Safety Spot

With Malcolm McBride
Airworthiness Engineer

LAA HQ changes, bees,
skybolt engine failure,
self-disconnecting
controls & more…

The latest LAA Engineering topics and investigations

W

(Left) I was sent
this picture and
have included it
as a fun puzzle
– do you know
what it is? You’ll
find the answer
on the last page
of Safety Spot…

elcome to Safety Spot, I do
hope that all’s well with you
and yours. Judging by the
number of Permit applications
hitting my desk, I think we must
be approaching summer – thank goodness!
The renewals team here at Engineering
HQ works hard to ensure that we provide
the quickest possible turn-round for permit
re-validations and, if a renewal application
is complete and the accompanying
maintenance material (things like worksheets
or, if critical parts are changed, release
notes for them) is in good order, then we
do try to process the application and get
the important Certificate of Validity back
to the applicant in a couple of days.

Processing hold-ups

Naturally, if there are outstanding mods or
repairs on the database, things can take a little
longer. Here’s a tip with regards to outstanding
mods, when it comes to a concurrent permit
renewal application. If you’ve applied for a
mod using the initial mod application form,
LAA MOD 2, but haven’t yet started the work,
then let us know that, either with a separate
note, or a statement in the space provided at
the bottom of page three of the application
form. Doing this might stop your application
passing onto the ‘more difficult’ pile!
If you’re a regular reader of Safety Spot
then you’ll know that I’ve pointed out one or
two areas where processing hold-ups can
occur before. For example, this time last year,
many applicants were forgetting to sign the
Owner’s Declaration on the front of the form or
not sending the correct fee. Both these things
can delay a renewal for days and, in some
cases, can lose you a weekend’s flying. So,
to reiterate, please check your application
carefully and make sure that you’ve filled
in all the required spaces on the form.
To speed the renewal process up, I collect
the mail from our local Post Office on my
way into work – our normal delivery, as LAA
HQ is situated somewhat ‘in the sticks’, isn’t
scheduled to arrive until late in the afternoon.
In other words, by collecting the mail in person,
we gain a day and, rather weirdly, it gives me
the opportunity to feel good about not buying
the various cakes and buns on offer in the
local shop – unless, of course, I weaken…
At the moment, we’re seeing problems with
under five percent of the applications, so well
done, the fact that you’ve got your CV back
quickly is in no small measure down to the
care taken by you and your LAA inspector.
The annual permit renewal process isn’t just

a box-ticking exercise. Each application gets
a detailed scrutiny, both at an admin and a
technical level, plus the data is automatically
interrogated by our custom IT system. We
do probe each application carefully and only
issue a revalidation if we’re satisfied that the
owner and the LAA Inspector have combined
to ensure that, as far as is practical, the aircraft
in question is mechanically safe and legal. I’m
sure that you wouldn’t expect anything less!

Everybody’s concern

As you will imagine, the LAA’s HQ engineers
do attend a fair number of safety-related
meetings and events. Perhaps, from a personal
perspective, it’d be easy to become rather
blasé about the safety messages presented,
perhaps thinking that, ‘I’ve seen it all before’ so
the advice given ‘doesn’t actually apply to me’!

That’s nonsense, of course, as anybody
can have an accident and, just because
you know the theory behind our various
human weaknesses, it doesn’t mean
you’re immunised against their effects. I
received a great reminder of this a couple
of weekends ago, while attending the
annual CAA Air Safety Day at Duxford.
I spent most of the event, along with
representatives from most of the other aviationrelated organisations, chatting about LAArelated matters to attendees, most of whom
had flown in from various parts of the country
– it was a pleasant, well-informed group.
Naturally, as an association, we work
pretty closely with GASCo (General Aviation
Safety Council) and I’m a great admirer of
the energy and enthusiasm they bring to
their important work. At this CAA event they
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were ‘booked’ to give one of the day’s official
presentations. I ended up having lunch with
their Chief Executive, Mike O’Donoghue,
and he said that I really ‘must’ come to his
presentation later in the afternoon. What
could I say? He’d just got me a cup of tea!
I won’t give too much away but Mike,
alongside his colleague, Keith Thomas, staged
their presentation in an imaginary café, more
as a chat between two old buddies than a
lecture – the audience were rather ignored.
With clever use of screenshots and the
creation of an unfamiliar setting, Mike and
Keith proceeded to remind us all that we’re
all subject to limitations in our cognitive
processes, especially when distracted. I
certainly didn’t see the ‘elephant in the room’
and was actually waiting for it to arrive.
If you’re a pilot or an aircraft engineer – and
many of you wear both these hats – and
you get the opportunity to attend a CAA
Air Safety Day, then do make the effort as
I’m sure you’ll find it very worthwhile.
Aviators soon learn that aeroplanes bite
fools – I’ve never seen a chapter entitled
‘short cuts for the aviation engineer’ or
‘bodges for pilots’ in any of the maintenance
manuals I’ve read though, and you can
probably guess that I’ve read a few more
than most. Remember, safety is every
flyer’s concern so stay safe this summer.

(Above) LAA Chief Engineer Francis Donaldson with member and Luscombe restorer Mike
Fowler, in the HQ’s new member lounge and library. (Photo: Malcolm McBride/Mike Fowler)
(Below) Mike Fowler’s Luscombe, G-LUSC, on its first ground run at LAA HQ, following a
very lengthy and deep refurbishment. (Photo: Malcolm McBride/Mike Fowler)

Changes at LAA HQ

We’ve been chatting about the complications
surrounding the LAA’s office move for a couple
of months now here in Safety Spot. Athough
we’re still getting used to the new layout and
learning where everything has made its landfall
upstairs, the engineering and administrative
functions of our Association are now pretty
much running smoothly again, perhaps with
the occasional pop and bang. We’re already
starting to reap the benefits of the extra memberdedicated space that’s now available here at
Turweston, and there’s lots more to come.
The top two pictures at right tell a story of a
moment here at LAA HQ. The first shows our
Chief Engineer, Francis Donaldson, chatting
through one or two technical issues with LAA
member and Luscombe restorer, Mike Fowler.
The second shot shows Mike’s aircraft on its
first ground run after a very long refurbish –
what a beauty. It’s far and away the deepest
rebuild of any Luscombe in the UK, including
a completely reskinned fuselage and I’ve no
doubt that you’ll be reading the story of its 35year resurrection in LA over the coming months.
The meeting shown was being held in the
just refurbished office that’s set-aside as a
member lounge and library – the carpet only
went down the day before the picture was
taken and, as you can see, the bookshelves
are pretty empty. Any interesting book
donations will be gratefully received!
For many years now, the LAA has offered
member-led specialist courses and they’re
always popular. Now we have the new
workshop facility here at Turweston, we’re
planning to develop the training aspects of the
Association. The third picture at right shows
Kevin Dilks, LAA Inspector and Rotax specialist,
detailing the mechanical aspects of the Rotax
9 series engine and this course is being aimed
at pilot-owners. The bottom picture at right
shows a happy bunch enjoying the delights
and, looking at some of their stitch-work, the
difficulties of fabric work. This fabric course
›
was led by LAA Inspector Alan Turney

(Above) Kevin Dilks, LAA Inspector and Rotax specialist, detailing the company’s 9
series engine during a course at HQ’s new workshop facility. (Photo: Malcolm McBride)

(Above) Members taking part in LAA Inspector Alan Turney’s fabric course, just one of a
number of learning opportunities at our Turweston HQ. (Photo: Malcolm McBride)
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The bees’ knees!

The two photos at right aren’t screen-shots
from an Alfred Hitchcock horror film, though if it
were, then The Bees would be a good title. I first
saw these pictures in the excellent Highlands
& Islands Strut newsletter and asked member
Paul Horth if I could use them. Paul explained
that he’d ‘pinched’ them from an article featured
on the internet and didn’t know their origin.
Well, the aircraft is a Jabiru, so I asked the
company’s Quality Manager, Sue Woods, to do
a bit of detective work for us. She discovered
that the picture was taken by a South African
flyer, after returning to his aircraft following lunch
at an airfield he was visiting. Whether the swarm
settled in his aircraft before or after he’d flown
it to the lunch date isn’t clear. Certainly, it’s the
stuff of nightmares and, perhaps, a reminder
that good pre-flight checks are an essential
element in flight safety. Even a single bee in
the cockpit can be a dangerous distraction
if it gets a buzz during the take-off run.

Steen Skybolt – A Catastrophic
Engine Failure

There are many factors involved in keeping
us safe during our lives – after all, we all
go about our business in a potentially very
hazardous world. But I think that one of the
most important factors in improving safety,
especially while performing what might be
described as ‘inherently more dangerous’
activities, is ‘practice effect’. Musicians might
automatically call this rehearsal but I don’t
think that this is completely correct. Perhaps
using the example of a musician preparing to
play a piece of music in an orchestra might
be a good way of describing what I mean.
For a new gig, a musician will be handed
a piece of music sometime before the actual
event – take note that there’s an expectation
that they can already play the instrument. In this
simile, the musician is therefore a PPL-holder.
The musician’s first job is to learn the piece,
which isn’t a practice and definitely not a
rehearsal, rather it’s simply learning what notes
need to be played, and when. A competent
musician will spend a lot of time on this part
of the learning exercise and, often to the
consternation of accidental listeners, may
go over a particularly challenging section
numerous times. Only when the musician
can play all the notes correctly, and in the
right order, can practice begin and a tune
will (or should) emerge. You can’t practice
a tune before you’ve learnt the notes.
The last part of the musician’s exercise is the
rehearsal, and there’s no point in attending
one of those until you’ve practiced the piece
over and over, to the point where you don’t
need to think about it much – that’s the practice
effect. Only then can the musician fine-tune
their playing to fit the environment – in this
case most likely, the conductor’s requirements,
though importantly, other factors like the
size of the hall, poor lighting, even seating
arrangements, can change things enormously.
There’s no point a musician spending hours
learning, practising and rehearsing for a show,
only to trip-up over the music stand during
their walk-on. In short, rehearse everything!

Quite a shock

The failure of the engine on Dave Wight’s
Steen Skybolt in the low-level corridor of Barton
Aerodrome, Manchester came as quite a shock
to him – they generally have this effect. Skybolts
aren’t known for having a good glide angle

(Above) Imagine coming back from a nice
lunch and finding that your aircraft has
been infested by bees – it’d come as quite
a shock! (Photo: Shadow Life SA)

(Above) The poor South African pilot in
question discovered that the cockpit of
his Jabiru had been occupied by an
entire swarm. (Photo: Shadow Life SA)

(Above) The first picture shows a ‘wings-off’ Steen Skybolt, in a field and just about to be
lifted onto a trailer, to be taken home after suffering a catastrophic engine failure. To orient
yourself, the second picture is taken looking at the base of the Lycoming O-360 engine
after the oil sump has been removed – to be honest, I’m not sure what part of the rotating
hardware has decided to break free through the engine’s base but, with the power plant
stripped down, it became quickly clear that the failure was due to lack of oil.
(Photos: Dave Wight)
(Left)
The oil
dipstick
as fitted
to Dave’s
engine
– notice
that there
are two
sets of
level
marks.
(Photo:
Dave
Wright)

(Right) Running out of oil during
a flight isn’t something any pilot
wants to happen, which is why
the oil level is checked, and
topped up if necessary, during
every pre-flight inspection. After
the engine failure on the Steen
Skybolt, we were interested to
find out whether the oil level
changed much on a Lycomingpowered taildragger, from the
tail-down to the level-flight
attitudes. I asked around the
experts and, strangely, nobody
actually knew the answer.
A test was obviously needed
– fortunately, we had a Pitts S1S
to hand. These photos show that
the oil level does change slightly,
coming up about a 1/16” when
the tail’s raised, but you need
good eyes to spot the difference.
The same may not be true with
other types of engines where
the dipstick is located differently.
(Photos: Malcolm McBride)
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and, especially when the speed is increased,
they do possess a rather ear-popping descent
rate. An engine failure situation in this type of
aircraft won’t give a pilot a lot of time to prepare
for their inevitable arrival onto terra firma.
Dave dealt with the situation very well
indeed and landed the aircraft in difficult
terrain without causing any damage to the
Skybolt, even though the amount of time he
had to complete this difficult task could be
measured in seconds rather than minutes.
The Skybolt is a fairly new aircraft to Dave
– he’s just joined an established group of
three chaps. Naturally, I’ve spoken to most
of the people connected with the event and
the general view among his cohorts was
that Dave was very lucky to get away from
this catastrophic failure without a scratch
on the aircraft and, more importantly,
himself. Knowing the low-level route out of
Barton, where you’re not much higher than
800agl for most of the time, I agreed with
this but, after chatting with Dave, I’m not
so sure that luck had much to do with it.
Dave explained that he’s a consummate
practiser! “The best bit of flying, in my
view, is the landing,” he opined, during a
conversation one Saturday lunchtime. “You
need to get this right on a Skybolt and I’ve
enjoyed learning how to go about this. I’ve
perfected ‘S’ turns and side-slips to control
height and have learnt, then practised,
these manoeuvres over and over again.”
Like a well-rehearsed musician, when he was
called upon to perform, Dave did so without
fuss, so a big ‘well done’ to him for that.

the oil level was only just showing half-full on
the old marks, so when he flew the overall
effect was that he was dangerously low on oil.
Dave now thinks that the old adage that
‘there’s nothing more useless to the pilot
than fuel in the bowser or runway behind
you’ should be increased by one, to include
‘a can of oil in the boot of your car’!
We can glean four learning points from this:
1. Learn, practice, rehearse and understand
that these are different aspects of becoming
a competent pilot. You cannot practice
something you haven’t learnt thoroughly
and correctly – that’s where bad habits
originate – and you certainly cannot
rehearse something you haven’t practiced.
2. In any group-ownership situation, make
sure that somebody’s in charge of technical
matters. One of this person’s roles is that
they must ensure that all members of the

group are up to speed with the inevitable,
often unique to the aircraft, ‘anomalies’.
3. D
 on’t set yourself up for an accident by
building a ‘gotcha’ into your aeroplane
4. A
 lways plan on starting a flight with the oil
level near to (but not over) the full mark.

DHC-1 Chipmunk – SelfDisconnecting Controls

While we’re on the subject of group ownership
and a group’s technical management within
the LAA system, I’m reminded of a recent
issue, or rather issues, that affected one of
the LAA Administered Chipmunks in our
fleet. In fact, the headline issue, concerning
the failure of the connection between the
cockpit throttle control and the engine, has
occurred twice on LAA aircraft in rather too
quick succession. Both control failure incidents
›
occurred on DHC-1 Chipmunk aircraft.

Causes & lessons

So, having reinforced the great benefits
of the practice effect, what else might be
learnt from this event? Well, back to the
beginning, why did the aircraft’s engine fail?
When the aircraft finally made it back to
the hangar, the engine was removed and
dismantled. It was clear that the main journals
had overheated and seized – there was hardly
any oil in the engine. At first, it was thought
that the oil pump had stopped working but,
upon inspection, there didn’t appear to be
anything wrong with it. Then, after chatting
the event through with Dave’s colleagues,
it’d become clear what had happened – it
turned out that the engine had simply, and
rather embarrassingly, run out of oil.
When Dave joined the group and went through
the pre-flight briefings, for reasons nobody
can fathom, he wasn’t told about the dipstick
anomaly. ‘What on earth is that?’, I imagine
you’re thinking? Well, some time in the past, the
oil dipstick’s supporting tube had broken. These
tubes, and their corresponding dipsticks, come
in many different lengths, for all sorts of reasons
– some because of the particular engine
mount position, others related to the engine
model or the particular design of the oil sump.
A new tube was purchased secondhand but,
although it fitted, it wasn’t exactly the right size.
Because it fitted, and it was all they had, it was
decided to recalibrate the dipstick. The engine
was duly drained of oil and then refilled, two
quarts at a time, until full (eight quarts on this
engine), marking the dipstick as they went. I’ve
included a picture sent by Dave of the actual
dipstick – you can see that the original marks
still remain and, because Dave didn’t know
about the recalibration, he was generally flying
with quite a lot less oil on board than he thought.
Add to this, by chance, on the day in question,

(Above) I found this close-up drawing of the Chipmunk throttle and mixture control. To
understand it, start with the sketch on the left, showing the engine controls for the rear
cockpit. Note that the ‘in-cockpit’ cables are connected by clevis pins. The middle sketch
shows the arrangement of the front engine control levers and the one on the far right the
engine connections, where the unusual ball-end fittings are used. (Photo: LAA Library)
(Left) In my experience it’s rare to come
across a problem that hasn’t been seen
before – two fairly recent incidents where
throttle levers became disconnected
during operation are, perhaps, a good case
in point. Looking through our technical
library, essentially to find a drawing of
the throttle/mixture system on the DHC-1
Chipmunk, I came across two Technical
Leaflets (TLs) on the subject of throttle link
failures: the first, a Roll Royce TL dated
September 1953, which concerned all Gipsy
engines (GE. 17), and the second, this time
from Hawker Siddeley Aviation Ltd, dated
January 1959, offering similar advice - but
this time specific to the DHC-1 Chipmunk.
(Photo: LAA Library)
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The first incident report came to us from
Chipmunk group technical lead, Simon
Turner, who wrote to Francis Donaldson,
our Chief Engineer letting him know
what had happened. Simon wrote:
Dear Francis
On Sunday, we were taxying back to
the hangar when we lost control of the
throttle. It’s a ball-joint sitting perpendicular
to the end of a rod, where the ball sits
between two retained cups, one of which
is spring-loaded and the other threaded
for adjustment. There are several of these
sited on both sides of the engine. See
plate C2 in the illustrated parts manual.
They’ve all been lubricated and adjusted
over the years, and the one in question was
last done a few weeks ago at the annual.
We tightened it again but the ball wear was
such that the cups couldn’t retain it, hence
the disconnection, luckily on the ground.
Needless to say, new parts are on order…
I’m emailing you because, via another
Chipmunk owner, we heard that this
happened to an airborne Danish Chippie
on a recent visit to the UK – all was
OK but the problem isn’t unique.
Simon’s point about this not being a
unique event is valid but, understandably,
we hadn’t heard about the problem with the
Danish aircraft. Francis wrote back, thanking
Simon for the report and this individual
incident was filed – as it turns out, we’re
expecting a permit renewal application
for this particular aircraft any day, which
will give me the opportunity to see how
they got on with the replacement parts.
Simon is Technical lead in what LAA
Engineers would describe as a medium-sized
group, one with seven members. For a fairly
expensive aircraft to operate like the Chipmunk,
I personally think that this is just about the
right number of people. There aren’t too many
members floating about to start tripping over
folk, but it’s a reasonable number to keep the
fixed operating costs low enough for them to
be affordable on a person-by-person basis.
Mind you, if a group-owned aircraft does
more flying than a sole-owned example,
that in itself will increase maintenance costs
to a degree. Although having said that, it
also doesn’t do an aircraft any good sitting
at the back of the hangar all year round,
making just the very occasional flight!

A second incident

We heard about the second UK incident
from an anonymous report sent by an aero
engineer who was concerned that the
technical management of the group wasn’t,
in their view, able to guarantee –as far as
that’s ever possible – a safe operation. This
second group has twenty flying members.
We’ve been discussing groups recently here
at LAA HQ. As there are increasing demands
on our disposable incomes these days, group
ownership is a really good way to keep the
costs within ‘family acceptable’ limits, so it’s no
surprise that itis on the up. Part of the LAA’s
maxim is to keep flying ‘safe’ and ‘affordable’,
and encouraging group ownership has been
a strong part of our culture from right back
in the early, post-war ULAA/PFA days.
Notice that, in my discussion below, I’m
not going to enter into any kind of legal
territory. I’m definitely no lawyer and anything
connected with contracts between group
members and definitions of who owns

(Above) These pictures show more clearly how this connection works, and you can
see why regular careful checks are necessary. If a significant amount of wear occurs,
even if the adjustable end-screw get tightened-up to compensate, the ball can escape
the socket and, when this happens, throttle or mixture control of the engine will be
lost. To spot whether wear needs taking up, all that’s needed is an occasional jiggle on
the rod end, to make sure there’s no perceptible free play. (Photos: LAA Library dHSL)
what is right over my horizon! The following
concerns the ‘human factors’ aspects of
the technical management of a group.

Managing groups

Thinking about how groups should
be managed, we broadly agreed that
they fall into four main categories:
1. Those with up to three or four people.
2. Bigger groups with up to about
ten people involved.
3. Groups with up to twenty members.
4. Those with more than twenty people
involved, which are generally an existing
organisation, such a gliding club operating
tugs or the Shuttleworth Collection.
The first type of very small group is easy,
as it’s size that the LAA is very used to
working with. We do ask that one member
of the group is nominated as the main point
of contact and it’s easier if this person is
legally the registered owner, as far as the
CAA database is concerned. The LAA’s
rules call for all the members of a groupowned, LAA-administered aircraft must be
members of the Association, but only one of
the members, who should be the ‘technical
lead’, needs to be a ‘Full-Plus’ member.
The truth is that three is a good number to
operate an aircraft as communication isn’t
generally an issue (having said that, recall
the Skybolt incident elsewhere in this edition!)

and, apart from the odd scrap, vested interest
tends to keep this type of small group in order.
Incidentally, but importantly, the reason why
all members of a group must be members
of the LAA isn’t because we want to keep
our membership levels up – though there’s
nothing wrong with that of course, the stronger
we are, the better we can protect the rights
of the sports aviator. Rather, it’s primarily
about ensuring that important technical
information can be easily promulgated to
each owner on an LAA-administered aircraft.
LA is a lot more than just an entertaining
read, it’s the Association’s journal and an
important element in communicating not
only specific news and information but also
the safety culture on which we all depend.
The second type of group, between four and
eight members, is the fastest-growing. We think
it isn’t just due to the financial pressures on our
pockets, but also that welcome changes in the
rules governing pilot training on Permit to Fly
aircraft are also having an effect. Big groups
like this need to be managed very carefully
indeed, from a continuing airworthiness
perspective, for obvious reasons. It’d be
foolish for a group of this size not to set up
a proper safety management system, with
a procedure for making technical decisions
connected with the continuing airworthiness
of the aircraft, and the discipline to ensure
they’re respected absolutely by the members.
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That will mean some kind of written constitution
and, most likely, a voting structure. Again,
it’s essential that all members of an aircraftowning group are members of the LAA.
The two other, even bigger types of group
(eleven to twenty members, and corporate
groups of more than the latter) we perceive to be
more like clubs than groups, and special rules
need to be applied. That isn’t only because of
the greater usage and communication issues,
but also as the individual owner’s stakes in the
aircraft become relatively small. That has the
effect of group members naturally tending to
perceive themselves as primarily users rather
than owners, and the aircraft can sometimes
become over-worked but neglected. Lacking
individual pride in ownership, no-one may bother
to keep it washed and clean, for example,
because they can’t see why they should be the
mug who has to do it for everyone else’s benefit.
The groups with the most people involved
tend to be corporate members of our
Association and, curiously, despite their
large size, are generally less worrisome
to LAA Engineering because they usually
have well-established safety management
systems of their own in place (eg the
BGA system, in the gliding clubs) and
good track records in this area.

Puzzle answer (from page 44)

Back to controls…

Returning to the issues of self-disconnecting
controls, I should say that the second incident
was rather more worrisome for a number of
reasons. Firstly, the control came adrift in the
air, but fortunately the pilot was very competent,
the aircraft was close to its home airfield and
a perfect dead-stick landing was performed.
Secondly, and perhaps far more importantly,
the incident wasn’t reported to us (or to the
CAA), we only found out about it as it ended
up being the ‘last straw’ for the reporting
engineer. After all, we’re an Association of likeminded aviators and shouldn’t have to rely on
whistle-blowers to receive safety information.
The LAA’s Chief Inspector and the
Association’s Quality Manager are looking into
allegations of poor workmanship made against
this particular group as you would expect. I
know that the members or our airworthiness
review group eagerly await their report and
their recommendations about how we can
help the members get this aircraft back onto
a good airworthiness footing. Fair winds… ■

Looking at this picture again, I can see why it would be a good candidate for a ‘name
the aircraft’ competition – did you guess right? I did, but then I knew that the picture
came from de Havilland expert Mark Miller, which is a fine clue that this shot looks up
into the underfloor area on a Dragon Rapide.
Mark took this picture while preparing the aircraft for its C of A renewal inspections.
The aircraft is G-AGJG, which Mark and his father, David, rebuilt over a long period
at Duxford, starting in 1977 when he was but a lad. At that time, it was rescued by the
Duxford Aviation Society, potentially from a 5 November bonfire.
LAA Inspector Henry Labouchere took the reborn Rapide into the air on Saturday
19 June 2004 and it’s been flying perfectly ever since. I’ve no specific reason
for putting this picture in, except that it’s showing an immaculate piece of aero
engineering and looking at it I get a warm glow – I hope that you do too.

LAA engineering charges – PLEASE NOTE NEW fees have applied since 1 april 2015
LAA Project Registration
Kit Built Aircraft
Plans Built Aircraft

£300
£50

Issue of a Permit to Test Fly
Non-LAA approved design only

£40

Initial Permit issue
Up to 450kg
451-999kg
1,000kg and above

£450
£550
£650

Up to 450kg
451-999kg
1.000kg and above

£155
£200
£230

Permit renewal (can now be paid online via LAA Shop)

Modification application
Prototype modification
Repeat modification

minimum £60
minimum £30

Transfer

›
(from CofA to Permit or CAA Permit to LAA Permit)
Up to 450kg
451- 999kg
1,000kg and above

Four-seat aircraft

Manufacturer’s/agent’s type acceptance fee
Project registration royalty

Category change

Group A to microlight
Microlight to Group A

Change of G-Registration fee

£150
£250
£350
£2,000
£50
£135
£135

Issue of Permit Documents following G-Reg change

£45

Lost, stolen etc (fee is per document)
Latest SPARS - No.16 February 2015

£20

Replacement Documents

MAY 2017 | LIGHT AVIATION 49

La05.safetyspot.JH2.indd 55

25/04/2017 16:39

