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PILOTS NOTES

7.1  BEFORE FLIGHT

7.1.1 Before Starting the Engine

Check that the aircraft documentation is in order and that no dated or
airframe hours life items are due attention. Calculate the centre of
ravity to ensure that it will remain within limits for the entire flight
Section 8.1).

Carry out a pre-flight inspection as detailed in the FRCs, which meets the
requirement of the CAA/LAMS schedule.

_ Start the engine using the checks and drills in the FRCs. Note the
: s on the significance of the Starter warning light.

' Starting the Engine

Cold With fuel cock on, and mixture fully rich, switch fuel pump
epending on outside temperature, operate the throttle from 4 full
warm summer weather) to 15 full strokes (cold winter weather).
‘the throttle to quarter open, select Left (impulse) magneto, and
starter. Immediately the engine fires, select both magnetos.

procedure is similar to the above, but it is not necessary
pump the throttle.

motor is operated for a total of 30 seconds in any 15 minute
15 minutes should be observed before any further attempt
;Qg starter motor can cool and the battery stabilize.

fail to start after a maximum of 10 seconds starter use,

“engine {s over-primed. The following drill should then
running out of starter time. Leave the magneto on
utoff; open the throttle fully; operate the starter
11 drain the fuel from the cylinders and the engine
f it starts, quickly return the throttle to a quarter
ture to fully rich. If it does not start, set the
open, leave the mixture at cutoff and the magneto on
her start without re-priming. If the engine still
11d be left for 15 minutes to allow the starter to
hould then be attempted. Experience has provided
e fafled starting drill, many of which will vary
occasions be more successful. Whatever drill is
ter use must be observed.

sngine is not left at idling on the ground for
yring taxying. At all other times the engine
e the danger of sparking plug fouling.
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e t‘in the Engine

d cut/live magneto check is carried out after starting. Set 1200
nd select magneto to 'R', ensuring that there is an RPM drop but that
e does not stop; re-select 'both' and repeat the check with
L'. As the engine is normally stopped by cutting off the fuel,
k is the only one which can easily ascertain whether a magneto is

1y live.

e run should only be done after 4 minutes warm-up or with the
temperature at least in the yellow/green. It is done at 1800
ecting 'R' and checking that the RPM does decrease but not by
75 whilst the engine continues to run smoothly. ‘Both' is then
and the RPM allowed to stabilize at 1800 for a few seconds.
ocedure is then repeated for the ‘L' magneto and, additionally,
ked that the RPM difference between ‘L' and 'R' is not more than

. to move the rudder pedals when the aircraft is not moving.
the throttle and release the parking brake. It may be

ome power to start the aircraft moving but, as soon as it

k‘hmti:le and re-apply the toe brakes momentarily to ensure
ng.

aft on the ground the nosewheel steering must be used.
not be used alone for turning as this will lead to
ds on the nose tyre and leg. If very tight turning fis

‘should be moved fully in the required direction and
);ed] on the appropriate (inside) wheel. Uneven ground
owly.
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7.2 HANDLING IN FLIGHT

7.2.1 Takeoff

After testing the engine, which should be done on every flight and
- not just on the first flight of each day, carry out the takeoff
~ checks from the FRCs. Takeoff performances are given in Section 5.

~Line the aircraft up on the takeoff path, release the brakes and open

e throttle fully in about 2 seconds. Check that the RPM is a

minimum of 2200 and that the oil pressure, oil temperature and

cylinder head temperature are not red. There is little tendency for

the aircraft to swing for reasons of torque or slipstream effects as
aircraft has been designed to minimise these characteristics.

‘nosewheel should be 1ifted just clear of the ground at 35-40 kts,
rcraft flown off at 53 kts with takeoff flap or, 58 kts

s (Pre Mod 495) and 59 kts flapless (Post Mod 495). s

ind- Takeoff

~is approaching the crosswind 1limit of 25 kts, the
ould not be raised until the takeoff speed when the
1d be rotated cleanly to the climbing altitude. Any
the upwind wing to 1ift during a crosswind takeoff
ected by the use of ailerons. .

b at a shallow angle, allowing the speed to increase to
kts with takeoff flap. At 200 ft, apply the brakes
stop any vibration from the rotating mainwheels and
in stages, increasing to the appropriate speeds,

up. There is little sink or trim change whilst
ised unless the aircraft is significantly below the

mb at 77 kts at full throttle, checking that the
tely 2300 - 2350 RPM. Rate of climb in ISA
ven in Section 5.

be left at fully rich at all power settings above
esults in rough running; in this case progressively
until smooth running is regained. It is unlikely
ustments will be needed below 5000 ft amsl in the

«ays be set to fully rich before descending as
%‘yicable to flight at altitude are too weak for
f at lower levels; thus the engine may not
rottle opening at the bottom of the descent if

elected.
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mita cn's{,é’t/\dﬁcenvtre OF rariky requitaments shoatd
mt?ﬁ&m any flight to ensure that the aircraft parameters

The flying controls are well-balanced and very little
ired with aileron application as the ailerons cause little

ag, even at full aileron deflection.

e elevator trimmer is very powerful and care should be exercised

‘The out-of-trim forces require firm but manageable pressure if
ks operated to either extreme within the speed range. There
v or aileron trimmers available to the pilot. The directional
S associated with power and speed alterations require the use of
rudder pedal movements to maintain balanced flight.

_Changes  Alterations in power settings cause pitch/yaw |
movements being proportional to the power change. The {
se, the following pitch/yaw changes occurring with

M'Powe'r Increase : Powef Decrease
Nose Up Nose Down
Nose Left Nose Right

ariably be set to fully rich before any

N de as the change may result in too weak a

mg‘hgr,rupﬂngjor high cylinder head temperatures.

he cruise should be made using the same procedure

) he engine performance figures for climb,
given in Section 5. 5

_operating the flaps is 88 kts IAS. The flaps
in the air at the normal circuit speeds,

?pll‘» speed 1imit. Care must be taken to
locked in the selected position after
left unlocked they will tend to move to the
‘this may be significant, particularly during
‘the changed flight characteristics and
“aircraft behaviour or overstressing.
are operated at the extreme of
ge in 1ift characteristics and
; landing flap (40°) selection
a large increase in drag. The trim
staying in level flight during all
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e i o 88 kts 60 kts
~ Flap from up to takeoff ~  Nose pitches down - Slight nose down
SRSl AR T (e pitch
~ Flap from takeoff to landing  Nose pitches further S1ight nose down
M - down pitch
ap from landing to takeoff Nose pitches up Slight nose up
; e F slightly pitch
takeoff to up ~ Nose pitches up more Slight nose up

strongly pitch

o

ft is neutrally stable in roll and has nil aileron
ves good response and a good rate of roll. The
a ag balance during aileron application; very
ntain balanced flight during rolling
plication. The aircraft is stable in
is no tendency for the aircraft to

f speed or 'g’.

ide-slipped well and the rate of height
s method. The following figures give

¢ Full right rudder

1100 ft/min

may be felt prudent to fly
s 70 kts as this represents
d is also the best climbing
nance, should near obstacles be
requires half flap at 65 kts and
reduced airspeed as it also
field of view.

~enough to cause concern, the

flaps up. This gives a safe
li]'lgf conditions that can
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 not cleared for flight in icing
rframe or wing protection.  These

| inadvertently. The engine i
ow for air filter blm:king.g L

70 kts, covering across the

lost in still air. "The average

varying with height, temperature
T Bl on

Glide Angle
- Still Air

~ 1:9.7 or 1.6 Nn/1000 ft

» q - 2 R P
s a risk of over-cooling the engine
ine subsequently not responding properly
1d be taken to counter this
| be warmed and the plugs cleared by
‘power and back every 1000 ft in
gainst over-cooling is to open up the
4 seconds when overshooting at the
remembered that there is a
ent between engine idling
ractice should concentrate
failed engine, propeller

warning in level flight,
by the warning buzzer. Mild
jon but this can always be
site rudder during recovery.
but care should be taken in
‘the stall should be
) are as follows:

59 kts
53 kts

Péﬁg
199
gg’wﬁ"ﬂ J3/FM

POST MOD 495
975kg (2150 1bs)
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With practice a full stall may be recovered within 50 ft but if the
recovery is initiated at the sound of the stall warning there should be no
height loss in any configuration. - '

Recovery is effected by applying enough rudder to stop any further wing
drop and, at the same time, moving the control column forward to unstall
~ the wings; very little control column movement is normally necessary. If

the engine power is available it should be fully applied immediately.

7.2.6 Stalling in a Turn

In a level turn the bénk will either increase or decrease at the stall, but
th*: tendency can be immediately controlled by conventional recovery
action.

1.2.7 'g' Stalling

t is deliberately pulled to the stalling angle of attack
ing speed, there is aerodynamic stall warning in the form of

elt through the control columa. This buffet occurs just

ft 1s. At the stall the rate of pitch decreases and,
re is applied the aircraft will tend to drop a wing.

‘turn the aircraft will either roll out of the turn
d this is not entirely predictable or consistent.
is immediately moved forward to unstall the wings,
da orotation or spinning will not develop.

_above the stalling speed the aircraft will
direction of the applied control. The rate
y rapid but the aircraft responds immediately
n. Dependent on the airspeed at entry, the
conventional spin after one to two turns after
pro-spin or anti spin control application is
1t spiral dive with the speed increasing
~ that VNO (140 kts) will be exceeded during
"may occur during the initial high rotation rate
‘ mmended that flick manoeuvres are not
ts before adequate demonstration and
the 'g' forces during flick manceuvres
e attempted with the flaps extended.
entered above 80 kts 1AS.
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: 1:*;"“5 729 Erect Spinning

- (a) Entry Height The height loss is ab n
Y a out 400 ft per

¢ :a!(es afou ft. These height losses may vary, %:pe::;:t a:: ;:::ov"’

: iur'n_s! 19 the spin are done and how prompt and correct the recovery ac':?ny

: "'”i' h_exbmay be used as a basis for planning recovery which shoulq §"

complete by 1500 ft above ground Jevel. It is  recommended tnt

inexperienced pilots allow a further 1000 ft to the entry height. Thus t:e

entry height for a 4 turn spin for an inexperienced pilot should be:
4 turns 4 x 400 1600 ft
Recovery 500 ft

Min Height 1500 ft
Safety Allowance 1000 ft

4600 ft above ground level.

At stall warning apply full rudder in the intended direction
t the same time bring control column centrally fully back.
ntrol positions. If the correct control movements are not
spiral dive may develop as shown by an airspeed increasing above
el .ump'w»\ fom ‘\u’é (.“-{::’{( Ge abewe J'boo'qj—,fl
O.J -Fwt'f L¢ ldh,‘g.a Lo ot altiods

pin Characteristics

“aircraft pitches nose up slightly whilst rolling rapidly in
’ Qp»pzj-ied rudder. The aircraft rolls almost to the inverted
1f turn of the spin and then the spin progressively
ut 3 turns, ending up with about 50° of bank and the
‘the horizon. The rate of rotation is about 150° per
per turn. The average load factor throughout is 1.26.
B about 75 kis to the right and 80 ks to the left. It

is not maintained throughout the spin, the ait_‘cra:t
dive or a high rotational spin. A spiral dwei s
ncrease in airspeed with the rate of rotat o:
he spin changes to a spiral dive. The \;ingst;an
oron with rudders central and the dive the
1st observing the 'g' limits).
izable by a steeper nose

a normal spin; airspeed will be higher than ‘
=]

- .

increase rapidly; recovery is as given in
Recovery.
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The following actions are a composite spin recovery procedure and allow for
erect spins entered from any configuration.

1. Close the throttle

2. Raise the flaps :

3. Check the direction of spin as indicated by the turn co-ordinator

4. Apply and hold full rudder to oppose the direction of spin

Holding the ailerons neutral, progressively and firmly move the
control column forward until the spin stops. It may be necessary
to move it all the way forward to the front stop. The rate of
control column movement should be such that it would move from
fully back to fully forward in about 3 seconds

diately the spin stops, centralise the rudder

normally stop spinning within 1 turn of the application
tion (see Section 3.7 for high rotational spin recovery).
the correct spin recovery actions may delay or prevent
~ the most common mistakes being the use of less than
~and slow or insufficient forward movement of the
the control column is moved forward during the recovery
appear to speed up momentarily before stopping; this
not be taken as an indication that the aircraft is not

or inverted spinning.

ffer control surface damage if allowed to
d not be carried out deliberately. If
cal the controls should be centralised and
has dropped and flying speed regained. If

ne will probably stop turning and an air
i1s1ide is thought to have occurred the
Janded for an engineering inspection
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7.3 CIRCUIT AND LANDINGS {

7.3.1 Approaching the Landing Pattern

Before joining the circuit or entering any landing procedure or
:pp:gaclgkgattern, the Rejoin Checks should be carried out as laid out
n the FRCs.

7.3.2 Circuit Procedure

Join at 85 kts. Carry out the pre-landing checks in the downwind
position. To commence descent reduce the throttle setting to achieve
approximately 1500 RPM and lower takeoff flap. Allow the speed to
reduce and enter a descent at 70 kts. (78 kts if a flapless circuit
~ is being carried out). Maintain this speed round the final turn
~until the wings are level on finals. Lower landing flap as required
and complete the final checks. The threshold speed of 66 kts with
‘landing flap or 76 kts flapless is achieved by throttling back <
smoothly as the round-out is commenced. The power setting required
i11 vary with the wind conditions.

h the round-out complete and the throttle closed, adjust
to keep the aircraft off the ground, allowing the main
h down at 45 - 50 kts dependent on the AUW. Keep the
: the ground until 40 kts. This is easily done as the
effective throughout the landing procedure.
f necessary. Do not push the control column
ropeller tips could touch the ground. Keep straight
steering and move the stick progressively aft as speed
et ‘
nd of the downwind leg the speeds to be flown are
70 kts takeoff flap and 65 kts landing flap for
) kts. The final turn can be commenced in about the
a normal circuit and the throttle closed. The
sed as required to achieve the touchdown
rag of full flap may be used to dive off
limiting speed of 88 kts. As the glide
for a normal circuit it is necessary
higher but the landing is the same as
ual forced landing would probably be
windmilling which would result in a
with the engine idling; thus all
h the aim of touching down 1/3 way down
here is a margin of safety to allow for
the real case. Also it is usually
of a landing strip at 10 kts than
40 kts; thus it is erring on the
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hudm?’ms b
een

{ ..ayt
“the nosewhee]
y then commence
decreases. As
fpr a normal

kts headwind
about 1200 RPM but,
ﬁj f, require:
h nal turn an
‘%duce to 76 kts

'-5& _gjgduce the

d runway wi
g llent lateral
experienced in
g&t with rudder
eflected into

nwheels are on
Bhagatst with
the rudder

;1 klliséﬂdqement or

“to land. The
‘kept Tevel
attempt to
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