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Dyn Aero MCR4S: Four seats and short-field
nerlormance from 100hp. Amazing!
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Four seats;,ﬁﬂnwn range 125kt cruise, short field
performance and all on just 100bhp... the latest from
French kit aircraft manufacturer Dyn Aero is nothing

short of amazing. Dave Calderwood reports
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Flying the Dyn Aero MCRAS
TECh Spec is straightforward with

plenty of speed and no
Performance major vices, Great visibility

Takeoff distance & though it can get hot
Landing distance G50

Cruise (75% power at FL8O) |5
Fuel consumption at cruise 4.0
4.4 Imp:gallons o

Max range at cruise 821nm . -
Never exceed speed |73kt Thinse hills and mauntains wit
stall speed (clean) 54k easy to Keep an ey= on, thanks ta
Stall speed (2 stages flap) 44k wsibility from the fron
G limits +5.8/ -1.5

wide valley carved out by the River Duran
her side but
= supert
ts of the MCRAS. The
> hinged =nopy s all clear s6 Yyou
Specification cars=2 all round and above but the
Engine 3 15 that the low wing 15:sit
Max power |00BHp Otpr pilpts are e nf the w
Propeller : Plade: MT Later, 'on 2 subseguent flight my passenger
Seats 4 ; i I =
confirmmed the enind the wing
Dimensions s fhe view is simil r‘l|} ynabstn “Ion.'. The panel and
Wingspan 28t 7in cockpil sides are also (o, %I\JI g a8 PanuRAMIC Vg,
Wing loading 'sJ 2 all this i, | was trvifig to get the BN
: VoErise WWe z
I:‘|C|"-'-" of manifold pressure, -m(mrpl and an
girspeed of 250km/h (135k1) with the huge
Useful load 88 centre-panel Becker moving map and GRS reading
Fuel capacity - : 128k1 groundspeed. Four buttons on top of the stick
fitrol .I & trim, both pitch and side to side. Getting
e pitch trim right takes

=]

front part i

5ale placed

aRe p[:’if_l.l"" — |tz 5 NVEY
senaitive and just a tap too far will have you

climbing o descending, Evertually |'set it about
Prop
2 nght. Eyually sensitive |s the rudderwhich needs a
Manufacturer very light foct to keep the ball centrad, and slightly

"J[ "ﬂ’ :I 'll‘\‘“‘ 1 "—I":
weighted inall directions.

By naw feeling mare at home with the MCR4S, it
UK Distributor was Hime ta iy some basic manosuyres. First, a.bi

ke whith seemed petfealy

Lyndhrst oW S8 more altitude and thankfully t
A Wellands Road [ifting & little and the drizzle %a:.lu_;g
Lyrdhurst, Hants TAD ot L R P T R TR
e check — nofixed wing aircrafl out bul rJ|11.| o [[ie dr.ry
el 023 BO2E 2618 - 5 1
chelewr we'd seen constant helicopter activity — and some

Dyn Aero proved eas :
as we pulled the tums ISINgE 3 t:'.r_ more power and
gentle back pressure. The

allitudle I'd haye gone fot & 1 true 90-degrea 'knife

day, Llll.w out to a8
g ind feature Was pracise.

Next same stalls: Power off and flaps up, the Dyn
e back to-about 100km/h (54kt) indicated
before there was | ntle nod, With no
o'drop the wing, and recovery lostalme
no height. With one stage of flap, the spesd was
down to 80kmy/h (43kt) betore a sharper nod and
a bit of wing drop. Recovery, as before, was instant

This had all been far too =asy sa Paul, a fiying
instructor i his spare time, ook control for a ¢

x<-andl demonstrated his ‘bad pilot’ routing;

s of flap. airspeed back 1o 8l IL m/ h, and
vad araund the sky as though on base leg
IDUIr'm far a slow turn-onte final. Even with sormne
gentle tuims the MCRAS did nothing umtovard. Made
me as riervous as hell though

Then on to Sisteron — actually; & narrow tarmac
*_-"I[J .1rnlh of Sisteron near the village of Theze
mostly by gliders wanting 1o
e -._n' the Alps. it looked very small fram where |
was sitting, Pre<landing checks were the :?ml, carb
heat an, leave the prop alone, power back-a bit
siow the aircraft down, get in one stage of flap on

ignowith my

ple

soar the westem
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Huge Becker GPS and moving map \\
dominates prototype MCR4S panel. Fuel .

tap for wing tanks is central, ahead of
throttle and prop control levers. Two alloy
knobs are hand controls for the brakes

dowinwind, second on final. The appraach was at
110km/h (Mlong finals at 120," said Paul) and the
Byn Aero was a model of perfect behaviour as we
descended, flared, landed and took off again in one
smooth movernent. Throttle was very easy to adjust,
the aircraft reacted very predictably to the stick and
all responses were immediate

Back to Gap, where the weather was near
mifmums again so with no other airfield activity we
hiad a straight-in approach to 03 for another very
suaighttorward and very flattering landing. Taxying
back to the hangar needed a couple of squeezes on
the individual hand controls for the brakes to
supplement the nosewhee| steering, and then | shit
down the engine by simply tuming the mags off,
it a characternistic juddering final clank from the
Rotax unit.

We parked the MCRAS in the hangar alongside
Paul's other aircraft, an MCRO1 ‘Banbi! the two-
sedter that is the mainstay of Dyn Aero's production
and from which the four-seater was developed. Both
are designs by Michel Columban, & former engineer
and aerodynamicist with Morane-Saulnier and
Aerospaliale, whose target for the Banbi (‘Ban' frem
Calumban and ‘bi' meaning two-place) was a speed
of 300km/h (162kt) from an aircraft weighing no
more tharl 200kg using an 80hp engine, without
sacrificing safety or ease of use,

The first Banbi was all-aluminium but this
thanged when Columban met up with Christophe
Rabin, son of the famous Pierre Robin who founded
Aens Robin, Christophe’s company, Dyn Aero,

-

already produced an aircraft designed by him, the
CR100, built mostly from wood but with carbon fibre
main spars. The pair decided to develop a
composite version of the Banbi and in 1995 the
MCRO1 was launched at RSA Rally, French
equivalent of our PFA Rally. It had carbon fibre spars,
aluminium skin wings, composite fuselage enlarged
from the original Banbi and was an immediate hit
with French kit-builders, Now over 180 kits have
been sold with more than 100 aircraft flying.

For the four-seal MCR4S, the composite fuselage
has been retained though lengthened and widened,
plus the fuel tank moved from behind the
instrument panel to the wings, allowing the panel to
be moved forwards. All this shuffling around of the
fuselage has created a remarkably spacious cabin,
with plenty of elbow roam for the front seat pilots
and positive [uxury in the rear. Access la the rear
seats requires folding forward the one-piece front
seat, and then it's simple step inside. There's a
spacious luggage compartment behind the rear
seats, and production versions will have a separate
door for the luggage bay.

The front seats are adjustable via a pecullar hinge
at their front edge. Basically, it rakes the whaole seat
back and you end up in a sportscarike recline
which felt very comfortable to me, being long-
legged. When checking out the controls on the
ground, I'd realised the foot space on the metal
tube rudder pedals was confined for my size 11s so
it was essential to wear slim-itting trainers. Foot
brakes are fitted to the rudders and are effective on
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Do It Yourself

Dyn Aero is a developer and
manufacturer of kit aircraft. The
current range started in 1995
with the MCRO1 two-place, now
also available as an ultralight
(French term for microlight),
and the four-seat MCR4S was
launched last year.

The MCR4S kit is available in
three stages: Standard Fast
Build which requires two to
three weeks work in the factory
using special factory jigs for
the initial structure, Extra Fast
Build where that initial
structure is made for you, and
Super Fast Build with more
parts assembled. UK distributor
Jerry Davis estimates 600 hours
of work for the Standard kit.
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Ul deflection but | felt happier uSing the central
hand capirols-for the brakes. _

Gn this prototype almost none of the switches
A gomirol wergplacarded — something the PRA
5 very keen on =Sg i tock a while te wark it all

electrical switches, But the
| had plenty of room far whatever insfrument
fit you wanl. Three cheers for fiting

i plope

throttle quadrant, adiacen (o the prop control and
ust i1 front of the brakes.
Finist

5n inside the cabin s
s welphit consc
the: extraordinary performan:

retty basic and hints
1= ne reason for

2. The other reasan (s
careful attention to detail on the acrodynamics and
evenywhers you ook around the Byn Aero areas
of possible arag have been worked on o reduce

this 1o & migimum. Result is that the MCRAS has
an empty weight under 350kg but a mawmum all
upweight of 750ke, giving & pavload of 400kg
(about B8OIL), The claim is that two people at
B5kg each plus two passengers of 70kg, with 40kg
luggage and two-thirds fuel, could fly at a criise
speed of around 125kt tor S00am. Even allowing
for the factory performance figures being a tacl
ppLimistc, a view shared by UK Distributar Jerry
Bavis, that's extraordinary!

Helping to keep the waight down, carbon fibre
composite |s retaned 1or the maln wing spars and
alsa used for the skin, with a similae construction
of the alltlying tailplane and ridder. Flaps
erons are alurminium skin with feam spars,
Qther parts — sexts, cowlngs, spats and those




wacky looking winglets — are made from either
carbon fibre, kevlar or glass fibre. Speaking of the
winglets, they are brand new to the aeroplane, and
fitted only recently, Theory s that, as on the Airbus
fram which the idea was borrowed, they reduce
drag by reducing the vortex effect at the wingtips,
but the guys from Dyn Aero just seemed to like
the controversial loak! | didn't natice any effect,
good or bad, when flying the aircraft but it certainly
created a crowd when we amved back at Sisteron
the following day in much-Improved weather,

Betare that sortie, however, the arrival of blue
sky and much higher cloudbase meant a longer,
more enjoyable flight over the nearby Alps, this
time three-up. | was keen to see how the MCR4S
would perform with a heavier load and Paul
suggested a simulated short-field takeoff. Sg,
brakes on - those awkward-at-first hand brakes
fad by now become second nature — full power,
one stage of flap, rolling, gentle back pressure and
we were aitbome at 110km/h within roughly 200
metres, Very impressive but more was to follow.

This time, with the weather encouraging every
possible aviation activity at Gap — gliders,
parachuting, helicopters as well as the peeasional
light aircraft —we had to cimb out and depart
according to the circuit but it didn't take long 1o set
a cruise climb looking for the blue bits, With
5800rmpm set on the prop, 140km/h showing on
the ASl and 800fpm rate of climb, soon we were
at an indicated 10,500 feet with a fantastic,
majestic, awe-inspiring vista of snow-covered Alpine
peaks showing through a light covering of cloud
We felt very privileged nght then to be enjoying
such an experience, made possible by Paul’s
experience as a regular mountain fiyer.

In the front, exposed ta the sun through the
clear canopy, we were hot despite the outside
temperature being an estimated -10°C. Bul in the
back my passenger was cold — the rear seats have
excellent side windows but the rocf is solid, cutting
out the sunshine. We also experienced
considerable misting up inside the canopy, one of
the few problems also naticed on the first flight.

The aircraft handled perfectly even in this thin
alr, and | was amazed at the performance of the
little Rotax upfront, It had hauled three of us, plus
half-tanks, from a short-field takeoff ta aver
10,0001t with ease. All 1oo saon, however, we
were an our way back to Gap, descending carefully
to avoid cloud and also to keep the engine warm:.

Paull pointed towards a col between two stiow-
topped peaks and gestured with his hand to fly a
descending turn around one of them, Naturally,
feeling a tad nervous being 5001t from huge lumps
of extruded granite, | was careful to tly the Dyn
Agro very precisely, leaving plenty of margin,
Fortunately, the air was extraordinarily smooth and

stable and the aircaft respanded precisely,

As we entered the drcuit back to Gap's 03, with
Paul handling the radio ealls since it was all in very
fast French, he suggested a short-field landing,
using the third and final stage of flap. ‘It behaves
like a helicopter,” he said, and sure enough, adding
the third stage while still quite high on short final,
brought us down right to the threshold, needing a
fair bit of forward stick to keep up a 1 10km/h
approach speed. Hanng from this extreme angle
approach proved easier to judge than |'d thought it
might be and soon the mains were ralling
smoothly over the tarmac. Distance to land? Well,
we made the first taxiway with plenty of room to
spare so |'d eslimate 200 metres...

Later that day, we made two more flights — over
to Sisteron and back again for the photo shoot —
and every time, with a variety of wind dirsctions,
admittedly all light, the Dyn Aero was
straightforward to fly, Part of the ease of landing is
down to the wide-spaced undercarriage, which
uses oleo struts rather than the sprung legs of the
two-seat Banbi, but the preciseness and
responsiveness of the controls is also a big factor,
as well as the superb visibility.

The constant-speed prop helps maximise
performance of course, but Dyn Aero's ability to
design a slippery, light weight and €asy handling
aircraft shows what is possible these days with new
materials and fresh ideas. Mission Impossible
achieved, 1 think!

““Watercooled Rotax engine is
quiet but needs a fair supply of
air for cooling and consumption
hence profusion of intakes.
Undercarriage is all oleo

Above; Canopy hinged at
front giving easy access to
front and rear seats. Wing

positioned so it doesn't
obstruct the view totally

Above, centre: T-tall and
sensitive rudder

Abaove, far left: Slotted
Fowler flaps have three
stages — final stage for

(very) short-field landings!
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