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MECHANICAL CONTROLS, PORPOTSING ON AUTOPILOT- TROUBL~ SHOOTING 

APPLICABlLlTY: DC8-71 N8070U··99U Af~[) N8177U 

• 1. General 
A, This procedure is in three parts. 

(1) Part 1 contains checks fo'l' the most probable causes. 
(2) Pnrt 2 is n more extensive oheok ·covering everything short of disturbing flight 

control rigging. 
(3} Part 3 is a oomplErte oheck involving rigging. 

2. Spccl.al 'fools and Materlals 

3. 

3245 

A. Special Tools 
(1) Cable tAnF.ttonometer, 0 to 150 pounds ca.paclty. 

B. Materials - None required 

.Trouble Shooting ! ; 
A. Part 1 \ 

B. 

(1) Clean and lubricate elevator oable cabin pressure ~eala per MM/OV-23-27-00:....23. 
(2) With airplane out of the wind (in hanp,u-), gust lock on. oheok elevator controls 

f.or bidning and rougtme.ss. Cause of any rou¢uless or binding is to be locaterl. 
Experience has shown that tab torque tube bearings inside the elevator inboard 

(3) 
hinge fitting are very suaceptible to bincllilg and rough operation. 
Checl~ clevato:t• control cable teMions, per MM/OV-23-27-30-D~. and record 
them.. 

(·'\) Check cable on elevator autopilot-servo drum for bindj.ng or damage. 
(5) Check top ~d bottom surface contours of elevators 'outboard o{ tabs. Top and. 

bottom surfaces to be fiat and trptlfng edge should not bow up or down. Any ~ 
deviations from flat surfaces create 11fixed tab" effects. If deviations found dcl 
not tend to cancel themselv::!l out, an elevator change should be cona.tdered • 

(6) Repeat check "5", but on nil fo\11" eltwator tabs. 
Part 2 
(1) Check that elevator traU1ng edge forward of tabs fairs with tab leading edges. ; 

Correct any discrepancies. 
(2) Check control tab pushrods in elevators for clearance per .MM/OV-23-27-$3 ... ~7. 

Correct conditions not within limits. · · . I 

, aliii!!III!U 

DC-B MAINTENANCE/OVERHAUL MANUAL 
FLIGHT CONTROLS 

2 7- oo--· s~, 
CONTINUED 

9/10/Q8 
MM/OV-28-27-00-37 
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(:!) Check that elevator servo support rlg holes Rand Q are aligned per 
MMIOV-23-27-30-o3. Reoo1·d allY disct'eprmo1~e. 

5 MDII 

(-1) Check elevator controlfl rigging per MM/OV-23-27-30..(13, Reco:rrl any out-of­
toleranc~ condit1ona. 

(5) Remove the RH pilot seat ond floorboard& and oheok the MPT (Mach Pitch Tr1m) 
controls for evidence of binding. Operate the MPT to the extend position a11d 
check eleyator controls !or binding. Correct any binding. 

(6) Ch~ck end play (looseness) uf the elevator load feel/centering mechanism shaft 
relative to the mechanism hoUBing. U end play e~ceeds • 010 inch the mechan­
ism should be r .placed. 'Ihe mechanism can be removed, checked and rein­
stalled without disturbing :Its ad3ustment. 

(7) Check that elevator control syl!ltem friction is within the limits of 
27-30-04. 

Part 3 
(1) Dl4connect elewtor control ca.bles and control tab puahrods from tab torque 

tubes at the elevator. inboard end, Check tho torque tube bearings for btndlng ; 
or rOllf{hrle!H~. If hearings do not operate smoothly, re~lace the elevator hinge 
fitting. Rcr.lg elevt~.tor controls. 

,., • • • a ... 

NC)TJ-:: Hework l'emoved l'tttlng to within limite of SF-8297. 

(z) Correct <tll disc repa.ncies recorded during accomplishment of parts 1 and 2, 
precedlng. 

... . ........ 

II 

DC-8 MAINTENANCE/OVElUIA UL MANUAL 
FLIGHT CONTROLS 

27-00-37 
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UQUiii.M AII.::IAfl "g. 
DI:-B S/XrY .IERIS6 

MAINUNANCE MANUAL 

ELEVATOR MiD 'J!A:B .. TROUBLE SHOOTJNG 

1. Gene£1!:l 

A, If trouble shoot1c.g the elevator an4 tab system icdica.tea that adjustment 
or replacement of components is required or tha.t cable tensions require 
adjustment, the portion o~ the syatea thkt QOntain~ the component or 
cable must be completely adjusted (aea Adjustment/Test). · 

liJ. Durin1 the f'ol.lovi.llg trouble shooting procedures, the horizontal. stabil.i&er 
must bt in neutral. polition. Stabil.izer i; in neutra.l poeitim when the 
dimenaion between the left jackscrew uppe~ atop and drive nut upper stop 
mounting tl&nies is U l'J/'2 (~l/16) inehea. . 

c. Elevator is in neutral position Yben elevator trailing edge is l.O (·:!:3/1.6) 
incheG bel.ov marlted rivet on sic:le of tail cone. 

2. Trouble Shooting mevators and Tabs 

w.AJmmG: BEFORJ: OPIJRATJNG TABS :t MA!E C'!RXAlN TtiAT ARBAS AR001Q) LEr.r AND 
RIGH'.r :m.EVATORS AND :rABS Am: CLEAlt OP' PERSomotiL AND JKm:PM!NT. 

Possible Causes Isolation Procedure Correction 

A. l'RICTION n{ SYSm.!; BINDING OJ' Clln'ROL SUR!'ACES; NiU'l'RAL POSr.t'ICill OOT qF 
RIG; EXCP!SS~ LOOSEDSS aF SUKFACZS . . 
1.2J:it Under tall Wind conditiaos with the gust J.ock ofC, it 1s poal1'bl,e to 

encounter an el.evator l.ook.ed cancnt:Lon. This ia poasible wen the 
eleva.tora axe at the lim1t ot travel and hel.d 1n th11 poa:S.t1on by 
wind. terce on the elevt.tor and tab sur.t'acea. ()p.ft.tiq the gust 
l..oek control J.ever to the on poaitiOD shoul.d r~l::Leve this condition. 
Ir con41tion remains, oh.eek f'reedom or movement. (see Inspection/ 
Check) , then trou'ble aboct pel!' the follwiJl& iutructiona. 

(l.) Excessive trie­
tion ln mechani­
cal eorttrol 
&;ystem or ex­
ceasi ve play 

Jun l./66 

or lost motion 
in control 
eoJ.umn 

Cbe~lt elevator control 
sywtem tor exceas~ve 
f"l" ic tioa (see 
Inspection/Cheek). 

•·•••" ht v.s . .,., 

Adjuat or rep~ace 
ports as necessary. 

27-,0-0 
CODE l 

Page lOl. 
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·--------------------------------------------------------------------
Possible Ce.uses Isolation Procedure Correction 

A. !'RICTICfi lN S!S'l'l!:M; BINDING OF CClfTROL SURFA~; NEU".l'BAL POSITION OOT OF 
RIG; EXCESSIVI LOO~S OF SURFACES (Continued) 

""'··· ·2) !inding cont~o~ 
.sur :faces 

•3) Elevator neutral 
po.&iticn out ot 
rig 

' 1.!.) Excessive ~ooae­
nesa ot •urt&ees 

B. C~L COLl.Jblll CHA~ 

1) Lo~d-£eel mecb~ 
anism needs srease 

27-3' 1·0 
ConE l 
Pe.gel02 

- ----·------

Manu&Llf rot&te elevator 
elwly .from stop to step 
an4 cheok tor binding or 
iute.rf'erence or torqUe 
ahatts in stabilizer 
atube, Check tabZi for 
ztructural bindins or 
interference. CUt!k tab 
puabro41 ~nd linkage fer 
bindin& or interference. 

Check elevator neutral. 
polit1on (see 
Inapectioa/Check). 

Check al.l. suri"aces for 
looseness (see 
Inspection/Check). 

Check syste~ cag~ea 
ror proper teneioc. 

Check rigging position 
of elevator autopi~ot 
servo. 

Di&conneet load•teel 
mechanism from control 
co~umn and determine 
1r chatter stops. 

Correct and replace 
parta as n.cels&r,r. 

.. . ··- --·-
Rig elevator system 
(see.Ajustment/~at). · 

Replaee worn bearinsa, 
bolts, or parta, a1 
neeeasa.ry. 

AQjuGt cable tens1on1 
(see A4justment/Teat). 

Position autopilot 
servo corr•ctlJ. 

It chatter stops::~ 
replace load-tee~ 
mechanism:. (see 
27·30·k Maintenance 
Practices). Adjust 
elevator control 
syatem (••• .A.ci.juatlrlent/ 
"reat). U ch&tt.er 
does not •top, check . 
for bindinK in control 
column a•aembly. 

Jun l/68 

( 
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DOU CLAS AIICIAR CO, 

Dt:-• SIXTY .IIRIE6 s MAIMUNANCI MANUAl 

Posaib~e C~ullee Isolation Procedure Correction 

c • LOW cOLUMN :roR~ AROtJm NEU'l'RAL POSmON; :mAIJE<:vA'l:E lTl'CH T.RJM 
COMPJ!:NSA.TOR 

(l) llevator or tab 
neutral positions 
out o£ rig 

(2) 

(3) 

Jun ~/68 

Load-reel 
mechanism 
improperly 
adjusted 

Pitch trim sys­
tem imProperly 
adjl.leted 

Determine whether sur­
:fa.eea ar• v1 thin neutral 
toler~e• bee 
Inspection/ObeQk) • 

With su•t lock on and 
el.eve.tar 1n neutral. 
position, move ts.rllt 
of!icor 'a cODtrol 
polumn to neutral posi­
tion (l.5 l/2 dearees 
torwarcl ot vertical.. 
Obeek tb&t c011trol. tabs 
are . taired lfi th el.eva tor . 
Release control ccl'WIIIl. 
and check that colu:mn 
move1 rorva.rd to position 
control ta.bl up ~/2 (;U/4-) 
inch ~~ taired position~ 

With actuator in OPera~ 
tional extend position 
and control. column at 
neutral., -·~r• bgri­
zontal f'orva.rd to:rce 
at center11ne of control 
wheel.. Force shQ\U..d be 
30 l/2 (t2). pouncll. 

Blmlove and. check a~e­
vato~ Loa4·teel meeha­
niBm for axial. 
looaeneaa. Maxi'll'lllm 
all.ORbl.e end pJ..e:y 
1s 0.010 inch. 

•• & • #. 1111 •• 

Adjuat aa required 
(a .. Adjustment/Test). 

Adjust load-feel. 
mechanism (aee 2.7-
30.:.4, Maintene.nce 
Practices). 

AaJuat pitch trim 1 

linkage (see Adjustment/ 
Test). 

• I 

a.v. l.ockvire and 
baelt ott checknuts •• 
Rotate adjustment 
nuts until no cd play 
exists between ~ca4-
:reel apri.ns rod. 
tighten eh•olmuts aod 
repLace ~ockWire. 
Ina~ 1oad-fee~ 
MCbanim, (••• 
27·30-4 a M&intenanc:e 
Pre.cticel). 

27-,o~o 
CODE l. 
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DOUOW AllCIAfT CO., INC. 

DC ... 6/XTY II.RI611 
MAINTSNANCE MANUAl 

EJ:Z'IATOR AID ~ - IRSP.mTIOJiT/CHI!CK 

1. General 

A. The liueu dimena:LoDt tot' ch-=.ki.ng ele-vator t:raval are Jllea.sured trom the 
Oonter Ot the elevato;r inboard tra.il.ill£ edie tO the oenter 0~ a a&rJI:.ed 
rivet on the Bide o-r the tail cone. Anguler dim~liODa tor checki.Dg t.ab 
travel ara meas\U"ed by boldi.Dc a riaiM protractar em t.be rigging 
refel"ence 11lleB Oil tbe tab SUJ'face • 

B. The .J.eva.tor is in neutral podtio:n vbe1:1 t.be oleTator tJ:"•:Ilins e4&e 111 
10 (!1:3/16) ill~hes below the IIIIU"ke4 t>1"f'..t em the tau cone. The cozrb'ol tab 
iS iD faired pod t.:lOZl Wen the ta'b tn.1lin8 edge ill &ligued V1th 'the 
e1evato:r tl"aillng eqe vitldn 1/~ desree. The &eared tab is 1D taired 
position when the tab trai11tlc edse 1a alipe4 vith the el.evatol" trail.i.ac 
edre wi t.hin l/2 degr-ee. 

C. The horizontal. stahllize:r is in the nout.r&l. pOai +.ten vta.er~ the diaeJllliOD 
'betveen the stabilizer jackscrew u.pper •top JDOUII'tiq tl.aa~pa is ll 15/32 
(:!:.1/16) inches • 

. D. Inapect1on/ chec~ procodurea are idoaticel. fer ~ett 8Z1d ri&bt elevator 8Zld 
tabs. 

2. Too1s aDd .Equipneat .Required 

liOTE: :Equival.ent substitutes ~be used inrrte&d or the f'oUovi~ li-ned. - items: 

It• :lumber 

A 

B 

3. Inepection/Check El.evator and Tab 

A. Cheek Elevator and Te TraTe1 

Man'\U'acturer 

Aircraft 
MechBDics, 
IIICOl'porated· 

· Use 

BQl.4 ~ o:a.ti"'.l 
colu.D 1b aeutral 
,oeitioa 

K•aaure aogl.ea ot 
cOJJtro~ BU%'ftce• 

(1.) Make c:et'taiD that borizODt.al stabil.iz.er i·e iD neutral. posi.tion. 

.,.,._ l., u.S.A. 

:!7·3G-O 
COD!: 2 

Pace 601 
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DOUGLAS AIICIAfT (;0.,, INC. 
DC-· SIXTY •• RI6S 

M•tNTINANCI •ANUAL 

Move gw~t lock oont~~ lever, looe.ted on pilot • a coutro~ ped.estal. .. to 
unloeked position, 

(3) In~u~rt ris pin tbr0\16h 13 1/2 desr•e rig pin ho~e 1Jl link 8Dd rig pin 
bo~e in control eolUim. Check tor toll.ovin&: 

(&) El.eY&.tor iB in neutral poe1tio~. 

('b} Contro1 tab 1a in taixed position. 

(c) Geared tab ia 1u f'Lired position. 

Ge~ed tal:> .:taired podtior:t. to1•1"ance eboul.d 'be 'balanced •• 
el.oae &a poaai.ble between lett e.nd right geared tabs ( i:r one 
6•u-•4 t.ab traili:a& eclse is Up vi. thin t.he to~c:ra:&ce, the 
opposite geare4 tab trailing edge eb~4 be down within the 
tolerance) • 

(d) too•enes& at el.evator tra.iling edge do•• not exceed 13/64 inch. 

(e) Looseuess at control tab trailina edae d.oe• not exceed 3/6k ineh. 

(t) Looeeneae at geared tab tr&il.ing edce does ~'t exceed l/32 inch. 

: 4) RemoTa ris pin :from control co~umn eDd ri15 pin liM. Cher::k that col.UIIID 
moves forv&rd to new neutral. position and. that. elevator r::ontrol tabs 
move up l/2 c~~/4) inch a= remain in tbt• pod'tion. 

(._a) Move au&t l.Oclt control leve:r, located OA pilots Control pe4eat.al., 'to 
unlocked po•i'tion. 

II 

:') ManuallY aoo.re elevatgr tr&ill:cs edge dovn 1mtU · 1top1 eont.act and ~ 
riabt contro~ collllllll 1"Ul..1 forvard, CDeok to,.. tgllowiq: II 

(a) Att stops at lover elld of' cont:r'O.l goJ.\IIIIIl contact • 

{b) Control: tab stops contact. 

(c) Elevator "traillD; edce is 23 T /~ (tl3/32) inches belov ma.rke4 r1 vet 
011 tai.~ CODe • 

(d) Con~rol tab ia 8 1/2 (±1/2) 4acreaa aboYe f&ired position. 

(e) Geare4 tab 1-s 4 3/~ (:J./2) degrees QO'f'e teJ.re4. position. 

6) Manual.17 mOTe •levator t;r-ai~ing edge up until. stopa contact a.ad move 
ri1ht centro~ colUIIIII. tu.ll. af't.. Cb.ck :tor f'oUoV'iZI&: 

{a) Fonrar4 eto],'la at ~over •1:14 ot control. co1'U11lU contact. 

(b) Contro1 -t.a.b atop• c~taot. 

Mar l/T1 
,,..... ;,. u.s ..... 

(

'""=" 

.. 
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DOUGlAS AMClAR CO., INC. 

DC-· 6/XrY .ERIIE. 
MAINTENANCE MANUAl 

(e) Elevator trailius ed&e is 12 1/4 (±13/32) in~hes above marked rivet 
ot:1 tail cone. 

(d) Control ~&b 11 26 l/2 (~l/2) dea~eea below f&ired position. 

(e) G~ered tab iz 26 3/4 (:tl) degrees belov :fa..ired position. 

(7) Release control column. 

~Qll: To eU.minate e:rrect of "Wind ~ oont;rol 1'\a'ta.c:el!, elevator and ta.b 

friction check •bould be pertcr.med in hansar or in still air 
conditions. 

( l) Move su11t loek eont:rol lever., located en pilot 's control pedestal, to 
unloeke4 position. 

( 2) Mallually move el.evato:zo t:rail.i:o& •L!a• U!l a.D.c!. the~i down. Checlr. ~or 
following: 

~: El.evato:r 'tr&il.i~ ett&e must be mcved slowly" to lninilnize etteot 
of elevator 4ulpers. 

(e.) No bindiDg or interference iD elnatcr 'bull lillkase. 

(b) El.evator 'tOJ"que shaf'ts have su1"f'ieient clearance where shaft& pass 
through stabilizer stubs. · 

(3) Move SU5t lock control lever to locked po•ition. 

(4) Attach a mea&~~ tape to convenient po1nt on instrlDIIn't paneJ. V1'th 
extended end. of tape restins OTer top o~ right c.ontrol co1'W!Z ao thit 
c:Ql"UIIIn t:ravel. can be measured witbin 1/32 inch &CC'UZ'&c)'. 

( ~) !'ull. controJ. cOl"\miD a.f't., t~ e.ll.CII eo1'UIIm to return sl.ow~ forvar4 unti1 
c::entering force i• ze:ro and c:olU11111 stops 1aO'Ving. .Measure and record 
position o~ co~umn. 

( 6) Pllsb control oo~umn tonrard, then allcnr ccl'UIIIta to ret 'Urn 8lowJ¥ art 

until c::entet-inc f'o:rce is zero and colUID!l et.ops mcviDg. Measure and 
r~eord position of eol.umn. 

Rev 1/67 p,;.,,.lll ;,. U..6.A. 

27-30-0 
CQDB 2 

?e&• 603 



•• 

• 

DOUCM.AS AIICIAR CO-, INC. 

Dt:-• SIXTY •• ,, •• 
M_.NTINANCI MANUM 

(7) It' difference bet'fta:a. positions recorded in steps (5) and (6) ie areater 
than 1/2 inch, elevator 171t• f'rictiou is e:ltceaei VI!; proceed ll'i1:h 
toll.owi.nS chew: 

' 
(_a) Check preee"Ure aeal. tubea CD e~e"4"atc!' e&bl.aa th!'ousb. presaure d.ciDe in 

('b) 

aft tuselace section. 
•. ·~ 

!!2D,s Seal tubea lllllst be elean NJ.~ .t:ree ot oil. or srea.ea. Seal 
SJ'CIIIIIIetl muat 'A••• ft'ee-1"\Ultt1q nt on seal. tube• . thrcnl4Jllout 
c:able traTel • 

Check eDt1~• elevator cable ~·teD tor ta1rlo&4 miaaligament; seized 
pul.lq bea:riz16a • e1ceslii va pu.ll.att at pul.le7111 • biD4iD6 part! pina, 
or cablea rubbinc &t cutouts. 

(c) Check that eleTato:r servo 4l"Ua il f'ree to rotate vhen 41eeneece4. 

(d) 

27-311-0 
CODE 2 
P~e 604 

Check elevator load-feel IJld ce11terblg sprizlg mac:bani.BII, lacatecl at 
lover end ot ri,sbt eoDt.:rol column • ro.r bin4inc or interf'er~~~ ~ · 

NoT l/67 
,,; ... .-~ ;,. u.s ..... 
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DOCKET No.: SA-521 
EXHIBIT No. 7Q 

NATIONAL TRANSPORTATION SAFETY BOARD 

WASHINGTON, D.C. 

DC-8 ELEVATOR /DAMPER 
(Installation Drawings) 

~---~-----------~-~---------------------------------------------------------
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Horizontal Stabilizer 
(Attachment) 

L 27.0"fTEUJ"' 9.68" 

--- 13.25" ~ - -- --- .. ----- ---

4.00" 

16.5° (TED) 

------\---~-'-~~------i~~------------,~,-------l---------·------~-----------t---------~--------···---f?i..w
""if----

CrmkArm 

1 

l!le.ator Travel (No.-...IJi 27.0° (TEU) 
16.5" (TED) Elevator Hinge 

27.0° (TEU) 

Forward 

DC8-71F _ Elrvator 27.0° TEU 
(Jiiurmal Damper lnstaliatiun) 

Scale: 1:1 

kmp/AS-40, 02.19.2002 

I 
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Horizontal Stabilizer 
(Attachment) 

General Notes: 
1) Clearance between Crank Arm & Link Assy.,., 0.23" 
2) Elevator deflected full travel Trailing Edge Down (TED) 

.. 13.25" 

Elevator Travel (No,...ol): :Z7.0" (TEU) 
16.5° (TED) 

27.0° (TEU) 

Forward 

2 

4.00" 

-----..._ 
Elevator Hinge 

DC8-7If _Elevator 16.~0 TED 
(Normal Damper Installation) 

Seale: 1:1 
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Link Assembly 

Horizontal Stabilizer 
(Attachment) 

L MIN(Nonnal) 

5.02" 

L MIN(Revened) 

13.25" 

Elevator !Dtn'c>«l 

8.63" 

Elevator Travel <N""""'l: 27.0° (TEU) 
16.5°(TED) 

27.00 (TEU) 

Forward 

4.00" 

DC8-7U kestricted Elevator lravel 
- (Revened Damper /Crank Arm) 

Scale: 1:1 

3 
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Horizontal Stabilizer 
(Attachment) 

::. 

12.0· (TEU) I 

13.25" 

Elevator (Ref) 

Elevator Travel (No.-I): :Z7.0" (TEU) 
16.SO (TED) 

21.o• (TEU) 

Forward 

4.00" 

Elevator Hinge 

DC8-ilr _ Rest .. icted Llevatot 1 ravel 
(Revened Damper Link Assembly) 

Scale: 1:1 
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Horizontal Stabilizer 
(Attachment) 

Damper (Ref) 

@ 

s 
13.25" 

4.00" 

Forward 

DC8-7JF _Elevator 27.0" TEU 
(Damper Reversed, Linkage Above N/A) 

Scale: 1:1 
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P R 0 C E E D I N G S 
BY MR. McGILL: 

3 Q Bruce, can you start off by giving us a little 
4 background of your aviation experience, please? 

4 

5 A Sure, I started aviation in 1978 in the US Navy. 
6 Spent four years there. After I got out of navy, I went to 
7 work for Airborne Express. Spent some time there. Went to 
8 the manufacturing sector working at Calverton, Long Island 
9 working for Grumman. 

10 From Grumman, I went to Rosenbaum based out of 
11 Ypsilanti, Michigan, flying aircraft out of Dayton, Ohio. 
12 Came to work for Emery in 1989 as a supervisor, avionics 
13 supervisor. Went to maintenance supervisor to maintenance 
14 controller. Back to supervisor. Was promoted to manager of 
15 maintenance training. Developed the department there and 
16 spent several years as a manager of maintenance training and 
17 from there, went to director of engineering and developed 
18 the engineering department at Emery. 
19 Left Emery in June of 2000 and went to work for a 
20 start up airlines, Heartland Airlines, based out of Dayton, 
21 Ohio, who have yet to get their funding. Now, I am a 
22 professional consultant . 
23 Q Okay. First off, when did you actually become 
24 director of engineering? 
25 A It was in the spring of 1999. 
26 Q Can you give us a little short talk here about 
27 your responsibilities as director of engineering? 
28 A Yes, I can do that. Director of engineering, I 
29 was over reliability, which had check analysts and 
30 specialist, maintenance programs and publications, technical 
31 publications for technical services. I had also a power 
32 plant engineer, avionics engineer, systems engineer and a 
33 structures engineer. With those engineers, we took care of 
34 interfacing with other engineering firms to develop STCs, 
35 repairs needed on the line for structures. 
36 We assisted in troubleshooting the aircraft when 
37 it appeared that the maintenance manual didn't provide 
38 adequate troubleshooting. The publications section, we were 
39 charged with updating and maintaining the maintenance 
40 inspection programs, all the maintenance manuals, the MPPM, 
41 all the airline specific manuals and reliability according 
42 D-74 ops specs, maintained the reliability section. 
43 Q That reliability was for DC-8s, not DC-10s? 
44 A DC-8s initially. DC-10s, we were gathering data 
45 to put DC-10s into reliability. 
46 Q Talk a little bit on the DC-8 reliability. We 
47 have had numerous discussions about the degree of 
48 maintenance. How did you track how maintenance is performed 
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1 and the effectiveness of your program? 
2 A there are equations that are used that are 
3 standard for reliability in tracking what we would call or 
4 term repeat write-ups. If an aircraft had repeat write-ups 
5 with the same four-digit ATA code, that would be flagged for 
6 an action notice. And action notice is distributed to 
7 maintenance planners, who then follow along with the 
8 recommended actions from engineering and reliability to 
9 troubleshoot the aircraft or to perform whatever action was 

10 put on the action notice. 
11 Q Talk a little about the -- we keep hearing how you 
12 have repeat write-ups. How did you track that from a 
13 reliability standpoint? 
14 A We use the pilot reports to determine if there is 
15 a problem on the aircraft that is repeating itself. 
16 Obviously it's not being addressed properly or maintenance 
17 has been ineffective in fixing or identifying the problem. 
18 In some cases, particular with aircraft with a lot of 
19 wiring, you have a situation where there is a problem on the 
20 aircraft that only rears its head every so often and 
21 maintenance may or may not be able to find that depending on 
22 the condition of the aircraft at the time you are looking at 
23 it. 
24 So, there are occasions where you will have repeat 
25 items write-ups that are difficult to find. There are also 
26 write-ups such as auto pilots and pressurization that only 
27 come into play in a real sense under dynamic conditions with 
28 the aircraft, so statically maintenance has a very difficult 
29 time troubleshooting. Those are hard items to duplicate and 
30 to fix on the line. 
31 Most of the time we would take -- use various 
32 sources of information, pilot reports, from maintenance 
33 actions that have taken place, tear down reports from the 
34 equipment or components taken from the aircraft, that there 
35 were any problems with that. If engineering could identify 
36 a certain circuit or system piece that we felt was necessary 
37 or was the probably culprit, we would either have a rewire 
38 job done via an action notice or have a component changed, 
39 quarantined or sent to the shop. 
40 Q When you get tear down reports, do you -- what 
41 components -- which components do you track on reliability 
42 on tear down? 
43 A You can track any serialized unit. There are 
44 different levels of tracking within Emery's system. Not 
45 every serialized unit would be tracked for purposes of 
46 reliability. Obviously small components, small check valves 
47 and things of that nature may have a serial number. A 
48 switch may have a serial number on it to know what type of 

·---------------------
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1 switch it is that is not necessary to track. It doesn't 
2 really play into reliability, so it really varies as to what 
3 you track and what you don't track. 
4 The whole goal is to provide the airlines with as 
5 much vital data that promotes safety, reliability and keeps 
6 your cost down. If it was a high-dollar item, and it may 
7 not even be serialized, we would track the usage of that 
8 item, so once again, it varies. 
9 Q Do you track flight control components? 

10 A I believe the system tracks flight controls. 
11 Q We have had discussions of several times flight 
12 controls being repaired or overhauled at various 145 
13 facilities and they would come in with less than a desirable 
14 status. How did you track and maintain the performance of 
15 these components? 
16 A There is a -- if a unit was continually being 
17 found as bad from stock meaning that the vendor was not 
18 providing adequate service, we would -- obviously there 
19 would be a QC audit performed to make sure that they were 
20 complying with the maintenance manual. Reliability would 
21 get involved only if it impacts the dispatch reliability of 
22 the aircraft for the most part . 
23 Bad from stock units, only when it become an 
24 economic issue did we get involved with that. That is 
25 really left up to an audit function. Materiel would track -
26- obviously they track expenses. If they saw a vendor that 
27 had poor performance, they would flag both quality control 
28 and engineering. Engineering would assist quality control 
29 in trying to find out if there was a systemic problem within 
30 as far as procedural or was it either shipping issues --
31 there was quite a few things that can cause components to be 
32 bad once you have received them and shipping is just one of 
33 them. Complex components, obviously just as the aircraft 
34 goes to a 145 facility when it comes out -- it's not perfect 
35 a lot of times. So, complexity of the components plays a 
36 big part in what you get. 
37 Q So the materiel quality control area would 
38 probably track components like flight controls that go into 
39 a 145 heavy overhaul thing like TTS; is that correct, rather 
40 than through your area since it's not --
41 Q Can you say that again? 
42 A You are saying the materiel -- and we don't have a 
43 person here that is representing the director of materiel 
44 management, but in that position, I see where they had kind 
45 of a QC area where supplies, components that were sent to 
46 heavy maintenance 145s, whereas you are more involved with 
47 parts that are sent directly to a line that is affecting the 
48 flying of the airplane; is that correct? 

·----------------
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1 A That's fair. 
2 Q So, what I wanted to know then, -- like TTS we 
3 have already identified as having has several problems with 
4 flight controls coming from other vendors, other 145s. What 
5 did Emery do and whose responsibility to check that out and 
6 how did they do it? 
7 A I really can't answer that. Only if it became an 
8 economic issue would they get engineering reliability 
9 involved in a formal basis. 

10 Q But from your position as running the reliability 
11 program itself, you wouldn't have gotten involved with that? 
12 A Not from a heavy check standpoint. 
13 Q The various components that are coming, that is 
14 from other 145 facilities, I was trying to better understand 
15 who is setting these things up. This one here happens to be 
16 the CCI controls that was put on the actual aircraft, but 
17 from the customer, who are these other people and how did 
18 they get involved with those? 
19 A Willis Aeronautical. 
20 Q Yes. 
21 A They are a broker of parts. 
22 Q Aerofund Financial, Willis Aeronautical -- how 
23 does the chain get down to where these parts are installed 
24 in the airplane? 
25 A I don't know anything about Aerofund Financial. 
26 I'm not the expert on this particular subject matter, but 
27 it's my understanding that Willis Aeronautical as a broker 
28 were contacted, as were other people, for DC-8 control 
29 purposes. And through that Complete Controls was found and 
30 they were a broker for Complete Controls and Emery completed 
31 a case audit of Complete Controls and put them on a vendor 
32 list and Willis Aeronautical is really just moving parts 
33 from point A to point B. They are not a provider of 145 
34 facility. 
35 Q So, when you need any type of part, would you go 
36 to a broker to get that particular part? 
37 A With the aircraft age, it's very difficult to get 
38 parts for DC-8s. When you need parts, you have to beat the 
39 bushes and if a parts broker -- in a lot of cases; parts 
40 brokers will go out and become a primary broker for 145 
41 repair facilities so that they can have a better chance of 
42 moving their parts. Parts brokers, that's what they do. 
43 It's a good source to find parts, although 
44 obviously it has to come from a certified 145 repair 
45 facility and that has to be audited and put on the vendor's 
46 list. With the age of the aircraft, you get them where you 
47 can find them. 
48 Q Yes, this is a problem with the age of an 
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1 aircraft. But when you accept a component like that that is 
2 overhauled from another 145, how do you track the 
3 reliability? Obviously you have sent out a set of flight 
4 controls to someone, but you are receiving another set from 
5 someone else. How do you track that in the form of 
6 reliability? 
7 A It if impacts the dispatch reliability, if it's 
8 focused in on flight control -- was the cause of a late 
9 departure or cancellation, we would get involved with who 

10 was the vendor, how did it get installed, the complete 
11 history of those components. Otherwise, unless it's brought 
12 specifically to the attention of engineering, these things, 
13 depending on a lot of circumstances -- how many parts did we 
14 receive, how many of them were good versus bad, when they 
15 were bad, was it cosmetic things, was it severe. There is 
16 not enough information for me to give you the answer, only 
17 that engineering would not normally be involved unless it 
18 affected dispatch reliability or if it was specifically 
19 targeted by another department asking for help. 
20 Q Since you have good depth in avionics as being a 
21 former supervisor for Emery, the avionic components work 
22 nearly the same way, am I correct? You would go through a 
23 broker? 
24 A It's possible. A lot of the avionics, we dealt 
25 directly with 145 repair facilities because it does tend to 
26 expedite. 
27 Q My thrust of all of this is how does one -- the 
28 purpose of having a reliability program, being able to just 
29 statistically improve the operation of all these things by 
30 analyzing tear downs and performance data and so forth to 
31 try to always make it better, just generally when one flied 
32 the older aircraft like this and you are going through 
33 brokers rather than sending the same component out, having 
34 it torn down, understanding what was wrong with it and 
35 bringing it back into your system, putting it back on the 
36 same airplane, how do you -- how does this work trying to 
37 create reliability? 
38 A Specifically with flight controls? 
39 Q I am talking avionics now. 
40 A Well, reliability is just that. The main 
41 functions, the top functions for reliability is safety and 
42 dispatch reliability, keeping the aircraft in the air safely 
43 and just dispatched on time. 
44 The third thing, which from a business standpoint 
45 is important, and that is economics. Economics is the part 
46 we are talking about. The aircraft is in heavy check. As 
47 long as the aircraft comes out on its scheduled departure 
48 time and it is functioning, it's not top priority. And I 
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1 don't want to take anything away from the emphasis we place 
2 on the economics, but the main function and most of the 
3 statistical data is driven from line operations, real 
4 dispatch data. 
5 With respect to flight controls in particular, why 
6 you wouldn't send a set out, just like you would send out a 
7 radio, have it repaired and brought back, flight controls 
8 are large services and they require a lot of time to 
9 overhaul and this is over and above what the on aircraft 

10 maintenance planning document from Douglas says to do. 
11 Emery elected to take the more stringent procedure and have 
12 these overhaul. It may take them 45 days to overhaul them. 
13 It might take them 90 days to overhaul. If the aircraft is 
14 scheduled to come out and 30 and it's 45 days, nobody wants 
15 to hold it up for this. 
16 So, you try to provide spares so that you have a 
17 constant supply on hand. 
18 · Q Only because I haven't read but very little of it, 
19 to tell you the truth, but I have stacks of various alleged 
20 happenings and events from maintenance and pilots and so 
21 forth on the operations. I was looking at these things on 
22 the repeat repairs where different components are 
23 reinstalled and not sent out and they have got all kinds of 
24 things like that. I know, nothing specific right now, but 
25 this is where I was trying to better understand how, from 
26 your position as running the reliability, how you are 
27 tracking these different components when some guy takes one 
28 out and what happens to it, whether it's a VOR or flight 
29 instrument component and you send it out, how are you 
30 trackin~ what kind of results you are getting and where does 
31 it go to.the next airplane and do you have that kind of 
32 capability? 
33 A When it's brought under focus as a problem 
34 component impacting reliability, that component is analyzed 
35 in great detail. There were cases where we had the 
36 manufacturer modify power supplies because the power 
37 supplies were failing at a low rate -- low hour, I should 
38 say. So, when it becomes a problem, you are always beating 
39 down the long pole in the tent. Whichever one is the 
40 problem system for the aircraft or the problem component, 
41 that is the one you target and analyze it and you try to do 
42 whatever engineering or in some cases, it's procedural, 
43 sometimes it's troubleshooting techniques, whatever item it 
44 takes to fix that to get that off the top of the list. 
45 Q How many technical analysts work in your 
4 6 department? 
47 A At the time I was there? 
48 Q Yes, sir . 
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A I believe it was four to five. 
Q Is that separate from reliability analysts? 
A They provide similar functions and any time I 

could overlap and use them for --
Q So, the total under the manager of reliability 

would be how much? 
A I believe there were six. 
Q I want to talk just a little bit, Bruce, about the 

use of manuals. We have kind of discussed this earlier at 
different times. Flying so many different models and 
different types and so forth, address how you kept track of 
all of the revisions with all of these different manuals and 
how mechanics would always know which one to appropriately 
use. 

A With tracking revisions, there is not very many 
revisions called out for the DC-8 model itself. Boeing does 
not -- they do provide revisions, but it's not very 
frequent. Supplemental manual that are developed in house 
for systems that were installed, STCs that were accomplished 
on the aircraft, those manuals are_ also, once the 
engineering is accomplished and the system has been refined, 
there are a few revisions possibly at the front end of a 
program, but as a program matures, there is very few 
revisions once again. 

So, the revision cycle, there is not a lot of 
revisions for the maintenance manuals themselves. The 
manuals such as the MP&P, those manuals are a constant 
evolution based upon the airline's growth and changes in 
FAA, there are lots of reasons to change that and that is a 
fairly frequent revision process. Those are all tracked in 
the computer system and maintained in the tech library. 

Q How do you know or do you have a policy that you 
receive -- for instance; on your OEM manuals or STC manuals, 
do you have the latest revision? How would one know that 
that is the latest revision? 

A Every station or every vendor that receives 
37 manuals that are on a distribution list, they get audited or 
38 they do self audits. And at that time, they register each 
39 manual that was given to them, what revision level it's at 
40 and if there is any discrepancies, that is remedied at that 
41 point. 
42 Q I was more referring to how would you at the 
43 headquarters if you have got the right one here, not the 
44 ones that you are sending out amongst all the people, but 
45 how do you know that you have the right ones here? 
46 A Which manuals? All of them? 
47 Q An OEM manual from a particular vendor or 
48 manufacturer? 

---------------··-----
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To: Frank Hitldrup, National Transportation Safety Board 

From: Ron Alvera.do 

Subject: Observations white working on sight in Dayton Ohio 

Date:. August 8, 2002 

Dear Sir, 

Per your request, the following is my witness account of a specidc:flight control problem 
I was asked to solve while providing on sight support at the Erne&, Worldwide Airlines 
flight line in Dayton Ohio June 2001. ; · 

EW A was working on an aileron flight control system discrepan~: on aircraft N796FT. 
An EW A employee named Clay Bass was performing this maint~nance. When I 
approached the aircraft to see if my help was needed I identified that the maintenance 
manual being referenced was the incorrect effectivity for that air~-ft. The response from 
Mr. Bass was to mind my own business, and that EWA re-rigs e~ aircraft leaving TTS 
because we do not know how to rig flight controls. I left the area~and went to assist on 
another aircraft. The aircraft was released after the EW A mecha.rl.ics finished their task. 

' 

The aircraft N796FT returned later that night and I was asked to b~epare the aircraft for 
its flight the next morning. This included tending to any logbook:! discrepancies generated 
from the previous flight. One of the logbook items generated by the flight crew was 
related to the aileron system. Ailerons require 4 degrees of trim. My first step was to 
reference the Maintenance manuai for guidance. Then I went to ih~ cockpit to check the 
neutral of the aileron tab setting. When 1 attempted to turn the aiferon trim knob it came 
of in my hand. We then verified all adjustments in the fuselage t+a.ding out to the wings. 
then checked the cables routed through the wings. When we rempyed the panels at the 
power packs we immediately noticed hardware that was installe<j ~and tight and missing 
cotter pins and safety wire. I brought this to the attention of an E;;\V A and TTS supervisor. 
To address the discrepancy I adjusted the aileron system per the ~aintenance manual. 
which included resetting neutral at the tabs. installed and secure<J ~e aileron trim knob, 
and performed travel checks associated with the inspcction/checf ponion ofthe 
maintenance manual. After the maintenance was complete sign~ pffthe aircraft logbook 
and continued servicing the aircraft to prepare for the next flighd ~craft N796Ff 
departed for its next flight and returned again the next day with *-o discrepancies noted in 
the aileron system. · · 

·----------------



Upon returning to TTS. the on site TTS $upervisor (Peny Jacobsqri) that was in Dayton 
during this time period, generated a letter in parallel to a phone cq~ersation with Dave 
that took place at the time of the incident. This letter was written fl.jly 19, 2001. Dave 
Hoffstetter communicated by telephone at the time of l.be occurr~ with Emery 
Worldwide Airlines Maintenance Control to try and help harmon~~ the situation, yet 
allow EW A to understand the mistake that was made by their me~~anics. 

:: . 

Following the above incident Dave Ho:ffstetter sent the revised"'¢'~ check work card 
addressing the aileron trim tab settings to EWA's maintenance cqn~ol. Apparently, 
maintenance Control or the line maintenance group did not knowj~t their fleet had been 
standardized to have "0., degrees trim tab at neutral. The emery "C~' check routine work 
card 4501 clearly calls out the neutral setting to be "0" inch+ or+ t/8" inch. 

~ . 

Thank you for the opportunity to share this frightening account a*ci I regret not being 
able to remember more names of people involved. I know I woul~ ~ecognize the people 
involved ifl saw them. However, should you have any questions :please do not hesitate to 
contact me. 

Ron Alvarado 
Tennessee Technical Services 
A&P mechanic/Quality Assurance Inspector 

·----------------
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1 to standardize and make it better? 

2 A Yes, it was our position that the certificate 

3 holder's manual as it is stated in the regulations -- they 

4 had a variety of different maintenance manuals from various 

5 airlines, so many different kinds of configurations. We 

6 sought to go ahead and we proposed to Emery, told them that 

7 within the confines of the regulations as we read them, 

8 because those certificate holder's manuals must maintain the 

9 standards, the time limits, et cetera, et cetera to reflect 

10 the fleet configurations and to maintain -- in order to 

11 properly maintain those aircraft, that all these different 

12 manuals that they had all over the place needed to be 

13 consolidated so that the average mechanic could go on in 

14 there, into that manual and know exactly what he is going to 

15 deal with rather than a series of supplemental manuals. 

16 At the time of the transfer of the 

17 certificate, Emery was in negotiations with an organization 

18 called Avitech out of Florida to consolidate those manuals, 

19 to be specific, and that was going to be a rather costly 

20 affair. Nonetheless, it didn't matter to me. I'm not 

21 looking at the cost factor itself, but I do know that those 

22 needed to be addressed. 

23 Originally going back in time, and this is my 

24 understanding of it, when the fleet was small and United 

25 Airlines aircraft were being added and the Scandinavian Air 

------------------------------
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1 policy with very few procedures, which presented a problem 

2 because the reason that was a big problem was the fact that 

3 if someone was using policy and not procedures, everybody 

4 performs the tasks they way he thinks it should be done and 

5 if this system happened to break down, you had no way of 

6 finding what broke down in the system because you had too 

7 many inputs, different inputs. That was one of the things 

8 that we addressed in that very first is the MPMP wasn't a 

9 functional document. 

10 The next thing we found that we felt wasn't 

11 functional was that they was using all the air carriers that 

12 they had purchased the airplanes from, using their manuals. 

13 Every one had its own manual. What concerned us about that 

14 was that there was no revision, way they could revise it and 

15 you know it was up to date. 

16 Also, even that early we found mechanics 

17 using the wrong manual with the wrong aircraft. We found 

18 that within the first couple weeks. 

19 So, that was one of our biggest problems and 

20 we did get -- it was one of the areas we addressed. There 

21 are other areas, but I just can't --

22 Q Let's just take the one you just brought up. 

23 By the time of the accident, which is about a year later --

24 no, wait 

25 A Two months later. 

---------------------
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Yes. 

And go through all of these issues? 

1 

2 

3 

A 

Q 

A Yes, and before we closed them out, each one 

4 was discussed and given to us in writing. 

5 Q Were you happy with that relationship? Did 

6 they do what they were told to do? 

7 A Well, yeah, on these particular items. 

8 

9 the table? 

Q At that time, what other items then were on 

10 A Let me put it this way. Emery -- senior 

11 management, I have never had any problems whatsoever. They 

12 saw the problems when you explained it to them. Most of the 

13 time they understood. Our main problem was that they would 

14 get these problems fixed, but again, with policy and no 

15 procedures, you would go somewhere else and you would find 

16 the same problem again. 

17 That's where if you had had a good procedure 

18 and a good quality assurance system, if they had had a 

19 problem here, it would automatically should have 

20 triggered to check these other areas and make sure they had 

21 and we had a lot of problems with that for the year and 

22 three quarters that we operated. We would find a problem 

23 here. We would go to the next facility and we could find 

24 the same problem there. 

25 The same way with a lot of the write-ups and 

,--------·----·--
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1 things like that. They would address them. They never 

2 refused to address them and they trained, too. But we even 

3 called for extra training and they trained, but the 

4 breakdown was that we didn't have -- they didn't have good 

5 manuals to go by and with that being a fault, that is your 

6 bible in a company like that and if you don't have that 

7 bible like a bible should be, well, it's going to break 

8 down. And that's what we found. 

9 Q Did you find that the maintenance staff, the 

10 leadership was knowledgeable enough to have created the 

11 proper environment to --

12 A A lot of times I think they were over their 

13 heads. I'm not talking about the senior, but I am talking 

14 about the lower management level. I think in a lot of 

15 cases, they were over their heads. They couldn't see the 

16 problems themselves. Once we pointed the problem out, it 

17 got addressed, but they didn't have the ability to go and 

18 say this is a problem, let's fix before we are told about 

19 it. 

20 Q Do you think that is experience or was that 

21 just they needed more people? 

22 A I think they had adequate people to do the 

23 job. We never did see where they were shorthanded when we 

24 monitored the maintenance and this type of deal. 

25 Q What about all the time that was going on, 

, ____________________ _ 
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1 the pilot union collected an enormous amount of data that 

2 concerned repeated discrepancies, write-ups that they were 

3 very concerned about? Did you ever get involved with any of 

4 these --

5 

6 

7 

8 

9 

10 

11 

12 

A 

Q 

On repeat write-ups? 

Yes. 

A Well, we was working with it every week. It 

got to the point that I had a weekly meeting with my staff 

and Emery 1 s staff, the managers, and we would go over the 

problem areas of the past week where they found and places 

that they needed to address. I mean, normally, a PMI 

doesn 1 t do this. But we saw a need that just had -- in 

13 order to keep going, we had to bring it. They was very 

14 cooperative and we had -- I think the meetings we had solved 

15 a lot of their problems. 

16 The biggest problem was I think the training 

17 breakdown. They trained, but the tracking of it wasn 1 t the 

18 best in the world, because a lot of the mechanics hadn 1 t 

19 been to training for two or three years. So, finally we 

20 didn 1 t get the training. It wasn 1 t the supervisors that 

21 controlled who was going to class and should be in training. 

22 They sent the names out for these people to get the 

23 training and then this way, they had to have a real reason 

24 if they didn 1 t show up for it. 

25 A lot of this stuff -- you know, 18 months, a 

·------------------------- ---
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lot of this stuff was in the workings and was beginning 

we was beginning to see, but they didn't last long enough 

for us to really see if we was making any headway. 

Q In the repeat write-ups --

A We addressed that. They came up with a 

19 

tracking system on the repeat write-ups and at the very end, 

they were getting a handle on it. But this was within the 

last month or two months, because they was bringing the 

planes in and going through a complete inspection on the 

weekends on certain planes that was scheduled to come in. 

We did see a drop in the percentage of the repeat 

write-ups. A lot of times, generally you are talking about 

repeat write-ups because the fact is that people when they 

wrote something, they was referring to one thing, but they 

still -- it was another system break down, but they was 

referring to the wrong system. We caught that quite a bit. 

Even on the RASIP inspections, they found that. 

Q The last RASIP was done in October 16th to 

November 2nd. 

A Yes. 

Q And again, this was a regional inspection, so 

you were not part of it. 

A No, in fact, on that particular inspection 

was pulled, the region with the personnel here and we wasn't 

part of it and even those people wrote their own EIRs up 
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EMERY WORLDWIDE AIRLINES FLIGHT 017 
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OPERATIONS/HUMAN PERFORMANCE GROUP 

Interview Of: 

Emery Worldwide Airlines 
One Emery Plaza 
Vandalia, Ohio 

Tuesday, 
May 2, 2000 

· The interview began at 10:15 a.m. 

MARK M. McCONAUGHY 

PRESENT: 

KENNETH L. EGGE 
Aviation Safety Investigator 
National Transportation Safety Board 
Office of Aviation Safety 
Operational Factors Div. (AS-30) 
490 L'Enfant Plaza East, S.W. 
Washington, D.C. 20594-2000 

EVAN BYRNE, Ph.D. 
Human Performance Investigator 
National Transportation Safety Board 
Office of Aviation Safety 
Human Performance Div. (AS-50) 
490 L'Enfant Plaza, S.W. 
Washington, D.C. 20594 

T.R. PROVEN 
Accident Investigation . 
Federal Aviation Administration 
800 Independence Ave., s.w. 
Washington, D.C. 20591 

CAPTAIN DIRKJ. P. VISSER, IV. 
FA Liaison, Chief Accident Investigator 
EWA Council 110 
95 West Maplemere Road 
Williamsville, NY 14221-3123 
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know, maybe stick my neck out here a little bit, but the 

only thing -- you know, from coming from my law 

enforcement background, what I see with the FAR's and the 

FAA's way of handling situations is, the FAR's are 

basically written to deal with a person whose initial 

objective is to comply with the regulations. And I think 

when that occurs, that's wonderful. Because then the 

system works like it's supposed to. 

But when you get in a situation where you 

have in cases there are persons, person or persons, 

who, for whatever reason, don't want to comply with the 

regulations, it starts getting real tough and real· 

difficult to cause the changes you need to have happen. 

And I don't know what the answer to that is. It just 

seems to me sometimes when you do actually find some 

evidence of things that are criminal, it just seems to 

take an awful lot to get it to that point. And a lot more 

than I think it should. 

Because I mean those kinds of things, I 

mean if they get corrected the way they should get 

corrected, you know, people do those kinds of things and 

get prosecuted and it becomes knowledge. Those people 

that are on the fence-will I think probably get on the 

right side of the fence. 

But that's just the one thing I have a 
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Tennessee Technical Services 

fttfEMORAND l!J.lf 

To: All Inspection Personnel 

CC: Dave Hoffstetter, Jack Ray, Dan Fry, Ray Pigozzi 

From: of' Jim Bailey, Director of Quality Assurance 

Date: October 24, 2001 

Re: DC-8 Elevator Control Tab Inspection Requirements 

• Due \to recent developments involving the DC-8 elevator control tab hardware 
insta~lation, TIS (in~pection) will generate a non-routine to remove the UH and 
RJH ~levator control tab fairings and inspect for the following, prior to any DC-8 
aircr~ft departing our facility: . 

~ 

1 ) Ensute that the correct harctware, per aircraft effectivity, is installed and properly 
saftie~ on each control tab push-rod to drive crank fitting. Use the appropriate 
lllustr~ted Parts Catalog. 

2) Ensurie that the bolt is installed with the head of the bolt being Inboard, as 
illu~ted in the Douglas Overhaul Manual 27-16-1, Page 13/14. 

3) Any d!saepancies will be documented and corrected prior to the aircraft departing 
our faCility. 

----·-------···--
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