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Flight Test

Fast for 
four…

Chris Taylor gets to grips with the Sling Aircraft 
TSi, which has become a popular four-seat choice 

for LAA homebuilders

Photos Neil Wilson
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Designed in South Africa, the good 
looking Sling 4 TSi is a four-seat, 
single-engine, fixed tricycle 
undercarriage, aluminium aircraft of 
semi-monocoque construction with a 
conventional low-wing design.

I was fortunate enough to be 
offered the chance to evaluate the 

aircraft for Light Aviation, and flew two flights out of 
Thruxton. Thankfully, the day in question dawned with the 
early morning mist burning off, leaving clear blue skies 
before the forecast lower cloud appeared later in the day. 

Given my flight test credentials, I confess I was keen 
to assess the aircraft flown to its limits, and thankfully my 
host, aircraft owner and Sling Aircraft UK Distributor, Tim 
Hardy, was amenable to my request. 

My initial flight was at a full aft centre of gravity, which 
traditionally is where the aircraft can be the most difficult 
to fly. Not only did we need to put some of my heavy 
ballast in the baggage bay, but Tim found himself 
enjoying the view from one of the rear seats – very 
trusting if you ask me. 

Before our flying we had a comprehensive chat about 
the aircraft and some of the already identified quirks of 
the type that might be of interest. The aircraft had already 
been test flown by the LAA and a minor design change 
was made to ensure it could fly on an LAA Permit. Tim 
was keen to explain the ground handling, the fuel system 
and the aircraft’s slow speed and stalling characteristics, 
all of which I was to investigate further during my two 
busy assessment flights.

Once we had covered the usual requirements, 
including actions in the event of an emergency, we 
walked to the aircraft – its splendid silver, white and red 
colour scheme glinting in the autumn sun. Having added 
the ballast, which was almost too heavy for me to lift, I 
investigated the cockpit – and how to get in. The old joke 
about test pilots needing to walk around twice in order to 
find the door is not just an urban myth. 

Two gull-wing doors provided relatively easy access. 
The aircraft was fitted with an ideally located step below 
and behind the wing trailing edge, which meant stepping 
onto the wing root was easily accomplished, despite my 
creaking knees. 

It was satisfying to see that the doors swung up 
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front of the seat between the pilot’s legs. The seat itself 
was very comfortable with good padding, plus good 
lateral support. The harness was a car-type inertia reel 
device with a single quick release mechanism. I wore my 
Bose A20 ANR headset which seemed ideally suited to 
the task. The plug sockets were found inside the armrest 
and the cables were fed into this cavity through a 
relatively small hole in the rear. The end result was a neat 
installation with the cables tucked nicely out of the way. 

Once comfortably seated it was time to explore my 
domain. Although I felt obliged to crane my neck forward 
slightly, the field of view over the instrument panel 
seemed good enough, and so it proved to be in flight. 

The flying controls were conventional. The stick grip 
featured a press to transmit button on the forward face 
and an electric elevator trimmer was operated by two 
small push buttons on the top of the stick. The autopilot 
disconnect was operated by a further button on the 
right-hand side of the grip. The rudder pedals could be 
rotated, in a conventional fashion, however doing so did 
not operate the aircraft’s wheel brakes. 

I confess I have not seen rotating rudder pedals fitted 
to such an aircraft before when they have not been 
connected to individual wheel brakes. Tim tells me that 
this is an ‘optional extra’ and these rotating pedals are not 
normally fitted. The brakes were operated by a single 
lever situated to the right of the throttle on the centre 
console. The lever was easy to access and the brakes 
could be held on by operating a parking brake valve – 
again situated on the centre console. The parking brake 
worked well and held the aircraft even during the 
4,000rpm engine and propeller testing. 
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Above Smart looks 
and modern, efficient 
powerplant have no 
doubt helped make 
the Sling 4 TSi a  
popular choice in the 
four-seat category 
with LAA 
homebuilders.

through around 180° creating a large doorway without the 
risk of banging heads. This was a genuine four-seater. 

This particular aircraft weighed less than 520kg, and 
with a max all up weight of 950kg it meant it would have 
no problem getting airborne with four people. Both front 
seat backs could be folded forward, which allowed rear 
passengers to step directly into the rear of the aircraft. I 
didn’t assess the access into the rear seats, but Tim 
seemed to have no problem getting in.

In the cockpit
With further flights I am sure I could optimise my own 
entry technique somewhat better, however, I found that 
standing on the front seat before sliding down into a 
sitting position worked well enough. 

Once seated the gull-wing door could be pulled down 
and then a catch operated to firmly latch the door closed 
using two lugs. I had to stretch a little to reach the door 
handle once seated and I noticed the right-hand door 
was fitted with an additional strop, which allowed the door 
to be pulled closed more easily. The seat could be 
adjusted fore and aft by a car seat-type handle on the 

“With an empty weight of 520kg 
and a max all up weight of 950kg, 
it means you can get airborne with 
four people.”
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particularly, but flying on an LAA Permit the owner could 
colour the switches to suit.

Well equipped
With the controls, lever and switches all identified and the 
parking brake set it was time to get the 915is Rotax 
flashed up. I’m very used to starting up Rotax engines, 
but the 915is takes slightly more thought. I ensured the 
fuel was on and exercised the fuel cock, which was left or 
right or off. I then had to turn a good number of switches 
on. The EFIS backup and EFIS main switches were 
selected ‘on’ in order to power up the Garmin. Once that 
was showing a PFD page I was able to ‘touch’ the engine 
instrumentation page to be able to monitor the vital 
information for engine start. The ECU backup switch was 

The rest of the cockpit was neatly engineered with a 
Garmin G3X Touch EFIS display and G5 backup, and a 
number of switches, most of which were located in a neat 
row under the Primary Flight Display.

I am saying very little about the avionics, which are 
typical of such modern aircraft instrument panels and 
become easier to operate the more they are used. Below 
and around the primary Garmin screen were the 
operating switches for the engine, the Airmaster propeller 
– and a further row of switches added control of the EFIS, 
avionics, fuel pumps and lights. The avionics, propeller 
and engine all contributed to the requirement for a 
number of control switches. 

In this particular aircraft many of the switches were 
colour coded. The colours in themselves didn’t help me 
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Above Boarding 
steps help with 
getting up onto the 
wing, while large 
doors make for easy 
cabin entry.

Below Garmin G3X 
Touch equipped 
instrument panel with 
G5 backup and 
Garmin GMC507 
autopilot.
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then selected ‘On’ to pressurise the fuel system. This was 
designed to be used in-flight if both normal ignition 
circuits failed, but prior to start was the method used to 
power the fuel pumps. 

I then put the Master on and both A and B ignition 
lanes followed by the various fuel pumps to check 
functionality – boost (spare), aux (used for take-off/
landing) and then eventually the main fuel pump. The 
engine had no mechanical fuel pump, therefore the 
reason for a main and two spares. (Once I had 
pressurised the fuel lines I should have been able to turn 
off the ECU backup switch and crank the engine but 
there was a minor snag which required me to keep the 
ECU backup switch on until the engine was running. This 
‘snag’ apparently cured itself after my flights). 

The starter was operated by the ignition key in a 
conventional fashion and 2,300rpm set for the warm up. I 
could now turn on EFIS 2 and avionics, allowing the 
intercom to be used. The prop switch and strobes were 
selected ‘on’ and it was time to call for taxi. 

The Garmin radio was set too loud, so I looked for the 
knob to turn it down… turned out to be me. I had to press 
the single fitted knob to get into a volume page and then 

use the touch screen to adjust the volume. Easy enough 
on the ground, but more challenging when airborne.

Having obtained approval to taxi I released the 
parking brake and allowed the aircraft to move forward 
reminding myself that the rudder pedals did not operate 
the main wheel brakes. The nosewheel steering worked 
very well indeed with a very tight turn radius being 
achievable. Taxying on the tarmac was very easy and 
directional control was second nature. At the holding 
point the aircraft was pointed into wind to check the 
engine and the Airmaster three-bladed constant speed 
prop. The engine checks were conventional enough. First 
the fuel tank was changed to prove the other side of the 
system, then the throttle advanced to set 4,000rpm. Then 
lane B was turned off, and then on, after two seconds. 
Once the red light went out this was repeated by lane A. 

With the engine checked it was time to check the 
prop. The Airmaster prop was without doubt a clever 
device. In flight it was normally selected to ‘auto’ in either 
take-off, climb or cruise positions. But it could be 
selected to manual and then an additional switch used to 
motor the propeller blade pitch from fine to course. This 
was all duly checked and set to the take-off, flaps were 
set to stage 1, all the engine instruments were normal and 
with the obligatory doors and harness call accomplished, 
it was time to slip the surly bonds of Earth and let this 
hand-built delight take me to Heaven and back – or at 
least try.

Airborne
Safely airborne and clear of the circuit I gave Boscombe 
Down a courtesy call as we would be operating in its 

Above The 
turbocharged engine 
allows you to take 
advantage of higher 
altitude cruising.

“The Airmaster prop was without 
doubt a clever device. In flight it was 
normally selected to ‘auto’ in either 
take-off, climb or cruise positions”



patch at up to 7,000ft. I then began my normal Part 23 
flight test programme. The longitudinal static stability was 
tested by trimming the aircraft carefully to a particular 
speed and then nudging the stick to change the airspeed 
in the hope that the speed would then return to the 
trimmed datum. This is a helpful characteristic as it 
makes it a lot easier for the pilot to fly at any given speed, 
best rate of climb speed for example. My testing 
indicated that the aircraft had weak stability in both the 
climb and the cruise, which was not entirely unusual for a 
non-certified aircraft. That said, in the benign conditions 
flown, I was able to fly at my chosen airspeeds without 
working too hard. 

The aircraft’s phugoid was assessed in the cruise and 
had a period of approximately 32 seconds. Typically the 
phugoid would be well damped in this class of aircraft, 
however in the Sling it was neutral, perhaps even mildly 
divergent, which was easily and instinctively damped 
flying day VMC with a good visible horizon. The lateral 
and directional stability was tested using turns on one 
control and good stability was evident in each axis even 
with full flap deployed. The aircraft had large fuel tanks in 
each wing and I ensured that I had the wing tank 
selected where the fuel was being sloshed inboard rather 
than outboard, as I had no desire to check out the 
aircraft’s genuine forced landing abilities. 

The Dutch roll was well damped, and 60° angle of 
bank steep turns were easy to fly with the aft stick force 
required increasing in a pleasing linear fashion as more g 
was pulled. Although not a certification issue as it’s a 
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Above External door 
allows access to 
35kg limit baggage 
area behind rear 
seats.

Left Rear seats.

Below Airmaster 
constant speed  
propeller is a good 
match to the Rotax 
915iS.

Below left 
Composite cabin top 
blends into 
aluminium rear 
fuselage.

Bottom left 
Dramatically 
upswept wingtips 
feature tip mounted 
strobes.
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controls became very slightly sloppy before a wing rock, 
which within one or two oscillations resulted in a relatively 
gentle wing drop. The wing drop could be arrested by 
immediately unloading the stick. 

The stalling was similar in each configuration including 
the full flap landing condition. The stall speeds, especially 
at close to 950kg were a couple of KIAS higher than 
those indicated in the POH. I discussed this with Tim and 
we agreed the stall warner needs to be adjusted to give a 
better margin above the stall. 

In terms of performance, a five minute climb was 
conducted at close to 950kg (MAUW) with the prop 
selected to ‘climb’. The POH suggested a rate of climb of 
slightly less than 800 fpm, but nearly 900 fpm was 
achieved. The cruise was assessed both with aft CG and 
at near MAUW. At approx FL50 the prop was set to 
‘cruise’ which reduced the prop speed to 5,000rpm. The 
throttle was used to set 85% power which was a digital 
indication alongside the manifold pressure gauge. 

The indications gave a fuel flow of approx 30 litres an 
hour at 135 KIAS, which was an impressive miles per 
gallon figure. On my return transit to Thruxton I noted the 
aircraft coped well with the light turbulence encountered 
with good gust response and appropriate stability.

I understand that the aircraft was equipped with 
Electronic Stability and Protection (ESP-X) technology 
and Garmin Smart Glide. The ESP-X function was 

homebuilt, I noted that the roll control response around 
trim was a little sluggish. Investigation revealed no 
discernible freeplay between stick and ailerons and it was 
later demonstrated that the ailerons were more than 
capable of coping with a limiting cross wind without 
drama. So far so good, and so it was now time to test the 
aircraft’s stall characteristics. I should point out that I 
used a certification test philosophy – idle power and the 
aircraft slowed at 1 KIAS per second until a fully 
developed stall. In all configurations the first noted 
symptom was the Garmin originated audio warning (beep 
… beep … beep) with a subtle visual angle of attack 
indication in the PFD display. As I slowed past the 
artificial warner there was no discernible buffet. I was 
then expecting an ‘uncontrollable downward pitch motion’ 
which would normally define the onset of the stall if full 
back stick hadn’t been reached first. In this aircraft the 

Below Rotax 915iS 
engine helps the 
Sling 4 TSi deliver an 
economical 
performance.
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“At approx FL50 the prop was set 
to a ‘cruise’ of 5,000rpm, giving a 
cruise speed of 135 KIAS at fuel flow 
of 30 lph - that's impressive MPG”
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Above While it’s 
primary role is as a 
stable cruising 
machine, the TSi can 
still offer some 
spirited handling.

Left Sling Aircraft UK 
distributor, Tim 
Hardy.

designed to help avoid unusual attitudes and provide 
airspeed protection. The Smart Glide feature was 
designed to use the autopilot fly at best glide speed, 
while assisting the pilot to position for a landing. These 
features and the autopilot were not evaluated.

Having completed the up and away academic testing 
it was time to do some more practical testing in the 
circuit. Both the full aft CG and the max all up weight 
loadings were flown. Operations were generally flown to 
Runway 25 (tarmac) at Thruxton, however the final 
landing was flown to 30 (bumpy grass) which, with a wind 
of 210-230 at 15kt, gave a limiting crosswind and no 
headwind component to speak of. The take-off was flown 
clean and with Stage 1 flap. Landings were conducted 
with full flap or clean with landings accomplished from 
glide approaches. 

Take-offs were absolutely conventional. After ensuring 
the aircraft was lined up with the centreline with the 
nosewheel running straight the main wheel brakes were 
released and full power (prop = take-off) applied. Right 
rudder pedal was required to keep straight and aft stick 
force was applied by 50 KIAS. The aircraft tended to fly 
off at 55-60 KIAS without any drama. Once 75 KIAS was 
approached the aircraft had to be pitched 13-14° nose up 
to hold 75 KIAS (Vy) and prevent the flap limiting speed 
of 85 KIAS being exceeded. This nose up attitude felt 
excessive and there was a risk that the flap limiting speed 
of 85 KIAS could be exceeded if care wasn’t exercised. 

Flapless take-offs were equally easy to fly, and Tim 
and I agreed it was acceptable to take-off clean from 
suitably long tarmac runways, which would negate the 
above concern about exceeding the flap limiting speed. 

Landings without flap were a little floaty when in 
ground effect but could be achieved safely enough with 
no unconventional control strategies. With full flap the 
aircraft was very easy to land, touching down initially on 
the main wheels. Landing in a 15kt crosswind was also 
quite easy with no inkling that a rudder or aileron limit was 
close to being reached. The undercarriage coped well 
with the rather rough grass and the brakes brought the 
aircraft to a halt within 300m without too much difficulty. 
Although dedicated take-off and landing performance 
testing wasn’t conducted, the achieved take-off ground 
run and landing distance I achieved appeared to slightly 
exceed the POH data. I would always recommend the 
CAA safety leaflet factors be applied if pilots have any 
doubt about short field operations.

The engine shutdown was also fairly straightforward 
with a couple of the avionics units needing power buttons 
to be pressed and held. Getting out of the aircraft was a 
reversal of the entry process, and was easily 
accomplished… even by this ageing test pilot.

Overall I thoroughly enjoyed my two flights in the Sling 
4 TSi which appeared to be well optimised as a 
comfortable, high-speed family cruiser. If it could be 
improved, I would like to see a crisper aileron control 
response around trim and the stall warning system set up 
to give a safer/wider margin above the stall speed. ■
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SLING 4 TSI
SPECIFICATIONS

General characteristics

Length 23.5ft
Wingspan 31.3ft
Height 8ft
Seats Four
Cabin width 45.3 in
Empty Weight 520kg 
MTOW 950kg
Useful load 520kg
Fuel Capacity 194 ltr 
usable (244ltr optional)

Performance

Cruise Speed 148ktas 
@9,500ft
Stall Speed 51kt.
Range 880nm
Engine Rotax 915iS 
141hp max continuous.
Propeller Airmaster 
AP430CTF-WWR72B 
three blade
constant speed propeller
tim@slingaircraft.uk
www.slingaircraft.uk




