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INCIDENT

Aircraft Type and Registration:  A�rbus A320, C-GTDG

No & type of Engines:  2 CFM56-5B4 turbofan eng�nes

Year of Manufacture:  200�

Date & Time (UTC):  20 June 2006 at 0700 hrs

Location:  Card�ff A�rport, Wales

Type of Flight:  Publ�c Transport (Passenger)

Persons on Board:  Crew - 7 Passengers - None

Injuries:  Crew - None Passengers - N/A 

Nature of Damage:  Damage to lead�ng edge of the left eng�ne fan cowl

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

Commander’s Age:  43 years

Commander’s Flying Experience:  �2,050 hours (of wh�ch 3,875 were on type)
 Last 90 days - �4� hours
 Last 28 days -   68 hours

Information Source:  A�rcraft Acc�dent Report Form subm�tted by the p�lot 
and subsequent AAIB enqu�r�es

Synopsis

The a�rcraft tax�ed onto a park�ng stand and struck a small 
tug attached to a set of steps, wh�ch had been parked 
w�th�n the stand area, unattended.  The a�rport author�ty 
carr�ed out the�r own �nvest�gat�on �nto the �nc�dent and 
made a number of changes to the a�rport �nfrastructure 
and procedures.  The AAIB forwarded cop�es of th�s 
report to ICAO for cons�derat�on.

History of the flight

The a�rcraft was be�ng tax�ed onto Stand 9, �n order to 
board	passengers	 for	 a	flight.	 	The	 commander,	 in	 the	
left seat, used the V�sual Dock�ng Gu�dance System 
(VDGS) to pos�t�on the a�rcraft accurately onto the stand.  
However, he d�d not see a small baggage tug, w�th a set 
of steps attached beh�nd �t, on the left s�de of the stand.  

As the a�rcraft approached the stop l�ne, the left eng�ne 
fan cowl struck the tug, caus�ng damage to the fan cowl 
and the tug.  The a�rcraft was brought to a stop and the 
crew d�sembarked w�thout further �nc�dent.

Some eye w�tnesses commented that the a�rcraft was 
tax�ed at a h�gher than normal tax� speed, but the 
commander reported that there was no undue pressure of 
t�me on the operat�on.  

Background information

Pr�or to the �nc�dent, another a�rcraft (a Boe�ng 737), had 
been parked on Stand 9 for board�ng w�th a set of steps 
pos�t�oned at the front passenger door.  Once embarkat�on 
was complete, but some t�me before the a�rcraft’s 
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departure slot, a tug was used to reverse the set of steps 
away from the a�rcraft.  However, the dr�ver found that 
he was unable to move the comb�nat�on completely 
clear of the stand area; he could not dr�ve away forwards 
because the a�rcraft to wh�ch the steps had been attached 
was close �n front, and h�s path to the rear was blocked 
by a wh�te van.  He was unable to establ�sh to whom 
the van belonged, and dec�ded to leave the tug and steps 
where they were, w�th the �ntent�on of mov�ng them once 
the depart�ng a�rcraft was clear of the stand.  The dr�ver 
returned to h�s crew room and was allocated other dut�es.  
In due course, the Boe�ng 737 departed.

When the duty ramp controller rece�ved a request for 
a park�ng stand for the A�rbus A320, he observed (by 
CCTV) that Stand 9 had become vacant, and allocated 
�t to the a�rcraft.

The a�rport author�ty reported that extens�ve construct�on 
work was underway on the ramp at the t�me of the 
�nc�dent.  Veh�cles had from t�me to t�me been parked �n 
unass�gned locat�ons as a result.  Park�ng arrangements 
had	also	been	in	a	state	of	flux,	and	parking	had	not	been	
effect�vely pol�ced.  Unt�l changes made �n l�ght of the 
incident,	 the	VDGS	 devices	 fitted	 to	 each	 stand	 were	
permanently �llum�nated, enabl�ng p�lots to tax� onto 
park�ng stands w�thout reference to ground personnel.

Information to pilots

C�v�l Av�at�on Publ�cat�on (CAP) 637 �s a loose leaf 
gu�de for p�lots, tug dr�vers, and ramp staff, ent�tled 
‘V�sual A�ds Handbook’.  In the chapter on VDGS, three 
notes are publ�shed:

‘NOTE 1: A pilot should not assume that a stand 
is safe to enter simply because the stand VDGS 
is active or lit. Where ground handling personnel 
are not present on the stand or if the pilot has 

any doubt about the position of any equipment on 
or NEAR to the stand, the aeroplane should be 
stopped immediately and assistance requested.’

‘NOTE 2: Except under the guidance of a 
marshaller, an aeroplane should not be taxied 
onto a VDGS equipped stand when the guidance 
system is switched off.’

‘NOTE 3: Ground staff should NOT activate a 
VDGS until a thorough inspection of the stand and 
its immediate surrounds has been made in order 
to ensure that all equipment is correctly parked in 
allocated areas and that the stand is safe for use 
by the type of aeroplane assigned.’

These notes were d�scussed w�th members of the CAA 
Aerodrome Standards D�v�s�on, who reported that a new 
vers�on of the Handbook �s �n product�on, and an attempt 
w�ll be made to clar�fy and d�st�l the adv�ce above �n the 
new vers�on.

Activation of VDGS and AAIB Safety Actions

The	 investigation	 identified	 that,	 whilst	 there	 is	much	
gu�dance mater�al regard�ng des�gn and �nstallat�on of 
VDGS, there are no ICAO Standards or Recommended 
Pract�ces concern�ng when �t should be act�vated.  The 
CAA adv�ses aerodromes that the equ�pment should only 
be act�vated when an a�rcraft �s expected on a park�ng 
stand, and after the stand has been �nspected by ramp 
staff; th�s procedure appears to have cons�derable safety 
benefits.	 	 The	 CAA	 informed	 the	 AAIB	 that	 all	 UK	
aerodromes now follow th�s procedure.  The pos�t�on 
elsewhere �n the world was less clear, and the AAIB has 
forwarded cop�es of th�s report to the Cha�rman of the 
ICAO Aerodromes Panel and the Rapporteur (Cha�rman) 
of the V�sual A�ds Work�ng Group (wh�ch reports to the 
Aerodromes Panel) for cons�derat�on.
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Airport Authority Safety Actions following the 
incident

The a�rport author�ty �nvest�gated the �nc�dent and made 
a copy of �ts report ava�lable to the AAIB.  The report 
identified	both	the	immediate	and	underlying	causes	of	
the �nc�dent, and deta�led act�on to be taken:

• Switches for VDGS systems to be installed on 
each stand, and ground crew to be instructed 
to carry out safety checks of the stand areas 
before switching the equipment on.

• Improved parking arrangements for equipment 
to be introduced and policed.

• Consideration to be given to re-locating the 
duty ramp controller’s working position into 
the operations tower, where there is a better 
view of the parking stands.

• Risk assessments of aircraft marshalling and 

docking procedures to be reviewed.

Conclusion

It was not poss�ble to determ�ne why the a�rcraft 

commander d�d not see the tug and steps.  In the last 

stages of manoeuvr�ng onto the stand, �t �s probable that 

h�s attent�on was concentrated on the VDGS system and 

the need to stop the a�rcraft accurately.

Clear �nternat�onal Standards or Recommended Pract�ces 

concern�ng when the VDGS should be act�vated would 

remove the potent�al for confus�on �n the congested ramp 

env�ronment.  Nevertheless, �n sp�te of the ava�lab�l�ty 

of VDGS or other a�ds, �t rema�ns the respons�b�l�ty of 

the p�lot �n command to avo�d coll�s�on, whether on the 

ground or �n the a�r.


