[image: image1.png]24 Front view - Microsoft Word
Bl Edt Vew Inet Foma Toos Toble Window Hep
HE A4 ormal - TimeshewRoman + 12 - | B 7 U ||
H A e = oNE==NE: N . =

BEEEE
Draw: s | Autoshapesw \ N IO A A @ & -Z-A-S

Page 1 Sec 1 i A1 ni Colz




The Safety Alert

Foreign Object Damage
ND CAP aircraft N4550E suffered foreign object damage probably during landing or taxi at Fargo where they were just finishing a resurface of the main runway and reconfiguration of some taxiways.

[image: image2.emf] 

The aircraft, piloted by Maj. Karl Altenburg left Carrington where no damage was noted on the prop during the preflight. Upon landing, the damage was discovered by the pilot during a post-landing walk-around. The current status of the aircraft is out of service while it awaits an engine teardown and propeller replacement.

 John Steiner

Coincidently, the October 2004 CAP Safety Newsletter, The Sentinel, featured this story.

Consider Your Propeller

You think you’re under a lot of stress?

Consider the pressures your prop experiences. Hartzell Propellers vividly describes these extreme forces on their Propeller Safety website:

http://www.hartzellprop.com/flight_safety/index_safety.htm.

On takeoff, prop tips approach the speed of sound. Your prop also experiences vibrations from the airstream and from every power stroke your engine produces. These forces are joined by centrifugal forces that apply 10-20 tons of force per blade that try to pull the blades out of the hub. When the blades are intact, centrifugal forces are balanced. However, if you lose a blade or part of a blade, the remaining unbalanced prop can tear the engine off the mounts.

Lose the weight of the engine and the CG goes out the aft side of the envelope and the aircraft becomes uncontrollable - instantly changing the pilot into a passenger! Propeller health is directly proportional to aviator health.

Nicks, chips and dings are a common occurrence on props. Sometimes these are overlooked during preflight inspection without considering the potential consequences. A general rule of thumb is that a nick that is less than 1/32-inch wide or deep can be deferred to the next inspection.

Anything larger should be dressed-out by a professional A&P mechanic.

Nothing bears weight or strain without bending or stretching and propellers are no exception. As prop RPM increases, each metal particle in the prop is pulled outboard by centrifugal forces and by the particles they are attached to. When there is a nick in the prop, all of the prop’s metal particles are pulled by the centrifugal force, but the particles immediately inboard of the nick are no longer being pulled by an adjoining particle. (Think how much easier a snack bag opens when you tear at the notch.) The prop is also bending forward as it pulls the aircraft – one side of the prop compresses as the other side stretches. The strain at the base of a nick can create changes in the metal that can persist even after it is dressed out.

One last note concerning props is that if the prop hits the runway during a hard landing, it’s usually a better decision to keep the aircraft on the ground instead of going around. Once airborne again, you don’t know how badly the prop was damaged and you could find yourself shaking the engine off the mounts!

Preflight Hindsight 
The August 2004 Callback featured several items relating to the preflight phase.
A Casual Cap Check 
Loose fuel cap incidents are reported to ASRS on a fairly regular basis. Some aircraft, such as the C182 in this report, may require a ladder to enable a hands-on preflight of the fuel cap security. 
After reaching 1,300 feet, I noticed fuel leaking out of my left wing. I then glanced at the fuel gauge and saw that my fuel level was dropping rapidly. I notified Departure [Control] and they gave me priority back to [departure airport]. I landed without incident. When I checked to find what the problem was, I found that a fuel cap had come undone. I had failed to check the tightness of the fuel caps prior to departure. During preflight, I checked to see if the caps were on, but I didn't get on a ladder to check the tightness. This incident could have been prevented if I had done a complete preflight and checked the fuel caps. 
Latest Flying Fashion: Accessoires pour l'empennage 
With his wife's help, this pilot gave new meaning to the term "flight jacket." 

I preflighted the aircraft and all was well. Fuel and oil were full, chocks out, tie downs removed, and everything seemed ready. My wife and I then loaded several bags and other items and I seated myself in the cockpit while she departed for home. The taxi out and run-up were normal.... The takeoff roll seemed OK, but upon rotation, there seemed to be a slight vibration in the controls. Then as I was climbing through 1,100 feet, the vibration got slightly worse, which didn't seem normal to me, and I elected to return to [departure airport]. I informed Tower that I had some sort of control problem and needed to return. Landing clearance was granted at once. The landing was uneventful, but as I was taxiing in Tower informed me that there seemed to be something on my right horizontal stabilizer (not visible to the tower on taxi out and takeoff because it was on the opposite side). I taxied to the run-up area and someone from the airport staff removed my jacket from the stabilizer and handed it to me.
The jacket had been set down on the stabilizer by my wife and, in the loading process, simply forgotten. I boarded the aircraft from the side opposite the jacket, so I didn't see it either. The vibration in the controls was the jacket flapping in the wind, but I had no way of knowing that and assumed the worst. Had I elected to continue the flight, the jacket would most likely have blown off, but the possibility exists that something worse could have happened and I could have had a severe control problem. The decision to return upon sensing that something was not normal was probably a good one.... 
In the future I will load first and then perform the preflight. 
From Bad to Worse 
Haste is often cited as a factor when safety is compromised. In the following report, the result of a C172 pilot's hasty preflight was bad, but his solution was worse. 
An airshow was scheduled to begin in about a half-hour. I was told by Ground Control that I had two minutes to get into position and take off. In my hurry to comply with Ground Control I forgot to remove the tow bar from the front of the plane and began to taxi. The problem was pointed out to me by people [along the taxi route]. I compounded the problem by removing the tow bar without stopping the engine. I was lucky not to be injured! 
Lesson learned: Do not let anyone or anything cause you to hurry. That is when mistakes happen that can lead to accidents. 
ASRS Callback August 2004
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