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IN-SERVICE REPORT: AERO AT-3

The light fantastic

With the caveat that one tends to accentuate the astoplane, | fing it difficul ko be

5 LpE ; H kS entifely positive about the joys of
ﬂEgEt.'VE WhEn h'_'ﬁ'ii_".‘t."ng_ an ?Immﬁ review, Andf Raymﬂnd flyirg it berause | am also the aneresponsible
gives his in-service appraisal of the Aero AT-3 for fooking after the opesatian and

: maintanance of the plare, and thus | 2m

aculely 2ware of the problems thal exist on the
wound, 50 the cleb membéen wha tums up to
fiy on & fice day biigsiully unawsre af all the
background issues would probably paint 2
misch mosier — if not as informalive — 2 picture.
Howvever, these sxperiences should not go

n unsecorded, sawhat oliows is an appreciation
of what It is ike to operate an Aero AT-3 on @
AT.2 cluk,
¥ [ he shary begins some ong time ago whean,

having made e decision to buy @ VLA miainly
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far-eost reasans bt also o mest the
aepizations of the memoership, we chosa 1o
by the AT-3. These seroplanes ane
manufactured in Pofsnd with a delbeeny time of
free 1o sik monihs, aithough this may have
changed since we took cetivery in April of
2007, We chose the tiul’ version, which
seermied to bave ihe right balance between cost
and egquipmesit, Exlras selected were a Mode
Serealy transponder, a Unled canony and the
threa-bladed oropalles. In addilica, we chose
the besic paint scheme of whilts wilh e
riobon stripes along the fuseiage and fin; one
red and one silver. These are the club's
codours, and have been so since its inception
in 1931

It's warth nating hens that the_selection of a
cofour scheme shold be considered on he
basis of what 15 desiratle generslly, rEther han
what you llke. If you ae the peestn whio wil|
eventually be responsible for anlling the
machine, you may have a ‘haro fime
persuading a potential m@wﬁpﬁn udﬂﬂﬁ
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sold seroplanss with red fuselages snd silver
wings, and beleve me, it wasn't 253y

The sefection of this particular asroplans
was the result of trials undertaken at our nome
aprocrome o aimraft from two manufactunerns,
whers the club members tries the Tecnam
Slerra znd the Acra AT-3. Tha AT-3 was finaly
chosen as it was mnﬁﬂ'ad‘aﬂhpﬁmawﬂ

‘stightly more robust in the cluty en
So what's it been like?

As wilh all low wing seroplanes. you have
some advantage If you zre g tranes
cantcrionist when trying to gt inor out,
Getting in 1o the AT-2 involves climbing ooto
the wing, placisg your hand between the seat
backs and siepping into the footwell without
kicking the joystick or controls. This is not
a5y, and sOmEthing you might not like o
witness a refined 1a-l:ij.r ooing in very ferinine
clathes. ‘Hotwewer, atir oldest member is eighty-
nmm rnapaaajt unaided. Most find the:

adjustment. Cabin width 15 acceptable, but |
wouldn't wani to getin with somabody who
nas halincsis. Some aercplanes which are
corsidered ‘lesser’, such a3 the CTSW
miicrolight, have much bigeer cebins and ars
easier-to @t in foand out of a3 they have
mgn wings and gull wing' doors,

#ﬁwm*u?i%mm %ﬁ:ﬁm

unusual requisements. The Rotax cnging has
a dry sump, 5o in crder to check the oll level
the propeler has o be turned over several
fimes in the direction of rofation with the cil
filler cap off, until a-gurgle s heard. This
effectively pumps all the oil inte the remate
oil tank 5o that it can be measured, The
engine uses semi-synthetic oll manufactured
by Shedl called WSX 4 and is generally ussd in
matorcyches. Checking the fuel level involves
a combined dipper and filler cap placed
immediately in front of the canopy and
madlngm the single fuel tank_ The Rotex
engine is designed to nen on mogas but none
is-availabie at-our home aemdrome 50 We are
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obliged to use avgzs. This also means that we
change the oil every 50 hours rather than 100
haurs, as | understand the oil gets
cortaminated when wsing avgas. In addition
the exhaust is slung beneath the engine anc is
suspended with several coil sprifigs. Rumaur
has it that these springs get hot, fatigue and
hraak with monatoncus regularity. We have
had ane Break a0 far at about the S3-Rour
ergine-tima point. Anyway, these need ic be
chacked before every flight.

n the cockpit, those used o an American
asroplane will note the absence of both a
primer and & mixture conirel, In place of the
primer is 3 yvellow choke knob that has (o ba
pulled out when the enging is cold. Howewar,
there is a blus carburettor haal contred and a
brown il ‘healer cortrol not normally faund in
aeroplarss with Lycoming engines, [t's worth
merdioning here that the Rotax engine dossm't
seem 1o have the same susceptibility to carb
icing as other engines, possibly due 1o the fac
that the carbwretlors (there are two of them)
are mounted above the engine and are side
draught rather than updrawght as in the
Lycoming. Touching the Rotax inlst manitald
after flying will show you that it is hot from he
engine’s lzbours and theredors 50 is the
carburettor base, and presumabiy the butterdly,
The fact that the Rotax has a gearbox allows
s0me space betwesn the engine and e
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oropline that allows some space for the
carburetars without impinging on the cowling
ire. The brown oil neater control mearely
nlanks out 3 section of the cil coolzr and in
thieary enNCoUragss a nigher cil temperature
However, this seems fo have il sect an the
oil temperature, which spems to st
stubbamby just inside the green zre, if vou're

hucky

s gz ol the split type and are very

2 (more about this later): they are
controlled by a conventicnal lever that has two
pesitions, take off and landing. The throttle
confrol kas o plungers and is of the dreadec
Roiax type that has to have constant friction
applied lest it go to full throttis, Why, | 2sk?
Dne of the problems we experienced whan wa
first began to use the asroplane was thal we
couldn't get the ergine ta idle at the Filows
Dperating Handbaok speed even with the
plunger fully setracted, This encouraged pilois
to pull cver-neavily on e plunger and make
the whaole thing worse by stretching the cable
and thus prevesnting the carburettor idle
agjustrent sorews from reaching their stops
Would scmebody please explain why the
engine is designed fo go 1o full throttle if the
cable breaks or the frictian nut is released?
Haoned will this affect the n-cart e}
armangement if just one of the twd cabees
breaks?

Anyway, Paving startad the anging anc
waited a few minutes until the gauges show
green, texying is the next task. The AT-3 has
B castoring nose whee! and steering 5
achiaved by using the brakae pedals, to be
found in the normal place above the rudder
pedais. Steering along a relatively straight
taxiway can be achleved by use of rudder and
engine alone, but when undertaking sharp
camers the brakes must be used. A minor
Irritation is the propensity for pilots to nide’
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Left: rudder is light, effective and often nesded
Below: oil is changed every 50 hours when
Ui avEas

Right: Rotax engine is designed o run on
mogas, but icansed clubs must use fual from
an aviation source
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o b the hold 2
, making e wornde:
what the cos y replacir
pads will ba. The run-up is reasonahbly
comventional. Both magnetos are tested, zs
the carburettor heat, but a full power test is
required by the RC.H. This warries me, parthy
because the afarementicned cable might
snap when perhaps close to other machines
running-up for take-o 2 seripusly
because the aeroplane cert s nof lack
power when 2olo with little i :
I expariznced the locked wh
vet grass, partcularly the right
sibly because of the combined
right seat and the helix
peller, “5a don't run-up an
| hizar your all say, but

wetl grass, than

sometimes at grass fields there i no choice

The bubble-like caropy does allow an
excepiional view through almost 360 degrees
but it is advisable to wear dark clothing as the
1 o lighter colours on the canopy can

1 addition, the club's sales of
all eaps have incressed markedly
due 1o the sun beating dawn an the cccupants’
heads while flylng the AT-3.

The take-off and climb could b
described as eventful, due to the combination
of the castoring nose whes! and the effects of
= techniques have been
ent the asroplane tuming left when
ned, such as full right rudder

ing start, and varying the

full throllfe. Howsaver
dabbing the right brake, with its retarding
effect on the speed, seems to be Lhe oniy
solution to keep the aeroplans runnir E
straight. If the wind e only slighthy from the left

I
be irrifaling
whitz baseb

climbout, right nudcer nesds (o be kept onin
arder to maintain balanced flight, even in the
lett hand turn into the circuit. Best dimb speed

about the cotimum 1,00

Em. The aeropiane
will certainly achkeve greater rates of climb and
steeper angles, particelady when solo with

ittle fuel on board, but | Rave never seen the
nzed o achieve rates-of-chimb of more than
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1,000 forn in & club maching wnless your
intertion 15 to fright=n yolr unsuspecting
DESSengEers.

& word zhout operating the AT-3 on grass
airfields. Aniything other than smooth larmac
s@eems to have 2 detrimental effect on Lhe take-
off technique, particularhy if the prase is not
very snart and the ground is lumpy. | have
fried this many times and | hawen't yet found a
satisfactory technigus, The castoring nose
wheed will react 1o any slight imperfection in
fhe surface and take you where you dom't want
to go. | have pondered on this gresthy. A recent
club wisit to the RAF musewm had me
gxamining the tyre sizes of all of the pre-
second-world-war aermplanes and coming to
the conclusion that they all seemed 1o be at
east a foct in diametsr and generslly larger,
The current feshion for small wheels with
spats might be the problem, especially with
castoring nosewheels.

Depending on welght, the aeroplans will
crulse happily at betwesn 4000 and 5000
rpm ‘out turbulence will mean seemething less
then BOO0 rom will have to be wwed 1o svoid
exceeding the Maximum maroeuving spesd
of 112 knots. Journeys of much mors than ar
hewr i summer turbulence are tiring and

uncomfortabla, probizbly die to thie aeroplane's
ight weight and short stiff wings. The silerons
seam very stiff in the cruise but the pitch is
very light, as is the rudder. It s imporiant to
trirm the pitch as closely as possibie imoorder o
mairtair height station as the aeroplang musl
be fiown' at all times. 4000 rom will achieve
about 80-85 knots in reality whan flown by an
gverage club pllat, and not the pilot that seems
to live only tn aircraft szles literature, and
ahout 95-100 knots with the rpm et 2t 000
When undertaking long journeys (more than
thirty-eight minutes) jusl aver 5100 rom will
take you close to the maximum manceuving
speed. Howsver, 20 knots is a-mile-and-z-nalf
a minute and useful for pilot nevigation
purposes. Many clud PPLs seem 1o g2t all
aroused by machines that can allegedly
achieve breathtaking spesds and dream of the
day when they might realise their ambition,
wher in truth, all it will da is get them lost and
nto trouble quicker; they will aiso spend half-
an-hour when back cn the ground telling
now they saved 1e minutes on heir jourmey,
pecsyse their acroplane is fagier than yours.
Lewel s and climbing amd descending
anes are protty much converlionsl. However,
increases and decrsases in the thiottle setting

will have much more effect on the controls
thae say a PA-28, probably due 1o the
agronlane's comparative lighiness, IT's waorlh
ravisiting your textbooks before fiying the AT-3
as it exhibits all the characteristics you have
s2ad about when uncergoing training that the
vast majonty of American trainers have had
designed aut.

e thie scary hits. The stall in diferent
configurations is nothing 1o worry zbout, just
the normal sight juddering and screaming stall
warner and a tendency [ drop 3 wing cuile
genthy. A strange but wseful charactensic is the
tendency Far S aeroplane to roll wings level
when simuizting the stzll in 2 wm coto final,
This is praciiced at a safe height, of course
The AT-3 is nat chearsd for spinning or any
aerciatics, and of course is only 1o be flown
WFR and not at night. Simulated instrument
flyfng in e AT-3 is possible but not easy 1o
achieve gven in stable conditions

The initial aporoach is generally made at
between GO and 70 knots with the first stage
of fizp being lowered on base e and the final
stage a1 the last minuts on final, which is
flown &t 55 knots with the power left on al
Between 2500 and 3000 rpm. If the power =
saker off before tauchdown, the very effective

Left: author rates the Aero AT-3 highly and
tends not te want to fy anything eise

flags cormbined with the lack of inertia of the
aeroplzne will result in a hedvy landing as il
drops from the sky, Landing is something hat
wa have had problemds with &5 a club, as he
technigue is different from the PA-Z8s wa have
flawn for many years. Familizrisation gonerally
takes about two hours or mare. \We have also
twice expetienced scuf damage to the fnant of
the nose wheel spat due to porpalsing, If there
i5 even & slight crosswind from the left,
lancling ard roll-out is sonsidersbby more
difficult. ard as a conseguence we have a club
crozewind limit of 10 knote, As the sermplane
chors down in the rodl-out the reddsr becomes
less effective ard the mackine becomes maorne
suscegtibés to the wind and surface candition
5o using the rudder pedals and brakes 10 rest
your Feet on is not an option.

As the AT-3 is reletively new in this country
there ara few maintenance organizations with
ary experience that are authonsed 1
undertake maintenarce and repairs to the
type. However, just ataund the cormer (of the
London Contral Zone) iz White Waltharm and
the West Loncan Aera Club, whasa
mintenance wing are now our parners in
Incking after 1he plane. One pood aspect of the
Ratax engine is the cost and availability of
spare parts, As our aeroplane is certified as a
WLA, every part that we use has to have the
aceampanying paperwork which, slthough it
attracts 3 small premium, costs a fraction of
that of & Lycoming. The bits are readily
availanle usually by post from “Skydrive’. Other
bits for the airlrame ard uncercarmage are
available from Trevor Archer of S2T Aviation,
the fbype's importer.

In summary. .. | did begin this article by
saying that | always find it difficult 1o be
positive about aeroplanss 1 have hiown
However, although | find the aeroplans
challenging to v, it is still 2 grest joy and 1
{erd not to want to fly anything else. The cast
af fiying the AT-3 is. 15% less than our Warrlar,
which is obviously anather atraction.

*dndy Raymaond is charman of the Fairnass
based London Transpart Fiying Clul. W
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