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Executive summary

The Annual Safety Recommendation review is produced by the European Aviation Safety Agency
(EASA). This edition provides an overview of the safety recommendations that have been
addressed to EASA in 2009. It also presents the replies produced during the year.

This annual review aims at providing a feedback on the follow-up given to Safety
Recommendations in the context of openness, transparency and accountability that characterises
the European Public Administration.

Apart from its safety related information character, this review is also expected to provide relevant
information related to raised safety concerns, both for EASA itself, as well as its stakeholders,
including the European public.
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1 Introduction

At European Union level, the basic principles governing the investigation of accidents and serious
incidents are included in the Directive 94/56/EC of 21 November 1994. This Directive is compliant
with international recommended practises as described in Annex 13 to the Chicago Convention.
According to those principles, accidents and serious incidents have to be investigated. Investigation
reports and the related safety recommendations are communicated to the competent aviation
authorities for consideration and appropriate action, as needed.

Basic Regulation EC No 216/2008, last amended by Regulation (EC) No 1108/2009 of the European
Parliament and of the Council of 21 October 2009, defines the objectives of the EASA. It states that
“Results of air accident investigations should be acted upon as a matter of urgency, in particular
when they relate to defective aircraft design and/or operational matters, in order to ensure
consumer confidence in air transport”.

Currently EASA’s remit involves type-certification, (aircraft, engines, etc), flight operations and
flight crew licensing, approval and oversight of aircraft design organisations as well as of
production and maintenance organisations outside the EU. EASA is also directly involved in the
European aviation safety rulemaking process. EASA’s remit has been expanded in 2009 to Air
Traffic Management and Airport. As a consequence, EASA has adopted an organisational structure
commensurate to its activities.

Thus, the handling of the safety recommendations in both an expeditious and responsible manner
constitutes one of the pivotal responsibilities of EASA. Consequently, EASA provides responses to
Safety Recommendations addressed to it and publishes an annual review of the safety
recommendations handled in 2009 with a statistical overview of the situation.

The aim of this annual safety recommendations review is twofold.

First, the review presents general statistical data of the final safety recommendations that the
Accidents Investigation Boards have addressed to EASA in 2009. It gives an overview of the work
performed by EASA in the area of safety recommendations.

Second, it presents the replies that EASA has given in 2009 to safety recommendations and shows
the safety concerns that have been managed and their follow-up.
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2 Overview of Safety Recommendations in 2009

2.1 Safety recommendations received in 2009

During the year 2009, 108 final safety recommendations® were received by EASA. These safety
recommendations were related to 51 different occurrences?.

The total annual number of the final safety recommendations that the Agency has received so far,
is shown in Chart 1.

As observed, in 2009 the number of final safety recommendations increased by 90% in relation to
2008.
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Chart 1: Final Safety Recommendations per year

As the remit of EASA expanded, final safety recommendations related to this new remit and initially
addressed to the Member States were transferred to EASA.

! Safety recommendation which has taken its final form, usually contained in an investigation
report.

>The number of safety recommendations which have been addressed to EASA but are still in a draft
form, is not included.
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Also, in some exceptional cases EASA, acting on its own initiative, has taken on board final safety
recommendations which, although they were not addressed to it, were found to fall within its area
of activities.

2.2 Origin of the final safety recommendations received in 2009

In 2009, Accident Investigation Boards of 18 different States addressed final safety
recommendations to EASA.

With the exemption of 4 countries (USA, Canada, Ecuador, and Malaysia), which addressed to
EASA 7 final safety recommendations accounting for 6% of the total amount, the remaining part
was issued by EASA Member States. This part accounts for 94%.

2.3 Trends of investigated occurrences giving way to safety
recommendations in 2009, by categories

Drawing up a categorisation from a number of relatively limited events has to be carried out with
caution. However, a distribution of the occurrences addressed in 2009 to the Agency, for which
safety recommendations were issued, has been done.

In chart 2, the outcome of the distribution of investigated occurrences by aircraft mass group
shows two main categories which are the aircraft below 2 250 kg (30%) and the large aircraft, with
a mass from 27 000 kg until 272 000 kg and above (38%).

=272 000 Kg: 8%

0-2 250 Kg: 30%

27 001 to 272 000 Kg: 30%

2251105700 Kg: 18%
5701 to 27 000 Kg: 14%

Chart 2 Occurrences by aircraft mass group

As shown in Chart 3, the majority of events are related to commercial air transport operations. In
General Aviation, only aircraft not referred into Annex II of the Basic Regulation are considered.
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Aerial Work: 12%

General Aviation: 26%

Commercial Air Transport : 62%

Chart 3 Occurrences by type of operation

Categorising occurrences by event type (Chart 4) indicates that the majority of events were related
to the operation of the aircraft, rather than a failure of an aircraft system or component.

Aircraft/system/component: 39%

Aircraft operation general: 61%

Chart 4 Occurrences by event type

The outcome of this general presentation of occurrences by categorisation provides a good picture
of the occurrences’ context. Associated to the literature review of safety recommendations

addressed to EASA, this overview can give the main trends of the safety recommendations issued
in 2009.
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These main trends are related to Rulemaking, design and icing issues. In the field of Rulemaking, it

has to be mentioned that recurrent safety actions are expected on improving flight recorder design

and serviceability.

2.4 Thematic distribution of final recommendations received in 2009

Compared to 2008, the thematic distribution of the final safety recommendations covers a wider
range of safety concerns identified by the Accident Investigation Boards during the investigation
process. This range of concern is taken into account by several units that have established
responsibilities to act in the domain. The various area in which the EASA is taking actions are as
followed.

The Executive directorate (E) concentrates the executive tasks for managing the Agency as a
whole. The area in which the EASA is taking action is as followed:

E - Safety Analysis & Research for safety studies and research projects related to safety
recommendations follow-up.

The Rulemaking Directorate (R) produces opinions addressed to the Commission and certification
specifications, including airworthiness codes and acceptable means of compliance, as well as any
guidance material for the application of Regulation and its implementing rules. The handling of
Safety Recommendations is dealt with:

R - Product Safety for the initial and continuing airworthiness.

R - Flight Standard for the flight crew licensing and air operations.

R - ATM/Airport Safety for air traffic management and aerodromes.

The Certification Directorate (C) concentrates all certification tasks, consisting of type certification
and continued airworthiness of products, parts and appliances; as well as the environmental
approval of products; the handling of safety recommendations is dealt with:

C - Large Aeroplanes

C - General Aviation

C - Rotorcraft, balloons, airships

C - Propulsion

C - Flight Standards

C - Experts section

The Approvals and Standardisation Directorate (S) performs inspections, training and
standardisation programmes to ensure uniform implementation of European aviation safety
legislation in all Member States. It also deals with design organisations and production
organisations approval; foreign organisations approval; and coordinates the European Community
programme SAFA (Safety Assessment of Foreign Aircraft) regarding the safety of foreign aircraft
using Community airports. The handling of Safety Recommendations is dealt with:

S - Organizations

S - SAFA coordination
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S - Standardisation

As shown in Chart 5, the final safety recommendations whose content was related to certification
issues corresponded to 49%. 43% had a rulemaking character. The remaining 8% came within the
field of Safety Analysis & Research.

E - Safety Analysis &
Research C - Flight Standards
8% 5%
C - Parts & Appliances

/ 1%
C - Large Aeroplanes
_ 22%

C - General Aviation
2%

R - Product Safety
24%

C - Propulsion
6%

R - Flight Standards
19%

C - Rotorcraft, Balloons,
C - Experts Section Airships
2% 11%

Chart 5: Thematic distribution of Final Safety Recommendations in 2009

Thus, taking into account that there are areas in which EASA’s involvement is growing, it is
expected that in the future, the number of safety recommendations sent to EASA will further
increase, considering the new expanded EASA’s competencies to other aviation areas.
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3 Final safety recommendations replied

3.1 Final Safety Recommendations replied in 2009

In 2009, EASA replied to 118 final safety recommendations, concerning 69 different events. The
final safety recommendations that were reviewed and replied had been received in the years 2004
(3%), 2005 (4%), 2006 (5%), 2007 (9%), 2008 (15%) and 2009 (64%).

In March 2009 a new procedure establishing a formal first reply within 90 days of receipt of the
safety recommendation has been put in place. Whenever a progress is made, a new updated reply
is provided until the closure of the safety recommendation.

Only when the final safety recommendation is closed, the final assessment is given using the
definitions of classification categories® given in Annex C.

Thus, in 2009, EASA agreed with the final safety recommendations made by the Accident
Investigation Boards in 57% of the cases. Furthermore, in 23% of the cases EASA partially agreed
with the final safety recommendations made, while in another 20% the final safety
recommendations were not agreed with, as depicted in Chart 6.

Partial Agreement;
23%

Agreement;
57%

Disagreement;
20%

Chart 6: Categories of replies to Final Safety Recommendations in 2009

3.2 Status of final safety recommendations replied in 2009

As far as the status of the safety recommendations replied in 2009 is concerned, 61 (50%) final
safety recommendations were classified as closed, while another 61 (50%) remained open, as it

3 These definitions of classification categories have been developed in co-operation with the
European Accident Investigation Agencies and are part of a wider set of internal procedures and

actions undertaken, in order to better organise the handling of safety recommendations.
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was assessed that further actions were required in order to fully address the final safety

recommendations made, as displayed in Chart 7.

SRs Closed; 61; 50%

SRs Open ; 61; 50%

Chart 7: Status of Final Safety Recommendations replied in 2009

3.3 Concluding actions

When a safety recommendation is closed, if the closing status is “Agreement” or “Partial
Agreement” a concluding action is always attributed. Whenever the closing status is
“Disagreement”, no concluding action is attributed.

As shown in Chart 8, in the majority of the closed final safety recommendations classified as
“agreement” or “partial agreement” (80%), it was determined that considering a modification in
Continuing Airworthiness by adding or modifying Rule Directives would be the best way to address
the safety recommendation.

It should be reminded that such rule changes require significant amount of time, thus affecting the
overall picture of the open final safety recommendations. As such, a regulatory modification has a
wider impact on the overall aviation system and needs to be carefully assessed before being
implemented. Such rulemaking activity requires getting the feedback of qualified entities and
needs a minimum of stability and continuity to be implemented by organisations and States.

This is why the processing of some rulemaking activities and associated recommendations can take
years. Consequently, the proportion of recommendations related to rule changes is increasing
every year.
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Standardisation

Issue/Compliance w ith Add-Modify Procedure;
procedure-rule; 5% 5%

Inspection; 5%

None; 20%
Study; 2%

3

Rule Change/Add-Modify
Rule-Directive; 20%

Airw orthiness
Directive/Add-Modify Rule-
Directive; 32%

i/

Safety Information
Notice/Information; 11%

Chart 8: Concluding actions in 2009

The other important area is Continuing Airworthiness. Unlike the rulemaking activity, the follow-up
of such activity has a narrower impact and tends to be implemented shortly afterwards.

It should also be noted that in 20% of these final safety recommendations, it was found that no
action was needed to be taken by EASA. This is the case when the safety recommendation was
disagreed and closed.

Conclusions

In the year 2009, the number of final safety recommendations addressed to EASA has almost
doubled since last year, as well as the number of replies.

It is expected that in the future the number will increase further, following the expansion of EASA’s
competences.

The majority of the final safety recommendations has been addressed to EASA by the Accident
Investigation Boards of the Member States.

The largest part of the final safety recommendations received in 2009 was related to certification
issues.
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4 Annex A: Replies to Recommendations in 2009

All responses made in 2009 to Final Safety Recommendations are listed below. They are sorted by
country of origin and grouped by occurrence.
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AUSTRALIA !

Registration Aircraft Type Location Date of | Event
event Type
VH-KTV CESSNA - 172 West Australia 22/02/2002 | Accident

Synopsis of the event: A Cessna 172P (C172) aircraft, VH-KTV and a foreign registered TL
Ultralight Sting aircraft, OK-GUU39, converged and collided at low altitude in the vicinity of the
threshold of runway 24 right (24R) at Jandakot, WA. The occupants of both aircraft were
uninjured. The TL Ultralight Sting (GUU39) was substantially damaged and the C172 sustained only
minor damage.

Final Safety Recommendation ASTL-2005-001: The ATSB recommends that as a priority the
EASA liaise with the US FAA and the ICAO to develop an international standard for the marking on
all aircraft with rocket-assisted recovery parachute systems to ensure that they fully alert persons
to the hazards and the danger areas on the aircraft.

Reply: In response to the safety recommendation, as advised in EASA D (2006) E2/1VI/53715 the
recommendation has been addressed to and also responded by ICAO.

As a result of the ICAO investigation, ICAO published the State Letter AN 6/26-05/46 dated 12
August 2005, warning states of the danger of rocket- assisted parachute systems and amendments
to the Manual of Aircraft Accident and Incident Investigation (Doc 9756 part III - Advance edition).
The ICAO Airworthiness Panel concluded that requiring a warning placard would increase safety,
however in some conditions associated with aircraft accidents such a warning placard would not be
visible until personnel are within the danger zone, hence the mandatory carriage of such a placard
would be of limited benefit.

As a result of the above ICAO State Letter and Airworthiness Panel review, the Agency considers
that no further action is required.

Category: Agreement - Status: Closed

! The countries whose Accident Investigation Agencies issued the safety recommendations are
presented in alphabetical order.
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Registration Aircraft Type Location Date of | Event
event Type
OE-EXF AEROSPATIALE - | Sélden 05/09/2005 | Accident
SA315

Synopsis of the event: During a cargo sling operation, the external cargo loads was released in
flight and hit a cableway.

Final Safety Recommendation AUST-2005-001: The Aircraft manufacturer shall release a time
limit for the usage of P/N PB220. This time limit shall be chosen in a way to assure a proper
function of the switch until its removal.

Reply: EASA accepts the Flugunfalluntersuchungsstelle finding that the accident could have been
caused by inadvertent operation of the P/N PB220 switch. However, an investigation of the switch
design, including an assessment of old switches of the same part number from SA315 helicopters,
has been carried out by the switch manufacturer Goodrich. This investigation was supported by
Eurocopter and Bureau d’Enquétes et d’Analyses pour la sécurité de l'aviation civile (BEA) and
concluded that the switch is unlikely to have been the cause of the inadvertent cargo release.

In addition to the investigation of the switch, Eurocopter have discussed the configuration of Lama
s/n 2278 with the operator. At the time of the accident the configuration included a mechanical
release handle supplemental type certificate (STC) held by company ERC and a hook STC held by
the company On Board. It has been determined by Eurocopter that the combination of these STCs
with the SA315 helicopter can present problems with adjustment of the length of the mechanical
release system cable. Depending on the mechanical release system configuration and the load on
the hook, the release position of the handle can vary significantly. The operator stated that
following the STC installation instructions results in an incorrect setting of the cargo release
position.

On the basis of the information provided to date by the Flugunfalluntersuchungsstelle, BEA, DGAC
and Eurocopter, the Agency has concluded that there is insufficient information to fully understand
all of the factors which may have contributed to this accident. Accordingly, in the absence of
satisfactory evidence to determine the cause of this accident, EASA is not in a position to introduce
a mandatory time limit on the P/N PB220 switch.

Category: Partial Agreement - Status: Closed

Registration Aircraft Type Location Date of | Event
event Type
OE-FCL DIAMOND - DA42 Sankt Pantaleon 20/07/2007 | Accident

Synopsis of the event: Der Pilot fliihrte mit einem Passagier vom Flughafen Linz zum Flugplatz
Krems/Gneixendorf mit dem gegenstandlichen Luftfahrzeug einen Privatflug durch. Beim Riickflug
nach Linz fiel nach dem Start das rechte Triebwerk aus, worauf der rechte Propeller in
Segelstellung wechselte. Der Pilot wollte jedoch den Flug zum Zielflugplatz fortsetzen. Da er
Probleme bekam, den ausfallsbedingten Momentenausgleich zu bewerkstelligen und Flughdhe
verlor, versuchte er das rechte Triebwerk wieder zu starten, was jedoch misslang. Der rechte
Propeller befand sich nunmehr nicht mehr in Segelstellung, wodurch das Luftfahrzeug starker an
Flughdhe verlor. Der Pilot entschloss sich nahe St. Pantaleon/NO zu einer Notlandung. Im
Endanflug bemerkte er eine etwa quer zur Anflugrichtung verlaufende Stromleitung, die er
versuchte zu unterfliegen. Nach dem Aufsetzen lberschlug sich das Luftfahrzeug. Der Pilot wurde
schwer, seine Passagierin leicht verletzt. Das Luftfahrzeug wurde zerstort.
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Final Safety Recommendation AUST-2009-008: Festlegung von Triebwerksausfallen als Major
Event im Rahmen der Zertifizierung von Luftfahrzeugen bzw. Triebwerken nach den Certification
Specifications 23 (CS-23) bzw. Certification Specifications Engines (CS-E):

Derzeit werden im Rahmen von Zertifizierungen von Luftfahrzeugen nach den CS-23 bzw. den CS-
E Triebwerksausfalle als Minor Event eingestuft. Fir ein- und zweimotorige Luftfahrzeuge, die nach
den CS-23 zertifiziert sind, stellt jedoch ein Triebwerksausfall eine schwere Stérung mit hohem
Gefahrdungspotential dar (z.B. mehrere Unfdlle der DA 42 nach Ausfall eines einzelnen
Triebwerkes).

Im Rahmen von Zertifizierungen von Luftfahrzeugen bzw. Triebwerken nach den CS-23 bzw. CS-E
sollten Triebwerksausfalle als Major Event gewertet werden.

Reply: EASA acknowledges receipt of this Safety Recommendation. Please be advised that it is
under consideration and that the outcome will be communicated to you in due course.
Category: Unknown - Status: Open

Final Safety Recommendation AUST-2009-009: Gesamtanalyse der Auswirkungen der
Acceptable Means of Compliance (AMC), der Certification Review Items (CRI) bzw. der Special
Conditions im Rahmen von Zertifizierungen von Luftfahrzeugen/Triebwerken/Propeller nach
Certification Specifications 23 (CS-23), Certification Specifications Engines (CS-E) bzw.
Certification Specifications Propeller (CS-P):

Im Rahmen der Zertifizierungen von Luftfahrzeugen/Triebwerken/Propellern nach CS-23/CS-E/CS-
P kénnen und werden aus verschiedenen Grinden (z.B. weil die CS-23/CS-E/CS-P noch keine
Regelungen enthalten, die dem Stand der Technik entsprechen, auf Wunsch des Herstellers o.a.)
oft zahlreiche CRI's bzw. Special Conditions festgelegt, die Teil der genehmigten Zertifizierung
werden. Auch wenn einzelne AMC’s, CRI's bzw. Special Conditions unproblematisch erscheinen,
besteht dennoch die Moglichkeit, dass diese im Zusammenwirken mit anderen AMC's, CRI’s bzw.
Special Conditions im Betrieb des Gesamtluftfahrzeuges zu kritischen Stérungen fiihren kénnen.

Im Rahmen von Zertifizierungen von Luftfahrzeugen, Triebwerken und Propellern nach CS- 23, CS-
E beziehungsweise CS-P sollten die AMC’s, CRI's und Special Conditions in Bezug auf maégliche
Auswirkungen auf das Gesamtluftfahrzeug einer Gesamtanalyse unterzogen werden.

Reply: EASA acknowledges receipt of this Safety Recommendation. Please be advised that it is
under consideration and that the outcome will be communicated to you in due course.
Category: Unknown - Status: Open

Final Safety Recommendation AUST-2009-010: MaBnahmen zur Verbesserung der
Flugleistung und der Steuerfahigkeit nach Ausfall eines Antriebes bei zweimotorigen, nach den CS-
23 zertifizierten Luftfahrzeugen:

Es wurde festgestellt, dass Piloten der DA 42 nach Ausfall eines Triebwerkes Steuerungsprobleme
und Probleme hatten, die Flughéhe zu halten.

Im Vergleich zu Verkehrspiloten sind Piloten von Luftfahrzeugen, die nach der CS-23 zugelassen
sind, im Regelfall weniger umfangreich ausgebildet, haben weniger Ubung und Flugerfahrung und
fliegen auBerdem im Regelfall als ,,Single Pilot".

In den Zulassungsvorschriften sollten geeignete MaBnahmen gesetzt werden, die es Piloten von
zweimotorigen, nach den CS-23 zertifizierten Luftfahrzeugen nach Ausfall eines Triebwerkes (vor
allem des kritischen Triebwerkes) erméglichen, der aufgetretenen schweren Stérung sicherer zu
begegnen (z.B. Verbesserung der Steuerfahigkeit, Erhdhung der vorgeschriebenen
Leistungsreserven).

Reply: EASA acknowledges receipt of this Safety Recommendation. Please be advised that it is
under consideration and that the outcome will be communicated to you in due course.
Category: Unknown - Status: Open
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Final Safety Recommendation AUST-2009-011: Anderung der Zertifizierungsvorschriften fir
Kolbentriebwerke CS-E:

Nach der Zertifizierung der DA 40 und DA 42 mit TAE Triebwerken Centurion 1,7 und 2,0 sind eine
Vielzahl von schweren Stérungen und Antriebsausfalle aufgetreten.

Die Zertifizierungsvorschriften sollten dahingehend gedandert werden, dass vor der ersten
Auslieferung an Kunden die Funktion des Gesamtsystems in voll konformer Installation tber einen
wesentlichen Zeitraum der angestrebten TBO ohne Antriebsausfall oder markantem mechanischen
Defekt nachgewiesen wird.

Reply: EASA acknowledges receipt of this Safety Recommendation. Please be advised that it is
under consideration and that the outcome will be communicated to you in due course.
Category: Unknown - Status: Open

Final Safety Recommendation AUST-2009-012: Ausfallsicherheit von Antrieben mit
Kolbentriebwerken:

Nach der Zertifizierung der DA 40 und DA 42 mit TAE Triebwerken Centurion 1,7 und 2,0 sind eine
Vielzahl von schweren Stérungen und Antriebsausfalle aufgetreten. Die vorausgesagte
Standfestigkeit hat mit der tatsachlichen bei weitem nicht tbereingestimmt. Flugunfall vom 20.
September 2007 Seite 8 von 9. Bei konventionellen Antrieben und Zulassungen war es Ublich, bei
bekannt ausfallkritischen Teilen wie z.B. der Ziindung diese doppelt auszufihren. Dies ist nicht
mehr der Fall. Gleichzeitig hat die Anzahl der ausfallkritischen Teile, die sich in modernen Antrieben
befinden, zugenommen. Daher flihrt der Ausfall einzelner Bauteile 2zu kompletten
Triebwerksausfallen.

Es sollte geeignete MaBnahmen getroffen werden, die in der Praxis sicherstellen, dass die
angenommene Ausfallwahrscheinlichkeit des Einzelantriebes (Einzeltriebwerk incl. allfalliger
Getriebe, Kupplungen, Propellerregelungen etc.) gewahrleistet ist. Dies sollte u.a. die weitgehend
redundante Ausflhrung von ausfallkritischen Bauteilen (z.B. Elektro - ((z.B. Main Bus System))
und Treibstoffversorgung, Ziindung, Propellerregelung etc.) beinhalten.

Reply: EASA acknowledges receipt of this Safety Recommendation. Please be advised that it is
under consideration and that the outcome will be communicated to you in due course.
Category: Unknown - Status: Open

Final Safety Recommendation AUST-2009-013: Qualifikation von Teilen ausfallkritischer
Systeme fir Luftfahrzeuge nach CS-23:

In Luftfahrzeugen der Typen DA 40 und DA 42, die mit TAE Triebwerken der Type Centurion 1,7
und 2,0 betrieben werden, wurden Teile (z.B. Kabel, Stecker usw.) insbesondere in
ausfallkritischen Systemen festgestellt, die keinen luftfahrtspezifischen Normen entsprechen.

In Luftfahrzeugen, die den Certification Specifications Nr. 23 (CS-23) unterliegen, sollten fir
ausfallkritische Systeme ausschlieBlich Teile verwendet werden dirfen, die luftfahrtspezifischen
Normen entsprechen (z.B. Kabel, Stecker usw.), wenn nicht im Zuge der Zertifizierung die
entsprechenden gleichwertigen Qualifikationen nachgewiesen wurden.

Reply: EASA acknowledges receipt of this Safety Recommendation. Please be advised that it is
under consideration and that the outcome will be communicated to you in due course.
Category: Unknown - Status: Open
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CANADA
Registration Aircraft Type Location Date of | Event
event Type
C-GNMJ AEROSPATIALE - | Kamarang, Guyana | 06/02/2005 | Accident
AS350

Synopsis of the event: At 1725 local time, the pilot of the Eurocopter AS 350 B2 helicopter
(registration C GNMJ, serial number 2829) with a 120-foot longline attached, entered a stable, out-
of-ground-effect hover to begin coiling the longline onto the ground below the helicopter. As the
pilot gradually descended, and at a height of about 10 feet above ground level, he experienced
significant binding in the flight controls. The pilot was unable to rectify the control binding and had
considerable difficulty maintaining attitude and altitude control of the helicopter. During 15 seconds
of random, uncontrolled hover flight, the helicopter turned and climbed to about 20 feet above
ground level, whereupon the pilot retarded the throttle lever, causing the main rotor rpm to decay
rapidly. As a result, the helicopter descended quickly, struck the ground, bounced, and landed
upright, causing substantial damage to the skids, the tail boom, and the main rotor head. The pilot
was not injured and the impact forces were insufficient to activate the emergency locator
transmitter.

Final Safety Recommendation CAND-2009-001: The Board recommends that: The European
Aviation Safety Agency, in coordination with other involved regulatory authorities and industry,
ensure that the AS 350 helicopter hydraulic cut-off (HYD CUT OFF) switch is capable of handling
the inductive electrical load of the circuit.

Reply: EASA acknowledges receipt of this Safety Recommendation. Please be advised that it is
under consideration and that the outcome will be communicated to you in due course.
Category: Unknown - Status: Open
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DENMARK
Registration Aircraft Type Location Date of | Event
event Type
TF-FIR BOEING - 757 Denmark N56°30,7 | 11/01/2007 | Incident
E010°07,7

Synopsis of the event: A few minutes after the descent was initiated from FL370 (37000 ft) the
left hand off-wing escape slide separated from the aircraft. The aircraft landed in EKCH and it was
confirmed that the left off-wing escape slide was missing. The left stabilizer was damaged by the
slide when it separated from the aircraft.

Final Safety Recommendation DENM-2007-001: Ensure that the aircraft manufacturer change
the "Emer Doors, L and R Wing Slide" advisory light message level from advisory to warning and
revises the cockpit crew checklist procedure (the Boeing 757 Operations Manual/Quick Reference
Handbook) to include and ensure an immediate flight crew action.

Reply: The Engine Indicating And Crew Alerting System (EICAS) alert-level message for a 757
wing slide access door is assessed as advisory-level alert. An advisory-level alert is classified as an
alert which requires routine crew awareness. The alert message is not a direct indication of a
deployed over-wing escape slide. Rather, the message indicates the wing slide door is not closed,
latched, and locked.

As such, Boeing has assessed the message level of advisory to be appropriate and this is agreed by
EASA.

In addition, the Boeing-published WING SLIDE checklist contained in the 757 Quick Reference
Handbook (QRH) does already contain the recommended flight crew response in the event a
confirmed in-flight wing-slide deployment and no further improvement is found necessary.
Category: Disagreement - Status: Closed

Final Safety Recommendation DENM-2007-002: Ensure that the aircraft manufacturer
evaluates the possibility of a physical or visual verification of the locking of the off-wing escape
slide carrier and door lock system.

Reply: Boeing Service Bulletin (SB) 757-25-0298 has been released. It gives instructions:

- to change the latch fittings to provide positive locking of the off-wing escape slide
compartment door,

- to change the witness mark placards on the door frame of the maintenance access door.
These changes address the safety recommendation because they enhance the existing visual and
physical indications of a secure escape slide compartment by eliminating the possibility that the
door fittings will be partially engaged and the door appearing flush with the fuselage.

It is the Agency’s understanding that the FAA has planned to issue an AD that will require retrofit
of this Service Bulletin.

Category: Agreement - Status: Closed

Final Safety Recommendation DENM-2007-003: Ensure that the aircraft manufacturer revises
the work task card to ensure proper locking of the off-wing escape slide system.

Reply: Boeing has revised the Aircraft Maintenance Manual (AMM) sections related to the off-wing
escape slide system to clarify the correct opening and closing of the compartment.

The applicable AMM sections are also being revised for aircraft that will be modified by SB 757-25-
0298.

Category: Agreement - Status: Closed
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Registration Aircraft Type Location Date of | Event
event Type
LN-RDK DE HAVILLAND - DHC8 | Aalborg Airport | 09/09/2007 | Accident
(EKYT)

Synopsis of the event: The accident flight was a scheduled domestic flight from Copenhagen
Airport, Kastrup (EKCH) to Aalborg Airport (EKYT). During the approach to EKYT the flight crew
selected the landing gear down and did not get the appropriate down and locked indication for the
right main landing gear (MLG). After a number of unsuccessful attempts to achieve the appropriate
down and lock indication the flight crew declared an emergency. Approximately two seconds after
touchdown on runway 26R the right MLG collapsed.

There were a