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Section/division Accident and Incident Investigations Division Form Number: CA 12-12a 

AIRCRAFT ACCIDENT REPORT AND EXECUTIVE SUMMARY 

 

 

 Reference: CA18/2/3/9433 

Aircraft 
Registration  

ZU-UHI Date of Accident 22 April 2015 Time of Accident 1405Z 

Type of Aircraft Bell 205 – UH-1H 
Type of 
Operation 

Fire Fighting - Part 137 

Pilot-in-command Licence Type  Commercial Age 39 Licence Valid Yes 

Pilot-in-command Flying 
Experience  

Total Flying 
Hours 

2 914 Hours on Type 1 567.4 

Last point of departure  Tulbagh Forestry Station (Western Cape) 

Next point of intended landing Bains’s Kloof Pass area (Western Cape) 

Location of the accident site with reference to easily defined geographical points (GPS readings if 
possible) 

Bains’s Kloof Pass area (GPS coordinates: S33°36'30.68’ E019°6'29.18’) and a field elevation of 2026ft 

Meteorological 
Information 

Surface wind: 045
0
 at 12-15 kt, Visibility: CAVOK 

Number of people on 
board 

1 + 1 No. of people injured 0 No. of people killed 2 

Synopsis  

The pilot, accompanied by a helicopter safety lead (HSL) (assisting to secure the bambi bucket), took off 
from Tulbagh Forestry Station for a fire-fighting operation in the Bain’s Kloof Pass area. According to the eye 
witness the incident commander (IC) there was a truck approaching on the R301 from Wellington, which was 
successfully stopped at a safe from the temporary landing zone on which the helicopter intended to land. At 
the time, the helicopter’s approach was uneventful and it hovered at a distance of 50 m before the temporary 
landing zone which was used by ZS-HBU on the R301 regional road. The spotter pilot reported that he saw 
the helicopter pitching up a few metres and rolled to the left with its tail low. The helicopter’s main rotor 
blades made contact with terrain before it crashed and came to rest on its left-hand side. 
 
The helicopter was destroyed by impact forces, post impact fire (which was successful extinguished by the 
other helicopter and ground fire fighters) and later on by the veld fire.  
 
Investigations revealed that after an attempt for an abortive landing, the helicopter’s main rotor blades made 
contact with the terrain on its left side, rolled to the left before it crashed. The investigation identified that the 
aircraft was approaching to land at low speed in to a 12-15kt wind. The aircraft was turned left exposing the 
tail rotor to a cross wind component which resulted on a loss of tail rotor effectiveness. 

Probable Cause  

The helicopter’s main rotor blades made contact with the terrain during an attempt to abort the landing 

resulting in a loss of control and crashed. 

 

Contributory 

 

a)A cross wind component of 12-15kt  

b) Loss of tail rotor effectiveness 
 

SRP Date 13 February 2018 Release Date 12 March 2018 
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Section/division Accident and Incident Investigation Division Form Number: CA 12-12a 

    

AIRCRAFT ACCIDENT REPORT 

 

Name of Owner   : FFA Assets (Pty) Ltd 

Name of Operator  : FFA Aviation (Pty) Ltd 

Manufacturer   : Bell Helicopter Textron 

Model    : UH-1H/B205 

Nationality    : South African 

Registration Marks  : ZU-UHI 

Place    : Bain’s Kloof area 

Date     : 22 April 2015 

Time     : 1405Z 

 

All times given in this report are Co-ordinated Universal Time (UTC) and will be denoted 

by (Z). South African Standard Time is UTC plus 2 hours. 

 

Purpose of the Investigation: 

 

In terms of Regulation 12.03.1 of the Civil Aviation Regulations (2011) this report was 

compiled in the interest of the promotion of aviation safety and the reduction of the risk of 

aviation accidents or incidents and not to establish blame or liability.  

 

Disclaimer: 

 

This report is produced without prejudice to the rights of the CAA, which are reserved. 

 

 

1. FACTUAL INFORMATION 

 

1.1 History of Flight 

 

1.1.1 On Wednesday 22 April 2015 at approximately 1335Z, helicopters ZS-HBU and ZU-

UHI were dispatched from Tulbagh Forestry Station to assist in a fire-fighting 

operation in the Bain’s Kloof Pass area. This operation consisted of two helicopters 

and one fixed-wing aircraft, which was a spotter. The first helicopter ZS-HBU took 

off without any incident and flew to the area where the operations were to be 

conducted. This helicopter landed on the temporary landing zone on R301 regional 

road, facing into the north-east (nose facing into the wind). The helicopter safety 

leader (HSL) disembarked, attached the ‘bambi’ bucket where after the helicopter 

proceeded with the fire-fighting operation. This helicopter continued its operation 

without any incidents. 

 

 

 

 



  
 

CA 12-12a 01 FEBRUARY 2017 Page 3 of 42 

 

1.1.2 According to the incident commander (IC), he was busy directing the helicopter 

(ZU-UHI) where to make a safe landing on the road, by means of hand signals. The 

IC was assisted by two colleagues who were positioned on both sides of the landing 

zone to stop any approaching motor vehicles during landing operation. While the 

helicopter was coming to land, still hovering at approximately 30-40 ft above ground 

level (AGL) at a distance of approximately 50 m from the landing zone, a vehicle 

approached from behind the helicopter, and was stopped at a safe distance from 

the landing zone.  

 

 
Figure 1: Google Earth image of the accident site 

 

The pilot then steered the helicopter away from the road in the direction of the 

mountain (to the left). The IC witnessed the helicopter initially banking slightly to the 

right and then to the left, then colliding with terrain. He then ran towards the 

helicopter; as he got closer he observed fuel was leaking. Although the main rotor 

was separated from the helicopter, the engine was still running. The fuel ignited and a 

fire started. He then started using his knife to cut off the safety harness and removed 

the pilot from the helicopter. The fire became intense and he could not go back to 

remove the HSL who was seated in the rear seat. 

 

1.1.3 The fire-fighting operations were stopped in order to assist with extinguishing the 

fire of the burning helicopter and rescue the occupant. The helicopter ZS-HBU was 

requested to fly to the crash site to drop its load on top of the burning ZU-UHI 

helicopter. The fire-fighting ground crews also assisted with the extinguishing of the 

fire and they were successful in suppressing it. Both occupants were fatally injured as 

a result of the accident. The HSL sustained fatal injuries as a result of impact forces 

and the post-impact fire. The pilot suffered fatal injuries as a result of impact forces. 

The helicopter wreckage was further destroyed by overnight veld fire. 
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Figure 2: ZS-HBU helping the ground fire team to extinguish the ZU-UHI post-impact fire 

 

 

1.1.4 The helicopter accident occurred on mountainous terrain in the area of Bain’s Kloof 

Pass at GPS coordinates S33°36'30.68’ E019°6'29.18’ and a field elevation of 

2 026 ft.. 

 

1.2 Injuries to Persons 

 

Injuries Pilot Crew Pass. Other 

Fatal 1 1 - - 

Serious - - - - 

Minor - - - - 

None - - - - 

 

 

1.3 Damage to Aircraft 

 

1.3.1 The helicopter was destroyed by impact forces and post impact fire which was 

extinguished and by the overnight veld fire which father destroyed the helicopter. 

 
Figure 3: Damage to the helicopter 
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1.4 Other Damage 

 

1.4.1  None. 

 

 

1.5 Personnel Information 

 

1.5.1 Pilot-in-command:  

 

Nationality South African Gender Male Age 39 

Licence Number 0271077901 Licence Type Commercial 

Licence valid Yes Type Endorsed Yes 

Ratings 
Night, Instructor Grade 2, Test Pilot Class 2, Cull, 

Undersling/Winch  

Medical Expiry Date 30 November 2015 

Restrictions None 

Previous Accidents None 

 

1.5.2 Pilot-in-command Flying Experience: 

 

The following hours are taken from the pilot’s file as submitted to the regulator 

during his licence renewal in 2013: 

Total hours: 2 914 

Instruction hours: 1 567.4 

 

Note: The investigators contacted the wife of the pilot requesting the pilot log books and 

she was unable to assist. The log book of the pilot was never found and it is suspected 

that it got destroyed in the wreckage. 

 

 

1.6 Aircraft Information 

 
Figure 4: The aircraft prior to the accident 



  
 

CA 12-12a 01 FEBRUARY 2017 Page 6 of 42 

 

 

1.6.1 The Bell 205 is a rotating wing aircraft manufactured by Bell Helicopter Textron. The 

helicopter was imported from Ethiopia after it was withdrawn from service with the 

Ethiopian Air Force (ex-military) and the owner complied with the South African 

National Conventional Arms Control Act 41 of 2002. The helicopter was first 

registered on the South African register on 2 September 2005 under FFA Assets 

(Pty) Ltd. The engine with serial number 30172B was purchased as a surplus 

engine and was also imported from Ethiopia. The engine was in an inhibited state 

as required for long-term storage prior to installation. 

 

1.6.2 According to the aircraft records the helicopter was involved in an accident of a 

similar operation on 25 January 2007. The helicopter experienced an engine failure 

whilst attempting to uplift water, and ditched into the dam. The investigation then 

revealed that the engine had an internal bearing failure.  

 

Airframe: 

 

Type UH1H/ B205 

Serial Number 13729 

Manufacturer Bell Helicopter Textron 

Year of Manufacture 1974 

Total Airframe Hours (At time of Accident) 3 460.1  

Last Phase 6 inspection (Date & Hours) 12 January 2015 3 385.9 

Hours since Phase  74.2 hrs  

Authority to Fly (Issue Date) 16 February 2015 

C of R (Issue Date) (Present owner) 14 November 2006 

Operating Categories Commercial Part 137 

 

*NOTE: The operating categories and conditions as specified on the Authority to Fly 

that was issued for this helicopter were indicated as Commercial, which only allows 

the following operations: Agricultural Operations, Forest and Wildlife Conservation, 

and External Load Operations. 

 

Engine: 

 

Type Honeywell-Lycoming T53-L-13B 

Serial Number LE 11457 

Hours since New 3676 

Hours since Overhaul 662.7 
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1.7 Meteorological Information 

 

1.7.1 Weather information as obtained from the operator: 

 

Wind direction  045° Wind speed  12-15 kt Visibility  CAVOK 

Temperature  Unknown Cloud cover  N/A Cloud base  N/A 

Dew point  Unknown   

 

 

1.8 Aids to Navigation 

 

1.8.1 The helicopter was equipped with standard navigation equipment that meets the 

requirements of the regulator. There were no reported defects to the navigation 

equipment at the time of the accident. 

 

 

1.9 Communications 

 

1.9.1 The helicopter was equipped with standard communication equipment that meets 

the requirements of the regulator. There were no reported defects to the 

communication equipment at the time of the accident. 

 

 

1.10 Aerodrome Information 

 

1.10.1 The accident did not occur at an aerodrome. The accident occurred at the 

mountainous Bain’s Kloof Pass with GPS coordinates determined to be 

S33°36'30.68’, E019°6'29.18’ at a field elevation of 2 026 ft. 

 

 

1.11 Flight Recorders 

 

1.11.1 The helicopter was not fitted with a cockpit voice recorder (CVR) or a flight data 

recorder (FDR) neither was required by regulations to be fitted to this type of 

helicopter. 

 

 

1.12 Wreckage and Impact Information 

 

1.12.1 The area at which the accident occurred is mountainous terrain. There were fire-

fighting operations being conducted at the time of the accident. 

 

1.12.2 The helicopter was to uplift water from a farm dam approximately 10 km north-west 

of the fire-affected area. At the time of the accident, the helicopter (ZU-UHI) 

approached the temporary landing zone from the south-west and was facing north-

east, hovering for landing to have the bambi bucket attached to the helicopter for 
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fire-fighting operations. The helicopter was then observed to turn to the right and 

then to the left as it pitched nose up, before its main rotor blades impacted with 

high-rising terrain on the left and it crashed. The distance from the temporary 

landing zone (on the R103 regional road) to the accident site was approximately 91 

m at an incline angle of approximately 35° from the road surface. The helicopter 

impacted the terrain and came to rest on its port side with the tail boom severed. 

 

 
Figure 5: Google Earth view of the operational area 

 

1.12.3 All damage to the helicopter airframe structure, power plant and control surface 

components was attributed to the high-impact forces and fire damage (post-impact 

and veld fire). 

 

 
Figure 6: Google Earth view of the area of the veld fire around the accident site 
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1.12.4 According to the IC, moments after the crash he was able to climb the mountain in 

an attempt to rescue the occupants, and he reached the helicopter. The engine was 

still running with fuel leaking from the ruptured fuel tank. The accident helicopter 

caught fire moments later and the fire became intense. The fire was successfully 

extinguished by both helicopter ZS-HBU and the ground fire-fighting team who 

reported to the accident site; however, the overnight veld fire in the area destroyed 

the rest of the wreckage overnight. 

 

1.12.5 The following was observed of the wreckage on the next day when the investigators 

arrived on site. 

 

 The accident site was confined to be the point of impact. The main rotors and 

tail boom had separated, and were located within a 5 m radius from the main 

wreck. 

 

 
Figure 7: The operational site 

 

 The fuselage was destroyed, and the seats and some of the instrument panel 

components had been thrown out. The damage was consistence with the 

helicopter impacting hard with the terrain. 
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Figure 8: The helicopter before it was destroyed by veld fire overnight 

 

 Figure 8 shows the helicopter wreckage lying on its left-hand side following 

successful post-impact fire suppression. Helicopter debris was scattered around 

within a radius of 5 m. 

 The helicopter wreckage was destroyed by both impact forces and fire (post 

impact and veld). 

 

 

Figure 9: The damaged tail boom and tail rotor blade respectively. 

 

 The tail-boom was destroyed by both impact forces and fire. 

 The tail rotor assembly and the tail rotor blades separated from the helicopter. 
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1.13 Medical and Pathological Information 

 

1.13.1 According to the post-mortem report, the cause of the death of both occupants was 

determined to be neck fracture and blunt force trauma to the chest. 

 

 

1.14 Fire 

 

1.14.1 There was evidence of a post-impact fire which destroyed the aircraft.  

 

 

1.15 Survival Aspects 

 

1.15.1 Due to the high impact forces associated with the wreckage damage, the accident 

was not considered survivable. The cockpit structure of the helicopter was 

destroyed with part of the crew seat thrown out of the helicopter. The helicopter was 

equipped with a shoulder harness which the pilot made use of during flight. During 

an attempt at rescue by the IC, the pilot’s harness was cut off to remove him from 

the burning wreckage; due to intensified fire, the HSL could not be removed until 

the fire was extinguished. The other helicopter (ZS-HBU) was requested to dump 

water on the burning wreckage to help the ground fire-fighting crew, which was 

successful. 

 

 

1.16 Tests and Research 

 

1.16.1 During the investigation the operator together with the investigators tested the 

following components hydraulic lines and actuators. The tests revealed no 

anomalies that could have contributed to this accident. All damage to the 

components were attributed to the impact and post-impact fire and veld fire over-

night. 

 

1.16.2 The investigation identified that the aircraft was approaching to land at low speed in 

to a 12-15kt wind. The aircraft was turned left exposing the tail rotor to a cross wind 

component which could have led to the loss of tail rotor effectiveness. The chart 

below indicates the limits of the cross wind components. Cross wind within the 

shaded area of the chart could drastically affect the pilot’s ability to control the 

aircraft. 
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Figure 10: Control Margin Transitional Flight 

 

1.17 Organizational and Management Information 

 

1.17.1 The helicopter was authorised for fire-fighting operations as stipulated in the 

Authority to Fly. The flight was conducted under air operating certificate (AOC) no: 

CAA/G921D at the time of the accident. The AOC was issued on 17 February 2015 

and was valid until 6 February 2016. The helicopter ZU-UHI was authorised to 

operate under the G8 (fire spotting, control and fighting) and G15 (undersling and 

winching operations) categories.   

 

1.17.2 According to the maintenance records, the last mandatory periodic inspection (MPI) 

that was carried out on the helicopter prior to the accident was on the 12 January 

2015. The aircraft maintenance organisation (AMO) was in possession of a valid 

AMO approval certificate that was issued on 2 July 2014, and which was valid until 

30 June 2015. 

 

1.17.3 At time of the accident the following components were over flown as stated bellow: 

 The swash plate assembly on ZU-UHI was overflown by 540 hours on a 1 

200 TBO as per the log card. 

 The rotating bolt kit on ZU-UHI was overflown by 103 hours on a 600 hours 

life limit as per the log card. 
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 The operator submitted two Aircraft Status Report (See Appendix B(1 & 2) 

below. These reports indicate the following amongst others: 

o Report of the 03/02/2014 and 27/01/2015 both indicate that the swash 
plate part number (P/N) 204-011-400-11, serial number (S/N) 3468 
was installed on 16/02/2011 at 2757.20hours however no record of 
this installation was recorded in the airframe log book (See appendix 
D(2). According to the historical service record (HSR) the last date of 
installation was 06/10/2006 where after the component was cleaned 
and reinstalled on 21/03/2007 after the aircraft was submerged in 
water (See appendix D(1). 
 

o The status reports submitted by the AMO, both indicate that the TBO 
for the rotating bolt kit part number (P/N) 204-1629-2, was installed on 
28/02/2008 at 2757.20hours however no record of this installation was 
recorded in the airframe log book (See appendix D(2). The two status 
reports have two different TBO hours for the rotating bolt kit, the report 
of 03/02/2014 indicates a TBO of 600hours and the report of 
27/01/2015 has an increased TBO of 1000hours. According to the 
manufactures requirements the TBO is 600hours see appendix C. 
Investigators could not find any record of an upgrade to Bell Dash 20 
kit (see appendix D2). 

 

1.18 Additional Information 

 

1.18.1 Rules of the air: 

 

The information was extracted from FFA manual of procedure (MOP) Part 137 
Manual A Issue 2 (Section 14 Division one guided by CAR 91.06).  
 
Landing on Roads: 
No pilot shall use a public road as a place of landing or take-off in an aircraft, 
except: 
a) in the case of an emergency involving the safety of the aircraft of its occupants 
b) for the purpose of saving human lives 
c) when involved in civil defence or law-enforcement operations and aerial fire-

fighting, provided that at all times reasonable care is taken for the safety of 
others with due regard to the prevailing circumstances. 

 

1.18.2 Loss of tail rotor effectiveness (LTE) 

 

LTE is not a maintenance malfunction and may occur in varying degrees in helicopters at 

air speed less than 30kt. It is a critical low speed aerodynamic flight characteristic which 

can result in an unwanted rapid yaw that does not subside and if it is not corrected can 

result in a loss of control. Certain wind directions are more likely to cause tail rotor thrust 

variations than others. These relative wind directions form an LTE conducive environment.  

 

 

1.19 Useful or Effective Investigation Techniques 

 

1.19.1 None.  
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2. ANALYSIS 

 

2.1 The pilot was qualified for the flight with a valid medical certificate. He was familiar 

with the operations of the helicopter type, with over 1 000 flying hours of 

experience. 

 

2.2 According to available records during the investigation, the aircraft was not 

maintained in accordance with manufacturer’s prescribed procedures and 

requirements. The operator held a valid AOC and AMO certificates with required 

operational specifications attained in accordance with the regulator’s approved 

procedures and regulations.  

 

The swash plate assembly on ZU-UHI was overflown by 540 hours on a 1 200 time 
between overall (TBO) as per the log card. The rotating bolt kit on ZU-UHI was 
overflown by 103 hours on a 600-hour life limit as per the log card. Aircraft 
maintenance is essential to aviation safety. The primary role of aircraft maintenance 
is to ensure that aircraft comply with all legal requirements (e.g. continuing 
airworthiness requirement, airworthiness directives, certificate of release to service, 
type certificate and supplementary type certificate), operational requirements, 
appropriate equipment for the type of operation being flown (e.g. communication, 
navigation, surveillance and fire fighting). 

 

2.3 According to the reporting of the accident, the helicopter was observed approaching 

and hovering at a distance of 50 m before the temporary landing zone near the IC.  

At the same time, a truck approached from the rear of the helicopter and was 

stopped by a person who was stationed to control road traffic before the landing 

zone. The IC then observed the helicopter turning slightly to the right and then 

banked to the left, where after it collided with high-rising terrain. The spotter pilot 

who was flying above reported that he observed the helicopter pitching up and 

rolling to the left, followed by impact with the terrain. 

 

2.4 The investigation identified that the aircraft was approaching to land at low speed in 

to a 12-15kt wind. The aircraft was turned left exposing the tail rotor to a cross wind 

component and lost tail rotor effectiveness.  

 

2.5 The helicopter was deployed for a fire-fighting operation, operating under a 

restricted Part 137 certificate of airworthiness.  The mission for which the helicopter 

was deployed was not unusual; the pilot was well familiar with the intended 

operation and well experienced in helicopter flying.  The accident occurred whilst 

the helicopter was attempting to land in order to deploy a bambi bucket. The nature 

of the operation is high-risk; pilots are typically faced with many obstacles and 

challenges, at times can find themselves in confined areas.  

 

http://www.skybrary.aero/index.php/Aircraft_Maintenance
http://www.skybrary.aero/index.php/Certificate_of_Release_to_Service
http://www.skybrary.aero/index.php/Certificate_of_Release_to_Service
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2.6 The pilot was fully aware of the operational conditions and requirements as 

stipulated on the FFA Part 137 Manual A Issue 2 (Section 14 Division one guided 

by CAR 91.06 ). 

 

2.7 Investigations revealed that after an attempt for an abortive landing, the helicopter’s 

main rotor blades made contact with the terrain on its left side, rolled to the left 

before it crashed. The investigation identified that the aircraft was approaching to 

land at low speed in to a 12-15kt wind. The aircraft was turned left exposing the tail 

rotor to a cross wind component which resulted on a loss of tail rotor effectiveness. 

 

 

3. CONCLUSION 

 

3.1 Findings 

 
3.1.1 The pilot had a valid commercial licence and was properly rated on the aircraft type. 

He held a valid medical certificate, which was to expire on 30 November 2015. 
 
3.1.2 According to available records, the aircraft was not properly maintained. The last 

MPI that was carried out on the aircraft prior to the accident was on 12 January 
2015.  

 
3.1.3 Prior to the accident, the bambi bucket was stowed inside the helicopter, to be 

attached at the temporary landing zone to eliminate drag during the flight. 
 
3.1.4 The helicopter was in possession of a valid Authority to Fly, which was issued on 16 

February 2015 with an expire date of 11 January 2016 
 
3.1.5 The helicopter turned to the right and then to the left in a nose up attitude before 

colliding with terrain. 
 
3.1.6 The fuel tank ruptured during impact and the aircraft caught fire. The fire was 

however extinguished by ZS-HBU. The helicopter was destroyed by impact forces, 
post-impact fire and veld fire 

 
3.1.7 The investigation identified that the aircraft was approaching to land at low speed in 

to a 12-15kt wind. The aircraft was turned left exposing the tail rotor to a cross wind 
component and lost tail rotor effectiveness.   

 
3.1.8  All tested components (hydraulic lines and actuators) revealed no anomalies or 

presence of any fault which could have contributed to the accident. (see Appendix 
A) 

 
3.1.10 The helicopter’s main rotor blades impacted terrain and the pilot lost control. 
 
3.1.11 Both pilot and HSI were fatally injured as a result of impact forces and post impact 

fire. 
 
3.1.12 The helicopter was operated under Part 137 operation as approved by the 

regulator. 
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3.1.13 The operator was in possession of a valid AOC to conduct fire fighting and the 

helicopter in question was duly authorised to operate under the AOC. 
 
3.1.14 The aircraft maintenance organisation that conducted the last phase inspection on 

the helicopter prior to the accident flight was in possession of a valid AMO approval 
certificate at the time. 

 
3.1.15 The main wreckage was consumed by the fire that erupted overnight.  
 
3.1.16 At the time of the accident the following components were over flown: 

 The swash plate assembly on ZU-UHI was overflown by 540 hours on a 1 
200 TBO as per the log card. 

 The rotating bolt kit on ZU-UHI was overflown by 103 hours on a 600 hours 
life limit as per the log card. 

 
3.1.17 Investigations revealed that after an attempt for an abortive landing, the helicopter’s 

main rotor blades made contact with the terrain on its left side, rolled to the left 
before it crashed. The investigation identified that the aircraft was approaching to 
land at low speed in to a 12-15kt wind. The aircraft was turned left exposing the tail 
rotor to a cross wind component which resulted on a loss of tail rotor effectiveness. 

 

 

3.2 Probable Cause/s 

 

3.2.1 The helicopter’s main rotor blades made contact with the terrain during an attempt 

to abort the landing resulting in a loss of control and crashed. 

 

3.2.2 Contributory 

 

a) A cross wind component of 12-15kt, and  

b) Loss of tail rotor effectiveness. 

 

 

4. SAFETY RECOMMENDATIONS 

  

4.1 Safety Action by regulator: The Regulator withdrew the privileges of the operator’ 

operating certificate subject to the operators rectification of the findings stipulated in 

the Regulator’ audit report. 

 

4.2 Safety Action by Operator: Following the accident, the operator did engage the 

services of two international experts in order to assist with the operational review of 

the operator.  
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5. APPENDICES 

 

5.1   Appendix A: Crash Lab report 

5.2 Appendix B: Aircraft Status Report 

5.3 Appendix C: Manufacturers Requirements 

5.4 Appendix D: Maintenance Records 

5.5 Appendix E: Comments from the operator which the investigating team does not agree 

with. 
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Appendix A Crash Lab report 
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Appendix B 

1. Aircraft Status dated 2015/01/27 
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2. Aircraft Status dated 2014/02/27 
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Appendix C. Manufacture requirements 
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Appendix D. Aircraft Maintenance Records 

 1 Service Records 
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2 Airframe Log Book Copy 

 

 
 



  
 

CA 12-12a 01 FEBRUARY 2017 Page 38 of 42 

 

 
 

 

 



  
 

CA 12-12a 01 FEBRUARY 2017 Page 39 of 42 

 

 
 

 



  
 

CA 12-12a 01 FEBRUARY 2017 Page 40 of 42 

 

 
 

 

 



  
 

CA 12-12a 01 FEBRUARY 2017 Page 41 of 42 

 

Appendix E 
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