












Visibility In the Dlmona Is excellent-Its
bubble canopy provides a window to the
world. With Its wings folded against the

fuselage, the Dlmona shrinks to 7 feet
wide.

plished from 400 feet agl, even if the
propeller is left windmilling.

Climb might seem lethargic to Learjet
pilots, but it is clearly superior to a Cess
na 150.Usually, at 1,000 feet agl or so, the
Dimona can be pitched over to level
flight, accelerated to 60 knots, and the
propeller shifted to cruise- pitch position.

Changing propeller pitch in flight is
performed similarly to the ground check:
The rpm is reduced to 2,000, and the 0
handle is pulled out an inch or two until
the rpm drops and then released. Flying
the Dimona with the propeller in cruise
position is much like driving a manual
transmission automobile in overdrive.

After shifting to high pitch, the nose is
lowered and the motor glider is acceler
ated to about 65 to 70 knots in order for

the rpm to increase into the power band
where it can climb again.

Transitioning from climb to cruise is a
bit of a balancing act. Marginally pow
ered airplanes and motor gliders with
high-pitch propellers typically need fi
nesse in accelerating to and maintaining
their optimum cruise speed. Book (and
actual) cruise speed at 75 percent is 98
knots. Fly sloppily, however, and the
speed is just as likely to settle in the 80-to
83-knot range.

In cruise, the Dimona's already-excel
lent climb visibility becomes astonish
ing, more like a Robinson R22 helicopter
than an airplane. There is a downside.
On hot sunny days, the vast canopy bub
ble provides scant relief from the heat.

Stalls, as with most sailplanes (which
are routinely flown very close to the edge
while thermallingJ. are benign: a non
event, at a blistering 38 knots. Spins and
aerobatics are prohibited. Flown in a
long cruise descent on a calm day, the
Dimona is clearly aerodynamically
clean; it feels swift, stable, and safe, sug
gesting that it could cruise much faster if
80 horses were actually on the team.

Comfortable and efficient when
used as an airplane, the Dimona has
quite another side. With its 27:1 glide
ratio with the propeller feathered, it
has the potential to be a usable
sailplane. But the question is begged:
Is the Dimona's relatively high 3-feet
per-second (fps) sink rate an accept
able compromise?

Understand that sailplane perfor
mance is largely measured by three
parameters: minimum sink rate, opti
mum glide ratio, and the ability to
penetrate. Effectively, a sailplane is al
ways in a descent (except while on tow
or during a "stick-thermal"). To climb,
the sailplane must be flown in an air
mass.that is rising at a rate greater
than the sailplane's minimum sink
rate.

If thermals are rising at 3 fps, and
the sailplane is descending at 3 fps,
the net effect is called zero sink, where',
altitude-if you are very good-can be
maintained indefinitely. To further
understand the significance of mini
mum sink rate, it's worth recognizing
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Mostly, I hope for a wind straight down
the runway. Crosswinds are the Dimona's
nemesis.

i Links to
additional

information about

motor gliders
may be found on
AOPA Online

(www.aopa.org/
pilot/ links.shtml).

that in a 4-fps thermal, a sailplane with
a 2-fps minimum sink rate (like that of
many contemporary sailplanes) has
twice the effective rate of climb as one
with a 3-fps minimum sink rate.

When thermalling in the Dimona, I
reduce power to about zero thrust or
idle, and let the engine cool while I
evaluate the soaring conditions. When
I am comfortable, I bring the throttle to
idle, turn off the magneto switch, and
pull the propeller-pitch handle all the
way out to feathered position and then

twist it slightly counterclockwise to
lock it. After an hour or two of Dimona

experience, the feathered propeller ef
fectively disappears from your horizon,
and the ungainly appearing main land
ing gear cannot be seen from the cock
pit without leaning far forward. It does
n't take too long to forget that you aren't
in a "real" sailplane.

If I need a relight, it's simple: mag
neto switch on, throttle cracked, pro
peller unfeathered. A touch of the
starter button is usually required to
start the propeller turning. The engine
windmill-starts in a 70-knot dive.

A typical flight in the prevailing
conditions where I live requires one
relight before I have worked far
enough west to get consistent lift.
Then it is a matter of concentration to

continue climbing to 10,000 or 12,000
feet. After an hour or two of playing,
I'll break off and head back home.

SPECSHEET

Specifications
Powerplant.. ....Limbach L-2000 EBI. 80 hp @
3.400 rpm

Recommended TBO 850 hr

Propeller Hoffman two-blade. three-position
Length 22 ft 6 in
Height.. 5 ft 9 in
Wingspan 52 ft 6 in
Wing area 164 sq ft
Wing loading 10.24 Ib/sq ft
Power loading 21Ib/hp
Seats 2
Cabin length 44 in
Cabin width 43 in

Cabin height 36 in
Basic empty weight 1.236 Ib
Max gross weight.. 1.698 Ib
Max usefulload .462 Ib
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From that altitude, arriving a couple
thousand feet above the airport from
20 or 30 miles out is a piece of cake.

I often close the cockpit window
vents at altitude for a significant reduc
tion in cockpit noise. Then the residual
slipstream sounds, at 72 dBA-the
same as my van at an identical "indicat 
ed airspeed."

Somewhere during approach, I restart
the engine. It wouldn't be smart if I had to
do a go-around and hadn't bothered to
have the engine running.

Motor gliders are typically flown on
approach like unpowered sailplanes. I
enter on downwind at low power setting,
"shift down" to flat pitch on the pro
peller, turn on the boost pump, bring the
throttle to idle, slow and trim for 51
knots airspeed, then start using the
spoilers opposite the point I wish to
land. The spoilers (air brakes) may be
used in a manner similar to the throttle
on a powered airplane: Start half-de
ployed, modulating them to adjust for
the desired glidepath.

Landings, says the book, should all be
three-point. None seem to be graceful
because of the stiff landing gear. Best
success seems to come from touchdown

with about half-spoiler deployment,
which reduces the tendency to float, and
not chasing the flare with the spoilers.

Mostly, I hope for a wind straight
down the runway. Crosswinds are the
Dimona's nemesis. Since the tailwheel is

Hoffman H 36 Dimona
Price as tested: $40,000 to $60,000

Max payload w/ full fuel 336 Ib
Fuel capacity 22 gal
Oil capacity 3 qt
Baggage capacity 27 Ib

Performance
Takeoff distance. ground roll 679 ft
Takeoff distance, over 50-ft obstacle 1.184 ft
Rate of climb. sea level 532 fpm
Max level speed. sea level 113 kt
Maneuvering speed 95 kt
Cruise speed/endurance w/45 min rsv. std
fuel (fuel consumption). 5.000 ft

@75% power 97 kt. 5.5 hr (3.95 gph)
Demonstrated ceiling 18.045 ft
Landing distance. ground roll 643 ft
Landing distance. over 50-ft obstacle 1.228 ft

directly coupled to the rudder, any
crosswind correction at tailwheel touch

down results in the motor glider heading
in whatever direction the rudder is dis

placed. The solution voiced by a former
Dimona owner was to carry lots of gas: If
faced with landing in a crosswind, fly
someplace where you can land with the
wind in your face.

While the Dimona's sink rate does

compromise climb performance, I found
that motor gliders are a good tool for
learning soaring. They simply provide an
opportunity unavailable to the unpow
ered-sailplane pilot to leave the vicinity
of the airport to search for lift and to ex
periment with technique without inordi
nate concern for getting to a place for a
suitable landing.

I have no doubt now that I'll sign on
with Setright when it comes time to burn
my last gallon of petrol. I'd hope that my
gallon was Setright's larger British gallon
rather than our domestic measure, so,
perhaps, I could squeeze in two flights.
Perhaps I'd opt for a Stemme SI0-VT
instead of my Dimona, for virtually

uncompromised
soaring perfor
mance. After all, if
what I was burning
was truly the
world's last gallon,
I could probably
afford a Stemme
then, as both vari

ants would only be good for bonfires
after I was finished. /CPA

Michael L. Stockhill, AOPA 1122590, of
Polson, Montana, is a retired investiga
tor for the NTSB. He owns both the Di
mana motor glider and a Piper Aztec.

Limiting and Recommended Airspeeds
Vx (best angle of climb) .46 kt
Vy (best rate of climb) 51 kt
VNO (max structural cruising) 103 kt
VNE (never exceed)
Sea level 149 kt
20.000 ft 119 kt

VS1 (stall. clean) 38 kt
Vso (stall. in landing configuration) 38 kt

All specifications are based on manufactur
er's calculations. All performance figures
are based on standard day. standard atmos
phere. sea level, gross weight conditions
unless otherwise noted. Data is not available
for demonstrated crosswind component.


