
H
ello again and welcome to Safety 
Spot. I hope that you remain well 
and that you’ve come to terms with 
autumn’s morning chills, especially 
noticed if you ride a motorcycle. The 

summer of 2016 is now just a memory, though 
a good one I hope. So, before the worst of the 
winter is upon us, I suppose that we ought 
to think about battening down the hatches 
and making ready. I pulled the curtains open 
this morning to drizzle and, now that I’ve had 
breakfast and battled into work on slippery (and 
far too busy) roads, drizzle remains.

The most damaging thing to aircraft, apart, of 
course, from the pilot, is damp; corrosion will 
be a defeated enemy if we could just keep the 
water off. There’s so much advice about how 
an owner should ‘winterise’ their equipment 
which, although sounding rather painful, almost 
always boils down to keeping water away 
from metals. Oil sprays are good, waxes are 
good, keeping the storage temperature above 
the condensation point is good, in fact almost 
anything that keeps water off metal, wooden 
and fabric components is good. 

Batteries don’t like to be stored in a low state 
of charge, so plan to top them up regularly 

I was really touched by Wolverhampton teacher and Build-a-Plane project coordinator, 
Stuart Blakemore’s presentation at the Speakers’ Corner on Sunday afternoon. Stuart 
teaches Design and Technology to children at the North East Wolverhampton Academy. 
They are nearing completion of their Rans S6, appropriately registered G-NEWA, after a 
five-year build. This picture shows RAeS volunteer instructor Graham Harris showing 
students Eveana and Jay the finer points with the assembly of the instrument panel. 
(Photo: JStuart Blakemore)

(Above) When I returned from the LAA Rally 
I was surprised to find, propped up against 
my desk here at LAA HQ, a complete 
tailplane torque tube from a Europa with 
a note from LAAer John Bean attached 
asking me to give him a call. You can 
see that corrosion, here caused by water 
ingress via the attachment pin hole, has 
caused so much damage that this critical 
part had to be changed. John was really 
surprised (and a bit miffed) to find this on 
his annual inspection as he’d inspected 
this part only a few months before. The 
lesson for all of us as winter approaches is 
that it is essential to keep water away from 
metal surfaces. (Photo: John Bean) 

throughout the winter. If you are going to run 
your engine, for goodness sake make sure you 
get the whole lump up to operating temperature 
before you shut down. Don’t just run it for a few 
minutes to satisfy your urge to see if it will still 
actually fire up!  

Here at HQ Engineering, we’re madly 
catching up with all those jobs put to one side 
because they weren’t actually keeping one of 
our aircraft on the ground at the time the job 
arrived. Important though each job is, one has to 
prioritise. I’m just sorting out this year’s accident 
statistics and making sure that the individual 
aircraft’s database files reflect an up-to-date 
reality. 

There have been quite a few changes 
to our organisation over the last couple of 
years, necessary to stay meshed with other 
organisations and authorities who themselves 
have undergone quite comprehensive re-
ordering. There’s nothing quite as constant as 
change though and, personally, I think it’s good 
to have a good tidy-up now and again, clear the 
decks so-to speak, in doing so one can carry out 
a personal audit to see whether one is fit for duty.

SuCCESS AT SpEAkER’S CoRNER
I’m really sorry if you were hoping to chat to me 
at this year’s Rally but all you were able to see 
was a McBride blur, whizzing frantically from 
somewhere to somewhere else. You probably 
worked out that I was selected by our CEO, 
Steve Slater, to host the new ‘entertainment’, 
roll up, roll up, which ended up being called 
Speakers’ Corner. I genuinely felt a bit nervous 
about this job, I mean, what can you say, by way 
of introduction to light aviation statesmen like 
Richard VanGrunsven or Ivan Shaw?

As it turned out, the venue was a great success 
which, I hasten to add, had little to do with 
me, despite the whiz, and much to do with the 
quality of the presentations which, though I 
won’t list them out here, were all fab... yes, even 
the presentation by Ed Bellamy from the CAA 
about the new updated, refined and reworked 
Air Navigation Order. This could have been as 
interesting as a tax return but, as it turned out, Ed 
somehow kept the audience on the edge of their 
seat whilst explaining the rationale for the many 
changes to this important document. 

I think that most were more than a little 
disappointed that the concept of medical self-
declaration seems somehow to have got lost 
in the translation. Subsequently, I hear that we 
(LAA) and the BMAA are working together to get 
this rather more pragmatic approach to personal 
health and well-being, back on track.

On Sunday afternoon the venue was opened 

From ‘winterising’ aircraft to Speakers’ Corner 
to hot electrical items, via fly-off canopies and a 
scary falling off a cliff warning tale... it’s all here

Keeping the damp at 
bay over winter
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(Above) As you have no doubt read elsewhere in this edition 
of Light Aviation, this year’s LAA Rally was a success by any 
measure. Certainly changeable weather put paid to many airborne 
visitors and that was a shame, but for those who did make it the 
Rally was a really enjoyable weekend. This year, rather as an 
experiment, a ‘Speakers’ Corner’ was set up and yours truly had 
the very great privilege to host the event. This picture shows Dick 
VanGrunsven talking about the early days of Van’s Aircraft. Dick 
did two brilliant sessions, both to packed houses.  
(Photo Steve Slater) 

Ivan Shaw, the designer of the Europa aircraft, talked in a session 
at ‘Speakers Corner’ about a ‘Designers Lot’… which, in his case, 
was a fantastic ride though all the avenues of aviation. Ivan is 
a designer, a builder, a certifier, a kit manufacturer and a flyer 
of sports aircraft so he knows the ‘avenues’ better than most. 
Ivan has retired from running aircraft manufacturing companies 
and is now involved with another high performance, very light, 
single seater, the details of which he’s keeping up his sleeve. Ivan 
spoke at length about the opportunities that modern composite 
materials bring to the home-builder. (Below) This picture shows 
some components in Ivan’s home-made vacuum forming curing 
oven and yes, the heating element on the back wall does come 
from a domestic fan oven! (Photo Ivan Shaw) 

(Left Here’s a picture showing some of the many carbon fibre 
components made in Ivan Shaw’s home workshop; just looking 
at the parts gives me goosebumps. I agree wholeheartedly with 
him, if you’re going to build an aircraft from plans, start with the 
workshop! (Photo Ivan Shaw) 

(Left and above) Dr paul Robertson of 
Cambridge university brought a real 
clarity to the advantages and, naturally, 
disadvantages, surrounding the 
hybridisation of electrical power and 
petrol power. paul took the audience at 
this year’s ‘Speakers’ Corner’ through 
the journey of getting the university’s 
Honda GX160 – Jolby JM1 motor-powered 
Gramex SRo Song SSDR aircraft from an 
idea to a fully operational flying machine. 
It was a fascinating and thought provoking 
talk; so good in fact that I’ve signed up 
to listen to it again, this time at the RAeS’ 
design conference in London on  
14 November. (Photo Dr Paul Robertson) 

up to LAAer, Stuart Luck, who many of you will 
know as the power source behind the Youth 
and Education Support initiative, YES, which 
I know that the LAA fully supports. Stuart 
asked me to let you all know that YES can now 
be contacted via LAA HQ though it’s worth 
checking out their website (www.yesflyers.
org.uk) to get the full flavour of what they do. 
Another initiative aimed at generating interest in 
aviation amongst young people, which I’m sure 
we all support, is the RAeS’ Schools Build-a-
Plane project.

We were very lucky to have a non-flying 
‘insider’s’ view of the positive benefits 
to youngsters, directly and indirectly of 
participating in a BAP project at their school, 

during an enthusiastic talk given by Academy 
Technology teacher, Stuart Blakemore. Stuart 
explained that the project at his school in 
Wolverhampton has been running now for five 
years and, during this time, about 30 students 
have been involved. “The youngest is now 12 
and the oldest is now”, scratching his head, 
“would be about 20”. To quote Stuart again, 
“the benefits have been immeasurable from the 
opportunities afforded, thanks BAP”.  

If you think back to when you first started 
to get the bug for aviation I am sure that you 
will acknowledge that, somewhere along your 
way into the aviation world, wherever you sit, 
there will be somebody you ought to thank for 
a leg-up somewhere along the way.  But, as 
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Stuart explains, this schools project is not just 
about aviation, it’s about widening a child’s 
perspective when it comes to expectation and 
opportunity. Get in touch if you want to get 
involved. 

I think that ‘Speakers’ Corner’ was, as 
I’ve said, a great success and, with a bit of 
tweaking, I hope to be involved next year. 

So, what’s occurring in the LAA’s world of 
continuing aviation? Well, I’ve mentioned 
‘winterisation’ already and you’ll have seen the 
almost obligatory picture of problems caused 
by the big ‘C’; but I think it’s worth exploring 
Colin Slater and Peter Turner’s problem with 
their rectifier unit.

CZAW SpoRTCRuISER  
– RoTAX RECTIfIER uNIT fAILuRE  
I’ve just come off the telephone after talking 
to a member of a group than runs an LAA-
administered Chipmunk. He’s concerned that a 
dangerous situation is developing because the 
fairly ancient carbon pile regulator used on this 
aircraft is playing up. 

It was suggested, which is one of the reasons 
the chap picked up the telephone, by one of 
the group that, because the over-volt light kept 
on coming on (annoyingly), the bulb should 
be removed. Ridiculous of course, but this 
particular pilot wanted a bit of back-up should 
he need to confront anybody without much 
imagination in the group about it. Naturally, he 
got the support he was looking for.

There are two big danger areas surrounding 
electrical problems in an aircraft. The first area 
surrounds problems that develop because 
a system is failing. For example, losing flight 
instruments or avionics, whilst not necessarily 
life threatening in a day-VFR sports aircraft, will 
increase overall risk. Of course, if the engine 
requires electrical power to maintain an ignition 
system, loss of this asset may cause engine 
problems which carry much bigger risks as a 
forced landing may become necessary. 

The second area relates to a pilot’s biggest 
worry, fire. In the case of a Chipmunk carbon 
pile regulator failing this is a very real risk, 
especially bearing in mind the rather geriatric 
wiring in most examples I’ve looked at.
Electrical system control is a complicated 
business and it is essential that all the various 
components in the system are working in 
harmony. Often, though not always, output 
from a generator (or alternator) is controlled 
by adjusting the magnetic field current up or 
down: up to increase the device’s output and 
down to decrease it. 

As an aside, I once had a mate who 
designed a little device which increased the 
output of the, in this case, alternator. Basically, 
it just over-rode the installed system and 
increased the field current which, in turn, 
increased the alternator output. He marketed 
this device to canal boat owners who wanted 
to charge up their batteries more quickly. 

Unfortunately, the plan all fell apart when he 

(Left and below) It certainly wouldn’t be right 
as the sun dips below the horizon not to 
mention the ‘C’ word; these two pictures 
show the cause of a really annoying 
electrical problem that beset CZAW owners 
Colin Slater and peter Turner: eventually, 
the problems were traced to the regulator 
and this was replaced but, after a short 
period of time the problems returned … 
Read peter’s account in the text which 
discusses corrosion and local terminal 
damage, probably exacerbated by a poor 
electrical connection. (Malcolm McBride)

started to get complaints about the batteries 
not lasting very long and the replacements 
costing owners a fortune. The problem here 
was that my friend didn’t appreciate that the 
designer of the original system knew what he 
was doing and it would be unlikely that a bit 
of tweaking would improve the system – as I 
said, electrical system control is a complicated 
business!

Back to aircraft though and Peter Turner and 
co-owner Colin, sent me a short report and a 
small package containing the suspect regulator 
from their SportCruiser:

Colin and I thought this may be of interest 
to you. What appeared to be a minor issue, 
with very few symptoms, eventually looked as 
if it could have been a lot more serious if left 
undiagnosed. I have forwarded the parts to you 
as it is difficult to photograph and to appreciate 
the effect of the lack of tension in the clip on the 
terminal.

Initially, when the engine was started, the 
voltmeter and low voltage (LV) light would 
both indicate immediate charging, even at idle 
(1700rpm). The low voltage light and voltmeter 
gave an indication that there was low voltage 
until the engine revs increased to 1800rpm but 
then appeared to behave normally. On one 
occasion both indicators showed zero charge 
at 2000rpm. When this happened the engine 
was shut down.

We made a series of voltage checks, which 
indicated that the AC generation from the 
engine coils was working at the correct AC 
voltage even at idle. All DC voltages were 
correct. Earth continuity was checked and no 
issue found, so we cleaned the connectors to 
the regulator and the terminals on the regulator; 
we did this with a soft wire brush.  

Each connector was checked for being a 
tight fit on the terminals and two connectors 
were crimped to improve the connection. 
We were happy that the charging returned 
to its previous normal state and there was an 
instant extinguishing of the LV light and correct 
charging voltage indication on the voltmeter.
All was well with the system until approximately 
five hours’ of further operation when, again, the 
voltage meter and LV light started to indicate a 
delay in charging until 1800rpm was reached. 
Having just cleaned and tightened the 
terminals we ruled out corrosion so we decided 
that the rectifier itself was most likely at fault.

The rectifier was therefore replaced and the 
old unit inspected carefully with a good light. 
Bear in mind that the rectifier terminals are 
facing downwards when installed and can only 
be inspected with a torch and mirror.
It was during this closer inspection that the 
burning/melting of the plastic was seen at the 
base of a terminal. It was then noticed that the 
terminal connector, even when crimped, would 
quickly become loose again if moved slightly, 
as if the connector was suffering some form of 
fatigue.

The concern is what would have happened if 
we had ignored the LV light being just slightly 
later than normal in extinguishing. Is there 
sufficient heat being produced to start a fire at 
the base of the regulator?  

We were very pleased to have identified the 
cause of the symptoms. Although replacing the 
rectifier along with a new terminal connector 
has resolved the issue, our belief is that the 
initial problem was not caused by a defective 
rectifier but a fatigued terminal connector 
allowing a high resistance to be created which, 
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This is a side view of the cliff edge taken 
shortly after the incident involving a 
Europa that lost control on landing and 
went over the cliff edge backwards. Whilst 
this may sound like an event in a frank 
Spencer TV programme, the reality was 
that the pilot, LAAer Bob Hitchcock, was 
very lucky only to have suffered a lacerated 
leg. The tides on this part of the coast 
are notoriously rapid and have a range of 
around six metres (yes, roughly 18ft) and 
during an ebb, there can be huge swells 
increasing this range still further. 
(Photo Bob Hitchcock)

This picture shows the end of the story 
for this once lovely Europa Monowheel 
aircraft after ‘salvagers’ took a chainsaw 
to the aircraft after they had rescued it 
from the ravages of the North Sea. In truth 
I think that even if a more kindly approach 
had been taken towards returning the 
aircraft to dry land, the aircraft is unlikely 
to have ever flown again. Read LAAer, Bob 
Hitchcock’s report in the text to find out 
how this nightmare incident happened.  
(Photo Bob Hitchcock)

one of the issues that emerged during our investigation into the possible causes of the 
loss of control on landing at Hollym airfield was the accuracy of the airfield plates. In this 
case the aircraft was landing on runway 32, more or less straight into wind. As you can 
see there appears to be quite a distance between the cliff edge and the runway, probably 
an accurate reflection at the time the plate was drawn up. The picture on the left shows 
where the edge is now, as you can see, coastal erosion of the soft sub-structure has put 
the cliff edge perilously close to the runway’s edge. (Photo Bob Hitchcock/ LAA Library)

in the course of becoming very hot, damaged 
the rectifier. The cost of replacing the connector 
was around 50p, the regulator was £100! 

Thanks to Peter and Colin for their report 
which, if anything, highlights just how important 
electrical connections are. Loose connectors 
not only allow for fretting damage but will 
increase circuit resistance which, in turn, may 
unbalance a circuit or lead to weird behaviour 
in the system or, as in this case, generate 
heat. Also, importantly, loose connections can 
cause sparks which, as I have intimated, is 
not something we want to see…outside the 
engine’s cylinders anyway.  

EuRopA  
– LoSS of CoNTRoL oN LANDING
We’ve had a few incidents over the years 
where the accuracy of information contained 
in flight guide plates about a particular airfield 
may have been unintentionally misleading or 
at least, open to misinterpretation. Certainly, 
I’ve seen one information plate recently which 
had so many ‘do not overfly’ points marked on 
it I’d struggle to work out a sensible approach, 
let alone complete any normal, if such a thing 
exists these days, join.  That’s why it is essential 
to rehearse a ‘join’ on the ground before you 
leave the ground. This is especially true if the 
airfield you want to visit is new to you.  

Of course, even if the airfield isn’t PPR, it’s 
always worth a telephone call to a local flying 
club or, if there is one, the tower, to get any 
local advice. This next tale doesn’t directly 
concern plate accuracy and I’m definitely not 
going to suggest that it was a contributing 
factor in the recent accident at Hollym 
airfield (just east of Hull). But because plate 
accuracy seems to be featuring in loss of 
control incidents rather a lot these days, I think 
it’s worth looking at this part of the planning 
process, at least briefly.

The pilot in this incident, LAAer Bob 
Hitchcock, woke up one morning and decided 
that a trip to the clifftop airfield of Hollym was 
in order. Bob, a very experienced and, more 
to the point, current flyer had been to Hollym 
before, though some time ago. Anyway, here’s 
his report into what happened:

I obtained the PPR for landing at Hollym East 
airfield. It’s an airfield I’ve visited four times 
previously and the local environment was 
known to me. (Note: there is a second “Hollym” 
airstrip to the west, my destination ‘Hollym’ is 
to the east). I planned a direct flight from Coal 
Aston, through Doncaster airspace, to Hollym. 
On my arrival I called Hollym on both their listed 
frequencies but didn’t receive a reply which, 
from my previous experience, is not unusual for 
this airfield. 
To be sure all was well on the ground, I circled 
the airfield twice, primarily to ascertain wind 
and traffic conditions. The windsock indicated 
310° at less than 10 knots so I decided on a 
landing on runway 32.

I followed a line close to the fence on the 
left edge and conducted a normal into wind 
approach. The landing was normal but, during 
the landing roll I heard a noise which was 
immediately followed by an un-commanded 
turn to the right. I attempted to correct this yaw 
with the rudder pedals and, due to proximity of 
cliff edge, I also introduced braking. A change 
of direction was realised with difficulty. 

I was now travelling on the edge of the cliff 
itself. Breathing a sigh of relief, the aircraft 

slowed down but the tailwheel went over the 
edge and the aircraft started falling backwards 
over the cliff. The aircraft pancaked onto the 
sea. The propeller blades detached though 
there appeared not to be any damage to my 
machine. I left the aircraft to swim to the shore, 
but almost immediately was able to wade as 
the tide was going out quickly, I think that a 
surge of water must have lowered me down 
quite gently. I lost my spectacles when I went 
under water. 

The cliff is made of red clay. There was no 
safe exit and no help arrived. I surmised that 
no one had witnessed the incident though 
with an ebbing tide I didn’t feel in immediate 
danger; then the aircraft drifted back to me. I 
took the opportunity to grab my PLB, handheld 
transceiver and spare specs. I triggered the 
PLB and also transmitted radio calls on 121.5.

After over 30 minutes of no response, I 
reasoned that the distress signals were 
inhibited by the proximity to the cliff so I 
decided to attempt to make my way along the 
bottom of the cliff. I reached some concrete 
blocks and scrambled up them. I arrived at the 
first occupied house, switched off the locator 

and immediately called the coastguard. 
As I was taken to the ambulance I overheard 

from their radio that a floating aircraft had 
been found and taken into the care of the 
coastguard.

Thanks Bob for writing up your report. What 
he didn’t say in the report was that, when 
the aircraft floated back to him whilst he was 
clinging to the cliff (when he was able to 
retrieve his PLB and spare glasses), the aircraft 
actually struck him and he ended up with a 
leg injury as a result. Luckily his wounds were 
minor and he was allowed home the same 
evening. 

I spoke to Bob about his accident and I think 
that we agreed that we’ll probably never know 
the actual cause of this runway excursion. The 
starboard outrigger was found by the airfield 
owner later but the mono-wheel should have 
been able to remain straight down the runway 
under control of the rudder. What forces were 
at play, whether mechanical or psychological, 
to force the aircraft off the runway I don’t think 
we’ll ever know now that the aircraft, as you 
can see from the accompanying picture, 
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has morphed into salvage. 
Certainly you can see by studying the plate 

that this is a landing into, effectively, a narrow 
tunnel. The fence on the left creating one side 
and, as you can see, the cliff edge creating the 
other. It doesn’t take much to lose situational 
awareness and, under these visual conditions, 
it’s important to be disciplined and look well 
ahead during the landing. In other words, it’s 
easy to get drawn into or, as possibly in this 
case, pushed away from, a line feature.

Bob is thinking about ways to ensure that 
airfield information plates can be kept up to 
date, as he says, the plates for the airfield 
are not currently representative of actuality. In 
places the edge of the 15-metre width of the 
airstrip is now the cliff itself.  

I’m glad to say that Bob is now back to 100% 
after his ordeal and is actively looking for 
another aircraft, well done to him.

fouRNIER Rf5  
– CANopY opENED IN fLIGHT
Regular readers of this column will know that 
we get far too many incidents of canopies 
coming open in flight; without checking I can 
think of half a dozen incidents without breaking 
into a sweat. Usually, the reason is that the 
canopy wasn’t closed properly before the 
aircraft took to the air, though I remember one 
incident where the passenger opened the 
canopy whilst the aircraft was suffering lack 
of climb which, as you will imagine, didn’t do 
much for the aircraft’s performance. 

There was another where the structure of the 
canopy failed, if I remember correctly, because 
the builder had deviated from the plans and 
welded together two aluminium tubes rather 
than using brackets... metal fatigue soon taking 
its toll.

I received a telephone call from LAAer and 
Fournier enthusiast (well, who isn’t) Michael 
Millar who was asking if he could fly his 
machine back to the UK with a borrowed 
canopy as he had broken his. I said that I 
thought it probably would be OK but could you 
just let me know a little more...

I was touring France with a group of Fournier 
motorgliders and ULMs. We had departed 
from Arcachon (LFCH) and I was flying solo 
near the rear of the group. We were following 
the coast towards the south but had deviated 
inland to avoid LFR148 and had recently 
passed the airfield of Mimizan, flying below 
a height of 1000ft due to the presence of 
LFR31A2 above 1000ft. Flight conditions were 
CAVOK with no cloud and a temperature of 
about 25°C. 

The first 25 minutes of the flight were 
uneventful. Occasional turbulence was 
increasing as thermal activity developed. I 
remember completing the standard pre take-off 
checks including ‘canopy closed and locked’ 
before take-off, as is my normal practice. The 
RF5 canopy locking mechanism consists of 
two interlinked locking catches and levers on 
the left hand side of the cockpit, one in the 

front cockpit and one in the rear. There are 
three hinges on the right side and the canopy 
hinges open to the right, being retained in the 
open position by a strap. 

There is a safety locking lever on the front 
hinge which can be unlocked after removal of a 
safety pin to enable the canopy to be slid back 
and detached from the hinges so that it can be 
completely removed on the ground.
At the time of the incident, about 20 minutes 

into the flight, my hand was on (or close to) 
the throttle, which is in front of and below the 
front canopy release lever. I was looking to 
the right towards another aircraft in the group, 
which was about 200-300ft away. I think there 
was a violent bump (turbulence) which caused 
my hand to be thrown upwards, knocking the 
canopy release lever.  

My main recollection was of a lot of noise 
and wind, and seeing the canopy hinged over 
and resting on the starboard wing. My headset 
and beany hat had been blown off and were 
nowhere to be seen.

After recovering from the initial shock and 
thinking “FLY THE AEROPLANE”, I ensured 
that I had control and there were no major 
abnormal handling effects, apart from the 
obvious increase in drag. I was able to reduce 
speed and, with considerable difficulty, pull 
the canopy back towards the closed position. 
The frame had been distorted and after some 
considerable forcing I was able to engage the 
front canopy lock.

The front section of canopy had been 
shattered, although fortunately a small
section of the forward part remained, acting 
as a windshield which, by ducking down a 
little, reduced the airflow around my head and 
made flying a little more comfortable. I checked 
around the aircraft visually as far as I could and 
could see no major signs of damage. I had no 
radio communication without the headset but I 
was able to visually alert the nearby aircraft in 
the group to my predicament and to indicate 
that I needed to land. I was then escorted to 
the nearest suitable airfield, Mimizan, which 
was by now nine miles to the north. 

I carried out slow speed handling checks 
with the gear down and made an uneventful 
landing. I found my headset in the rear cockpit. 
Apart from pieces of plexiglass, my beany hat 
and a piece of paper from my kneepad, nothing 
else appeared to have been lost overboard.

The authorities at Mimizan filed an incident 
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(Above) Whilst on a tour of france with a group of fournier motor gliders, LAAer Mike 
Millar inadvertently knocked open the canopy which, as you would imagine, promptly 
swung open and bashed against the starboard wing, breaking it, as you can see, in the 
process. Some of the perspex flew back and impacted the tailplane and was lost, some 
cut a slot in the top surface of the wing. After reducing speed Mike was able to re-close 
and secure the canopy and was able to get the aircraft down safely at the nearest 
available airfield. This picture shows the aircraft just after the successful, well done to 
Mike, landing. (Photo Mike Millar)

(Left) This picture shows the temporary 
tape-up repair made to the top surface of 
the fournier wing after it was clouted by 
the canopy when it unexpectedly opened 
in flight. Rene fournier (no less) approved 
this temporary repair before the aircraft 
was flown back to the uk with a borrowed 
canopy.(Photo Phil Trangmar)

(Above right) once the aircraft was returned to the uk the aircraft’s inspector, phil 
Trangmar, started a full survey of the damage to the fournier Rf5. This picture shows 
the damage caused by perspex to the leading edge of the tailplane. This type of damage 
appears to be superficial, and may well be, but sensibly phil and Mike have decided to 
completely remove the tailplane so that all the fuselage, tailplane connections and the 
internal structure can be thoroughly checked out. 
(Photo Phil Trangmar)
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report to the DGAC. Preliminary inspection of 
the aircraft indicated that the majority of the 
damage was confined to the canopy plexiglass 
and the canopy frame. The front plexiglass was 
destroyed and there was a large crack in the 
rear plexiglass. The latter was probably caused 
due to frame distortion. The centre hinge had 
broken off the canopy frame although the 
fuselage part was intact and undamaged. The 
remaining two hinges appeared undamaged. 

There was some superficial damage to the 
wing fabric covering an area of non-structural 
ply to the right of the fuselage where the top of 
the canopy hit the wing. There were also some 
small dents in the leading edge of the right 
hand side of the tailplane caused, no doubt,
by impact of pieces of plexiglass.

Fortunately, Mike, who is President of Club 
Fournier International, was able to source a 
spare canopy which fitted perfectly. Mike’s 
fabulous report above suggested that the only 
airframe damage, other than the hinge, was 
non-structural. We urged caution here being 
mindful that little on an aircraft could actually be 
described as such, especially on a wing. 

But since the designer, René Fournier, lives 
close to Le Louroux, he very obligingly agreed 
to personally inspect the aircraft for damage, 
which determined that there was a crack in 
non-structural wing plywood 200mm behind 
the D-box and main spar where the canopy hit 
the wing. He considered that this and the minor 
tailplane damage did not affect serviceability 
for flight and produced a written report to this 
effect. Who am I to argue with one of the most 
famous light aircraft designers in the world?

The aircraft is back home now and, as you 
can see from the accompanying pictures, 
investigations continue into the depth of the 
repairs necessary to bring Mike’s lovely aircraft 
back to full airworthiness. Mike’s looking at 
applying for an LAA safety mod to introduce 
a small shield designed to prevent this type of 
thing happening again. I’ll keep you all posted. 

You’ll be pleased to hear I’m sure that, as 
I finish off this Safety Spot, the drizzle has 
disappeared as the front has now passed 
through and, looking out of my window just 
before going home time, the sky has filled with 
rather immobile little cumulous clouds. 

Smashing, just right for the ride home. Hang 
on, the phone’s going, that’ll be the Editor 
chasing copy... Fair Winds. ■

Safety Spot

›
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
Latest SPARS - No.16 February 2015

LAA engineering chArges – PLeAse nOTe neW fees hAve APPLied since 1 APriL 2015

(Above) once the plywood skin on the fournier wing had been cut back so that a scarf 
repair could be carried out, inspector phil Trangmar noticed that the impact of the canopy 
had caused the primary wing rib to shatter … quite serious, but repairable, structure 
damage. In any event, Mike has decided that both wings are coming off his machine for 
a well-deserved inspection and refurbish. After all, she’s flown nearly 5,000 hours since 
taking to the air first in 1972. (Photo Phil Trangmar)

(Left) Mike sent me this picture showing 
how easy it is to accidentally open the 
canopy in flight on this type of fournier 
Rf5; Mike tells me that the 5Bs have a 
different canopy design. Here, Mike has his 
hand on the throttle so any kind of bump 
could cause the hand to bump into the 
canopy latch. (Photo Mike Millar)

(Right) This picture shows, if you look 
carefully anyway, a small modification that 
makes it more difficult to accidentally open 
an Rf 5 canopy in flight: the picture was 
taken through the canopy of a German 
5. Mike’s going to draw this up to be 
considered as an LAA Safety Mod which, if 
you didn’t know, is assessed and cleared 
with no charge. (Photo Mike Millar)
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