PART 1

B.G.A. TECHNICAL CCMMITTEE
TECHNICAL NEWSHEET
THS/5/6/87

AIRNORTHINESS “AGGRO" {Please add to the 1987 Green Pages)

1.1.

1.2,

1.3.

1.4,

1.5,

1.6,

1.7,

1.8.

1.9.

H.36 DIMONA (Serial No's 3501-3539 and 3601-36143). Shoulder Harness fittings, bonding
to the Main Bulkhead. Service Bulletin 17 (20.1.87) requires inspection.

- H.36 DIMONA Horizontal Tail Surface Mounting (Front). Service Bulletin 15/2 {20.1.87) requires

inspection for POSSIBLE CRACKING OF THE ROD END BEARING.

PILATUS B.4. Loose Rivets in the Air Srake lever in the centre-section. (Sketch attached),

MINI NIMBUS Release Hook Thin metal protective shroud partially compressed on to the hook

by contact with the seat pan. (Reported by Ian Barnes). May cause hook malfunction.

KESTRAL Wing leading edge skin delaminated by water ingress from the ballast tanks. Pressure

applied to the leading edge forward of the aileron flap caused the skin to flex. {Reported
by Don Austin to Slingsby Aircraft),

SKYLARK 4 Fin Failure The attached sketch and report explains the probiem. In addition,

Rudder Stops must be so adjusted (on all ajrcraft) that loads are not transferred to the fin

post in Maximum Pedal deflections. (Reported to Slingsby Aircraft and the C.A.A, Technical
instruction awaited from Slingsby Aircraft).

[S30/32 GLIDERS Failure of the Air Brake Control Handle A fracture occurred at the handle
Tower securing bolt, in the thinnest part of the tube. Repaired by cutting back to thicker
section and inserting a light alloy adaptor. (Reported by Black Mountains G.C. Talgarth),

PA 18-150 Cub Severe damage to elevator cable by a seized pulley aft of the rear stick -

80 HRS since new! (Reported by Bristol & Glos G.C. Nympsfield).

DG _100/200/300/400 GRP "Junk" in the wings left in by the manufacturer may endanger your

health!  Attempts should be made to extract the bigger bits! (Reported by Bath & Wilts G.C.
- Keevil).

GROB G.1098  Tech/Memo 817-22 amends Flight and Maintenance Manuals (Copies from Agents).

GROB 1098 MANDATORY ANTI-FLUTTER MCDIFICATIONS Owners/Operators are reminded that C.A.A.

require compliance with Tech/M 817-20 (removal of speed restrictions) by 31st December 1987.

0G 400 The following information has been received:-  T/Note 826/18 Modification %o engine

Retration drive, T/Note 826/19 engine wiring - vibration protection, Service Inst.
1/10/86 starter motor spindle drive. Service Inst. 1/9/85 Engina wiring T/Note 826/17
Manual Revisions (Details from U.K. Agents).

TOST (TYPE} Winch Roller box assemblies A recent fatal accident was attributed to winch

cable failure, caused by the close proximity of the side rollers demolishing the Talurit cable
repair ferrules. The gap should be widened to give generous clearance {A.I.B. report to
B.G.A.)

CONTROL STOPS - Corract Setting Control deflections should be 1imited by internal stops,

such that loads are not reacted by the surfaces contacting the local structure {refer to
maintenance manuals). '

7.65 "VEGA" - water in the rudder Drain holes should be inserted to evacuate the lower
part of the rudder. Entry probably occurs at the top fairing and water may also accumulate
an the top rib. (Reported by Roger Targett).




1.14 KA 13 Elevator drive disconnected in "heavy" landing Subseguent investigation showed
that the ball-race on the elevator did not engage fully with the slot in the drive rod.
The position of the bracket on the forward fin post was adjusted to achieve full
engagement. All Kal3s should be checked a.s.a.p. and particularly after repairs to
the back end. ({(Reported by Wrekin G.C. RAFGSA}.

PART 2 GENERAL MATTERS

2.1, Avgas supplies are now available from CYMA Petroleum 01-263-3141

2.2, LYCOMING CYLINDER FATLURES Two tugs have made forced Tandings in recent months due to
cracking of the cylinders., Whereas the engines may have been "overhauled" or "zero-hour'd",
the accumulated life of the cylinders cannot always be determined!

To _extend the Tife of cylinders the fallowing recommendations should be considered:

a} Limit the max cylinder Head Temperature (CCHT) by limiting the power, whenever it is
safe to do so.

b) Descend with some power on not exceeding 1000 ft/min.

¢) By descending at (say) 1700/1800 RPM (or less) heat is transferred from the sump to
the carburrettor body, thereby enhancing the carb-ice protecticen. (Lycoming engines
only).

ONLY NEW CYLINDERS, {as fitted to factory remanufactured engines) can have predictable
lives, if operated in accordance with Lycomings recommendations.

2.3, Motor Gliders - C. of A. Renewals Please follow the guidelines in TNS/1/2/87 in good
time, 1f you want to avoid delays.

2.4, Airworthiness Information enclosed herewith: GASIL 3/87 uniocked control turn buckle.
GASIL 3/87 Fuel shortages. GASIL 5/87 Battery fires/Robin DR4C0C Rotted Firewall,

2.5. Radic Installations C.A.A, 113t (GI-G27 issue 13) updates the 1ist of C.A.A. Approved
Glider Radfos {copy herewith). B.G.A. Proforma RAD/INST/86 is available for obtaining C.A.A.
Form AD 917 (Radio Station Installation Approval} for simple communcation instaifations in
Tugs and Motor Gliders (copy attached).

Transmitter frequencies must be calibrated at 48 monthly intervals to comply with
[.C.A.0, requirements.

2.6. ROTAX ENGINES TYPE 50.5 Fuel grade/alcohol content.  The attached Note from Glaser-Dirks
gives guidance on alternative fueis.

2.7, Flying at Low Temperatures - deterioration of GEL Coat. The attached Note from Glaser-Dirks
refers to POLYESTER GEL COAT

2.8. General Reminder - Standards of Airworthiness.

Whereas there can be genuine differences af opinion about the airworthiness implications of
varying standards of what is acceptable and what s unnacceptabie, B.5.A. inspectors are
reminded of the possible implications of setting standards which can Tater be criticised by
other B.G.A, inspectors. The B.G.A. will investigate written reports (often received after
gliders have changed hands) to establish the airworthiness implications of such written report.
The B.G.A. will not become invoived in the commercial aspects or in valuations.

R.B. STRATTON
CHIEF TECHNICAL OFFICER
JUNE 1987

PREVENTION OF ACCIDENTS Club Technical Gfficers have an g¢bligation on behalf of Club Committees
and the B.G.A. to pass on the AIRWORTHINESS INFORMATION to Théir CLUB MEMBERS.




B.G.A. TNS/5/6/87 (Item 1.6.)

ACCIDENT TO SKYLARK 4 B.G.A. 1137 {WORKS NO 1403) FIN SEPARATION IN FLIGHT 19.4.87

1. The Facts

Fin separation occurred during the application of large rudder deflections, during a
winch launch, in turbulent conditions.

The glider had been damaged in a prior field landing accident, in which the rear
fuselage had separated adjacent to the tail handle. This repair had not failed.

2. The Investigation

indicated that the aft fin spars had failed where cutaways are provided for the longerons.
The Sternpost, carrying the rudder, failed, followed by separation of the fin.

A Slingsby modification (No 50/1/2T/2 dated 9/5/62) deleted a plywood block from the area
of the Tower rudder hinge, on the front face of the Sternpost, because it was redundant.
It had previcusly supported a pulley assembly, which formed part of the elevator drive.
Later modifications re-positioned the elevator drive (see diagram).

3. _Conclusions

S$ince it can be shown that there was no design, modification or construction deficiency
in this area, it can only be assumed that some dormant damage had occurred.

It is possible that accumulated damage may have occurred over a proionged perfod of
operation in which repeated strikes by the tailskid may have induced compression shakes in
the Sternpost. It is also possible that some damage may have occurred in this glider's

one and only major accident. (With the deletion of the elevator drive pulley, the
inspection facilities were also removea). (The B.G.A. have on record the separation of the
rear fuselage of an OLY 1 - B.G.A. 512 due to a tail skid strike at Dunstablein 1961).

4. Actions
Whereas Slingsby Aircraft {with the C.A.A.) will be issuing a Technical Instruction reguiring
inspections to be made to establish the continuing airworthiness of all affected sailplanes,

the B.G.A. recommends the following interim checks,

a) Apply a transverse load to the top of the fin and check for mavement or noisas in the
affected areas.

b) Inspect the Sternpast in the area of the lower rudder hinge, for signs of plyweod
separation, compression shakes, debonding, or damage inflicted by overtravel of the
rudder.

c) Check that the Rudder Stops 71imit the travel at full pedal deflections, such that the
rudder does not transfer loads to the fin post.

d) Inspect the forward fin structure in the area of the tailplane cut-away, for signs of
plywood separation or compression shakes etc.

e) Gain access to the forward face of the base of the Sternpost, to inspect for damage
generally, and specifically where the longerons pass through the fin spars. (see diagram.

) Anplicable also to Skylark 3s.
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BGA/RAD/INST/86
N _ NSToA - BLIDERT ™ T0.6%.
BGA PROFCRMA Radio Installations
CLASS 11T CAA MINOR MOD: ......cnvu..
(Please PRINT legibly so that this Proforma can be copied to CAA.)
L. Aircraft Type:....... e e Serial No: ........ Registration: .........
2. Registered Owner(s)
F L Lk o -
Telephone: ...iovocenvronrnosns Post Code: tivviienininnnennecns
Airfield/Club where aircraft is located: ....J..,.........t....u.;,o,.........e.
3. Type of Radio Equipments (Manufacturer/Type etc)
(a} A A R I R R R I I R R R L T T I T R S T T T T T e,
(b) Ito.l'.lﬁlIOOl-vlI..Il.aat.o.--.n-qp.lucvlcdlel-n'.oitnlneonl-qn.lil.licolhn
=
5
4. Welght: ...vuniviiieivae. Distance from CO Datlmi.uutn s osnneocenreenseness
Effect on CGi tiuiiiinenranicooircoanenanrennnnnes
(NB: Where the change in weight and balance is significant, a revised weight
annd balance report must be raised.)
3. Power Supplies
Generator/Alternator fitted ....vvienirionns Battery Capacity ...iviieiininras
G. Circult Protection Rating: P et ee s Egmnt Censumption .......c.ovuiuv...
7. a2 o P e e o - T N
3. Description of Location and Installation of Equipment(s)
(Sketch on back if necessary)
S. Certificate of Compliance with BCAR Section R BGA INSPECTOR
(a) R2-3 Installation not hazardous C e
(b} R2-3 Safely and securely installed creas .
- (Escape from Aircraft not affectad) e R
(c) R3-2 Compass deviation checks e . .
(d) R3-4 Protective devices (fuse & circuit breaker) e e e
(e) R4-3 Cables and Wiring secured . Cr e
(f) R3-1 Equipment Placarded "Class ITI" e
s Date:‘:?.... ce e
BGA OFFICE APPROVED:.......... DATE: ... icvnninnnn PASSED TO CAA: ... .cv.een T,




20 March 1987

1. EDITORIAL < CAA Fuel Management Video i '

The first of what is expected to be a series of short videos is now available. The
subject of the first video is Fuel Management, and the 14 minute VHS video includes
refuelling, pre-flight inspection, fuel management in flight, etc. Some fiying
clubs may have seen this video when it was shown as part of the 'Safety Evening'
during the Autumn and Winter. The video is available to ail who wish to purchase it
from CAA Printing and Publication Services, 37 Gratton Road, Cheltenham, Glos, GL50

28BN, and costs £6.33 inclusive of UK Eostage and VAT,

Poster - Please display where it can be seen.

A1 compiimentary GASIL recipients will find enclosed a copy of a poster to remind
pilots of the need to Book Out.

>, ELEvATOR conTRoL sysTem FarLee  ANLOSKED TuAn Buekle 57

Aircraft : Beagle Pup Series 2 Registration : G-AXES
Date : dJanuary 1987
Reportable Accident at Nairobi, Kenya,

During the approach to Tand all elevator control was lost, the aircraft struck the
ground in a nose down attitude shearing off the nose leqg and damaging the propeller,
Subsequent investigation revealed that control tube, Part No BE-10047-1 of the
eglevator controis in the rear fuselage had come undone and one fork end had dropped
out. It appears that both Tock nuts had Tcosened off and the Tocking wire, which
was still intact, was insufficient to prevent the centre barrel from rotating due to
vibration, until one fork end dropped out. The aircraft had flown 1430 hours and
had been maintained to the LAMS Schedule with 62 hours flown since the previous
annual check in March 1986. a

CAA Comment: ; N ‘
On aircraft with an “independent" trim system (i.e. not a spring bias system) it
should be possible to land the aircraft without undue skiil by use of the trimmer.

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

The records used to compile this document include information reported to the CAA, information obtained from CAA investigations
and deductions by CAA staff based an the available inforrmation. The authenticity of the contents or the absence of errors and omissions
cannot be guaranteed,
In order to identify the bread subject matter sach item is ¢lassified as follows:
Operational items mostly of interest to pilots . P
Airworthiness itermns mainly for engineers - E
Items which involve both operational and airworthiness interests P/E
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Aircraft : Cessna 150
Date : November 1986

Whilst in the circuit flying downwind, the pilot reported that he was short of fuel,
afid assessed the situation as an emergency landing. Priority was given and the
aircraft landed safely.

Aircraft : Piper Cub
Date : December 1986

The aircraft entered the special rules zone and Janded without establishing radio
contact with the ATC Unit. The Piiot subsequently telephoned to say that he had
suffered a radio failure en route and being Tow on fuel had no option but to
continue and iand.

Aircraft :  Cessna 340 Registration :  G-BBGF
Date* :  December 1986
Reportable Accident near Luxor,Egypt.

The aircraft crash landed about 10 miies south of Luxor in Egypt. The Pilot was
siightly injured but the passenger was uninjured. The Pilot had radioced to Luxor
Airport %o say that his aircraft was running out of fuel. The wreckage was found
several hours later.

Aircraft @ Cessna Fl72K Registration : G-BFPH P/E
Date :  November 1986
Notifiabie Accident near Andrewsfield, Essex.

Aircraft had been flying for 50 minutes in the local area and when 10 NM to the Fast
of the airfield at 2000 ft, the engine misfired. The Pilot turned tiowards
Andrewsfield and requested a straight in approach. When approach flap was selected
and the descent initiated, the engine misfired again and then stopped. The Pilot
stated that a distress call was made and the emergency checks completed, at which
time the fuel gauges indicated haif full. A gentie landing was made in a field
about 1500 metres short of the runway. The aircraft came to rest with its nose in a
hedge causing minor damage to one propeller blade and the underside of the fuselage.

Subsequent examination showed that the fuel tanks were empty of usable fuel and

that the fuel gauges incorrectly over-read. The Pilot stated that a visual check of
the fuel contents was not made during the pre-flight checks. The Pilot's flying
experience was 202 hours, with 30 on the type.

CAA Comment: -
ATT piiots should be aware of the need to visually check fuel before flight and t
monitor during fiight., Perhaps OUR Video (see [tem 1; could be used to remind
pilots,
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3. BATTERY FIRE MAY APPL)/ T ftm A) TGS, T
Aircraft : Piper PA34 Seneca
Date :  March 1987

. The piiot under instruction was asked to carry out the pre-flight and start the
‘engines. The checks were uneventful but after the left-hand engine was started the
pilot noticed a smell of burning and smoke was seen entering the cabin from around
the rudder pedals.

The engine was immediately shut down,fuel and battery master turned OFF and the
aircraft evacuated. The fire crew were alerted and the fire in the front baggage
compartment was extinguished.

The terminal on the _REBAT (CONCORD) battery, Part No. R-35 (450-035), had come
adrift and caused arcing which ignited hydrogen gas emitted from the celis.The
battery had initiaily been charged 7 months previously and inspected less than two
months ago.

CAA Comment:

There have been a number of battery problems recentiy, three of which were caused by
terminals becoming loose. These terminals are soidered into the batteries and if
they can be moved this could indicate a ‘dry or failed connection and might cause a
high resistance build-up Teading to an overheat.

The CAA therefore issued LTO No. 795 dated 9 April 1987 which refers to these problems
as follows:

'Close examination of the battery terminals shows that the studs are hexagonal
headed bolts, retained in a lead mouiding with the thread uppermost. It appears that
no tinning of the bolt head or adhesion with the lead mouiding had taken place.

It is suspetted that the loose studs caused a high resistance joint at the battery,
Teading to overheating of the terminal and eventual melting of the Tead encasing the
hexagonal head,

As a resuit, and pending further investigation, the CAA recommends that Owners and
Operators of afrcraft equipped with REBAT type R35 batteries should immediately
inspect the battery terminals for signs of local overheating or looseness.

Should the battery or any cables or fittings show signs of damage, overheating or
corrosion, it is strongly recommended that they are repiaced as soon as possible,
Additionally batteries should be inspected prior to installation to determine if
any terminal studs appear loose.!

4.  HOSE CLIPS CHAFING | ]
Aircraft :  Piper PA38 Tomahawk
Date i March 1987
Engine : Lycoming 0-23 .
.,

During an annual check it was fgﬁnd that the;hbse clips for the left and right-hand
side induction manifoids had chafed. through” the Jower struts connecting the engine
mounting boss to the nose gear housing just below the engine boss.

Approximately half way down the 1eft-haﬁd side of the same strut another chafing had
Jccurred by the fuel pressure transmitter, The engine had to he ramoved to compiste
‘a repair. s

. ‘~\17
The maintenance organisation carried out an inspection on ali aircraft under their
care, The clearance was thought to be very tigh§ and any deterioration of the
engine mounting rubber makes this even more criticai.\\

I/‘
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5.  ENGINE BULKHEAD ROTTED [P/E7]

Aircraft : Robin DR40Q Series (also CEA aircraft)
Date : March 1987

During maintenance the central vertical wooden member of the engine bulkhead was
found to be compietely useless due to rot caused by water ingress. The water he

apparently run under the engine cowling and was trapped in this area. The damp had
then been abie to penetrate into the wooden structure via 1 inch metal brads that
are used to hold the cowling rubbing strip in place.

The damage had been difficult to inspect due to the metal bulkhead sheet which
covers the wooden structure. The aircraft has had to be completely rebuiit and
recovered in this area. The 1975 aircraft had flown 7115 hours,

The reporter strongly suspects that the probiem is not related to aircraft age but
to whether the aircraft has been hangared or not. This particular aircraft had not.
He also suggests that whenever the engine is removed, or at some more specific
period, the metal bulkhead sheet should be removed and a complete inspection made.

The reporter notes that there have been some five other cases of water damage on
DR400 series aircraft.

CAA Comment:

Wooden aircraft should not be kept outside. Several have to be scrapped each year
due to rot in the structure, others like this one, are lucky to require extensive
only (i.e. expensive) rebuilding. The implications of undiscovered deterioration on
an aircraft's structural integrity when subjecied to flight loads, is obvious,

Dacron covering X [

. Engine bearer points ; X
— w X A

1* Brads
Z ,-l &

* Top coaming

ko Metal bulkhead sheetf
Cowling rubber strip -

Rotted member /// Rotted memb
3uikhead By e ember
6.  SHORT CIRCUIT DUE TO WATER FROM DV WINDOW
Aircraft : Beech B200 Super Kingair
Date : February 1987

e
During the cruise at FLZ225 electric xfgﬁEE; entered the cockpit from. behind the Jeft
hand circuit breaker panel. %ﬁ,emé%gency descent was carried out and the aircraf.
“diverted to a nearby airpopts No abnormai elecirical iaads were indicated but
after landing the 5§ ampfpanei lighting circuit breaker wg;»found tripped.

Investigations revealed that there had been a sharf¢c1rcu1t on the lighting panel
caused by watep~and de-icing fluid entering the, .cockpit via the left-hand DV window,

"
il Ay

3



5. CONTROL CABLE PROBLEMS | CE |

Re;ent problems involving primary control system cables have prompted the FAA To
1ptroduce a ruling that to meet FAR Part 135 requirements, manufacturers of Tlight
aircraft must, in future, include in their maintenance manuals information and
instructions on how to inspect primary control system cables. Although this
1qformat10n is dealt with in some detail in CAIP Leafliet AL 3-7 and in FAA Advisory
Circuiar (AC) 43.13-1A it is felt to be prudeni to remind engineers and pilots of
the necessity to thoroughiy inspect these cables at the required intervais.

Inspections should include checks for broken stirands,  birdcagingt, corrnsion, wear
or pol1§h1ng and should include a rag or glove wiping inspection of the cable. An
inspection of pulleys and fairleads should also be completed.

A PA-1R TuR (Tug) was Foumd To Hava AADLY

TFRAYED EFLEVATHR CAARLE Nk th Kpar STk |

14, DITCHING FOLLOWING ENGINE FAILURE
Aircraft : _DHC-1 Chipmunk 22 Regn i G-MUNK
Date : September 1986

Reportabie Accident 2nm South of Harwich Harbour

After about 30 minutes into a fiight between Southend and Ipswich the pilet was
gerforming aercbatics. On compietion of a slow roil the engine suffered a loss of
power and after turning towards Harwich the pilot put out a MAYDAY call to
Wattisham while at a height of about 1000ft. He completed checks for a second time
before hitting the water just as the engine appeared to regain power. The aircraft
nosad rapidly down and furned on its back. The surface wind was less than 5 Kknots
Wwith a calm sea and negligible swell. The piiot was wearing a lifejacket. At
touchdown, wnich was unexpected probably due to the lack of normal ground features,
the aircraft had not been slowed to its minimum flying speed but was at about 60 kts
without flaps. The pilot, now submerged, released nis harness, opened the cockpit
in the normal way and escaped to the surface where he was nicked up by a sailing
boat, after Jess than five minutes in the water, He was transferred by helicopter
to hospital for a check and was later released with only slight scratching and
bruising.

The pilot commented that although his straps were tight there was still sufficient
movement in the severe deceleration to allow his head to hit the instrument coaming.
Also he had not had enough time to compiete his full emergency checks. The canopy
had been snut and he was not at minimum flying speed on impact - flaps were not
selected,

CAA Comment:

Although the exact cause of the power loss is unknown because the aircraft sank, it
is suspected that the probable cause was mamentary fuel starvation in the slow roli.
This aircraft was NOT FITTED WITH ANY INVERTED FUEL OR_QIL SYSTEM and it couid be
EXpecTed LO cUt out, albeit only orieriy, after Sucn manoeuvres. 1t appears that the
engine was about to pick up just prior to impact which was unexpected due to the
poor visual cues from a calm sea.

Know your aircraft, always perform aerobatics al a safe height and beware of poor
yisual references when over the sea., Low level aerobatics was the cause of four
fatal accidents in 1986.
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A recent incident occurred on the ground whereby a Piper PA 34~200T Seneca
aircraft suffered from a fire in the nose compartment. Preliminary
investigations revealed that the probable causa was ignition of hydrogen
gas (emitted from the main battary) as a result of arcing from a loose
battary terminal. -

Examination of the battery revealed that ans of the connection studs
had separated completely and extensive fire damage was apparent to the
vent caps and surrounding area. The aircraft also suffered from fire

damage in the vicinity of the battery location. The battery was a Rebat
tvpe R35.

Similar incidents have also been recorded with this type of battery, wheraby
the terminals have become detached in service or found loose during
inspection pricor to installation.

Close examination of the battery terminals shows that the studs are hexagonal
headed bolts, retained in a lead moulding with the thread uppermost.

It appears that no tinning of the bolt head or adhesion with the lead
moulding has taken place.

It is suspected that the loose studs caused a high resistance joint at
the battery, leading to overheating of the tarminal and eventual melting
of the lead encasing the hexagenal head.
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fir Fa. GLASER-DIRKS, Bruchsal
Ubersetzung 53-51—
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Re Fuael for ROTAX englnes type 505 March 1987
Alcohol content N
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3)

4)

5)

5)

73

In the engine manual, pages 5. a 2-stroke mixture of Premium fuel
of min. 98 octame (RON) or AVGAS 180 LL is specified.

Oue to lead reduction in fuels, more and more alcohol is added
to avoild knocking, e.g methanol. ethanol., isobutyl-alcohol,
methyltertiaerbutylether etc.

The various alcohols have different properties like calorific
value, air requirement etc.

Disadvantages of alcohol in fuel!

- reduced storage capacity

= highly hygroscopical

- ¢0il mixing is c¢ritical if more than 1G % alcohol
(depending on kind of alcohol - methanol is particularly
unfavourable]

~ 1f more than 10 % alcohol in fuel, the carburetor calibration

ls no more correct.

As per latest informations of trade-mark companies (e.g. SHELL),
the alcohol content in Eurcpean fuels is little less than 10 %,
but max. 3 vol. % methanol only.

Such fuels are also used in the ROTAX Research Department in
considergble gquantities, without preoblems.

In consequence., our previous 5 % alcohol-in-fuel limit can no
more be maintained and 1is ing¢reased to max. 10 %.

As the engine operator can hardly check the alcohol content in
fuels, and as he will not be able to get reliable values from
the fuel supplier, the best recommendation is:

Use of fuels of recognized brands only!

In case of doubt. 50 : S0 mixing with AVGAS 188 LL {or use of
AVGAS 1086 LL)Y. ——

Recognized trade-marks cannot diverge from defined standards,
unlike discount traders Esee e.g. article in AEROKURIER 4/198&,
nage 39561}.

Member: ALCOFUEL
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Subject:

Flying at low temperatures
SRR

Concerning:All fibre reinforced plastics (FRP) sailplanes with

Reason:

Measures:

Dpolyestergelcoat finish

On FRP sailplanes a polyestergelcoat is used as
surface coating. This gelcoat sprayed into the
production mould is also sprayed after demoulding on
the glued joints etec.

Only with such a polyvestergelcoat it is possible %o
acnieve the smocoth finish glider pilots require for
aerodyramie reasons.

Unfortunately this material has the disadvantage that
it is very brittle, especially at low temperatures.

30 there is the danger of cracks in the coating at low
temperatures as proven by numerous tests by the paint
manufacturers.

The danger of cracking seams %o increase if the glider
was stored before at high humidity.

With gliders in carbonfibre construction the danger is
even higher as the difference in coefficient of thermal
expansicn between coating and fibre material is the
largast.

When doing high altitude flying the outside air
temperature snould be measured. Flights in temperatures
below 20°C (-4°F) not be made.

Otherwise cracking of the gelcoat is likely and not
covered by guarantee.

Author: Dipl.~-Ing. W. Dirks Bruchsal 4, April 2 1987
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