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pitch-up of about 3° which was readily
resolved with a little forward stick and
click or two of trim. Yes, I said “abrupt”
twice. In this airplane abrupt begets
abrupt, and smooth begets smooth.
Could be kind of nice—snappy, pre-
cise airplane response to control inputs
when you want it, mild mannered when
you want that. More on this later.
Average climb at best rate (5130 rpm
atwide-open throttle) through 3300 feet

The RV-12's forward canopy bump makes
room for tall pilots.

Because you enter from the front, it's
important that the canopy hinge upward
along way to permit easy ingress.
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Cousins, maybe, but not really brothers. Van's invested a tremendous amount of develop-
ment effort going from the first article (the yellow airplane) to a conforming prototype.

density altitude was just over 700 feet
per minute. That’s with the airplane
loaded to max gross (1320 pounds) and
the c.g. pushing the aft limit. Certainly
respectable, but probably nowhere close
to the climb available with the full 5800
rpm. Cruise flight evaluations used
5300 rpm. While 5500 is the max con-
tinuous allowed, the lower speed kept
the oil temperature in the green. Van’s
is working on this. I flew a little qui-
eter and slower (107 KIAS, 110 true)
than you might. Tested cruise speed
with the current prop is, according to
the company, 114 KTAS at 70% power,
a limitation set by the engine reaching
max-continuous rpm before the throttle
is fully in.

The field of view is wonderful. The
bump on the cowl was about 15° below
the horizon, and the downward view
was progressively better as you moved
your gaze aft to either side. The pilot’s
eyes are probably at about the 15%
chord point of the wing, making the
look-down forward of the wing about
60° and maybe 30° looking cross cock-
pit. Over the wingtips the look-down is
probably between 15°and 20°. Providing
Plexiglas aft of the rollover protection
bar was a great idea, enabling the pilot
to see the vertical tail and some of the
same-side stabilator.

The test airplane flew right-wing-
heavy, perhaps due to ballast boxes
weighing 237 pounds occupying the

space where the right seat should have
been, and full fuel—20 gallons, call
it another 117 pounds when full of
100LL—in the tank located behind the
right seat. Letting the stick go in wings-
level flight resulted in a 2%/sec right wing
down roll rate—easily countered with a
tiny left stick force, but a bit annoying.

OK, more on those low control forces.
The minimum force applied to the stick
to start the airplane pitching or roll-
ing is less than 1 pound in pitch and
less than a half pound in roll. There’s
no squeezing the black juice out of this
stick. Interestingly, you don’t have to
fly pinky-up either. Smooth control
application generates smooth airplane
response. This applies while flying in
choppy air as well.

Now It’s Air In the Wings?

Because there’s nothingbutairand struc-
ture in the wings, most of the plane’s
mass is in its fuselage. Consequently,
gust upsets tend to occur in the roll axis.
Holding the stick too tightly can result
in unintended stick inputs due simply
to the inertia of your arm when the wind
bumps a wing up or down a couple of
degrees. A light hold on the stick helps.
The build-up of stick force with increas-
ing displacement is easily discernible.
Couple this nice feel with the airplane’s
willingness to respond, and you have
a predictable airplane that’s fun to
maneuver.
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Full-span flaperons deflect differen-
tially to help counter adverse yaw, and
counter it they do. In fact, you really
don’t need any coordinating rudder to
roll the plane. You'll need it for coor-
dinated turns once established in the
bank angle, though. There’s plenty of
roll rate—60°%/sec average, measured
during 30° to 30° bank rolls. The air-
plane’s roll mode time constant is short,
meaning it quickly achieves the roll rate
commanded by the stick displacement.
Apply your stick input slowly for com-
fortable starts and stops, or do it quickly
when you want to play fighter pilot.

Pitch response is similar but not as
dramatic. How aggressively the airplane
responds depends on how aggressively
you move the stick. The airplane dis-
plays no persistent pitch wiggles when
you stop making stick inputs. Its yaw

VAN’S RV-12

Price N/A*
Estimated build time. N/A
Number flying (at press time) ........cccuueesssecsssnessssnessssanens 2
Powerpl Rotax 9125, 100 hp @ 5800 rpm
Propeller.............. Sensenich two-blade, ground-adjustable
P '_' nrrlﬁnm none
AIRFRAME

Wingspan 26ft8in
Wing loading 10.41b/sq ft

Fuel capacity.
Maximum gross weight ...
Prototype empty weight ...
Typical empty weight.
Typical useful load
Full-fuel payload

Seating capacity 2

Cabin width 41in

Baggage capacity. 501b

PERFORMANCE

[T T-T-T N 131 mph (114 kt) TAS
7500 ft @ 5500 rpm (70% of max-continuous), 4.6 gph

Maximum rate of climb........ccccvecernecirnrecirsscsinnnns 906 fpm

Stall speed (landing configuration)
Stall speed (clean) ..................
Takeoff distance (ground roll)
Landing distance (ground roll)....

.900 ft
.420 ft

Specifications are manufacturer’s estimates and
are based on the configuration of the demonstrator
aircraft. * Kit prices had not been set at press time.
At 85480, the RV-12’s wing kit is approximately
$1000 less than an RV-9’s.
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1. The Rotax 912S, making 100 horse-
power, was the sure thing for the RV-12
based on weight and performance.

2. A comfortable, two-place cabin has
sufficient elbowroom and a good 4 inches
between the seats for the flap handle.

3. Spar-locking pins are as foolproof as
possible. One pin penetrates both spars at
each side of the fuselage. This is the view
looking toward the tail, on the passenger
side of the aircraft.

4. A work in progress, the RV-12's data
plate shows the empty weight as 739
pounds. Weight-savings efforts are ongo-
ing; customer aircraft, expected to be
better equipped, will be about the same.

5. A large vertical stabilizer gives the RV-12
strong directional stability. Van’s first
stabilator has been well developed for
low-effort, day/VFR handling.

6. Cutouts in the tip ease wing removal.
There is no fuel in the wings, and the con-
trol systems slot together automatically.

www.kitplanes.com



A free-castering nosewheel replaces the
steerable unit found on the first yellow
prototype.

response to pedal displacement is just
as lively and as benign, and, yes, you can
roll the plane with the pedals through
its dihedral effect.

Trim Trials
It takes little stick pull or push to hold
a deviation from the trimmed speed.
With the plane trimmed for 107 KIAS,
the stick pull to maintain 75 KIAS was
about 4 pounds. It felt about the same
when flying faster than the 107 KIAS
trim speed. I suppose it might be a chal-
lenge to fly an exact off-trim speed for a
prolonged period, but this isn’t how we
fly. If you want to fly a different speed,
the electric trim rate and sensitivity
make quick work of trimming out the
stick force. Maneuvering, the measured
stick force was a pleasant 7 pounds/G,
high enough to provide good feel and
low enough to encourage aerial diver-
sions en route to that burger.
Idle-power stalls occurred at 49
KIAS when approached with a 1 knot/
sec deceleration. The stick pull increased
steadily, reaching about 7 pounds just
prior to stall. The warning horn whined
(not loud enough in my opinion) at
56 KIAS and continued until recov-
ery was initiated. Roll and yaw control
remained effective throughout the stall
approach. Although there was no sig-
nificant increase in buffet, the horn
and progressively increasing stick pull

1932 Sensenich introduces its
precision wooden props to aviation

1948 Sensenich brings durable

1999 sensenich ushers in composite
prop technology to the airboat market

2004 Sensenich brings composite props
; lo Rotax- and Jabiru-powered planes

. *"""'ﬁ!, |I
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Sensenich Does It Again!

The industry’s fixed pitch prop leader for more than 75 years
introduces amazing composite propellers for even more light sport
and homebuilt aircraft. Proven on 5,000 airboats over the last 8 years,
as well as Rotax and Jabiru-powered planes, the new lightweight,
precision, composite props are now
available for Continental and
Lycoming-powered planes.

To learn more about putting a Sensenich composite prop on your
nose, visit www.sensenich.com.
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WI Sensenich. Right on the nose.

Lititz, PA: 14 Citation Lane 17543 e 717/569-0435
Plant City, FL: 2008 Wood Court 33563 e 813/752-3711
www.sensenich.com
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force provided some cues. The stall was
a pitch break of about 15° accompanied
by a right wing drop of 10° or so. Relax-
ing the pull recovered the plane imme-
diately. Faster decelerations showed
slower horn onset speed (53 KIAS) and
apparent stall speed (45 KIAS), but the

character remained the same.

Making a Flap

Selecting the first notch on the flap lever
caused a slow nose-down pitch, which
was easily prevented with a pound or

two of back stick as the airspeed bled

about 1 knot/sec. Going to landing
flaps and slowing to the 55 KIAS rec-
ommended final approach speed had
me pulling a light 4 to 5 pounds on the
stick while maintaining level flight; 3 to
4 seconds on the trim switch took that
away. Flap deflection is assured by look-
ing at them. No ballooning, no big con-
trol force changes or direction reversals,
no unusual attention required—nice.
Pitch attitude is a little more nose-up
here with the cowl bubble just below
the horizon.

Adverse yaw shows up in this con-
figuration, so you’'ll use your feet again.
It took me a few turns to calibrate the
low pedal force requirements, but
they soon became second nature. Use
enough pedal to feel right while rolling,
then back off a tad once established in
the bank.

Lateral control friction also shows
up with the flaperons deflected. Van’s
is working on this, too. It’s enough that
the stick will only return to within an
inch of where it was before it was dis-
placed. Problem? No, at least not for

day, VER flying. The abrupt roll mode
seen in cruise softens under landing
pattern conditions, making for nice pre-
dictability while generating the 30%sec
roll rate available here. Don’t relinquish
that light touch on the control stick; a
level, 30° bank turn takes only 3 pounds
of pull.

The static stability gradient remained
shallow, meaning there won’t be a lot of
stick force cues to let you know you've
wandered away from the 55 KIAS you
trimmed for. It takes less than 2 pounds
of stick pull to fly slow enough to trigger
the stall warning horn and probably 5 or
6 pounds of push to reach the max-flap
speed. This means you will have to keep
a close eye on the airspeed indicator in
the pattern.

Stalls with the flaperons in the land-
ing position aren’t much different from
the clean stalls. Stick force increases to
the 4- to 5-pound range, and the warn-
ing horn starts singing at about 49
KIAS. Stall speeds were in the low 40s
with the Dynon indicator bouncing a
couple of knots in both directions.

KITPLANES SUBSCRIBER ALERT!

Several of our KITPLANES subscribers have received what appear to he “renewal notices” from a company
known as Magazine Billing Services, Publisher’s Billing Services, or other similar names. Addresses for
these firms include San Luis Obispo, CA, Sait Lake City, UT, Ponca City, OK, Prescott, AZ and Margate, FL.

These firms have

heen authorized by us to sell subscriptions or renewals for KITPLANES and we

cannot guarantee that any orders or payments sent to them will he forwarded to us.

KITPLANES does

offer a subscription term of more than 2 years. If you see an offer for 3 years or

more, or a specific offer for 3 years for $73.50 or 3 years for $89, please understand this is NOT an
authorized offer. Any offer you receive that does not hear our company logo and corporate or
Customer Service address or 800 numbers should not he considered approved hy us.

The only authorized information for KITPLANES is:
Toll free at 1-800-622-1065 - www.kitplanes.com/cs

Our Florida Customer Service Center:

386-447-6318 - PO Box 420235, Palm Coast, FL 32142

Or our corporate offices at:
Belvoir Media Group, LLC
Aviation Publishing Group

800 Connecticut Ave, Norwalk, CT 06854

Should you have any questions at all ahout mail that you have received, please contact us at our
website, www.kitplanes.com/cs or to speak to a Customer Service representative,
please call us toll free at 1-800-622-106%5.
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Balanced flight is not that critical at
the 55 KIAS final approach speed. Full
pedal slips were easy to perform, which
is good, because the airplane is not that
eager to come down. Even with the
throttle held at idle (and you must, or
it'll creep forward), the timed descent
rate was 600 fpm. Flying at 55 KIAS
in a full-pedal slip, the rate increased to
720 fpm. Not a dramatic increase, but
it helped. Controllability and airspeed
control are no different in the slip.

The airplane’s reluctance to come
down meant either a somewhat flat
final approach or using a forward slip.
Either works fine, but the slip is more
fun. Entering the landing flare with
much more than the recommended 55
KIAS results in an impressive ground
effect float. You can put it down at any
time, but you'd lose the satisfaction of
hearing the stall warning horn come on
just prior to the wheel chirp. And you
don’t have to quit flying just because the
mains are down. Nursing the stick fully
aft keeps the nosewheel up until about
27 KIAS on the Dynon, after which it

The RV-12, through low weight, accelerates well on the runway. Here, it's keeping pace
with an airplane packing more than twice the horsepower.

self-lowers gently to the runway.

Control forces throughout the land-
ing pattern are, well, by now you know—
low. Minor gust upsets that raise a wing
can be fixed in short order with intuitive
stick and pedal corrections. Tracking
the runway centerline on final, through
the flare and during roll-out comes auto-
matically. In short, the plane is a delight
in the pattern—at least in light, variable
wind conditions.

So what we have here is a marvelous

contradiction. You might expect a light-
weight airplane with low control forces
and lively response to be difficult to keep
on a particular condition such as atti-
tude or altitude or speed. It ain’t so. The
RV-12 is easy to fly and well behaved.
It might be late to the LSA party, but I
suspect it'll be an honored guest. T

For more information, call 503/678-
6545, or visit www.vanmircmﬁ.wm.
Find a direct link ar www.kitplanes.com.

Wanna Race....?

Designed and Manufactured with Pride in the USA
See ya'll at Oshkosh - Booth 426 North Aircraft Display

Shelbyville, TN  931-680-1781

www.flylightning.net

info@flylightning.net
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