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Chairman’s Chunterings

HypeR comes a big step closer

A

s I write this, we have put in the
airworthiness submission for the HypeR,
which is a major achievement in itself as it
is a massive amount of work, and now are dealing
with technical queries.
It is probably worth mentioning that the whole
concept of the HypeR was developed in response
to a market survey, carried out in 2014, among the
P&M owner and instructor community on what
characteristics our next-generation machine should
have. Overwhelmingly, the main requirement was
for more cockpit room, greater luggage space and
adjustable seating.
As result of this input, Bill and the team set
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about developing the aircraft
in late 2014. Following
extensive design work, proof
loading of the structure, drop
tests, and so forth, the first
machine was built and test
flown in time for the 2016
Popham show in May but only
after a considerable amount
of midnight oil was burnt, by Bill and others.
However, we made it by the skin of our teeth.
The reception at Popham was generally very
positive indeed, apart for the chisel front nose,
which raised considerable adverse comment.
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 Needless to say, the aircraft flew exceedingly
well, straight out of the box. The trike exhibits a
really clean design and that enables it to turn in an
impressive speed range. Since Popham, we have
remodelled the front nose and have tried to clean
up the exterior as much as possible, as well as
making a number of other minor modifications. As
a result, the revised aircraft was very well received
at the Flyer Live! show in December and it also now
flies even better.
Again, all of this is a testament to the skill and
knowledge that Bill has accumulated in over 30
years of designing microlights. (You can read about
one of his earlier innovative and interesting designs
elsewhere in this newsletter…)
We continue to grow the team and although,
sadly, Michelle has now moved onto pastures
new and Jessica is on maternity leave, we are
delighted that Jo Mason has joined us and is now
the prime point of contact for spares. Jo is new to
the industry but is learning fast (as well as trying to
organise me) and is being ably supported part time
by Mat Cable. To ensure the quickest response,
please for parts requests, it would really help if
customers send emails to spares@pmaviation.
co.uk in the first instance, as we all have access to
that email address.
Despite the manic nature of my job, one of the
highlights is meeting so many interesting owners.
This has included one who teaches Elle Macpherson
to ski – it is a hard life and I guess somebody
has to do it. But I have to say, he didn’t look too
unhappy about it. We also enjoyed a recent visit
from a really delightful Italian, Daniele Borciani,
who drove all the way from Italy to have his GT450
wing serviced. The wing was serviced and a custom
colour new sail made and fitted in record time.
After three days with us, he set off on his two-day
drive home, a happy pilot.
We are trying to communicate better and more
effectively, so please do follow us on Twitter and
Facebook, as we will be putting up special offers on
social media. We plan to use it more extensively
going forward, including information on service
bulletins etc.
Looking forward to 2017.

P&M HypeR
Vital statistics
Engine

13m2

Trim speed

55-95mph

Empty weight
(with BRS parachute)

260kg

Empty weight
(without BRS parachute)

248kg

Max take-off weight
(with BRS parachute)
Max take-off weight
(without BRS parachute)

450kg
105mph

Never exceed speed

120mph

Stall speed at MAUW
Rate of descent at MAUW
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472.5kg

Max speed straight and level

Rate of climb at MAUW

4

Rotax 912ULS

Wing area

39mph
1000ft/min
410ft/min
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G-BZIM in the sun at Vagar airport

Near Kalsoy in the north-west

Fugloy, the most north-easterly island. To my right is open ocean and the North Pole

Michael Stalker on his
(first) flight of a lifetime

I

’d had my licence less than a year when I started
planning the trip to the Faroe Islands in my
Quantum. The idea came from a discussion with
a fellow Strathaven pilot about flying to St Kilda,
but as this idea faded, I looked for an alternative
challenge. Using Google Earth, the Faroe Islands
was the obvious destination.
I knew almost nothing of the islands. I knew
where they were, that was it! Google, as ever,
provided much information and by subscribing to
6

Spring 2017

the Faroe Islands podcast, my desire to visit these
unique islands grew. The population of all the
islands is just over 48,000, but the country has
around 70,000 adult sheep!
Getting permission was mostly painless. The
islands are an autonomous country within the
kingdom of Denmark, so the Danish Ultralight
Flying Association (DULFA) was my first point of
contact.
However, although DULFA can provide approval
for UK microlights to fly in Danish airspace, it
was unable to assist a flight to the Faroes; the
association pointed me to the Danish equivalent
of the CAA, Trafikstyrelsen, as my next point of
contact.
Trafikstyrelsen wanted full details of my licence,

insurance, permit to fly, intentions, fuel and weight
calculations with zero and 20kt headwinds, and
more! Due to the expectation that the flight would
take 4h, I also had to provide diversionary plans,
should Vagar become fogbound. That was simple,
any field or road would do!
My comprehensive reply resulted in permission
granted. There are two route options to the Faroes,
one via Wick, the other via Stornoway; I chose
Stornoway, because the winds were directly from
the south, providing the greatest benefit for the sea
crossing.
An incident close to Tarbet and a lower than
forecast cloudbase resulted in my journey to
Stornoway (hugging the coastline), taking far
longer than planned and I arrived at Stornoway

just 15 minutes before the airfield closed, at 1900.
However, the unplanned overnight in Stornoway
left me re-energised for the water crossing and
next day, I departed Stornoway just before 8am.
I remained in contact with Stornoway air traffic
until clear of the northern tip of Lewis. At 2000ft I
was unable to raise Scottish control, but I listened
out anyway. A few attempts to call my colleagues
at Shanwick Oceanic were also fruitless, so I
settled back to enjoy the flight – 200 miles over
water, from the northern tip of Lewis to the most
southerly island of the Faroes, 3h over water.
Three hours of fear and boredom? Actually
nothing could have been further from the truth.
Fear, if it ever entered my head, was dismissed

in a fraction of a second.
Spring 2017
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City of Torshaven

The main
inhabitants,
sheep!

Remote village of Vidareidi



With music playing, blue sky above, the blue sea
below, it was blissful, hands off, relaxing flying. I
had purchased two immersion suits for the journey.
The lighter, less restrictive suit I used while flying
around the Faroe Islands, while the second, which
I wore during the longer water crossings, was an

Unknown to me, Vagar had made
numerous calls – the islands and my low
height had blocked line-of-sight radio
communication with the tower
orange “Mr Blobby” style full-immersion suit,
suitable for longer periods of immersion, as used in
the North Sea oil rigs (supposedly).
I was also equipped with a four-man liferaft,
flares, PLB and other required safety equipment.
All thankfully, not needed.
I had decided to try some whale and dolphin
8
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hunting, so I was constantly scanning the mass of
blue below. I flew at heights between 400ft and
3700ft, but mostly around 1500ft.
Even with a relatively calm Atlantic Ocean and
a low and slow flight, I never did see any whales.
A pod of dolphins were seen playing north of Skye
on my return flight though.
I had one close encounter with a fishing trawler,
decending to 500ft (cough) to do the customary
wave, to those below.
At 61˚N, 210 miles into the flight and almost
100 miles from Vagar, at 2000ft I attempted
contact with Vagar Information. To my utter
surprise, they answered! I gave my position
and ETA. “Report again in 30 minutes” was the
response.
I’d been watching a growing cloudbank in the
distance, but slowly I could see this cloud was
actually forming around the southernmost island,
Suouroy. Another call to Vagar followed, confirming
my closing position. Approaching Suouroy, I

decided to get a closer look. The direct course to
Vagar would take me further out in the depths of
the Atlantic, so getting closer to land made sense.
Also, the cliffs and the scenery!
Unknown to me though, Vagar had noticed
me disappear off their Icelandic fed display and
had made numerous calls to me – the islands and
my low height had blocked the line-of-sight radio
communication with the tower.
Eventually a relay from one of the oil
rig helicopters provided the FIS officer with
confirmation of my continued existence!
Speaking to him later, he explained that he
hadn’t been too worried, as he had seen me turn
towards the island, but he wanted to check if I had
developed a problem.
I was asked to extend my approach to allow an
Atlantic A320 to get in ahead of me, which I gladly
did, allowing a very long slow approach to runway
13. Vagar airport’s runway is upsloping towards
the middle, from both ends. Runway 13 sits at

the end of the Fjordloping fjord, above the fishing
village of Sorvagur, with high terrain either side
of the approach, particularly to the north side. All
the approach charts warn of possibile moderate to
severe turbulence in the right (wrong?) conditions.
I encountered none, thankfully.
The landing wasn’t my best, I dropped the last
foot, as the up-slope gave a false visual perception
about my height above the runway, but who
noticed? ATC directed me to the avgas fuelling
point, the location where my microlight would be
parked for the next three nights.
At 60mph the 300 mile flight should have taken
5h, but the actual figures for the 307 miles from
Stornoway were 4h 4min block to block, 3h 48min
airborne. I had made it!
I was immediately met by the refueller who,
judging from other reports I’ve read about flying
into the Faroes, fills that role most of the time.
He filled the tank, and then some more! During
this process he asked where I was going. My reply 
Spring 2017
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“The BZIM” bedded down for the night

Vagar tower

Stunning Fjords, mountains and cliffs

 of “nowhere, I am staying here” was met with
a further question: “Tomorrow you go where?
Iceland then Canada?”
Nope, “I’m staying here.”
“But then you go to…”
The police and customs officer, firemen and
baggage handlers all asked the same question.
All seemed surprised that the only reason I was
there was to fly around their Islands and then
return home three days later. Clearly I was doing
something out of the ordinary.
I had booked two nights in Torshaven and
two nights at the airport hotel but my unplanned
overnight in Stornoway meant I now had only
one night in the capital. I hired a car to get to and
from the airport and do some sightseeing, and the
next day, day three of my adventure, I visited the
ATC tower where the duty officer explained their
operation.
There is no official radar or air traffic control on
the islands. The airspace is in class G and an AFIS is
10 Spring 2017

provided by the duty FIS officer. However he also
provides a traffic information service for aircraft
within a certain area of the islands.
The islands are within the BIRD FIR and
Reykjavik provides the tower with a feed for
aircraft within its vicinity. This data feed cannot be
used for control purposes though, only to provide
traffic information.
I informed the newly appointed FIS officer of
my plan to simply fly around the islands. He briefed
me that, due the amount of helicopter traffic going
between the islands, and due to poor RT coverage
because of the terrain, he would require me to
make a position report every 15min. It was stressed
to me that if a call wasn’t received within minutes
of the expected time, an SAR helicopter would
launch without a second thought. They don’t play a
waiting game – good to know!
The apron and airfield were surprisingly busy
at times. Helicopter traffic to oil rigs (S76s), local
helicopter traffic to islands and remote villages

(Bell 214s), sightseeing helicopter flights, as well
as scheduled Atlantic airways flights and Danish
military DA20 training flights.
My first flight around the islands was in an anticlockwise direction, simply due to departing run
way 13. The scenery is stunning and the main town

It was stressed to me that if a call wasn’t
received within minutes of the expected
time, an SAR helicopter would launch
without a second thought
of Torshaven was colourful with many painted
homes, some with grass roofs rather than slate.
As required, every 15min I would climb to make
contact with Vagar tower.
Approaching the village of Klaksvik, I heard a
helicopter making a call and then reply “It’s OK, we
have him on TCAS, he is clear of us”.

My ADSB set up was proving to be very useful.
The 3h 40min flight went without a hitch and
was simply amazing! Weather and flying conditions
were perfect and the landscape stunning – it
reminded me of the best of Skye. With the turn
of every corner, another jaw-dropping panoramic
vista feasted the eyes.
Now based at the airport hotel, I awoke
Thursday morning to low cloud and drizzle. This
allowed another visit to Torshavn by car for some
touristy souvenirs. By late morning conditions
had improved, so I was soon heading back to the
airfield, itching to get in the air.
As before, I went to the tower to advise of my
intentions, and found the ATC manager present.
He asked to see my approvals from the Danish
CAA and recorded the details, just in case he ever
received a visit from his bosses. We had a good talk
about my flights and the microlight.
Due to my ADSB, and being seen by the
helicopter TCAS the previous day, the requirement 
Spring 2017 11

    Faroes

Vagar airport

Colourful Torshaven

Saksun’s beauty

 to report every 15min was relaxed to 30min. They
had also been watching me on FlightRadar24!
This time I headed west towards Mykines, an
island famous for puffins and gannets. Very aware
of the birds, I remained high and far off the cliff
line, negating much sense of just how many birds
nest here. I then turned north and rounded the
main island of Stremoy, turning south-east towards
Torshaven. This flight was shorter, lasting just 2h,
but it was getting late in the afternoon.
Back on the ground, the airfield was deserted
by the time I had tied down the microlight. As
before, to get landside, I headed for the customs
hall. Although it was possible to enter the hall from
the apron, I found it deserted of any security, and
the doors to the concourse locked. Trying to get
back airside was impossible, as the doors only open
when someone enters from the apron. I was stuck!
Calling out, knocking on the windows, brought
no joy. My mobile had no signal, so that option was
useless. After what seemed ages, I saw two airport
12 Spring 2017

staff crossing the other side of the apron. Calling
and banging on the window went unnoticed.
Remembering the green laser I always carried.
I pointed it in their direction, quickly got their
attention, and before long I was on my way again.
With a forecast of winds directly from the

The Faroe Islands is one of the most
stunning locations in Europe – the scenery
is absolutely out of this world. I’m sure one
day I’ll go back
north the next day, Friday, I planned for an early
departure. The weather was also starting to
deteriorate compared to the previous days, but
south of Stornoway was forecast CAVOK.
I made a final visit to the tower, where the FIS
officer warned of a solid cloud layer to the south,
as I’d expected. I told them I’d probably go below.

Knowing south of Stornoway was cloudless
brought another option to mind. I departed Vagar
at 9am, hoping to fly close to the most southerly
island, but on approach I encountered extreme
turbulence, so I moved quickly offshore to a more
direct track to Stornoway.
With the cloud layer ahead, I descended with
the base, but realising I didn’t know whether
there was sea fog or mist, I changed my plans and
informed Vagar I was climbing above the clouds.
Most of the remaining journey was at 50006000ft, above a mostly solid layer of cloud. To one
side I could always see breaks in the layer, but I
was not sure how useful that would be, should a
problem arise!
At 61˚N I said my goodbye to Vagar and tried
to raise Scottish. No joy. I eventually made a
position report on 121.5, relayed by a BAW flight,
but although I could hear Scottish, they couldn’t
hear me.
Around 50 miles north of Lewis, I decided to go

down through one of the holes in the cloud layer.
I descended through a gap to 500ft, discovering a
dark, gloomy and unwelcoming scene, and quickly
climbed back up to the bright scenery above, glad I
hadn’t tried staying under the clouds.
Eventually I was in contact with Stornoway,
who reported the cloudbase to be 500ft, though
visibility was good. Sighting land below, I dived
though a gap in the clouds and continued low level
to the airfield.
A quick refuelling, a bite to eat and I was on my
way again, arriving back at Strathaven by 1915, just
over 10h after my departure from Vagar.
The Faroe Islands is one of the most stunning
locations in Europe and in terms of landscapes, the
scenery is absolutely out of this world. Everyone I
met couldn’t have been friendlier and I’m sure one
day I’ll go back.
My next “trip of a lifetime” will take place in
April 2018, when I fly my Quantum from the east
coast to the west coast of the USA.
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Absolutely FABulous
FAB stands for Flight Around Britain – and
the 2016 flight lived up to its promise, as
expedition leader Kat Janes explains

F

lying for Freedom (FFF)
works in partnership with
Help for Heroes to teach
wounded, injured and sick
(WIS) military service personnel
and veterans to fly flexwing
microlights.
Learning to fly is used as
a recovery tool as part of
their physical and mental
rehabilitation. We also conduct
expeditions to give our qualified
pilots experience and to take

FFF team encampment at Dunkeswell
14 Spring 2017

our message on the road… our
ultimate goal is to be the first
team to fly flexwings to the
South Pole.
P&M has supported FFF
for many years and has fitted
adaptive controls to allow
individuals with varying
disabilities to fly. As well as
the traditional footbrake, an
additional handbrake has been
added to allow braking by
individuals who have either

limited or no leg movement. A
hand throttle allows independent
control of the aircraft by
the disabled pilot. What is
fundamental is that once
adaptions have been made to
the aircraft, gaining a NPPL is
well within the reach of disabled
pilots. To date seven individuals
have qualified as flexwing
microlight pilots through FFF.  
Last year we challenged
ourselves to fly the coast of the

UK, which we achieved in just
10 days. This year I took on the
task of Expedition Leader for
Fly Around Britain 16 (FAB16)
which required a large amount
of work, including planning
the route, ensuring we had
aircraft and pilots available and
ensuring we had ground support
at each location. This was an
unprecedented expedition which
had four aims:
 to fly a route around the

UK, incorporating both John
O’Groats and Land’s End;
 to give air-experience flights
to other WIS personnel;
 to host the film showings of
last year’s expedition UK;
 to raise funds and promote
the organisation.
We departed Cotswold Airport
on 3 July, aiming to return to
Kemble Flying Club two weeks
later. The route commenced in
the South West, achieving the
Land’s End “tick” and flying a
number of WIS personnel who
were under the care of the
Plymouth Recovery Centre at
Dunkeswell Airfield.
At Dunkeswell, P&M’s Dr Bill
Brooks managed to find a gap in
the near solid low cloud cover
to fly-in in the HypeR for a visit.
The following day we flew anticlockwise, stopping at Thruxton
racing circuit where Bill Brooks
and Andrew Cranfield once
again visited the team, finding
time in their busy schedules to
give a quick service and some
maintenance to our three P&M
microlights before the team
embarked on the journey north.
The following days saw the
team fly into airfields near the
other Help for Heroes recovery
centres, including Earl’s Colne in

A low pass from the PulsR to clear dog walkers off the strip…

Essex, East Rufforth near York,
Eshott in Northumberland, and
Perth. From Perth we completed
another goal of flying over John
O’Groats, on 13 July.
Nearly two weeks after
departing Kemble, the team
returned down the west coast
of the UK, arriving at Cotswold
Airport on 16 July having
completed all their aims. More
than 50 WIS personnel had been
given the experience of flying in
a flex and the unforgettable thrill
of travelling in an open-cockpit
aircraft.
This was also the first time
WIS personnel who had gained
their NPPLs with FFF had flown
other WIS individuals. Some
of their passengers had been
through terrible periods in their
lives, suffering with physical
disabilities, emotional injuries
and post-traumatic stress
disorder. The reaction from all of
the passengers was excellent and
a number expressed an interest
in learning to fly with us.
One individual in particular
we will always remember. When
chatting after his flight, he said
that he hadn’t really left the
house for three years and it was 
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Head-on shot of the PulsR

 the opportunity of flying in a

Stopping for lunch at Dornoch, Scotland en route to John O Groats. Two
QuikR GTs (nearest the camera) and a PulsR took part

The author supervises a “junior pilot”!
16 Spring 2017

flexwing which had motivated
him to leave the comfort and
security of his home. We hope
that the experience the team
was able to give him, and others
like him, will help in some way to
change their lives for the better.
The expedition was filmed
throughout and the team’s
daily experiences can all be
seen on our YouTube channel,
by searching for “Flying for
Freedom”.
If you’d like to help FFF
provide flying training for
disabled service personnel and
enable future expeditions, please
see www.flyingforfreedom.org or
follow us on Facebook, Instagram
or Twitter –just search Flying for
Freedom. Alternatively, email us
at james.harris@fly2pole.com.
For the perfect Christmas
present, you can also support
us by buying A Wing and Prayer
– the DVD of the FFF 2015
Expedition. Only £14.99 and with
all profits going to FFF, it’s full of
humour, hair-raising moments
and stunning aerial filming – a
must for every microlight pilot!
Please email sheronharris@
me.com to order.

Footlaunching
from the flat
P&M’s chief designer Dr Bill Brooks looks back at
the early days of adding power to a hang glider –
the Cloud 9 design

I

n the beginning, we just wanted a means of
getting a hang glider into the air from flat land
so we could thermal soar. Initially, we thought
the CAA would turn a blind eye to this activity as
the aircraft were footlaunched. However, adding a
small two-stroke engine to a hang glider airframe
was problematic.
One basic problem was that with the thrustline

high up on the wing keel and the increased mass
there, dynamic pitch stability was compromised.
If the glider encountered a gust and then stalled,
then the aircraft would rapidly rotate in pitch
around the pilot if power was left applied, tumbling
end over end and breaking up.
My solution to this was to increase the pitch
damping by designing a canard layout where the


Photo Adding the engine on the tail, this is the first flight from flat ground, Finmere, 1981.
Note the cine camera on the nose, no Go-pro then. My home photography has given it a 1903 look
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 foreplane had enough tail volume (area x moment

I transported it on my Reliant because I only had a motorcycle licence…

…and test flew it at Quainton hill. Note the cable trailing edge and curved
leading edge, also the control cord from the harness to the foreplane
18 Spring 2017

arm) to stop tumbling. I designed this machine
through a series of flying models which were
published in the Aeromodeller in June 1980.
The full-size aircraft, called Cloud 9, was
powered by a Stihl 98cc chainsaw engine delivering
about 8hp. It had a glassfibre gearbox with a 3:1
reduction gearing, torsional vibration absorber
and slipper clutch. It was started by swinging the
propeller.
I built the aircraft, which weighed about
40kg complete, at the Chargus hang gliding
company when I was working there on a sandwich
placement from Lanchester Polytechnic. I test
flew this machine for about 20h, including to my
lecturer’s house for breakfast. I got a first-class
honours degree, though they were surprised it was
not posthumous.
A conventional canard has the CG arranged
so that the foreplane always operates at a higher
lift coefficient than the mainplane. With this

configuration, approaching the stall, the foreplane
stalls first so that the mainplane keeps lifting.
However, for footlaunching, I needed both surfaces
to stall so as to do a fully flared stand-up landing.
To do this, the foreplane was connected to my
harness so that as I moved my weight back, the
foreplane incidence increased. Unfortunately, when
flying into a thermal the nose would go up and my
weight would go back, with the airspeed dropping
off to nothing while I struggled to get my weight
forward again.
Roll control was achieved by slot-lip ailerons
on the wingtips which were operated by sliders on
the control-frame basebar. In smooth conditions,
it was pleasant to fly, though the power was very
marginal.
Cloud 9 was a very interesting design, but too
quirky and complex to be commercially viable. Its
last flight was in the Worthing Birdman contest in
2010; it flew as well as it always did, but then went
to the bottom like a diving duck…

With a high aspect ratio and no sweep, it had a good glide
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