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SEP currency 

As most of our pilots have not flown for some time, 

it’s worth reminding them of the currency 

requirements.  

Before a pilot can carry a passenger, he or she must 

have made at least three takeoffs and landings in the 

SEP class during the last 90 days. To revalidate an 

SEP, you must have flown at least 12 hours in the 

12 months preceding expiry and at least 6 of those 

hours must be as pilot in command. The flying must 

include a one-hour refresher flight with an 

instructor.  

If you have not flown the requisite number of hours 

in the past 12 months, you may renew your rating 

by doing a licence proficiency check.  

Some pilots shy away from this, yet it’s actually 

easier than doing a PPL test and only lasts about an 

hour. 

If we were only to apply these legal requirements, a 

pilot could turn up after almost two years, fly 11 

hours and then fly for an hour with an instructor! 

Obviously, that’s not a good idea at all, which is 

why the club has a requirement that a pilot who has 

not flown in the last 30 days should have a 

checkout. 

 

Never, Ever… 

You should never put your headset or kneeboard on 

the top of the dash. Because the Robin canopy slides 

back to close, it could smash against whatever had 

been left on top and result in destruction of the 

canopy. Pilots say that they would always remove 

the article before closing, but no one can guarantee 

that they will never make a mistake and I have seen 

a Robin canopy which had been damaged in the 

way I have described. 

 

Partial power loss 

Back in 2015, I gave a seminar on the dangers of 

partial engine failure as I had read several fatal 

accident reports in the previous two months where 

partial failures had occurred. While full engine 

failure is included in the training syllabus, partial 

failure is not and the indecision of pilots when it has 

happened has led to more fatalities than in full 

failures. The UK flight safety bulletin has recently 

focussed on this and their CAA is looking at the 

possibility of having it included in the syllabus. The 

Australian CAA had done a study on the subject and 

I have attached that report with this newsletter for 

those who are interested. 

 

More on Carb ice 

I discussed carburettor icing in the post entitled 

“Getting back in the air”, but the recent weather has 

been ideal for such ice formation, so it’s worthwhile 

saying some more on the subject.  

Flight manuals usually recommend minimising the 

use of carb heat on the ground because the hot air is 

not filtered and dust could be drawn into the engine. 

However, in damp, cold conditions like those 

experienced of late, there will be no dust present 

and it may be necessary to use carb heat even while 

taxiing to prevent power loss or even engine 

stoppage. In mild weather, the engine will usually 

be warm enough to run up after 4-5 minutes, but in 

cold weather it takes longer and this often shows up 

when you throttle back to check slow running, when 

the RPM will be lower than normal.  

 

How to dip the oil 

The maximum quantity of oil in our engine is 6 US 

quarts and the minimum allowed is 4 qts. If the dip 

is down to 4.5 qts before flight, it should be topped 

up. This is particularly necessary if a long flight in 

hot weather is planned. Pilots are expected to adhere 

to this requirement; we don’t have an Oil Goblin 

who sneaks in at night and does it for us!  

The oil level after a maintenance check will be up to 

6 qts, but this will drop off after a few hours. We are 

supposed to show the quantities of fuel and oil on 

board before flight and the figures should be correct 

– not just a wild guess on the basis that nothing has 

changed from the figures several flights back.  

It should be no problem to read the oil quantity to 

say, the nearest quarter of a quart, so for example, 

the picture shows the dipstick with the oil level just 

above 5.5 qts. 

 


