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1.2.

1.3.

1.4.

1.5.

1.6.

1.7.

1.8.

1.9.

1.10.

BGA TECHNICAL COMMITTEE

TECHNICAL NEWSHEET 5/6

Airworthiness “AGGRO” Please add to the BGA’S 1996 Compendmm

ASW 20 - Elevator Control. Restricted by mterference betWeen bolts in the
centre section control system, When full flap and speed brake deployed.
Check for correction insertion of bolts to provide clear ance, after
disassembly.

1.4 - Incorrect Assembly and Locking of Aileron Controls. After riggi';lg,
Aileron disconnected in flight. (Reported by Bristol & Glos G C). Check
carefully before you tly!

D.G. 400. Tnadvertent Undercarriage Retraction can be eliminated by the
installation of a plastic block. Service Information 6-1 copted herewith.

KA6CR, Corroded and Worn Tailplane attachment fittings also loose bolts
and severe corrosion. Reported by Colin Sanders. Inspect A.S.A.P.

Libelle TNS 201-33 (TINS 3/4/96). Aileron Drive. If no cracks are found in
the aileron operating levers, no further action is required, other than
repeated inspections. (Request from Ian Busby).

G.103 Series Twin Astirs Extention of Service Life beyond 3000 HRS.
S.B. 315-45/2 supersedes 315/45/1, copied herewith,

Astir Series - Extention of Service Life beyond 3000 HRS - S.B. 306/30/2
supersedes 306-30 is copied herewith.

T61 Series SLMG’s. Coupling between the Magneto and the Crankshaft
failed, resulting in forced landing. Coupling may have been of an unusual
type without peripheral re-enforcing metal ring?

May also apply to other Magneto installations.

G.103 Grob Accro II, Speed brake jammed by Gel-Coat repairs at brake
cut-outs. Check for adequate clearances after such repairs. (Reported by
Derby & Lancs G.C.).

(.103 Accro Twin 3 Rudder Pedal Assembly, Failure of Pedal Assembly
Slide-Rod. Sketch from Lasham herewith,






1.11.

1.12.

1.13.

1.14.

1.15,

1.16.

PART 2

2.1

2.2

2.3,

Dick Stratton

G.103 - Canopy Jettison & Emergency Exit. Placard introduced by Air
Cadets arises from actual experience in a fatal collision accident.

STRONGLY RECOMMENDED - COPY HEREWITH

KA8 Speed Brake System Failure as indicated in artached sketch from
Dukeries G.C.

Control Connections. The S&G article by Bill Scull in repeated herewith
for NOTICE BOARD DISPLAY.

CARB-ICING has caused two SLMG accidents in recent months. The
GASIL leaflet is circulated yet again!

Cable Launching Strops must never be made from “ELASTIC” materrals
such as Polyethylene rope. (Some clubs use shrouded winch cable from
parachute to glider). Damage reported to the tailplane of a KA13 after cable
failure at 1300ft. (Burn G.C. report).

KA7 - Fracture of the Speed Brake Handle through the pivot hole. A well
known failure. Similar failures reported on KA8’s ete. - See sketch (Wold
G.C.).

GENERAL MATTERS

CAA FORM 202NR (as illustrated) must be used for SLMG & Tug Renewal
Submissions. (Please destroy pervious issue),

SLMG Flight Tests must be recorded on the latest BGA Form (sample
herewith) - approved by CAA.

PA18 Undercarriage Damper Failure, Sketch herewith from AAIB draws
attention to a potentially costly failure on a Glider Tug!

Chief Technical Officer
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GROB
G 103

Service Bulletin
315-45/2

2. Installation of an inspection hele in the root
rib, (if Service Bulletin TM 315-15 or TM 315-26
are not performed)

. 50,

100
250

All measurements 1o mm

3. Exchange of the elevator lever No.103-3523
according to Repair Instructions No.315-45/1.

4, Exchange of the airbrake over-centre lever
No.103-4123/4124 and installation of inspection
holes according to Repair Instructions No.315-45/2.

m.Hhm@mnﬂwo:mnnOHaHumﬁOﬁWmHumwmnﬂwohwmnOHa
"Extension of Life Time". .

6. The following imspections (visual inspection,
tapping) must be performed:

a. wing root external:
- wing/ fuselage attachment fittings secuxre
in laminate )
- wing connecting bolts: wear, corrosion,
-~ deformation

b. spar stub:
- main spar spigot
~ spar pin fitting tight in laminate

DATUM ! DATE

IGEPRUFT § APPROVED BY

[ eeeTzr AUSGABE /15SUE EDNIGN | BEARBEITETJPREPARED BY SEELBAGE _
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GROB
G 103

Service Bulletin
315-45/2

This Service Bulletin substitutes Service Bulletin 315-45 dated
October 11, 1991. Both Repair Instructions No. 315-45/1 and

315-45/2 form
Subject:

Concerned:

Urgency:

Procedure:

Actions:

still part of this revised Sexrvice Bulletin.
.- 3
T i sniAs

S/N: 3000 - 3291°
S/N: 3000 - 3291 (with *T")
S/N: 3501 - 3729

3730 - 3878

33879 - 34078
S/N: 3544 - 34078 (with "K")
S/N: as of 34101
$/N: 36001 - 36014

Extansion of service life

THIN ASTIR
TWIN ASTIR TRAINER
G 103 TWIN IT

G 103A TWIN II ACRO
G 103C TWIN III ACRO
G 103C TWIN III

1. Action 1 immediately

2. Before reaching a service time of 3000 flight
hours: actions 2, 3 + 4 (only TWIN ASTIR and
TWIN ASTIR TRAINER)

3. Before reaching 3000, 6000, 7000, 8000, 3000,

10000, 11000 flight hours: action 5

4. Before reaching 9500, 10500, 11500 flight hours:
action 6

The results of performed fatigue tests have shown,
that the service life of GRP/CRP-sailplanes c¢an be
increased to a maximum of 12000 f£light hours.

The airworthiness has to be demonstrated for each
sailplane according to an established Inspection
Record.

1. The following revisions must be performed in the
Maintenance Manuals:

IWIN_ASTIR /TWIN ASTIR TRAINER:
WHE (german issue): revision 6
MM (english issue): revision 4

G 103 TWIN XY / G 103Aa TWIN IT ACHO:.

WHB (german issue): revision 5

MM (english issue): revision 6

MM for Canada: up to S/N 3878: revision 5
as of 8/N 33897: revision 6
up to S/N 3878: revision 5

MM for Italy:

G 103C TWIN ITI ACRO:
WHE (german issue}: revision 3
MM (english issuel: revigion 2

DATUM ¢ {3ATE

21 Dec. 1

SEITE i PAGE

ERSETZT AUSGABE } SSUE EDINON | BEARBEITET / PREPARED BY WISTEAGEPRUFT 1 APPRIOVED BY
' 1 ~f 3
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Service Bulletin GROB

GroB 306-30/2 G 1072

LUFT- UND RAUMFAHRT

2. Hdmdmwwmnwob of inspection holes in the root rib
{(1f Service Bulletins TM 306-18, TM 306-23 or
TH 306-24 are not performed)

ASTIR CS, ASTIR CS 77, ASTIR CS Jeans

finks  left]

rechts [ right)

.|_..c-
r\A
g

: .
1
1 ©

ka:xngn:‘ L Steyerstangen

“::uwm.ﬂ deaun ) lcontrol rods})
560

3

STANDARD ASTIR IXY, CLUB ASTIR II
links [left}

2320 rechts lright]

/ Tankablaul m"m.co__.mmn_._om:

. lwater drain] {controt roagsl
525 :

Caution: The inspection hole in front of the spar must not be cut
in wings containing water ballast tanks. Such wings should
be inspected through the water drain tube,

3. Exchange of the elevator lever No. 102-3543
according to Repair Instructions No. 306-30/1.
. ¢... . _.,,m " . . P o o

E
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LUFT- UND RAUMFAHAT

Service Bulletin GROB
306-30/2 G 102

This Service Bulletin substitutes the Service Bulletin 306-30
dated September 2, 19%2.

Subject:

Concerned:

Urgency:

Procedure:

*

Actions:

1.

Extension of service life

SinewE  ASTRS

ASTIR CS S/N 1001 - 1536
ASTIR CS 77 S/N 1601 - 1844
ASTIR CS JEANS S/N 2001 - 2248
STANDARD ASTIR II S/N 5001 - 5061 (suffix "S")
CLUB ASTIR IT S/N 5001 - 5061 (suffix "C")

STANDARD ASTIR III 5/8 5501 - 5652 (suffix "§&")

CLUB ASTIR III S/N 5501 - 5652 (suffix "C*}
CLUB ASTIR IIIb S/N 5501 -~ 5652 {suffix "Cb")
1. Before reaching a service time of 3000 flight hours:

2.

3.

« ASTIR CS, CS 77, Jeans: actions 2, 3, 4
« STANDARD ASTIR II, CLUB ASTIR II: actions 2, 4
« STANDARD/ CLUB IIX, CLUB IIT b: action §

Before reaching a service time of 3000, 6000, 7000,
8000, 9000, 10000, 11000 flight hours:

all models: action 6
Before reaching 9500, 10500, 11500 flight hours:

all Hoanmu action 7

The HmmﬂHﬂm:mm WmﬂmoHBma fatigue tests have shown,
that the service life of GRP/CRP-sailplanes can be
increased to a maximum of 12000 £flight hours.

The mHHﬂOHﬂvwrmmm mmm to be demonstrated for each
sailplane according to the established Inspection
Record. - - .- ..

A revision of the Manuals will be performed during
a new issue of the Flight and Maintenance Manuals.

|||||||||||||||| L S— i e T e
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SERVICE -~ INFORMATION 6-1 :[)4@,400

Installation of the plastic block 6 RU 67.

“ﬂz:nzq

view from the top view from the rear

1.

2.

30
i,

5.

6.

Remove left cockpit side cover.

Roughen the seat shell in the area for block 6 RU 67 (see sketeh)
thoroughly with sandpaper.

Roughen the glue area of block 6 RU 67.

Glue block 6 RU 67 onto the seat shell.

Therefore extend the landing gear and place a thin piece of
cardboard between the landing gear control pushrod and the
block Lo ensure the free play of appr. 0.5 mm.

Press the block to the seat shell and secure it for curing with
tape or with ballast.

Remove excessive glue material.

Suitable glue materlal: Epoxyresin see repair manual or polyester
resin both thickened with cotton flocks.

After curing.
Function check of the landing gear control.

Reinstall the cockpit side cover.

Eg’, oo JIw Mwmoax, L ode






BILL SCULL

/{r\\":z(;

igging the modern glider could hardly be
simpler. in the latest designs the controls con-
nact automatically; the shightly clder gliders may
have separate connections for ailerons, flaps
and airbrake, Even if one has to make control
connections, rigging seldom takes more than a
few minutes which is in marked contrast 1o the
old, strutted gliders.

Perhaps this simplicity resulis in the failure to
connect the control. In essence, rigging the
glider becomes the DI. it shouldn't but it does.
One way to combat this lackadaisical atiitude is
of course to complete the rigging, walk away and
then do a DI as if you had just got the glider out
of the hangar. Bul we don't need o be that
pedantic do we? But the accidents lell another
story.

Accidents
The accidenis show the potential probiem:

‘The V-talled glider had been rigged that
day and already flown once. On the sec-
ond winch launch, at about 8001, the feft
tallplane was seen to rotate through 50°
causing the glider to pitch up and enter a
spin from which recovery was not possi-
ble. The locking pin was not correctly in-
stalied allowing the tailplane to move.

CONTROL

CONNECTIONS

isn't faken

From time to time there are incidents and accidents, some fatal, be-
cause the pilot has failed fo connect a controf properly or, maybe, not

at all, In this article Bilf covers rigging, daily inspection, control checks
and the policy, or philosophy, of whether to lock the controf connec- ,
tions with some suitable device. He forces home his message with a I
collection of grim panels showing what can happen when absolule care

‘After a shallow winch launch the glider
flew unusually tast and low along the ridge
{which was working) with occasional puli-
ups before diving into trees at the bottom
of the ridge. The locking pin for the eleva-
tor was found on lts string and had not
been fitted, The elevator was not con-
nected,

The technical aspect in this case was that the
- locking pin could be through the tailplane with-
out engaging the mounting/drive shaft. Not ex-
actly a fail-safe design. In this accident the pilot
had no chance af all. The positive check for this
design would be to try and pull each tailplane
half off its mounting 1o establish that the pin was
actually locking it in place. Since a visual check
is virtually impossible the imporiance of the pos-
itive check is paramount.

In some cases the lapse may not have seri-
ous consequences. I've talked to some very ex-
perienced pilols whe have coped with a
disconnected aileron and even confinued with
cross-country flight, However, the outcome can
be fatal.

The gllder had been rigged on the day of
the accident and the appropriate pre-flight
checks carried out, including a positive
check. On take-oif the left alleron connec-
tion in the fuselage became detached. The
alleron vibrated and set up a wing oscilla-
tion, The pllot abandoned the aerotow and
turned to get back to the airfield. During
the turn the glider spun and crashed Into
trees.

it is a matter for speculation as o whether, if
tha pilot had not furned or turned more gently,
he could have controlled the glider and landed
in a field, The tragic thing about the accident is
that there was definitely a positive controi check.
It is also evident from bench tesis that if the
L'Hotellier connection had been properly assem-
bled then it would not have come off. We know
that a partial connection is possible,
incldentally, the glider was a Std Cirrus and thara
weren't any locking ping. More on this point later.

If the elevator is net connected the culcome
will be serious and sometimes fatal:

80

Some pilots who make tha same mistake get -

enaugh height to bale out, even from 2 winch
taunch, On aerotow there is the risk of a tow-
plane upset but usually the glider climbs steeply
before tha tug is airborne and either the glider
pilot or the tug pilot releases, The glider's atti-
tude when it strikes the ground is a matter of luck
- usually ihe pilot is not injured.

So there aren't too many variations on the
basic theme. While the mind may boggle at any-
one making such a mistake, failure to connect
the controls happens with monotonous regular-
ity. So what's your policy, or even philogsophy,
regarding the locking of control connections?

A policy or philosophy

it is relatively easy in the context of club giid-
ers o have a systemn which sesms satisfactory.
Most gliders are kep! rigged and although the
practice may include a positive contro! check,
the situation is hypothetical if the glider was al-
ready rigged.

So do you lock ths L'Hotellier connections on
your glider? No? You wouldn't make such a
stupid mistake, would you? Yet very experi-
enced people do, For example:

The glider was rigged but no independent
positive control checks were made as it
was not to be flown. However, iater in the
day the pllot decided to fly and on aero-
tow found there was no elevator control.
After conslderahle ditficulty (having re-
leased from tow at 2500(t) the pilot jettl-
soned the canopy and struggled out of the
cockplit {o make a safe parachute descent.

This was a combination of luck {that the glider
towed satisfactorily without elevator control) and
presence of mind in baling out, despite the diffi-
culties.

The message
Sothere are three clear lessons to be learned:
1. Walk away after rigging. Come back and
doa Dl

~ 2. Carry out a positive control check.
3. Fit locking/safety pins to all cennections.

Locking L'Hotellier connectors

If there is provision for locking a connection
then why not use It? It Is interesting that in
Germany Jocking L'Hotellier connactions is
mandatory, reguired by an Airworthiness
Directive.

Some pecple will argue that it's difficult in cer-
tain gliders, lika the allerons on a Sid Cirrus. |
was almost convinced that it was until t talked to
a syndicate at Lasham. "No preblem” they said,
and itisn't, All right, you do it by feel but one must
surely be reassured by knowing a locking pin is
in place.

The method

S0 what are the problems? To some extent
the answer depends on the configuration -
whether the control run, including the connec-
tion, is straight or involves a change af girection,
For the in-line control run, the simple plastic clip
shown on the opposite page is a good option.

Fig 1 shows the clip in the connect pesition.
The ball end can be inserted in the socket.

Fig 2 shows the ciip rotated through 180°. In
this position it serves as an additional lock.

- This is a Glaser-Dirks design and available
from the agent, as ara the other options.

The safety pin comes in more than one form.
The simple D ¢iip is best attached by a cord to
the body of the connector, thus aveiding drop-
ping it. See Fig 3 for the pin hanging free and
Fig 4 with itin place. It's werth noting that in some
older gliders there may not be a hole drilled in
the locking lever or wedge of the L'Hotellier. i
you arg going to modify the connectors on your
glider then the locking hole should be drifled with
the conneclor assembled, je the ball in the
socket. I you drill the hole with it disassembled
then it may not be possible to get a pin through
the hole, which rather defeats the object of the
exerclise.

A variation on the locking arrangement is with
a clip which is fastened to the body of the

SAILPLANE & GLIDING



Fig 2.

Fig 3.

L'Hotellier as in Fig 5. This arrangement helps
to locate the pinin the hole.

The fina! option is desighed by Klaus
Wedekind. The locking sleeve is spring-loaded;
it has to be pushed back against the spring to
engage the ball and socket (Fig 6). Onca re-
leased it covers the wedge, thus immobilising it
(Fig 7). The slesve will not spring back if the ball
is not properly engaged in the socket.

Other possibilities
So far only two possible "failure cases” have
been congidered - failing to make the connac-

Fig 4. Fig 5.

tion at all or & partial connection. The Dl and the
positive contrel check guard against the former
and the locking device.against both,

The third case is when the connegtion is prop-
erly made but not locked. Apparently the con-
nection can disengage under load. | have never
been convinced about this until told about a pos-
itive control check on a K-21 elevator.

Seemingly when the control circuit is loaded
the wedge will move. While It may be difficult ta
achieve similar.loads In flight there is scme evi-
dence to suggest that a disconnection under
load is possible. Yet ancther good reason for

Fig 6.

Fig 7,

using une cr other of the locking methods.

Finaily

Arg you convinced? If not then evidently
you're prepared fo accept the, risk, howaver un-
Iikely the possibility of you making a mistake.
This psychological state is known as: "Invulner-
ability”. On the other hand you might decide that
locking the L'Hotellier connections on your glider
is a good idea,

There may be something behind the Luftfahrt
Bundesamt making the requiremant to lock them
mandatory. e |




PA-18 Undercarriage Dymper Body Failure, G-BAIFT

<— 3

Final overload region, mostly in shear.

Fatigoue region Crack initiated at multiple sites . Note surface pitting corrosion
_ !

mub‘fmv .Gh LTl i and rough machining marks




14. CARBURETTOR ICING

Aircraft type
Date
Engine type

The aircraft was on a cross-
country flight in Scotland, the
proposed route being Edinburgh
- Oban - Fort William - Perth -
Edinburgh. The weather for the
whole route was cloudless and
at a planned altitude of 5000ft,
the cutside air temperature was
-15°C. The pilot selected
carburettor heat, and left it on
throughout the entire flight,
although he did sfightly reduce
the mixture in order to make it
slightly leaner. After some time,
the engine started running
roughly with the rpm suddenly
falling. .The alrcraft was unable
to sustain height and déspite
pushing the mixture back to the
fully rich setting and applying fuil
power, the engine would only
achieve 1500 rpm. Returning

the carburettor heat to the cold

Cessna 152
December 1995
Lycoming O-235'1.2C

the icing ranges as shown in the
chart shown.

The pilot pointed out that various
publications do actually discuss
the use of permanent selection

position is if the aircraft is flying
in conditions which the chart
shows are conducive to carburet-
toricing. Even then, the manual
for the aircraft and engines
should be consulted, because
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position resulted in the engine -20 -10 0 +10 +20 +30 440
running down further, so the

pilot quickly went back to the full : o

hot position and secured some Sefiaus icing - any power
burst of power. They were able Moderate icing - cruise power
to land safely at Perth and since Serious icing - descent power

no faults were found with the
engine, the conclusion was

Serious icing - descent power

Light icing - cruise or descent
power

© formation of carburetior ice,
' CAA COMMENT:

It seems likely that the continu-
ous use of carburettor heat
caused the temperature in the
venturi of the carburettor to rise
such that it was now In one of

of carburettor heat in flight and
suggest that the mixture be
leaned slightly if this is done.

Generally, the only occasion the
carburettor heater should be Jeft
set continuously in the hot

many do not encourage this
practice. Coples of Safety
Sense Leaflet 14A, Piston
Engine lcing, are available from
CAA Printing and Publications
Section at Cheltenham, address
as on page 2 of this GASIL.



APPENDIX 6

B.G.A. INSP 267 FT

PART 7

71

M-G PERFORMANCE AND HANDLING (Weather)

Engine Ground Starting

S L MRS

B.G.A. FLIGHT TEST REPORT

Idle RPM. i

Gen/alternator output

Carb Heat RPM Drep

TYPE. i

REGISTRATION......cevven

............ Location..ennnininnees
Max Static RPM..ocov e,
QIPrESS.....o it
Ol TEMP i e

7.2 T/0 and_Climb Performance (Set 1013 mb, Record G/L Temp ...
Record T/O Weight.......ooovvveive. GG AL Fuel Load.......cccovceevinnene
TIME HEIGHT RPM 1AS OIL/ITEMP OlL PRESS
0 MIN
1 MIN
2 MIN
I MIN
4 MIN
5 MIN
Mean RIC. e
- Handling at T/O and Clmb.. e, ML
7.3 Engine RPM at VNE Throttle Closed IAS. RPM.....cei
(handling al VgD
7.4 Feathering/Unfeathering in Flight
7.5 Restarting (a) Starter motoruNfeather...... .
{b) Unfeather/dive to IAS. ..., Height Loss.......ccoeve
7.6 Stalls - Clean and Gearfflaps down (Record IAS/BUFFET)
7.7 - Stability Assessment (Engine-on/Engine-off)
7.8 Handling - Airbrakes, flaps - Gear Down - {approach and landing).
7.9 Aerohatic Manoeuvres and Spinning
7.10  Overshoot and Climb Qut B 13 OO




7.1 Landings - Power Off

712 Landings - Power On

7.13  Ground Handling - (Taxi-ing, manoeuvring, brakes)

7.14  Cockpit Layout - Placards.

7.15  General Remarks
(Verification of Flight Manual)

7.16 | Post Flight Performance Analysis” "
Measured Rate of Climb from 7.2

' Scheduled Rate of Climb from Manual
- for test allilude, weight and temperature

Difference (Measured - Scheduled) ft/min
~ Performance result acceptable YES/NO
: Other Flight Test Results acceptable YES/NO

" Recorded defects 1.

Signed for B.GA. L Date

PPL NUMBET.......coviiiein i

BGA Note To correct climb performance for temperatures varying from ISA. 15°C
For temperatures abcve 15° subtract 4ft/min.
For temperatures below 15° add 4f£t/min



Can- -F@U-t,-%@a,m?

SURVEY REPORT AND RECOMMENDATION FOR THE
RENEWAL OF A CERTIFICATE OF AIRWORTHINESS
IN ACCORDANCE WITH BCAR A/B 3-4,

Safety Reguiation Group

DISTRIBUTIGN: White - CAA Pink - CAA
Blue - Approved Organisation

1 AIRCRAFT DETAILS

Registration Type Serial No Category

Total hours flown since manufacture to 31 December prior to this renewal ..., associated flight cycles/landings* .........
Type of Enginea: Type of Propeller: APU Type:

The current Aircraft Weight and Centre of Gravity Schedule dated ..o accurately reflects the present wefght of the aircraft.

The aircraft was last weighed on .
Flight Manual/POH/Qwners Manual* amendment status report dated ..
Ajrcraft tested to AFTS No: Issue No: Date of Test:

The aircraft has been flight tested in accordance with the agreed Fleet Test Programme YES/NO*

2 COMPLIANCE STATEMENT

| confirm that compliance with the following is properly entered and certified in the aircraft technical records:-

Airworthiness Notices, Contents Issue: (. l&k‘z}% Toauue ? ) B@Q jq q ?

Mandatory Aircraft Modifications and inspections Summary, Contents and Check List of Pages, Issue; L \_;‘__ +

FAA Summary of Airworthiness Directives Large Aircraft/Small Aircraft and Rotorcraft at bi-weekly Fsting No: \C\%hb

Foreign Airworthiness Directives Vols ! and Il - CAA Additional Airworthiness Directives, Contents and List of Pages, Issue:
' Y -

Foreign Alrworthiness Directives Vol Ill Contents and Check List of Pages, Issue: N %

Scheduled Maintenance and Component Life Limits satisfactory: YES/NO*  Schedule ref. MS:

All modifications and repairs revealed during this inspection and carried out since fast C of A renewal have been assessed and are adequately
“recorded and certified in the appropriate Log Books.

The last Maintenance Review is dated

Radio equipment in accordance with AC968NR YES/NO*

3 CERTIFICATION

Certified that the appropriate requirements of BCAR, (for CAA use only)

Section A/B Chapter A/B 3-4 have been complied with

and the particulars contained herein are correct. The previous Certificate of Airworthiness has been

It is recommended that the Certificate of_'Airworthiness replaced by Certificate No:

be renewed for a period of ... B months, which is effective as follows:

in the following category: Transpori-Gatecany (PIssangany

Teansport-Catenory (Cargeittedal Work/Private/Specied* DATE OF VALIDITY . (oot
~—

Organisation: BCEH- DATE OF EXPIRY: oooovvoveeveeevessseseseesereoeeseesesoosmssesssoesseseesesees e

Company Approval No aﬁ‘z /8 a7 9( ‘T 3 Surveyor's/Administrator's Name:

Signature ( C"'("Q) ] Date Signature:

Name in block capitals: Date of Issue; Regional Cffice:

The following documents are attached:- Flight Test Report/Flight Manuaf Status Report/Weight and C of G Schedule/Praviaus € of A
ADFE2NR







