














Even with flaperons fully dropped, in the so-called full
flap position, there’s not an excessive amount of adverse
yaw. An academic point? Maybe, but with so many GA
pilots trained to fly on aircraft that don’t require co-
ordinating rudder, it's surely good for safety if an
aeroplane can be flown in this way, if the pilot should
forget the importance of using his feet in a crisis.

Foxbat variants have sometimes needed some work
by LAA to achieve acceptable directional stability,
either in the form of a rudder anti-balance tab or strong
rudder centring springs, but on the Vixxen, effective
rudder centring springs are included as part of the
standard design.

The Vixxen’s directional stability is textbook, except
that there’s just a trace of lightening of the rudder force in
a power on left sideslip — not enough to notice in anything
other than a flight test environment and not evident in any
normally encountered flight regime.

Why are we even testing a power-on sideslip? Well,
we do find LAA aeroplanes in this situation from time to
time — notably during photo-shoots for those head-on
shots so beloved of magazine editors, and during an
airshow ‘top-side pass’... It can cause problems with
fuel flow too, as one Slepcev Storch pilot found out... But
| digress.

Ukrainian winters...

On a more practical level, another feature of the Vixxen
that excels is certainly the heater. Flying in January,
would you believe, we had to turn the heater down
because, after 15 minutes in the air, the cockpit became
too warm for comfort? Maybe this is what you need in the
Ukranian winter, but certainly, to have a very light aircraft
like this with spare cockpit heating capacity is luxury
indeed. In fact, with many other aircraft it's hard to tell if
the heater is working at all, sometimes the smell of fumes
being the only indication that the cable is connected up.

Excellent controls

Within a few minutes of getting airborne, what struck me

as unique about the Vixxen’s handling was the way that it

didn’t seem to need to be re-trimmed as you changed >
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from the climb to the cruise to the descent configuration,
or with changes of power or flaperon setting. Normally
this finding — desirable as it seems in itself —is a
bi-product of seriously weak longitudinal stability, which
can cause problems with inadvertent stalling, inadvertent
over-stress or over-speeding, difficulty of holding any
desired speed and generally unpredictable behaviour.

In the Vixxen however, the longitudinal stability is
positive, and the trimmer can be used in the normal way to
fly hands-off and maintain a desired speed — it's just
remarkable how the settings don’t seem to need to be
changed from one flight condition to another. Chop the
power in the cruise, simulating an engine failure, and without
any control intervention, the nose drops and the Vixxen
settles in a glide, still in trim.

Try the same in a full power climb — corresponding resuilt.

A simulated go-around, suddenly dumping the ‘flaps’ —
same again — no heavy stick forces to be held while
scrabbling for the trim wheel or switch, just open the throttle,
flaps away and climb — still with the same trim setting as the
approach. Remarkable!

The changes in pitch trim normally encountered with
changes in power are generally the result of the position of
the engine thrustline, and to a degree, this can be fine-tuned
using downthrust. The change in pitch trim with flap position
is more complex. Classically, dropping the flap creates an
increase in a wing’s nose-down pitching tendency that
generally means one has to compensate with up trim. The
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Below left The large
fin and rudder, which
sports return springs.
Note mass balances
on inner edges of
the stabiliser.

Below right The
nose leg features a
spring damper for
suspension. The
entire leg turns via
direct steering, not
just the wheel fork.

Bottom A good
example of the
craftsmanship in
CNC, the control
assembly at the
base of the stick.

nose-down tendency is partially balanced by a nose-up
effect created by the change in the wing downwash angle
acting on the tail, which produces a compensating
down-force on the tail surfaces. Some aircraft, generally
high-wingers, actually respond the other way and need down
trim when you lower the flaps — this means that the change in
tail downwash has the predominant effect. In the Vixxen, it
seems, either by design or good fortune, both the engine
thrustline and the way the flaps, wing and tail interact, seem
to provide near-perfect compensation.

It's true that an all-moving tailplane like the Vixxen’s does
give the designer more scope for fine tuning the pitch
characteristics of an aeroplane than a conventional tailplane/
elevator combination, as he can alter not only the chordwise
position of the tailplane hinge line but also the size, gearing
and linearity of the anti-balance tab deflections to alter the
stability and control parameters at will. On the other hand, as
many have found to their cost, there are many variables to
get wrong! Overall, Aeroprakt have certainly got this well
sorted on the Vixxen.

Stalling

Looking at the Vixxen's stall characteristics, the big wings
proved very reluctant to ‘let go’ and more often than not,
when the break came (at stall speeds indicating around the
30kt mark) the nose fell through cleanly with no trace of wing
drop either way. Of course, if stalled with the skid ball off to
one side, there was more of a tendency to fall off on a wing
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but just relaxing the back pressure was enough to arrest this
at any point.

Trying some stalls in continuous turns, we managed to
provoke some violent drumming from the rear fuselage
from pre-stall buffet but the Vixxen was still reluctant to dig
itself into the turn, preferring to wander back towards the
wings level condition. Even ballasting to the fully aft CG
limit, which is well beyond anything reached with typical
loading scenarios, had remarkably little effect on this or
any other aspect of the Vixxen’s excellent manners.

The performance? In the Vixxen, through careful
attention to drag reduction, designer Yuri has managed
to raise the cruise speed significantly over that of a
similarly powered Foxbat, without penalising the low speed
or STOL capabilities.

On test, loaded to max gross weight, G-VXXN
demonstrated a max continuous cruise of 115kt at 5,500rpm,
topping out at 122kt. Economy cruise is 80kt at 4,000rpm.
Not bad at all for a comfortable two-seater on just 100hp,
and well up with the best of the fixed-gear LSAs in this class.

This is all the more remarkable when you consider that
the aeroplane also has the STOL capabilities that would
outshine many microlights, a five-hour endurance at a
sensible cruise speed and the payload to carry two
average sized crew plus full fuel and still load 30kg
of baggage.

Overall, | liked the Vixxen. OK, so it doesn't have the
super-quick handling of the Eurostar, and the view from a
high-wing aircraft includes some blind spots that I'd rather
not have. But it is hard to imagine how you could design an
aircraft with safer handling characteristics and perform
equally as well.

As a trainer, its riveted sheet metal structure would not
be as easy to repair as a bolt-together Ikarus, Rans or
welded tube Sherwood Scout. But as an all-round
comfortable cruising aeroplane that can squeak in and out
of a microlight strip, yet carry a generous payload without
exceeding any of its legal or other limitations, it's hard to
fault. And with all those high quality CNC’d parts to
assemble, it would surely be great fun to build, as well! |

Above The Vixxen
is a very smart
machine, offering
good cruise
performance and
safe, predictable
handling.

A32 VIXXON LIGHT SPORT

Specifications

General characteristics

Length 6.27m

Wing span 9.45m
Height 2.22m

Wing area 12.5m2
Empty weight 315kg
Engine Rotax-912 100hp
Loads +4 /-2

UK agent Dragon
Aviation. Tel: 07974
952118 (www.
foxbataircraft.com)

Performance

Maximum speed Vne
125kt

Max. range (90 litres
fuel, still air) 590nm

Max. endurance (90
litres fuel) 10hrs
Cruising speed 115kt
Stall speed (flaps down)
27kt

Maximum take-off
weight 600kg
Take-off/landing run (no
wind) 100/ less than 100m
Rate of climb (ISA, sea
level) 1,000 ft/min
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