didn’t notice, until it 
was too late, that the aircraft had gently drifted 
to the right; the rest, as they say, is history.

We get an awful lot of loss of control 
incidents. In my view, admittedly with the 
benefit of hindsight, quite a few of them could 
have been avoided had the pilot taken time 
to remember that it is always a good idea to 
fully engage and totally focus during all critical 
phases of flight, however routine the landing or 
take-off and recognise quickly when things are 
going wrong. Never be embarrassed to have 
another go. Fair winds.  ■      
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LAA Project Registration 
Kit Built Aircraft   £300
Plans Built Aircraft  £50
Issue of a permit to t est f ly  
Non-LAA approved design only  £40
Initial permit issue 
Up to 450kg  £450
451-999kg  £550
1,000kg and above  £650
permit renewal 
up to 450kg  £155
451-999kg £200
1.000kg and above  £230
Modification application 
Prototype modification minimum £60
Repeat modification minimum £60 

t ransfer 
(from CofA to Permit or CAA Permit to LAA Permit)
Up to 450kg  £150
451-999kg £250
1,000kg and above  £350
f our-seat aircraft 
Manufacturer’s/agent’s type acceptance fee  £2,000
Project registration royalty  £50
Category change
Group A to microlight £135
Microlight to Group A  £135
Change of G-Registration fee
Issue of Permit Documents following G-Reg change £45
Replacement Documents
Lost, stolen etc (fee is per document) £20
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spot the difference. The 
picture on the right was 

taken by one member 
who wishes to remain 
anonymous. Naturally 

the picture was sent 
to the Chief Inspector 

so that he could take a 
look at the engineering 

management of this 
particular aircraft more 
closely. The picture on 

the far right shows a 
rather neater bit of work.
(Photo Malcolm McBride)

spot the error. No prizes for seeing that the wire locking on this turnbuckle, whilst looking 
good, wasn’t doing anything. Phil Trangmar, the LAA Inspector who submitted the photo 
explained that this wire locking had been missed for the last few annual inspections. I 
agreed with him that this was a good spot. (Photo Phil Trangmar)

spot the crack. Thanks to LAA Inspector, 
Adam Lewis, for sending in this picture of a 
tailplane crack he’s just discovered during 
an annual inspection on a Vans rV-6. He 
inspected the aircraft the previous year and 
this part wasn’t cracked then. An annual 
tailplane inspection is called-up by an LAA 
Airworthiness Inspection Leaflet which 
mandates on LAA machines; the Vans service 
Bulletin requiring the same. It is essential for 
safety that owners and engineers looking after 
aircraft are completely aware of the applicable 
engineering safety checks called up on their 
machines. For your information, this particular 
aircraft had completed only 450 hours in 
service. (Photo Adam Lewis)
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