
Yuletide Greetings. Yes, here we 
are again in the last few bars of the 
annual melody which goes by the 
title of Another Year in Our Lives.  
In my case (and I hope yours) it’s 

a great tune but, and I don’t want to appear 
grumpy, the conductor seems to be playing 
through the chart much faster than he used to. 
Perhaps it’s just my imagination because, as I 
get older, I can now get my head around some 
of the more difficult phrases.  

As I write the first few lines of this Christmas 
edition of Safety Spot, Ho Ho, Hum Hum, I’m 
reminded of the advice given to me by an 
old(er) muso friend of mine when I asked him 
how on earth we were supposed to fit all those 
notes into one particularly busy phrase. 

“Oh,” he said, “I only play every other note, 
there’s plenty of time for that.” There’s a lesson 
in there somewhere! 

I hope that you and those around you are well 
and you haven’t spent so much of your budget 
on your lovely flying machine (if of course, 
you are lucky enough to own such a craft) that 
you’ve had to cut down on the heating. 

Whilst I’m on the subject of heating, take 
a look at the picture supplied by LAAer 
Chris Marsh showing the warm-air engine 
de-humidifier keeping the internals of his 
Van’s RV-9’s Lycoming O-320 nice and, well, 
de-humidified. Chris sent in the picture after 
seeing Mark’s article about ‘Winterising your 
engine’ in last month’s Light Aviation. He writes:

Dear Mark and Malcolm,
 I have just read with interest the article on 
protecting your engine from the ravages of 
winter, and thought you would be interested 
in the EICU Engine dehydration system that I 
have used for the last couple of winters.

I purchased the system during a visit to 
Oshkosh and have been very pleased with 
the results.  Full details can be found on their 
website (www.enginedryingsystem.com). After 
an end of season oil change, I connect up 
the dehydration system to keep the air in the 
engine between 5% to 10% humidity.  Should 
a suitable spell of flying weather come along, 
then it is easy to disconnect, go flying, then 
reconnect afterwards. Thanks for the most 
interesting articles in Light Aviation. 
Chris Marsh. 

I asked Mark what he thought about Chris’ 
purchase and he wrote back explaining: 

Hi Malcolm,
I have had a look at these before and thought 
the basic idea is quite good. I was thinking 

(Above) Van’s RV-9 flyer, Chris Marsh, saw this engine de-humifier on a visit to Oshkosh 
and liked the idea so much he bought the kit, which keeps the engine’s internal humidity 
between 5% and 10%. I wouldn’t have my ‘elf ’n safety’ ’at on if I didn’t mention the 
dangers associated with crocodile clips and batteries… especially as we’ve just lost an 
LAA aircraft in a hangar fire started by a spark from an electric drill.  
(Photo Chris Marsh) 

of the original idea of an ‘aquarium aeration 
pump’ (low flow but designed for continuous 
use) connected to a box of desiccant and 
pumping a small flow of dry air through the 
engine and I’m sure I saw very basic ones like 
that, either totally homemade or as a kit of bits 
from a supplier. This particular commercial 
device does seem to have tidied it up and 
addressed a few of the issues:

l Pump runs on 12V so it can be battery 
powered, with the possibility of solar charging 
so no mains needed; or it can still be mains 
powered with a transformer

l Recirculate the air through the engine, so 
no need for either a huge desiccant container, 
or frequent regeneration of the desiccant

l Add a Relative Humidity sensor (these are 
now cheap and easily available) so you know it 
is working (or at least doing something)

l Package the whole thing (nice to have, but 

not essential).
Five hundred dollars isn’t cheap, but I guess 

I am from the Past in LAA terms (VW-powered 
plans-built aircraft); compared to the cost of 
building a RV with brand new Lycoming, this is 
peanuts and cheap insurance!

Those pictures show a fairly basic installation 
but I still think it has merit and the idea is worth 
broadcasting. You might get someone who 
has ‘homebrewed’ his own by stealing the kid’s 
fish tank pump and connected it up to a box 
of silica gel coming forward to tell us how they 
did it, to show that it can be done more cost 
effectively!

Incidentally, at my gliding club (1,500ft up on 
top of the Long Mynd) we now have a mains 
power supply to the trailer hitch rail and a lot 
of the trailers have dehumidifiers (I take my 
Slingsby Sky off the hill for the winter and it 
lives in a barn owned by a former glider pilot, 

Take precautions over winter, plus valve spring 
failure, elevator trim and wing spar issues – 
another packed report

Winter protection 
and some hazards
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(Left) It wouldn’t be December without 
reminding flyers of the extra challenges 
winter brings to our sport. Here’s a picture 
of a couple of the many Safety Sense 
leaflets that are published by the UK CAA. 
If you are flying at this time of year these 
two are definitely worth a read – they’re 
both easy to find on the CAA website.  
(Photo Malcolm McBride)
 
(Middle left) This chart, often shown but 
always worth the revision time, reminds 
us that carburettor icing is not restricted 
to cold weather. In fact, the biggest single 
cause of icing is raised humidity. If you 
are flying near to cloud or mist, your 
carburettor could start icing up even at 
quite high temperatures. (Photo UK CAA)

(Below) This picture, taken straight 
from Safety Sense Leaflet 14, shows a 
generalised induction system and areas 
where ice may accrue. There are three 
main types of engine induction icing: 
Impact icing, which can occur very quickly 
indeed, caused when super-cooled water 
droplets hit any surface (like an induction 
air filter). Carburettor icing, primarily driven 
by the temperature drop in the venturi 
(remember Bernoulli) and, though rarer, 
Fuel icing, which is where micro droplets 
of water, held in suspension, freeze, 
which can cause blocked fuel pipes and 
carburettor jets. 
(Photo Safety Sense Leaflet 14) 

where the “climate” is much more benign). 
Mark. 

Mark had a further thought and wrote back 
the following day explaining, You need to 
dehumidify the spaces both above and below 
the piston, i.e. the combustion chambers 
and the crankcase. The only communication 
between the two, I think, would be the blow-by 
path past the piston rings and through the ring 
gaps. So if you suck from the crankcase via 
the breather and return to an exhaust or intake 
‘hole’ I guess you might get sufficient flow 
down this route to keep both sides dry. 

Thanks Chris and Mark for your input, 
certainly winter can be a killer for aircraft, 
especially in the UK where temperatures 
can fluctuate from minus seven to plus ten 
on an almost daily basis. I’ve had quite a bit 
of feedback from Mark’s article, and now 
we’re roughly mid-winter it’s probably worth 
reminding ourselves of some of the hazards 
this season brings.

HAzARDS OF WINTeR FLyING 
I remember a story told me once over a few 
beers in a local gliding club which concerns a 
Christmas prank which, though very funny in 
design, nearly cost a pilot his life. The idea was 
to get the club’s Primary glider out, connect it 
to a tug and complete a fly-past, under tow, of 
the clubhouse with the pilot only wearing a pair 
of underpants, a WWI flying helmet and a large 
pair of vintage motorcycle gloves.  

If you haven’t seen a Primary then just google 
Slingsby T.38 Grasshopper; no, I’m not saying 
that was the glider type involved… but it was 
very similar. Certainly, the machine and the 
man were both, shall we say, lightly clad.

A volunteer pilot was found, there’s always 
one after all, and the conjoined pair set off 
on their comedy-act mission, probably both 
giggling and thinking of the free beers in the 
clubhouse after they’d returned.

Anyway, the pilot of the tug thought that it 
would be a good idea to change the plan 
slightly with a tweak that meant that instead of 
flying round the airfield once (to line up for the 
fly-past), he’d fly over to the local village and 
do a low pass near the local pub. Of course, 
the hapless chap flying the Primary became 
frozen stiff after just a few minutes and released 
the tow before passing out, landing, after a 
fashion, in a field alongside a small house. I 
think that the lady was rather surprised to see 
her strange visitor, who was clearly hovering 
between life and death, perhaps a ghost from a 
time when the airfield was an operational base, 
wobbling on the doorstep. Hypothermia can 
set in very quickly indeed, especially if there’s 
any wind chill factor involved.

So that you don’t have nightmares about this, 
I should conclude the lesson by explaining that 
both parties survived the experience and lived 
to fly another day.  

But a lesson it certainly was… for all 
concerned.

If you consider, and you should, that 
most aircraft accidents involve a pilot doing 
something wrong, then surely, when it comes 
to winter flying, if you’re in command, you must 
make sure that you and the other occupants of 
the aircraft are dressed appropriately for the 
mission ahead. And that might include taking 
enough gear for a possible night stop.  

The weather in the UK is, as mentioned, apt 
to change in a moment; low air temperatures 
are just what the doctor ordered if mist and 

fog are on the menu. I’m sure that you’ve got 
your ‘just made it’ stories where winter weather 
provides the back-drop - I won’t go on except 
to say that there are a couple of really relevant 
Safety Sense leaflets available from the CAA’s 
web page which deal specifically with winter 
operations. If you haven’t read them, please do 
before flying next.

We all should be aware that carburettor icing, 
the demon in many an aircraft engine failure 
tale, is not limited to the winter months. Here’s 
a tale from LAA Jodel flyer Martin Ferid about 
a situation he was recently in whilst flying half a 
mile above the Kent countryside:

It was a nice sunny day in October and I’d 

arranged to do some stalls and side-slipping 
with a chap from Rochester in his Europa. 
As I was ready early and had only flown the 
Jodel once since returning from Hahnweide in 
Germany, I chose to take the long way around 
and enjoy the pleasures of our pastime.

There was still wispy cloud from about 1,900ft 
to 2,400ft which hadn’t burnt off yet, so, to 
avoid the risk of carb icing, I climbed to 3,000ft 
and flew around Ashford before heading on 
track. To get to Rochester involves passing 
under the London TMA below 2,500ft, so, for 
the decent, I selected carb heat ‘hot’ for about 
30 seconds or so to ensure everything was 
nice and warm.

›
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After another minute or two the engine 
stopped running smoothly, so I reselected carb 
heat, which seemed to make little difference. It 
took another 30 seconds for the engine to run 
normally again, but with none of the symptoms 
(further rough running), normally associated 
with carburetor icing. 

This was to happen a further two times before 
I decided to leave the carb heat knob fully 
hot, for the entire flight. It did clear, but started 
again even with the carb heat on hot. By this 
time, I’d decided to divert to Headcorn, which 
was closer and more has more hospitable 
surroundings, should the engine give up before 
getting there.

 By the time I was on final approach at 
1,400ft, still with the carb heat out, it started 
running smoothly again, so I told the controller 
I’d head for the strip which was about five 
minutes flying time away. No sooner had I 
turned, the engine started to miss again, by 

compression disappeared!
This tale features just such an occurrence 

though, because the ‘lost’ cylinder was spotted 
on the ground before the flight, the issue was 
just an inconvenience and not an airborne 
emergency. Hopefully, you can see from 
Graham’s picture of the failed valve spring, why 
compression was lost and, to be honest, if this 
engineering incident just concerned a broken 
valve spring, the tale probably wouldn’t make 
these pages. Valve spring failures, after all, 
happen occasionally, especially on the various 
VW derivatives, like this Sauer S2400 UL. The 
Trail, incidentally, has been cleared with two 
engine fits up to now; naturally, some of the 
LAA examples, five so far, have been fitted with 
the ubiquitous Rotax 912 but the other twelve 
on our books have, or are destined to have, the 
slightly less powerful Sauer powerplant.  

So why do we feature this story in Safety 
Spot? Well, really this is not a tale of bad 
design or problems with maintenance, 
unfortunately we return to the ongoing issue of 
pattern parts… actually, not even really pattern 
parts, more poor copies of a component 
manufactured from inappropriate material 
entering the food chain because the purchaser, 
somewhere in the chain, was beguiled by the 
very low price.

It is interesting, from the materials point 
of view, that the fatigue life in service of the 
defective springs was exactly 15.5 hours’ 
operation to failure. After the first failure, and 
the discovery by the manufacture that they’d 
been duped into buying substandard parts by 
their supplier, the ‘batch’ was identified and the 
defective springs replaced. In the UK the whole 
operation was managed by the Groppo agent, 
Graham Smith; so well done to him.

The other lesson worth sharing here, the 
first being so obvious that I needn’t waste 
words explaining it, is that this defect was 
picked up on the ground by the owner who, 
before every flight, pulled his engine through 
each compression before starting the engine. 
Though this pre-start technique has merit with 
some engines, the obvious safety issues need 
consideration; my advice about this is that one 
should always treat the propeller as live and 
ready to bite the unwary.

I’m sure that you’ll be pleased to know that all 
the affected engines have now been fixed and 
the box of dodgy springs is in the scrap bin!

BOLKOW BO 208 JUNIOR – WING 
ATTACHMeNT BRACKeT FAILURe 
Lincolnshire LAA Inspector, John Cook, sent us 
a picture he took of a Bolkow 208 Junior rear 
wing spar attachment that had developed a 
crack. Initially, even looking at the part under a 
bright light, the part wasn’t obviously cracked, 
though there were signs in the surface of the 
component that all was not well. John cleaned 
the paint off the part and used dye penetrant to 
try to see whether the surface marks were just 
scratches or a crack that passed deeply into 
the structure of the part. 

You can see by looking at the attached 
picture that the part was indeed cracked and 
needed either repairing or replacing. The 
idea of repairing the bracket by welding was 
quickly rejected (trying to weld a high strength 
aluminium alloy is fraught with difficulties), 
and in the end a new part was purchased via 
the ‘unofficial’ owners group led, to quote him 
directly, ‘sort of’ by Stewart Luck who, as it 
happens, put me in touch with LAA Inspector 
Andy Harmer.  

(Below)  Though slightly out of focus, I hope that you can see that this valve spring has 
broken. Fortunately, the owner of this Sauer S2400 UL powered Groppo Trail aircraft 
has got into the habit of pulling the engine through all four compression cycles before 
starting the engine. He decided to investigate when one compression felt very weak. 
Remember, though it’s not a bad idea to pull an engine through before starting  
(‘Switches OFF – Throttle Closed’), always treat a propeller as LIVe.  
(Photo: Graham Smith) 

(Above) Thanks to Martin Manthey of Sauer 
engines for sending this picture of a failed 
valve spring similar to that experienced 
by Graham Smith. It turned out, on 
investigation, that the batch of springs 
from where this and a few others had 
originated had an operational life of about 
15.5hr; premature failures like this suggest 
a material failure and as it turned out... 
(Photo: Sauer Engines) 

which time I’d had enough and just wanted 
to be down on terra firma. I landed OK and, 
after being on the ground for an hour (and 
cancelling the lesson) I discussed and 
dissected events with the controller (who 
was excellent throughout) and one of the 
aerodrome directors. Reaching no definitive 
solution, we decided that I’d climb to 3,000ft+ 
in the overhead and, if all was well head for 
home. I got back to the strip without any further 
problem.

For interest: temperature was +14°C and dew 
point +9°C, 500ft layer of wispy cloud between 
1,900ft – 2,400ft.

If you transfer the dew point and temperature 
numbers into the classic graph of ‘Icing 
Probability’ which I’ve dutifully featured, you will 
see that Martin was flying around in conditions 
that could generate carburetor icing at any 
power setting; more especially so because 
of the wispy clouds mentioned; after all, 
wispy cloud, in this context, equates to 100% 
humidity.

I’ve been caught out like this once or twice 
and I think what happened to Martin during 
his flight, from the engine’s point of view, is 
that ice started to build up in the carburetor 
somewhere, but not to the extent that it caused 
a noticeable drop in engine performance. 
When Martin selected the carburetor heater 
this light icing started to melt and the engine 
ingested liquid water; there’s the rough running 
period.  Eventually this cleared and the engine 
started to behave itself again. This sequence 
of events happened a few times, probably as 
Martin flew in and out of damp air.

Of course, there are carburetor hot air 
systems that work well and systems that aren’t 
very efficient at all. If you fly an aircraft that 
falls into the latter camp, then avoid flying 
in conditions where carburetor icing could 
happen.

Thanks Martin for sharing your tale.    

GROppO TRAIL – SAUeR eNGINe 
If a bit of ice in the induction system can 
reduce the power of your engine then imagine 
how much power could be lost if one cylinders’ 

SafetY Spot
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Andy, who is an expert on the 208 (though 
he denied the allegation when questioned) 
explained that there has been ongoing issues 
with this bracket over the years and that there 
was a bracket failure shortly after a landing on 
one machine back in the 1960s. It was thought 
at the time that the bracket failed because 
it was over-tightened, probably to remove 
slackness in the wing/fuselage joint.

Recent and ongoing issues with this 
connection really concern wear, and a 
scheme has been developed to increase the 
attachment bolt sizes in increments from 8mm 
to a maximum of 9mm. Naturally it is tempting 
to remove system play by tightening bolts but, 
from experience, it’s best to avoid this and look 
for better engineering solutions. This bracket 
has failed, most likely, because the metal has 
been placed under constant bending stress in 
a direction is wasn’t designed to go.

The Bolkow BO 208, which was designed by 
Bjorn Andreasson, well known as the designer 
of the BA4B biplane which bears his name, like 
the BA4B features all-aluminium construction. 
The LAA looks after all six of the UK registered 
BA4Bs and eight of the 16 UK registered BO 
208 aircraft. Many of these aircraft are now over 
50 years old and need careful management, 
especially with regard to corrosion in the 
aircraft’s structure. Andy explained that the 
208 is a difficult aircraft to inspect properly 
because access to the internal structure is so 
poor. Another particular issue he was keen to 
pass on is that the forward aileron cable, where 
it passes over a nylon pulley at the root end of 
the leading edge, is subject to wear… which 
leads me on neatly into another control cable 
problem affecting one of our machines.

eUROFOX 912(S)  
– eLeVATOR TRIM FAILURe
I’ve just taken a look at the LAA’s database 
and notice that, at the time of writing, we have 
47 EuroFOX aircraft on our fleet, 13 of them 
owned and operated directly by gliding clubs 
and used to haul gliders and sailplanes into 
the air. We began the evaluation process of 
this type in 2011 and, from all accounts, it was 
an improved high-quality derivative of its early 
1990s forefather, the Avid Flyer. Glider tow 
trials, at the time demonstrating a unique ability 
in this class of very light aircraft, began quickly 
and the aircraft was cleared to tow gliders with 
a maximum mass not exceeding 750kg when 
the first aircraft received its Permit to Fly in 
February 2012 – not bad for an aircraft with a 
maximum take-off weight of only 560kg.

Naturally, when an aircraft is put to work like 
this, albeit in the non-commercial environs of a 
gliding club, it’s bound to accrue hours far more 
quickly than a machine being used for private 
pleasure. This, in the context of continuing 
airworthiness management, has its upsides 
and downsides. Certainly, the maintenance 
scheduling needs to have a different emphasis 
than on most other LAA machines, where 
calendar time requirements predominate, and 
this requires a disciplined approach to regular 
maintenance. One upside, from a private 
owner’s point of view, is that any glitches or 
bugs in the airframe will show up on the high-
usage aircraft and lessons can be learnt.

Take a look at the pictures of the failed 
trim cable and you will see that this type of 
connection is bound to fail eventually; even if 
well maintained. This is because the cable is 
being pulled against a sharp corner and, every 
time the trim is operated, tension is applied 

(Left)  LAA Inspector, John Cook, noticed 
what looked like a crack in the rear spar to 
fuselage connection of a Bolkow Junior 
undergoing an annual inspection, so he 
stripped off the paint and completed a dye 
penetrant check. you can see the crack 
clearly as a red line in the chalk developer 
along the bracket. (Photo John Cook)

(Above)  Here’s LAAer Tony Brown’s 
Bolkow BO 208C Junior at the threshold 
just about to open the throttle. The LAA 
administers eight of the UK’s compliment 
of 16 aircraft, the ‘lost’ eight operate on an 
eASA Certificates of Airworthiness and so 
are unlikely to be released onto a permit to 
Fly within the LAA system. (Photo G-INFO)

(Above) It’s always good if engineers have 
a heavily-used ‘lead’ aircraft in service 
because, if the problem is hours-related, 
the lead aircraft will be the most likely 
candidate for problems. This picture, 
showing a failed elevator trim cable is 
a good example because the aircraft, a 
euroFox glider tug, has accumulated 
many hours of quite demanding use in a 
relatively short time. Whilst this simple 
‘thimble-less’ attachment would probably 
be fine on a lightly-used airframe for many 
years, this particular aircraft has completed 
about 3,000 launches over 800 or so hours 
in the last couple of years.
(Photo: Ed Murphy) 

(Above)  To fully inspect a control cable 
may require removal of the cable from the 
airframe, because the best way to check 
a cable for broken strands is to bend the 
cable into a loop between two hands and 
passing a cloth over the cable… watch 
your fingers! Though some wear along 
the length of a cable may be tolerated, 
especially if there’s no blending between 
strands, cables must be replaced if it 
suffers a ‘popped’ core or any broken 
strands.  
(Photo US Dept. of Transport: AC.43)

to the cable where it suffers a local angular 
change. This regular bending leads to fatigue 
of the individual steel strands of the cable. 
In the case of this recent failure, the cable’s 
problems were apparently exacerbated by 
the fact that the ‘U’ clamp which connects the 
cable to the tab’s operating horn, was seized 
so the cable end and was being bent quite 

severely each time the trim tab was operated, 
quickly exaggerating the cyclic damage.  

The chap who reported this failure explained 
that just by looking at the cable connection it 
wasn’t possible to see that many of the internal 
strands had actually broken so, to check that 
the cable is in top quality condition, the loop 
in the cable needs to be pushed out of place 

(Above) This picture, although slightly out 
of focus, shows that the cable has failed 
because it is forced around a sharp 180° 
bend. engineers have been expecting a 
problem with this cable for some time 
though the actual failure took them by 
surprise because a visual inspection of the 
cable whilst connected didn’t show any 
issues. (Photo Ed Murphy)
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Once I got the aircraft back in its hangar, I 
could see that the left flap was not connected 
and, on further inspection I could see that the 
flap pin had wound itself into the cross tube 
that is used to move the flap up and down with 
the main wheel. 

When I de-rigged the aircraft I found the 
pin and noticed that there was no sign of the 
required redux bonding in and around the 
threads of the either port or starboard flap pin, 
though the starboard pin was tight in (12mm 
threaded round ended pin in aluminium) and 
lubricated. 

The plane has been flying five years since 
build and wings are not removed after use. 
They had been removed for the annual 
inspection and an autopilot fit in March (about 
50 hours ago) and supported in trollies in a flap 
up position so any wind out of the pin would 
have likely been obvious but tightness not 
necessarily so. The bearing in the tube (12mm 
socket bearing in a 30mm steel tube) was 
intact but has benefited from some oil.  

The pins are now bonded in and will be 
regularly inspected and lubricated, and 
tightness checked during the annual wing 
removal.  

Best regards, Graeme.

So, it seems that we now have experimental 
evidence that a Europa Monowheel can fly 
with one flap up (or nearly up) and the other 
down. Well done to Graeme for dealing with 
this emergency efficiently (though I probably 
wouldn’t have elected to land in a crosswind) 
and letting us know about this via your very 
clear report.

I spoke to Andy Draper, our local Europa 
guru, and he commented that this was the first 
time he’d heard of this occurrence… having 
reacted to the event, let’s hope it’s the last. Of 

(Left)  The flap system on the europa 
monowheel aircraft is semi-automatic, 
their deployment being coupled to the 
lowering of the undercarriage. When the 
single, glider-like wheel is lowered, the 
flaps follow and in turn, driven by the 
flap system, the outrigger is lowered and 
locked into place. In a recent incident, a pin 
unwound itself from the flap, separating 
the flap (and therefore the corresponding 
outrigger) from the undercarriage 
mechanism. This meant that the final 
stages of the landing were ‘interesting’ 
as directional control was lost when the 
wing, outrigger-less, contacted the ground. 
Fortunately the aircraft stopped before 
contacting anything (or anybody) and there 
was no further damage to the airframe. 
(Photo Europa Aircraft)

(Left)  To orientate yourself with this picture 
you’ll need to imagine looking down onto 
a europa flap; you can see the pin through 
the inspection hole and its flap cross-tube 
receptacle at the top of the photo. LAAer 
Graeme Bird recently suffered a flap 
system failure when the pin, which should 
be screwed and bonded into the end of 
the flap, wound itself out over time. It was 
found, after a close look at the wayward 
pin, that there was no sign of any epoxy. It 
looks like, probably during the initial build, 
the bonding part of the operation had been 
missed out. 
(Photo Graeme Bird)

and inspected closely by trying to untwist the 
strands.

Take into account that the pivots need to 
be free and the whole system needs to be 
regularly lubricated… a point well made in 
EuroFox’s recent Service Bulletin (SB 04/2016) 
on the subject, which can be downloaded from 
Alerts section of the LAA’s website. 

eUROpA MONOWHeeL – FLAp 
CONNeCTION pIN FAILURe 
LAA Engineering has just written to all 
Europa owners alerting them to a recent 
control system failure event suffered by one 
of our members whilst enjoying a flight in his 
Europa Monowheel. The reason for this alert 
is that LAAer, Graeme Bird, an experienced 
Monowheel flyer, ended up with an in-flight flap 
disconnect on a recent trip which seriously 
compromised safety. Here’s Graham’s report 
into the incident:

Dear Malcolm, 
I experienced an ‘interesting’ Europa flight 
back from Sandown recently which I think you 
should know about. On take-off from a bumpy 
field (after a bumpy taxi) I had a sudden strong 
port wing down tendency. Rough grass at the 
runway side was a possibility, and autopilot 
activity another, but I quickly assumed the flaps 
were different and wondered if the mono port 
wing leg had collapsed. 

However, as I was already airborne and out 
of runway I retracted the wheel/flap and all 
seemed fairly normal. On arrival back at my 
base strip, I lowered the undercarriage and the 
strong port wing down tendency reappeared. 
I tried a few things at altitude, spoke to Luton, 
and did a couple of high level simulated 
approaches. The aircraft was controllable if into 
wind (crosswind at the strip though) so, after 

considering options and seeing some people 
in a corner of the square field that joins the end 
of our strip, I opted for a landing where there 
was plenty of room towards the end of the 
landing run (so the aircraft could skew around 
if inclined). 

The landing went normally and I was able, 
just, to hold the wings level but, in the last few 
yards and at walking pace, the port outrigger 
collapsed and the aircraft skewed to the left.
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(Left)  Because we were worried about 
the possibility that there could be hidden 
corrosion between the steel attachment 
bracket and the aluminium alloy spar cap, 
we decided to dismantle a damaged wing 
that had been stored outside for many 
years. As you can see from the image 
above, the bracket lugs themselves are 
quite corroded. (Photo Malcolm McBride)

(Above)  We received this picture from 
Nigel Beale, the previous eurostar agent, 
and we were concerned immediately about 
the level of corrosion of the steel bracket; 
this is one of the reasons for the spar 
checks on aircraft in our fleet. This level of 
corrosion, particularly on a highly stressed 
structural member of an aircraft is not 
acceptable and needs to be dealt with as 
soon as possible. Of great concern would 
be corrosion between the steel plate and 
the aluminium alloy capping strip, primarily 
because the oxide could create a notching 
pressure on the aluminium spar cap which, 
in turn, could become a stress-raiser. As it 
turns out, the surface corrosion seen was 
quite shallow and was quite easily cleaned 
off with a little TLC. Mindful that this is an 
important inspection point, the area was 
reprotected using a proprietary wax-oil.
(Nigel Beale)
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course, it’s essential on any aircraft that before 
each flight the control system is checked, 
as far as it’s possible, for correct attachment 
and operation. This is especially true on a 
de-riggable type like the Europa - for those 
not familiar with the type from an operational 
point of view, it should be noted that the 
landing gear, flaps and outriggers all form part 
of one system. The primary action, and the 
mechanical lead, is the direct lowering of the 
undercarriage. A secondary action, via a direct 
mechanical link to the undercarriage, lowers 
the flaps which, in turn, as a tertiary action, 
lower and lock the outriggers.

Because the connection between the 
undercarriage and the flap was lost, the flap 
was able to float freely in the airflow, probably 
partially down. This, in turn, meant that the 
outrigger, though possibly hanging down, 
wasn’t locked down during the landing; hence 
the loss of directional control at the end of the 
landing run.    

eV-97 eUROSTAR – LOWeR SpAR CAp 
INSpeCTION 
I’ve just noticed that both time and available 
space on the page has nearly run out but I 
do think that it’s worth letting you know about 
an Airworthiness Information Leaflet (AIL) that 
LAA Engineering has recently sent out to all 
EV-91 Eurostar owners. The AIL itself requires 
all owners, over a 28-day period, to take 
photographs of the lower spar caps on their 
aircraft and send the results in to us here.

Naturally, the AAIB are investigating the 
recent fatal crash suffered by BMAA flyer, Nick 
Jeffries at Builth Wells. Both BMAA and LAA 
are working with the AAIB on this. 

I’ve explained the reasoning behind the AIL 
in the text underneath the pictures and, as 
usual, if you want to read the full leaflet then 
you can download a copy from the website. 
Undoubtedly there will be more on this story to 
follow through 2017… which, as I’m just about 
to drop off the page, means that we’ve reached 
the end of the 2016 Safety Spots. I hope that 
you’ve enjoyed reading them as much as I 
have writing them.

If I’m careful, and tread carefully, there’s 
just enough room to wish you the very best 
of Christmases and a prosperous and safe 
building, repairing and, hopefully, flying new 
year. Fair winds. ■

SafetY Spot

›
LAA Project Registration 
Kit Built Aircraft   £300
Plans Built Aircraft  £50
Issue of a permit to test fly  
Non-LAA approved design only  £40
Initial permit issue 
Up to 450kg  £450
451-999kg  £550
1,000kg and above  £650
permit renewal 
Up to 450kg  £155
451-999kg £200
1.000kg and above  £230
Modification application 
Prototype modification minimum £60
Repeat modification minimum £60 

transfer 
(from CofA to Permit or CAA Permit to LAA Permit)
Up to 450kg  £150
451- 999kg £250
1,000kg and above  £350
four-seat aircraft 
Manufacturer’s/agent’s type acceptance fee  £2,000
Project registration royalty  £50
Category change
Group A to microlight £135
Microlight to Group A  £135
Change of G-Registration fee
Issue of Permit Documents following G-Reg change £45
Replacement Documents
Lost, stolen etc (fee is per document) £20
Latest SPARS - No.16 February 2015
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(Above)  LAA engineering is increasingly 
using web-based Airworthiness Alerts 
to let the wider membership, especially 
our inspectorate, know about specific 
issues affecting aircraft within our 
fleet. The Airworthiness Alert offers the 
opportunity of providing direct links to 
related documentation whilst remaining, 
effectively, a non-mandatory instrument. 
All published LAA Airworthiness Alerts 
are available from the LAA’s website, 
just hover the cursor over Aircraft 
and Technical and this will bring up a 
second menu. From this menu, click on 
‘engineering Alerts and News’ which will 
open the index page for Alerts. This one, 
incidentally, talks about the background 
for a recent Airworthiness Information 
Leaflet (AIL) LAA engineering has 
published requiring owners of LAA 
administered eV-97 eurostar aircraft 
to check the lower spar caps on their 
aircraft: it also offers a link to the AIL that 
was sent directly to our 89 eV-97 owners. 
(Photo LAA Library)

(Left)  When we dismantled the outwardly 
corroded wing attachment bracket from the 
wing of an early (damaged) wing we were 
pleasantly surprised that there was no 
corrosion in the interface between the steel 
bracket and the aluminium alloy wing spar: 
this as you will imagine, was a great relief 
to the writer! (Photo Malcolm McBride)

(Above) We received this picture from Light 
Sport Aircraft which show serious paint 
disturbance on a quite high hour eV-97 
lower main spar cap and quickly issued 
an Airworthiness Information Leaflet (AIL) 
requiring all eV-97 owners to take a photo 
of their rear spar caps and then send them 
in for comparison. To orientate yourself, 
this picture shows the rear face of the 
lower spar cap on the starboard wing. The 
plate that’s bolted to the riveted spar cap 
is steel, the spar cap itself is aluminium 
alloy, the steel plate attaches the wing to 
the fuselage.

Notice that there is a large paint ruck 
between the spar cap and the steel bracket. 
engineers felt that there were only two 
possible explanations for this: one, that 
the bracket had moved in service and, 
two, that the paint to alloy bond had failed 
for other reasons, most probably, poor 
pre-paint preparation. Notice also the paint 
fracture lines emanating from a number 
of rivets. This wing was sent for detailed 
examination by the AAIB to QinetiQ who, 
after tests, let us know that the reason 
for the paint disturbance was poor paint 
adhesion and that no structural (materials) 
issues were found. (Photo David Young)
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