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INCIDENT
 
Aircraft Type and Registration:  AS332L2 Super Puma, G-REDN

No & Type of Engines:  2 Turbomeca Mak�la �A2 turboshaft eng�nes

Year of Manufacture:  2004 

Date & Time (UTC):  �4 December 2007 at �000 hrs

Location:  Aberdeen A�rport, Scotland

Type of Flight:  Commerc�al A�r Transport (Passenger) 

Persons on Board: Crew - 2 Passengers - None

Injuries: Crew - None Passengers - N/A

Nature of Damage:  None

Commander’s Licence:  A�rl�ne Transport P�lot’s L�cence

Commander’s Age:  39 years

Commander’s Flying Experience:  7,400 hours (of wh�ch 5,400 were on type)
 Last 90 days - �25 hours
 Last 28 days -   34 hours

Information Source:  A�rcraft Acc�dent Report Form subm�tted by both p�lots 
and operator’s own �nc�dent report 

Synopsis

Dur�ng a ground tax�, the crew felt a control restr�ct�on 
when attempt�ng to turn left and real�sed that the nose 
wheel lock�ng p�n had become engaged.  Collect�ve 
p�tch was �ncreased �n an attempt to d�sengage the p�n 
by reduc�ng the we�ght on the nosewheel.  The a�rcraft 
subsequently rolled and p�tched to excess�ve att�tudes 
before control was rega�ned.

History of the flight

After land�ng on Runway 23, the co-p�lot, who was the 
pilot flying (PF), taxied the helicopter to the apron.  The 
crew had been �nstructed to d�sembark the�r passengers 
on Spot 5 (F�gure �) and then tax� to nearby Spot 3 to 
shut down.  

Wh�lst tax��ng from Runway 23 to Spot 5, the a�rcraft 

completed var�ous turns �n both d�rect�ons w�thout 

incident.  On Spot 5 the chocks were fitted and, with 

the rotors runn�ng, the passengers d�sembarked.  The 

commander took control for the tax� to Spot 3, as he 

had a better v�ew of other a�rcraft pos�t�oned nearby.  

It �s unclear when he actually took control and wh�ch 

of the p�lots act�oned the tax� checks; however, the 

commander stated that the checks but completed before 

he commenced the taxi.  He initially steered to the right 

without difficulty but when he commenced a turn to the 

left there was no response from the hel�copter.

The crew checked and then real�sed that the nosewheel 
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lock had engaged but attempts by the co-p�lot to 
release �t were unsuccessful.  The commander stated 
that he �ncreased collect�ve p�tch w�th the �ntent�on of 
reduc�ng the pressure act�ng on the p�n, so that �t could 
be released.  In do�ng so he felt the hel�copter become 
unstable and so cont�nued to l�ft �t �nto the hover, th�s 
be�ng done w�th the Automat�c Fl�ght Control System 
(AFCS) d�sengaged.  The hel�copter rolled and p�tched 
before �t could be brought �nto a stable hover where 
the AFCS was then engaged by the commander us�ng 
the engagement button pos�t�oned on the cycl�c.  The 
hel�copter was hover tax�ed the rest of the way to Spot 3 
where �t landed safely.

Flight data

Data was successfully downloaded from the a�rcraft’s 
HOMP (Helicopter Operations Monitoring Program) 
and Sol�d State CVR systems by the operator.  Th�s was 
analysed along with film of the incident captured by two 
CCTV cameras overlook�ng the apron.

The data showed that wh�lst tax��ng from Spot 5, the 
a�rcraft turned r�ght through about �50º onto a head�ng 
of 326ºM.  The turn was �n�t�ated by the select�on of 
approx�mately 50% r�ght yaw pedal, progress�vely 
reversed to almost full left pedal, stopp�ng the turn and 
start�ng the attempted turn to the left as the hel�coopter 

Figure 1

Taken from:
AERAD Terminal Charts
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approached Spot 3.  The hel�copter turned left through 
about �0º.  CCTV footage �nd�cates that th�s appears 
to have been ach�eved w�th the a�rcraft sk�dd�ng to the 
r�ght.  Recorded data shows a develop�ng roll of 4º  r�ght, 
w�th collect�ve power s�multaneously be�ng appl�ed.  
The hel�copter’s two rear wheels broke contact w�th the 
ground and �ts ta�l moved r�ght, through approx�mately 
20º, the front wheel rema�n�ng �n contact w�th the 
ground.  It then l�fted �nto the hover, roll�ng 9.�º to the 
r�ght before p�tch�ng about �5º nose-down. 

Nosewheel locking pin

The nosewheel lock�ng p�n, when engaged, prevents the 
hel�copter’s nosewheel rotat�ng.  It �s normally placed 
�nto the locked pos�t�on pr�or to take off and �s kept 
locked when land�ng at offshore �nstallat�ons.  The p�n 
�s unlocked after land�ng at onshore locat�ons to enable 
manoeuvr�ng dur�ng ground tax�. 

The nosewheel lock�ng p�n lever �s pa�nted black and 
�s located between the p�lots’ seats, just aft of the brake 
lever, wh�ch �s pa�nted red.  Both levers are al�gned fore 
and aft when �n the ‘OFF’ pos�t�on (F�gure 2). 

The nosewheel lock�ng p�n �s engaged by ra�s�ng the 
lever and rotat�ng �t to the r�ght (F�gure 3), the p�n then 
dropping under spring pressure and entering into a fixed 
hole on the nosewheel leg when the nosewheel �s centred.  
This also causes a flag (see Figure 4) to drop below the 
body of the a�rcraft �n front of the wheel �nd�cat�ng the 
pin has been applied.  The flag will drop as soon as the 
lever �s rotated, even �f the p�n has not engaged �nto the 
fixed hole in the nosewheel leg.

The lock�ng p�n �s released by rotat�ng the lever and 
push�ng �t down, caus�ng a spr�ng to force the p�n out of 
the hole and allow�ng the body of the nosewheel to rotate 
freely.  If the handle �s not pushed fully down to release 
the lock�ng p�n �t �s poss�ble for the p�n to re-engage 
when the wheels al�gn fore and aft.

Company checklist procedures

Normal operat�ons are conducted us�ng an Abbrev�ated 
Normal Checkl�st.  The checkl�st �s a challenge and 
response procedure with the pilot not flying (PNF) 
read�ng the l�st and complet�ng any act�ons requ�red.

Figure 2

Brake lever

Nosewheel
lock�ng p�n
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Crew duty times

The crew’s duty per�od started at 0600 hrs w�th the 
�nc�dent happen�ng some four hours later.  Dur�ng th�s 
per�od they completed two sectors, each of approx�mately 
�.5 hours durat�on.

This was the fifth consecutive day on duty for both pilots, 
pr�or to wh�ch they had had e�ght days off.  Dur�ng these 
duty days, the commander had amassed 24.40 hours 
duty t�me and the co-p�lot 30 hours.  Th�s was the fourth 
consecut�ve early duty start for the commander and the 
th�rd for the co-p�lot. 

Analysis

The a�rcraft was able to turn normally dur�ng �ts tax� 
from Runway 23 to Spot 5 wh�ch suggests the nosewheel 
lock�ng p�n was �n the unlocked pos�t�on.  Noth�ng �n the 
checkl�st calls for the p�n to be re-engaged after park�ng; 
the pre-tax� checks also requ�re a check that the p�n �s �n 
the unlocked pos�t�on.

Had the nosewheel locking pin been set to the locked 
pos�t�on w�th the nosewheel offset to the r�ght when the 
a�rcraft was parked on Spot 5 the p�n would have been 
unable to engage.  The hel�copter would have been able 

Figure 3 (left)

Figure 4 (right)

Nosewheel lock�ng p�n - 
engaged

Warn�ng
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to cont�nue a turn to the r�ght when �t recommenced �ts 
tax�.  When the a�rcraft then turned to the left, however, 
the p�n would have engaged as the nosewheel passed 
through the central pos�t�on, prevent�ng the hel�copter 
cont�nu�ng the turn.  The forces exerted on the a�rcraft 
by the appl�cat�on of left yaw pedal wh�lst the hel�copter 
was unable to turn would have created a roll�ng 
moment, exasperated by the �ncrease �n collect�ve p�tch 
appl�cat�on.  Th�s �s probably the reason the hel�copter 
rolled to the right when it was sufficiently light on its 
wheels. 
 
It seems that the most l�kely cause of the nosewheel 
lock hav�ng been set �s that the lever was placed �n the 
engaged pos�t�on �nstead of the park�ng brake after 
park�ng on Spot 5.  The hel�copter would probably 
have rema�ned stat�onary w�thout the park�ng brake 
being set due to the apron being flat and chocks being 
put �n place qu�ckly after �t parked.

It �s recogn�sed that the levers may be confused 
due to the�r prox�m�ty, wh�ch has led to attempts to 
differentiate between them by colour.  Identification 
of the m�stake through the use of the checkl�st was 
unsuccessful probably as the result of the change �n 
PF role at that po�nt.  It �s unclear exactly when the 
checkl�st was act�oned and �t �s poss�ble a check of 
the lock�ng p�n pos�t�on was overlooked.  Fat�gue may 
have been a contr�butory factor due to the early start of 
th�s and the prev�ous duty per�ods, although they were 
of a  relat�vely short durat�on.

Safety actions

The operator has carr�ed out a thorough �nvest�gat�on of 

the �nc�dent and �ts safety department has made several 

recommendat�ons.  These �nclude:

•	 changes to the checkl�st relat�ng to the 

nosewheel lock�ng p�n

•	 re�nforc�ng amongst crews the need for 

d�sc�pl�ne when us�ng checkl�sts

•	 �mproved tra�n�ng on the use of the nosewheel 

lock�ng p�n and �n part�cular the act�ons to be 

taken should �t be found to be �nadvertently 

locked dur�ng tax�

•	 �ntroduct�on of procedures for ground crew to 

check the locking pin flag position prior to taxi

•	 proposed �mprovements to the pos�t�on�ng and 

ground handl�ng of a�rcraft on the company 

apron to prov�de better clearance between them

•	 �mprovements to the handl�ng of data after an 

�nc�dent or acc�dent

In v�ew of these recommendat�ons, no further Safety 

Recommendat�ons are made.


