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The TURN AND BANK is the monthly publication of RAAC
Chapter 85 and is intended to keep members informed as to the club’s
activities, and to promote safety and technical excellence in the field
of sport aviation. No responsibility or liability is assumed, expressed
or implied as to the content of articles contained in the Turn and
Bank: the intention is to provide a forum for discussion and exchange
of ideas.
Newsletter contributions should be mailed to George Gregory,
19470-88th Avenue, Surrey, B.C. V4N 3G5 no later than the 12th
of each month. Business Fax is (604)-469-3495. Please remember to
indicate "attention George Gregory" on your fax. Contributions can
be e-mailed to George at:
gregdesign@telus.net
Enquiries to the Membership Chairman should be mailed to
Rob Prior, 3032 Carina Place, Burnaby, BC, V3J 1B5

For inspections of Amateur Built Aircraft Projects contact the
MDRA Inspection Services , ph. 1-877-419-2111
fax 1-519-457-0980 email: mdrainsp@on.aibn.com
Regular Meetings are held on the first Tues. of each month at
20:00 in the clubhouse:
Delta Airpark, 4103-104th Street Delta, B.C. Clubhouse
phone: 596-3644
Mailing Address: Chapter 85, RAAC
c/o Delta Heritage Airpark, 4103-104th St.,
RR#3, Delta, B.C. V4K-3N3
Executive meetings are on the third Tues. of each month at
19:30 in the clubhouse.
Chapter aircraft pilots, mail cheques
(Payable to RAAC Chapter 85) to: Tedd McHenry
RAAC National Homepage:
http://www.inforamp.net/~raac
RAA Chapter 85 Homepage:
http://www.b4.ca/raa_85
Delta Heritage Air Park Homepage:
http://home.istar.ca ~bb4
Source for CARS and Chapter 549 Airworthiness Manual:
http://www.aerotraining.com
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The
Impossible
Turn
reprinted from a
NavCanada Safety Letter

In a 1982 paper presented to the AIAA
20th Aerospace Sciences Meeting in
Orlando. Florida, Mr. David Rogers contended that the turn-back manoeuvre can be
successfully completed provided that you
are expecting the failure and have received
training in the correct flight profile. He conducted a series of simulator and airborne
trials to prove the point. Using 20 pilots of
varying experience, he conducted a series
of tests from a 3000 foot runway, both in a
simulator and airborne.
During the first series, the pilots were
not prewarned that the engine would fail
at 500 feet. Eightyfive percent successfully
landed straight ahead. Of the three who
attempted the 180, two “died” in the classic
stall/spin. One reportedly was successful.
Trials were then conducted with the
pilots prewarned of the impending engine
failure and using either 30 degree or 45
degree bank turns for a 210 degree heading
change to return to the departure runway.
The trial contended that a 45 degree
bank turn, just barely above the stall, is
the most efficent manoeuvre. However, it is
also a very high risk that leaves little room
for error. A light wind-gust could easily
result in the fatal stall/spin at an altitude
from which there is no time to recover (the

The Chapter’s second
aircraft carrier trailer
is for sale. It’s a gem!
$480 or best reasonable offer. It’s at John
Keon’s place
16301 - 20 Ave.,
Surrey
ph. 536-8589 or call
Jim Hunter at
576-2678.
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simulator and limited airborne tests were
conducted under calm conditions - not all
that common in real life). In addition, the
simulator tests provided data only for airspeeds, altitude and bank angle. No data
was provided for distances covered over
the ground during the manoeuvre, either
for the simulator tests or for the tests at altitude.
Nevertheless, with prewarning and
training provided to the pilots, the 30 degree
bank simulator tests were claimed “successful”, as were the tests at altitude. But
the low level airborne trials were not. The
results revealed that the “test” pilots had to
add power the the “failed” engine, or else
they would have touched down 200 to 300
feet short of the runway.
The 45 degree bank trials were also
claimed as “successful” both in the simulator and at altitude. But again, no ground distance data was provided, and therefore, this
data is suspect. No 45 degree low level airborne tests were attempted, or if attempted
they were not documented in the presentation. Perhaps no pilot was brave enough to
try.
There are many options in dealing with
an engine failure after takeoff, depending
on the length of the departure runway,
the surrounding terrain, and the altitude at
which the failure occurs:
-landing straight ahead on the remaining runway available;

-landing on a crossing runway, if one is
available;
-landing straight ahead, if the terrain is
suitable;
-turning in either direction, altitude permitting, if the terrain left or right is more
suitable for a forced landing; or
-attempting the 180 back to land downwind on the departure runway.
If you are operating from a longer
runway, and if your engine fails at higher
altitude, you may be able to successfully
trade that altitude for the turn-around
manoeuvre. However, many private pilots
operate from small strips in the 1500 to 3000
foot range. These are often grass or gravel
surfaces, and aircraft performance will not
match that shown in the aircraft operating
manual. Hence, the original ASL article calculated from the starting point of 50 feet,
over the end of the runway, and at the specified climb speed.
The accident files are replete with occurrences whether on wheels, skis or floats, in
which the pilot at low level (below 1000
feet) attempted the impossible 180-turn, and
unfortunately there were rarely any survivors.
In Mr. Rogers’ study, 100 percent of the
pilots who elected to land straght ahead
did so successfully, and in real life, landing
straight ahead seldom results in serious
injuries. It’s hard to argue with success.

In Mr. Rogers’ study, 100 percent of the pilots who elected
to land straght ahead did so successfully, and in real life, landing straight ahead seldom results in serious injuries. It’s hard
to argue with success.
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Bulletin Board

Last I heard, Norm Helmer is looking
for someone to help with his Paradyne project. The Paradyne is a cutting edge new
concept in STOL aircraft that shows promise. If you’re interested give him a call at
943-7887.
Dan Lawler would like you to send your
email addresses to him at:
dan.lawler@kvaerner.com
He will create a database so he can send
announcements about meeting programs,
etc. Currently he has a list of about 20 e-mail
addresses, and would like to expand it and
keep it up to date.
Want to learn more about aircraft construction? Want to contribute to the community good? Get involved in the J-5 project!
Also, we are looking for help from someone knowledgeable in fabric work. Talk to
a member of the executive and they’ll put
you in contact with the right people.
July 10-14 EAA NorthWest: Arlington
Fly-In.

July 23, 2002: Terrace/Kitimat Airshow.
July 23-29, 2002 Oshkosh Fly-In. The
BIG one.
August 7, 2002 Esquilmalt Airshow
Esquilmalt International Airport
August 9.10.11: Abbotsford Airshow.
August 18, 2002 NAS Whidbey Island

Open House NAS Whidbey Island WA
The chapter is looking for someone to
head up a chapter fly-in this summer. July 6
is the weekend picked. If you’re interested,
speak up! Contact any member of the executive to sign up.

done again we all say to Emily and all the
hard working squad.
Newsletter: George Gregory; All fine but
George desperate for more material. If you
have good pictures, scan and send or just
mail the pics and George will scan himself.
Program: Dan Lawler: tonight we have
“Dawn of the Jet Age” and quite good it
were too.
RAAC: Rob Prior: nothing earth shattering
from darkest Brampton.
Aircraft: Tedd McHenry: Turbi flew a quite
large 18.1 hours in April. Gerrard Van Dijk
is going to be Aircraft Chairman now. Tedd
will stay on as the clerical bloke tho’. Covering has begun on the J-5 -the wings and
associated appendages thereto.
DHAPCOM: Terry Wilshire:
1) Tuesday, May 14 Wright Flyer Committee. They have been able to acquire use of
the big hangar at Boundary Bay for the
contest on 17 May, 2003. Committee has
received a rather vast amount of money

pledges for prizes to be awarded to participants in the Write Flyer contests.
2) DHAP Breakfast, Sunday, 19 May.
3) There are no problems that have arisen in
the operation of DHAP.

Minutes
Jim Hunter

Minutes of the General meeting,
7 May, 2002
Call to order: 8:00 pm by President Tim
Nicholas.
Hunter/Walker; that the minutes of the
General meeting of 2 April, 2002 be adopted
as corrected. Discussion carried.
Correction; the motion Hunter/Baker; that
the chapter donate $500 bursary to BCIT
was actually discussed, voted upon and carried. Clot of a Secretary neglected to record
these facts.
Committee Reports:
Treasury: Verbal report by Treasurer Don
Souter.
Membership: Rob Prior: 124 total of all
types. This is down 18 from this time last
year so Rob is going to beat the bushes a
bit.
Library: Tim Baker: Going OK.
Vice President: Emily Clemens: we seemed
to get away with it for the Annual Bash
again. Financial report at text GM. Well
Turn and Bank
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Old Business: None.
New Business:
1) Fly-In Committee meets this Wednesday,
coffee shop.
2) From Dan Weinkam: open house at the
Hope glider operation on Saturday and
Sunday May 11 and 12. See also the coupon
that will allow you a flight in a glider at a
reduced rate.
Spence/Walker: that we adjourn and we
really did.
Jim Hunter, secretary.

June 2002

The Grand Canyon Air Force
by Mark Munzel

During

Spring

Break,

I

risked my finances with a
trip to Las Vegas. Sin City
didn’t impress me, but a side
trip to the Grand Canyon
sure did. I never imagined
it would be so big.
Not the canyon, I mean, but the fleet
of aircraft that flies tourists over it from
nearby Grand Canyon Airport. (The size
of the Canyon itself is beyond description.) The largest fixed-wing operator at
the airport, Scenic Airlines, has 18 Twin
Otters. The largest helicopter operator,
Papillon Grand Canyon Helicopters, has
22 Bell 206Ls plus a handful of other
types. And there are many more companies: Grand Canyon Airlines with a fleet
of Twin Otters, Air Grand Canyon with
Cessna 207s, Air Vegas with Beechcraft
99s, AirStar helicopters with Eurocopter
AS350s....
Even in spring, these companies are
busy. Twotters and LongRangers buzz in
and out constantly, filled to the seatbelts
with passengers. They fly tourists as fast
as the tour buses can bring them. Passengers are herded from terminal buildings to cabin doors and back like cows to
the milking shed. One company, Papillon, makes 30,000 flights a year and carries
160,000 passengers. (Indeed, I’d never seen
a civilian aircraft being hot-refuelled until
I saw Papillon turn 206s around between
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flights.) With the other carriers thrown in,
the airport must resemble O’Hare during
the summer. Clearly, flightseeing is a
healthy business in northern Arizona.
Ten years ago, you might not have
predicted so much activity. Then, air
tour operators were fighting like wolverines against proposed flight restrictions.
Millions of people visit Grand Canyon
National Park each year, expecting to find
it empty and quiet. A few vocal visitors
have overlooked the rumbling buses and
screaming kids, and blamed aircraft noise
for the lack of tranquility. They have
demanded that planes be barred from the
park. And the Federal Aviation Administration (“We’re here to help you!”) has all
but obliged.
Rather than review all the screaming
that’s occurred as restrictions have evolved
-- that’s screams of protest by environmentalists and screams of pain by tour operators -- I’ll jump to the current situation.
Over 90% of the National Park is within
“flight-free zones” that extend to 14,500
feet above MSL. The flight-free zones
are divided by two north-south corridors
-- Zuni Point Corridor to the east and
Dragon Corridor to the west. General Aviation craft may only use these corridors to
transit the canyon (don’t pause to look!)
and must stay above 10,500 feet. For reference, the highest terrain in the park is 8824
feet.

Although they too are banned from the
flight-free areas, commercial tour operators can fly the corridors down to 7,500
feet. The lower minimum altitude is for
safety, not for a better view. Nearly all
the flightseeing uses just two tour routes.
Starting at Grand Canyon Airport to the
south, the Imperial route runs up the Zuni
Point corridor, across the park’s northern
border, and down the Dragon corridor.
Aircraft flying the North Canyon route go
north and south inside the Dragon corridor. Those few thousand feet are vital for
keeping everybody separated.
Are the flight restrictions draconian?
They’re certainly hard on private pilots.
But it’s clear that the regs won’t kill the
flightseeing companies. And they’ve pacified the protesters. You can’t hear any
planes if you’re walking the rim near
Grand Canyon Village, just buses and
kids.
The companies operating in 2001 are
quick to brag about their environmental
friendless. To quote from one firm’s brochure, “Our pilots are trained to fly the
Canyon in an environmentally conscientious manner. Enjoying the Grand Canyon
by helicopter leaves it in its original, pristine condition for millions of future visitors.”
Note the subtle dig of the “by helicopter” reference. The aerial tour companies
fight over passengers just like ... big air-

A few vocal visitors have overlooked the
rumbling buses and screaming kids, and
blamed aircraft noise for the lack of
tranquility
5
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The view from the rim will strike you with awe because it’s so, so
... unreal. The other edge can’t be eleven miles away, and the
river can’t be a mile below you. ...When it takes you five minutes
to cross the Canyon at 120 indicated, reality should set in.
lines. In this case, the rotorheads are trying to discredit airplanes
in the eyes of potential flightseers. It’s a necessary tactic if they
are to woo customers away from the cheaper flights of the fixedwing operators. (The fixed-wing guys fight back using apples
and oranges. The route map in one company’s brochure shows
a Twin Otter cruising the long, splendor-laden Imperial circuit,
while a helicopter retraces the short North Canyon route. Implication to the contrary, both types of aircraft fly both routes.)
Of course, it’s untrue that planes spoil the environment
and helicopters don’t. Indeed, the two things that make the
least noise in the air above the Canyon are (1) birds and (2)
Twin Otters. All the DHC aircraft flown from Grand Canyon
Airport are Vistaliner conversions with “whisper-quiet” fourblade props. Introduced in the mid-80’s, the Vistaliner has dominated the flightseeing market by virtue of its panorama windows.
“Large, flat and untinted for undistored photography,” the brochures say. Only now are the helicopters fighting back -- Papillon’s Bell 206s have “new, patented Vista View Windows, the
largest picture windows available for any aircraft touring the
Canyon.” Everybody’s pamphlet brags about air conditioning
and narration in many languages as though the other guys lack
these amenities.
The boastful quotes and talk of competition might make you
think these companies are as ruthless as used car dealers. Visit
them at the airport and you’ll get the opposite impression. All
the big operators have shiny, welcoming terminal buildings with
comfy lounges and clean washrooms. Their staffs are friendly,
even when you don’t buy a flight. And there’s certainly more

people waiting (and offering) to help you than there’d be at a big
airport. The planes shine like they’re on a strict regimen of regular washes and a full night’s sleep in a hangar
You might not buy a flight either, if you’ve only got Canadian
money (and if you’ve already been to Vega$). A 30-minute helicopter ride is $99 US per adult body, regardless of its age or size.
(An aside: multiply $99 by six passengers, then multiply again
by two flights an hour. Compare that to the $500 or so it costs
to charter the same helicopter. Perhaps some of the difference
is shared with the tour operators and hotels that direct people
to the airport?) The same trip will cost about half as much on
a Twin Otter, but you’ll share the experience with an extra 13
people.
If the ride sounds pricey, the amount of air traffic reveals how
many people consider it good value. They may have a point.
The view from the rim will strike you with awe because it’s so,
so ... unreal. The other edge can’t be eleven miles away, and the
river can’t be a mile below you. Boggled, your mind deals with
the spectacle by saying, “It’s only a diorama. It’s fifty feet wide
and twenty feet deep. Disney made it.” You can overcome your
brain’s incredulity by hiking below the rim or driving east until
you gain elevation and perspective. But the quickest way is to
fly over the chasm. When it takes you five minutes to cross
the Canyon at 120 indicated, reality should set in. Furthermore,
you’ll see more of the Grand Canyon’s “endless canyons, gorges,
precipices and spires in all of their splendor” on the 45-minute
Imperial Tour than you can in days of driving, weeks of rafting,
or months on a mule.

Come in for a Landing at

Command Aviation
North Ramp We’re located at Airside Blvd. at Pitt Meadows Airport...Join us for

Breakfast and Lunch

It’s cosy and the food is great - Open Weekdays
9am-4pm
11465 Baynes Rd
Pitt Meadows
465-5444
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Hangars
Tiedowns
Fuel and Oil Sales
Coffee and Lunch Shop
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AIRCRAFT CORPORATION
Parts and Supplies
Brackett Air Filters
Gill Batteries
Red Ram 20w50 oil
Champion Oil Filters
Engine Gaskets
Spark Plugs
Scat/Cat Tube
Ameri-King ELT

Windshields
Instruments
Control Cable
Tires/Brakes
Shock Cords
Sitka Spruce
Baltic Birch Plywood
Spars/Ribs

4130 tube/sheet
2024T3/6061T6 Tube/Sheet Alu-minum
Building/Repair Tools
Poly Fiber Coverings
Dealer Inquiries for RANDOLPH
products

We carry a HUGE Selection of AN hardware
DEMEL AIRCRAFT CORP.
RR#2, SITE 30, COMP 27 PENTICTON AIRPORT
PENTICTON, BC V2A 6J7
(250) 490-9532 1-888-490-9532
FAX: (250) 490-9538

1
Can 00%
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Classified Ads are free (within reason) to members. Display Ad rates are:
Business Card:$25 per year
1/4 page: $10/month
$100/yr
1/2 page $15/month
$150/yr
1 page: $25/month
$250/yr
Ads that have been in for more than 6 months
are subject to removal if space is required for
other stuff. Please contact George the editor if
you want it kept in.
FOR SALE: SIROCCO PROJECT
Note: The author of the following ad has
now taken a firmier grip upon reality.
Saying that the price was firm was not
bright. He is now willing to negotiate. Read
the ad. Call the man. Thankyou.
Fuselage, canopy, tail group complete. Air
frame control components done except for
cable. Main-wheel gear, wheels and brakes
done. Tail-spring and wheel included. Panel
made, no instruments. Lycoming 0-290
GPU Zero-timed. Will Neubert stainless
cross-over exhaust with stainless muffler/
shrouds. Bendix PSC5 carb. Bendix mags
with non-shielded leads. No starter, starter
ring or alternator. Weldtech engine mount.
McCauley prop.
Wings: ribs and minor spars done. Spar
diaphragms done. Two spar-grade spruce
planks. No other wing parts.
Turn and Bank

Jim Hunter
576-2678
FOR SALE: 1957 Tripacer Wings uncovered, all reworked. New leading edge. New
ash tip. All Zinc Chromate ready to fabric.
Included: 2-18 gal. gas tank, 2 - gas tank
cover, landing light, aileron and flap, front
and rear struts. Asking $4000 Canadian.
Roger Gauthier (Kelowna) (250)-763-1529
(250) 212-0832 (cel)
Wanted: PA 18 or PA 20/22 Wings. Some
damage OK.
946-5881
For Sale: Electronic Tach 2.25” with generator (new) $125, 6” castoring tailwheel,
$50, Electronic dimmer control, $25, 2
New 600.6 Goodyear Tires, $125 for pair,
Combo EGT/CHT (needs probes),$50, Tach
Cont.C85-0200, $35, Temp (OAT) gauge,
new, $35, Windscreen Ant., Van’s, new,$15,
525 battery (new) never had electrolyte, $75,
Fuel Pressure Gauge O/H, $35, Lycoming
Starter 0-290, 0235, 0320, 0360, for $375.
Bob Cutting
275-1603
Will consider small antique aircraft engine
as trade-in.
FOR SALE: One set of 1500 Murphy floats
ready to go.
Ole #45-3931 198 st. Langley BC 514-1280
FOR SALE: 6 Factory new Franklin 180
hp cylinders includes installed valves $300
each, will not part out.
7

Tim Novak
271-8586
FOR SALE: Softcom 2 place Intercom
ATC-2Y, with accessories $110.
Stuart Gear
(604) 941-9402
E-mail:sgear@infoserve.net
FOR SALE: 4130 Annealed Gauge Plate now
in stock, .025 to .375. We will sell you the
plate or laser cut the parts
Industrial Laser Cutting ltd.
(604) 946-4152, Fax: (604) 946-4153
E-mail: tmw@industriallaser.com
FOR SALE: 1- Miller 200 amp ac/dc H.F.
Tig/stick welding machine - 220V 1 ph.
$1200. 1- Miller 120 amp MIG (wire) welding machine, 110 volt. Portable sheet metal
type, c/w gas kit (almost new) - $800.
Pat O’Donnell
533-1839
FOR SALE: Zenith 250 plans and parts,
wing rib moulds $360. Christavia Mk IV
project, 4130 steel tube, wing ribs, flaps
ailerons, gear legs, wheels and brakes, tail
stab and rudder, $3600.
Paul Trudel
532-8570
Headsets -2 David Clark H10-30 $125 /
$100. Bendix starters for Lycoming - 2 @ $
250 each
Terry Elgood 604-279-2062
email:
elgood@aebc.com
FOR SALE: Murphy type floats 1500’s.
$9600 CDN. New, complete with rudders.
Harold Schapansky (604) 826-5068
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Building an SE-5a Replica
by C.R. “Gogi” Goguillot

Reprinted from the May 1994 Turn and
Bank
Once upon a time many years ago there
were five west coast homebuilders who
decided that it might be neat to build something different. Between the five they had
already built and were flying a Maranda
Hawk, Jodel D-11, Flybaby, Smith Termite
and a Druine Turbi. During discussion they
found that they all held a fondness for the
World War 1 scout aircraft, the SE5a.
Although together they had considerable building experience, some even with
a background in the aircraft industry, and
others with years of designing and flying
model aircraft, none had designed a “real
airplane”. The solution seemed to be to
select a proven design and modify it to
resemble an SE5a.
A British design, the Currie Wot, was
an all wood biplane that seemed to fit the
bill. So, a money order was dispatched for
the plans. When in due course the drawings arrived, they were eagerly examined
and compared to the required outlines of
the SE5a. Alas, the Wot was, in the opinion
of the group, complicated and bore virtually no resemblance to the desired aircraft.
The five original enthusiasts had now
dwindled to three and the decision was
made to build from “scratch”. When construction started, the three enthusiasts
became two: D.W. Dan McGowan, and
yours truly. Two SE5a’s were designed and
built in the same shop and “mass productions” of the many parts and fittings
required in any biplane allowed rapid

Publishing and Design
Services

Magazines, Logos, Newsletters
George Gregory
gregdesign@telus.net
(604) 882-8016
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progress. During the eighteen month project the “designers” spent many hours
with manuals from the EAA and local libraries, solving the many problems involved
in structural requirements, undercarriage
placement, biplane wing geometry, etc. in
order to produce an authentic looking, safe
and manageable replica aircraft.
In the spring of 1970 two prototypes,
CF-QGM and CF-QGL were test flown and
found to be “right on” - no design changes
were required and the two replica SE5a’s
flew right off the drawing board.
But during 1970 and 1971 what had
started as a project to build WW1 replicas
for the private enjoyment of the owners
began to get complicated. Both replicas
were flown to Oshkosh in 1971 and won
“Best all wood biplane”. Then in quick succession the aircraft were featured on the
covers of Sport Aviation, Air Progress, and
Trade-A-Plane. At the same time, articles
appeared in Sport Flying and many other
aviation periodicals.
There were very few WW1 replicas
flying at that time, so the mail began to
bring in requests for plans. The plans at
this point consisted of a box of sketches
and notes that in some cases made no sense
even to the designers.
About this time two things happened.
QGM was sold to the Ontario Aviation
Historical Society in Brampton, Ontario,
and QGL was flown into the Pacific Ocean
during an aerobatic sequence (MOT please
read as “Unusual attitude test sequence”).
The “designers” had a badly mangled
aircraft to rebuild and also the need to produce a set of drawings.
Terrific! Rebuild QGL and produce the
plans at the same time! Great, but neither
of the designers had the foggiest idea of
how to make up a proper set of construction drawings; more discussions.
There were few, if any original Canadian homebuilt plans on the market at that
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time and it was decided that the plans had
to be professional quality or nothing.
Fate moves in mysterious ways. A third
airplane nut appeared on the scene, one
Tony Swain, a professional aircraft draftsman. Tony became interested, had some
time and offered to do the drawings “for a
reasonable fee”.
As QGL was rebuilt, rough drawings
were given to Tony, who produced finished
master drawings, returned them for checking, and then each was added to the growing pile.
The original target of fifteen or so 24” by
36” blueprints became thirty prints. Eight
months and a few thousand dollars later the
SE5a replica drawings were ready for distribution to the hundreds of eagerly awaiting customers.
Alas, the $100.00 price tag for the plans
quickly separated the serious builders from
the dreamers and the brand new “Replica
Plans” company found itself with several
thousand dollars worth of drawings and
construction booklets with no customers.
Information packs were quickly produced and advertising started in a number
of aviation periodicals and interest grew
to a point where there are now plans in
countries around the world. With the growing number of homebuilt aircraft directories
available, plans orders continue to arrive
steadily.
CF-QGM still flies in Ontario, QGL is
owned by the Canadian Museum of Flight
and Transportation in White Rock, B.C.
(now located at Langley Airport where I was
admiring it just the other day - Ed.). C-GJNX
was lost in a fire in Spokane in 1979. Many
plans built SE5a’s are flying in the U.S.,
New Zealand, England, and within the
next few years they should be appearing
in greater numbers as projects are completed. For more information contact: Replica Plans, P.O. Box 346, yarrow, B.C. V0X
2A0
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