t EAA AirVenture Osh-
kosh 2005, 13 aircraft on
display in the Light-Sport
Aircraft  (LSA)  Mall—
which put LSA on center
stage just south of AeroShell Square—
had their airworthiness certificates as
special light-sport aircraft (S-LSA). (A
14th aircraft, the Savage Cub, exhib-
ited in the North Commercial Area,
also earned its S-ISA certificate, but
only had one aircraft to display.) That
14 aircraft earned S-LSA certificates

'Kapf)-ag KP-5...a gre
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in the short span of three and a half
months since the FAA announced
the availability of the final consensus
standards for LSA-category airplanes
is an unprecedented accomplishment.
No one can recall when so many air-
planes have been certificated in such
a short time,

One of those baker's dozen plus
one is the Jihlavan (pronounced
“YEE-la-von™) KP-5, better known to
Americans by its importer's name—
Kappa Aircraft KP-5. It is an elegantly

styled, all-metal LSA with a high-vis-
ibility cockpit, a high-performance
wing with well-regarded Fowlet
flaps, tough trailing link landing
gear, and the popular Rotax 912
powetplant. In its ready-to-fly form,
the KP-5 sells for about $88,500. But,
FEdwin Miller, president ‘of Kappa
Aircraft based in Pocono Pines,
Pennsylvania, says interested buyers
should check with his staff to deter-
mine the current ptice depending
upon-the euro exchange rate.

at trainer and more!

Rising From the Fall

Like many contemporary Eastern
FEuropean producers, Kappa 77, a divi-
sion of Jihlavan, started life as an air-
craft manufacturing facility after the
Soviets left the Czech Republic. It took a
few years of difficult adjustment before
countries like the Czech Republic began
to rebuild private businesses, which
had existed widely before the Soviet
occupation.

Kappa 77 and Jihlavan worked
together to produce the KP-5 that Kappa
Aircraft distributes to American buyers
as an S-LSA. Jihlavan, a 250-employee
component manufacturer specializing
in aeronautical hydraulics and actua-
tors, had always provided the facility
and workers for Kappa. It began assist-
ing Kappa 77 financially in 1998; in late
2004, when Kappa 77's financial dif-
ficulties increased, the larger company
purchased all design rights and con-
tinued production of Kappa's aircraft.
About 90 employees are involved in the
Jihlavan airplane division. Ed said, “All
the same employees are making Kappa
airplanes, so we have labor continuity.”
{Jihlavan manufactures components for
Beoeing, General Electric, SAAB, and
many more aerospace companies. Since
organizing in 1952, Jihlavan has built
parts for MiGs, 1-39s, and many other
aircraft.)

Antonin Pistek, the chief designer for
the KP-2U Sova, an airplane much like
the KP-5 but with retractable gear, also
led the design team for the KP-5. As it
happens he is also leading the design
of Evektor’s VUT 100 Cobra, a five-seat
general aviation aircraft that made its
debut at Aero 2005 in Friedrichshafen,

Germany, eatlier this year and was dis-
played at EAA AirVenture by Evektor
importer, Sport Aircraft International of
Kerrville, Texas.

The Americanized Kappa KP-5

For the U.S. market, Jihlavan had a
delicious opportunity. It could increase
the aircraft’s gross weight above any pre-
vious limits allowed (by regulation) in
countries where the airplanes are sold.
In Australia, the KP-5 is approved to a
maximum takeoff weight of 544 kilo-
grams, or 1,199 pounds, which is what
Kappa Aircraft uses for its
S-LSA version. Limited to
120 knots maximum speed
(138 mph), the fixed-gear
KP-5 with wheelpants fits
the LSA rules well and is
less complex to operate,
exactly as the FAA intend-
ed for LSA.

As Americans have
locked over the all-
metal, low-wing KP-5 at
air shows and on Sport
Pilot Tour stops, everyone seems to
notice its distinctive Fowler flaps first.
Jihlavan’s engineers, led by Pistek,
extended the aircraft’s Fowler flaps
well beyond the wing’s trailing edge,
adding considerable square feet of
area. The flaps also arc downward
with a smeoth gap to supply optimal
airflow over the surfaces.

The flaps are controlled via mechan-
ical linkages and are quite effective
with 10 and 35 degrees of deploy-
ment guided by a track arrangement.
In flight you can see and feel the
effect of their moving aft to the first
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notch; then you sense a noticeably
separate action as they descend to the
second position.

Switches on either the left or right
joystick operate electric in-flight trim—
but not both to avoid pilots simultane-
ously moving that control. As is often
the case when installed in this location,
the switch offers a fairly fast response
rate so vou hit the button a series of
times but rarely hold it down. A small
indicator mounted to the left of the air-
speed indicator on the far left side of the
instrument panel provides a good visual

display of which way you're moving
the trim. You also can feel the effects of
trim quickly, which is goed because the
indicator is not a ready glance for pilots
in the right seat.

Each joystick also has a push-to-talk
switch allowing you to keep your hand
where it belongs during takeoffs and
landing. Across the panel all electric
switches are guarded to prevent their
inadvertent movement.

The KP-5’ panel clearly has room for
any instruments that pilots may wish
to have. A moving map instrument in
the center of the panel offers pilots the
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oppottunity to use the latest technol-
ogy, and an angled space in front of
the left-seat pilot is intended to hold
attitude indicator.

The throttle lever, which is located
between the seats in a center console
(along with the flap handle), was a
bit of a reach from the right seat,
which sits aft of the left seat by about
8 inches. However, typically, the left-
seat pilot will handle most throttle
action, and the reach from that seat
is reasonable.

That staggered seating allows each
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pilot to see well left and right and gives
the leftseat pilot a definite pilot-in-
command feel, which should work well
for instructors to instill confidence in
their students. It also ensures that two
large people won't be constantly rub-
bing shoulders. And, it allowed the KP-
5's engineers to keep the cabin width
narrower, thereby improving perfor-
mance and fuel consumption. Some
may not care for this arrangement, but
it has clear benefits. (Farthstar Aircraft’s
Odyssey uses a similar seating arrange-
ment for the same reasons, and owners

of that aircraft have appreciated the
extra rooIr.)

The KP-5's cloth-covered seats,
though not heavily padded, proved
quite comfortable. Four-point seat
belts are standard, and the whole inte-
rior has a carpeted finish; simple, but
nicely achieved. Ed advised that a
new seat design that is shaped bet-
ter to the human form is used in
later model KP-5s. For the American
market, Jihlavan Airplanes will sup-
ply aircraft to Kappa without interior
appointments. AitTex of Fallsington,
Pennsylvania, will provide the interior
appointments to allow greater custom-
ization for American buyers.

Visibility through the KP-5's large,
aft-latching canopy is broader than it
may appear, even to the aft. In the heat
of Florida, where I flesv the aircraft, the
cabin didn’t warm up uncomfortably
thanks to air inlets. Future KP-5s will be
supplied with a tinted canopy.

The canopy latches fore and aft,
making for a secure closure. In the
aircraft I flew, the latch control was on
the left side, but it has been redesigned
and mounted instead on the overhead
canopy support with pins that secure
the sides of the canopy. Now, it can
be opened or closed with one motion,
and either occupant can reach the
latch handle.

The KP-5 has a large baggage area
capable of holding 66 pounds aft of
the seats, which flip forward for easy
access to the area. A lever between your
legs adjusts the seat positon to eight
different locations. Using a technique
similar to removing a drawer from a
desk, you can easily remove either seat
to fill the cargo area to its maximum
allowed capacity.

During our test flight, Ed offered the
use of his Bose noise-canceling head-
sets, and they performed brilliantly.
Ironically, afterward my recorded notes
were difficult to understand because
the engine noise was greater than I
realized, so I didn‘t talk as loudly into
my recorder as I frequently do. When I
removed my headset for a short chedk,
though, the noise level didn't seem
much different than other airplanes in
KP-5's class.

A Sweet Flying Experience

However, my recorder did easily cap-
ture this comment [ made while Ed
and [ flew around central Florida: “The
KP-5 is one of the best handling aircraft
I've had the pleasure to fly.” Harmony
in the controls is quite good. Pressures
are light, and response is crisp without
being sudden. Experienced pilots will
appreciate its fine combination of con-
trol ease and authority. Yet, the KP-5
also should make a good trainer; its
sturdy landing gear serves this purpose.

The controls weren’t at fault, but I
tended to raise the nose too much, and
we continuously climbed gently when
[ didn't mind the altimeter When
the nose is in the proper attitude, it
appears you are beginning a shallow
dive. However, the good visibility cver
the nose creates a favorable impression
once you adapt to this positioning.

The 100-hp Rotax 9128 engine pro-
vided temrific performance at its near
1,200-pound gross weight. (Ed and |
actually flew at a weight modestly less
than the gross weight allowed.) Climb
rate was 800-900 fpm at 2,000 feet MSL
on an 80°F moderately humid day in
central Florida.

At about 4900 rpm, we wete running
115-120 mph. Apparently its lighter
weight and leaner cabin width help the
KP-5 slip through the air easily.

Engine idle sink rate was also gocod,
averaging about 450 fpm with some
portion of the two-minute test show-
ing 320 fpm, an excellent performance
among light aircraft (and noticeably
better than most GA aircraft).

The KP-5 designers report that with
retractable gear and an adjustable prop,
the aircraft’s glide ratio can reach 18-
to-1. Of course, with its fixed gear and
prop, the LSA version performs closer
to 14-to-1. Regardless, the KP-5 clearly
stretches a glide well and sinks slowly.

Every one of my landings in the KP-5
went exceedingly well; 1 credit the air-
plane more than my technique. Given
the combination of a low sink rate with
effective flaps and good, low-speed han-
dling, the KP-5 accommodates takeoffs
and landings with ease.

During the flight, T performed
approach and departure stalls plus

“The KP-5 is
one of the best
handling air-

craft I've had
the pleasure
to fly.”

accelerated stalls, Most of them fell to
the right a little faster than I'd consider
optimal, hut recovery was always easy.
In no case did [ require any power to
recover from a stall with minimal alti-
tude loss.

After noting the right-hand break, 1
paid extra attention when I did acceler-
ated stalls to the right But even with
the wing bank at about 45 degrees, the
KP-5 rolled out level, confirming the
reasonable stall characteristics of this
airplane. My speculation is that this
good quality may result from slipstream
effect on the tail.

In accelerated stalls, a pronounced
burbling identified incipient stall. This
was less evident in straight-ahead stalls,
but when the nose fell through, it
proved quite a benign action.

All stalls came at low speeds. Given
instrurment error at the bottom of the
range, I don’t know if I can believe the
38 mph indicated. This represents only
33 knots, making it 12 knots slower
than the maximum for LSA. Regardless
of the actual numbers, it's clear the KP-
5 stalls very slowly, a great attribute for
an instructional aircraft. All stalls were
done without using the superb Fowler
flap systermn.

Although the KP-5 slows down well,
as proved by my experience, controls

remain responsive right down to mini-
mumn flying speeds. With those Fowler
flaps extended well aft, Kappa seemed
content flying at 45 mph.

You may deploy the flaps at 68 mph.
However, deploying them requires a
physical effort to get to the second
notch. My in-flight recorded notes
reflected that I had to vank on the lever
to engage maximum flaps. A better
technique would help and perhaps a bit
of lubrication was needed. And, | may
have been deploying them at a speed
slightly higher than the recommended
68 mph. Design engineers noted that
the use of mechanical actuation keeps
pilots from too easily lowering the flaps
above that recommended speed.

Fuel, your choice of low-lead avgas
or high-test auto gas sources, is stored
in 8.5 gallon tanks in each wing. You
can add two more 4-gallon tanks for
a total of 25 gallons, which equates
to more than five hours of range and
could take you as far as 750 miles on the
aircraft’s 4 to 4-1/2 gph burn rate. You
can switch between the KP-5% tanks
in flight, which is unusual in an LSA,
allowing pilots to burn one side more
than the other to aid lateral balance.

[ was impressed with how well the
engine installation provides good cool-
ing. We flew in Florida in late October,
and conditions were still warm and
humid. Never did 1 note the oil or
cvlinder head temperatures rising into
the higher green ranges. When flying
in colder months, Ed uses some baf-
fling to keep temperatures in range.
The engine installation also succeeds at
isclating vibration from the Rotax 9125
powerplant.

Toe brakes are installed only at the
left-seat position—or the right if pre-
ferred—but not both due to limitations
in the hydraulic reservoir. To date, most
American customers have ordered an
optional handbrake mounted on one
or both joysticks. The handbrake is also
hydraulic. If buyers choose this option,
the midder pedals can be adjusted for
greater seating versatility.

Catch a KP-5
At the KP-5%s selling price in the
neighborhood of $88,500, you get
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