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ABSTRACT

This paper focuses on the problem of skin corrosion on the upper wing surfaces of rib-
stiffened aircraft. For maritime and military transport aircraft this often results in multiple
co-located repairs. The common approach to corrosion damage in operational aircraft is to
blend out the corrosion and rivet a mechanical doubler over the region. In particular this
paper describes the results of a combined numerical and experimental investigation into the
ability of the additive metal technology, Supersonic Particle Deposition (SPD), to restore the
load-carrying capacity of rib-stiffened wing planks with simulated skin corrosion. The exper-
imental results reveal that unrepaired skin corrosion can result in failure by yielding. The
experimental results also reveal that SPD repairs to skin corrosion can restore the stress field
in the structure, and can ensure that the load-carrying capability of the repaired structure is
above proof load.
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1.0 INTRODUCTION

The Aloha accident" was one of the first incidents to highlight the potential problem of mul-
tiple interacting corrosion repairs on aircraft skins. This incident revealed the in presence of
external-authorized patch repairs to address multi-site damage, catastrophic failure occurred
when cracking ran from corrosion repair to corrosion repair, as seen in Fig. 1.

The problem of skin corrosion on upper wing surfaces, which is a focal point of this paper,
is seen in many areas of the P3C (Orion) and often results in multiple co-located repairs (see
Fig. 2). The common approach to corrosion damage in operational aircraft is to blend out the
corrosion and rivet a mechanical doubler over the region (see Figs. 1 and 2). Unfortunately,
if the aircraft is operated in an aggressive environment, corrosion can occur over a (rela-
tively) broad area, and this can lead to a number of mechanical repairs that lie in relatively
close proximity. This repair process involves drilling holes that act as stress concentrators
in the base structure; unless the operational environment changes, these holes now provide
additional sites at which corrosion can develop and with the potential of crack initiation and
growth.

In this context it has been shown>~® that, the RUAG Australia’s patented supersonic parti-
cle deposition (SPD) process, which uses aluminium alloy 7075 metal powder with particles
sizes in the range of 30-50m, has the potential to address a range of problems associated
with aircraft structural integrity. Indeed®”, presented the results of a full-scale fatigue test on
an F/A-18 centre barrel that had 12 SPD doublers applied to a range of features, which was
subjected to a measured operational RAAF spectrum. These doublers were found to expe-
rience peak stresses of up to 250MPa without, at 18500 simulated flight hours (which is in
excess of three design life times), any evidence of cracking or delamination®. As such this
test when taken in conjunction with laboratory test results*> highlight the fact that SPD can
withstand representative flight load spectra with peak stresses greater than 200MPa‘®.

RUAG Australia has led a 10-year program of research and development of SPD tech-
nology, and its technical efforts and outcomes have been instrumental to sustainment of
the Australian Defence Force’s aerospace capability. This program to-date has focused on
the recovery of metal components and has been undertaken in close collaboration with
the Australian Defence research establishment, academia and the Australian Defence air-
worthiness authority. The SPD applications have been implemented for substrate geometry
restoration, corrosion protection and wear resistance. RUAG Australia has focused released
in excess of 50 certified repaired products that have achieved in excess of 10,000 accrued
flight hours on three aircraft types. Applications include numerous powder types on numerous
substrate materials(-®).

The potential of SPD to repair skin corrosion on tension dominated surfaces was high-
lighted in Refs. (3, 5 and 9). The capability of SPD to restore the load-carrying capacity of
rib-stiffened wing planks under compression loading with stress corrosion cracking in the ris-
ers has been established in Refs. (5 and 6). The extensive 3D finite element analysis presented
in Ref. (6) revealed the potential for SPD to restore the load bearing capacity of rib-stiffened
wing structures where the upper wing skin was badly corroded and under compression load-
ing. This paper presents the experimental verification of the 3D analysis(® utilising sections
of retired P3C (Orion) upper wing planks with geometries representative of corrosion dam-
age. It is shown that skin corrosion can change the failure mode from global buckling to a
local failure due to exceeding the load carrying capacity of the remaining ligament. It is also
shown that SPD can restore the load carrying capacity of the structure.

Lock-in thermography was used for stress analysis of specimens. This technology
enables conducting stress analysis and estimation of fatigue limits in a non-destructive and
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Figure 1. The linking from multiple repairs in the Aloha, from(®).

Figure 2. Multiple corrosion repairs on a P3C aircraft wing.

non-contact method within a shorter period, and thus users can obtain stress maps immediately
after the test(1?).

2.0 THE TEST PROGRAM

Whereas the finite element analysis study presented in Ref. (6) focused on assessing the effect
of simulated corrosion on the stress distribution in un-corroded and (simulated) corroded P3C
wing skin specimens, this experimental test program focused on assessing the capability of
SPD repairs to restore the load-carrying capacity of specimens with simulated corrosion.
Tests were performed on pristine, simulated corrosion and SPD repaired specimens. To this
end five (5) P3C wing plank specimens were tested, viz:

e One pristine specimen (Specimen 1) in the “undamaged” configuration.

e One pristine specimen (Specimen 6) in the “undamaged” configuration. This spec-
imen was used to further establish the stress distribution in a pristine specimen. It
was chosen since its dimensions were similar to that of Specimen 5, which contained
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Figure 3. Exterior and Interior Views of RHW#07 Upper Wing Panel (P/N 938807-102).

Figure 4. Pristine specimen.

simulated corrosion and was repaired using SPD. This test thereby enabled a direct
comparison with Specimen 5.
e Two specimens (Specimens 2 and 4), which both had (unrepaired) simulated corrosion.
e Two specimens (Specimens 3 and 5) with SPD repairs to the simulated corrosion.

After discussions with Australian P3 user group, observed corrosion is generally circular.
However, because of the difficulty in analysing this geometry a full-width corrosion grindout
is normally assumed when the assessment of the impact of corrosion is conducted (refer to
Fig. 3). Consequently, to more closely represent actual corrosion profiles, the effect of circular
corrosion that lies between two risers has been evaluated.

Specimens were cut from three different P3C wing panels. The nominal geometry of the
pristine specimen is as shown in Fig. 4. The nominal geometry of the simulated corrosion
specimen is shown in Fig. 5. SPD of aluminium alloy 7075 metal powder with particles sizes
in the range of 30—50pum was used to restore the panel geometry. Aluminium alloy 7075
metal powder was selected for its post-deposited mechanical properties and its similarity to
the substrate material to avoid dissimilar metal potential corrosion. The nominal geometry
of the SPD repair is shown in Fig. 6. The dimensions of the test specimens are provided in
Table 1.

Tests to failure were performed on pristine Specimen 1, on Specimens 2 and 4 that con-
tained simulated corrosion but were not repaired and on the SPD repaired panels Specimens 3
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Table 1
Specimen dimensions, the notation used is as per Figs. 4-6
Dimensions Specimen Number
1 2 3 4 5 6
(mm) (mm) (mm) (mm) (mm) (mm)
B 427 4.37 3.97 4.07 3.95 3.98
H 32.80 32.90 30.70 30.90 30.60 31.20
D 122.40 122.00 113.00 114.50 113.90 113.70
D, 4.00 3.00 1.50 2.00 2.00 1.50
D, 4.50 4.50 2.30 2.00 0.50 1.00
Ts 2.26 2.72 2.25 2.32 2.22 2.46
T, - 0.95 0.93 1.38 1.05 -
Ts - — 2.73 — 2.42 —

Corrosion Cut

Figure 5. Specimen with simulated corrosion.

Figure 6. Specimen with SPD repair to the simulated corrosion.

and 5. The strain gauges were installed on these specimens. The locations of the strain gauges
on these specimens are shown in Figs. 7—-11.

The stress (in the skin) versus load curves associated with the pristine specimen, i.e.
Specimen 1, is shown in Fig. 12. Here we see that the response was essentially linear (elas-
tic) with load so that the specimen saw elastic buckling. We also see that Gauge 3, which
was located in the centre of the specimen, has essentially the same reading as gauges 1 and
2, which are located closer to the grips. The elastic buckling associated with Specimen 1 is
confirmed in Fig. 13, which shows the specimen after it has been removed from the test rig.
Here we see that the specimen has essentially returned to its original shape.
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Strain gauge 2

Strain gauge 1

Figure 7. Location of the strain gauges on the front surface of the baseline (un-corroded) specimens.

Strain gauge 4

Strain gauge 3

Figure 8. Location of the strain gauges on the back surface of the baseline (un-corroded) specimens.

The strain and stress versus load curves associated with simulated corrosion Specimens 2
and 4 are presented in Figs. 14—17, respectively. Figures 14 and 16 reveal that the simulated
corrosion resulted in large out of plane displacements and that, as a result, large (post-
yield) strains were seen in the skin at the location of the simulated corrosion. In contrast the
regions remote from the simulated corrosion remained elastic. Figures 15 and 17 reveal that
under loading up to approximately —65.4kN and —67.8kN the skin is behaving linearly for
Specimens 2 and 4, respectively. Once these loads have been reached, the skin in the vicinity
of the simulated corrosion experiences large elastic deformations with yielding commencing
at approximately —127.7kN and —116.6kN for Specimen 2 and Specimen 4, respectively.
(Here it should be noted that MILHDBK 5 lists the yield stress of the 7075-T6 wing skin
as approximately 480MPa.) However, since in accordance with JSSG2006® yielding is not
allowed at 115% design limit load, this means that the maximum load that this panel could
take and still meet the requirements of JSSG2006 that there is no yielding in the wing skin
is approximately 101kN. This corresponds to a remote stress, as determined from the remote
strain gauges, of approximately 177MPa.

In Fig. 18 the testing to failure of Specimen 2 with the simulated corrosion clearly showed
the effect of the localised buckling and the associated plastic yielding. The failure mode
confirms the computational and experimental results presented in Ref. (5), namely that failure
can be a local failure rather than the global buckling failure that is associated with a pristine
specimen.

The strain and stress versus load curves associated with SPD Specimens 3 and 5 are
presented in Figs. 19-22, respectively. Figures 19 and 21 reveal that up to approximately
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Strain gauge 2

Strain gauge 4

Strain gauge 1

Strain gauge 3
Corrosion Cut

Figure 11. Specimen 5 (with SPD repair).

—160kN, the skin is behaving linearly. After an applied load of approximately —160.0kN,
the specimens began to experience a nonlinear behaviour (see Figs. 20 and 22). Photographs
of the failed Specimens 3 and 5 are shown in Figs. 23 and 24, respectively. In the case of
Specimen 5, the SPD restored the buckling load to that of a pristine specimen; post-buckling
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Figure 12. Comparison of the stress versus force, up to the onset of buckling, for the pristine specimen,
i.e. Specimen 1.

Figure 13. Specimen 1 after testing.
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Figure 14. The strain versus force curves for simulated corrosion Specimen 2.

resulted in both cracking and partial disbonding of the SPD. In both cases the remote stresses
in the skin were measured as being above 300MPa (see Figs. 20 and 22). Given that at Design
Limit Load' the peak stresses seen in the P3C wing skin are less than approximately 180MPa,
this means that the SPD repairs withstood proof load without failure.

!For military aircraft the certification requirement as delineated in JSSG2006® is that the airframe
must be able to withstand Proof Load (=1.5 x Design Limit Load) without failure.
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Figure 15. The stress versus force curves for simulated corrosion Specimen 2.
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Figure 16. The strain versus force curves for simulated corrosion Specimen 4.
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Figure 17. The stress versus force curves for simulated corrosion Specimen 4.
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Figure 18. Simulated corrosion Specimen 2 after testing showing the effect of the localised buckling.
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Figure 19. The strain versus force curves for Specimen 3 (with SPD repair).
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Figure 20. The stress versus force curves for Specimen 3 (with SPD repair).

The resultant load deflection curves and a comparison of the buckling loads associated with
the pristine specimen, specimens with simulated corrosion damage and specimens repaired
using SPD is presented in Fig. 25 and in Table 2. Here it should be noted that the differences
in the initial slopes of the load deflection curves is due to the differences in the specimen
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Figure 21. The strain versus force curves for Specimen 5 (with SPD repair).

-210.0 -180.0 -150.0 -120.0  -90.0 -60.0 -30.0 0.0

0.0
! ] -50.0
] -100.0
] -150.0

-200.0

Stress (MPa)

-250.0

262.4 MPa |
4 -300.0
—Strain Gauge 1 ——Strain Gauge 2 ]

——Strain Gauge 3 Strain Gauge 4 -350.0

-400.0

Axial Force (kN)

Figure 22. The stress versus force curves for Specimen 5 (with SPD repair).

Figure 23. Specimen 5 after testing.

geometries. For example, since the thickness of the ribs in Specimen 1 is significantly greater
than that of the ribs in Specimens 3 and 5 (the SPD repaired specimens), the slopes of the
load-deflection curves differ. This was confirmed by static tests on specimens prior to the
machining of the simulated corrosion.
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Figure 24. Specimen 5 after testing.
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Figure 25. Load deflection and buckling loads associated with each specimen.

Furthermore, as shown in Table 2, the computed and measured buckling loads agreed to
within 4%.

3.0 VALIDATION OF STRESS DISTRIBUTION ANALYSIS
USING THERMOGRAPHY

Lock-in thermography was used for stress analysis of specimens, see Fig. 26.

This technology enables conducting stress analysis and estimation of fatigue limits in a
nondestructive and non-contact method within a shorter period, and thus users can obtain
stress maps immediately after the test(!9).

Prior to testing the SPD repaired specimens (Specimen 3 and 5), strain gauge measurements
and infra-red thermography stress measurements were performed in the unrepaired configu-
ration along with pristine Specimen 6 (see Fig. 27). The tests were repeated with SPD repairs
being incorporated in Specimens 3 and 5 (see Fig. 28). Two test programs were performed:
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Specimen

1 (pristine specimen)

2 (simulated corrosion)

3 (SPD repair to
simulated corrosion)

4 (simulated corrosion)

5 (SPD repair)

Buckling
load (kN)
233
143

206

150

197

Table 2

Buckling loads associated with Specimens 1-5

Comment

Elastic buckling. On unloading the specimen
returned to its original shape.

Extensive plastic yielding. On unloading the
specimen was extensively deformed.

Elastic buckling. On unloading the specimen
returned to its original shape.

The remote failure stain exceeded the Proof
Load strains for the wing.

Plastic yielding. On unloading the specimen
permanently deformed.

The SPD restored the buckling load.
The remote failure stain exceeded the Proof
Load strains for the wing.

Computed buckling load for the test
geometry in kN. The percentage difference
from the measured buckling load is in
brackets

243 (4%)

143 (1%)

For a specimen with the same geometry but

with no simulated corrosion and no SPD the
computed buckling load was 218kN. Thus
allowing for errors the SPD repair essentially
restored the buckling load to that of a pristine
panel.

159 (6%)

For a pristine specimen with the same

geometry, i.e. with no simulated corrosion
and no SPD, the computed buckling load was
206kN. Thus allowing for errors the SPD
essentially restored the buckling load to that
of a pristine panel.
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Figure 27. Thermography stress distribution — Specimens 6 (pristine), Specimen 3 (unrepaired) and
Specimen 5 (unrepaired).
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Table 3
Measured stresses at —50kN using strain gauges

Location
Compression 1 2 3 4
(—50kN) (MPa)
Specimen 3 (SPD) —-92.7 —71.5 —77.2 —60.8
Specimen 5 (SPD) —99.8 —80.6 —79.6 —82.9
Specimen 6 (Pristine) —99.1 —-96.9 —-99.4 —-99.1

Table 4
Stress range measured during infra-red thermography test

Location
Cyclic test with loads ranging 1 2 3 4
from (—5 to —55kN) (MPa)
Specimen 3 (SPD) —92.8 —71.7 —78.0 —61.2
Specimen 5 (SPD) —-99.4 —80 —78.7 —82
Specimen 6 (Pristine) —-99.6 —95.7 —98.7 —-99.2

;
.
-
t
.
1
9
"n

Figure 28. Thermography stress distribution — Specimens 6 (pristine), Specimen 3 (SPD repaired) and
Specimen 5 (SPF repaired).

e A static compression test with the loads varying from 0 to —50kN.
e A cyclic load test with the loads varying from 5 to 55kN at a frequency of 4Hz.

As shown in Tables 3 and 4 excellent agreement was obtained.
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4.0 CONCLUSION

The present paper has confirmed prior analytical studies in that it has shown that SPD can be
used to repair skin corrosion in rib-stiffened wing skins. Whilst the specific focus is on wing
planks with geometries representative of P3C (Orion) upper wing planks, the results should be
equally applicable to other aircraft which have a similar wing structure (e.g. C130 Transport
aircraft). It is found that skin corrosion can change the failure mode from global buckling to a
local failure due to exceeding the load carrying capacity of the remaining ligament. It is also
found that SPD can restore the load carrying capacity of the structure to a level in excess of
that associated with proof load.

REFERENCES

1. Henpbricks, W.R. The Aloha-Airlines accident — a new era for aging aircraft. In Structural Integrity
of Aging Airplanes, Atluri S.N., Sampath S.G. and Tong P, (Eds), Springer-Verlag, 1991, Berlin,
Heildelberg, pp 153-165.

2. Jones R., MaTTHEWS N., Roporouros C.A., Carns K. and PitT S. On the use of supersonic particle
deposition to restore the structural integrity of damaged aircraft structures, Int J Fatigue, 2011,
33, (9), pp 1257-1267.

3. Jones R.,, MarTHEWS N., GREEN R. and PEnG D. On the potential of supersonic particle deposition
to repair simulated corrosion damage, Eng Fract Mech, 2015, 137, pp 26-33.

4. Jones R., MoLENT L., BARTER S., MATTHEWS N. and TamBoLl D. Supersonic particle deposition
as a means for enhancing the structural integrity of aircraft structures, Int J Fatigue, 2014, 68,
pp 260-268.

5. Jones R., MattHEws N., PExG D., PHaN N. and Ncuven T. Applications of SPD to enhance
the structural integrity of corroded airframes. In Aircraft Sustainment and Repair, Jones R.N.,
Matthews A.A.B. and Champagne V., Jr., (Eds) Elsevier Butterworth-Heinemann Press, 2018,
Oxford, UK, Chapter 16, pp 863-906, ISBN 9780081005408.

6. Jones R., PenG D., MattHEWS N. and Orcrowski N. A study into the ability of SPD to restore
the buckling strength and modes of rib stiffened panels with simulated stress corrosion cracks,
Int J Struct Integr, 2017, 8, (1), pp 63-78.

7. CHAMPAGNE V., Jr., MATTHEWS N. and CHAMPAGNE V., I11. Introduction to supersonic particle depo-
sition. In Aircraft Sustainment and Repair, Jones R., Matthews N., Baker A.A. and Champagne
V., Jr., (Eds), Elsevier Butterworth-Heinemann Press, 2018, Oxford, UK, Chapter 14, pp 799-840,
ISBN 9780081005408.

8. MarTtHEws N. Additive metal technologies for aerospace sustainment management. In Aircraft
Sustainment and Repair, Jones R., Matthews N., Baker A.A. and Champagne V., Jr., (Eds),
Elsevier Butterworth-Heinemann Press, 2018, Oxford, UK, Chapter 15, pp 845-861, ISBN
9780081005408.

9.  MAaTTHEWS N., MOLENT L., BARTER S. and Jones R. Application of SPD to enhance the structural
integrity of fuselage skins and centre barrels metal technologies for aerospace sustainment man-
agement. In Aircraft Sustainment and Repair, Jones R., Matthews N., Baker A.A. and Champagne
V., Jr., (Eds), Elsevier Butterworth-Heinemann Press, 2018, Oxford, UK, Chapter 17, pp 907-929,
ISBN 9780081005408.

10. Jones R., KrisunariLLar M., Carns K. and MaTHEWs N. Application of infrared thermography to
study crack growth and fatigue life extension procedures, Fatigue Fract Eng Mater Struct, 2010,
33, (12), pp 871-884.

https://doi.org/10.1017/aer.2019.158 Published online by Cambridge University Press


https://doi.org/10.1017/aer.2019.158

	INTRODUCTION
	THE TEST PROGRAM
	VALIDATION OF STRESS DISTRIBUTION ANALYSIS USING THERMOGRAPHY
	CONCLUSION
	References
	REFERENCES


<<
  /ASCII85EncodePages false
  /AllowTransparency false
  /AutoPositionEPSFiles false
  /AutoRotatePages /PageByPage
  /Binding /Left
  /CalGrayProfile (Dot Gain 20%)
  /CalRGBProfile (sRGB IEC61966-2.1)
  /CalCMYKProfile (U.S. Web Coated \050SWOP\051 v2)
  /sRGBProfile (sRGB IEC61966-2.1)
  /CannotEmbedFontPolicy /Error
  /CompatibilityLevel 1.3
  /CompressObjects /Tags
  /CompressPages true
  /ConvertImagesToIndexed true
  /PassThroughJPEGImages true
  /CreateJDFFile false
  /CreateJobTicket false
  /DefaultRenderingIntent /Default
  /DetectBlends true
  /DetectCurves 0.1000
  /ColorConversionStrategy /LeaveColorUnchanged
  /DoThumbnails false
  /EmbedAllFonts true
  /EmbedOpenType false
  /ParseICCProfilesInComments true
  /EmbedJobOptions true
  /DSCReportingLevel 0
  /EmitDSCWarnings false
  /EndPage -1
  /ImageMemory 1048576
  /LockDistillerParams true
  /MaxSubsetPct 100
  /Optimize true
  /OPM 1
  /ParseDSCComments true
  /ParseDSCCommentsForDocInfo true
  /PreserveCopyPage false
  /PreserveDICMYKValues true
  /PreserveEPSInfo false
  /PreserveFlatness true
  /PreserveHalftoneInfo false
  /PreserveOPIComments false
  /PreserveOverprintSettings true
  /StartPage 1
  /SubsetFonts true
  /TransferFunctionInfo /Remove
  /UCRandBGInfo /Remove
  /UsePrologue false
  /ColorSettingsFile ()
  /AlwaysEmbed [ true
  ]
  /NeverEmbed [ true
  ]
  /AntiAliasColorImages false
  /CropColorImages true
  /ColorImageMinResolution 150
  /ColorImageMinResolutionPolicy /OK
  /DownsampleColorImages true
  /ColorImageDownsampleType /Bicubic
  /ColorImageResolution 300
  /ColorImageDepth -1
  /ColorImageMinDownsampleDepth 1
  /ColorImageDownsampleThreshold 1.50000
  /EncodeColorImages true
  /ColorImageFilter /DCTEncode
  /AutoFilterColorImages true
  /ColorImageAutoFilterStrategy /JPEG
  /ColorACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /ColorImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000ColorACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000ColorImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasGrayImages false
  /CropGrayImages true
  /GrayImageMinResolution 150
  /GrayImageMinResolutionPolicy /OK
  /DownsampleGrayImages true
  /GrayImageDownsampleType /Bicubic
  /GrayImageResolution 300
  /GrayImageDepth -1
  /GrayImageMinDownsampleDepth 2
  /GrayImageDownsampleThreshold 1.50000
  /EncodeGrayImages true
  /GrayImageFilter /DCTEncode
  /AutoFilterGrayImages true
  /GrayImageAutoFilterStrategy /JPEG
  /GrayACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /GrayImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000GrayACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000GrayImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasMonoImages false
  /CropMonoImages true
  /MonoImageMinResolution 400
  /MonoImageMinResolutionPolicy /OK
  /DownsampleMonoImages true
  /MonoImageDownsampleType /Bicubic
  /MonoImageResolution 1200
  /MonoImageDepth -1
  /MonoImageDownsampleThreshold 1.50000
  /EncodeMonoImages true
  /MonoImageFilter /CCITTFaxEncode
  /MonoImageDict <<
    /K -1
  >>
  /AllowPSXObjects false
  /CheckCompliance [
    /None
  ]
  /PDFX1aCheck false
  /PDFX3Check false
  /PDFXCompliantPDFOnly false
  /PDFXNoTrimBoxError true
  /PDFXTrimBoxToMediaBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXSetBleedBoxToMediaBox true
  /PDFXBleedBoxToTrimBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXOutputIntentProfile (None)
  /PDFXOutputConditionIdentifier ()
  /PDFXOutputCondition ()
  /PDFXRegistryName ()
  /PDFXTrapped /False

  /Description <<
    /CHS <FEFF4f7f75288fd94e9b8bbe5b9a521b5efa7684002000410064006f006200650020005000440046002065876863900275284e8e9ad88d2891cf76845370524d53705237300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c676562535f00521b5efa768400200050004400460020658768633002>
    /CHT <FEFF4f7f752890194e9b8a2d7f6e5efa7acb7684002000410064006f006200650020005000440046002065874ef69069752865bc9ad854c18cea76845370524d5370523786557406300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c4f86958b555f5df25efa7acb76840020005000440046002065874ef63002>
    /DAN <>
    /DEU <>
    /ESP <>
    /FRA <>
    /ITA <>
    /JPN <FEFF9ad854c18cea306a30d730ea30d730ec30b951fa529b7528002000410064006f0062006500200050004400460020658766f8306e4f5c6210306b4f7f75283057307e305930023053306e8a2d5b9a30674f5c62103055308c305f0020005000440046002030d530a130a430eb306f3001004100630072006f0062006100740020304a30883073002000410064006f00620065002000520065006100640065007200200035002e003000204ee5964d3067958b304f30533068304c3067304d307e305930023053306e8a2d5b9a306b306f30d530a930f330c8306e57cb30818fbc307f304c5fc59808306730593002>
    /KOR <FEFFc7740020c124c815c7440020c0acc6a9d558c5ec0020ace0d488c9c80020c2dcd5d80020c778c1c4c5d00020ac00c7a50020c801d569d55c002000410064006f0062006500200050004400460020bb38c11cb97c0020c791c131d569b2c8b2e4002e0020c774b807ac8c0020c791c131b41c00200050004400460020bb38c11cb2940020004100630072006f0062006100740020bc0f002000410064006f00620065002000520065006100640065007200200035002e00300020c774c0c1c5d0c11c0020c5f40020c2180020c788c2b5b2c8b2e4002e>
    /NLD (Gebruik deze instellingen om Adobe PDF-documenten te maken die zijn geoptimaliseerd voor prepress-afdrukken van hoge kwaliteit. De gemaakte PDF-documenten kunnen worden geopend met Acrobat en Adobe Reader 5.0 en hoger.)
    /NOR <>
    /PTB <>
    /SUO <>
    /SVE <>
    /ENU (Use these settings to create Adobe PDF documents best suited for high-quality prepress printing.  Created PDF documents can be opened with Acrobat and Adobe Reader 5.0 and later.)
  >>
  /Namespace [
    (Adobe)
    (Common)
    (1.0)
  ]
  /OtherNamespaces [
    <<
      /AsReaderSpreads false
      /CropImagesToFrames true
      /ErrorControl /WarnAndContinue
      /FlattenerIgnoreSpreadOverrides false
      /IncludeGuidesGrids false
      /IncludeNonPrinting false
      /IncludeSlug false
      /Namespace [
        (Adobe)
        (InDesign)
        (4.0)
      ]
      /OmitPlacedBitmaps false
      /OmitPlacedEPS false
      /OmitPlacedPDF false
      /SimulateOverprint /Legacy
    >>
    <<
      /AddBleedMarks false
      /AddColorBars false
      /AddCropMarks false
      /AddPageInfo false
      /AddRegMarks false
      /ConvertColors /ConvertToCMYK
      /DestinationProfileName ()
      /DestinationProfileSelector /DocumentCMYK
      /Downsample16BitImages true
      /FlattenerPreset <<
        /PresetSelector /MediumResolution
      >>
      /FormElements false
      /GenerateStructure false
      /IncludeBookmarks false
      /IncludeHyperlinks false
      /IncludeInteractive false
      /IncludeLayers false
      /IncludeProfiles false
      /MultimediaHandling /UseObjectSettings
      /Namespace [
        (Adobe)
        (CreativeSuite)
        (2.0)
      ]
      /PDFXOutputIntentProfileSelector /DocumentCMYK
      /PreserveEditing true
      /UntaggedCMYKHandling /LeaveUntagged
      /UntaggedRGBHandling /UseDocumentProfile
      /UseDocumentBleed false
    >>
  ]
>> setdistillerparams
<<
  /HWResolution [2400 2400]
  /PageSize [612.000 792.000]
>> setpagedevice


