 A Survey Of 54 NTSB Sourced Reports.  2000 – 2010.       80 %  Non compliance.

      In 1994, The Department of Transportation Inspector General reported that between 46 and 98 percent of the data fields of inflight “service difficulty” records are missing data. (source; GAO/AIMD-95-27.  02/08/95. Data Problems Threaten FAA Strides on Safety Analysis  (http://www.gao.gov/archive/1995/ai9527.pdf )
      This survey compares some 54 National Transportation Safety Board Accident/Incident Reports of U.S. carrier incidents from February 2010 to March 2000 and to determine if the carriers also filed under the FAA’s Service Difficulty Reporting System, as required.  This follows earlier surveys for compliance where the incidents surveyed came from unfiltered media reports of emergency returns and diversions (Google Alerts); a ‘blind random sample’.  Like here, one survey there of 384 incidents from 2007 through 2009 averaged a 85 % non-compliance and even through the NTSB sourced sample incidents all rose to a level of NTSB investigations, the percentage of non-compliance didn’t change.

    Of the 54 NTSB sourced incidents surveyed , only 11 ( 20 %) were filed accurately, and with the required “apparent cause” and were not at variance with the associated NTSB report. Non-compliance was 80 %.

    The NTSB Accident/Incident database came with unique advantages as it provided a more focused survey with aircraft registration numbers and an opportunity to compare the accuracy of the narrative “problem description” within the SDRs to the NTSB’s narrative reports.  A 24 month follow-up search revealed that , where the follow-up (supplemental) report was required , that none was found.  Thus - as the only source - the SDR reports diminished or obscured the problem.  

Analysis 

· 20  (37 %) had no SDR filings.   

· 13  (25 %) had filed a SDR but were not compliant (no cause, no follow up).

· 10 (19 %) were misleading/inaccurate; with the narrative descriptions at odds with the NTSB reports.

· In sum -  42 ( 80 %) were non compliant (not filed, filed without cause and/or follow-up or were misleading/inaccurate; i.e. 1.5 foot square hole in fuselage described as a crack, actual fire and damage described as smoke , no mentioned of maintenance induced causes.

· Of the 54 NTSB sourced incidents surveyed , only 11 ( 20 %) were filed accurately, and with the required “apparent cause” and were not at variance with the associated NTSB report. 43 (80%) were otherwise non-compliant.
To be FAA compliant, the SDR filing must;

· Be filed.

· Give the;  “Apparent cause of the failure, malfunction, or defect (e.g., wear, crack, design deficiency, or personnel error.”  (Part e, line 7). 

· Give a follow-up to the cause if missing earlier;  “When certificate holder gets additional information, including information from the manufacturer or other agency, concerning a report required by this section, it shall expeditiously submit it as a supplement to the first report and reference the date and 

      place of submission of the first report.”  (Part h).

The selection of those NTSB reports.

    The criteria for review included the following; all met the more serious and reportable levels including flight diversions, returns or emergency landings and with most describing fire warnings, in-flight smoke including fumes/odors, or system or control failures.  Incidents that began with tire failures or bird strikes were excluded because tire failures are usually maintenance related and the bird strikes were not quantifiable by the number of birds or bird size ingested.  Additionally, under FAR 121.703, part 17 b, reports needed only to be filed, “during flight”, that is, wheels off the ground.  This NTSB database provided the most official, and detailed narratives and aircraft registration numbers.  The registration numbers made the SDR search very accurate.  With all this in hand, it was further possible determine if the incidents were actually filed in the SDR database, but also to determine if there were any omissions or significant details omitted.
This Poor compliance is consistent with earlier surveys.

    This also follows other companion surveys. In one, (The Kedigh Reports) from 2000 through 2006 and comprised of 435 media (‘Googled’) sourced and Air Safety Week’s Tabled Incidents; compliance just to file was about 39 %.  Another, 384 incidents from all of 2007 through 2009 ; non-compliance just to file was but 66 %.  Each of these poor compliances would be even lower if the FAA’s requirements to not only file, but to file accurately and with a “apparent cause” so that safety trend and analysis may be performed were adhered to. With the latter lot of 384 incidents sampled; non-compliance averaged 85 %.  See Tables 1 and 2 , page 21. 

Moreover, Some SDR Filings Trivilize Or Obscure Actual Causes.

   Below is a Table of 10 specific examples of misleading/inaccurate SDR reports that varied significantly with the associated NTSB Accident/Incident report and investigation.   A 2 year search for a supplemental showed none.

	10 Specific examples of incomplete or ‘significantly inaccurate or misleading’ 

                 SDR Reports when compared to the same NTSB investigation

	   Carrier Incident

       And Date
	  NTSB Investigation          Report Had Said
	   Service Difficulty

    Report Had Said
	         Omitted In The

    Service Difficulty Files.

	
	
	
	

	    Southwest      737

7/13/09       Reg 387SW
	1.5 square foot hole in the crown fuselage
	Only found fuselage skin cracked.
	No mention to a large hole.  No supplemental report.

20 month search to Feb 2010

	   American    757

9/22/08     Reg 197AN
	Losses to elevator trim, thrust reversers, spoilers, all caused by

electrical bus losses
	 Only losses to inertial  references, battery charger, captain instruments.
	No mention crew had depleted battery, or lost  the elevator trim, reversers and spoilers.  

No supplemental report.

2 year search

	      Delta      737

11/25/07    Reg 3744F
	Under inflation or over

Loading.
	Only tire lost recap.
	No mention of under inflation.

No Cause.  No supplemental report.  2 year search.

	    American      MD-80

9/28/07    Reg # 454AA
	Engine fire, inappropriate manual engine-start procedure
	Only that “main fuel line flex hose broke”
	No mention to maintenance

faults. No Cause.  No supplemental rpt. 2 yr search

	     United       777

2/26/07     Reg 786UA
	Experienced an electrical fire. Defer to

AAIB Report 2/2009
	Only that “smoke coming from fwd outflow valve”
	No mention of actual fire. AAIB cited fire and structural damage. No supplemental rpt. 2 year search

	   United        757

 5/17/06    Reg 506UA
	Slide deployed in flight by maintenance error
	Slide deployed and cockpit warning
	No mention of maintenance  - blamed warning system. No supplemental rpt. 2 yr search

	    United    A-319

11/21/02   Reg 804UA
	Landed with nose gear turned 90 degrees, gear

ground down to axle
	Unable to retract nose gear , found assembled  incorrectly
	No mention gear  turned 90 degrees - ground to the axle - a different safety issue. No supplemental rpt. 2 yr search

	American   A-300-600

11/28/01    Reg 7055A
	Reported “fishtailing”

soon after takeoff.

Flight Recorders pulled


	Detected rudder

Vibrations. Landed without further incident


	No mention of  “Fishtailing”,  a serious flight  control problem.  No supplemental report.  2 year search.

	  AirTran     DC-9-32

  8/8/00      Reg 838AT
	Fire caused by relay

 Improperly  repaired.  Four tripped breakers
	 Smoke in cockpit

Further evaluation

 required
	No mention of actual fire.

No Cause.  No supplemental report.  2 year search.

	   AirTran     DC-9-32

11/29/00    Reg 826AT
	Fire damage, maintenance error, drip shield missing
	C/Bs popped, Evac on runway, trouble shooting in progress


	No mention of actual fire damage, maintenance error

No Cause.  No supplemental report.  2 year search.


=====================================================================   
                               Breifs    Jan 2010  to 3/13/00.     Full texts begin on page 7

To access the FAA’s Service Difficulty database;  Link >http://av-info.faa.gov/sdrx/Query.aspx    

To access individual SDR reports here; insert SDR ‘Operator Control # ’ into that data field and hit “Query”;  

i.e. first operator control number here is AALA20090610TUL01
 1/10/10.  United A-319.  Main gear partially extended.                             Non- compliant                 No SDR
         NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20100112X10853&key=1
  ------------------- 

7/20/09.  United 767.  Smoke in cockpit. Diverted.                                      Non- compliant                 No SDR
        NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20090721X62037&key=1
       -------------------------
6/9/09.  American 767.   Fire in Lavatory.                                                    Non- compliant  SDR # AALA20090610TUL01
        NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20090615X20559&key=1
       Non- compliant.  No cause.  No follow up.
        -----------------------
7/13/09.  Southwest 737.  One and one-half foot square hole in fuselage.  Non- compliant  SDR # SWAA094502 
       NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20090714X83900&key=1
Non - compliant with no cause and no follow up/supplemental in a 20 month search to Feb 2010.    SDR was misleading/inaccurate and said  “found fuselage skin cracked”.   That the crack was a 1.5 square foot hole was omitted.

-----------------------

12/11/08.  Delta  MD-88.  Smoke in cockpit.                                                Non- compliant                 No SDR

NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20081215X14936&key=1
------------------------

11/26/08.  Delta 777.  Uncommanded rollback.                                           Non- compliant  SDR # DL777081650          

       NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20081201X44308&key=1
       Non-compliant;  No cause, no follow-up.  
        ------------------------

9/22/08.  American 757.  In flight system failures, departed runway.       Non- compliant     SDR # AALA200802419   

 NTSB Accident/Incident Report Link >  http://www.ntsb.gov/ntsb/brief.asp?ev_id=20081007X03940&key=1   
Non- compliant.  No cause , and no follow up in a 2 year search.   SDR was misleading/inaccurate; said “crew reported air ground system eicas msg with several component failures of inertial reference system and main battery charger followed by failure of all captains instruments”.   SDR made no mention to, the cause of, and the more serious additional failures noted by the NTSB;  (operation of the aircraft for 1 hour and 40 minutes with a standby power bus powered only by the battery rated for 30 minutes) loss of the elevator trim control, difficult pitch control, flaps limited to 20 degrees, loss of reversers and spoilers and causing the runway excursion.
------------------

5/22/08.   US Air  757.   Wing panel departed.                                             Non- compliant  SDR # BB08039 
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20080509X00640&key=1
Non-compliant; No cause, no follow-up.  
------------------------
3/22/08.  U.S. Air 757. Lost wing panel in flight.                                        Non- compliant                   No SDR  

    NTSB Accident/Incident Report Link  > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20080509X00640&key=1
On March 22, 2008, at about 9:00 am EDT, a US Airways Boeing 757-200, flight number 1250, registration N921UW, lost a left upper wing trailing edge panel during cruise flight at FL270.  The Safety Board is continuing to evaluate the design, installation, inspection and maintenance of the failed components to determine the cause of the failure and the impact on the 757 fleet.

--------------------

2/25/08   United  A-320   Multiple electrical failures.                                  Non- compliant                 No SDR

NTSB Accident/Incident Report Link  >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20080514X00667&key=1
 ----------------------

1/30/08    American 757.   Smoke in cockpit.                                                                             SDR # AALA200800207 
NTSB Accident/Incident Report Link  >  http://www.ntsb.gov/ntsb/brief.asp?ev_id=20080212X00178&key=1
----------------------- 

12/14/07.   United 777.    Smoke in the cabin.                                                                            SDR # 2007UALA05109 
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/ntsb/brief.asp?ev_id=20071231X02013&key=1
-----------------------

11/25/07.  Delta  737.    Blew tire on T/O.                                                     Non- compliant   SDR # DL738071561 
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/ntsb/brief.asp?ev_id=20071204X01893&key=1
Non - compliant with no cause and no follow up/supplemental in a  2 year search.  The SDR was misleading/inaccurate; and said, “on take off out of PHX, Nr 3 tire lost recap”.  The SDR made no mention of the maintenance cause - under inflation. Instead , it assigned a cause as a  “tire failure”.

------------------
11/17/07.   Southwest  737    Engine fan blade failure.                                Non- compliant   SDR # SWAA075748 
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20071231X02010&key=1
Non- compliant, no cause, no follow up. 
------------------- 

10/20/07.   Northwest  A-320.  Landed with nose gear at  90 degrees.       Non- compliant                No SDR

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20071023X01634&key=1
------------------- 

 9/28/07. American MD-80.  Engine fire /nose gear problem/evacuation.      Non- compliant   SDR # AALA20071824 
        NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20071005X01522&key=1  refers to  >  NTSB Report AAR-09-03.  Link > http://ntsb.gov/Publictn/2009/AAR0903.htm   … “the probable cause of this accident was American Airlines’ maintenance personnel’s use of an inappropriate manual engine-start procedure  …..  and a subsequent left engine fire.   Contributing to the accident were deficiencies in American Airlines’ Continuing Analysis and Surveillance System (CASS) program.   

Non - compliant with no cause and no follow up/supplemental in a 2 year search.   SDR was misleading/inaccurate and only said  “main fuel line flex hose broke” and stated the cause as “line broken”.  The SDR made no mention of the NTSB’s maintenance induced cause.

-----------------------

5/12/07.   Delta  777.    Tire assembly departed aircraft.                             Non- compliant   SDR # DL777070546 
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20070517X00576&key=1
Non- compliant, No cause.  No follow up.  
--------------------- 

2/26/07. United 777.  Electrical fire .                                                              Non- compliant   SDR # 2007UALA00578 
      NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20080513X00660&key=1 experienced an electrical fire during taxi for departure at London Heathrow Airport (LHR). The accident is being investigated by the Air Accidents Investigation Branch of the United Kingdom.  AAIB Report No: 2/2009 said  “The insulation blankets ignited and a fire spread underneath a floor panel to the opposite electrical panel (P205), causing heat and fire damage to structure, cooling ducts and wiring”.   Source; http://www.aaib.gov.uk/sites/aaib/publications/formal_reports/2_2009_n786ua.cfm 

Non - compliant with no cause and no follow up/supplemental in a  2 year search.  SDR was misleading/inaccurate and only said  “smoke coming from fwd outflow valve after engine start” and  with no SDR references to a actual fire.
-------------------

10/19/06.   Alaska  737.    Hydraulic failure.                                                 Non- compliant                No SDR

NTSB Accident/Incident Report Link >   http://www.ntsb.gov/NTSB/brief.asp?ev_id=20061101X01595&key=1
-------------------- 

10/11/06.   Delta MD-90.   Nose gear retracted on landing.                         Non- compliant  SDR # DLM90060842 
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20061017X01529&key=1
Non- compliant, No cause.  No follow up.  
--------------------- 
9/22/06.   Delta  777.   Smoke and fire from cockpit window.                                                  SDR #  DL777060768 
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20060925X01392&key=1
---------------------
6/20/06   American  DC-9-83.    Landed with gear in up position.             Non- compliant  SDR # AALA20060396
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20060623X00811&key=1
Non- compliant, no cause, no follow up.  
----------------------

5/17/06. United 757.  In flight slide deployment. Maintenance error.            Non- compliant  SDR # 2006UALA00960 
NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20060602X00675&key=1. said; a post incident Maintenance Investigation report submitted to the NTSB by United Airlines indicated that the inadvertent deployment of the off-wing slide assembly was the result of the carrier tray not being locked in the stowed position.
Non - compliant with no cause and no follow up/supplemental in a 2 year search.   The SDR was misleading/inaccurate and only said;  “returned to field due to a left overwing slide EICAS message”.   Under “Specific Part or Structure Causing Difficulty” (Part 5); the SDR said  “warning system activated” rather than the maintenance induced error
-----------------------
9/21/05.  Jetblue.  Landed with nose wheel turned 90 degrees.                                              SDR # YENA200568  

       NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20050927X01540&key=1  N536JB. 

       nose wheel turned 90 degrees. Worn to axle.

          ---------------------

8/19/05.   Northwest 747.    Landed /nose gear retracted.                           Non- compliant                 No SDR

        NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20050921X01501&key=1  
-----------------------
1/19/05.   Delta 767.    Engine shut down.                                                     Non- compliant                 No SDR

NTSB Accident/Incident Report Link  >http://www.ntsb.gov/NTSB/brief.asp?ev_id=20050215X00187&key=1
-----------------------

3/5/04.   Airtran 717.   Smoke in the cabin.                                                  Non- compliant                 No SDR

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20040323X00357&key=1 

---------------------

9/2/03.   American  DC-9.    Unable to extend nose gear.                            Non- compliant                 No SDR

NTSB Accident/Incident Report Link > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20030910X01507&key=1  

--------------------

4/1/03.   United 747.     Emergency,  lateral control problems.                   Non- compliant  SDR  2003UALA00359
NTSB Accident/Incident Report Link  > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20030410X00480&key=1 

Non- compliant,  No cause or follow up.  
----------------------

4/17/03.   Delta  757.   Emergency, engine fire warning light.                     Non- compliant                No SDR

NTSB Accident/Incident Report Link > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20030421X00540&key=1
 -----------------------

3/26/03.   Airtran  717.  On approach, cockpit instruments went blank.   Non- compliant                No SDR

NTSB Accident/Incident Report Link > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20030409X00464&key=1
--------------------

1/11/03.   United 757.  Emergency, fire in aft galley.                                                                SDR  2003UALA00049                      

NTSB Accident/Incident Report Link > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20030116X00075&key=1        

-----------------

11/21/02.   United A-319.  Nose wheel turned 90 degrees.                          Non- compliant   SDR  2002UALA01754    

NTSB Accident/Incident Report Link > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20021125X05520&key=1
Non - compliant with no follow up/supplemental in a 2 year search.   SDR was misleading/inaccurate and only said;  “Unable to retract landing gear .”  The SDR made no mention was made that the nose gear had turned 90 degrees. 

--------------------

10/9/02.   Northwest  747.   Abrupt  roll in flight.                                                                     SDR  0203466301    

        NTSB Accident/Incident Report Link  >http://www.ntsb.gov/NTSB/brief.asp?ev_id=20021018X05344&key=1
--------------------------
9/22/02.   Northwest  DC-9.  Right landing gear collapsed.                        Non- compliant   SDR  0202999919
      NTSB Accident/Incident Report Link > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20020925X05213&key=1 
       Non- compliant; no cause, no followup.  
        ---------------------------

7/2/02.   American  767.   Smoke, electrical, in the cabin.                           Non- compliant                 No SDR
NTSB  Accident/Incident Report Link  >  http://www.ntsb.gov/NTSB/brief2.asp?ev_id=20020722X01178&ntsbno=NYC02WA135&akey=1        

----------------------------

6/3/02.   Northwest  DC-9.   Right landing gear collapsed                          Non- compliant   SDR  0201739993                       

NTSB Accident/Incident Report Link  > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20020612X00871&key=1 

Non- compliant. No cause, no follow up.  
---------------------------

4/5/02.   Delta  767.   In-flight separation of APU doors.                            Non- compliant   SDR DL76G020410.  

NTSB Accident/Incident Report Link  > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20020412X00510&key=1   
Non- compliant.  No cause, no follow up.  
--------------------------

3/31/02.   Delta  MD-11.   Engine warning light on.                                                                  SDR  DLM11020389  
NTSB Accident/Incident Report Link > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20020402X00443&key=1 

 --------------------------

12/4/01.   American  767.    In flight separation engine fairing.                 Non- compliant                 No SDR

NTSB Accident/Incident Report Link  > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20011218X02418&key=1
---------------------------

11/28/01.   American  A-300.  Flight  “Fishtailing” after takeoff.              Non- compliant   SDR # AALA20012082
NTSB Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20020124X00124&key=1  said “A300-600 flight reported 

"fish tailing".    Non - compliant with no follow up/supplemental in a 2 year search.  SDR was misleading/inaccurate and only said that;  “Detected Rudder Vibrations.  Landed without further incident ”.   The SDR made no mention of the actual “Fishtailing” seen in NTSB Report.  

-------------------------

6/5/01.   Northwest  747.  Lost hydraulic pressure, unsafe gear warning.                              SDR  # 0102086303                     

NTSB Accident/Incident Report Link  >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20020124X00123&key=1
-------------------------

3/27/01.   American  767.  Pitch control difficulties.                                   Non- compliant                 No SDR
 NTSB Accident/Incident Report Link  >http://www.ntsb.gov/NTSB/brief.asp?ev_id=20010710X01357&key=1
--------------------------

3/15/01.   Delta  MD-88.   Severe engine vibrations, loss of power.            Non- compliant  SDR  # DLM88010433
NTSB Accident/Incident Report Link  > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20010322X00633&key=1
Non- compliant. No cause.  No follow up.  
--------------------------

12/29/00.   Delta L-1011.  Smoke, electrical, co-pilot’s window.                                              SDR  # DLL10002531
NTSB Accident/Incident Report Link  > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20010105X00035&key=1
--------------------------

11/29/00.   Airtran  DC-9.   Returned, electrical problems.                        Non- compliant  SDR #  AT0000482
NTSB Accident/Incident Report Link  >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20010108X00056&key=1  

Non - compliant with no cause and no follow up/supplemental in a 2 year search.   The SDR was misleading 

and inaccurate.  The SDR said only that;  “circuit breakers popped and emergency landing was performed followed by an emergency evacuation. Trouble shooting in progress.”   The SDR made no mention to “smoke coming from …airplane”,  

nor to the  “fire damage to the left, forward areas of the fuselage, cabin and forward cargo compartment” as seen in this NTSB Report.  The SDR made no mention of a missing “drip shield” and that maintenance induced error.  

---------------------------

11/29/00.   American DC-9.   Smoke, returned / emergency evacuation.   Non- compliant                No SDR                                                                                                

      NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20001215X45420&key=1
       ----------------------
11/20/00.    American  A-300.   Returned, aircraft depressurizing.            Non- compliant                No SDR  

NTSB Accident/Incident Report Link  > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20001212X22314&key=1
---------------------------

10/1/00.   Continental  MD-80.   Emergency, electrical fire.                                                    SDR  # CALA0001469

NTSB Accident/Incident Report Link  > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20001212X22103&key=1  

--------------------------
9/7/00.   Continental  DC-10.  Uncontained engine failure.                        Non- compliant                No SDR

NTSB Accident/Incident Report Link > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20001212X22067&key=1
  -------------------------
8/8/00.   Airtran  DC-9.   Emergency, fire, smoke.                                      Non- compliant  SDR  # AT0000374
NTSB Accident/Incident Report Link  > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20001212X21701&key=1    

Non - compliant with no cause and no follow up/supplemental in a 2 year search.   The SDR was misleading 

and inaccurate.  The SDR had said only that;  “Found smoke in cockpit. Aircraft out of service, further evaluation and trouble shooting required.”     The SDR did mention a actual fire or any mention to the NTSB’s observation of  “unique damage” to wire bundles and relays.  Nor did the SDR make any mention to the cause -  that the fire initiation was caused by an internal failure of this R2-53 relay ….  and that “this was a  repaired relay” ….  “not to manufacturer's standards”.    

-------------------------
6/7/00.   United  767.   Uncommanded autopilot disconnect, control jam.                             SDR # 2000UALA00320
NTSB Accident/Incident Report Link  > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20001212X21169&key=1
---------------------------

4/25/00.   Continental  DC-10.   Engine failure,  casing breach.                 Non- compliant  SDR # CALA0000572
NTSB Link  > http://www.ntsb.gov/NTSB/brief.asp?ev_id=20001212X20894&key=1
Non- compliant.  No cause.  No follow up.  
---------------------------
3/13/00.   Delta  727.   Right main landing failed to extend.                        Non- compliant                No SDR

NTSB Accident/Incident Report Link  >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20001212X20664&key=1
--------------------------- 

End  -  54  items

FULL TEXT to  these  NTSB  Accident/Incident reports     Jan 2010 to 3/13/00. 

1/10/10.  United A-319.  Main gear partially extended.                              Non- compliant                 No SDR
        NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20100112X10853&key=1
Sunday, January 10, 2010 in Newark, NJ.   A319, registration: N816UA.  On January 10, 2010 at 0915 EST, an Airbus A319, registration N816UA, operated by United Airlines as flight 634, landed with the right main gear partially extended on runway 4L at the Newark Liberty International Airport, Newark, NJ. The airplane was on a regularly scheduled flight from Chicago O'Hare Airport. While on approach to Newark the crew attempted to extend the landing gear and observed an abnormal gear indication.  The crew conducted a go-around and attempted to manually extend the gear, but were not able to extend and lock the right main gear, and decided to land before fuel ran low. The flight landed on runway 4L, coming to rest on the left main and nose wheel, and the right engine nacelle. The airplane had minor damage to the underside of the right nacelle and gear door. Three of the 48 passengers had minor injuries, and none of the 5 crew were injured.
        --------------------------------

7/20/09.  United 767.  Smoke in cockpit. Diverted.                                      Non- compliant                 No SDR
        NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20090721X62037&key=1
Monday, July 20, 2009 in Keflavik, Iceland.  767, registration: N658UA.  On July 20, 2009, UAL flight 949, a B767 enroute from London Heathrow to Chicago O'Hare experienced smoke in the cockpit and the crew elected to divert to Keflavik, Iceland. The flight landed without further incident and no injuries among the 11 crew and 178 passengers. The event is being investigated by AAIB Iceland, who requested recorder readout assistance from NTSB.

-----------------------------
6/9/09.  American 767.   Fire in Lavatory.                                                    Non- compliant  SDR # AALA20090610TUL01
       NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20090615X20559&key=1
Tuesday, June 09, 2009.   767, registration: N357AA.   On June 9, 2009, at about 2200 UTC, a Boeing 767, N357AA, operated by American Airlines as flight 64 from New York JFK airport, to Zurich, Switzerland, experienced a fire in one of the rear lavatories and diverted to Halifax, N.S., Canada. There were no injuries and the flight landed with no further incident. TSB-Canada investigators responded initially and provided photos and other information. The airplane was then ferried to Fort-Worth Alliance Airport for maintenance and investigation. As the event occured over international waters, the US NTSB is leading the investigation. Initial examination indicated the fire began in a compartment beneath the sink and adjacent to a water heater. Burned paper material was observed near the heater and in a cavity under the lavatory counter that is normally not accessed or used for storage.

Non- compliant SDR - no cause – no follow up.
-----------------------------

7/13/09.  Southwest 737.  1.5 square foot hole in fuselage.                             Non- compliant  SDR # SWAA094502 
       NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20090714X83900&key=1
Monday, July 13, 2009 in Charleston, WV.   737, registration: N387SW. At about 1645 EDT, Southwest flight 2294, a Boeing 737-3H4 (N387SW), experienced rapid decompression while in cruise flight. The decompression was caused by an approximate 1.5 square foot hole in the crown fuselage skin near passenger row 20. The passenger oxygen masks deployed automatically, the flight crew declared an emergency and the flight landed uneventfully at Yeager Airport, Charleston, West Virginia (CRW). No NTSB cause.   

SDR was non - compliant with no cause and no follow up/supplemental in a 20 month search to Feb 2010.    SDR was misleading/inaccurate and said  “found fuselage skin cracked”.   That the crack was a 1.5 square foot hole was omitted.

--------------------------
12/11/08.  Delta  MD-88.  Smoke in cockpit.                                                 Non-compliant                 No SDR

NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20081215X14936&key=1
 Thursday, December 11, 2008 in Greer, SC.  Boeing MD-88, registration: N924DL.   On December 11, 2008, about 1712 eastern daylight time, N924DL, a Boeing MD-88, operated by Delta Air Lines as flight 1102, a Title 14 CFR Part 121 scheduled domestic passenger flight, diverted to the Greenville Spartanburg International Airport (GSP), Greer, South Carolina after experiencing smoke in the cockpit while en route on a flight from Washington Dulles International Airport (IAD), Virginia, to Atlanta Hartsfield International Airport (ATL), Atlanta, Georgia. Visual meteorological conditions prevailed in the area and an instrument flight rules flight plan had been filed. There were no injuries to the airline transport-rated pilot, co-pilot, three flight attendants, and 148 passengers.
According to the Delta Air Lines Manager of Flight Safety, the flight was about 150 to 175 miles north of Atlanta, Georgia, when the flight crew detected smoke in the cockpit. According to the flight crew, the smoke appeared to be emanating from the area of the co-pilot's glare shield and had an electrical odor. The flight crew donned oxygen masks and goggles, accomplished the "Smoke/Fumes Checklist", declared an emergency, and diverted to GSP where a landing and an emergency evacuation was performed.   Ed. Note; Searched 10 months.  Non- compliant SDR - no cause – no follow up.
----------------- 
11/26/08.   Delta 777. Uncommanded rollback.                                           Non- compliant  SDR # DL777081650          

NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20081201X44308&key=1
On November 26, 2008, at approximately 1930 Coordinated Universal Time (UTC), a Boeing 777-200ER, registration N862DA, serial number 29734, operated by Delta Air Lines as Flight 18, experienced an uncommanded rollback of the right hand (number 2) Rolls Royce Trent 895 engine during cruise flight at FL390 (approximately 39,000 feet). The flight was a regularly scheduled flight from Pudong Airport, Shanghai, China to Atlanta-Hartsfield International Airport, Atlanta, Georgia. Initial data indicates that following the rollback, the crew descended to FL310 and executed applicable flight manual procedures. The engine recovered and responded normally thereafter. The flight continued to Atlanta where it landed without further incident. Flight data recorders and other applicable data and components were retrieved from the airplane for testing and evaluation.
Non- compliant SDR - no cause – no follow up.

-------------------------

9/22/08.  American 757.  In flight system failures, departed runway.  Non-compliant      AALA200802419   NC

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/ntsb/brief.asp?ev_id=20081007X03940&key=1
Monday, September 22, 2008 in Chicago, IL.  Boeing 757, registration: N197AN.   On September 22, 2008, at 1342 central daylight time, a Boeing 757-223, N197AN, operated by American Airlines as flight 268, diverted to Chicago O’Hare International Airport (ORD) due to electrical system anomalies. During the landing on runway 22R (7,500 feet by 150 feet), the airplane veered off the left side of the runway resulting in minor damage to the landing gear. There were no injuries to the 2 flight crew, 5 flight attendants, or 185 passengers. The domestic passenger flight was being operated under the provisions of Title 14 Code of Federal Regulations Part 121. Visual meteorological conditions prevailed and an instrument flight rules flight plan was filed. The flight originated from the Seattle-Tacoma International Airport (SEA), Seattle, Washington, at 0802 pacific daylight time, with an intended destination of the John F. Kennedy International Airport (JFK), New York, New York.
    While en route the flight crew received an AIR/GRD SYS message, an illumination of the standby power bus OFF light, and several advisory and status messages on the engine indicating and crew alert system (EICAS). The flight crew then referenced the quick reference handbook (QRH) regarding the AIR/GND SYS message. The flight crew then followed the procedure referenced in the QRH for STANDBY BUS OFF by turning the standby power selector to the BAT position. The QRH procedure also referenced that, "The battery will provide bus power for approximately 30 minutes." The airplane systems stabilized with several items inoperative and the captain contacted maintenance technical support and subsequently elected to continue the flight on battery power. The flight crew then reviewed the MAIN BATTERY CHARGER procedure referenced in the QRH. 
    Approximately 1 hour and 40 minutes later, while in cruise flight, the battery power was depleted at which time several cockpit electrical systems began to fail. The airplane was over western Michigan and the captain elected to turn around and divert to ORD. Also, the flight attendants discovered that public address (PA) and the cabin/cockpit interphone systems were inoperative. A flight attendant wrote a note and slipped it under the cockpit door to inform the flight crew of their communication problems. A short time later, the cabin crew was informed that they were diverting to ORD. One of the flight attendants then walked through the aisle informing the passengers of the unscheduled landing at Chicago.
    While aligned with the runway to land, the flight crew declared an emergency with the control tower as a precaution. As the airplane neared the runway on final approach, the flight crew discovered that the elevator and standby elevator trim systems were inoperative. The captain then assisted the first officer on the flight controls and the approach to land was continued. The systems required to slow the airplane on the runway appeared to indicate normal, and with the elevator control issues the flight crew did not want to perform a go-around to land on a longer runway. Pitch control of the airplane was difficult so the flight crew elected to stop the flap extension at 20 degrees. The touchdown was smooth despite the control issues, however, the thrust reversers and spoilers did not deploy. The captain attempted to manually deploy the thrust reversers, but still was not sure if they deployed. The captain was concerned about the brake functionality and accumulator pressure so he made one smooth application of the brakes, which did not “perform well.” Due to obstructions off the end of the runway, the captain elected to veer the airplane off the left side of the runway into the grass. 
    As the airplane touched down approximately 2,500 feet down the runway witnesses heard loud pops. Skid marks from the left main gear were evident near the point of touchdown and 165 feet further down the runway skid marks from the right main gear were present. These skid marks were visible for the entire length of the runway up until the airplane departed the pavement. The airplane came to rest with all three main landing gear off the left side of the pavement and the nose of the airplane came to rest approximately 100 feet prior to the end of the blast pad pavement which extended 397 feet past the departure end of the runway. 
    After coming to a stop, the flight crew was not able to shut the engines down with either the fuel cutoff valves or by extending the fire handles. The engines were subsequently shutdown by depressing the fire handles. The passengers were then deplaned through the L1 and R4 doors using portable stairs.
    Post incident investigation revealed a failure of the B1/B2 contacts in the K106 electrical relay. With the standby power selector in the AUTO position, this failure would have resulted in a loss of power to the battery bus and the DC standby bus, which would have resulted in the AIR/GND SYS message and illumination of the standby power bus OFF light which the flight crew received. 
    With the standby power selector in the BAT position, as selected by the flight crew, the main battery provided power to the hot battery bus, the battery bus, the AC standby bus, and the DC standby bus. In addition, the main battery charger was not receiving power, and thus the battery was not being recharged. When main battery power was depleted, all 4 of the aforementioned buses became unpowered.

Non- compliant SDR - no cause – no follow up..  Searched 2 years.    SDR was misleading/inaccurate; reported  “Crew reported air ground system EICAS msg with several component failures of inertial reference system and main battery charger followed by failure of all captains instruments. …. On landing acft went off end of runway. acft had blown tires.”   SDR made no mention to, the cause of, and the more serious additional failures noted by the NTSB;  (operation of the aircraft for 1 hour and 40 minutes with a standby power bus powered only by the battery rated for 30 minutes) loss of the elevator trim control, difficult pitch control, flaps limited to 20 degrees, loss of reversers and spoilers and causing the runway excursion, and all of which caused by loss of the hot battery bus, the battery bus, the AC standby bus, and the DC standby bus.   Or that, because of this, the aircraft came to rest approximately 100 feet prior to the end of the blast pad pavement, and was not able to shut the engines down without depressing the fire handles .

-----------------------
5/22/08.   US Air  757.   Wing panel departed.                                  Non- compliant       SDR # BB08039 
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20080509X00640&key=1
Saturday, March 22, 2008 in Richmond, VA.  757-200, registration: N921UW

On March 22, 2008, at about 9:00 am EDT, a US Airways Boeing 757-200, flight number 1250, registration N921UW, lost a left upper wing trailing edge panel during cruise flight at FL270. Initial reports were that the flight crew had experienced "light chop" at the time. The flight was en route from Orlando International Airport, Orlando, Florida (MCO) to Philadelphia International Airport, Philadelphia, Pennsylvania (PHL). The panel struck the window of passenger row 19ABC and cracked only the outer portion of the window. Pressurization was not lost. The flight crew continued on to PHL. Upon approach to PHL the flight crew informed ATC that they could not increase their airspeed due to possible airframe damage. The flight landed uneventfully. There were 174 passengers and 6 crew members on board with no reported injuries.    The NTSB has reviewed the data extracted from aircraft's flight data recorder (FDR), and in conjunction with statements from the flight crew, the Safety Board found that there was no substantial change to the aircraft's handling characteristics after the panel separated from the wing. Because of this, the NTSB has classified this event as an incident.    Since the incident on March 22, US Airways reported to the Safety Board that it had inspected the wing panels on all of its 757s and found problems with wing panel fasteners on several other aircraft, which were since repaired and returned to service.   After problems with the 757 wing panel fastening system were identified in the late 1980s, the Federal Aviation Administration issued an Airworthiness Directive (AD) requiring operators of 757s to install a redesigned fastening system. Eastern Airlines, which ceased operations in 1991, operated the 757 involved in this incident at the time the AD was issued in 1991, and had installed the redesigned system. It was these redesigned fasteners that failed on flight 1250.   The Safety Board is continuing to evaluate the design, installation, inspection and maintenance of the failed components to determine the cause of the failure and the impact on the 757 fleet.     Non-compliant SDR - No cause.  No follow-up.  Searched 12 months.
------------------ 
3/27/08.   Continental  737   All main gear tires blew on touchdown.         Non- compliant                  No SDR

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20080404X00426&key=1
Thursday, March 27, 2008 in Houston, TX.  737-524, registration: N23661
On March 27, 2008, at 1753 central daylight time, N23661, a Boeing 737-524 airplane sustained minor damage when all four main landing gear tires blew-out during touchdown on runway 26R at George Bush Intercontinental Airport (KIAH), Houston Texas. The airplane is owned and operated by Continental Airlines and was flown as a domestic passenger flight in accordance with 14 CFR Part 121. The flight was on an instrument flight rules flight plan from Will Rogers International Airport (KOKC) with Houston, Texas as it's intended destination. There was no emergency egress. The flight crew of 5 and the 113 passengers deplaned using a portable stairway and there were no injuries.   The airplane touched down in the touchdown zone of runway 26R, and came to rest on the runway approximately 2,000 feet from the end. A small fire was noted on the right main gear and Houston Aircraft Rescue Fire Fighting (ARFF) responded and extinguished the fire. Federal Aviation Administration inspectors on scene examined the aircraft and supervised moving it off of the runway. The tires, brake assemblies, anti-skid module, cockpit voice recorder (CVR), and digital flight data recorder (DFDR) were secured for further investigation. Weather at the time was reported at KIAH as winds from 170 degrees at 16 knots gusting to 21 knots, few clouds at 4,700 feet and scattered clouds at 25,000 feet, visibility of 10 miles, temperature 26 degrees Celsius with a dew point 14 degrees Celsius, and altimeter setting 29.84 inches of mercury.

--------------------------
3/22/08.  U.S. Air 757. Lost wing panel in flight.                               Non- compliant                         No SDR  

    NTSB Accident/Incident Report Link  > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20080509X00640&key=1
On March 22, 2008, at about 9:00 am EDT, a US Airways Boeing 757-200, flight number 1250, registration N921UW, lost a left upper wing trailing edge panel during cruise flight at FL270.  The Safety Board is continuing to evaluate the design, installation, inspection and maintenance of the failed components to determine the cause of the failure and the impact on the 757 fleet.

-----------------------
1/30/08.   American   757.     Smoke in cockpit.                                                                         SDR # AALA200800207 
NTSB Accident/Incident Report Link  >  http://www.ntsb.gov/ntsb/brief.asp?ev_id=20080212X00178&key=1
Wednesday, January 30, 2008 in West Palm Beach, FL  Boeing B757-200, N624AA

On January 30, 2008, at 2022 Eastern Standard Time, American Airlines flight 1738, a Boeing 757-200, N624AA, declared an emergency due to smoke in the cockpit and diverted into Palm Beach International Airport (PBI), West Palm Beach, Florida. The flight was being piloted by an airline transport pilot certificated captain and airline transport pilot certificated first officer. The airplane landed without incident at PBI. Night visual meteorological conditions prevailed at the time of the incident. The scheduled domestic passenger flight was being conducted under the provisions of Title 14 CFR Part 121, and an instrument flight rules flight plan had been filed. The pilot, first officer, three of the six flight attendants, and one passenger were transported to the hospital with minor injuries. The flight departed San Juan, Puerto Rico, at 1851 Atlantic Standard Time and was enroute to Philadelphia, Pennsylvania.
--------------------

2/25/08.    United   A-320   Multiple electrical failures.                   Non- compliant                             No SDR

NTSB Accident/Incident Report Link  >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20080514X00667&key=1
Friday, January 25, 2008 in Newark, NJ.  United Airbus A320, registration N462UA, experienced multiple avionics and electrical failures, including loss of all communications, shortly after rotation while departing Newark Liberty International Airport, Newark (EWR), New Jersey. The flight returned for landing at EWR and electrical power was restored to the cockpit after landing when the flight crew selected the AC Essential Bus button. There were no injuries to the 107 passengers and crew aboard the airplane and no damage to the airplane. The airplane was operating under the provisions of 14 Code of Federal Regulations Part 121 and was a regularly scheduled passenger flight to Denver International Airport, Denver, Colorado. Ed Note;  Another incident with 462UA on 1/28 ;  SDR # 2008UALA00444 
------------------------
12/14/07.    United  777.      Smoke in the cabin.                                                                       SDR # 2007UALA05109  C
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/ntsb/brief.asp?ev_id=20071231X02013&key=1
On December 14, 2007, at 1555 central standard time, a Boeing 777-222, N220UA, operated by United Airlines as flight 836, sustained minor damage when smoke entered the cabin during approach for landing at O'Hare International Airport (ORD), Chicago, Illinois. The international air carrier flight was being conducted under 14 CFR Part 121 on an instrument flight rules flight plan. One passenger was seriously injured during the subsequent emergency evacuation. The remaining 248 passengers, 11 cabin crew members, and 4 flight crew members were not injured. The flight departed Pudong International Airport (PVG), Shanghai, China, about 0800 universal coordinated time. ORD was the intended destination. …….  the captain ordered an emergency evacuation. The initial post accident inspection revealed a low oil quantity in the right engine. Metallic deposits were observed on one of the engine chip detectors. In addition, oil deposits were located in the compressor section of the engine. No evidence of an engine or cabin fire was observed.

Ed. Note;  SDR reported cause was failure of engine bearing.
-------------------------
11/25/07.   Delta  737.     Blew tire on take off.                           Non- compliant                          SDR # DL738071561 
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/ntsb/brief.asp?ev_id=20071204X01893&key=1
November 25, 2007 in Phoenix, AZ. 737-832, 737.  registration: N3744F.  As the airplane accelerated to 100 knots for takeoff, the ANTISKID INOP light illuminated. The takeoff was continued and no other anomalies were noted. Soon after leveling off at FL330, the crew was advised by air traffic control that tire fragments had been found on the runway and that they had possibly had a tire failure on takeoff. Shortly thereafter, the crew noticed hydraulic system A was losing fluid. The decision was made for the airplane to divert to the closest suitable airport. After declaring an emergency, the crew made an overweight landing using 40 degrees of flaps. The crew allowed the airplane to roll almost the full length of the runway and stopped on a taxiway. The airplane was then towed to the gate. Post-incident inspection revealed the tread on the right outboard tire had come off and had struck the inboard and midspan flaps, necessitating their replacement. In addition, the leading edge of the right horizontal stabilizer had been struck and required replacement. The tire was examined by Goodyear and according to its report, "The most likely cause of the tread separation is [severe] overdeflection [underinflation and/or overloading) during use in service]."    The National Transportation Safety Board determines the probable cause(s) of this incident as follows: Delamination of the right outboard tire tread during the takeoff roll due to under inflation and/or overloading during use in service.  

SDR was non - compliant with no cause and no follow up/supplemental in a 2 year search.   The SDR was misleading/inaccurate; said, “on take off out of PHX, Nr 3 tire lost recap” .  The SDR made no mention of the maintenance cause - under inflation. Instead , it assigned a cause as a  “tire failure”.

------------------
11/17/07.   Southwest   737    Engine fan blade failure.                  Non- compliant                     SDR # SWAA075748 
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20071231X02010&key=1
On November 17, 2007, a Southwest Airlines' Boeing 737-300, registration number N676SW, flight number 438, experienced a failure of the No. 2 engine, a CFMI CFM56-3B1, while climbing through FL250 to FL330. The flight crew reported feeling severe vibration, pulled both throttles back to idle, declared an emergency and started an air turn back to Love Field (DAL), Dallas TX. While heading back the pilot reported seeing several cockpit warnings related to the No. 2 engine. The pilot reported closing the start lever on the No. 2 engine, continue back to DAL, and performed an uneventful single engine landing. No injuries were reported to any of the occupants. The flight was an IFR flight conducted under 14 CFR Part 121 from Dallas, Love Field, TX, to Little Rock (LIT), AR.   Examination of the airplane revealed impact marks along the fuselage from about 10 feet aft of the right-hand forward entry door to about 6 feet forward of the right-hand aft entry door and almost along the entire length of right wing leading edge. The right horizontal stabilizer also exhibited impact marks along almost the entire leading edge. None of impact marks were punctures through fuselage. Examination of the engine revealed all the fan blades heavily damaged, all the fan blade roots remained installed in the disk, several fan blades fractured near the platform. The forward and rear spinner cones were no longer attached to the fan disk and a large penetration hole was noted on the right hand side of the fan cowl just forward of the engine fan case. No breaches of any of the engine cases or signs of fire damage were noted.

Non-compliant SDR - No cause.  No follow-up.  Searched 12 months.   SDR said only that  “aircraft began vibrating then heard explosion”. 
------------------------- 
10/20/07   Northwest  A-320   Landed with nose gear turned 90 degrees.     Non- compliant             No SDR

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20071023X01634&key=1
On October 20, 2007, at 2007 central daylight time, an Airbus A320-211, N331NW, landed on runway 36 at the Hector International Airport, with the nose gear turned 90 degrees from the direction of travel. The airplane sustained minor damage to the nose gear assembly. The captain, co-pilot, 2 flight attendants, and 134 passengers were not injured. The 14 CFR Part 121 scheduled domestic passenger flight was being operated by Northwest Airlines as flight 1432. Visual meteorological conditions prevailed and an instrument flight rules flight plan was filed. The flight originated from Minneapolis, Minnesota, at 1911.

------------------------- 
9/28/07. American MD-80.  Engine fire /nose gear problem/evacuation.      Non- compliant   SDR # AALA20071824 
        NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20071005X01522&key=1  refers to  >  NTSB Report AAR-09-03.  Link > http://ntsb.gov/Publictn/2009/AAR0903.htm   … “the probable cause of this accident was American Airlines’ maintenance personnel’s use of an inappropriate manual engine-start procedure, which led to the uncommanded opening of the left engine air turbine starter valve, and a subsequent left engine fire, which was prolonged by the flight crew’s interruption of an emergency checklist to perform nonessential tasks. Contributing to the accident were deficiencies in American Airlines’ Continuing Analysis and Surveillance System (CASS) program.
SDR was non - compliant with no cause and no follow up/supplemental in a 2 year search.   SDR was misleading/inaccurate and only said  “main fuel line flex hose broke” and stated the cause as “line broken”.  The SDR made no mention of the NTSB’s maintenance induced cause.

-----------------------

5/12/07.   Delta   777.    Tire assembly departed aircraft.                              Non- compliant     SDR # DL777070546 
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20070517X00576&key=1
Saturday, May 12, 2007 in Tel Aviv, Israel. Aircraft: Boeing 777-200ER, registration: N863DA
On May 13, 2007, at about 11:30 pm local time, a Delta Airlines Boeing 777-200ER, registration N863DA, took-off from Tel Aviv, Israel for a flight to Atlanta, Georgia. After the airplane took-off, pieces of the #8 tire assembly were found along the departure taxiway and runway. An aerial search was done in Tel Aviv along the departure flight path to try and locate the #8 wheel and tire. It was not located. On landing in Atlanta, it was discovered that the #8 tire assembly was missing. The flight crew had no indication on departure that there was a landing gear problem. The parts that were collected in Israel have been sent to the US for examination at BF Goodrich. The Civil Aviation Authority of Israel is investigating this incident.

Non-compliant SDR - No cause.  No follow-up.  Searched 12 months.
 -----------------------

2/26/07. United 777.  Electrical fire .                                                              Non- compliant   SDR # 2007UALA00578 
 NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20080513X00660&key=1  said  “experienced an electrical fire during taxi for departure at London Heathrow Airport (LHR). The accident is being investigated by the Air Accidents Investigation Branch of the United Kingdom.  

AAIB Report No: 2/2009   http://www.aaib.gov.uk/sites/aaib/publications/formal_reports/2_2009_n786ua.cfm 

said  “The insulation blankets ignited and a fire spread underneath a floor panel to the opposite electrical panel (P205), causing heat and fire damage to structure, cooling ducts and wiring”.   

Non - compliant with no cause and no follow up/supplemental in a 2 year search.  SDR was misleading/inaccurate and only said  “smoke coming from fwd outflow valve after engine start” and  with no SDR references to a actual fire.  
---------------------

10/19/06.   Alaska  737    Hydraulic failure.                                                     Non- compliant          No SDR

NTSB Accident/Incident Report Link >   http://www.ntsb.gov/NTSB/brief.asp?ev_id=20061101X01595&key=1
Thursday, October 19, 2006 in Los Angeles, CA.  Boeing 737-790, registration: N614AS.  During cruise flight, just after entry into foreign airspace, the flight crew was alerted to a System B hydraulic failure, and they decided to return to, and land in the United States (US). Upon re-entry to US airspace, the flight crew declared an emergency and requested to land at the departure airport. On final approach, about 5 minutes after selecting flaps to 15 and lowering the landing gear, the flight crew was alerted to the System A hydraulic quantity gage, that had dropped to 0 pounds per square inch (psi). At this point both System A LOW PRESSURE LIGHTS illuminated and the airplane went into the manual reversion mode. The flight crew indicated that the airplane was difficult to control; however, they landed uneventfully at the airport. Maintenance personnel for the airline, and the airplane manufacturer, inspected the hydraulic systems. They noted that the initiating event was a failed engine driven pump. The secondary event was a cracked hydraulic line that failed due to fatigue. A metallurgical examination revealed the fatigue fracture initiated at the toe of the welding root where they were able to locate a crack that had propagated through half the perimeter. The airframe manufacturer redesigned the affected tube, part number 272A4451-87, a titanium tube, with part number 272A4451-200, a stainless steel tube.  The National Transportation Safety Board determines the probable cause(s) of this incident as follows:   A complete failure and depressurization of both hydraulic systems due to two separate events: 1) the failure of a engine driven pump on the 'A' system, and 2) the fatigue fracture and failure of a hydraulic line on the 'B' system.

Ed Note ;   (Repeater); another SDR # ASAA0671126  on the 21st.   A and B system failures due to a pump failure.

------------------------ 

10/11/06.   Delta   MD-90.   Nose gear retracted on landing.                            Non- compliant        SDR # DLM90060842 
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20061017X01529&key=1
Delta Airlines.  Wednesday, October 11, 2006 in Denver, CO.  Douglas MD-90-30, registration: N906DA.

When the landing gear was extended on final approach, the nose gear UNSAFE light illuminated. A low fly-by was made, and control tower personnel confirmed that the nose gear appeared to be retracted. After consulting with the company's maintenance department, unsuccessful attempts were made to lower the nose gear, and a nose gear-up landing was made. Post accident examination revealed that the nose landing gear center spray deflector had fractured and rotated, preventing gear extension. The spray deflector is designed to deflect water and other runway material kicked up by the nose wheel away from the rear-mounted engines which could cause flameouts and engine damage. About one-third of the spray deflector was broken off. Laboratory examination of the deflector revealed the fracture was typical of overstress. The nose gear doors were scraped, and the aluminum skin just aft of the nose wheel well was scraped through, exposing 5 longerons and 6 stringers, compromising the pressure vessel.   The National Transportation Safety Board determines the probable cause(s) of this accident as follows:    A fractured nose gear assembly spray deflector that blocked the nose gear from extending during landing, and resulted in an intentional nose gear up landing.   Ed. Note; No cause.  No Follow up.  Searched 12 months.
------------------------- 
9/22/06.   Delta   777.   Smoke and fire from cockpit window.                                                  SDR #  DL777060768 
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20060925X01392&key=1
Delta Airlines.  Incident occurred Friday, September 22, 2006 in Brindisi, Italy.  Boeing 777-200, registration: N861DA
On September 22, 2006, a Delta B-777-200 en route from Israel to Atlanta, GA, experienced smoke and fire from the lower corner of the first officer's front window. The flight crew donned their oxygen masks, declared an emergency, and diverted to Brindisi, Italy. The investigation is under the jurisdiction of the Italian ANSV. 

-----------------------------
6/20/06   American  DC-9-83.    Landed with gear in up position.        Non- compliant           SDR # AALA20060396
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20060623X00811&key=1
Chicago, IL.  American  Airlines DC-9-83.  Tuesday, June 20, 2006 in Chicago, IL. Registration N961TW. The airplane was damaged during landing with the nose landing gear in the up position. According to statements from the flight crew and communications transcripts, the flight crew attempted to lower the landing gear and did not receive a gear down indication for the nose landing gear. The flight crew requested and performed a low-approach at which time the air traffic control tower personnel confirmed that the nose landing gear was not extended. The flight crew executed a climb to 6,000 feet and contacted American Airlines maintenance in an attempt to troubleshoot the problem. After performing the steps in the appropriate emergency checklists, including an attempted manual extension of the nose landing gear, proved unsuccessful, the flight crew executed a landing on runway 14R with the main landing gear extended and the nose landing gear in the up position. Examination of the airplane revealed that the nose landing gear spray deflector center link had fractured and the right hand urethane deflector was displaced. The deflector was rotated aft and was not in the track within the wheel well that contains the deflector when in the retracted position. When attempting to lower the nose landing gear, the deflector was observed to impinge on the nose landing gear wheel well structure preventing the nose landing gear from extending. The nose landing gear spray deflector components were sent to the NTSB Materials Laboratory for examination. The center deflector assembly was fractured along three separate lines where the right side deflector is attached. The aft right side of the center deflector was fractured through the bolt holes and the vertical and horizontal plate members. Magnified optical examinations of the three fracture faces revealed rough, crystalline matte gray surfaces consistent with overstress separations in cast aluminum alloys at each location. No evidence of porosity, corrosion or preexisting cracking was noted on any of the fracture faces. The engineering drawing specified the center deflector, p/n 5952241, as cast aluminum alloy C355 per federal specification QQ-A-596, solution heat treated and aged to T61 temper. A Brinell hardness impression on a piece of the center deflector measured 101 HB, which was consistent with the specified alloy and heat treatment.   The National Transportation Safety Board determines the probable cause(s) of this accident as follows: The jammed nose landing gear due to a failure of the nose landing gear spray deflector for undetermined reasons.    Ed. Note;  No cause.  No follow up.  Searched 12 months.
--------------
5/17/06. United 757.  In flight slide deployment. Maintenance error.            Non- compliant  SDR # 2006UALA00960 
NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20060602X00675&key=1.  said “ a post incident Maintenance Investigation report submitted to the NTSB by United Airlines indicated that the inadvertent deployment of the off-wing slide assembly was the result of the carrier tray not being locked in the stowed position.

SDR was non - compliant with no cause and no follow up/supplemental in a 2 year search.   The SDR was misleading/inaccurate and only said;  “returned to field due to a left overwing slide EICAS message”.   Under “Specific Part or Structure Causing Difficulty” (Part 5); the SDR said  “warning system activated” rather than the maintenance induced error
--------------------------

8/19/05.   Northwest  747.   Landed /nose gear retracted.                         Non- compliant                   NO SDR

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20050921X01501&key=1  
Agana, Guam. Northwest Airlines flight 74, a Boeing 747-200, N627US, landed with its nose gear retracted at Guam International Airport, Agana, Guam. An emergency evacuation was initiated several minutes after the airplane came to rest.  The airplane was substantially damaged.  

 -----------------------
1/19/05.    Delta  767.    Engine shut down.                                                 Non- compliant                    NO SDR

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20050215X00187&key=1
Delta Air Lines B-767-332, Reg. N174DN, was enroute from Zurich, Switzerland to Atlanta, Georgia, at FL310, on January 19, 2005, when they experienced substantial vibrations in the No. 2 engine. The engine was shut down and the crew diverted to Nice, France.  

-----------------------
3/5/04.    Airtran  717.  Smoke in the cabin.                                                 Non- compliant                  NO SDR

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20040323X00357&key=1 

Atlanta, Ga.  AirTran Airways. 717-200. Reg. N978AT. Reported smoke in the cabin during takeoff and climb from Hartsfield-Jackson . No injuries.  
---------------------

9/2/03.   American  DC-9.  Unable to extend nose gear.                            Non- compliant                    NO SDR

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20030910X01507&key=1  

Jamaica, N.Y.  American Airlines. DC-9-82.  Reg. N454AA. Unable to extend the nose gear during a emergency landing. Substantial damage. No injuries.  

--------------------

4/1/03.  United  747.   Emergency,  lateral control problems.                     Non- compliant      SDR # 2003UALA00359
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20030410X00480&key=1 

Chicago, Ill. United Airlines.  747-422.  Reg. N175UA. In cruise, experienced lateral control problems. “Felt unusual and stiff”. Bank angle was limited. Emergency declared.   

Non- compliant.  No cause or follow up.  SDR said “airplane could not turn left”..  Searched 12 months.

----------------------

4/17/03.   Delta  757.  Emergency, engine fire warning light.                       Non- compliant                NO SDR

NTSB Accident/Incident Report Link  >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20030421X00540&key=1
Salt Lake City, UT.  Delta Airlines. 757-232.  Reg N6712B.  At 10,000 feet left engine fire warning illuminated. Emergency declared. On approach, light went out. Fuel line near thrust reverser had failed.    

-----------------------

3/26/03.  Airtran  717.  On approach, cockpit instruments went blank.      Non- compliant               NO SDR
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20030409X00464&key=1
Flushing, N.Y.  AirTran Airways. 717-200.  Reg. N957AT. On final approach, cockpit display units went blank and the cockpit darkened.  Smoke in the cockpit and cabin.  Emergency evacuation.     

--------------------
1/11/03.  United  757.  Emergency, fire in aft galley.                                                                  SDR  2003UALA00049                       

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20030116X00075&key=1                   

Salt Lake City, UT. United Airlines.  757-222.  Reg. N551UA. At cruise, fire in the aft left galley.  Declared emergency.  Water level sensor was chared and melted.  Wire arcing had melted a circuit board and wires.    

Ed. Note; SDR Reported on the 10th 

-----------------

11/21/02.   United  A-319.  Nose wheel turned 90 degrees.                      Non- compliant         SDR  2002UALA01754    

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20021125X05520&key=1
Chicago, IL. United Airlines.  A319-131.  Reg. N804UA.  Landed with the nose wheels turned 90 degrees to the direction of travel.  Unable to retract the landing gear after takeoff.  Received the L/G SHOCK ABSORBER FAULT and AUTO FLT A/THR OFF messages and for the nose wheel steering.  Returned to Orlando.    
SDR  2002UALA01754 was non - compliant with no follow up/supplemental in a 2 year search.   SDR was misleading/inaccurate. SDR was misleading/inaccurate.  The SDR only said;  “Unable to retract landing gear .”  The SDR made no mention was made that the nose gear had turned 90 degrees. 

--------------------

10/9/02.   Northwest  747.  Abrupt roll in flight.                                                                          SDR  0203466301    

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20021018X05344&key=1
Anchorage, AK. Northwest Airlines.  747-400.  Reg. N661US. While in cruise flight at FL350 with the autopilot engaged, when it abruptly rolled into a 30 to 40 degree left bank.  Emergency procedures failed to correct the problem, and the flight diverted to the nearest airport for an emergency landing.     

--------------------
9/22/02.   Northwest  DC-9.  Right landing gear collapsed.                  Non- compliant           SDR  0202999919
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20020925X05213&key=1
Minneapolis, MN.  Northwest Airlines.  DC-9-32.  Reg. N941N.  The airplane was damaged when the right main landing gear failed and collapsed during taxi for takeoff.  
Ed Note:  No cause.  No follow up.  SDR said a “preliminary Investigation”.   Searched 12 months.  
---------------------

7/2/02.    American 767.   Smoke, electrical, in the cabin.                      Non- compliant                     NO SDR
NTSB Accident/Incident  Link > http://www.ntsb.gov/NTSB/brief2.asp?ev_id=20020722X01178&ntsbno=NYC02WA135&akey=1        

Asuncion, Paraguay.  American Airlines.  767-300.  Reg. N376AN.  At cruise, the crew and passengers noticed a strong electrical odor and also a hazy smoke in the cabin near the over wing emergency exits.  Declared a emergency.  No findings.   

Ed Note; No SDR for this date, however American filed a report the day before (1st) on this same route and for this registration number.  That report on the 1st also says, in addition to the cabin, the cockpit smelled smoke.  Possible ‘Repeater’.  No follow up. Searched to 07/2/2003.

----------------------

6/3/02.   Northwest  DC-9.  Right landing gear collapsed.                  Non- compliant                SDR # 0201739993                       

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20020612X00871&key=1     

Minneapolis, MN.  Northwest Airlines. DC-9-31.  Reg. N8986E.  Right main landing gear collapsed on landing rollout.    
Ed Note: No cause.  No follow up.  SDR states  “ Specifics unknown at this time due to the log pages being secured for investigation”.   Searched 12 months.

--------------------

4/5/02.   Delta  767.    In-flight separation of APU doors.                    Non- compliant               SDR # DL76G020410.  

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20020412X00510&key=1   
Atlanta, GA.  Delta Airlines. 767-332ER.  Reg. N1608.  Experienced an in-flight separation of the auxiliary power unit doors while climbing to the assigned cruise altitude.  Flight returned.   

Ed.  Note:  No cause..  No follow-up.  SDR stated;  “Item under investigation”.   Searched 12 months.
---------------
3/31/02.   Delta  MD-11.   Engine warning light on.                                                                      SDR # DLM11020389  
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20020402X00443&key=1 

Charlotte, NC. Delta Airlines.  MD-11.  Reg. N809DE.  At level off, the number 2 engine master warning light was illuminated, as well as a level 3 alert on the Engine and Alert Display and a red light on the number 2 fire handle and fuel shutoff lever. The fire bell did not activate. Discharged fire bottle and landed.                                

 ---------------------

12/4/01.   American 767.   In flight separation engine fairing.          Non- compliant                         NO SDR

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20011218X02418&key=1
London, UK.  American Airlines 767-323.  Reg. N7375A. Experienced an in-flight separation of the no. 2 engine pylon strut fairing during climbout from Brussels, Belgium. The fairing impacted and damaged the no. 8 leading edge slat on the right wing.   

--------------------

11/28/01.   American  A-300-600.  Flight  “Fishtailing” after takeoff.    Non- compliant     SDR  AALA20012082
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20020124X00124&key=1
Lima, Peru.  American Airlines A300-600, Reg. N7055A.  American Airlines A300-600 flight reported "fish tailing" soon after takeoff from Lima, Peru, on November 28, 2001. The flight returned to land at Lima without injuries to the crew or passengers (actual number of passengers is unknown). The flight recorders were pulled pending possible readout.  

Ed. Note; No further NTSB information since 2001.

SDR  was non - compliant with no follow up/supplemental in a 2 year search.  SDR was misleading/inaccurate.  SDR only said that;  “Detected Rudder Vibrations.  Landed without further incident ”.    The SDR made no mention of the actual “Fishtailing” seen in NTSB Report.  

---------------------

6/5/01.   Northwest  747.   Lost hydraulic pressure, unsafe gear warning.                            SDR  0102086303                     

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20020124X00123&key=1
Tokyo, Japan.  On June 5, 2001, Northwest Flight 28, a Boeing 747-400, (Reg 663US) experienced a loss of No. 4 hydraulic system pressure 30-45 minutes after takeoff from Manila. On arrival at Narita International Airport they observed an unsafe indication on the right main wing gear. The crew was unable to extend the right wing gear and declared an emergency. They landed on runway 16 without further damage to the aircraft and all passengers deplaned via portable stairs.  

--------------------

3/27/01.   American 767.    Pitch control difficulties.                                 Non- compliant                 NO SDR

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20010710X01357&key=1
Paris, France. American Airlines flight 48, a Boeing 767-300  Reg. N379AA.  Experienced pitch control difficulties while on approach for landing at Charles de Gaulle International Airport (CDG), Paris, France…... The flight crew indicated that the elevators appeared to be jammed and were not responsive to control column inputs and that stabilizer trim was used to maintain proper pitch control. Both flight recorders were removed and initially read out by the French Bureau Enquetes Accidents (BEA). The flight data recorder (FDR) data were transferred electronically to the Safety Board's lab by the BEA. The BEA's readout of the CVR indicated that the event had been written over. The BEA delegated the investigation of the incident to the Safety Board.   
--------------------

3/15/01.   Delta.  MD-88.   Severe engine vibrations, loss of power.           Non- compliant       SDR #  DLM88010433
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20010322X00633&key=1
Tucson, AZ .  Delta Air Lines MD-88, Reg. N996DL.  The air carrier airplane experienced severe vibrations and a loss of right engine power following a partial loss of 4th stage turbine blades during the takeoff sequence. According to the flight crew's statements, they noticed the vibration and loss of hydraulic fluid quantity and pressure shortly after VR. They then observed a loss of right engine pressure ratio (EPR) and the right engine thrust reverser indication lights. The flight crew reduced right engine power and landed uneventfully at the departure airport. The post-incident examination of the right engine revealed the engine event was caused by the imbalance of the low pressure turbine (LPT) rotor due to a significant loss of the 4th stage blade airfoil and shroud material. This imbalance resulted in rub between the LPT shaft and the high pressure turbine (HPT) shaft. A hole was eventually rubbed through the LPT shaft. Oil in the vicinity of this shaft rub was ignited, giving the LPT shaft the appearance of burn through. The extent of the damage to other systems (hydraulic lines, EPR reference lines, fire warning systems, etc.) was attributed to the duration of excessive vibration experienced until the engine was safely shutdown. Prior to the incident, the right engine was placed on a 50-cycle continue-in-service limitation in accordance with a P&W internal engineering notice for missing 4th stage turbine blade shroud/shrouds. At the time of the event, the right engine had accumulated 13 cycles of the 50-cycle limit. The post-incident blade material loss observed was well above that allowed under the continue-in-service limits, and the imbalance was most likely the result of another event that occurred after the continue-in-service shroud inspection. The cause of the 4th stage material loss could not be conclusively determined.   The National Transportation Safety Board determines the probable cause(s) of this incident as follows:  the failure of 4th stage turbine blades during takeoff roll, which resulted in a dynamic imbalance in the engine.    

Ed Note; No cause.  No follow up.  Searched 12 months

--------------------

12/29/00.  Delta. L-1011.    Smoke, electrical, co-pilot’s window.                                         SDR  DLL10002531
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20010105X00035&key=1
Honolulu, HI.  Delta Airlines L-1011-385-1, Reg. N735D.  The air transport aircraft was cruising 2 hours after departure at 32,000 feet in clouds when it experienced an electrical discharge near the co-pilot's over window panel. Just prior to the discharge event, the flight crew observed a phenomenon known as St. Elmo's Fire, during which time loud popping noises were heard in the radios. After the discharge, sparks, smoke, and a strong acrid smell of electrical burning were noted from near the co-pilot's over window panel. The smoke and fume checklist was performed, halon was applied on two separate occasions, and the relative circuit breakers and electrical switches were opened. The flight landed uneventfully 45 minutes later. Post incident examination of the affected wires revealed that electrical arcing and shorting had occurred between the airplane structure, a clamp, and a 30-wire bundle. The affected wire bundle passed behind the flight engineer's station and overhead to the heated windshields. The wire bundle and its clamps were examined and it was noted that the wires were insulated with aromatic polyimide, which is susceptible to arc tracking and insulation flashover. Though the insulation did not display complete insulation breaches, it was noted that the arcing event initiated near a clamp, which was destroyed by the event. The clamp aft of the burned area was of normal size, while the clamp forward of the destroyed one was too small. It is plausible the insulation was either chafed or crimped by the damaged clamp, allowing the arcing event to take place. In turn, the arc tracking and insulation flashover then consumed the surrounding wires.  The National Transportation Safety Board determines the probable cause(s) of this incident as follows:  the electrical wire arcing and burning as result of insulation degradation, which more than likely resulted from improper clamping

--------------------

11/29/00.   Airtran  DC-9.  Returned, electrical problems.                Non-compliant                  SDR  AT0000482
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20010108X00056&key=1  

Atlanta, GA. Airtran Airways  DC-9, Reg. N826AT. Shortly after takeoff, the airplane experienced electrical problems, including numerous tripped circuit breakers. The flight crew requested a return to airport. During the landing rollout, the lead flight attendant and air traffic control personnel reported to the flight crew that smoke was coming from the left side of the airplane; subsequently, the flight crew initiated an emergency evacuation on one of the taxiways. Examination of the airplane revealed fire damage to the left, forward areas of the fuselage, cabin, and forward cargo compartment. The greatest amount of fire damage was found just aft of the electrical disconnect panel located at fuselage station 237. There was no evidence that the drip shield normally installed over the disconnect panel was present at the time of the accident. Bluish stains caused by lavatory rinse fluid were observed on surfaces near the disconnect panel on the accident airplane and in the same areas on another of AirTran's DC-9 airplanes. Examination of one of the connectors from the disconnect panel on the accident airplane revealed light-blue and turquoise-green deposits on its internal surfaces and evidence of shorting between the connector pins. It could not be determined when the drip shield over the disconnect panel was removed; however, this likely contributed to the lavatory fluid contamination of the connectors. Following the accident, AirTran revised its lavatory servicing procedures to emphasize the importance of completely draining the waste tank to avoid overflows. Boeing issued an alert service bulletin recommending that operators of DC-9 airplanes visually inspect the connectors at the FS 237 disconnect panel for evidence of lavatory rinse fluid contamination and that they install a drip shield over the disconnect panel. Boeing also issued a service letter to operators to stress the importance of properly sealing floor panels and adhering to lavatory servicing procedures specified in its DC-9 Maintenance Manual. The Safety Board is aware of two incidents involving the military equivalent of the DC-9 that involved circumstances similar to the accident involving N826AT. Drip shields were installed above the FS 237 disconnect panels on both airplanes.   The National Transportation Safety Board determines the probable cause(s) of this accident as follows:  the leakage of lavatory fluid from the airplane's forward lavatory onto electrical connectors, which caused shorting that led to a fire. Contributing to the accident were the inadequate servicing of the lavatory and the failure of maintenance to ensure reinstallation of the shield over the fuselage station 237 disconnect panel.  
SDR  was non - compliant with no cause and no follow up/supplemental in a 2 year search.   
The SDR was misleading and inaccurate.  The SDR said only that;  “circuit breakers popped and emergency landing was performed followed by an emergency evacuation. Trouble shooting in progress.”   The SDR made no mention to “smoke coming from …airplane”,  nor to the  “fire damage to the left, forward areas of the fuselage, cabin and forward cargo compartment” as seen in this NTSB Report.  The SDR made no mention of a missing “drip shield” and that maintenance induced error.  

------------------------

11/29/00.   American  DC-9.  Smoke, returned, evacuation.                             Non compliant           NO SDR  

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/ntsb/brief.asp?ev_id=20001215X45420&key=1
American Airlines. DC-9-82, registration: N3507A.   During initial climb-out, the airplane was struck by lightning. Shortly thereafter, dark smoke entered the forward area of the passenger cabin. The crew declared an emergency and the flight attendants, with a passenger's assistance, cut a hole in the overhead panel, and discharged the contents of two hand held fire extinguishers. The airplane landed uneventfully and an emergency evacuation was conducted without incident. Examination of the airplane revealed that a deactivated navigational antenna located in the tail cone had been struck by lightning. Attached to the antenna were two coaxial cables, which were tie-wrapped together, fed into the cabin, and attached along the upper left hand side of the fuselage between the insulation blankets and overhead panels. The cable ends were observed to be mechanically cut and had been fastened above row 7AB, in the area of the most fire damage. The insulation to the right of the cable ends was cratered and burrowed. The cable ends were not protected or grounded. The cables had been cut and partially removed in accordance with an engineering change order (ECO) developed by the operator, so a more advanced system could be installed. According to the procedure, the cable ends were to be covered with heat shrink tubing or other suitable material. Fifty-seven of the operator's 259 MD-80 airplanes had undergone the partial removal of the cables, and 21 airplanes still had the full Omega antenna system installed. As a result of this incident, the operator implemented a revised engineering change order (ECO) that stated, 'the cable which runs down the vertical stabilizer is cut and grounded to structure in the aft accessory compartment. A portion of the cable, which runs through the aft pressure bulkhead, is removed and the feed through is sealed. The intent of this action is to protect the cable from lightning damage.' As of January 11, 2001, the revised ECO had been implemented on all 78 airplanes. 

The National Transportation Safety Board determines the probable cause(s) of this incident as follows: 

the operator's inadequate maintenance procedure to disconnect the Omega navigational system, which resulted in coaxial cables being cut and not properly protected. A factor in the incident was the lightning strike.          

---------------------------------

11/20/00.   American A-300.  Returned, aircraft depressurizing.                    Non compliant           NO SDR  

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20001212X22314&key=1
Miami, FL. American Airlines  A300B4-605R, Reg. N14056.   After takeoff from Miami, the flight experienced a pressurization system malfunction, which the captain identified as the airplane depressurizing. The flight attendants and passengers complained of pain in their ears at that time. The flight crew placed the pressurization system into manual control, turned off the autopilot and autothrottle systems, and began a descent to return to Miami. During the return to Miami, several lavatory smoke alarms activated and the captain call light illuminated in the cabin; however, no evidence of fire or smoke was found. The flight crew did not complete the checklists for manual pressurization control and emergency landing during the return to Miami, both of which called for the airplane to be depressurized prior to landing. After landing and stopping on a taxiway, the captain also noticed an aft baggage compartment fire loop light illuminated, prompting him to evacuate the airplane. After the captain ordered the evacuation, the flight attendants attempted to open the doors. The doors would not open. The flight attendant/purser at the L1 (front left passenger) door continued to attempt to open the door, and the door explosively opened, ejecting the flight attendant/purser from the airplane to the ground, causing fatal injuries. The remainder of the doors opened and the airplane was evacuated. The emergency evacuation checklist did not call for the flight crew to check for depressurization of the airplane prior to commanding an evacuation. Post-accident examination of the airplane revealed that insulation blankets, which had been manufactured and replaced by the airplane operator's maintenance personnel, had not been properly secured per the airplane manufacturer's data. The blanket had migrated over to, and partially blocked, the forward and aft pressurization outflow valves, leading to the pressurization system malfunction. The forward outflow valve was found 3/8-open and the aft outflow valve was found fully closed. The lavatory smoke alarms were found to activate when subjected to abnormal pressure. There were no FAA technical standards for the lavatory smoke detectors. A sensor in the aft cargo compartment was found out of tolerance and also activated when subjected to abnormal pressure. The cabin doors were found to have no means for relieving pressure prior to opening the doors. The cabin altimeter in the cockpit did not have a mechanical stop in the negative direction, and under excessive pressure conditions, allowed the needle to move past the negative range into the high positive range. The aircraft manufacturer stated that when the pressurization system is in the manual mode, the outflow valves do not automatically open during landing and that a person cannot open a door if the airplane is pressurized above approximately 1.5 psi differential. As result of this investigation, the Safety Board previously issued 18 safety recommendations to the FAA.

The National Transportation Safety Board determines the probable cause(s) of this accident as follows:   The failure of the flight crew to perform the cabin pressurization manual control abnormal checklist after experiencing a pressurization system malfunction and switching to manual pressurization control, and the failure of the flight crew to perform the emergency landing checklist prior to landing, resulting in the airplane having an excessive cabin pressure level after landing which led to a rapid decompression of the airplane when a flight attendant opened door and was ejected out of the airplane during emergency evacuation that was initiated by the captain.      Contributing to the accident was the failure of operator maintenance personnel to ensure that insulation blankets around the forward and aft outflow valves were properly secured in accordance with airplane manufacturer's data, resulting in a malfunction of the pressurization system. Other contributing factors include the absence of FAA requirements that each emergency exit door has a system to relieve pressure or contain specific warnings (such as lights, placards, or other indications that clearly identify the danger of opening the emergency exit doors when the airplane is over pressurized); the absence of FAA technical specifications for lavatory ionization smoke detectors; the absence of a requirement in the airplane's ground/emergency evacuation checklist for the flight crew to ensure that the cabin differential pressure is zero pounds per square inch before signaling flight attendants to begin an emergency evacuation; and the absence of a mechanical stop in the negative direction on the cabin altimeter gauge.    

--------------------

10/1/00.   Continental  MD-80.  Emergency, electrical fire.                                                     SDR CALA0001469
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20001212X22103&key=1  Birmingham, AL.  Continental Airlines MD-80, Reg. N69826.  During cruise flight, at flight level 310, an MD-80, operated by Continental Airlines experienced an electrical fire. An emergency was declared and the flight was diverted into Birmingham, Alabama, and landed without further incident. The examination of the airplane disclosed a 2 by 1 1/2 inch fire-damaged hole in the left jump seat wall.  The National Transportation Safety Board determines the probable cause(s) of this incident as follows:  The failure of maintenance personnel to follow fleet campaign directive on how to install a certificate holder.  
------------------------

9/7/00.   Continental  DC-10.   Uncontained engine failure.                       Non-compliant                    NO SDR

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20001212X22067&key=1
Amsterdam, Netherlands.  Continental Airlines DC-10-30, Reg. N15069.   On September 7, 2000, about 1320 Greenwich Mean Time, a McDonnell-Douglas DC-10-30, N15069, operating as Continental Airlines flight 71, received minor damage when an uncontained engine failure occurred during a takeoff roll at Amsterdam Airport Schiphol (HAM), Schiphol, The Netherlands. The 3-man cockpit crew, 10-person cabin crew, and 230 passengers were not injured. Visual meteorological conditions prevailed at the time of the accident. An instrument flight rules flight plan had been filed for the flight, between Amsterdam and Newark International Airport (EWR), Newark, New Jersey. The scheduled passenger flight was conducted under 14 CFR Part 121.   According to preliminary information provided by the Dutch Transport Safety Board, the airplane aborted the takeoff due to an uncontained engine failure of the number 1 engine.    A locally-based General Electric engine representative stated that the engine was a General Electric CF6-50. He further stated that during the takeoff roll, when the airplane was between 50 and 60 knots of airspeed, an "engine fail" warning light illuminated. The crew aborted the takeoff and returned the airplane to the gate, where all the passengers deplaned normally.   Initial inspection of the engine revealed a tear of the engine cowling where nozzle material had exited the engine. The tear was located in the plane of the stage 2 low pressure turbine nozzles, between the 9 o'clock and 11 o'clock positions.   Similar DC-10/CF6 occurrences occurred at Newark International Airport on April 25, 2000, and September 9, 2000.  The investigation is under the direction of the Dutch Transport Safety Board.   

------------------------

8/8/00.   Airtran  DC-9.  Emergency, fire, smoke.                                     Non-compliant             SDR #  AT0000374
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20001212X21701&key=1    Greensboro, NC.  AirTran Airways  DC-9-32, Reg. N838AT.  Examination of the area of the fire origin revealed that relay R2-53, the left heat exchanger cooling fan relay, was severely heat damaged, as were R2-54 and the other relays in this area. However, the R2-53 relay also exhibited loose terminal studs and several holes that had burned through the relay housing that the other relays did not exhibit. The wire bundles that run immediately below the left and right heat exchanger cooling fans and the ground service tie relays exhibited heat damage to the wire insulation, with the greatest damage located just below the R2-53 relay. The unique damage observed on the R2-53 relay and the wire damage directly below it indicates that fire initiation was caused by an internal failure of the R2-53 relay. Disassembly of the relay revealed that the R2-53 relay had been repaired but not to the manufacturer's standards. According to the manufacturer, the damage to the relay housing was consistent with a phase-to-phase arc between terminals A2 and B2 of the relay. During the on-scene portion of the investigation, three of the four circuit breakers in the left heat exchanger cooling fan were found in the tripped position. To determine why only three of the four circuit breakers tripped, all four were submitted to the Materials Integrity Branch at Wright-Patterson Air Force Base, Dayton, Ohio, for further examination. The circuit breakers were visually examined and were subjected to an insulation resistance measurement, a contact resistance test, a voltage drop test, and a calibration test (which measured minimum and maximum ultimate trip times). Testing and examination determined that the circuit breaker that did not trip exhibited no anomalies that would prevent normal operation, met all specifications required for the selected tests, and operated properly during the calibration test. Although this circuit breaker appeared to have functioned properly during testing, the lab report noted that, as a thermal device, the circuit breaker is designed to trip when a sustained current overload exists and that it is possible during the event that intermittent arcing or a resistive short occurred or that the circuit opened before the breaker reached a temperature sufficient to trip the device.  The National Transportation Safety Board determines the probable cause(s) of this accident as follows:  A phase-to-phase arc in the left heat exchanger cooling fan relay, which ignited the surrounding wire insulation and other combustible materials within the electrical power center panel. Contributing to the left heat exchanger fan relay malfunction was the unauthorized repair that was not to the manufacturer's standards and the circuit breakers' failure to recognize an arc-fault.     

SDR #  AT0000374  was non - compliant with no cause and no follow up/supplemental in a 2 year search.   The SDR was misleading and inaccurate.  The SDR had said only that;  “Found smoke in cockpit. Aircraft out of service, further evaluation and trouble shooting required.”     The SDR did mention a actual fire or any mention to the NTSB’s observation of  “unique damage” to wire bundles and relays.  Nor did the SDR make any mention to the cause -  that the fire initiation was caused by an internal failure of this R2-53 relay ….  and that “this was a  repaired relay” ….  “not to manufacturer's standards”.    
-----------------------

6/7/00.   United  767.   Uncommanded autopilot disconnect, control jam.                                   SDR # 2000UALA00320
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20001212X21169&key=1
Lafayette, IN.  United Airlines 767-222,  Reg. N603UA.  The captain said that while in cruise flight, "...the center autopilot made an uncommanded disconnect." He said that he took control of the aircraft and found that the rudder and elevator systems appeared to be functioning normally but "...the control wheel was jammed in the straight and level position." He said that approximately 15 pounds of force was applied in order to free the control wheel. The flight was diverted and an uneventful landing was made.  A post accident examination revealed that the wheel well canted pressure deck drain lines were obstructed by debris. A Boeing service bulletin was found that recommends changes to the drain system to "...help ensure that fluid entering the canted pressure deck area will be drained out of the airplane and not leak into the wheel well area where it could freeze on the aileron control cables..." The aircraft arrived at JFK on June 6, 2000 at 1956 eastern daylight time. Weather reports for the JFK airport show rain during the night of June 6, 2000 and during the morning of June 7, 2000.

The National Transportation Safety Board determines the probable cause(s) of this incident as follows:   The blocked drain lines in the canted pressure deck and the frozen aileron cable.  

-----------------------

4/25/00.   Continental DC-10.  Engine failure, casing breach.                          Non- compliant     SDR #  CALA0000572
NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20001212X20894&key=1
Newark, NJ.  Continental Airlines DC-10-30, Reg. N39081.  At V1, the DC-10-30's number 1 engine, a General Electric CF6-50C2, experienced a casing breach when the 2nd-stage low pressure turbine (LPT) anti-rotation nozzle locks failed. The breach occurred in the turbine plane, between approximately the 3 o'clock and 9 o'clock positions. Debris from the breach resulted in collateral damage to the numbers 2 and 3 engines, the fuselage, and the left landing gear. In May 1993, the engine manufacturer issued a service bulletin to replace existing nozzle locks with ones that had thicker posts and arms. The change required modification of the LPT case nozzle lock holes. In March 1994, the manufacturer issued another service bulletin, SB 72-1082, which introduced a newly designed nozzle lock. The new locks, which were installed on the accident engine, utilized original diameter stud shanks, but were manufactured from a different material, and did not require modification of the LPT case. There were two previously reported failures of SB 72-1082 LPT nozzle locks, discovered during routine under-cowl inspections. In one case, all of the 2nd-stage nozzle locks were broken. The nozzle segments had rotated 120 degrees within the LPT case, but the case itself was not breached. In the second case, two 4th-stage nozzle locks had failed, but there was no collateral damage. According to the engine manufacturer, the failures were intergranular, "suggesting either stress rupture or sustained peak low cycle fatigue." Safety Board examination, of the only two recovered 2nd-stage nozzle locks from the accident engine, along with a section of casing with a nozzle lock stud attached, revealed intergranular fracture features, degradation at the surface of the fracture features, and grain boundaries, typical of oxidation damage. The intergranular fractures and oxidation damage found at the grain boundaries were consistent with stress rupture. An examination of a cracked 2nd stage nozzle lock, from a comparison engine, also revealed oxidation and intergranular fracture features, consistent with stress rupture.  The National Transportation Safety Board determines the probable cause(s) of this accident as follows:   Stress rupture of the 2nd-stage low pressure turbine anti-rotation nozzle locks, resulting from inadequate nozzle lock design.     Non- compliant .   No cause.  No follow up.  Searched 24 months.                             

-------------------------

3/13/00.   Delta 727.     Right main landing failed to extend.                        Non- compliant               NO SDR

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20001212X20664&key=1
San Francisco, CA.  On March 13, 2000, about 2006 hours Pacific standard time, Delta Airlines Flight 1972, a Boeing 727-232, N516DA, sustained minor damage when the right main landing gear failed to fully extend prior to landing at San Francisco, California. Delta Airlines, Inc., operated the airplane as a scheduled domestic passenger flight under the provisions of 14 CFR Part 121. The airline transport pilot captain, first officer, second officer, 4 flight attendants, and 70 passengers were not injured. The flight departed San Francisco about 1830 as a nonstop to Salt Lake City, Utah. Visual meteorological conditions prevailed and an IFR flight plan was filed.
    The captain was hand flying the airplane in the initial takeoff climb and the landing gear was selected up passing through 300 to 500 feet AGL. The red "doors" light illuminated on the front panel and the amber right main gear door light illuminated on the second officer's panel. Air traffic control was notified, the passengers were briefed, and the airplane climbed to 5,000 feet on vectors to a safe maneuvering area over the ocean. The crew completed their checklists; the captain gave the first officer control of the airplane and briefed the flight attendants. Fuel was not dumped to allow maximum time to analyze the situation.
    The captain contacted Delta maintenance in Atlanta to discuss all available options. The crew completed emergency procedures in their flight manuals, and discussed cycling the landing gear. Delta procedures did not allow the pilot to cycle the landing gear in this situation with the intent to avoid more complications. The landing gear was selected down, and green lights illuminated for the nose gear and left main gear, while a red light illuminated for the right main gear. The red "doors" light on the front panel and the amber right main gear door light on the second officer's panel were also illuminated. The second officer, who went into the cabin to view the landing gear position through a porthole, reported seeing the clamshell door, the wheel canted down about 10 to 15 degrees, and the ground. Manual extension procedures were attempted several times with no movement of the wheel. Preparations were made for a partial gear landing.
    An emergency was declared and the flight attendants briefed the passengers and divided the required duties. The captain resumed control of the airplane, returned to the airport, and flew an ILS to a visual approach. He acquired the airport at the outer marker. He aligned the airplane slightly left of centerline in case the airplane pulled to the right and applied left aileron to hold the right wing up as long as possible, but said the airplane went straight ahead. The right wing leading edge slats, right flaps, right wing tip, and right main gear doors were damaged during the landing.
The captain had previously instructed the flight attendants to evacuate on his command unless a fire was detected. After the airplane stopped, the front right side of the airplane was low to the ground and fire and rescue personnel were standing by at that location. The captain ordered evacuation through the R1 (right front) door. All passengers remained calm, followed the crew's instructions, and evacuated the cabin with no injuries. The captain completed the evacuation checklist, pulled the T handles, then evacuated the airplane and joined everyone at the front of the airplane as briefed.
      During post incident inspection of the right main landing gear by Safety Board investigators, the safety bar was found bent down from its midpoint to the tip with the leading edge bent more than the center. The safety bar drive rod, connecting the inner door to the wheel well attach point, completely fractured several inches below the attach point. A longitudinally running scuffmark, which was black along one edge, was located on the outer clamshell door. The Safety Board investigator retained several components for further testing.  New clamshell door halves and a new drive rod were installed. The right main clamshell gear door was isolated and cycled; the right main wheel was cycled with the door, followed by cycling of all the landing gear. All wheels and doors cycled in proper sequence.  

------------------ 

End

Notes

To access the FAA’s Service Difficulty database and query search;  Link > http://av-info.faa.gov/sdrx/Query.aspx .  To access any of the SDRs seen here, merely enter the ‘Control Number’ into that data field and press “Run Query”.  For example; the first ‘Control Number’ seen here is AALA2009010300149.  The suffix “C” indicates the SDR listed a (FAA required) “apparent cause”.  “NC” means no apparent cause was given.   Should the URL links fail for the SDR reports, go to http://av-info.faa.gov/sdrx/Query.aspx.   Enter date fields.  Enter ‘Operator Designator” with either ZZDA for AirTran,  AALA for American, CALA for Continental, DALA for Delta, NWAA for Northwest, USAA for US Airways, UALA for United  and enter the date fields.     Click  ‘Run Query’.

NTSB Accident/Incident Reports, Link > http://www.ntsb.gov/ntsb/month.asp    Should the URL links fail for the NTSB reports, go to the NTSB main site at http://www.ntsb.gov/default.htm   Click “Aviation”,  Click “Accident Database & Synopses”,  Click “Monthly lists”.  Select by dates > year, month, day.
That Media (‘Googled’) and Air Safety Week Survey;  Tabled Summary.  The full Text Word Doc are available from john.king19@comcast.net     

	                                             The Kedigh Reports  2000 through 2006

Table 1.  GOOGLED AND AIR SAFETY WEEK SURVEYED INCIDENTS  (435 Incidents)

	                 9  Airlines

             Reviewed
	 Incidents

Reviewed
	Records

 Found
	  Records 

Not Found
	 %  Of Non

Compliance
	  Full Text 

  On Pages

	ALASKA              (AASA)
	 35  Items        
	      7
	       28
	     80 %             
	       9-15   

	AIRTRAN            (ZZDA)
	 15  Items           
	      3
	       12
	     80 %               
	      16-18                 

	AMERICAN        (AALA)
	 97  Items        
	    34
	       63
	     65 %          
	      18-26                 

	CONTINENTAL (CALA)
	 45  Items          
	    17
	       28
	     62 %          
	      27-32                 

	DELTA                 (DALA)
	 52  Items        
	    29
	       23
	     44 %          
	      32-38                  

	NORTHWEST    (NWAA)
	 80  Items       
	    30
	       50
	     62 %          
	      38-46                 

	UNITED                (UALA)
	 64  Items         
	    44
	       20 
	     31 %          
	      46-52                 

	SOUTHWEST     (SWAA)
	 18  Items  
	      6
	       12
	     66 %
	      52-53

	US Airways           (USAA)
	 29  Items
	    11
	       18
	     62 %
	      53-54

	      Totals  >
	Tot.  435
	Tot. 181 
	   Tot. 254
	 Avr -61 %
	    -------------

	                  Non - compliance average for nine carriers above is 61 percent 


	Table 2.  2007 through 2009 survey of 384 Googled flight returned, flight diversions for compliance to file SDRs .   Compliance here means only there was a filing -  a  “apparent cause”- and a part reference.

	   8 Airlines

  Reviewed
	Incidents

reviewed
	   Records

     filed
	  Records 

  Not filed
	 Records

 No cause
	Cause but 

no Part #s
	Tot Not in

compliance
	% filings Not in compliance

	 Alaska
	     20
	  5  or 25 %
	 15 or 75 %
	3 or 15 %
	       0
	      18
	      90 %

	 American
	     94
	 55 or 59 %
	 39 or 41 %
	9 or 10 %
	 24 / 26 %
	      72
	      76 %

	 Continental
	     37
	  3 or 8 %
	 34 or 92 %
	       0
	      0
	      34
	      92 %

	 Delta
	    58
	 16 or 28 %
	 42 or 72 %
	 8  or 14 %
	  3 or 5 %
	      53
	      91 %

	 Northwest
	    45
	  9 or 20 %
	 36 or 80 %
	   1 or 2 %
	  4 or 9 %
	      41
	      91 %

	 US Airways    
	    36
	  8 or 22 %
	 28 or 78 %
	  4 or 11 %
	  1 or 2 %
	      33
	      91 %

	 United
	    53
	 22 or 42 %
	 31 or 58 %
	  6 or 11 %
	 6 or 11 %
	      43
	      81 %

	 Southwest  
	    41
	 14 or 34 %
	 27 or 66 %
	  5 or 12 %
	  1 or 2 %
	      33
	      80 %

	       Totals
	   384
	 132 - 34%
	252 -  66% 
	  36 - 9 %
	 39  - 10%
	     327
	Avr   85 %

	                Notes;  Records Not filed = 252  or  66 %   Records Not in compliance = 327 or 85 % avr.  Percentages plus/minus 2%.   

                Comparision With Previous Survey.   66 % failure to file here is higher than 2000 through 2006; 435 sample > 61 %
 Smoke incidents; Of 102 smoke/fire incidents,   60 (59 %) had no filings.   Of the 42 filings - 40 % showed no cause. 

 References To SDR Requirements Applied Here.                               

      FAR 121.703, Part 17 (e) (6) “Identification of the part and system involved, including available information pertaining

      to type designation of the major component and time since overhaul.”  - AND - “ (7) Apparent cause of the failure, 

      malfunction, or defect (e.g., wear, crack, design deficiency, or personnel error”.   Text to Sec. 121.703 Link at >

      http://www.airweb.faa.gov/Regulatory_and_Guidance_Library/rgFAR.nsf/0/18DBE98744BD1B2086256E13006C579E?OpenDocument 



    Full SDR Text ;  The FAA’s Federal Air Regulation for reporting; FAR Section 121.703: Mechanical reliability reports may be found at  >  http://ecfr.gpoaccess.gov/cgi/t/text/text-    idx?&c=ecfr&tpl=/ecfrbrowse/Title14/14tab_02.tpl
Click  “Browse Part 60-139”and scroll to 121.703.  Electronic Code of Federal Regulations.   A copy of that Text follows below.  Chevron notations were added.

   § 121.703   Service difficulty reports.

  (a) Each certificate holder shall report the occurrence or detection of each failure, malfunction, or defect concerning—

    (1) Fires during flight and whether the related fire-warning system functioned properly; 

(2) Fires during flight not protected by a related fire-warning system; 

  >> (3) False fire warning during flight; 

   (4) An engine exhaust system that causes damage during flight to the engine, adjacent  structure, equipment, or components; 

  >>(5) An aircraft component that causes accumulation or circulation of smoke, vapor, or toxic or noxious fumes in the crew compartment or passenger cabin during flight; 

   (6) Engine shutdown during flight because of flameout; 

   (7) Engine shutdown during flight when external damage to the engine or airplane structure occurs; 

   (8) Engine shutdown during flight due to foreign object ingestion or icing; 

   (9) Engine shutdown during flight of more than one engine; 

  (10) A propeller feathering system or ability of the system to control overspeed during flight; 

  (11) A fuel or fuel-dumping system that affects fuel flow or causes hazardous leakage during flight; 

  (12) An unwanted landing gear extension or retraction, or an unwanted opening or closing of landing gear doors during flight; 

  (13) Brake system components that result in loss of brake actuating force when the airplane is in motion on the ground; 

  (14) Aircraft structure that requires major repair; 

      (15) Cracks, permanent deformation, or corrosion of aircraft structures, if more than the maximum acceptable to the manufacturer or the FAA; 

>>  (16) Aircraft components or systems that result in taking emergency actions during flight (except  action to shut down an engine); and 

  (17) Emergency evacuation systems or components including all exit doors, passenger emergency evacuation lighting systems, or evacuation equipment that are found defective, or that fail to perform the intended functions during an actual emergency or during training, testing, maintenance, demonstrations, or inadvertent deployments.

     >> (b) For the purpose of this section during flight means the period from the moment the aircraft leaves the surface of the earth on takeoff until it touches down on landing. 

(c) In addition to the reports required by paragraph (a) of this section, each certificate holder shall report any other failure, malfunction, or defect in an aircraft that occurs or is detected at any time if, in its opinion, that failure, malfunction, or defect has endangered or may endanger the safe operation of an aircraft used by it. 

(d) Each certificate holder shall submit each report required by this section, covering each 24-hour period beginning at 0900 local time of each day and ending at 0900 local time on the next day, to the FAA offices in Oklahoma City, Oklahoma. Each report of occurrences during a 24-hour period shall be submitted to the collection point within the next 96 hours. However, a report due on Saturday or Sunday may be submitted on the following Monday, and a report due on a holiday may be submitted on the next work day.

(e) The certificate holder shall submit the reports required by this section on a form or in another

     format acceptable to the Administrator. The reports shall include the following information:

   (1) Type and identification number of the aircraft. 

   (2) The name of the operator. 

   (3) The date, flight number, and stage during which the incident occurred (e.g., preflight, takeoff, climb, cruise, desent landing, and inspection). 

   (4) The emergency procedure effected (e.g., unscheduled landing and emergency descent). 

   (5) The nature of the failure, malfunction, or defect. 

   (6) Identification of the part and system involved, including available information pertaining to  type designation of the major component and time since overhaul. 

>>   (7) Apparent cause of the failure, malfunction, or defect (e.g., wear, crack, design deficiency, or personnel error). 

   (8) Whether the part was repaired, replaced, sent to the manufacturer, or other action taken. 

>>   (9) Whether the aircraft was grounded. 

  (10) Other pertinent information necessary for more complete identification, determination of seriousness, or corrective action. 

(f) A certificate holder that is also the holder of a Type Certificate (including a Supplemental Type Certificate), a Parts Manufacturer Approval, or a Technical Standard Order Authorization, or that is the licensee of a type certificate holder, need not report a failure, malfunction, or defect under this section if the failure, malfunction, or defect has been reported by it under §21.3 of this chapter or under the accident reporting provisions of 14 CFR part 830. 

>> (g) No person may withhold a report required by this section even though all information required in this section is not available. 

>> (h) When certificate holder gets additional information, including information from the manufacturer or other agency, concerning a report required by this section, it shall expeditiously submit it as a supplement to the first report and reference the date and place of submission of the first report. 

[Doc. No. 6258, 29 FR 19226, Dec. 31, 1964, as amended by Doc. No. 8084, 32 FR 5770, Apr. 11, 1967; Amdt. 121–72, 35 FR 18188, Nov. 28, 1970; Amdt. 121–143, 43 FR 22642, May 25, 1978; Amdt. 121–178, 47 FR 13316, Mar. 29, 1982; Amdt. 121–187, 50 FR 32375, Aug. 9, 1985; Amdt. 121–195, 53 FR 8728, Mar. 16, 1988; Amdt. 121–251, 60 FR 65936, Dec. 20, 1995; Amdt. 121–319, 70 FR 76979, Dec. 29, 2005] 

------------------------------

                                              List Of misleading/ Inaccurate SDRs Filed

Link > http://www.ntsb.gov/ntsb/month.asp       Link > http://av-info.faa.gov/sdrx/Query.aspx
7/13/09.  Southwest 737.  1. 5 square foot hole in fuselage.     NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20090714X83900&key=1
SDR # SWAA094502   was non - compliant with no cause and no follow up/supplemental in a 20 month search to Feb 2010.    SDR was misleading/inaccurate and said  “found fuselage skin cracked”.   That the crack was a 1.5 square foot hole was omitted.

9/22/08.  American 757.  In flight system failures, departed runway.  NTSB Accident/Incident Report Link >  http://www.ntsb.gov/ntsb/brief.asp?ev_id=20081007X03940&key=1
SDR AALA200802419  was non - compliant with no cause and no follow up/supplemental in a 2 year search.    SDR was misleading/inaccurate and said  “Crew reported air ground system EICAS message with several component failures of inertial reference system and main battery charger followed by failure of all captains instruments. ….”.    SDR made no mention to the loss of the elevator trim control, difficult pitch control, flaps limited to 20 degrees, loss of reversers and spoilers , and , in the more serious additional failures noted by the NTSB;  (operation of the aircraft for 1 hour and 40 minutes with a standby power bus powered only by the battery rated for 30 minutes) and causing the runway excursion, and all of which caused by loss of the hot battery bus, the battery bus, the AC standby bus, and the DC standby bus.  Nor did the SDR say that , the aircraft , because of this , was not able to shut the engines down without depressing the fire handles.  (The aircraft came to rest approximately 100 feet prior to the end of the blast pad pavement ).

11/25/07.   Delta  737.     Blew tire on take off.     NTSB Accident/Incident Report Link >  http://www.ntsb.gov/ntsb/brief.asp?ev_id=20071204X01893&key=1  determined the probable cause(s) of this incident as follows: Delamination of the right outboard tire tread during the takeoff roll due to under inflation and/or overloading during use in service.  

SDR # DL738071561  was non - compliant with no cause and no follow up/supplemental in a 2 year search.   The SDR was misleading/inaccurate; said, “on take off out of PHX, Nr 3 tire lost recap” .  The SDR made no mention of the maintenance cause - under inflation. Instead , it assigned a cause as a  “tire failure”.

9/28/07. American MD-80.  Engine fire /nose gear problem/evacuation.     NTSB Accident/Incident Report Link http://www.ntsb.gov/ntsb/brief.asp?ev_id=20071005X01522&key=1  refers to NTSB Report AAR-09-03.  Link > http://ntsb.gov/Publictn/2009/AAR0903.htm   which said … “ the probable cause of this accident was American Airlines’ maintenance personnel’s use of an inappropriate manual engine-start procedure, which led to the uncommanded opening of the left engine air turbine starter valve, and a subsequent left engine fire, which was prolonged by the flight crew’s interruption of an emergency checklist to perform nonessential tasks. Contributing to the accident were deficiencies in American Airlines’ Continuing Analysis and Surveillance System (CASS) program.   

SDR # AALA20071824  was non - compliant with no cause and no follow up/supplemental in a 2 year search.   SDR was misleading/inaccurate and only said  “main fuel line flex hose broke” and stated the cause as “line broken”.  The SDR made no mention of the NTSB’s maintenance induced cause.

2/26/07. United 777.  Electrical fire.  NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20080513X00660&key=1  said  “experienced an electrical fire during taxi for departure at London Heathrow Airport (LHR). The accident is being investigated by the Air Accidents Investigation Branch of the United Kingdom.  

AAIB Report No: 2/2009   http://www.aaib.gov.uk/sites/aaib/publications/formal_reports/2_2009_n786ua.cfm 

said  “The insulation blankets ignited and a fire spread underneath a floor panel to the opposite electrical panel (P205), causing heat and fire damage to structure, cooling ducts and wiring”.   

SDR # 2007UALA00578  was non - compliant with no cause and no follow up/supplemental in a 2 year search.  SDR was misleading/inaccurate and only said  “smoke coming from fwd outflow valve after engine start” and with no SDR references to a actual fire.  

5/17/06. United 757.  In flight slide deployment. Maintenance error.   NTSB Accident/Incident Report Link > http://www.ntsb.gov/ntsb/brief.asp?ev_id=20060602X00675&key=1.  said “ a post incident Maintenance Investigation report submitted to the NTSB by United Airlines indicated that the inadvertent deployment of the off-wing slide assembly was the result of the carrier tray not being locked in the stowed position.

SDR # 2006UALA00960  was non - compliant with no cause and no follow up/supplemental in a 2 year search.   

The SDR was misleading/inaccurate and only said;  “returned to field due to a left overwing slide EICAS message”.   Under “Specific Part or Structure Causing Difficulty” (Part 5); the SDR said  “warning system activated” rather than the maintenance induced error
--------------------------

11/21/02.   United  A-319.  Nose wheel turned 90 degrees.    NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20021125X05520&key=1 said ; landed with the nose wheels turned 90 degrees to the direction of travel.  Unable to retract the landing gear after takeoff.  Received the L/G Shock Absorber Fault and Auto FLT A/THR OFF messages and for the nose wheel steering.  Ed Note; NTSB gave no cause.    

SDR  2002UALA01754 was non - compliant with no follow up/supplemental in a 2 year search.  

SDR was misleading/inaccurate. SDR was misleading/inaccurate.  The SDR only said;  “Unable to retract landing gear .”  The SDR made no mention was made that the nose gear had turned 90 degrees. 

----------------------------

11/28/01.   American  A-300-600.  Flight  “Fishtailing” after takeoff.    NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20020124X00124&key=1  said  “A300-600 flight reported "fish tailing" soon after takeoff from Lima, Peru, on November 28, 2001. The flight recorders were pulled pending possible readout.”     Ed. Note; No further NTSB information since 2001.

SDR  AALA20012082   was non - compliant with no follow up/supplemental in a 2 year search.  

SDR was misleading/inaccurate.  SDR only said that;  “Detected Rudder Vibrations.  Landed without further incident ”.    The SDR made no mention of the actual “Fishtailing” seen in NTSB Report.  

11/29/00.   Airtran  DC-9.  Returned, electrical problems.        NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20010108X00056&key=1   said “Examination of the airplane revealed fire damage to the left, forward areas of the fuselage, cabin, and forward cargo compartment.  There was no evidence that the drip shield normally installed over the disconnect panel was present at the time of the accident.  The Board determines the probable cause(s) of this accident as follows:  the leakage of lavatory fluid from the airplane's forward lavatory onto electrical connectors, which caused shorting that led to a fire. Contributing to the accident were the inadequate servicing of the lavatory and the failure of maintenance to ensure reinstallation of the shield over the fuselage station 237 disconnect panel.  

SDR  AT0000482 was non - compliant with no cause and no follow up/supplemental in a 2 year search.   
The SDR was misleading and inaccurate.  The SDR said only that;  “circuit breakers popped and emergency landing was performed followed by an emergency evacuation. Trouble shooting in progress.”   The SDR made no mention to “smoke coming from …airplane”,  nor to the  “fire damage to the left, forward areas of the fuselage, cabin and forward cargo compartment” as seen in this NTSB Report.  The SDR made no mention of a missing “drip shield” and that maintenance induced error.  

8/8/00.   Airtran  DC-9.  Emergency, fire, smoke.                                     Non-compliant             

NTSB Accident/Incident Report Link >  http://www.ntsb.gov/NTSB/brief.asp?ev_id=20001212X21701&key=1    said Examination of the area of the fire origin revealed that relay R2-53, the left heat exchanger cooling fan relay, was severely heat damaged, as were R2-54 and the other relays in this area.  The wire bundles that run immediately below the left and right heat exchanger cooling fans and the ground service tie relays exhibited heat damage to the wire insulation, with the greatest damage located just below the R2-53 relay. The unique damage observed on the R2-53 relay and the wire damage directly below it indicates that fire initiation was caused by an internal failure of the R2-53 relay. Disassembly of the relay revealed that the R2-53 relay had been repaired but not to the manufacturer's standards.  The National Transportation Safety Board determines the probable cause(s) of this accident as follows:  A phase-to-phase arc in the left heat exchanger cooling fan relay, which ignited the surrounding wire insulation and other combustible materials within the electrical power center panel. Contributing to the left heat exchanger fan relay malfunction was the unauthorized repair that was not to the manufacturer's standards and the circuit breakers' failure to recognize an arc-fault.     

SDR #  AT0000374  was non - compliant with no cause and no follow up/supplemental in a 2 year search.   The SDR had said only that;  “Found smoke in cockpit. Aircraft out of service, further evaluation and trouble shooting required.”     The SDR did mention a actual fire or any mention to the NTSB’s observation of  “unique damage” to wire bundles and relays.  Nor did the SDR make any mention to the cause -  that the fire initiation was caused by an internal failure of this R2-53 relay ….  and that “this was a  repaired relay” ….  “not to manufacturer's standards”.    
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