
An off-field excursion gives us a chance to double up our Tri-Pacer restoration

When I saw him again on that May

afternoon, Mike Pavao was walking

unsteadily across the farmer's field

with blood on his shirt, swearing.

• A few minutes before, it had become obvious

that the improbable, the unthinkable, had hap

pened. Our fastidiously restored Timeless Tri

Pacer, having sailed through its first flight with

_--- •••••• _ only the most picayune of squawks,

ME C ~ had come to rest not on Clarks-

arc . 00 ••
- bmg, Cahfonua', tmf strip hut in

a plowed field adjacent to the

approach end of the runway .• "It just quit," said

Pavao about the engine, trudging through the

field. "No warning, nothing."When it lost power,

the Tri -Pacer was just beyond gliding range of the

end of the runway. Complicating matters is the

fact that landing short at Clarksburg is not an

option thanks to swampy land along the western

perimeter. Realizing the short -wing Piper wasn't

going to make the runway, Pavao turned it into the

southerly wind and did his best with a rough,

recently plowed field. It came to rest, upside down,

balanced between the crumpled cowling and
windshield header. Five months of work rendered

moot, just like that. Spirits in the close-knit

Clarksburg Air Repair shop sank. • As we gath

ered our wits and let the shock subside, the Tri

Pacer's tremen90us strength became obvious.

Most important, Mike was unhurt save for cuts on

his nose. As for the airplane, the engine mount and

nosewheel structure were no longer as one, and

the firewall-forward sheet metal was junk, but the

rest appeared almost undamaged. In fact, aside

from the tip of the rudder, which contacted the

ground and bent the upper tube, the entire fuse

lage was unscathed .• Early the next morning, six

of us wrested the airplane from the field, removed

the wings, and loaded the PA-22 onto a flatbed

trailer for the short ride back to the airport. Our
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engine mount and nosewheel
structure. Both wings would
have to be uncovered, inspect
ed, and given minor repairs.
Both struts supporting the
right wing failed in compres
sion and would have to be

replaced. That's all. In the
immediate aftermath, when it
had become clear that our
course of action would be to

rebuild, not replace N198Tp, we
all agreed that the Tri -Pacer's
bulldog stature had made the
difference-had this been a
conventional sheet-metal air

plane, we'd have been facing
replacement.

Determining why the engine
quit was not so simple. Quickly,
we ruled out an engine catastro
phe. All cylinders had excellent

most pressing tasks were to determine the first issue concluded within the compression, all the valves worked. Both
the extent of the damage and to uncov- hour. All of the cowling pieces would new Slick magnetos worked flawlessly on
erthe reason for the engine stoppage. require replacement, as would the the test bench, and there was no evi-

We were genuinely amazed to find dence of airbox or air-filter blockage.

Out6tanJina in the I.-e~~~-"",w..how.,.,. had tlm~.(f tt ~cause we knew the TrI-

f 0 Pacer's airframe restorationA new-limits overhaul or our -320 would take several months,
the time was available to do

the engine locally. Quite local
ly, in fact; Loren "Smitty"
Schmidt assembles all of

Clarksburg Air Repair's
engines-he's been an engine
man for more than 30 years.
In addition to Schmidt's hard

won expertise, the Clarks
burg facility has gained much
of the high-tech tooling and
testing equipment that was
part of the Sacramento Sky
Ranch overhaul shop, run by
the hyper-knowledgeable John
Schwaner.

Moreover, we felt that a
field overhaul would give us
much the same experience
as many Tri-Pacer owners
endure at TBO. Let's face it:

You don't often plop down
$13,000 for a factory-reman
ufactured engine when many
Tri-Pacers aren't worth

twice that-including the
airframe. A basic overhaul

from Clarksburg, reusing
your cylinders, runs about
$8,000 on something like an
0-320, figuring on about

,
/

Of the myriad roads to follow
at overhaul time, a few are
well trodden. While sales of

factory-new engines-every
piece is literally brand-new
are comparatively slow in
the aftermarket, both Conti
nental and Lycoming have
pushed hard to fill the over
haul market as original
equipment contracts have
become slim pickings.
Lycoming offers both factory
remanufactured and over

hauled engines. Remanufac
tured engines have essen
tially all-new parts but may
use some major overhauled
components such as cases,
crankshaft, and accessory
gears. Lycoming builds
remans with new cylinders,
pistons, camshafts, and
ancillaries like the oil pump.
With the Lycoming overhaul,
you may end up with more
used, overhauled parts
reflected in the lower cost of

the overhaul-but you may
not. Depending upon avail-

A short trailer ride returns the Tri

Pacer to a distraught group of

mechanics.

ability of cores, you might
get lucky and find your
engine to have many new
components; it's just the
luck of the draw.

Lycoming currently offers
both remanufactured and

overhauled 0-320-B2Bs, as
found in our Timeless Tri

Pacer. In the past sweep
stakes airplanes, we have
used factory remans with
good success. Such a route
produces no unseemly surpris
es-like the overhauler's call

to say your crank is bad and
your camshaft is shot, so
expect to spend a few thou
sand more than you had
planned. By returning the core
in toto, you have the opportu
nity to make cracked jugs,
ground-down cam lobes, and
obsolete oil pumps somebody
else's problem. Another
advantage of the factory route
is time: You can arrange to
have your refurbished engine
arrive soon after the old one
has come off the firewall.

$4,500 in basic labor and
the rest for parts.

Deciding to go with a
smaller shop for overhaul
should include some home
work. Ask for a list of recent
overhaul customers and ran·

domly pick two or three to
contact-be wary of cherry
picked candidates supplied
by the overhauler. Look
around the shop. It should be
reasonably clean and tidy,
but remember also that we're

not talking about open-heart
surgery-an engine builder
with grease under his finger
nails is not a bad thing. Com
pare warranty coverage.
Clarksburg, for example, cov
ers parts and labor for nine
months or 200 hours (prorat
ed at 30 hours a month) and
parts only to 600 hours on
nongeared engines. Many of
the factory warranties are
better, but you have one
advantage in dealing with a
good, small shop: Face-to
face contact with the people
who can make decisions •

about warranty claims.
Even though we decided

against having an all-new
engine, we did opt for all-new
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Pavao, who owns a Cessna 140-one of
the most carb-ice-prone airplanes
around-is religious about using carb
heat, so carb icing was ruled out.

Focus then turned to the Tri-Pacer's

fuel system. Pavao flew on the right
tank after I had made most of the 45

minute first flight on the left; his flight
was less than 15 minutes long. Cir
cuitous plumbing of the right tank-

the line from the aft port comes down
behind the front door, runs along the
floor, and then travels back up to the
instrument panel where it tees with the
line from the front port-necessitates a
placard warning pilots to use the right
tank only in level flight when it's less
than one-third full. Our calculations
indicated there should have been

about eight gallons-more than a

third-in that tank. Still, we kept in
mind that the right tank could have
failed to feed the engine.

Next, our attention turned to the car

buretor. Precision Airmotive had pro
vided us with a new MA4 carburetor for
the project. When it was installed, all of
the fuel lines were flow-checked and

both tanks drained to remove any
debris. None was found. After the acci
dent, we found fuel in all of the lines,
from both the left and right tanks, as
well as in the line from the gascolator to
the carburetor. The carb float bowl was
empty, which is not surprising since the
airplane sat inverted overnight. The
local FAAinvestigator had the carb sent
back to Precision for testing, where it
received a clean bill of health.

For good measure, Clarksburg Air
Repair's Steve Wilkie disassembled and
carefully inspected it as well, finding
nothing amiss. A possibility-support
ed by a goodly number of service diffi
culty reports on the subject-is that the
float stuck with the fuel-inlet valve

parts where they made sense
and had the overhaul per
formed to new-limits specifi
cations. (These are the clear
ances and dimensions that

are used in new engines. Ser
vice limits-to which many
overhauls are performed
are much more generous
and, ultimately, make a low
buck overhaul false econo

my.) In fact, about all that's
left of the original 0-320-B in
our Tri-Pacer is the crank
shaft and cases.

Lycoming chipped in with
a raft of new parts, including
camshaft, tappets, accesso
ry gears, bearings, and seals.
Inside our sub-1,000-hour
engine we found a cam lobe
about half eaten (with a cor
respondingly chewed-up tap
pet) and a now-obsolete oil
pump. (Lycoming has tried
varying combinations of
materials in the pump gears
since our engine was built in
the 1970s.) Otherwise,
though, the engine was clean
and in good shape; the crank
shaft, once inspected, was
put back into the engine with
a minor polish job.

Sometimes you discover

that the march of progress
at the engine manufacturer
has left you behind. We
ordered a new cam for the

0-320, as anyone overhaul
ing a Lycoming ought to do,
but discovered when the

parts arrived that the new
cam is built with the drive

gear integral to the shaft;
the old had a bolt-up gear.
Not a big deal, but we then
needed to order a similarly
late-spec accessory case,
tach drive, and various other
seals to make everything fit.
Again, not a deal-killer-par
ticularly since the new cam
drive setup is probably less
prone to failure-but unex
pected. Beyond that, our lit
tle four-banger went togeth
er quickly. The 0-320 is a
familiar engine, well-under
stood by overhaulers, and
easy to get parts for.

Lycoming has been
aggressively pushing new
cylinders for overhauled
engines on the theory that
many of the jugs are simply
worn out from too many
thermal cycles, too many
overhauls and weld-repairs,
and just old age. Superior

Air Parts has also capital
ized on the recent demand

for new cylinders by produc
ing the Millennium series.
Though we have experience
with these investment-cast

cylinders on our corporate
Beech A36's 10-550 Conti

nental, we haven't much
with the versions for the par
allel-valve Lycoming.

Superior supplied us with
a set for the 0-320, in the
original narrow-deck configu
ration-Lycomings come
with either thin mount

flanges with reinforcing
plates (narrow deck) or
thick flanges (wide deck).
Upon first seeing the new
cylinders, it's easy to be
amazed at the smoothness

and consistency of the cast
ings. On its maiden flight,
the Tri-Pacer showed far

more vigor than before, easi
ly climbing out at light
weights to the tune of 1,000
fpm. The engine was also
noticeably smoother than
before, partly the result of
new engine mounts.

In addition to the engine
essentials, we replaced both
magnetos with new Slicks

and fitted the Unison Slick

Start system; this is basically
like the old "shower of

sparks" system that uses bat
tery voltage to help boost
spark strength during start
ing. We managed only a hand
ful of starts in mild weather

before the mishap, so we'll
report later on how well this
system works in colder and
hotter weather.

Other accessories were

either overhauled or replaced
with new. As mentioned, the
carburetor is a new Precision

Airmotive unit, and we also
used Precision's new Lamar

lightweight starter. The alter
nator was a recent addition
to the Tri-Pacer before we

bought it, so it received little
more than a new belt and

some tidying of the wiring.
As we gain more experi

ence with this package of
accessories, we'll let you
know how it all works. For

now, the signs are promising
that our conservative over

haul and replacement policy
will provide a durable power
plant, building on the sterling
reputation of the 0-320 itself.

-MEC
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open, raising the level of fuel in the
float and flooding the engine. This the
ory is consistent with Pavao's report of
the engine coughing while the throttle
was pumped during the last part of the
fateful descent. But there is no material

evidence to prove this theory.

Clarksburg's staff assembles to steady

the repaired wing and reattach a new lift strut.

In fact, we don't at press time know
exactly why the engine quit. But, as you
read this, a comprehensive flight-test
profile will have been flown to help
determine if the flow from the right tank

can become critical at fuel levels greater

than one-third during certain maneu
vers, or if there are some other flow
anomalies. We are also evaluating
changing the standard fuel system.
Frank Sperandeo was granted a field
approval for changes to the right-tank

~-------------------------------'I



plumbing that resulted in substantial
increases in fuel flow. His modification

changes the routing of the aft pickup
lines to eliminate some bends and the
need for the fuel to climb as far before

reaching the fuel selector (Form 337
drawings are available from the Short
Wing Piper Club; contact the club on
the Web at www.shortwing.com).

In the meantime, repairs on the air
plane have progressed with eye-open
ing speed. Clarksburg's crew put on a
full-court press to ready the airplane
for Oshkosh, pushing aside other busi
ness, weekends off, and evenings home
with the kids. By far the biggest portion
of the job has been to rework the wings,
because the covering had to be
removed entirely and every component
carefully inspected. It has been on the
minds of Wilkie, Renner Brewer, Mark
Keema, Scott Monroe, and the rest of
the Clarksburg staff that the airplane
has to be in as good a shape as before
the incident.

As previously planned, the Tri-Pacer's
next stop is in Santa Maria, California,
for installation of the avionics and

instruments. There it will be joined by
the interior furnishings and final prep
for Oshkosh. With a bit of luck and good

After an airplane gets bent-as with
our Timeless Tri-Pacer-one of the

first questions to arise is: Do we have
to call the feds? The answer most

often is, surprisingly, no.
In cases of aircraft accidents, the

FAA is not the controlling agency, the
National Transportation Safety Board
is. And, according to NTSB Part 830,
you are required to report aircraft
accidents and some incidents expedi
tiously. Accidents can take place
only between the time persons board
an aircraft with the intention to fly
(making the rule stick in case the air
craft never actually flew) and the
time they disembark, and must
involve death or serious injury or
result in substantial damage to the
aircraft. A full listing of the Part 830
requirements is available on the
AOPA Web site.

Serious injury, by the NTSB defini
tion, involves broken bones (aside
from simple fractures of the toes, fin
gers, or nose); hospitalization for

more than 48 hours within seven

days of the accident; or second- or
third-degree burns over more than
five percent of the body.

Substantial damage adversely
affects the structural strength, per
formance, or flight characteristics of
the aircraft, and would normally
require major repair or replacement
of components. Substantial damage
is not failure or damage of one
engine; bent fairings or cowlings;
dented skin; ground damage to the
propeller; or damage to the landing
gear, wheels, brakes, tires, flaps,
engine accessories, or wing tips.
Generally, then, a gear-up landing is
not considered substantial damage.

If your mishap does not involve
substantial damage or serious bodily
injury, you don't have to report any
thing to the FAA or NTSB. But you
should, as soon as possible, get on
the phone to your insurance compa
ny to get the ball rolling on repairs.

-MEC
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Repainting was necessary on only the cowling and

wings (above right). After the off-airport excursion,

four-point safety harnesses were installed at each

of the four seating positions.

Exhaust system

Wall-Colmonoy Corporation

4700 South East 59th Street

Oklahoma City, Oklahoma 73135

Telephone 405/672-1361

(arburetor and starter

Precision Airmotive

3220 100th Street, Southwest, #E

Everette, Washington 98204

Telephone 425/355-6400 or visit the Web site

at www.precisionaviation.com

Millennium cylinder assemblies

Superior Air Parts

14280 Gillis Road

Dallas, Texas 75244

Telephone 610/366-8937 or visit the Web site

at www.superair.com

Major engine components, including camshaft,

pistions, bearings, and seals

Textron-Lycoming

652 Oliver Street

Williamsport, Pennsylvania 17701

Telephone 717/327-7278 or visit the Web site at

www.lycoming.textron.com

Slick magnetos and harness, SlickStart spark

booster system

Unison Industries

530 Blackhawk Park Avenue

Rockford, Illinois 61104

Telephone 815/965-4700 or visit the Web site

at www.unisonindustries.com
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flight-test weather, we'll
have the Timeless Tri

Pacer there for you to
see-in the flesh and, true
to its plucky nature, none
the worse for wear. 0

Lillks to all Web sites refer
ellced ill this issue call be

foulld Oil AOPA Olllille
(lV lV lV. a 0 pa. 0 rg/ p if 0 t/
lillks.shtml). E-mail the
author at marc.cook@

aopa.org

We understand perfectly. In fact, nearly half of our Cessna Finance staff

are licensed pilots-who appreciate airplanes as business tools-and whose

aviation lending experience can save you more time, money and hassles than

you'll ever know. When you need to move fast, we're ready: Offering quick pre

qualifying, flexible terms, plus loan approvals in as little as 24 hours. We know

the market, the values, the equipment. And, above all, we know we can find a

way to put you into the new or pre-owned aircraft you want. Because we've

already done it over 150,000 times. To see the

benefits for yourself (plus a free aircraft

loan-value analysis), just call: (888) 355-5332.

WRITE IN NO. 36 ON READER SERVICE CARD





in the Europa has remained high since
the design's introduction in the early
1990s, and the small but dedicated team
at Europa Aviation in Kirkbymoorside
on England's North Yorkshire Moors has
delivered more than 400 kits to 27 dif

ferent countries. By late 1997, more
than 60 had taken to the air. Only 25 of
the 400- plus sold have been of the new
tri-gear version; although, to be fair,
most of the marketing focus and sales
drive has hitherto been on the tundra-,
tired monowheel model.

The prototype Europa, G-YURO, was
powered by the air- and water-cooled
four-cylinder Rotax 912, and the vast
majority of homebuilders opted for the
same powerplant. A Rotax 914T Turbo
version was later developed by Shaw. At
least one is in the United States operat-
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ing as Europa's American demonstrator.
Flown by Shaw himself, that aircraft
won the 1997 Unlimited Sun Dash 1250

race outright at the Sun 'n Fun EAAFly
In, turning in a race speed of 164 mph
from a standing start and easily beating
into second place the Rotax 914T-pow
ered Katana (by a considerable margin
of 34 mph). A number of builders have
chosen this more powerful version,
especially those intending to operate in
hot-and-high conditions. Other engine
options include the NS1-converted Sub
am EA81 automobile engine (at least
two are flying behind this powerplant),
the Australian 80-hp Jabiru, the Conti
nental C-90 or 0-200, and the Mid-West
Engines (originally Norton) AE100R
twin-bank rotary engine producing 100
hp at 7,000 rpm. It is this latter engine

The tricycle-gear Europa

uses the same one-piece

molded instrument panel

as its monowheel sibling

(left). The selection of
instruments and avionics

is left to the builder.



that powers the prototype tri-gear
Europa.

The general consensus seems to be
that the tri-gear looks more attractive
than its monowheel counterpart when
sitting on the ground. In the air the
reverse is true, as retracts inevitably
look better than those dangling Dun
lops, although to the pilot there is little
or no perceived difference. The aircraft
is very simple in concept and the pre
flight walk-around is straightforward.
On the tri-gear demonstrator, the wing
to-fuselage joint has been smoothed off
with silicon compound, so the wings
are, in effect, permanently fixed. How
ever, as with the monowheel version,
they-together with the tail plane-are
normally removable. The whole process

of rigging and de rigging takes only five
minutes, allowing the aircraft to be
towed on a purpose- built trailer. The
main gear legs are tapered steel tubes
(similar to those fitted to Cessnas, Stod
dard-Hamilton's GlaStar, and Van's RV-6
aircraft) and carry hydraulic disc brakes
and 4.50 X 5 wheels, while the fully cast
ering nosewheel is another 4.50 X 5
wheel. All three wheels are closely spat
ted, keeping drag to a minimum.

With the modular construction con

cept, a Europa builder can buy and
build his tail plane and rudder to gain
experience before deciding which vari
ant to complete. The tri-gear fuselage
module is around $750 more expensive,
all other module prices being identical.

Getting into the tri-gear is not quite

so easy as the monowheel, as the wing
walkway is considerably higher. The
gull-wing doors are supported by gas
struts and move up and down easily,
while the door latch is a simple lever on
the forward lower corner. The combina

tion lap/shoulder harnesses are simple
to put on and adjust, and comfortable
in flight.

The attachment points of the main
gear are just behind the two seats but
still leave ample baggage space of 13.5
cu. ft. However, the area normally occu
pied by the retracted monowheel and
its operating lever (which simultane
ously retracts the flaps and outriggers)
can now be used as a additional small

baggage locker. The total baggage load
limitation is 80 Ibs. Continued develop-

The general consensus seems to be that, on the ground, the tricycle

gear Europa looks more attractive than its monowheel counterpart.
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In order to keep production costs

down, the Europa models have a

high commonality of parts.

ment of the whole central console area
of the monowheel version has been car

ried across to the tri-gear and has
resulted in a much narrower molding,
giving more hip room for, shall we say,
lower-aspect-ratio pilots.

It is no surprise that Europa has Pilots will notice that the rotary engine turns in the opposite direction of conventional aircraft

worked to ensure as much com- engines. Note the pitch of the three-blade Warp Drive propeller.
monality of parts as possible
between the two versions, as this
keeps production costs down. Thus,
the instrument panel is the same
molded and easily removable one
piece assembly as the monowheel
Europa. The choice of which dials
and avionics to fit is left to the indi
vidual builder.

Starting and operating the Mid
West rotary is a little different from
the procedure for a conventional
aircraft engine. It has two electric
fuel pumps, which must be exer
cised individually once the master
switch has been selected On. A red

push-button primer is then activat
ed for a few seconds, after which
both magneto switches are turned
On and the starter button pressed.
The engine normally wakes up after
a few spins of the three-blade Warp
Drive propeller and is warmed up at

have been solved with the recent intro

duction of fuel injection replacing the
twin carburetors.

The final difference is that the rotary
runs the opposite way from most con
ventional engines, is rather "peakier"
than a Rotax, and sounds very much
like a two-stroke (which in effect it is,
having no valves); it is also noisier and
thirstier. The former is true because the

rotary-powered airplane does not have
the same level of silencing equipment
as the Rotax-powered model, although
this can be fitted by individual builders.
However, little can be done about the
latter; it is a trait of rotary powerplants,
although Mid-West Engines claims that
its new fuel-injected version does
improve fuel efficiency over the carbu
reted version.

The pretakeoff run-up is simply a
case of checking both mag switches
individually and selecting both of the
fuel pumps to On. A full-power check
takes the tachometer to unfamiliar

readings (for pilots of conventional
propeller-driven airplanes) as it winds
its way around to almost 7,000 rpm.
The electric flaps deploy to their full 27
degrees of droop in about three sec-

4,000 rpm. (Remem
ber, this is a rotary.)
The propeller is
driven through a
reduction gear
box with a ratio of
2.964: 1. A critical
instrument is an

EGT gauge, situated
just to the right
of the main flight
instruments, with
twin needles show

ing the conditions
within the rotor
chambers. If one
needle drops off line
after a power reduc
tion and reapplica
tion (as, for exam
ple, following a
stall or during a go
around), then one
of the chambers

has gone cold (prob
ably due to a rich Clit).

With the early development engine
fitted to the demonstrator, it was some
times reluctant to fire up again,
although this problem appears now to

Although the tri-gear wins the appearance award on the ground,

in flight there is little difference between the models.
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Baggage capacity

Fuel capacity, w/opt tanks

Powerplant
Length

Height
Wingspan
Wing area
Wing loading
Power loading
Seats
Cabin width

Empty weight, typical
Useful load, typical
Payload w/full fuel. typical
Maximum takeoff weight

Fuel capacity, std

onds, while the electric trim is normally
set slightly nose down, using a rocker
switch adjacent to the little ribbon
position indicator on the lower center
of the panel.

The disc brakes are operated by two
pedals sprouting from the cockpit floor
just inside and aft of the rudder pedals.
Steering on the ground can be done by
rudder alone, but for maneuvering in
tight spaces, the application of one

Specifications
Rotax 912,80 hp

19 ft 2 in
7 ft 0 in

27 ft 2 in

95 sq ft

13.7Ib/sq ft
16.25Ib/hp

2

44in
800lb
500lb
3891b

1,3001b

18.5 gal
111lb

27.6 gal
165.61b

80lb
13.5 cu ft
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brake and a short burst of power will
spin the tri-gear around in little more
than its own wingspan.

With full power applied, the rudder
rapidly becomes effective and requires
the application of considerable left
pedal during the early stages of takeoff.
The stick is eased back to take the

weight off the nosewheel, and at
around 50 knots the airplane flies off
normally, with a slight check forward

Europa Tri-gear
Price: See notes below

Performance

Takeoff distance, ground roll 590 ft
Maximum demonstrated crosswind

component 14 kt
Rate of climb, sea level 700 fpm
Maximum level speed, sea level 130 kt
Cruise speed/endurance w/45-min rsv, std fuel

(fuel consumption)
@ 75% power, best economy 118 kt
8,000 ft (26.4 pph/4.4 gph)

Landing distance, ground roll 656 ft

Limiting and Recommended Airspeeds

VNE (never exceed) 165 KlAS
Vso (stall, in landing configuration) 44 KIAS

Builders have a number of engine options,
including the 80 hp Rotax 912 or turbocharged
100 hp 9141' engines, converted Subaru EA81
automobile engines of 100 or 118 hp, or the

required after liftoff to allow the speed
to build toward best climb of 80 knots

and the flaps to be brought in once 500
feet has been passed. In the climb, with
two fairly hefty occupants and half
tanks, we ascended at more than 1,100
feet per minute. I found that a lot of
left rudder was needed to maintain

balanced flight, while even in level
cruise the ball was a full diameter left
of center, suggesting the engine may

Mid- West Engines 1OO-hp twin-bank rotary.
The Continental C90 or the 0-200 are also pos
sibilities.

The kit is available in three airframe mod
ules plus a firewall-forward module. Using the
exchange rate at press time, the Europa tri-gear
kit costs $21,132 and the monowheel kit is
$20,377, not including engine, freight charges
from thefactory, or sales taxes.

For more information, contact Europa Avia
tion Limited, Unit 2a. Dove Way, Kirby Mills
Industrial Estate, Kirkbymoorside. North York
shire, Y06 6NR, England; telephone 441751
431773;fax 44 1751 431706; or visit the Web ~ite
(www.europa-aviation.co.uk).

All specifications are based on manufactur
er's calClllations. All performance figures are
based on standard day, standard atmosphere,
sea level, gross weight conditions unless other
wise noted.
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The baggage area, located behind the

Europa's two seats, has a maximum

capacity of 80 Ibs.

positive. Both clean and dirty, and with
and without power, the left wing and
nose dropped more markedly. S!ow
flight is no problem, but again I had to
keep a careful eye on the ball to ensure
that we were properly trimmed. If a
Europa is built and rigged properly, it's
a total pussycat in the stall regime.

Back in the pattern the tri-gear is as
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• Unsurpassed attention to detail!
• Single, twin and jet aircraft
• Free US & Canadian Nav Data

• Simple to advanced avionics
• Trimble GPS with real GPS data

• Moving Map
• Instruments and systems failure
• ATC voice scenarios

• Dynamic weather modeling
• Choose from six PCA TD models

• Various flight controls available
• Windows 95, Macintosh & DOS

• Software starting at only $349

of 126 knots. A more relaxed cruise of

6,000 rpm returned an indicated llO
knots with a fuel burn of around six

gallons per hour; throttling back still
further to a more economical 5,000
rpm settled us at a needle's-width over
90 knots.

The stall was not quite as docile as I
had previously experienced in Europa's
monowheel demonstrators, but this
particular example is slightly right
wing heavy (due to a slight inadvertent
twist incorporated during the build),
and departure is therefore a little more

for more information and demo CD

For the best in simulation technology ...
join the flying ELITE!

~ Aviation

~ Teachware~•••• Technologies

need a little more offset to straighten
things out.

In the air the tri-gear version has the
same delightfully crisp control respons
es and excellent field of vision as its

monowheel parent. The roll rate in
particular is superb, and the Europa
is designed for basic aerobatics in
the experimental category. It is surpris
ingly quick, too, considering what
is left dangling in the breeze. A full
throttle straight-and-level run took
the tachometer to its redline of 7,200
rpm, producing an indicated airspeed
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Great Pilots Make Great Choices

Orlando, Florida and Scottsdale,Arizona
7S00 Municipal Drive' Orlando, Fl32819' Tel: 407-345-0511' Fax: 407-345-1282' www.simulator.com

Peter R. Underhill of Luton, Bedford
shire, England, former chairman of the
Popular Flying Association and former
editor of Popular Flying, has logged
2,500 hours during 22 years as a pilot.
He owns a Jodel D.140.

enjoyable handling of the original
design. D

A U.S. dealer, Europa Aviation Inc., is
located at 3400 Airfield Drive West, Lake
land, Florida 3381I; telephone 941/647
5355;fax 941/646-2877.

SIMCCJM
TRAINING CENTERS

Many potential Europa customers
who have flown only aircraft with tricy
cle gear may well have been put off
building one because of its unusual
monowheel arrangement, although
there is very little reason for such reti
cence. Now, however, these individuals
can choose a tricycle-gear version that
is equally as capable and as much fun
to fly as the monowheel, with the added
benefit of possessing excellent ground
manners. Fitted with a Rotax 912 (or
even a 914T) it should deliver the same
sparkling performance and thoroughly

Moon Taugl1t
Value of Good
Simulator Training"

Gene Ceman, Capt. USN, Ret.
Gemini/Apollo Astronallt,
Cessna 421 Owner/Operator

"After three trips into space and

two trips to the moon, you might think

that the ability to handle engine-out

instrument approaches to minimums
comes standard with the title of

astronaut. The truth is that no matter

what your level of experience is, there

is no substitute for good training - the

kind I get at SIMCOM. The classroom
and simulator sessions are terrific and

with only two students to one instructor

I definitely came away feeling more

confident about flying my airplane

and managing its systems."

Call SIMCOM before you make your next

simulator training decision. A free video

tour is available on request.

1-800-272-0211

stable and uneventful as its retractable

brother-although, being a slippery
shape, it requires the same degree of
advance planning. Flap speed is 83
knots, and the normal approach speed
of 60 knots is perfect (in no-wind con
ditions) to arrive over the numbers
and, with a normal flare, put the air
craft on the ground in a slight nose-up
attitude. I carried a touch of power
down final to control the sink rate,
rolling it off just before the flare. The
gear can absorb a reasonable amount
of sink with no worries.
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