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! B.G6. A, TECHNICAL COMMITTEE

TECHBICAL HEHSHEET

THS 9/10/83

PART 1 AIRWORTHINESS 'AGGﬁG' {Please add to the 1983 Pink Pages)

FLUTTER - cable tensions Loss of friction in the control circuit of the ailerons of &
Grunau, resulted in serious flutter. The very hot/dry weather will have caused significant
changes in cable tensiens in most wooden aeroptanes. Backlash in all ¢ircuits should be
checked periodically.

T,21 SEDBERGH - cracks in bolt holes in front pylen at drag-spar attachment. H.Q. Air
Cadets have reported cracks due to wood shrinkage. :

ASK 21 Foul between controls below rear cockpit floor, and Bowden cable drive to
elevator trim indicator. Additional clip may be required. {Reperted by R.A.F.G.S.A. Bicester).

$70-50-3 'PUCHACZ' Bulletin BK 10/50-3/83 introduces measures to eliminate the possibility
of foreign objects fouling the control system below the frontseat. {contact U.K. agents).

KA-6 Spar Failure in New Zealand The following factors contributed to an in-flight wing
separation during an avoidance manoevre in N.Z.:-

a) An_open crack in the end of the spar boom.
b) Deterioration of the wood strength properties due to iron staining of the spar boom.

In-built stresses in the spar boom as a result of poorly controlled manufacturing conditions.

)
}

d} Stresses in the spar boom due to swelling'cdrrosion of bolts,
}

e} Poor wood guality

N.B. The New Zealand accident investigator's report concluded that "the parachute worked
uneventfully"!

This type of structural deterioration may occur in any glider of similar construction.

OPEN CIRRUS speed brake rod failure Sketch kindly provided by Mark Darby attached herewith,
explaing the problem.

DART 17R -~ Aileron fiutter at 95 knots resulted in 6" split in port aileron. Backlash of

5-6mm had to be reduced to eliminate the probtem (Reported by Kent G.C.).

OPEN CIRRUS {V.T.C.) Rudder Cables jammed having escaped from the guards around the pulleys.

The rudder pedal springs were very weak and the plastic conduit was loose and fouling the
pultey, (Reported by Doncaster G.C.}.

KESTREL 19 Flap Flutter The attached report and sketch by Chris Batty is self explanatary.

ASH 20l - F]ap disconnected Wing mounted female connector had not engaged fully on the

fuselage mounted ball, and became detached when landing-gear was retracted. (Reported by
Tim Macfadyen).

HOFFMAN SERVICE BULLETIN No. E4A {herewith) requires action on all LIMBACH 2000 installations

to chack propeller blade root retention, to placard an avoid RPM, and to check calibrate
tachometers,

SOCCATA RALLYE - Nose leg failure due to corrosion. Extract from GASIL 7/83 hevewith, reports
a fourth case of failure. ‘ ' ‘

ALTIMETER FAILURES Aeronautical Information Circular 5171983, attached reports failures which
may apply equally to tugs or gliders.
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PART 2 GENERAL

CAN WOOD DRY QUT? The Vintage Gliding Ciub have kindly provided the text of a note by
R.A.E. {attached).

G.R.P.COURSES The Marine Builders Training Trust, Hazel Road, Woolston, Southampton 302 768
(Southampton 446824) periodically put on courses for "AERQ DIVISION G.R.P. EPOXIDE REPAIRS",
Details of syllabus and costs may be obtained from Mr, Brent Strickland. {Initiated by

Robin Dispain - Senior B.G.A. Inspector).

IMPGRTED MOTGR GLIDERS (new cr second-hand } - documentation The C.A.A. require copies
of either Export C. of A. or current domestic C. of A., before certificates of airworthiness

can be issued in the U.K.

R.B. STRATTOK
CHIEF TECHNICAL OFFICER

22nd September, 1983

IMPORTANT NOTICE -

" B.G.A. Inspector Renewals are now due (slip enclosed) and Insurance Indemnity of £2b0,000

in.respect of B.G,A. airworthiness activities is only available to paid-up B.G.A. Inspectors,

A prompt response is therefore worthwhile.
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AIRCRAFT — BGA 1716 KESTREL 19
EVENT ~ SEVERE FLAP FLULTER AT LTLOKT ON 16/7/83

After the event the g.r.p. moulding which provides the flap
torgue shaft bearing was found to be almost completely
detached from the inside of the fuselage. The resulting
flexibility provided enormous flap backlash. On dismantling
the mechanism the double row gelf aligning bearing at the
end of the L.H. torgue tube was found to be disrupted as
shown in sketch.

SUGGESTED CAUSE

The L.H. flap driwve bearing has received a substantial overload
in the inwards direction to cause the outer ring to spring over
the ball array. This load can only be reacted by the g.r.p.
moulding carring the centre hearing in a direction which will
"unpeel" it from the fuselage wall. It iz suggested that the
L.H. wing was entered to the fuselage with the flap in a
di.fferent position to that of the cockpit lever. The flap
drive spigot then abutted the slotted end of the torgue tube
instead of entering the slot. The resulting end load disrupted
the bearing and dismounted the g.r.p. bearing housing.

CONCLUSION

In view of the detall design of the mechanism it is surprising
that thig has not occured on an alrcraft previocusly. Other
RKestrels have been seen to have the g.r.p. mounting partially

peeled freom the fuselage sidewall, indicating that they have

been loaded during rigging, but theilr level of attachment has
still been satisfactary. A fairly major re-design of the
mechanism would be reguired to overcome this mode of failure.
In view of the absence of other reported incidents, and the
major but not catastrophic nature of the flutlter, it is
concluded that a design change is unnecessary.

RECOMMENDATTION

1. That owners be alerted to the risk of damage during
rigging.

2. That inspectors be made aware of the possibility that
such damage could exist.

C. J. BATTY
1/A/098

21lst July 1983
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PROPELLERWERK HOFFMANN ROSENHEIM
: i [ Relate ra.:;@g;:»;w.a:m 7 Pasttesh 383 Huepimhngstrals @ Tol (O&O.’!tl‘_}{z‘:&’w_«ﬂ@;ﬁ Tolen GO 2501 mOTO O
¥ o . 32011 |
| .
= _ CSERVICE BULLETIN NO. E 4 A
s The German Issue of this S. B. is
y i LBA approved

“his 8. B. replaces $. B. No. B 4 dated July 15, 1883

which now is considered inactive.

Product affected: HOFFMANN variable piteh propeller
' ©owo-v 62 R/L 160 T when installed with 1

Limbach engine series L 2000. |
hirveraft affected: ALl powered gliders which are equipped with i
propeller/engine conbination mentioned above.

Compliances; See compliance and required action below.

ﬂuonnwesmnaapol\boaeoeﬂnlanon&nonanlaﬁavoononbawnoﬂuunp(\oq-wonuuBut‘ew-w

‘Discussion:
A metal ferrule is attached to the blade body using lag screws.
rn flight, when using REMs between 2950 and about 3250 stresses
may arise in the lag screws exceeding the fatigue 1imit, Three

4ncidents were revealed in which one each of five each lag screws

- per blade failed. Precautionary actions as listed below are

necessary until a suitable solution has been developped.

;
|
BLADE ROOT RETENTION i
:

¢

Compliance and required actions:

1} Immediately
a) avoild RFM above 2900 in continous operation.

Cruising with RPM above 2800 is not permitted.
Aftér take-coff reduce RPM to 2900 as soon as safety of
flight allows. :

b} Acrobatic manoeuvers using engin
rerobatic manceuvers with engine shut. down are permissible.

e power are not permissible.

2} within the next 10 service hours {engine running time) ‘ |
a} check RPM indicator. - | | a
rpply correction marking. : : : :
Example: "Reading 2830 is true 2900". ;

Apply a decal close to the RPM indicator reading:

“avoid continous operation above 2900 RPM", ;
b} Inspect propeller wsing the advises of owneyx's manual ‘ :

E 0107.72. To do this, the spinner dome must be removed. '

The inspection has to be carried out by a qualified ;

person.

B3

L




PROPELLERWERK HOFFMANN ROSENHEIM

[ 8200 Hesonhanm 2 Foadlach 265 Muspderhngsirale B Yel Q60 A0 FE T e Telax 09 2041 ROCO Q

32011
page -2~ 5. B. B 4 A

£ eracks in the lacquer are revealed with the directions
across to the blade axis or if the metal leading edge is
cracked, remove the propelier within the next 20 hours of
service for special inspection in the factory.

— - Mﬂ,such cracks may also appear
e in inner blade sections.

R

~H.'.-“‘_'“'"“"""'_""‘--—--’—~—~-~—---...,.

- Inspect carefully all around the bhlade root the area between
blade body and metal ferrule. Blades of newer construction
are sealed in this area with Silicone rubber material. With
such blades no cracks can be tolerated in the Silicone
material or its connection to the metal ferrule {contrary
to description in the manual). If a crack is revelaed in
this area, the prop has to be Yemoved from sexvice for

special inspection in the factory.

inspect carefully this

T —— nspect
y ! \ clrcumnrcerencea.
N v : :
i
i. ‘ A
——.le__,q—""" . . . )

3) Within the next 20 service hours (engine running time)
propellers with a static RPM of 2900 and above and which
have been in service for more than 100 hours in this condition
and propellers with more than 10 hours of aerchatic flight
with engine power should be removed for special inspecticn
in the factory.

4) Within the next 50 service hours (engine running time)
propellers which have been used mainly for pilot training
should be removed for special inspection in the factory.

5) Before accumulating 450 service hours (engine running time)

since new
propeller overhaul is required.

propellers which have already accumulated 450 hours time since
new must be overhauled within the next 20 service hours.

6} Yearly
- - check RPM indicator one time per year.
Procedure:

Duriné the special inspection and at overhaul the lag screws will
be replaced by an improved version.

-3 - '
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Exp.- . Return to:
address:

telef. *

MOFFMAMM PROPELLER ROSENHELM

performance of Service Bulletin No. E 4 A !

rhese gquestionsshall help you te determine whether your propeller
is affected and what you have to do. We recommend to give this
sheet to the inspector who takes care for this one time inspection. i

'! If one of these gquestions will be answered with yes, then please
contact us in order that we can arrange a date for the performance.
T h is s heet has to be in our hands when working on the prop!

The following mentioned points are in connection with our Service
Bulletin E ¢ A. o :
2) a) Has RPM indicator be checked? This is aboslutely necessary ! ;

Correction marking applied as well
as decal "Avoid ...above 2900 RPM"

5 s B & 5% uwoa b sE « 8 8 A w T b aE sl et

date name

e R B st o e u e sve s e sow LTINS O

signature of inspector

b) Inspecton of propeller blades
- cracks in the lacquer across to blade axis
[] yes: prop within 20 hrs into the factory
' : [:]no : not affe;tedl '

~ cracks around blade root - metal ferrule
yes: prop to be removed from service

[:]no : not affected _

3) Prop has 2900 static RPM (RPM indicatar checked) or higher. ;

" please indiacte. It has _ RPM _ :
{:]yes: see¢ below

. E]no : not affected ) :

- prop has been in service less than 100 hrs with 2900 RPH:
has to be shipped to the factory before reaching 100 hrs.

- Prop has been in service more than 100 hrs at 2900 RPM:
has to be shipped within next 20 hrs inte the factory.

- Prop has bheen used more than 10 hours in acrobatic flight

[]yes: within next 20 hours it.has to be shipped to factaory
[jno : not affected

4) Prop has been used mainly for pilot training
[:]yes: ship into the factory within next 50 hours
[:]no : not affected

5) a1l propelleirs which are not affected by point 2} to 4):
overhaul time will be at 450 hours since new. He recommend to

note this in your internal records.

e e &

FALAE: secnssnossnas

Sigﬂature: ll.--Glot..!l'.'-'_l.l.lu.l.'.l.'.l.
) ' 1

Hottmann GobH & oKL Kuple-lingetianse ] e,-um Roserhgin  ToelesDBO 31122018 Tep1 0525 E1
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ge =3- 5. B. BE 4 A . :
Modified propellers are marked SB 4 on the outer collar of the g
ferrule on the chamber side of the hlade. This marking is wvisiblsz
after removing the spinner dome. Such propellers have a TBO of
600 hours according to the conditions described in Service
Bulletin No. E 1 E dated July 5, 1983 or a later approved lssue.
propellers affected by this 5. B. which were shippéd from the ;
factory in condition new oOr repaired after July 15, 1983 are i
already equipped with improved lag screws as requested by this
Service Bulletin., However, even for those propellers the complia=zs
and required actions as listed under iy al, 1) k), 2) &) and &) :
have to be continued. : ;
As soon as new results are available, this Service Bulletin will f
he revised. :
§
- HOFFMANN' PROPELLER ROSENHEIM : H
LBA NR. I-EC 2, Nr. I-C 14 | o
Y.
:
:
Y ;
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Safety Data and Analysis Unit
Brabazon House
Redhill Surrey RH1 15Q
Telephone Redhill 65966 .
Telex 27100 Telegrams & Cabies Bordair Redhilt |

;aﬁ;f:h. L Vi;s:.\:-'.f:’;‘-, ‘)-f‘-‘:‘:.;—ﬂ T T T TP U PP [P Bt (VAPTTAL ) G e e gt DRSS, 7' J"Qmimﬁl’&x%:;éﬁm;.E;r;iiaﬁm!;{?&i}i\&wfﬂmumL_-‘w.;L ERTIREL AL IS
- o gay T |o]es
‘- o 22 July 1983
; 4.  NOSEWEEEL STRUT BROKE DUE TQ GORROSTON
i .
: . Aireraft : Socata Rallye 8944
bate : May 1983 ‘

The aircraft was being taxied for an ADF aerial loop gwing as part of the Annual
Check. Without warning, the nose gear strut (Part No. 8042-0-108) fractured and
folded sideways to the left and the propeller struck the ground stopping the
engine. 1t appeared that the strut had been cracked for some considerable time
through 75% of the cross section. The aircrafi had flown 1394 hours since

manufacture in 1969.

P L R L Y

g e e A S e e

Forward

e

left~hand
view on
strut

e

; CAA Comment: ' .
This is the fourth case in seven years of this type of failure (see GASILS 1/77 p.3

! : and 5/77 p.1). The only real safeguard is to carry out periodic external visual

! inspections for signs of cracking or of internal corrosion. Socata Rallye Service
(Letter) No 48 dated November 1966 recommends inspection of the nose landing gear before

‘ 5000 landings (or 500 hours for an aircraft used for glider towing where landings

] . are not counted) and thereafter every 200 landings (or 25 hours for towing aircraft).

i " Socata Service (Letter) No.65 introduces reinforcement for the ncse gear on ‘

production aircraft. The CAA is considering making Socata Service No.48 mandatory.

s b AR ST

The records used to compile this document include information reported te the CAA, information cbtainad from CAA investigations
and deductions by CAA stalf based on the available informaticn, The authenticity of the contents ar the absence of errors and emissions

cannot ba guaranteed.

Photo-copying this leaflet is permitted and shart extracts can be published provided-that the source is duly acknowledged.

In order to identify the broad subject matter each item is classified as follows:
Operational items mostly of interest to pitots

Airworthiness items mainly for engineers
Items which involve both operational and airwarthiness interests

.
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Civil Aviation Authority
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AERONAUTICAL INFORMATION CIRCULAR.
TED KINGDOM :

Aeronautical fnformation Service {AIS 2c) R
Tolcarne Drive, Pinner, Middlzwex HAS 2DU Jlfigg} .
Phone: 01-866 8781 Ext 259 :

File ref: 9/60

{Plnk 44)

: o 7 >
Ext 257 (Distribution) Septem er
Alrworthliness Uiviglon

ALTEHETE@S IH GENERAL AYIATION AIRCRAFT

1

§ I+ 1s strongly advise
chacks are madei=

(a}

- forward pressure on the

(b}

‘pressure

An Incldent cccurred fn flight in which the slfimeter
satting scale became detached from the
sttimeter polnter when the pilot wes sttempting to set
up <the appropriate QNH. This resulted in a large

tndicated altimeter erraore

Subsequent investlgatlon revestéd that satisfactory
operation of The altimeter depends on +the harometrlc
adjustment control knoo belng atteched to the spindle
so that no fere or sft play exists between the krob and
$ha Instrument bezel. §f such play exists, forward
prossure on +the knod may disengage the barometric
adjustment scalo from the sifimeter polnter.

A number of altimeters of US manufacture are understood
to'be prone to this particular defect.

Included amongst fhese are the following:-
Asro Mochanlsm B040, B14t, 8142 Serles; Kollsmann
Aitlcoder I1; Harco AR BOO Serles; and Bendix 3252013

Seirles Dlel Polnter Type.

TherFe&era1 Aviaftlon Agency ls aware of thls defect and

15 conslderlag remedlal actlone In the meantime
-operators are advised to

check +that +he barometric

sdjustment contro} knob 1s secure on the spindle and
+hat fthe correct dlstance, as stated in the
Manufacturer Overhaul Manual, ex!sts betfween kncb and

bazol.

Lo

d that before flight the following

thot rotatfon of the barometrlc adlustment control
knch resulfts In & movement of both the pressure

settlng scale and the altimeter polntaers and that
knoch during rotation doss

not disengsge the sarometric adjustment scale from
4+he altimeter polnters, .

‘that when QNH s set the al+imeter rasading agrees
vl4h +he aerodroms elevation or that when OFE 1s
set thst the altimefer resds I6ro.

Thls AIC replaces information previocusty published In

ALC 5771978 (Lapsed).

This Circular

1s lssued feor Information, guldance and

necessary actlons )
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Technical Note

CAN WOOD DY Oy

Expasriments et RAD Farnborouch have shown that only one bad

A

thing cav ever happen to wood that can lead to its destruction,
other than by fire or impact, That is the brealdown ol its
cellulose structurce due to rapld, severes, change of its moisture
coutent, The taking on, and losing, of moisture rapidly, ana in
great guantities, due to violeunt hunidity chauges in alr, 1s the
only titdng thet can causze wood Lo lose structural integrity.

Such air humidity changes are only likely to he encountered
in some tropical countries end in desert aress, between night and
day. The wood will become hrittle, should its cecllulose struccture
deteriorate, but, in no cases haos structural failure been duc to
the wood drying out. In all cezes, actual failures were due to
the wood beilng subjected to fercoes for which 1t was never intended.
.To preserve the integrity of a wood's cellulose, it is necessary
to kecp 1ts moisture conbtent as stable.as pogsible, This.cen b
done by scaling the wood, by coveringevery part of the interna.
gtructure with varnish, Ewxternel wooden surfaces are usually sesled
with dopae, fabric and peint. 4s pre-1945 gliders usually had their
interior wood varnished, the molsture content will usually have been
kept fairly steble, However, there are some parts of the world that
have such severe humidity changes thot even vernigh will not hove
been able to protect the wood from continually taking on and losing
moisture contont, Algo old gliders may have had some unsealed wood

put in te them during repairs.

[4¥]

The craftsmen of old knew whalt they were doing when they
heavily varnished the interiors, and often the extericrs, of hoats,
acroplanzs and gliders. Often, an oil-besed, glossy white paint is
uged to seal the internal wooden structures of aserovplsnes now, One
rucsses thot the paint should be white in order not to absorb hest

to keep the wooed cool), and shiny, bo allow water to run of i 1t,
han varnish but,

One can inogine that shiny paint might be heavier
that it would seal the weod very well,

-

Nevertheless, the VGC wishes to oflfer the following opindion,

sible to absclutely guesrantee that all parts of

As it is imzpces
wooden structurcs hove not becoms brittle due to viclent changes
of moisture conbtent during the very leng lives of our aircraft, we
can not toks responsibility for structural failures due to vintage
glicders being oversitressed while being flown too fast.

Thers are nmany among us who say that our aircraft should noet
receive Certificates of Airworthiness unless their structural
integrity is as it was when they were new. Placarded speeds 1n
cockpits often bear this out. (117 knots max, calnm air speed for
a Kronich 2). We would agree that the above is an ildeal but we
have no idea whether it should be totelly accepted as our gliders
have lived very long lives. We therefore urge our pilots to crr
on the side of caution for their own good, and for the good of our
whole movenent, _

DO NOT RISK OVERSTREZSING YOUR ATRCRAFT. VINTAGE GLIDERS HAVE
BETRAYGD NO~CNIS YiXt. DO NOT BRITRAY TilslM.
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115 is a q1bs+Lon thot haos roczrtly conme €to the fore, and we
will do our best to answer it., However, we, as clways, soy that
we can bo wreng and cxpect o be-curr@ctadn

Tt

On the AVIA 40 Pts of 19?5, it dis clear that nmahogony plvvood
was usced for covering all strossed parts that were not covered
with fabric. This plywood, related to the Geboon plyweod uzed on
SliﬂCSbV gliders since 1957, r?mdiﬁs truz and Laurc ig listle
sagoing between the structural members beneath it. However, it
will not zo round bends of smoll rodii, such as wing and tailplenc
leading cdges without splitiing. This necessitetes a shaped
leading edge membor to which the wupper end lower surface plywood

I .r;‘?.x e

lg glued, the shaped member thon ULCQMLH§ the leading cape string

&

155
Mahogony plywood (Contrewplaque dtzeajou) is alsc used to cover the

AVIA's fuselasge, which ig not rounded, but gently curved to cdges,
It is also known thot the Castel db"s fuselage and also that of
the Castel €.255 of 1941 and 1942 sre both covered with thls
plywood. Ve UupOCb that the Costels 3018 &énd 3L0° rre ql.n
covered with it, These were designed and flown firet in 1941 and 2
and are slab-~sided. However, we connot bolivve that the Lauﬂron
¢.800, slsc of 1942, could have had its fusuluge covared with this
wood, as it i1z cireular, Also it would have Dbeen olmost impossible
to use it on its “¢113t¢cnl w1nr

Both Grureu Babics and (Nord 1700's) and Meises (Nord 2000's)
were puilt in France shortly after the war, Almost certainly, @
birch plywood would have bhecn used on their w1n@u, as 1t had been
in Geraa any. Sc, ovidently, a birch plywood was available in France.
However, after the ccceident, to a Nord 1300 Gurlnu our International
Rolly ﬁi La Montagne Noire, it was csteblished that its structurs
had been built of spruce, rather than ping, os Geriien Grunau Bnbies
were, We wonder WJLtnor the Nord 2000 (Meise) had also boen buillt
of spruce, substituted for the original Buoltic pine, as wos done
on both types, when they were bullt in Englond after the war This
night account for the N,1300 and H,200C being a little puwv;er than
their Germon counterparts, ond for the fact that all N.1300's in
France can only be winch launched from their nose hooks., Those are
aerotowing hools. They have no other., A spruce member, wien

uHstLtdtlﬂg 2 pinc member in Eagland, nust be dbi Lreat in crosse~
sectlon, Hewever, aircraft quality spruce must have a duﬂuitv of
not less than 24 lbs/cu. ft., It is, in fect, often considers hly
heavier, It is not difficult Lo sec how weight can be put on when
converting o pine structurce to spruce. :

[



