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ACCIDENT

Aircraft Type and Registration: Bombard�er DHC-8-402 Dash 8, G-JEDW

No & Type of Engines: 2 Pratt & Wh�tney Canada PW�50A turboprop eng�nes

Year of Manufacture: 2004

Date & Time (UTC): 2 December 2005 at 2000 hrs

Location: B�rm�ngham Internat�onal A�rport

Type of Flight: Publ�c Transport (Passenger)

Persons on Board: Crew - 4 Passengers - 47

Injuries: Crew - None Passengers - None

Nature of Damage: Damage to tow bar and nose wheels

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

Commander’s Age: 57 years

Commander’s Flying Experience: �3,200 hours (of wh�ch �65 were on type)
 Last 90 days - �64 hours
 Last 28 days -   47 hours

Information Source: A�rcraft Acc�dent Report Form subm�tted by the p�lot 
and further enqu�res by the AAIB

Synopsis

After an uneventful push back and eng�ne start, when the 
tug and tow bar had been d�sconnected from the a�rcraft, 
the a�rcraft started mov�ng forwards before the p�lots 
were ready to tax�.  The a�rcraft ran �nto the tow bar, 
damag�ng �t and the a�rcraft’s nose wheels.  The park�ng 
brake had not been appl�ed at the appropr�ate t�me dur�ng 
the push back sequence.

History of flight

The a�rcraft pushed back for the fourth sector of the day.  
The ground crew cons�sted of an a�rcraft tug dr�ver and 
a coord�nator who was �n contact w�th the p�lots v�a a 
headset plugged into the flight deck intercom system.

The a�rcraft’s aux�l�ary power un�t was unserv�ceable so 

an eng�ne had to be started on-stand pr�or to push back.  

Start�ng the second eng�ne was delayed unt�l after the 

push back.  

The push back and eng�ne starts were uneventful and 

the ‘After Start’ check l�st was completed; th�s l�st does 

not �nclude a check as to whether the park�ng brake �s 

appl�ed.  On complet�on of the push back the co-p�lot 

not�ced the ICE DETECTED warn�ng l�ght and another 

unidentified caption on the Master Warning Panel.  He 

attracted the commander’s attent�on to these warn�ngs, 

but the commander mot�oned to the co-p�lot to be qu�et, by 

placing his index finger over his lips, and acknowledged 
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the warn�ngs.  The commander could not remember 

what the coord�nator sa�d to h�m, whether he appl�ed the 

park�ng brake or what he sa�d to the coord�nator.  He 

does, however, remember �nform�ng the coord�nator that 

he was “clear to d�sconnect”.

Hav�ng looked left and r�ght for adjacent hazards, the 

commander placed the propeller cond�t�on levers to 

MAX.  Th�s �s part of the company’s ‘Pre-Tax�’ check.  

At th�s po�nt the commander heard a bang�ng no�se on 

the nose of the a�rcraft and saw a member of the ground 

crew wav�ng h�s arms.  At the same t�me the co-p�lot 

heard a loud, metall�c no�se.  Both p�lots �mmed�ately 

appl�ed the�r foot brakes and the mov�ng a�rcraft was 

brought to a halt.  The park�ng brake was then appl�ed.

The a�rcraft’s nose wheels had made contact w�th the 

d�sconnected tow bar caus�ng damage to one wheel, both 

tyres and the tow bar.

Ground crew comments

In h�s report to h�s company, the coord�nator stated that 

�n�t�ally the push back proceeded normally.  At the end 

of the push-back, the tug dr�ver gave the coord�nator 

the ‘brakes on’ hand s�gnal.  Hav�ng �nstructed the 

commander to apply the park�ng brake, the coord�nator 

rece�ved a “clear to d�sconnect” verbal �nstruct�on.  The 

a�rcraft was then chocked and the tow bar was d�sconnected, 

first from the tug and then from the aircraft.

The tug dr�ver added that he always left a “few �nches” 

between the chock and the nose wheel �n order to make 

�t eas�er to remove the chock after start.  The tow bar was 

then reattached to the tug before the chock was removed 

and placed on the tug.

Hav�ng been adv�sed by the commander that both 

eng�nes were runn�ng, the coord�nator was �nstructed 

to d�sconnect h�s headset from the a�rcraft.  As he was 
seal�ng the headset socket on the a�rcraft, he heard the 
a�rcraft’s eng�nes go to what he descr�bed as “full power” 
and the a�rcraft started to move.  He �mmed�ately banged 
on the a�rcraft �n a b�d to get the commander to stop the 
a�rcraft but �t cont�nued mov�ng forwards for a few feet 
unt�l �t h�t the tow bar.  The coord�nator then reconnected 
h�s headset and �nformed the p�lots what had happened.

Aircraft damage

As a result of the coll�s�on w�th the tow bar, one nose 
wheel tyre was damaged and one was unseated from �ts 
wheel r�m.  Also, a sect�on of r�m was d�slodged from one 
wheel.  Consequently both nose wheels were replaced.

Upon �n�t�al �nspect�on the nose leg was found 
undamaged.  However, subsequently and as a precaut�on, 
�t was replaced to allow a more deta�led �nspect�on for 
h�dden damage.  

Discussion
 
Residual thrust

The manufacturer reported that after eng�ne start and 
pr�or to plac�ng the cond�t�on levers to MAX, there �s 
l�kely to be a small amount of res�dual forward thrust 
from the propellers.  On level ground th�s would not be 
enough to accelerate the a�rcraft from rest.  Th�s means 
that �f the park�ng brake was not appl�ed, the a�rcraft was 
unl�kely to have moved forwards and made contact w�th 
the nose wheel chock unt�l the eng�nes were accelerated.  
When the cond�t�on levers were moved to MAX, the 
chock had been removed and the add�t�onal thrust was 
sufficient to move the aircraft forwards. 

Push back procedures

It appears that wh�lst the commander was d�stracted, he 
cleared the ground crew to d�sconnect the tug w�thout 
having first applied the parking brake.  Also, the ground 
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crew, on hear�ng the “clear to d�sconnect” �nstruct�on, 
m�ght have m�sheard the commander and �nterpreted h�s 
message to mean that the park�ng brake was “set”.

CVR Procedures

As part of the operat�ng company’s �nternal �nvest�gat�on 
�n to th�s acc�dent, the CVR was removed from the 
a�rcraft and sent to an approved av�on�cs serv�c�ng 
fac�l�ty for download and replay.  Subsequently, when 
the AAIB was notified of the accident, the CVR was sent 
to the Branch for analys�s.

Because the CVR was not electr�cally �solated soon after 
the acc�dent, the only record�ngs were of conversat�ons 
long after the acc�dent.  Consequently, �t was not 
poss�ble to determ�ne what was sa�d by the p�lots and the 
coord�nator dur�ng the push back.

After th�s acc�dent the operat�ng company rev�ewed 
�ts procedures for post-�nc�dent handl�ng of CVRs and 
FDRs.  They d�scovered that they had eng�neer�ng 
procedures regard�ng the �solat�on of the FDR but not 
the CVR.  As a result, the company’s procedures have 
been amended to ensure that both the CVR and FDR are 
�solated after an �nc�dent.

Conclusion

Dur�ng the push back, there was a break down �n CRM 
(Crew Resource Management) between the p�lots 
wh�ch led to the park�ng brake not be�ng appl�ed at the 
appropr�ate t�me.  The conversat�on between the p�lots 
and the ground crew was not available to confirm what 
was sa�d and by whom.  Consequently, �t �s poss�ble 
that the �nstruct�on “clear to d�sconnect” to the ground 
crew m�ght have been m�s�nterpreted to mean that 
the park�ng brake had been appl�ed.  Subsequently, 
wh�le the ‘Pre-Tax�’ checks were be�ng completed, the 
a�rcraft moved forward before the p�lots were ready to 
start tax��ng and �t coll�ded w�th the tow bar.

Comments

The park�ng brake should have been appl�ed before 
clearance was �ssued to d�sconnect e�ther the tug 
or the headset.  Also, �f ground crew are uncerta�n 
regard�ng a p�lot’s message to them, they should ask 
for �t to be repeated.




