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    Hangar Talk  

                                         The òLightningó Newsletter  

December  2009 - Volume 2, Issue 12  

 

Pete Disher õs ð òLightning of the Monthó 

Please submit a photo of your Lightning for future ñLightning of the Monthò consideration. 

The newsletter goal is to get the word out on happenings at Arion Aircraft, and to give a voice to 

Lightning builders and flyers.  To be successful we need your inputs.  So it is not only a way for the 

factory to provide Lightning news, but it is your newsletter as well, and its success will depend on you 

getting involved to spread the word and to help other builders and flyers.  So think of this newsletter as an 

ñexchange of information publicationò.  Send your inputs directly to: N1BZRICH@AOL.COM.   
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Two Lead Stor ies : 

This month we are going to have two lead stories for your reading enjoyment.  Call it a holiday season 

special.  The first one will be Clive Jamesô coverage of three European fly-ins, and will include 

some great photos of light sport aircraft in Europe.  The second article is a combined effort by Nick and 
me on the latest news from the FAA and EAA on the 51% rule and how it might affect kit building 
operations at Lightning dealers.  I hope you enjoy both of these articles. 

One other piece of new information is that in the January 2010 issue we will run a contest for our readers 
to pick their favorite past ñLightning of the Monthò which will then become the ñLightning of the Yearò.  I 
will run photos of all the past monthly winners and will ask you to email your vote for which one should be 
chosen as the best for 2009.  This was a suggestion made by Jim Langley (and seconded by Nick), so if it 
goes over well, we will plan on doing it for upcoming years as well.  I guess it will be kind of like Playboy 
magazineôs playmates of the month and playmate of the year winner.  And before you ask, Mark (the only 
centerfold model we have had so far) has asked for his photo to not be included in this contest.  He really 
is a modest model.   
 

You will probably remember the ñteaseò photo (on the right) that was in the November 
issue of our newsletter showing two beautiful young ladies wearing Jabiru shirts.  
Well, to be correct I should have called them two beautiful young mademoiselles, 
since they are from France.  You have probably figured out by now that I like posting 
any photos of pretty ladies (when they are associated with airplanes) and of course, 
pretty airplanes.  I mean, pretty ladies and airplanes ï what could be better than that?   

 

And now, Hereôs Cliveôs report on the French ULM 

rally in Blois, the UK LAA rally and the Dutch Rally at Texel.   
Clive flew his Jabiru on these trips, but he also has built an 
Esqual which he has recently modified with Lightning cowling 
and gear legs.   
 

   
 
   

Clive and Shirley   

  

I work offshore in the North Sea, so miss just under half of the year's flying events. That, coupled with the 

vagaries of the European weather, makes for sporadic attendance at flying events (not unlike other parts 

of the world I'm sure). My solution is to plan to visit everything and then I'm ready to go to the ones where 

the weather plays ball.  

This year was much like recent summers, very changeable. So imagine our surprise when we attended 
three fly-ins on three consecutive weekends.  

What's the big deal? Well I fly VFR only and the fly-ins were in three different countries, two out of three 
were across the channel!  
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We were still reeling from the previous month and the success of attending the Bleriot celebrations in 
Calais on the 100 year anniversary of the crossing of the óEnglish Channelô, proudly called that by us 
Brits, but known as La Manche by the French (the ditch). This had been another well planned event 
where there was to be the mass crossing of some 400 ULM aircraft, French and British. This ended up 
vastly reduced because of blustery weather around the days of the anniversary and the 'mass crossing' 
was reduced to a 'slow dribble' by the French insisting we were individually flight planned out of Calais. 
The departure rate was on average about 20 an hour, delayed by the Patroille de France departing and 
returning to Calais's airfield where we were based for the two days. Never the less, we had attended a 
very important event! By we, I mean me, my trusty Jabiru SP, and my long suffering wife Shirley.  There is 
nothing she likes more than sitting on a field somewhere waiting to fly. 

By the way, ULM stands for Ultra Leger Motorise, basically aircraft 450 kg (990 pounds) or less.  

 
Weekend one. 
Having been offshore for the previous two weeks, also being an organized sort of guy, all the planning 
was in place when I climbed off the Puma helicopter and made my way to the Saab passenger aircraft in 
Aberdeen to fly home to Norfolk. As usual, I'd been watching the long range forecasts and the weather 
that continually streams across to us from the US. Things were looking changeable and marginal but 
pretty much the script for the past few years, European forecasting, always being on the pessimistic side 
until the few days before a particular date, I have learned to stick with a plan.  

The first event is an annual one held in Blois in the middle of France. (http://www.ulmblois.com)  I've 
attended before and it's a great few days where all the quality ULM aircraft that are available in Europe 
are displayed at the Rassemblement. Rassemblement translates as 'Gathering' but sounds rather grander 
though this year with some 140 exhibitors, hundreds of aircraft, many came from the UK and thousands 
arrived by road. The event is usually overwhelmed with folk, so food and 'facilities' were stretched. For 
that reason we set up base at Dugny and Holiday Park some 10 clicks away. The park opens up a 500 
yard strip for the period, tense this year as the grass wasn't cut until the day before we left the UK. 
Channel crossings aren't a big deal distance wise (I've flown to the Czech Republic) but there's 
something about the 20 mile crossing that makes it the thing of legend to us Brits who revere the 
protection it gives us from the rest of the world. Any motor takes on a different tone when out of gliding 
distance of land when one spends the bulk of oneôs time over land looking at rolling fields. The channel 
has its own weather system and often with CAVOK on either side, there will be fog or cloud cover across 
it. (Editorôs note: CAVOK means ceiling and visibility OK, like the abbreviation CAVU meaning ceiling and 
visibility unlimited) This crossing was OK but we, although at 5000' over Dover, we were at 450 feet after 
running down the coast at Pas De Calais, VFR remember - I always like to see the ground. There are 
numerous ways into France and we've tried many of them, our favorite for simplicity is Abbeville near the 
Somme (WW1 fame). We were in good company with some 35 UK microlights there by the time we had 
dumped our bags in the motel room and headed for the bar. Most were camping, pitched right outside the 
Motel, for a sharp and blustery night. The key thing we'd all picked up on was the weather crossing from 
England was going to be very lively on the Friday so Thursday night found a good contingent of Blois 
tourists in Abbeville and elsewhere in North East France before it got dark. Suitably fed and watered 
having made a few new friends and checked in with some old ones, we taxied out into very blustery 
conditions as forecast. My little Jab can take a good pounding so I was impressed with the Flex wings 
(Deltas or Pendulaire) as they wrestled with their wings in the swirling, by now 20 knot, winds.  

We bounced our way out across the Somme, climbing hard to find smooth air and were rewarded with 
nice flying conditions if a little slow at FL55. Whilst flying abroad when not talking to ATC all Brits chat on 
the microlight freq 129.82 and I was able to tip the guys off that it was worth enduring the climb 
rollercoaster to get to smooth conditions above, even if the headwind would initially slow things down a 
little.  

Flying down the west side of Paris with its many control zones is really easy with a mapped GPS and the 
French controllers ever helpful if a little gruff at times.  

http://www.ulmblois.com/


4 
 

A couple of hours later and we were descending hard to get under the low cloud at Dugny where 
apparently it had been raining very hard 15 minutes before. The sun was coming out and the rough but 
useable strip already had 10 British aircraft parked on it. These were the guys who had either arrived the 
day before or had time off to be already in France that week. As we taxied in I saw an Ex Jabiru pilot 
waving at us from his Ford rental car and within 5 minutes of arrival we were off for a dayôs Chateau 
hunting on the ground. His plan was to see the nearest most spectacular ones during the day and fly 
them that night. We had a great day marveling at the splendor of the great houses and returned to Dugny 
at 5 to get our caravan keys, also to meet up with another couple who were going to 'rent a room' with 
Shirley and I for the weekend. They were patiently waiting at the bar and beginning to think they would 
need their tent after all. We met a load of new folk at the campsite entertainment over the weekend; guys 
we were to see the next weekend and even some two weekends later.  

Saturday was bright and sunny and after a later start (the fault of French wine, cheap and Stella, 
expensive) we flew the short hop to Blois Breuil. The arrival arrangements are basic, fly to the water 
tower, fly down wind (today) and land on one of 5 parallel grass runways. Two guys with flags (red or 
green) indicate whether you can land, there is a freq but it's a bit of a free for all and naturally mostly in 
French.  

Amazingly, having left 10 minutes after our Chateau friends, the plane we were dragging in behind was 
them, despite there being 20 aircraft in the large loose circuit.  

 

Blois, France 

Blois is very organized which it has to be with so many planes but they do something I've never come 
across elsewhere. They check all your paperwork, if you don't have it you can't get past security and out 
of the aircraft parking area. I impressed my wife by negotiating my way in and registering in French, 
something I listen to every day with my IPOD whilst in the gym at work.  

The French are very pro flying (like the U.S.) and ULMs are not very regulated at all, so if you can 
get a plane to weigh 450 kg (990 pounds) you can more or less do what you like. The Millennium 
was very impressive, especially as it's a ULM!  That's the amazing thing about that Millennium 
aircraft, because it's Carbon fiber, comes in under 450, with a 912 it cruises faster that a Lightning 
by some margin.  The cost is nearly 100,000 Euro.  I think it's gorgeous but Shirley says she's not 
looking at the back of my head all day.  :-(     
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Millennium        Millennium kit 

Un ULM est un aéronef Ultra-Léger Motorisé, Which means an Ultralight motorized aircraft. The 

rules seem a little sketchy and are loosely applied. The main rule is max weight 450 kg which is 

common across all of Europe. Unlike the US the ULM can be a two seater; in the UK the category 

is 'Microlight' and again must be below 450 kg, max empty weight 267kgs.  Generally the ULM 

category across Europe is a close ally to the US LSA category and most European manufacturers 

have one eye on the US because of the interest in the Light Sport type of aircraft.  The Esqual was 

a Spanish ULM, again 450 kg, but that was never going to happen as you probably know as you 

have one! 

    

Corvus Phantom          JMBVL3 fixed gear 

The Blois event was as impressive as previous years despite the recession and some fine examples of 
European manufactured aircraft were on show along with the trusty Jabiru stand and the pretty girls that 
Buz put in the newsletter last month. The most impressive pictures of LSA are below. A great abundance 
of autogyros meant some spirited displays as the airfield was shut to arrivals (sort of) for a spell. After 
walking up and down and stretching Shirley's patience to the limit we taxied out some 3 hours later to 
take off under the airshow, they let you out (green flag) if you patiently wait in the queue. We planned to 
bag a few more airfields that day and the fuel was shut for lunch (3 hours), so were departing to the South 
on our way to another British tradition the fly-in and barbie at St Secondin, where loads of Brit ULM pilots 
camp overnight, drink beer and finally travel into town on the back of a farmers cart to get last orders in. 
As we sat adjacent to the 'holds' out the corner of my eye I noted a motorglider coming in very slowly and 
we then witnessed a classic PIO which the guy almost caught. He dropped the ball finally and his 
beautiful glass fiber aircraft ripped it's U/C off after dropping a wing and doing a stylish pirouette. We were 
worried for a while as the 2 on board didn't get out but it was clear the organizers were comforting them 
and checking before they got out. We thought that would put paid to our departure for a while but 
amazingly a minute after the event the green flags were waving at us and we took off to continue our day.  

We dropped into an almost deserted airfield at Chatellerault only to find a Brit tying his CT down for the 
night, also ex Blois, a chap from Southern UK on tour with his son. A club member got the benefit of my 
broken French and further hospitality saw us topped off with expensive Avgas and on our way to ST 
Secondin where the guys were setting up for the eveningôs festivities. There are quite a few British flying 
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schools that move out to France or Spain for the summer to run intensive flying courses. Graham Slater 
moves from Marlborough in Wiltshire close to Poitier to his strip at St Secondin. 
(http://www.microlighttraininginfrance.co.uk/)  Last time we saw Graham was at the 'White Horse 
Challenge' a 'rally' fly-in in the UK the year before where you have to photograph the 8 'white horse' 
carvings on the hills south of Swindon, a bottle of White Horse Scotch for the winner (thanks Charles).  

After downing some pop we left the guys starting on their beers in the barrel and the charcoal was being 
lit.  On the way North we chatted with yet more Brits heading for Graham's party as they flew under us to 
St Sec. We flew over a few of the Chateaus on the way back and had another couple of great nights at 
Dugny before the approaching weather system had us heading back for the UK on the Monday. A classic 
FL65 channel crossing after fuelling again at Abbeville, found us heading back to our breezy base in 
Norfolk; the rain started soon after we landed. We did have a plan to visit friends who have their own 
Chateau near St Etienne during that week but the weather put paid to that and meant an early return. It 
didn't look good for the next fly in either, 

   

LeJunka UL        Autogyro 

Weekend two. 
The weather through the next week continued to be poor, windy and raining. The next fly-in was 'Revival', 
that was for a few reasons. In the UK amateur aircraft building is via the PFA (Popular Flying 
Association), an organization formed after WW2 to support access to flying and home building. The PFA 
is delegated by the CAA to be responsible in this area, since there is no 'experimental' category in the UK. 
The permit aircraft the PFA look after are either, one of a kind designs, amateur built from kits or plans, or 
aircraft where there is no longer any factory support (Classics). There are other aircraft in the UK that are 
on a 'Permit to Fly' but these are one off's, ex military etc.  

Not unlike the EAA (OSH) the PFA held a showcase rally every year, manufacturers and accessories 
companies touting their wares and a load of folk flying in, in every type you can imagine. This rally grew 
and grew and eventually a good year was 2000+ aircraft and loads of people. It did however outgrow its 
funding and after two washout rallies, the association called a halt to holding them as the financial losses 
weren't bearable by the membership.  During its ascendancy it moved from Sywell to Cranfield and on to 
other larger locations, the last being held in 2006. Everyone missed the event and so it was devised to 
hold a rally back at Sywell with the organization and financial liability being taken on by the airfield. The 
PFA assisting where they could. In the 60's I attended a PFA rally as a child at Sywell, so was thrilled that 
it would return at last to its real home.  

Sywell is a huge grass airfield with fantastic facilities housing all types of aircraft and training. It was 
established over 75 years ago and was a key ñab initioò training based in the 30's. The décor is all very art 
deco, the main parts dating from that time. (http://www.sywellaerodrome.co.uk/history.php)  

http://www.microlighttraininginfrance.co.uk/
http://www.sywellaerodrome.co.uk/history.php
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      Sywell       Edgely Optica at Sywell. 

During 2009 they completed laying a 1200m hard runway and had enough space to hold a rally of several 
1000 planes if they packed them in neatly. This year would not be on that scale, as on the Friday 
afternoon, we headed to a dark and stormy home airfield for the 90 mile flight to Sywell. Conditions were 
very poor but we gambled on that last hour of daylight when everything calms down and took off at 1815 
into stormy conditions and a 35 knot headwind. The storm cells were amazingly helpful and left us a clear 
track to Sywell without much deviation from track. However the GPS told us if the wind didn't drop we 
would run out of daylight. I didn't share this information with Shirley to keep things simple. No one else 
was flying in Norfolk that Friday evening so we got good service from the local controllers. Imagine our 
surprise when fast jet traffic was called in our six and we waited to see whether he had seen us. He 
passed just below us and careered round to an airbase to the North of where we were, coming round 
again, he passed a little further away and we could only assume he was giving a flyby or something as 
our military don't work weekends and stop Friday lunchtimes as a rule. Watching him climb away to the 
West, I called Sywell traffic to see if anyone in the circuit could give me the weather, amazingly, at 60 
miles, Jeff the airfield controller, called it flyable for us and told us there were other late inbounds. Keep 
going then! Looking toward our destination longingly we then spied a small smoking dot, something all 
fast jet watchers will know was a plane heading straight for us, what did he want now? We were in the 
gloom and had seen him as he was backlit by the setting sun; I now did my best to make our little Jabiru 
look as conspicuous as possible and hoped he remembered that 15 minutes before we were on the same 
track. He veered away at the last moment toward his base and I waved the wings in case he had seen us, 
we'll never know.  

The wind a now mere 17 knots so we had 'speeded' up and soon groped our way to the airfield and I felt 
down for the surface. As is the case when on the ground it looked brighter but I was sure we would be the 
last to land at Sywell that night. We'd made it, tied down and checked into the onsite hotel and headed for 
the bar. From 70 arrivals that night the Rally would see nearly 500 aircraft visit over the weekend. An 
impressive number given the wind blew all weekend and was a full crosswind on the chosen longest 
runway. We met folk we knew from all over, visited the few trade stands and finally watched everyone 
depart on the Sunday having booked for 3 nights in the posh hotel (mistake, restaurant shut Sundays). 
The most 'meritus arrival' was from Holland, Max from Lelystad flying an ARV, as an ARV was my second 
plane and seeing there were only 15 flying in the world we were old friends and were due to meet up 
again the following week! So the revival was a success and we hope for bigger things next year (and 
better weather).  

 

Weekend Three. 
So with two down we didn't hold out much hope for number three. I half heartedly followed the weather 
and exchanged email with European friends who might be going where we were. Target for fly-in number 
three was Texel (pronounced Tessel by the locals), on an island in the North of Holland. 
(http://www.texelairport.nl/) 

http://www.texelairport.nl/
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Texel 

In some ways this was going to be the most interesting trip, a channel crossing and three countries. To 
simplify things we would land in country # three missing out France and Belgium with just an overfly. It is 
of course possible to fly direct from our Ludham base to Texel, this would be 120 miles almost all over the 
North Sea. We would add almost 200 miles more by routing South for the short water route past Calais, 
re-fuelling at Midden Zeeland (middle of the sea?). The forward planning went as far as a hotel booking 
once again, essential to be able to stay local to an event. I was keen to make the trip as the NVAV, the 
Dutch amateur aircraft association, were holding their annual fly in at Texel. The NVAV are the reason my 
Esqual can fly, as a Dutch experimental I can fly it for short periods in the UK for 'evaluation' only on an 
exemption. The NVAV are a small but very enthusiastic team of Dutch aviators and have as great a mix 
of aircraft that you will find anywhere in the world.  

To them I am eternally grateful as there was a time I thought my Esqual would never fly in the UK. 
We started again into changeable weather and a strong tailwind, not good, as the longest leg was back 
the other way, up the coast of France + Belgium + Holland, some 120 miles of headwind. The other 
complication was, to fly in Holland, you need a mode S transponder. Something my Dutch registered 
Esqual has but my British Jabiru doesn't. The solution, my Dutch friends told me, was not to talk to 
anyone and stay low below the control zones. The rule is 1200' max without mode S but we only went 
that low when we had to for the zones.  

So after saying good bye to Zeeland, an island in southern Holland we wouldn't talk again till we got near 
Texel, an island in the North. Mode S is coming, eventually to us all, I'm sure, but Holland is the only 
place that has already mandated its use. Amazingly, despite being told as much, when the light aircraft of 
Holland turned on their new shiny mode S transponders early in 2009 the ATC of Amsterdam where so 
overloaded with data they couldn't see the airliners they wanted to. Now in large parts of Holland when 
you approach controlled airspace you have to turn your mode S transponder off. Imagine being forced to 
spend $3000 on something you didn't need and then being told not to use it! Anyhow it worked and after 
enduring a 30 knot headwind for what seemed like an eternity we arrived in the circuit at the busiest 
parachuting centre in all of Holland. There were 70 or so planes there Friday with a weekend total of over 
treble that. We met with the NVAV, Max from Sywell and some friends from the UK (Europa fly-in was 
here as well). A great weekend though we spent time away from the airfield on hired bikes (the Dutch 
love their bikes). On the way back in damp conditions a stuttering Jab 2200 had us stop in Calais to prove 
it was carby water prior to the water crossing. Sure enough small globules had built up in the Bing 
reservoir and I made sure of loads of carby heat across the channel. The 17 gusting 25 knot cross wind at 
base had the local air traffic 10 miles away asking for a call after we landed to make sure we are OK, just 
what Shirley needs to hear after a long day.  



9 
 

 

Back to the UK; the white cliffs of Dover. 

So three fly-ins, in three weekends, in early September in Europe, bad weather this year? I can't 
complain.  
Regards,             

Clive R James, e-mail:  clive.james@bp.com 

 

 

Clive and Shirley, ñentertaining the troopsò.                                                                                                                                
I hope we can get them to perform at the next Lightning Homecoming and Fly-In. 

mailto:clive.james@bp.com
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The ñRevisedò 51 Percent Rule: by Buz and Nick 

The first part of this article was compiled from information that I gleaned from FAA and EAA 
publications.  It is basically a summary of the changes or revisions to the 51% rule.  After this 
part, Nick has provided a good explanation of how the rule will now affect their builderôs assist 
program.   

The FAA recently released the final revision of the amateur-built aircraft certification policy (known as the 
51 percent rule) as well as Advisory Circular 20-27G (a guide on how to certify every step of the building 
process).  Below are the changes as I understand them and how it might affect your current or future 
homebuilt aircraft project: 

What has changed?  Actually, not too much if you compare it to the way the old rule was applied.  
Therefore, if you are in the process of building or interested in building an aircraft in the future, then you 
should have no problem.  Having said that, just remember that the ñmajor portion of the aircraft needs to 
be fabricated and assembled by you solely for your own education or recreationò.  That part has not 
changed.  You can have help building your project, but if it is hired help, you will need to be careful.   

For those who would rather hire someone to totally build their plane for them, you will now have a 
problem.  This situation is one of the reasons for the new rule.  In the past, some people just paid a ñhired 
gunò to build their airplane and they were never really involved in the process.   

With the new rule, there is the potential that kit manufacturers might be impacted.  For now, letôs just say, 
it depends. I will get the Lightning guys to comment on that aspect of the new rule and how it may 
or may not affect their builderôs assist operation.  For more information, please refer to FAR 21.191 
(g).  Of course, as with many rule or policy changes, there is a grandfather clause to protect those who 
acted in good faith who may have bought a kit prior to September 30, 2009. Whether or not the kit was 
evaluated by the FAA, if it was built without the use of ñcommercial assistanceò, your project will be 
evaluated under the previous rules.  

There is a new checklist, called the ñAmateur-Built Aircraft Fabrication and Assembly Checklist, 
2009, Fixed-wing, in AC 20-27G Appendix 8.  With the old form, or checklist, the builder simply put a 
checkmark in the column under ñKit Manufacturerò or ñAmateurò for each line item depending on who 
accomplished that particular item.  The number of checks in each column was then totaled up, and if the 
ñAmateurò column had more than the ñKit Manufacturerò column, all was good.  Meaning, the builder had 
been involved in at least the required 51% of the processes required to build the airplane.   

Now, percentages of each line item can be distributed between each of four columns, with the columns 
labeled as follows:  

A ï Mfr Kit/Part/Component  
B ï Commercial Assistance  
C ï Am-Builder Assembly  
D ï Am-Builder Fabrication  

Although each line item only has a value of one, a portion of one can be given to each column, in 1/10th 
increments.  On the old checklist, with its two column system, you either did or did not fabricate the part. 

How will the new rule affect the homebuilder and/or kit builder?  If you are a plans builder and will 
not be using much in the way of pre-manufactured parts (except maybe cowling, canopy, instrument 
panel and electrical, upholstery, paint and engine work, and some pre-welded bits and pieces) you wonôt 
be affected.  However, if you start seeking lots of ñcommercial assistanceò, you might be walking a fine 
line.  If you are a kit builder who bought your kit prior to September 30, 2009 and you plan to build it all 
yourself, you have no problem.  Especially if your kit is one that was evaluated by the FAA and found to 
meet the 51% rule.  If, however, it has not been evaluated, you still get to use the old checklist and old 
procedures for proving that the majority of the airplane was ñamateur-builtò.  But the burden of proof is 

http://www.faa.gov/documentLibrary/media/Order/8130.2F%20Ch%204.pdf
http://www.faa.gov/documentLibrary/media/Advisory_Circular/AC%2020-27G.pdf
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completely on you.  Be sure to keep a good builderôs log with lots of photos.  Therefore, if you bought a kit 
prior to September 30, 2009, evaluated or not, and used ñcommercial assistance,ò you will be subject to 
the new rule and you might have problems.  More on this later. 

How will kit manufacturers get evaluated?  They will be evaluated by the FAAôs new National Kit 
Evaluation Team (NKET) that is managed by the Aircraft Certification Service, Production and 
Airworthiness Division (AIR-200), at FAA headquarters.  The NKET is made up of ñmembers with 
experience in the evaluation and airworthiness certification of amateur-built aircraftò.  If kit manufacturers 
desire and request an evaluation of their kit (evaluations are not mandatory or required) by the NKET, the 
NKET will first perform a ñpreliminary evaluationò to determine the proper filing of paperwork and the kitôs 
complexity, and then will conduct an on-site evaluation.  The on-site evaluation is a comprehensive look 
at the complete aircraft kit components and construction procedures, conducted at the manufacturerôs or 
distributorôs location. The new checklist will be used to scrutinize the kit and percentage values will be 
assigned to line items where the part or component is partially completed by the kit manufacturer with the 
balance left for the builder.  The completed checklist will be used to determine what percentage of the 
project is completed by the manufacturer.  If NKET decided that the kit completes 49 percent of the 
project, the builder must complete all remaining tasks (51%) without professional assistance. Should the 
kit be any less complete, say only 35 percent complete, the builder is free to hire professionals to 
complete 14 percent of the remaining work, still leaving 51 percent for the builder.  Once the evaluation is 
completed and after determination that the kit meets all appropriate requirements and AIR-200 approval, 
NKET will add the kit and the completed checklist to the List of Amateur-Built Aircraft Kits on the FAA 
website.  

Obviously, a key to the above is the definition of the word fabrication.  From the FAAôs definition, 
fabrication means to perform work on any material, part, or component, such as layout, bending, 
countersinking, straightening, cutting, sewing, gluing/bonding, layup, forming, shaping, trimming, drilling, 
de-burring, machining, applying protective coatings, surface preparation and priming, riveting, welding, or 
heat treating, and transforming the material, part, or component toward or into its finished state.  

Summary 
All in all, I suggest that every aircraft builder and potential builder read the new Advisory Circular 20-27G, 
the guide for amateur builders on how to properly certify every step of the building process.  

 

 

¢ƘŜ ƴŜǿ ά.ƭǳŜέ [ƛƎƘǘƴƛƴƎ [{-1 demo. 

 

http://www.faa.gov/aircraft/gen_av/ultralights/amateur_built/kit_listing/mfr_model_listing/
http://www.faa.gov/documentLibrary/media/Advisory_Circular/AC%2020-27G.pdf

