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METAL PROPELLER REPAIR MANUAL

INTRODUCTION

The purpose of this Service Monual is fo provide the
repair information necessary to maintain a fixed-pitch
metal propeller in an airworthy condition.

The types of service-damage which may render a
fixed-pitch metal propeller unairworthy are  mainly
mechanical injuries such as cuts, nicks, ond dents caused
by the impact of stones, gravel, sand, etc. Usually a
digplacement of the metal is involved and the void s
roughly V-shaped in cross-section with the sharp point
of the "V" pointing inward, away from the surface of the
metal. Thereis also a type of chemical damoge which
involves corrosion ot the interfaces of the graln struc-
ture of the metal. In this manuai it is called corresion
pitting. The mechanical effect of this on the strength of
the metal is like that of o "V' notch with the sharpest
possible edge. It is the objective of all repair techniques
to remove this V-shoped notch ond to teave the repoir area
in a smooth, rounded well-foired condition. it is worth-
while to understond the reasons behind these procedures,

A metat propeller is subjected to two kinds of loads
or stresses. A stress is merely the load or force which
acts ocross a unit orea of the blade cross-section. The
first of these stresses is steady ond confinuous and due
to the combinotion of the centrifugol forces bssocioted
with the rotation of the propeiler, and forces which ore
the reaction of the airlcod on the blade, These cen-
trifugal forces are very large when o typical light-plane
propelier is operating at its rated rotational speed. A
porticle of metal near the tip of the blade may exert on
outward puli roughly 7500 times greater than its own
weight. The forces due to the reaction of the blode to
the airload tend to bend it out of the plane of rotation
and the centrifugat forces tend to straighten the blade
and bring it back into the plane of rotation, so that in
operation the blade will seek some intermediate or equh-
librium position. The sum of the stresses caused by these
steady forces constitutes the fotal steady stress to which
a blade is subjected at a given rotational speed, power
input, ond forword speed of the propeller. It varies, of
course, along the radius of the blade in a monner which
is determined by the shope of the blode. At rated con-
ditions of power, rotational speed, and forword speed, it
is possible, by proper design of the blade, fo hold the
maximum value of these steady stresses below o value of
about 7500 pounds per square inch, This is about one-
fourth of the yield strength of akiminum alloy 2025, heat-
treated to Specification TS, which is the metal universally
used throughout the light-plane propeller industry.

The secord type of stress is on olternating or vibratory
stress. In this fype of stress, tha blode is subjected aiter-

nately to loads which tend to streich the matal ond then
to compress it, The sequence of events which occur os
the load on a portion of the blade saction varies from the

point of maximum fension thru moximum compression ond

back to maximum tension is called a cycie of vibration.

The time which elapses during a cycle is cailed the period
of vibration. The number of cycles per second, or other
unit of time, is calied the frequency of the vibration. The
number of cycles per revolution of the propelier is called
the order of the vibration.

The forces which shake a propeller and couse it to
vibrate orisa mainly in the piston engine which drives it.
A piston engine does not produce a smooth ond constant
torque. The rated torque of a direct-drive engine is
merely the meon value of the targue impulses taken over
a pericd of one revolution of the cronkshaft. The orders
of the torque impulses are determined by the number of
engine cylinders and their arrongement. These orders ore
usually integer multiples of the number of firing impulses
per revolution of the engine cronkshaft. For example, o
four-cylinder engine, with the cylinders in two banks, or-
ranged at an angle of 180° to each other, will produce
forque mpulses ot frequencies which are 2,4,6.8,.. .
times the rotational speed of the engine.

A metal propeller, like a tuning fork, has a set of
natural frequencies of vibration. These frequencies are
determined by the shape of the blade — its length, thick-
ness distribution, ond width distribution. When one of the
natural frequencies of the propeller coincides with the
frequency of a shaking force put out by the engine, a
resonance peok occurs. At this condition, depending upon
the magnitude of the shaking forces coming from the
engine and the domping forces in the propeller, vibratory
stresses may become very large. During the design of o
metal propeller ntended for use on engines of a particulor
model, on effort is made to fune the propeller so that
dangerous resonance pecks will fall outside the operating
ranga of engmne rotational speed.

Over the period of mony years in which forged atu-
minum alloy propellers have been in use, service records
have shown that a propaller con operate safely, pre-
vided the volues of steady siress ond vibratory stress ore
held to certain well-established levels, When o combina-
tion of steady and vibratory stresses is alowed fo exceed
these levels, after the accumulation of o sufficient number
of vibration cycles, or fatigue cycles as we may call them,
the strength of the metal begins to deteriorate and a
fatigue crock may develop which can quickly lead to a
failure of the propeller. Much test work has been done
fo determine the number of fatigue cycles required, at a



given level of stress, fo produce a fatigue failure. Metal
propellers are not type certificated until it hgs been
demonstrated that the steady stresses ond vibratory siress-
es for each propeller-engine combination are at a satis-
factory lavel.

The values of allowable steady and vibratory siress
which experience haos shown to be satisfactory apply to
well-faired undamaged blades. When a propeller blade
sustains damage in the form of a sharp-bottomed notch,
the stress level at the root of the notch may be increased
by an amount many times greater than the stress at the
same location in an undomaged blade. The notch effect
or siress concentration factor, is dependent upon the depth
and the shorpness of the bottom of the notch. This local
stress may increase to a level at which very little more
flight time is required to initiate a crack which may propa-
gate rapidly and lead to an early blade failure. It is
for this reason that frequent mspections and prompt repair
of damage of this type are urgently recommended.

There is another way in which, during the service life
of the propeller, the vibration characteristics of an engine-
propeller combination may be altered so that vibratory
stresses rise to dangerous levels. This situation is brought
about by a shift of one or more of the resonance peaks
into a frequently used range of engine rotational speeds.
When the thickness and width of the blade have been re-
duced by repeated repairs, the stiffness and therefore,
the natural frequencies of vibration are also reduced.

JIram T

The effect of a diometer reduction of the propeller is to
increase the natural frequencies of the blades. Any
alteration of the original blode dimensions farge enough
to couse a significant shift, either up or down, away from
the set of natural frequencies originally designed into
the propeller, may bring an undesirable resonance peak
into the cruising range of engine rotational speeds, This
is why minimum repair dimensions and diomeier limits
ore established for each engine-propelier combination.

Alternating stresses are the cause of metal fatigue. It
is the number of fatique cycles ond the stress level at
which they have been accumulated which determines the
endurance life of a propeller. Research hos shown that
the life expectoncy of metal specimens, which have been
tatigue-cycled to 50% of their enduronce life, can be
extended by the removal of a thin layer of surface metal.
It is good practice then, periodically to remove the layer
of fatigued surface metal and the accumulation of small
cuts and scratches by reconditioning the entire biade,

In summary then, it may be said that the general pol-
icy behind safe blade repairs is to hold reductions from the
original blade dimensions to a minimum, and to remove
any "V" notch type of domage as promptly as possible
by rounding-out, fairing, and polishing the area of dam-
age. It is intended that the methods, techniques, and
practices of FAA Advisory Circular 43.13-1A be followed,
however minimum blade dimensions after repair shall be
governed by the dota in this manual.

DEFINITIONS; COMMON TYPES OF SERVICE DAMAGE TO ALUMINUM ALLOY PROPELLERS

CORROSION PITTING — Tiny deep cavities extending
inward from the surface of the metal; may tunnel
under the surface, re-appear at another location,

CRACK- Physical separation of adjacent portions of the
metal, which may extend far below the surface of the
blade. Usually initiated by a nick, scratch, or corrosion
pits in an area of the blade subjected to continuous
vibration.

CUT - Loss of metal over a relatively long and narrow
grea, sometimes extending fo an appreciable depth,
caused by a sharp-edged object striking the blade a
glancing blow.

DENT — A depression in the blade surface produced by
direct impact of o hard object.

EDGE ALIGNMENT - Blades out of edge alignment are
bent about an axis nearly perpendicular to the chord
so that a fine through corresponding stations of the two
blades no longer cuts the center of the hub bore.

EROSION- Loss of metal from the surface by mechanical
action of small foreign objects such as grit or sand;
usually found in the area of the leading edge and flat
side of the blade.

FACE ALIGNMENT - Blades out of face alignment are
bent about an axis"neurly paralle! to the chord so that
the blades do not “track”.

FRETTING — Breakdown or deterioration of o metal
surface by a vibratory or chafing type of action.

GOUGE — Deep grooves in ¢ blade coused by contact with
a foreign object under heavy pressure.

INCLUSION — Scale or other foreign material embedded
in the metal.

NICK - A sharp bottomed notch involving displacement
of metal, usually found on the leading and trailing
edges of o propeiler blade,

SCORE - A teor or break in the metal surface inter-
mediate in size and depth between o gouge and a
scratch.

SCRATCH= A small and superficial cut in the metal sur-
face. Usually found on the flat side of the propeller
blade.

SURFACE CORROSION— Loss of metal from the sur-
foce by chemical or electro-chemical action. The cor-
rosion products can easily be removed by sanding.




REPAIR INSTRUCTIONS

1. CLEANING: Before a damaged propelier con be

properly examined to determine whether it is re-
pairable, it should be cleaned and the paint removed.
Cleaning may be accomplished with soap and water,
or with a suitable mineral solvent and a soft bristle
brush. The point must be sooked free with a suit-
oble commercial paint remover and removed with
a soft bristle brush or a rag. It should not be
scraped off with a steel tool nor brushed off with
a wire brush.

. PRE-REPAIR INSPECTION: The purpose of g

pre-repoir inspection is to avoid investment of
labor, only to latef discover unrepairable damage
had been sustained by the propeller.

When a blade Is bent, the bend must be meas-
ured by the method shown in Figure 1 of this
manua!, and compared to the appropriate graph
of maximum ailowable bend vs. blade radius. Be-
ware of repairing bends which, by the shape of
the bend, indicate that the blade may have been
pre-straightened to bring it within atlowable
{imits. See A.C. 20-7J(August, 1972).

The depth of o cut or gouge should be measured
to determine whether repair is possible within the
limits of the appropriate minimum blade dimensions.

A pre-repair examination must include a visual
inspection with a magnifying glass of at least three-
power for the presence of fatique cracks. An
indispensable aid to visual inspection is either cn
etching or dye-penetrant process.

. STRAIGHTENING A BENT BLADE: If the bend

is within allowable limits, this should be the first
repair operation. Using @ suitable bending tocl or
repair bench, the blade should be siraightened in
small increments proceeding from the portion of
the bend nearest the hub, where the blade is
thicker, outward along the blade until the fairing
and appearance of the blade are reasonably good.
At this point, the results can be judged by sighting
along the biode, Blade contours should fiow
smoothly from the tip inward, without apparent
waves or curvature reversal. The propeller should
then be placed on a propeller checking stand, and
its face alignment checked by comparing corre-
sponding stations of the repaired blade with those
of the undamaged blade.

It is not feasible, in this manual, to include
complete tace alignment data tor each propeller.
However, if both blades of a propeller have been
bent, and if an undamaged propelter of the same
model and pitch is not available for comparison,
the correct elevation of the biade tip from the
rear hub face is given with the repair specificotions

for each propetler model.

4.BLADE ANGLES CORRECTION: Atter the

blades have been brought into face clignment, blade
angles shouid be checked. Blade Angle Temploies
(available from the Sensenich factary) should be
used os shown by Figure 4 as indicated by the
appropriate repair specifications, which list the
proper blade angles and tolerance for each spec-
ified pltch. The blades should be twisted to ogree
with these specifications. Note that bending a

blade into face alignment ond twisting to obtain
the proper blode angles are not independent oper-
ations. After blade angies have been corrected,
face alignment must be checked, ond vice-versa
until both are within tolerance.

. EDGE ALIGNMENT: Inspection of edge alignment

should not be aftempted before foce alignment and
blade angles are correct. Edge alignment can then
be measured on a propeller checking stand by set-
ting height gouges to touch the leading edge of
each biade at corresponding stations, then remov-
ing the propeller from the stand and rotating it
180 degrees before replacing it on the stond. It
is never permissible to straighten a blade which
has been bent out of edge alignment. 1f it is not
possible to achieve proper 180 degree index of the
bigdes by removal of metal from the leading edge
of one biode and from the trailing edge of the
opposite blade within ailowable blade dimensions,
the propeller must be removed from service.

. REPAIR OF BLADE DAMAGE: Approved tech-

niques for repair of damage to metal propeller blades
are shown by Figures 2 and 3 of this manual.

Nicks or cuts into the leading or trailing edge of
a blade may be individually repaired os shown by
Figure 2, Illustration B. The repair should be
accomplished by rounding out and fairing with a
file to slightly deeper than the apporent depth of
the damage, to ensure that the bottom ot the
injury is removed, and polishing with a fine
abrasive cloth. The chordwise depth of the fin-
ished repair must not be greater than 3/16 inch
(0.48 ¢m.) and the final chord must equal or ex-
ceed the minimum specified by this manual. The
radius of curvature in the area of the repair must
be 3/8 inch (0.95 cm.} minimum. The faired length
of the repair shoutd not exceed 1 inches (3.8 cm.).
More than one of these repairs is permissible only
if the repair areas do not overlap.

Dents or gouges in blode faces may be individualiy
repaired as shown by Figure 2, Illustration A. This
repair should be accomplished by rounding out
and fairing with suitable abrasive paper or cloth to
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o depth sufficient to ensure complete removat of the
damoged metal ond polishing with a fine abrasive
cloth. The finished repair must not exceed 1/16
inch(0.16 em.} in depth and curvature of the
surface in the area of the repgir must be 3/8
inch(0.95 ecm.) radius minimum. The finished re-
pair should not exceed 3/B inch{0.95¢cm.) chordwise
by 1inch(2.54 c¢m.) long. More thon one of these
repairs per blede is permissible only if the repair
areas do not overlap a common blade radius.

L.ongitudinal cuts, as shown by Illusiration C
of Figure 2, may be repaired in the same monner
as repair of a dent or gouge in a blade face.

A transverse {chordwise} crack in o blade
face, or at the leading or trailing edge cannot
be repaired. The presence of g crack ndicates
that biade failure is imminent. The propeller
must be immediately removed from service.
WARNING: Repair of nicks, cuts, or cracks by
peening over the adjacent edges is not permissible,
This procedure will induce a tensile pre-stress at
the bottom of the damage ond will aimost certainiy
initiate the development of a fatigue crack. Such
a crack will usually progress ropidly and lead to
on early fatigue foilure,

The use of weld materidl to fill damaged areas is
never permissible, This will result in substitution
of low-strength cast material for the original high-
strength forged aluminum.

. PROPELLER RECONDITIONING: It is recom-
mended that the biades of ¢ metal propeller should
be reconditioned periodically, Flight-time intervals
between reconditioning are recommended in note
5 of the repair specifications. More frequent
reconditioning is advisable when minor repairs,
and accumulated scratches and nicks, are numerous.

The recenditioning operation includes removal of
the anodize coating from the entire surface of
the propeller by 20% caustic soda etch, followed
by 20% nifric acid rinse and inspection for cracks,
and repair of all damage to the blade surface.

Metal removal during blade reconditioning shouid
be at feast 0.004 inch {0.01 em. ) per surface
over the entire blade. In ony case, whether chem-
ical or mechonical, al! troces of domage must be
removed. Total removal of damage can only be
assured by etching or dye-penetront inspection,

When a propeiler has been reworked to minimum
chord, thickness, and diameter but does not clean
upin the last inch of leading edge adjacent to the
tip, it is permissible to round the tip os shown by
Figure 3. '

8.POST REPAIR INSPECTION: Repcired blades

must be visually inspected, using a magnifying
glass of at least three-power, to ensuwre that the
bottom of the notch has been removed., If an
incipient crack is suspected ot the root of the
notch, a local etch or dye-penetrant method of
ingpection should be employed.

. BALANCE: The maximum allowdble Moment of

Unbalonce for each propeller is shown by the repair
specifications.  This is the maximum static unbal-
ance which is allowed when the propelier is placed
on a ieveled propelier boloncing stond with hardened
and ground cylindrical rails, using o hordened ond
ground steel mondrel of diameter equal to the
diometer of o standard mounting flange pilot stub
inserted through the propeller pilot bore. The room
in which propeller balance is inspected should be
free from air currents. With this type of equipment,
a balanced propeller will remain in ony position with
no tendency fo rotate.

Horizontal balonce may be corrected by removal
of smail omounts of matal from the heavy blede ot
locations where chord and thickness exceed the
dimensions of the light blade. Vertical balonce may
be corrected by removal of metal from the heavy
side of the hub,

10. REFINISHING: Repaired propeliers should be

prepared for painting by chromic-acid anodizing
{MIL-A-8625B) or ALODINE chemical conversion
coating(MIL-C-5541). U.S. PAINT CO. ALUMI-
GRIP or equivalent products may be used in
accordance with the manufacturer's instructions.

The following color pattern is recommendad:
The rear (Thrust) face of each propaller blade
should be finished dull black to reduce glore into
the cockpit, from about 5 inches(13cm) radius
to the tip. The remcinder of the propeller shoul;
be painted gray, except for two 2-inch wide tip-
stripes added on the camber{front} face of each
blade.

A decal showing propeller model, Type Certificate
Number, and attaching bolt wrench torque
should be applied near the trailing edge
on the front face with the inner edge at
6% inches (16 cm) blade radius.
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FIGURE 2
APPROVED TECHNIQUES FOR REPAIR OF BLADE DAMAGE

Adaopted from Fig. 12.2,12.3, A.C, 43.13-14
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Fixed-Pitch Metal Propellers
Instructions For Use And Care

4 September, 1997
Supersedes previous Use a Care Instructions

Service Bulletins and Airworthiness Directives are not affected by
these instructions

Your Sensenich propeller has been manufactured under closely controlled conditions
to the approved design in accordance with the applicable FAA Regulations. Stamped
on the propeller hub face are the Model and Serial Number, the Type Certificate
Number, and the Production Certificate Number (Sensenich Corp. PC. No. 1NE).

TSRS

1. Have your propeller installed by an A&P mechanic. For convenience, the
proper installation bolt torque is shown on the blade decal near the hub. Always
have blade track checked after the hub bolts are tightened. Note: Every
propeller is accurately balanced at the factory. If the propeller-engine
combinatlon feels rough in flight, ask your mechanic to remove the propeller,
rotate it 180 degrees on the engine crankshaft flange, and re-install. Again
check blade track. This provides a means to verify that the crankshaft flange is
true.

2. Inspect the blades of your propeller before each flight for nicks, cuts, and
stone bruises. Have minor repairs promptly performed by an A&P mechanic. If a
crack is discovered, THE PROPELLER MUST BE IMMEDIATELY REMOVED
FROM SERVICE.

3. Have major repairs performed by an FAA Certificated Propeller Repair
Station.

4. Conform to applicable RPM limitations and periodically have your tachometer
checked for accuracy.

| Visit Our Web Site at httgi//www.sensenich.com |




5. Frequently wipe the propeller blades clean with an oily rag. This oily wipe will
remove corrosive substances, and the oily residue will repel water and
corrosives.

6. The recommended flight-time between reconditioning for your Sensenich
fixed-pitch metal propeller is Two Thousand hours PROVIDED IT HAS NOT
RECEIVED PRIOR DAMAGE REQUIRING IMMEDIATE ATTENTION. This
accomplishes the removal of fatigued surface metal and the accumulation of
small nicks and cuts too numerous to be repaired individually.

DO NOT...

pgrmit installation of a propeller unless it is the model approved under the
Aircraft Type Certificate or STC and has been obtained from a reliable source.
Beware of a propeller of unknown service history.

DO NOT...

push or pull on the propeller when moving an aircraft by hand.
DO NOT...

run up your engine/propeller over loose stones or gravel.

DO NOT...

paint over corroded or damaged blades. This hides the defect and may deter
needed repair.

DO NOT...

permit repair of blade damage by peening or welding. These practices will lead
to early blade fallure.

DO NOT...

fly your aircraft under any circumstance before a thorough inspection by
qualified personnel if the propeller has been subjected to impact.

DO NOT...

have your propeller straightened except by an FAA Certificated Propeller Repair
Station. Even partial straightening of blades for convenience of shipping to a
repair station may cause hidden damage which, if not detected, could result in
the return to service of a non-airworthy propeller. Report anything of this nature
before repair is initiated.

MINOR REPAIR:

Rounding out a shallow nick or cut shall be considered a minor repair provided
that the strength, weight, and stiffness of the blade is not materially affected.

MAJOR REPAIR:

Major repairs to aluminum alloy propellers include diameter reduction (when
permissible) to repair tip damage, repairs to deep cuts or nicks, and

straightening of bent blades.

{ Visit Our Web Site at http://www.sensenich.com |




Metal Cards.xls

Page 1

Box Marking Serfal Number Span
Starting # Date Ending # Date Totals per Cards
Metal S0001-1399 1 4712148 1399 8/11/50
Metal 1400-2799 1400 8/7/50 2799 512451
Metal 2800-4299 2800 5/24/51 4299 2/29/52
Metal 4300-5799 4300 3/20/52 5799 9/30/52
Metal 5800-7299 5800 9/26/52 7299 2/18/53
Metal 7300-9299 7300 2/18/53 9299 8/22/58
Metal §300-10899 9300 6/25/53 10999 617154
Metal 11000-12599 11000 7/1/54 12599 8/17/54
Melal 12600-15199 12600 1/10/55 15199 2115155
Metal 15200-16899 15200 37155 16899 6/30/55
Metal 16900-18599 16900 4/16/55 18599 4113156
Melal 18600-20239 18600 4130/56 20299 11/19/56
Metal 20300-21999 20300 4/8/57 21999 3/29/57
Metal 22000-23799 22000 3/20/57 23799 8/29/57
76AK-76AMB-74CK 21641 4130769 23399 2/23/78
76AK-76AMB-74CK 23400. 5/12/76 24490 7/24/91
Melal 23800-25599 23800 8/29/57 25599 9/24/57
Melal 25600-27789 25600 10/15/58 27789 11124159
Metal 27821-29898 27821 6/16/58 29899 9/8/59
Melal 29900-A31799 29900 8/9/61 31166 .
Metal A31167 4114180 A31799 12/30/59
Metal A31800-A33799 A31800 3/22/60 A33799 10/18/60
 74DMB A32341 B/12175 A40699 3/19/75
Metal A33800-35999 A33800 10/18/60 35999 6/28/62
'Metal 36000-39447 36000 12127162 39447 9/23/65
M76EMM 36430 1/31/63 38599 9/23/64
M76EMM-M76EMMS 38600 8/31/84 40649 9/20/65
M76EMM-M76EMMS 40650 9/20/65 43299 12/22/66
Metal 41130 5/23(66 44799 12121767
M76EMM-M78EMMS 43300 11/30/66 45049 1/19/68
M78EMM-M78EMMS 45050 1/23/68 46459 11110171
74DM6 A46000 125178 A47899 372179
Metal A47497 5/27/82 A49576 6/29/82
74DM6 A49690 3/9/81 A51400 3/23/83
74DM A51401 7/13/83 A53229 2/10/89
74DM A53230 2110189 AB5749 4122194
74DM AB5708 3/29/94 A56800 9/24/96 56,800 |
MBICK K100 7111/58 K1926 5/26/61
72CK K01 7/31/68 K1699 10/4/79
72CK K1700 11/15/78 K3299 11/24/80
72CK K3300 8/22/80 K4899 4/23/86
72CK K4500 6/17/86 K7051 10/22/96 E
Metal B25 4/20/64 B1091 7113165
Metal BK8409 11/2/66 BK10216 1111167
Metal 59060 10/22/54 59099
L 59228 59267
2y 59413 81 |
M74DM-DC K1735 6/30/61 K3699 1112163
M74DM-DC K3700 10/17/62 K5449 9/21/64
M74DM-DC K5450 9/14/64 K5999 3/24/66
M74DM-DC K7000 3/10/66 K8699 8/24/66
M74DM-DC K8700 8/25/66 K10449 476167
M74DM-DC K10450 6/8/67 K12199 9/27/67
M74DM-DC K12200 1013467 K14084 ' 1/19/68 :1_—:5_:5_—5:]

(2)

(5)

(1
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Metal Cards.xls

Box Marking Serial Number Span
Starting # Date Ending # Dale Totals per Cards
74DM6 K26204 8/21/68 K28049 11/28/69
74DM6 K28050 11/26/68 K29749 6/23/69
74DM8B K29752 8/30/88 K31499 10/16/70
74DMB K31500 3127170 K33249 10/21/71
T4DMB K33250 1021471 K34899 12128472
74DM6 K34900 11/20/72 K36549 8/30/73
74DMB K36550 9/18/73 K38299 5/2474
74DM6 K38300 119475 K39413 11127174 13,209 ]
76EM 7000K 5/31/68 8349K 4/30/69
T6EM 8350K 6/3/69 g799K 6/28/71
76EM 9800K 7120171 11380K 8/24/72
76EM 11400K 7124172 13099K 12114173
76EM 13100K 1128174 14799K 8/26/75
76EM 14800K 8/25/75 16299K 8/19/76
76EM 16300K 7128176 18099K 1412177
76EM 18100K 114123177 19899K 2122179
76EM 199300K 4/9/79 21600K 7/10/80
76EM 21601K 7123/80 23290K 217183
76EM 23291K 2/18/83 24890K 11/18/85
76EM 24B91K 2/26/86 27150K 5/30/90
76EM 27151K 6/20/90 29419K 1/27/95
76EM 29330K 12/20/93 31574K 5/12/97
76AK-76AMB-74CK 30498 5/14/96 30987 9/19/96 24,574 | (3), (4)
[ Total # of Props: 116,940 || (™M

Notes:

(1) These series (out of sequence) were made from McCauley Forgings

(2) Originally all propellers used same serial sequence

(3) First Production 74CK after production stopped in 1987 starts with serial number 30498 (5/14/96)

(4) First Production 76AM after production stopped in 1987 starts with serfal number 30529 (2/22/96)

(5) First Production 74DR after production stopped at unknown date, starts with serial number A55580 (12!20193}

{6) Series sequences are currently used as follows:

BICK, 72CK "K"+4 digits
74DM, 74DC, 7T4DR “A"+5 digits (continuation of original melal serial number sequence)
T4CK, T6AK, TBAM EM sequence minus "K" suffix

7O0CM, 7T6EM EM sequence

(7) Total for Cards listed only

Page 2



	Miscellaneous_Documents_When_Was_My_Propeller_Made_metal_1310572303.pdf
	serial no..pdf
	serial no.2




