HAPPY NEW YEAR!
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Herewith the Yellow Pages for 1990,
friendly format,

revised and re-written in
Please report omissions t3 the B.G.A. office.
renewal submissions,

RWORTHIN "AGGRQY,
KaBCR ¢and sgimijar) cracking of lower rudder hinge-discovered after

removal of paint. (Reported by Tan Smith, E. Sussex).

Grob  G.109, Extension of structural life
inspection schedule available from U.K, agents.

beyond 3000 hours -~

Grob G, 199 C.A.A. require N.D.T. of Spar Spigets every 300 hours.
(C.A.A. AD 012-11-86 & TM 817-20 refer).

Jantars The following Service Bulletins are available frem U.X,
agents: -

BE 031/87 Jantar 2. Extension of 1ife from 1500-3000 hours

BE 035/88 Jantar Std, 3. §S/No's 1266-1288, Extension to 6000 hours

BE 036789 Jantar 1. Extension to 4500 hours after wing pin
replacement

BE 037/89 Jantar Std. Extension to 6000 hours after pin replacement

LS4/1.544 Technical Bulletin 4030 1introduces

position) and Tost E.8% (nosae’.

Tost G 88 hock (c.g.

Galif Infijght break up. A.A. 1.B. Report makes sxciting reading.

acquisitions should net be fitisd with the "all fiying" tailplane

New

ASW 24 Germen Certification is now validated by B G.A.,
mineor nmodifications as ouytlined in attached lester
and acceses to a U, XK. Flight Manuai (in Englishi:,

subjecs o
from Schleichar,

IS 28 G-8HR Fatal Accident Report from A A I.B. highlights the
importance of a pre-take-off check of propellsr pitch and static RFM.

Bellanca Citzbria - Main landing gz=ar
smphasises the impertance of correct
wheal bearing assamblies.

damaged.
maintananca &%

A.a. 1,8, report
lubrication of

Ka7/%3i3 Fin suppert structure (front}). Water ingrass may have damaged

the support structure. Apply loads to tne fin to see if anything
meves!  (Report from RAF Germany?.

gF 25 / SF 28 Series S...MG.9. TiNote 953-41 recuires cverhaul
{avary & ysarsy of Yths [uel phut off valwe (LEAZAD/82-8C/2 referch
Zropellerse fitted to geriificatsd o.L.M. G 5. must bz of & type
approved in  the Type <Yertificste aata  =heed tlight manual or



1.14,

i.156.

1.17.

airworthiness approval note. The majority of these so approved are by
Hof fman. €. of A, renewal submissions will be rejected 1f the
incorrect type is quoted on C.A.A. form 202L. Significant performance
improvements have been identified by changing to the type tested prop!

Vega (T.865C) - "Spori" Mass balancing of ailerons in accordance with

TI 82 & 95 is recommended to minimise the possibility of aileron
flutter. (T. Macfedyen - Cotswold).

1.59 Kestrel FRudder drive Annual N.B.T. inspection has uncovered

cracks that were not present a year ago! (Tim Macfadyen - Cotswold).

W ort modification has been devised by Martyn
Wells, and is strongly recommended as a means of preventing premature
failures! (060 885 79)0) / or Peter Wells 0494 883101)

ASK 21 G. 103 ACCRO Tost hook attachment bolts found to be sheared.
Evidence of severe fretting at the base of the threads, strongly
suggests that bolts had lost their torque? (R.A.F.G.S.A. Bicester),.

AQW 24 Fuselage drainage In the event of a ballast system malfunction

(leak) water is likely to be trapped 'in ‘the fuselage in sufficient
quantity to invalidate both your weight & your balance! Drain holes
should be incerporated. (Martyn Wells),

— GENERAL MATTERS

2.3.

Revision of ir Aczjident FRegulations A.A.I.B. Bulletin 12/89 -
outlines the new preocedures.

G W & nceg Proformas have now been revised by Frank
Irving and are available in both Imperial and Meiric units = from the
B.G.A. office (samples herawith),.

self-launching motor gliders - C. of A. Renewal Please refer to the
'

supplement to this TNS for correct procedures for of A. renewal by,
C.A.A. and for the lates® (April 1990) scaie of C.A.A. charges. The
date of signing for the "Star Inspecticn" must not generats graater
than 14 days from the date of the completion of the form 202L by the
C.T.O. at the B.G.A., office at Leicester! The €. of A, renewal air
test may be completed 58 days before the date of the “Star”
inspeciion.

B.G.A, Inspection Courses are now being offared on a trial basis by
Mid Warwick College of Further Education M.W.C.F.Z.), Warwick New
Road, Leamington Spa, CV3Z 5JE {0826 831108 - contact Richard Adans
B8.G.A. Tnspactor) - vacancies will be limited so please make your
bookings directly to Richard Adams.

1. Course October B-7th 1990 will zowvsr wood & fabric repair and
restoration, and genaral inspecticn ifachniques.

Cost £50 per day. £30 per weakend, plus local accommodation - coilegs
can advise.



2.5.

2, Course 3rd November 1390 - motor gliders One day £50 plus local
accommodation.

These courses can be developed %o sult the requiremnts of both the
B.G.A. and the applicants. Please make them worthwhile by attending
them,

B.G.A. Chargaes for 1990 Current schedule herewith.

R.B. STRATTON
CHIEF TECHNICAL OFFICER
lst FEBRUARY, 1390.

1.18

2.6.

LATE NIGHT EXTRAS!

Schleicher Tech-Note (herewith). Repeats B.G.A. TNS 12/89,
Inspection of Elevator loose glued bonded joint.

The range of Schleicher gliders involved has been extended by
this Tech-Note.

Tugs operated under B.G.A. {M3) Maintenance Approval

The renewal application on CA Form AD20Q accompanied by fees
payable to the B.G.A. as listed in C.A.A. Airworthiness Notice
No.25 should be made to the B.G.A. office 62 days before expiry
of the C. of A, The C. of A. renewal flight test may be made
62 days preceeding the expiry date. You sheuld all consult

CAP 520.
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SHEET: Alaxandsr Schisichar
1 of 3 Technical Note S;;;ﬁ:;i;:;;-u
for D-6416 Poppenhausen
Glider model: Ka 2 u. ka 2B, . . . . . . . .. TH-¥o. 11
Xa 6, £/0, 6B, HBR, BCR, 68-5 . . TN-No. 21
XT . .« &« « v ¢ v v v« v v o . TN-Ho. 1B
X8, K 88, K & . . . . . . . . . TN-No. 2]
9 . .. .. .. ... .. .. TN-No. 1
KIL . . . .. . ., ... .. .. TN-No. 1
ASK 13 . . . . . . . . .. . . . TH-No. 12
ASK 1&, asK 188 . . . . ., . . . TN-No. $§
Serial number
applicability: Xa 2, Data-Sheet No. 140, all serial no.s
Ka 2B, Data-Sheet No. 203, all serial no.s
Ka 5, Data-Sheet No. 205, all serial no.s
Ka 6/0, Data-Sheet No. 205, all serial ne.s
Ka &E, Data-Sheet Wo. 205, all serial no.s
Xa 6BR, Data-Sheet No. 205, all serial no.s
Xa &CR, Data-Sheet Ne, 205, all serial no.s
Ka 685, Data-Sheet No. 205a, serial no. El
k7, Data-Sheet No. 311, all serial no.s
X8, Data-Sheet No. 214, all serial no.s
X&n, Data-Sheet No. 216, all serial no.s
X8&c, Data-Sheet No. 216, all serial no.s
X9, Data~Sheet No. 221, serial no. 1
K11, Data-Sheet No. 668, serial no. V1

ASK 13, Data-Sheet No. 267, all serial no.s
ASK 18, Data-Sheet No. 307, all serial no.s
ASK 18B, Data-Sheet No. 307, all serial no.s

Subject: Elevator.
Compliance: Prior to the next take-off.
Reasan: A glider af the model K7 failed to gain normal flight at-

titude immediately after tow rope release on winch
launch. With the stick full back only the left elevator
could be actuated in the correct direction: the right
elevator deflected downwards. The reason for this was a
looae glue bond at the elevator rib 1 at which the elev-
ator fitting is attached. Similar incidents lead already
before to the issue of the LTA 72-7 dated Fed.9,1972.

Action: 1. Remove elevator.

Check that the glued¢ joint between rid 1 and the lead-
ing edge plyvwood and the elevator spar respectively is
in good condition (see Fig.l). Before doing so0 check
wvhether the LTR 72-7 of Feb.9, 1972 was already pre-
vicusly accomplisbed (this is nrot applicable to X3,
K11 and ASK 18); if ves then the fabric strip first
carefully has to be detached in order to be able to
check the glued joint.

nag




SHEET: Technical Xota Alexznder Schisicher
2 of 3 for izembid /& Uy,

Glider Models as per sheet 1 D_::f;'g:%;::ﬁ::‘;m

rig.1

Eabric strip
approx, 30 mm wige

Rib |
Check this giuad joint!

2. It you find a defective glued joint, the rib no.l has
to be removed and re-glued.
It is advisablie to axchange at the same time also the
first sector ol the nose plywood.
To give a better protection frow moisture, a fabric
strip {about 30 mm wide) must be glued around the edge
of the elevator nose and rib 1 [(as shown in Fig.l).

3. The above action under points 1. and 2. must be repeat-
ed every three years during the annual re-inspection.
This copy of ths Technical Note must be inserted in
the Flight and (Operations Manual of the respective
glider as an apuex and a corresponding entry must be
made into the “"Amendments to the¢ Hanual”.

Material &

Jdrawings: Rib 1 made from multi-plywood, 15 m thick, and nose ply-
wood, 1 mm thick, according to DIN L 182,183, «class 1/2
or NL 9128, §.101}. Drawing as above.

Mass and C.G.: I* is not neceasary to redestermine the mass and C.G.
Jata.

Bua Ths| By s
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fechnical Mote No.
Edition 2

e e

v

653 - 41

Te|n

SF 25

Page: 1
No. of Pages: 1

Subject:
Effectivity:

Accomplishment :

Procedure;

Actions:

Material:

Height and
balance:

Remarks:

Fuelshut-off valve

Motorglider SF 25 B
Motorglider SF 25 C
Motorglider SF 25 D
Motorglider SF 25 E
Motorgtiider SF 25 K

"Falke", all
"Falke", all
"Falke", all
Super-Falke,
"Falke", all

serial numbers
serial numbers
serial numbers
all serial numbers
serial numbers

every £} years

Que tn wear of the valve gasket by freguent operation,
the furl shul off valve was to be replaced every 5 years.
According to newer knowledge the replacement is extended
to B years.

1. Drain the fuel (on all serial numbers possible by remo-
ving the filter glass, on later serial numbers also
possible through the tank drain under the fuselage).

2. Remove Lhe old fuelshut-off valve by loosening the nuts.

3. Iostatl the new fuelshut-off valve. Pay attention to the
flow :lirecLion {arrow on the bottom of the fuelshut-off
valye},

A. Relill the tank and check the fuelshut-off valve on

Lightness and function,

I fuelstind-of f valve (Valve V 8M specialtype with "Viton-
gasket" Trom Fa. Philipp Kreis TRUMA)

no influsnce

1. lise only the fuelshut-of f valve, specialtype with "Yiton-
gasker". The fuelshut-off valve can be obtalned by Fa,
Scheihe Flugzeugbau.

2. Action 1.4 can be performed by a skilled person.
Acconplashment of the actions are Lo be entered in the
airoralt ingbock by licensed inspector.

3. Ihis lechnizal note replaces the technical note with
same nunber from 3. 2, 1382,

2 — \
.S;'S”? =§Lf";§‘ﬁ? [ Az %

i~

‘\;;f;F§3~

GBAU GMBH

SCHEIBE FLUGZE
Praltz-Str.23

Dachau, Aug.

-

SCHEIBE-FLUGZEUGBAU -

GMBH

Earn Fanent Madnrhsn A A



SF 28 A "Tandem-
Je.- Technical MNote No. 770-13 Falke"
Edi'tlon 2 Page: 1 .
Coe e, No. of Pages: |
Subject: Fuelshul-of f valve : <
Effectivity: Motorglider SF 28 A "Tandem-Falke", all serial numbers
Accomplishment: every 8 years;
Procedure: Due to wear of the valve gasket by frequent operation,
the furl shut nff valve was to be replaced every 5 years.
According to newer knowledge the replacement is extended
to 8 years.
Actions: 1. Drain the fuel {on all serial numbers possible through
Lhe tank drain under the fuselage).
2. Remave the old fuelshut-off valve by loosening the nuts
3. Install the new fuelshut-off valve. Pay attention to
the flow direction (arrow on the bottom of the fuel
shut -off valve).
4. Refill the tank and check the fuelshut-off valve on
Lightness and function,
Material: 1 fuelshut-nff valve (Valve V 8M specialtype with "Viton-

Weight and
balance:

Remarks:

gaskel" from Fa. Philipp Kreis TRUMA) “i
no infjuence

. Usn only Lhe fuelshut-off valve, specialtype with "Viton-

gasvel"  The fuelshut-off valve can be obtained by Fa.
Schinibe Flugzeugbau.

2. Ation § - A can be performed by a skilled person.
Arcomplishment of the actions are to be entered in the
airerafi loghook by a licensed inspector.

3, This ferhnical Mote replaces the Technical Mote with
same number from 3. 2. 1982.

SCHE[BE FLUGZEUGBAU GMBH
Dachau,Aug.Pfaltz-Str.23

. 7 /] i
19, 1. 1989 , d
9 A :‘/J\./ /

l SCIEIBE-FLUGZEUGBAU - GMBH

Erich aucht, Minchan 08 62
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ENGLAND Q S L& 2 4
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‘ir Dear Dick, ' J;,Fufl o

\ “\ e Sy i, r-I\__ls._._

The Iincident with ASKW 24, s/n 34019,k ‘caused teo look at cur records about

changes in the ASW 24 design which became effective before the German Type
Certificate for the ASW 24 was Issued,

V.
Yy [
ST el B

A 1list of pajor or mipnor changes on the ASW 24 has been prepared, one bf'them
Is the airbrake guide / stop which has been reported to you and hopefully
already been rectified. (See fa):u# 3 )a

There are four other points from the 24 changes which are Important to airwor-
thiness,

1. The airbrakes must open 150 mm above the wing upper surface when vwheel
brake lever Is full back. If not, adjust. If not possible, please ask for
advice. This point has a low priority, but the alrbrakes should be s5 ef~
fective as with current production ASW 24s; as of s/n 24025 this is

‘.' series production standard.

2. The rudder, elevator and ailercns need mass balance according to the
values given In the Maintenance Manual. According fo our reccrds this has
been done in all gliders since s/n 24003, Prototypes 24001 and 24002 have
been retroritted.

3. _The pelvamid stop / guide of the alrbrake control has to be fixed by two

screws, see our letter Oct.25, 1989 to RAF/GSA. Since s5/n 24025 this prob-
lem has been solved by Ffixing the pclyamid with a fabric layer.

4. The instrument tubes (pipe) from PVC must be fixed on the side of the

fuselage below the lap belt anchoring poiat in order tc avoid that these

tubes are fouled between seatpan aai fyselage. Mystarious Instruzent

misreadings were caused by this fallure In hot climate operation iMike

Opitz in Minden). Thls problem hnas been rectirfied In series preoduction
since s/n 24850 {sce sketch).

Vompinneaee e bhepe 2y Dapaph e S b T 1 Thana s Peo Doz

T openeletrean ol meprne it Do T N st B RN T EEINTa] T



ALEXAMCER SCHLEICHER GmbH & Co. SEGELFLNGZEUGBAL - D-G4168 POPPENHAUSEN

Blait  —gw Brel/ AngE¥XYIRXXEXXXE Wwngvom 12 12 7989
an  BGA Chief Tech.Officer Dick Stratton, LEICESTER ENGLAND .

The fin gets an_inspection hole so that it can easily be checked if a

trim weight / battery iIs installed Iin the fin or not (see sketch). This
hole 1is drilled in all series production gliders as of s/n 24036 accord-
ing to our records.-

Please check the airbrake paddles; the contour has been changed two times

in series production in order to aveid Ffouling with other parts, bolts
etc. There were no problems In service and these are only preveative
measures, but according to Murphy's Iaw .....

The upper paddles have been changed as of s/n 24025, the lower paddles
got shorter and this was Introduced in spring this year, approx. as of
s/n 24040.

For your assistance we produce the following table of ASW 24 owners, who bavé‘ﬂ
to be Iinformed:

Points to be regarded Il 2314|5656 A
24011 Warren ¥ Kay + 3 :
24012 Trevor Stuart + N R w O
24014 Tom S. Zealley + - '
24015 George Metcalfe + e AT
24019 RAF/GSA + EREEN
24022 Dave Watt + RN
24024 Alistair Kay +

+

already done by Schleicher

Thank you for your kind cooperation.

Yours sincerely,

ALEXANDER SCHLEICHER

J

GmbH & Co/

st B2l

Gerhard Waibel.

Encl.s

ces

JJ ASSOCIATES
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GROB G109 SERIES MOTOR GLIDERS

Page 3
CAA AD No Associated Description
Material
PART 2 -~ ADDITIONAL ITEMS CLASSIFIED AS MANDATORY BY THE CAA

012-11-86 ™ B817-20 Flight Controls - Improvement of

flatter behaviour - Variation of

the requirements of LRBA AD

85-218/2.
006-10-88 Spar stub end fittings - Cracks at

¢

. Issue 3
’ Nevember 1988

Applicability - Compliance -~ Reguiréﬁent

or near the toe of the weld on the
top and bottom surface of the spipot.

Applicable te G1093 motor glider Serial
Nos 6200 to 6434 incluslve except as
indicated 1n Grob Technical Information
™ 817-20. HNotwlthstanding the
compliance requirements contalned in
Technical Information TM 817-20 MODIFY
the aircraft in accordance with the TI
not later tham 31 December 1987. Until
the modification is embodied the
permitted Never Exceed Speed (Vne) is
reduced to 100 kts/190 km/h. A placard
to this effect must be displayed adjacent
to the alr speed Indicator.

Applicable to all 6109 and 61098 Serir
motor gliders. Compliance is required
not later than 50 flying hours from the
recelpt of this Directive,

(i) Remove the wings in accordance
with the Flight Maouval
inatructions.

(1) Remove the glass reinforced

plastic {grp) or the protective
lacquer covering the spatr stub
extremity, avoidinpg any damage t¢
the metal parts, sufficlent to
expoge the top and bottom weld

endgs and the weld transition int
the spigot body ~ see figure A,

(AD continued overleaf
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GROB G109 SERIES MOTOR GLIDERS

Page 4

CAA AD No Assoclated

Material

006-10~88 (continued)

b

Issue 3
November 1988

Description Applicabllity - Compliance - Requirement

{(i11)

(1v)

Inspect the end of the weld and
the gplgot 1tself at the tae of
the weld for cracks, using a x10
magnifylng glass (four places) -
see Figure A. There are two
spigots per alrcraft and cracks
can occur on the top and on the
bottem of the spigot.

If a crack is suspected, and
appears to be confined to the weld
itself, 1e does not extend
circumferentially into the spigot,
or where there is a lack of weld
penetration, the wings way be
replaced. The ajircraft may be
flowa to a place where the
existence of cracks can be
confirmed or otherwise by NDT
means, by an Organisation approved
for that purpose by the CAA. The
flight must be conducted with the
plliot only on board. Abrupt
manceuvres and/or high speeds are
prohibited. If a crack is
confirmed either 1n the weld only
or in the splgot itself,
rectification must be carried out
to the manufacturer's approved
repair scheme before further
flight.

Report the results of the
inspections to the manufacturer
and to the SDAU of the CAA.
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GROB G10% SERIES MOTOR GLIDERS
Page 5

CAA AD No Associated Description

006-10-88 (continued)

Issue 1
November 1988

Applicability - Compliance — Requirement

(v)

“hours. ‘ ~

Where the spltots are found to be
not cracked either after the
actions of (11i) or (iv) above,
reprotect the area where the grp
has been removed, either with a
lacquer or a brushed coat of epoxy
resin. Replace the wings to the
instructions in the Flight Manual.
Repeat the instructions commencirng
at (1) above except that only the
reprotection has now to be removed,
at intervals not exceeding 300

{AD continued overleaf)



GROB G109 SERIES MOTOR GLIDERS ' Issue 1
Page 6 November 1988

CAA AD No

006-10-88 {(continued)

FIGURE A

{(Not Lo Scale)

Check for
crack indications

Check for
crack indications

Remove grp from
this area

Remove grp from
this area

G109 SPIGOT FITTING : G109B SPIGOT FITTING




/

No: 12/89

Aircraft Type

&md Registration:

‘Commander‘s Licence:

No & Type of Engines:
Year of Manufacture:
Date and Time (UTC):
Location:

Type of Flight:
Persons on Board:
Injuries:

Nature of Damage:

Ref: EW/C1128 Category: 1c
Brasov IS-28M2A G-BHRS motor glider

1 Limbach SL 1700 EA piston engine

1979

29 July 1989 at 1754 hrs

Near Woodford Aerodrome, Chesbire

Pleasure
Crew - 1 Passengers - 1
Crew - 1 (fatal) Passengers - 1 (fatal)

Aircraft destroyed

Private Pilot's Licence Group A and Glider Instructor’s Rating

Commander's Age: 53 years

Commander's Total

Flying Experience: 61 hours on powered aircraft {(of which 9 were on type) and 362 glider

hours

Information Source: AAIB Field Investigation

History of the flight

At the start of the day's flying the aircraft was inspected and refuelled to a fuel quantity sutficient for 4
hours flying. [t was used for two short fiights and refuelled again before being flown by an instructor
on a further short detail during which a touch and go landing was carried out. This insiructoer found
the aircraft to be serviczable and its climb performance normal. The runway in use was 235, the
weather was good, and the surface wind was estimated o be westerly at about 8 knots.

At about 1740 hrs the instructor who had tflown the second detail of the day ciimbed into the aircraft
with a passenger for another short detail of circuits and tandings. When the aircraft took orf, its
ground roll was longer than usual. it appeared o climb in an abnormally nose-high attitude and us rute
of climb was low. Soon after lift-off it turned approximately 30° to the left. It wus nonmal practice
for the landing gear to be left down to a height of about 400 feet in case of engine failure and a need to
reland. On this occasion, the landing gear was retracted at a much lower height and the alrcraft was
seen to descend siightly before it passed over the airticld boundary and resumed a slow climb. When

it was about 200 metres beyond the airtield boundary at a height estimated by witnesses varnably as



between 150 and 500 feet it began a further turn to the left, whereupon the bank angle increased
sharply and it spun to the ground. One witness, who was inside a hanger, heard the engine operating
at what he thought was low power as the aircraft approached. He then heard a surge of power a
second before the sound of the impact. Another witness, who was close to the flight path, thought
the engine noise ceased before the impact.

Both occupants received fatal injuries. The pilot was found to have his left shoulder harness
disconnected and loosely draped over his left shoulder; the harness buckle was found on the cockpit
floor unatiached to any of the straps. The passenger was held in his seat by his right shoulder
harness, which was the only strap that had to be cut before his body could be removed. It was not
possibie to determine from the evidence whether or not both safety harnesses had been fastened at
impact but the nature of the injuries to both occupants were such that the accident would not have been
survivable with or without safety hamesses.

Aireraft information

The aircraft propeller had three pitch settings, fine, coarse and feather. Propeller pitch was controlled
from a lever in the cockpit which normally rested vertically down. The lever was used to set or
release the coarse pitch spring locks. Pitch change was achieved by lifting this lever to an
intermediate position and then lowering it again to the vertical. The propeller could be feathered by
moving the lever fully up. The propeller should normally have been selected to fine pitch for take-off
and the pitch should have been checked by the rpm achieved at the start of the take-off roll. The check
list for both Power Check' and 'Take-Off' stated THROTTLE - FULL, CHECK 2600 TO 2800
RPM'. For the propeller to be changed from coarse to fine pitch with the engine stopped, the lever
had to be raised to the half-up position and lowered; with the engine running, power had to be
reduced to 1400 rpm, the lever raised to one-third up and then slowly lowered, when a rise in rpm
would be noted. The normal climb speed of the aircraft was 50 kt and the stalling speed at the
accident weight was 38 kt. It was known to have a rendency to drop a wing in the stall and its spin
was described by the CF1 of the club as rapid and violent.

Pilot information

Of the § hours experience the pilot had on type, 8 had been flown more than two years carlier. He
had flown a dual check and one solo flight in the aircraft in the previous December and January but
nad not fiown again until the day of the accident, when he flew one detail before the accident flight.
There was no evidence of any medical cond:ition on the part of the pilot or the passenger that could
have contributed to the accident.

Wreckage Examination

The aircraft lay on a goif course just ouiside the south-western boundary of the airfield. It had clearly
f

impacted the ground in a very sieep attitude, in the order of 80° nose-down. The impact had pushed



the engine back into the cockpit area and caused the finfzilplane assembly to "whiplash” forwards. It

was also evident from the relationship berween the wreckage and the initial impact marks that the
ku’:craft had been spinning to the left. There had been no pre- or-post-crash fire.

The posidon of the pilot's throttle lever suggested that it had been closed prior to impact with the
ground and the condition of the propeller showed that very low, or no, power had been present at
impact. On-site it was determined that no malfuncdon was apparent in the aircraft's flying controls
and there was no evidence of pre-crash sguctural failure.

The engine and fuselage of the aircraft were taken to AAIB Famborough for more detailed
examination. The propeller hub pitch mechanism appeared to have been in working order prior to the
accident and, although the propeller pitch setting could not be determined with certainty, there was no
evidence to indicate that the propeller might have been in coarse pitch at impact.

The engine was examined and no defects were found with the basic mechanics of the unit. The
ignidon magneto was bench-tested and functioned correctly, The simple carburettor was Soip
Lexamined and no defects were found.

No mechanical, structural or electrical defects were found which could have contibuted to the
accident.
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No: 12/89 Ref: EW/C1131/25 Category: §

-

Aircraft Type

and Registration: Caproni Vizzola Calif BGA 1957 o

No & Type of Engines: None
Year of Manufacture: 1974

Date and Time (UTC): 5 August 1989 at 1436 hrs

Location: Bidford-on-Avon, Gloucestershire

Type of Flight: -~ Private - pleasure

Persons on Board: Crew -2 Passengers -None

Injuries: Crew - None Passengers - N/A

Nature of Damage: Aircraft deszoyed

Commander’s Licence:  Prvate Pilot's Licance wirh BGA Assistant Instructor’s Rating J
Commander’s Age: 33 years

Commander's Total

Flying Experience: 1200 hours of which 1100 hours were on gliders

Information Source: AAIB Field Investigation

History of the Flight

At apout 1330 hrs the glider was launched with the pilot-in-command in the left hand seat and another
qualified glider pilot in the right hand seat. The objec: cf the flight was to complete a short soaring
cross-country flight returning to the launch site. Both pilots were experienced on type and the aireraft
was below its maximum authorised weight and within the prescribed CG limits. The weather was fine
and the pilots reported that there was good smooth lift with little rurbulence out of cloud.

On returning 1o the landing site, the aircraft was configured with the spoilers in and the flaps in the nigh
speed (reflex) position. Speed was increased to 110 kt which was above the rough air speed of 91 kt

and bzlow the Vne speed of 136 kt. The limiting speed for selecting flap 0 any position other than fuil
reflex was 36 k. The Dlight manual states that

At speeds higher than 86 ki, the elevator conwol is very sensitve ro small stick movements”

In the above configuration and at a height of about 1300 fest agl. the pilor-in-command was holding a
moderate forward pressure on the control column and reached forward to operate the rim control which
iz located forward and slightly left of the flap lever when the latter is in the "rarlex” deteat. As the

S
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pilet's nand reached the mm conwol, the aircraft pitched up rapidly accompanied by the onset of
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moderate g reported by the pilot as about +4. The aircraft then pitched viotenty nose down to about
minus 20° generating sufficient negarive g to cause the leg of the pilot in the right hand seat to rise and
shatter the windscreen. The aircraft then pitched up to about plus 30°. The g generated was described
as "bevond anything I had previously experienced”. At this point the fight hand wing detached from the
aircraft which rolled rapidly to the right. During the pitching manoeavres, the pilot-in-command states
that his left arm was locked to prevent a pilot induced oscilladon and that he was unaware of any stick
movement. The right hand seat pilot however states that the conool column was moving fore and aft
but only a litde.

The decision was immediately made 10 abandon the aircraft and the pilots each released the canopy latch
on their side of the cockpit. The right hand seat pilot zied to push the canopy off but it would not
move. At this time the aircraft was pitching violently and as the left hand seat pilotreleased his restraint
harness he was ejected through the shattered windscreen. The canopy then left the aircraft and the right
hand seat pilot made his exit over the right side. Both pilots' parachutes deployed normally and the
pilots landed uninjured.

Examination of the Wreckage

The wreckage was taken to AAIB Famborough for examination and it was apparent that there had been
a stuctural failure of the right wing approximarely 3ft from the root. The detached portion of wing had
landed 100 yards or so from the main part of the aircraft. The fin and tailpiane (which is of T-
configuration) had also become detached in the air and had landed close o the wing. Examination of
the fin/fuselage attachment structure revealed overioad failures of both the front and rear artachments,
with the front failing first causing the fin to break off rearwards and to the nght. It is thought probable

that this was a secondary failure caused by a combination of aerodynamic and inertial forces following
the loss of the nght wing.

Examination of the wing failure showed thar this was also due 0 overload. The direction of fuilure was
upwards with a slight forward compenent. The outboard sections of both wings displayed a permanens
upwards set and the upper surface wing skins were wrinkled. It was thus clear that the wings haa Seen
subjected to a considerable aerodynarmic up-ioad.

The combined flap/airbrake system is operated by a lever moving in a sloton a tunnei berween the seals.
In addidon to the notch-type detents at 2ach end of the siot, there s a third detent approximatsly 33% aft

PSRt wriy

of the fully forward positien. This corresponds 10 a flap position of 3° up, ie a reflex seuing. Moving
the lever fully forwards causes the {laps o be set 8° down. Movement of the lever aft of the rerlex

etent progressively extends the faps into the "airbrake" regime and also depioys the spoilers on the
wing upper surfaces. The cockpit lever is attached w a teleflex type cable which operates a lever on wp
of the wing cenwe secton. This in tum operates the faps by means of a1 gearsex and wrque tbes.

By aligning the torque tube fracture direcuon with those of the adiucent suringers und siin {a
the wing failure position, it was possibie to derive the flap setting at the ume of the fanure.

s
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to be a few degrees down from the fully up posxuon and cquated to a flap lever posmon of
approximately 1 inch forward of the reflex detent. On injtial examination of the wrcckagc the lever was
found to be in this position. When the detached right wmg struck the ground scrarches were mad;: on
the underside. Where thesc had crossed adjacent ﬂap secuons zhey would only line up at a umquc ﬂav
setting: thlS was the sarnc as that given by the fracrurcd torquc tubc and showed that no 51gn1ﬁcant

movement had occiimred dunng r.he desccnt R i
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The pitch oim system consists of a lever moving in and out of the plane of the i instrument pancl thc end
of which is attached to a leaf spnng which in tam bears on a cross tube connecting the two control '
. cohmms “Thus r:arwa:d stick movement is against the spnng'prcssme The lever i s locked by means
of serrations on its lower edge envacmg on the edge of a slot in a brass block set in the pancl
Consideratjon was given to the possxbxhty of the trim lever becommw unlocked which would havc
'resultcd ina vidleat puch-up at h1gh eurspeed However the. systern appearcd positive in operauon with
no undue wear on either the serrations or the brass block. Moreover such an event did not accord with
the crew's recollection. [t was noted however that with the right hand placed on the trim lever, it was
very easy for the forearm to contact the flap lever with the latter at the reflex detent. The edges of the
detent exhibited considerable wear and the spring action which biased the lever into the gated pésiﬁou
was weak. The results of ground tests showed that it was easy to inadvertently move the ﬂap lever
'forward of the reﬂex detent whﬂe reaching for Lhc rim cont:rol from the left- hand sear. -
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No: 1/90

Aircraft Type

and Registration:

No & Type of Engines:
Year of Manufacture:
Date and Time (UTC):
Location:

Type of Flight:
Persons on Board:
Injuries:

“Nature of Damage:
Commander's Licence:
Commander's Age:

Commander's Total
Flying Experience:

Ref: EW/G89/06/35 Category: lc
Bellanca 7GCBC Citabria, G-BAYZ

1 Lycoming O-320-A2B piston engine

1973

23 June 1589 at 1230 hrs

Duxford Airfield, near Cambridge, Cambridgeshire

Glider-towing
Crew - 1 Passengers - None
Crew - None Passengers - N/A
Right main landing gear damaged

Private Pilot's Licence

38 vears

106 hours (of which 21 were on type)

Information Source: Aircraft Accident Report Form submitted by the pilot and AAIB

telephone inquiries.

The aircraft was engaged in glider towing from Duxford Airfield. The weather was good, with no

cloud, good visibiliry and a light and variable wind. Grass Runway 24 was in use, 787 metres long.

The surface was reportedly reasonably smooth, but hard after dry weather. As the aircraft lifted off on
. ‘ake-off for the fifteenth aero-tow of the day, a grating noise from the area of the nght main landing gear
bwas heard. It was then noted that the wheel spat of this landing gear was vibrating abnormally in the
airflow. A normal approach and landing was carried our and, after touchdown, the grating noise was
again heard. Loss of braking was experienced when the aircraft had aimost come to a halt, and it was
seen that the right mainwheel was at an abnormal angle. The pilot evacunated the aircraft withou:
difficulty.

The aircraft is a high-winged monoplane with tail wheel landing gear. A main landing gear is strut-
mounted from each side of the forward lower fuselage. The lower end of the strut carties a stub axle on
which a single wheel rotates on a pair of tapered-roller bearings. A tubular wheel nut screwed onto the
end of the axle and retained by a split-pin locates the bearings axially. The thread direction on the axle
and nut is conventional right-handed. A spat covening the wheel is supported a: its outboard side by a
bolt screwed into the end of the subular nut, and at its inboard side by attachment to the lower end of
the landing gear sut. The Bellanca Service Manual specifies main wheel bearing lubrication at 160
flving hour intervals.

-
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Invesugation reportedly showed that the outer tapered-roller bearing for the right main wheel had
suffered extensive break-up, allowing the wheel to migrate outwards and contact the tubular nut,
causing the split-pin to shear and the nut t0 unscrew. The wheel remained located by the spat only. No
signs of bearing corrosion were found. '

Investigation revealed no reports of previous failures of this type.

o



RECORD OF WEIGHING : SINGLE SEATER QR SIDE-BY-SIDE TWO-S5EATER : ENGLISH UNITS

Dat
o e COCKPIT LOADS : DATA FOR CALCULATIONS
* : Notes
Max. all-up mass (without water ballast)*, W, b (i)
Max. mass of non-lifting parts*, WhL Ib (i1)
Empty mass E b
Empty mass of non-liflting parts Epnp lb (i}
Forward CG limit, * + ve aft of datumn xf in
a —] | .
—- ! ALt CG limit, * + ve aft of datum Xa in
EMPTY MASS
Front Support: Rear Support: CG of cockpit load*, + ve fwd of datum Xp in
Reading F1 Ib Reading R Ih
Zero Fy b | Zero Ry Ib Empty CG, + ve aft of datum Xp in
F=F)-Fp = ib R=R;-Ry= Ib MAX COCKPIT LOAD -
Empty mass E=F+R = + = Ib By total mass, P} =W, ,-E= - = b
EMPTY C.G. POSITION By max. mass of non-lifting parts,
Front support aft of datum, a in Py=Wpnp -Epnp = - = Ib
Front support to rear support, b in
By CG, Py = Ex (xe - xp)/(xp + Xf)
Xe = {bXR/E) + 2 =( X / ) + =Ex( W )
= + = in aft of datum = X ! = b
If the distance of the front support is "2’ inches Max. load = least of Py, P and Py = b
forward of datum, the above formula becomes
: MIN COCKPIT LOAD
= (bxR/E) - a By CG, Pmln =Ex{(xg - xa)/(Xp + x) ™
E x( M + ) £ ,
* From C. of A. or Flight Manual = X / = & b ¥

Notes: (i) For older types of gliders, only W, will be stated. If so, ignore the calculation of P;. ’
(ii) For more recent types W, and/or W, will be stated. If so, find P; and/or Py, To find Py, Epy. must be found. Eyg = empty wc:ght of
all parts other than the wings. Either wagh these parts dircetly, or weigh the wings (Wyy) and find Epq = E - Wy,
If only Wy is stated ignore the calculation of Py.

WATER BALLAST
Max and min cockpit loads are as calculated above.
Max all-up mass with water ballast*, W, b Glider Type: Signature:
Max water ballast capacity*, Cyp, ib
Max water ballast with min cockpu load, Cywpa =Wy - E - Pjin BGA No.: BGA Insp. No:
= = Ib
Max permiited water ballast = lcsscr of CWBI and Cypy = Ib Inspector's Name: Date:
For permitted water ballast with cockpit loads greater than Py, see the flight manual

)NIOTE: If the results of this weighing are signim‘tly different from those of the previous wcighing*casc provide an explanation.



RECORD OF WEIGHING : SINGLE SEATER OR SIDE-BY-SIDE TWOQ-SEATER : METRIC UNITS

’ e Datus 3 COCKPIT LOADS : A’I‘A FOR CALCULATIONS
x Naotes
-~ Max. all-up mass {without water ballast)*, W, kg (i)

- Z ;5\ Max. mass of aon-lifting parts*, WL kg (i)

Cz’—"’_’j A Empty mass E kg
'_"—_“_MT_'U,/ Empty mass of non-lifting parts Fui kg (i)
k¥
i Forward CG limit, * + ve aft of datum Xf nn
A —p— -
~ Aft CG limit,* + ve aft of datum Xy mm
EMPYY MASS : :
Front Support: Rear Support: CG of cockpit load*, + ve fwd of datum Xp em
Reading F1 kg Reading R, kg
Zero Fp kg Zero Ry kg Empty CG, + ve aft of dautn Xe men
F=F-Fy= " kg R=R;-Ry= kg MAX COCKPIT LOAD
Emptymass E=F +R = + = kg By total mass, P; = W,-E = - = kg
EMPTY C.G. POSITION By max. mass of non-lifting parts,
From support aft of datum, a mm Pyp=WpnL-EnL= - = kg
Front suppoit i rear suppori, b mm
By CG,Py=Ex(xe - Xf)/(xp + Xf)
xe = (DX R/E) +a = ( X / ) + =EX( - M + )
o + = mim aft of datum = X / = kg
If the distance of the front support is 'a’ min Max. load = least of P, P; and P3 = kg
forward of datum, the above formula becomes
MIN COCKPIT LOAD
Xe = (DXRJ/E} - a By CG, Ppin = Ex(xe - x)/(xp + xp) )
Ex( - M + o
* From C. of A. or Flight Manual = X / = i kg |
i - J

Notes: (i) For older types of gliders, only W, will be stated. If so, ignore the calculation of P5. ' L
(i) For more recent 1ypes Wy and/or W, will be stated. If so, find Pp and/or Py. To find Py, Eng must be found. Epg. = empty weight of
all parts other than the wings. Either weigh these pants directly, or weigh the wings (Wyy) and find Epi. = E - Wy
If only Wy, is staied ignore the calculation of Py. '

WATER BALLAST
Max and min cockpit loads are as calculated above.

Max all-up mass with water baliast*, W, kg Glider Type: Signature:
Max water ballast capacity™, Cywp kg
Max water ballast with min cockpit load, Cywp2 = Wi -E-Ppip BGA No.: BGA Insp. No:
= - - = ' kg
Max perantied water ballast = lesser of Cyp) and Cywpa = kg Inspector's Name: Date:

For permitted water ballast with cockpit loads greater than Pyyip, see the flight manual

NOTE: If the results of this weighing are significantly different from those of the pre'vious weighing, please provide an explanation.
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SHMlLE

Safety Regulation Group

REPORT AND RECOMMENDATION FOR RENEWAL DISTRIBUTION !

OF CERTIFICATE OF AIRWORTHINESS White —  CAA Area Cffics {
BY “N ORGANISATION APPROVED IN ACCORDANCE. Pink —  CAA Area Office

BCAR, SECTION A, CHAPTER A8—15 Yeliow ——  Aircraft Records |

Biue —  Approved Qrganisation |

NOTE: Where an item is not applicable or appropriata the letters 'NA' shouid be entered.

] 1 AIRCRAFT DETAILS

1.1 Reqistratian: Type: ch“, *‘3 ﬁ&‘* (q 4‘ 'ﬂ‘ Constructor’s No:

1.2 Cof A Category: ?P"‘“" 2 . N - l\
1.3  Engine Type(s}): i 5\'\ 3 Propelier Type(s): ( b-\_\,s_{‘ %““ ‘ﬁi‘: 1'\;;\]';&%%.&‘&% /"
2 REPORT '

’ bY
= A k !
2.1 Total hours flown aither since manufacture or sinca initial issue of UK C of A®: —-' W
o) \YL‘@;S\
> o

2.2 Hours flown during sach calendar year since C of A issue ar last renewal: - &,
s
19 hr/18 hr/19 hr/19 — hr/Total — —___hr
2.3 Aircraft tested to Airwaorthiness _&:\p Date of satisfactory
2 . a——— -
Flight Test Schedule No N Issue No; Flight Test:

& Radio equipmant installed is in accordance with Farm AD 917 dated:

(Mr Ra. ol ik A

2.5  Flight Manuai/Pilots Opaerating Handbook/Cwners Manuai* is in accordance with Flight Manual checklist dated: —

; = LI :\#; »
2.6 Data of Current Waight Schedule: | Saatc il %Q‘-‘ "\-!?""’IQ‘}"’“&-

2.7  Ajrcraftis appraved for Glider Towing/Parachuting*

P»x\.v !40 lUS :

2.8 iconfirm that all appropriats CAA requirements and Airworthiness Notices — Cantents No hava been complied with.

.....——.-.——v.——.—

2.9 | confirm that compliance with the following, as appropriate, is recorded in the aircraft records:

(a} FAA Airworthiness Directive Vol 1 at Bi-weekly Listing No: *‘\ \T ﬁ_
"™ . . . (‘\‘J:r "T' T“*-l\{‘ :
(b) CAA Mandatary Modifications and inspections Summary, Cantents and checkiist of pages at Issud _~ . dated - i
\C{cf-‘" Fdr i ;
(c) Foreign Airworthiness Directives Voi iil, Contents and checklist of pages at (ssus 1 dated e . i
Ry — .
(d) CAA Additional Directives. Cantents and checklist of pages at Issue A datad |
2.10 The aircraft complies with Specification/Data Sheet/Fiche No*: Ravision/lssue/Edition No: ‘

' \ N o~ y4 \
L Quote Yariations: \ t&, N %\ LTS (;'\J‘.g:ﬁ__
) "y

3 CERTIFICATION ‘\u.‘s Mo BLRX '\ﬁ'

L
| Tl N ) ‘ ] ) :
31 STAR INSPECT!ON#"'A N H:"l” { ‘LQL 0 3.2 Certified thatthe approgriate requirements of BCAR, Section A i
{q{‘ v 40 Chapter A2—5 have been compiied with and that the particuiars i
completed on; \ L contained harein are correct. it is recommended that Certificate of !
] \ Airworthiness Mo: be ranewed for a period i
Certified by: - of 36 months, in the Private/Aerial work/Transpert* Category |
Category Name AMEL Mo. t e !
| s T AT TS

I Signed: = Name: 2 & L~ i
| I |
H . [
[ : \‘-\ N F/‘) \_ :
| Organisarion: i et i
{ :

l

|

|

RN Y1)

t

l .
o~

§ Approval Raf, No,:x‘-}'*ﬁ <

; The failowing documents are attached for CAA records: Flight Test Schadule/Fiight Manual Check List/Weight and Cantre of Gravity Schedule” 1

*Dalete as nacessary t¥a be in addition to and caineidentai with the annual check (CAIP 8L/ 1-15]
AD 202L
170283






B.G.A. CHARGES 1990

A.E.I. RECORD CARD
CERTIFICATES

'A'" Endorsement

'A' Pin Badge

'B' Endorsement

'B' Pin Badge

Bronze Endorsement

Bronze Pin Badge

Silver, Gold & Diamond - per leg

Silver Pin Badge

Gold Pin Badge

UK Cross=-Country Diploma - each part
1f applying simultaneously for both

CERTIFICATE QF AIRWCRTHINESS
Glider - issus/renewal per year
Motor Glider - renewal (Falke)

COMFETITION LICENCE - issue/renewal per year

COMPETITION NUMBER - issue/renewal per vear

INSFECTORS - issue/renewal per vear

o
[fe]

.30

.
—

£10.00

£5.50
£1.50
£4.00
£1.50
£4.50
£1.530
£4.50
£1.30
£2.,00
£4.00
£7.50

£12.00
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-
wn
L
[

t
2
()
(]
(e

£5.00
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.

o
O

—

or

L

(e

(0
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REVISION OF AIR ACCIDENT REGULATIONS

On 28 November, 1989, the Civil Aviation (Tnvestign ion of Accidentsy Regulations 1939 come into force. The new
regulations contain a number of changes to the 1983 regulations, the most important of which are:

{a)

(b}

(7

s,
o

~ote:

The division of investigations by Inspectors into formal investigations which are the subject of a repert Lo the
Secretary of State and field invesugations foilowing which information con the accident is to be submitied to the
CAA (regulations 2, 10 and 11). “J

The insertion of a new definition of "serious injury” o conform with the definition in Annex i3 (seventh
edition) to the Chicago Convention {regulation ).

The extension of the scope of the Regulations o accidents involving aircraft not registered n the United
Kingdom occurring cutside the United Kingdom w cnable evidence to be obtained in respeet of any suca accident
in order 1o assist the state conducting an investigation into the accident, in conformity with Annex 13 (seventh
adition) to the Chicago Convention (regulations 3 anrd 210, )
The prohibition of disclosure of the contents of 2 notice or [nspector’s report served under regulation 12 without
the prior consent of the Chief Inspector (regulauon 12).

The inwroduction of a reguirement that a person requasting a review board shall include in the notice of review
. . . .. . .o . —.
tha reasons why he claims that his reputation s likely to be adversely affccied by the repost (rzgulaton 13).

The procedure at the preliminary mesting of the Review Board is amended so that the meeting may be heid in
privaie and the Review Board may decide at the megting not 10 procesd with the review (regulaticn 14),

resant his case lirst. The Roview Benrd's‘

AL the hearing of the review the persen requesting the review shall p el
sower L muke an order as 10 20SLS AagAINsL A person appedsing ae the revigw 1s extended W include the costs of

anv other person appearing at the revicw {regulation §3).

Conseguent on the inwaduction of 2 power in regulation 14 of the Review Board to decde not o proceed with
1he review at the preliminary hearing the Seerctary of State is given power o dirset that the review be proceeded
with {regulation 170

Copics of the 1987 Regulations can be obtamned alter 28 November 1989 only from HMSO or its agents. The
AAIB cannct undertake to provide copies.

Adrcralt secident investigations commencad under the 1535 Regulation: will e compieied unasr those

rerulanons.
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