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about getting to know the airplane and having fun, 
and that is a very easy thing to do in this airplane!

I leveled out at 2,500 feet and let the 
airplane accelerate while adjusting the trim to 
maintain level flight. The engine revved right 
up to 3200 rpm, and without throttling back, I 
saw a steady 133 mph. Then, after pulling the 
throttle back to a quieter 2900 rpm, I ran at 120 
mph. That’s a very respectable number for an 
airplane that is intended to be used to go up and 
have some fun!

Speaking of fun…wow! This airplane is every 
bit of the definition of that word. Since straight 
and level flight wasn’t what I was looking to do 
during this flight, I gave it some good aileron 
input, and it rolled quickly. I would easily com-
pare it to my previous RV-7 in roll. I flew some 
steep turns, climbs, and descents, and then 
slowed it down to hold 65 mph with flaps. There 
is only one pull on the flap handle, and that goes 
all the way to 45 degrees. I did not practice slow 
flight without flaps on this flight. The Onex was 
just as happy at 65 with the flaps on as it was at 
120 mph in cruise flight.

After thoroughly enjoying a half-hour out in 
the practice area, I decided to head back to 

Wittman to give Jeremy the thumbs up. Slowing 
the airplane down for pattern entry was a simple 
matter of planning ahead just a bit. As many slick 
experimentals go, planning your descent is the key. 
It slowed down easily enough, though, and as I 
made my way back to the runway environment, I 
experimented with different power settings to see 
how quickly it would slow down and accelerate. 
The tower had several airplanes in the pattern, 
including EAA’s Cessna 210 photo airplane, a 
Cessna 172, and a Basler BT-67. The Onex played 
well and integrated into the traffic pattern with 
ease. The only issue was one I found out about 
after I landed. The pilot of the 210 told me that the 
Onex was hard to see, but it was yellow, so he 
could still pick it out against the blue sky.

While flying the abbreviated pattern, it was 
important to remember to keep the speed and alti-
tude up. A nice advantage of the Sonex line is its 
short-field capability. But that capability means 
that if you don’t carry speed and altitude in the 
pattern, you best be prepared to add one or the 
other back in because they descend quite nicely 
with flaps and no power.

Landing the Onex for the first time was just 
like landing the Sport Trainer. It is amazing how 

For the taxi out, there 
was really no need to pull on 
the brake handle other than 
to stop at the hold short line, 
in which case pulling the 
brake lever actuates both 
left and right brakes at the 
same time and the Onex 
comes to a stop. I did the 
run-up and called the tower 
for takeoff clearance from 
Runway 27, and then rolled 
onto the centerline.

What’s It Like to Fly?
Jeremy’s training in the Sport Trainer was invaluable to me 
when flying the Onex. It’s not a hard airplane to fly by any 
means, but I wasn’t about to fly it without some transition train-
ing. As I advanced the throttle, it felt just like the Sport Trainer, 
albeit a bit quicker. I rotated the Onex, just as I had been trained 
in the Sport Trainer, right at 80 mph, and the airplane came off 
the runway with zero fuss. As is my usual practice, I let the air-
plane accelerate in ground effect for a short while and then 
began my climb.

Since I was in a lighter airplane—both in overall weight, and 
the fact that it’s just me—it climbed better than the Sport 
Trainer. I used 100 mph on the climb-out, and that gave me a 
solid 750 fpm as I made my way to the west practice area. This 
flight wasn’t about finding the preciseness of the Onex; it was 
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similar the airplanes are, understanding that the Onex is just lighter 
and a bit quicker in roll. I made a nice, stabilized approach and flew 
it in to the flare, touching down on the mains on Runway 36, with a 
slight crosswind, just ahead of the purple dot. The airplane tracked 
nicely in the touchdown phase with plenty of rudder authority, and 
the nose came down gently shortly thereafter.

After a very short rollout, I turned off the runway and taxied it 
about a mile and a half back to Sonex with a huge smile on my face 
the entire time. I gave the thumbs up to Jeremy, opened the canopy, 
and simply said, “I want one.”

Heavily Influenced
I asked Jeremy about the Onex design and where it originated. 
“Like all aircraft and engine designs that have hatched from the 
Hornet’s Nest in Oshkosh, the Onex has taken major elements of its 
design from many aircraft that have come before it,” he said. “From 
spinner to tail wheel, every design element was thought about and 
selected based on the usual Sonex design criteria of affordability, 
simplicity, and safety.” 

Those three criteria are what make the Onex so appealing to me 
as a builder. Jeremy noted the three largest influences on the Onex 
design were the Sonerai I, the Monex Racer, and the Sonex. Those 
familiar with these designs will pick up on many influences these 
aircraft have had on the Onex. I have had the privilege of sitting in 
all three designs, and while all three feel different, the family resem-
blance is certainly there.

When asked specifically about the design features of the Onex, 
Jeremy said he simply took what worked on the Sonex and 
designed to that spec. “The integrated crush/plate spinner, fixed-
pitch wood and wood-core composite-coated propeller, 
polycarbonate windshield with acrylic canopy, single-piece fiber-
glass wheelpants, welded steel pushrods for primary controls, the 
same airfoil, the same 6061-T6 aluminum primary structure, and 
the same tail sizing are all based on an 85 percent Sonex,” he said.

There are several other advantages to this particular airplane. 
Fewer parts mean it costs less. It has a lower frontal area, so there is 
less drag, and it goes faster on the same power. Because of the lower 
drag it goes farther on less gas. With a 15-gallon fuel tank, your range 
in a Onex can exceed 500 miles. Jeremy said that a big part of 
designing this airplane was the smaller form factor combined with 
the folding-wing feature, which means you can easily store it at 
home in your single-car garage, share a small T-hangar with four 
other Onex pilots, or place a couple of Onex aircraft under the wings 
of a Cessna 172.

Sonex has a winning design in the Onex. At $25,000 to complete, 
it is certainly competitive in the affordable column. It will pull some 
g’s and has more quick-build features than ever. The only negative I 
can come up with is the fact that it holds only 15 gallons of fuel. Why 
is this a negative? Because when it uses four gallons an hour, that’s 
only three and a half hours of flying, and there will be times when 
that simply isn’t enough fun!

Chad Jensen, EAA 755575, is EAA’s communities manager. He has built an RV-7 and is 

currently working on a Wittman Tailwind W-10 and a Nesmith Cougar. 




