
13th Flight Safety
Conference
Another annual Flight Safety Conference has been
very successfully completed and we hope you all
benefited from the information sharing between
us all.
We have received some requests to use the
presentations internally within some airlines, so if
you want to do this or you want more information
on the conference content then contact us on the
e-mails below.

We are already planning next year’s conference
from October 15th to 18th. We will inform everyone
as usual for registration.
As always we will be asking for your inputs for the
conference. The more operator presentations the
better so if you have ideas then let us know but
also if there are specific subjects you would like
to see in the conference then also get in touch
with us. 
As Yannick Malinge says in his editorial this is your
conference.

Airbus Flight Safety
Office
In the back of the magazine you will find pictures
and information on the Flight Safety Team. Since
the last issue of the magazine there are two new
Flight Safety managers:
Frederic COMBES and Nicolas BARDOU
Both are bringing their experience from wide but
different backgrounds in Airbus.

Also please note that many of our mobile phone
numbers have changed

News

1 Introduction
One of the basic task sharing principle for any
aircraft operation is that one pilot is Pilot Flying at
a time. Therefore, if the Pilot Not Flying disagrees
with the Pilot Flying inputs, he/she has to verbally
request corrective actions or, if deemed necessary,
to take over the controls by clearly announcing 
“I have controls”. 
This will mean that he/she becomes Pilot Flying
from that moment and the other Pilot Not Flying.  
Nevertheless, the feedback gained from line
operations monitoring indicates that dual inputs
still occur and are also sometimes involved in
operational incidents analyzed by Airbus. 
This was the case for the below described event,
experienced on an A320 during turbulence

2 Summary of
the event 

While climbing to FL 320 at about Mach 0.78, an
A320-200 encountered significant turbulence that
led roll to increase up to 40°.
The Pilots reacted to this roll departure by various
dual sticks inputs in pitch and roll. The Auto Pilot
disconnected consequently to stick input. 

Before the event the aircraft was in climb to FL
320. The airplane had a weight of 61,2t. and was
in the following configuration:
� Clean with AP 2 engaged (CLIMB / NAV) and

ATHR Engaged & Active in Thrust mode.
� Managed Mach target was 0,78
� Both ND CPT & FO were selected in ARC Mode

with a range of 160NM

The aircraft began an uncommanded roll to the right,
which was initially counteracted by the Auto Pilot.
However, at a speed above 250 kts, Auto Pilot
orders on ailerons are limited at 8°. Therefore, due
to the high turbulence the roll reached a value of
40° to the right.
Both pilots reacted with full LH stick orders and
10° LH rudder pedals.
This induced the disengagement of the Auto Pilot.
During the next 20 seconds, the Captain and First
Officer applied dual stick inputs, which lead to roll
values oscillating between 33° to the left and 49°
to the right, as well as to a loss of 2400 feet altitude.
The Captain then re-engaged the Auto Pilot,
selected Flight Level 310, and the flight resumed
without noticeable event.

Dual Side 
Stick Inputs

By: Frédéric COMBES
Flight Safety Manager
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Your articles
As already said this magazine is a tool to help share
information. Therefore we rely on your inputs. We
are still looking for articles from operators that we
can help pass to other operators through the
magazine.
If you have any inputs then please contact us.

Contact:  Chris Courtenay e-mail
christopher.courtenay@airbus.com
Phone: +33 (0) 562110284
Mobile: +33 (0) 616036422

Distribution
If you have any questions about the distribution of
the magazine either electronically or in hard copy
then please contact us.

Contact: Mrs Nuria Soler
e-mail: nuria.soler@airbus.com
fax: +33 (0) 561934429 
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With autopilot (AP) engaged, the sidesticks are
kept in the neutral position, with no possibility of
simultaneous inputs from either pilot.

Indeed, when the A/P is engaged, it is normally
disconnected by pressing the priority P/B (the pilot
takes priority over the A/P) or instinctively at any
time by a firm action on the stick: typically 5kg in
pitch, 3.6kg in roll.

5 Operational
procedures

Simultaneous inputs by both PF and PNF on the
sidesticks must be avoided. Thus, if the PNF feels
he must intervene, he must do so by pressing the
Priority P/B while saying “I have controls”.

These rules are reminded in the Flight Crew Training
Manual 01.020 – Flight Controls and Flight Crew
Operating Manual 1.27.40 – Flight Controls:
Controls and Indicators”

3 Types of dual 
stick input

Analysis of reported dual side stick inputs events,
reveals that there are three types of occurrences:

The “Spurious” Dual Stick inputs
Typically due to an inadvertent movement of the
stick by the PNF.
For example when grabbing the FCOM or when
pressing the R/T.
A spurious dual stick input only marginally affects
the aircraft behavior due to only time limited & small
inputs.

The “Comfort” Dual Stick inputs
Typically due to short interventions from the PNF
who wants to improve the aircraft’s attitude or
trajectory:
These are generally experienced in approach,
during a capture (altitude localizer), or in flare, and
have minor effects on the aircraft’s altitude/trajectory.
However, as the PF is not aware of the PNF’s
interventions, he may be disturbed and may
counteract the PNF’s inputs.

The “Instinctive” Dual Stick Inputs
Typically due to a “reflex” action on the part of the
PNF on the stick. This instinctive reaction may
come about when an unexpected event occurs,
like for example an AP disengagement, an
overspeed situation or a dangerous maneuver.
Such interventions are more significant in terms
of stick deflection and duration. Usually in such
situations, both pilots push the stick in the same
direction, which may lead to over control, a situation
illustrated by the above occurrence. 

4 Operation of 
the sidestick

The two sidesticks are not mechanically linked as
they are on older types of aircraft. 
This means that both sticks may be operated
independently one of the other.
When one sidestick is operated  it sends an
electrical signal to the Fly By Wire computers.
When both sticks are moved simultaneously, the
system adds the signals of both pilots algebraically. 

The total is limited to the signal that would result
from the maximum deflection of a single sidestick. 

To avoid both signals being added by the system,
a priority P/B is provided on each stick. By pressing
this button, a pilot may cancel the inputs of the
other pilot.   

An audio signal will indicate which sidestick has
priority,  
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A green light will come on in front of the pilot
who has taken control if the other stick is not
in neutral position. 

Take Over PB

Radio

and a red light comes on
in front of the pilot whose
stick is deactivated
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The visual and audio indications are designed to
provide the crew with a progressive alert.

Experience has shown, that these warnings are
very effective to:
� “Educate” the pilots to respect the basic task

sharing principle;
� Reduce drastically the number of dual input

occurrences.

The activation of these dual input warnings has
no repercussion in term of : 
� Crew training;
� Mixed fleet flying.

6 Dual Sidestick inputs
warning system

In order to warn the crew in case of dual sidestick
operations, Airbus has designed a package of dual
input indicators and audio warning. 
These operate when both side sticks are deflected
simultaneously by more than 2°. 
These visual and aural warnings have proved to
be efficient means to inform the pilot of dual inputs.

Visual indication
When a dual input situation is detected,  the two
green priority lights located on the cockpit front
panel flash simultaneously. 

The visual indication is an ADVISORY of a dual
input situation

Aural Indication
After the visual indication has been triggered, a
synthetic voice “DUAL INPUT” comes up every
5 sec, as long as the dual input condition persists. 

The synthetic voice is a WARNING of a dual input
situation
Note: This audio has the lowest priority among the synthetic
voice audio alerts.

HOW TO UPGRADE 
YOUR SA AND LR AIRCRAFT ?

The light and aural indicators are basic, 
and free of charge on retrofit, on the A320 family
and A330/A340.

It requires FCDC and FWC to be at a given
standard already available on production line:
• A320: FWC E2 Standard - FCDC 53 Standard
• A330/A340: FWC K3/L7 Standard - FCDC

M11/L14 Standard

Pin programs are activated on Operator
request
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DUAL
INPUT

1 Introduction
This article describes an uneventful flight, during
which, the aircraft was in an unsafe condition. As
a result of what was erroneously considered as a
minor damage, the limit loads of the THS were no
more sustainable. This resulted from a wrong
appreciation of composite structure damage.
The objective of this article is to highlight the
paramount importance of building a good
knowledge of composite structure damage and
repair.
Composite structure training is available at Airbus
training center.
The Structure Repair Manual’s (SRM) procedures
must be respected and, if outside SRM limits,
Airbus must be contacted to always ensure aircraft
structural integrity.

2 Description 
of the event

On 21st of August 2004 upon landing, the subject
airplane was found with a torn lower skin of the
right hand THS Lateral Box. This damage was
thought to be due to a Foreign Object Damage
(FOD) and resulted in a leaking Trim Tank.

A missing water servicing door (164AR) was
suspected to have caused the damage.
The damage was inspected externally only.
The external cut was measured to be about 330mm
length by 3mm width, in line of flight, located at
the THS bottom skin panel, just behind second
THS inboard handhole access panel.

The visible damage is shown on the picture:
Based on external visual findings, the operator
performed a temporary repair, by filling the damage

A330-300
Trimmable Horizontal
Stabilizer Damage

By: Marc BAILLION
Flight Safety Manager

Location of the damage

A
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Last October we held the 13th Airbus Flight Safety
Conference. This was an opportunity to share
information for the 125 attendees (out of which about
30% attended for the first time) representing 80 Airbus
operators.

The feedback we received was very positive,
highlighting in particular the very open and fruitful
exchange of information, not only between Airbus
and You, our Operators, but also between Operators
themselves. Notably 7 airlines shared their experiences
either on crisis management or on safety related
events.

We can consider this as a clear indication that the
Airbus Flight Safety Conference became what we
hoped for 13 years ago: “our Operators” Safety
Conference.

Similarly, the Airbus Safety Magazine, the extension
of our Safety Conference, has to become as well
“our Operators” Safety Magazine.

Therefore we hope receiving articles from you that
can be published in our next Safety First magazine
to share Safety experience as we have done together
during the last 13th Safety Conferences.

I hope you will enjoy reading this 3rd issue of Safety
First and feel free to widely distribute it throughout
your organisation.

Yours sincerely

Yannick MALINGE
Vice President Flight Safety

Yannick MALINGE

Vice President 
Flight Safety
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