The owner of the machine has now spent in excess of a six figure sum trying to get the machine back into the air and still more work is required before it is anywhere near ready for it’s permit renewal; a frightening prospect.
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Rob Stobo explaining the detail problems uncovered in the fuselage tubing.

The final speaker was Pete Smoothy.

As we all know, Jodels are a French design and should therefore be built using metric bolts and nuts. Apparently this is not as straightforward as it may seem as one of his customers found out to his cost. During a renovation of a Jodel this person had purchased a whole set of new aircraft quality bolts ready for the rebuild. They then discovered that the pitch of the threads had been changed and none of the new bolts would fit the captive nuts on the airframe! The only answer was to cut the covering to gain access to the captive nuts and then replace those with new ones of the new pitch.                                                              Page 6
John has so far fitted a Garmin 196 to the top left of the panel; his reasoning being that he, as the pilot, needs to be able to read the information quickly and easily. Placing the unit in the centre or even to the right of the panel may make it easier for an informed passenger to use it but makes operation harder if he is flying solo. The unit can be removed from its cradle for remote programming and the cradle also accepts the colour 296.
On the far left are the magneto switches and below this a start button. A question from the audience asked John how he was going to start the aircraft, as in, what were his hands going to be doing. With the aircraft being a tail dragger one hand would be holding the stick back, another hand would be on the throttle quadrant in the centre and the third hand would be operating the magneto switches and starter button on the left; interesting conundrum probably resolved by using the knees!

On the lower left is a TL Electronics instrument capable of displaying altitude in feet or metres. It has an altitude encoder built in covering all the known formats for transponders. It can display programmable warnings of altitude limits, minimum descent altitude & pressure can be set using two buttons. John said “I bought this instead of an altitude encoder at a price not much different from a basic encoder. The extra facilities looked attractive and increased the redundancy safety factor”.

Next to this is a Tru-trac turn and slip instrument, which is electronic with a semiconductor level sensor. The bank indication is mechanical though, probably no more complicated than an ordinary panel meter.
Directly in front of the Pilot are two Dynon Avionics units; the upper one being an EFIS D100 and the lower an EMS D10. The Engine Management System (EMS) covers all the normal revs and manifold pressure but also has Cylinder Head and Exhaust Gas temperature readings for each cylinder.

To the right of the lower Dynon unit is a bar-graph elevator pitch indicator. Below this is the pitch control switch. Just above and to the right of the indicator is a toggle switch which will allow John to transfer pitch control to a control stick mounted button. This will also have pitch change speed control, a piece of electronics which he has designed for this purpose.

Also to the right of the upper Dynon is the Trio EZ-Pilot wing leveller control head. The related servo unit is mounted in the right wing and directly moves the aileron push rod as RV’s have push rods for ailerons and elevator, no cables.

The radio is an ICOM IC-A200 while below it is a blanking panel, which hides an opening for a transponder. Quite likely this will be the miniaturised TT-21 Trig transponder, however in the shorter term he might under-sling the panel on the right hand side with a mode A/C unit which he already has.

On the extreme right there are the 'if all else fails' steam driven altimeter, ASI, and Tachometer. Between the altimeter and the EZ-Pilot unit is a small ammeter, which is for an auxiliary alternator that can be switched in should the main alternator fail. It has a relatively low current output but adequate to keep the instruments powered up during flight. This alternator fits in place of the vacuum pump on a Lycoming. John said “I felt that this was a good idea in having had three alternator failures during my flying career!” Main alternator current is monitored on the lower Dynon.
John brought along a small battery to show some parts of the panel in operation although without any sensors attached the instruments do not indicate.      Page 3
Next to tell us a tale was Robert Stobo, who has been working with Matthew Pettit on a Bucker, or more accurately a CASA i.e. Spanish built version, Jungmeister. His item he called “how to lose money when you don’t know what you’re doing!”
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An example of the Bucker Bu 133 Jungmeister

The aircraft had been shipped to Spain for the repair of a wing and a recover. When it returned it needed to be put back into the air and this was the job Matt was supposed to complete for the owner. Looking at the machine, beautifully covered in Irish Linen, it would seem to be an easy job. However, there wasn’t any paperwork with the aircraft!
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Some of the tubes Rob brought to the meeting to show the appalling state of the airframe.
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As no one could determine what engineering work had been carried out in the refurbishment, Francis Donaldson at LAA HQ gave the simple instruction to strip the covering and check the airframe. This proved to be a good decision as immediately coming to light were a pair of side cutters in the tail area, a hinge pin floating about and a steel ruler in one of the wings. The airframe was X-rayed by a firm in Witney who told Matt not to drop it or it would break due to the extensive corrosion and thinning of various tubes!
The tubing had been painted with something akin to battery box paint as nothing could be found to remove it!
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The radial engine mounting is constructed from 8 tubes of which only 2 had not been repaired and all of them had been straightened! One tube had been “repaired” using water pipe. Within the fuselage tubing were some repairs made by butt welding 2 tubes together and in at least one case, one tube had been driven into another and welded in place.

You may wonder whether this aircraft was worth saving. Well, it is the oldest in existence being number 3 off the line and in 1934 Rudolph Hess flew the aircraft.

The engine had been overhauled by Vintec in the UK but had then not been used for about 2 years. When checked it was found to be full of sand from Spain!
As an example of the very poor woodwork on the aircraft, Rob had brought along a section of the starboard fuselage to wing section (photograph to the left). This has the skin sanded away until a hole had been made where the restorer had attempted to change the shape in that area to match the fuselage. This could not be seen when the area was covered in linen of course. The reinforcements are also not square as the ribs have been manufactured out of line. Many of the details of the ribs are also incorrect and some have been cut away to clear other items! Both these ribs have been reconstructed by the branches ace wood-worker, David Brooks (photograph to the right).
Rob also brought along the propeller mounting bolts they removed from the aircraft. Some had a different thread size and none seemed to be correct. As Rob pointed out, worryingly this aircraft had flown with all these defects!                    Page 5






