
AgustaWestland pitches  
new decision technique

The EASA and AgustaWestland are dis-
cussing a new approach to the height-velocity  
(H-V) diagram and exploring the notion of 
replacing it with “safe reject” indications.

The two advocate the idea of  “fly 
away” to make the most of  the helicop-
ter’s performance rather than depending 
on a diagram that shows operators what 
not to do, itself  no guarantee of  safety.

Bernardino Paggi, an AgustaWestland 
expert in flight-test methodologies, 
identified a common misconception that “If  
I fly outside the H-V area, I am always safe.” 

A rejected takeoff  from the takeoff  cor-
ridor (see diagram) might encounter an 
obstacle, since H-V envelopes are demon-
strated on only one type of  surface (usu-
ally a runway) and cannot be applied to 
all the surfaces from which a helicopter 
can operate.

Limited Applicability
To guarantee actual one-engine inop-

erative (OEI) capability, AgustaWestland 

proposes the regulation clearly require a 
statement of  applicability, such as, “this 
performance can be achieved only over 
such a surface.” Paggi also suggested that 
the concept of Vtoss (takeoff safety speed) 
should replace climb-out speed. 

“Safe vertical rejects and hover-out-
of-ground-effect fly-away performance 
provide a safer and operation-oriented 
envelope, rather than the existing ‘no-fly 
zone,’” Paggi added. The notion of  a safe 
vertical reject is new to the lexicon of  a 

regulatory expert. “The helicopter man-
ufacturers are managing to make steeper 
and steeper landing angles, as they have 
done on the Airbus H175 and the AW189, 
but the difficulty is to see beneath the air-
craft,” noted Jean-Marc Sacazes, deputy 
head of  the EASA’s rotorcraft department.

He made it clear that while the agency 
regards AgustaWestland’s approach pos-
itively, a consensus has to be found with 
other airframers and authorities. 

The basic regulation (CS, in EASA’s 
nomenclature) would have to be changed 
slightly. As a result, a momentary foray 
into what has thus far been called the 
“no-fly zone” of the H-V diagram might 
be allowed, provided the risk has been  
fully assessed.  o

The current height-velocity diagram is not an effective 
means of ensuring safety, maintains Airbus, which is 
pitching a change in thinking: to a safe reject approach.

AUTHORITIES LAUNCH HARMONIZATION EFFORT
In a move the industry had been eagerly 

awaiting, four civil aviation authorities have 
agreed to jointly manage some (not all, OEMs 
may complain) certification issues. Last Septem-
ber, the directors of Europe’s EASA, the U.S. 
FAA, Brazil’s ANAC and Canada’s TCCA signed 
a charter creating the “certification manage-
ment team” (CMT). A group called Certification 
Authorities for Rotorcraft Products (CARP) is part 
of the CMT.

The team’s mission is to create “a better 
efficiency” in the existing processes for certi-
fication, manufacturing, export and continued 
airworthiness. The operational-level CARP 
group intends to “reduce duplication of efforts 
by maximizing the reliance on each other’s 
decisions,” said Juri Pauletti, an EASA rotor-
craft project certification manager. 

Another objective is to identify opportuni-
ties to harmonize regulation and policy. The 
CARP will identify those differences among 
national authorities that might lead to 

conflicts during the certification and valida-
tion processes. “It is good to know from the 
beginning if the authorities have different 
interpretations of a rule and what applicants 
should do,” Pauletti emphasized. 

Finally, it will provide early awareness of 
emerging safety concerns, Pauletti said.

The CARP group will meet regularly, and 
it might make recommendations to the CMT. 
In the CARP’s scope are certification rules 
(existing and proposed) and continued oper-
ational safety. 

The CMT also sees itself as an interface 
with the industry. Therefore, the CARP might 
invite the helicopter industry to discuss spe-
cific items and request industry support in 
achieving specific objectives. It will welcome 
coordinated proposals from the industry.

What about expanding the CMT to other 
authorities? “That’s the goal,” said Massimo 
Mazzo-letti, head of the EASA rotorcraft 
department. � n

EASA 
ROTORCRAFT
SYMPOSIUM

The European Aviation Safety Agency’s ninth rotorcraft symposium gathered 
more than 200 attendees in Cologne, Germany, early last month and proved, once 
again, to be a valuable place for constructive exchange–sometimes in hot debate–
between the industry and the authorities. In addition to outlining their views of how 
safety should progress with new standards, the EASA also announced an effort to 
coordinate more effectively with other authorities (in the U.S., Canada, Brazil and 
eventually China). Meanwhile, airframers and operators provided insights about 
how they make the most of new technologies to improve safety at lower cost. They 
suggested ways to coordinate work necessary for compliance with new rules and 
proposed fresh approaches to dealing with emergencies such as engine failure.  
Thierry Dubois reports from Cologne.
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EASA seeks cooperation on 
offshore safety efforts

The EASA has tasked risk-man-
agement specialist DNV-GL with 
reviewing current practices in off-
shore helicopter operations and even-
tually issuing recommendations to 
improve those operations. The proj-
ect is scheduled for completion in this 
year’s third quarter.

“The EASA has difficulty under-
standing differences between opera-
tors in the same country and between 
different countries; these differences 
probably come from cultural issues,” 
said principal consultant John Spouge. 
To address that concern, DNV-GL 
will document the different practices 
and evaluate their benefits and limits, 
focusing on EASA member states in 
the North Sea. The countries under 
scrutiny are thus the UK, Norway, the 
Netherlands and Denmark.

The EASA has given DNV-GL 
a list of 135 “relevant subjects” to 
cover. The research will examine how 
stakeholders interact with each other 
and how design assumptions and 
actual operation vary. The firm will 
also study how safety practices vary 
among different offshore operations–
“different” meaning the distances off-
shore, the types of helicopter and the 
types of operating region. 

Ditching Survivability
Meanwhile, the EASA is forg-

ing ahead on its notice of proposed 
amendment (NPA) to improve 

occupant survivability in a helicop-
ter ditching (when the crew still has 
some level of control) or water impact. 
“People should not drown in a heli-
copter cabin,” EASA cabin safety 
expert Peter Chittenden said. As cap-
size is inevitable, the authority is work-
ing on stretching the time the aircraft 
stays upright and mitigating capsize.

Also involved in the rulemaking 
effort are three OEMs, two operators, 
two other authorities (CAA UK and 
FAA) and two oil trade associations.

The NPA will call for realistic test-
ing of a scale model in a wave tank. 
“Realistic testing [meaning irregular 
waves] has been performed for ships 
for years,” Chittenden noted. The 
scale model will have to stay upright 
for about five minutes.

Providing an air pocket in the cabin 
will become mandatory. “In capsize 
mitigation, an air pocket is considered 
superior to category-A emergency 
breathing systems (EBS).” On the air-
frame, flotation devices might include 
foam-filled engine cowlings, passive 
means that do not need inflating.

The NPA was to be issued for pub-
lic comment late last year or early this 
year. The new CS27 and CS29 certi-
fication rules will be applicable only 
to new designs. However, Chittenden 
suggested the NPA might also make 
its way into CS26, meaning certain air-
worthiness requirements will be appli-
cable to aircraft already in service.  o

BELL HAS CHEST OF GROUND TOOLS 
FOR 525 TEST PROGRAM

Bell Helicopter provided insight on the tools it is 
using to develop the fly-by-wire control system for the 
525 Relentless. In addition to the flying prototypes, the 
company is incorporating ground-based test tools–a 
test bench, an integration lab and a “cockpit rig and 
simulation host”–to shorten the development cycle and 
make the flight-test program safer, according to engi-
neer Stephanie Hoelscher.

The flight controls test bench gathers the onboard com-
puters and associated hydraulics and trim actuators. All of 
the flight-controls software is tested on the bench.

The cockpit rig and simulation host looks like a non-
motion open cockpit with a 180-degree visual. It is 
fitted with production-representative sticks, trim actu-
ators and switches, as well as the 525’s Garmin G500H 
avionics. It uses an aerodynamic model and an engine/
Fadec model. It can simulate an autorotation and 
adverse flight conditions, Hoelscher said. Failures can 
be “injected.”

The Relentless Advanced System Integration Lab 
(Rasil), perhaps the most important tool, integrates the 
vehicle management system. It comprises the flight 
controls, avionics and electrical system, and allows 
for the testing of real hardware. The Rasil helps with 
rehearsing flight-test cards, Hoelscher added.

It has been instrumental in the early development 
phase, thanks notably to its level of automation. Bell’s 
engineers believe that with Rasil testing, systems are 
more mature when the flight-test phase begins. 

Bell has been satisfied with the correlation between 
Rasil and flight-test results. For example, “in a hover turn, 
nearly the same pedal displacement is required to match 
the flight-test heading,” Hoelscher said.

With these results under its belt, Bell now plans to 
extend failure testing to Rasil. “Excellent correlation 
between aircraft data and Rasil simulation models sup-
ports verification of system redundancy away from the 
aircraft,” Hoelscher emphasized, pointing out that the 
testing will allow Bell to avoid injecting hazardous faults 
on the real helicopter. Bell plans to use the device over 
the software’s entire life cycle.

As of early December, the Relentless flight evalua-
tion program had logged 80 hours. � n

EASA 
ROTORCRAFT
SYMPOSIUM

Thierry Dubois reports from Cologne.
► (continued from preceding page)

A consulting firm will document the different practices at operators in the UK, Norway, the 
Netherlands and Denmark.
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Common ops manuals 
cut costs for Swiss firms

Confronted with spiraling 
costs to meet the requirement 
to develop manuals, about two 
thirds of Switzerland’s 34 heli-
copter operators have united to 
create a common basis for such 
material. They have received 
financial support from the Swiss 
civil aviation authority (FOCA), 
and the EASA has raised no 
objection. The next project is 
to adopt the same approach for 
developing standard operating 
procedures (SOPs).

The nation’s helicopter indus-
try logs 54,000 flight hours 
annually, and most of those are 
for complex aerial work and 
search and rescue, according 
to Patrick Fauchère, Air Gla-
ciers’ flight operations manager. 
Many operators are small com-
panies, and the amount of work 
involved in developing a manual 
is proportionally high. Over the 
next several years each is to issue 
several manuals: for non-com-
mercial operations, specialized 
operations (SPO, the EASA’s 
nomenclature for aerial work) 
and so on.

This may translate into a 

200-percent increase in annual 
training costs, at €30,000 
($33,000), for the average com-
pany (five pilots and five staff), 
Fauchère noted. The creation 
of  “generic” manuals can 
reduce that number slightly, to 
150 percent. The Swiss Helicop-
ter Association outsourced the 
job to a company called Next-
Generation Flight Training 
(NGFT).

As a result, 20-plus AOC 
holders now have identi-
cal operating manuals, based 
on “generic” manuals devel-
oped by NGFT. The opera-
tors thus comply with EASA 
rules regarding commercial 
air transport (Part CAT) and 
operations requiring specific 
approvals (Part SPA). They also 
have identical training content, 
thanks to a central learning 
management system. A com-
mon platform stores pilot and 
staff  data.

As a follow-on project, an 
SOP working group is now 
developing standardized SPO 
manuals. This includes 25 SOPs 
in four languages. Common 

elements have been defined for 
aerial work operations. The 
working group will “ensure 
harmonization regarding crew 
requirements and training.” It 
will provide training material to 
all operators.

Eight SOPs–such as for log-
ging and avalanche mining–
have been completed already. 
They are now to be submit-
ted to the association’s mem-
bers and the FOCA. The latter 
is expected to sign off  on 25 
SOPs by April this year. Train-
ing material will be available 
in the summer, for implemen-
tation during the summer and 
the fall.

The Swiss Helicopter Asso-
ciation is open to collabo-
ration with other countries. 
“Once signed off by the FOCA, 
these documents will be made 

available to all interested par-
ties,” Fauchère said.

A cooperative approach 
is the way to go, Dominique 
Orbec, president of the French 
lobbying association of  the 
helicopter industry (UFH), 
told AIN, a view perhaps not 
shared by the union member-
ship. French operators so far 
have shown lukewarm inter-
est in such an approach, citing 
concern about sharing com-
mercially sensitive information. 
However, in Orbec’s view, such 
information can be kept out of 
a generic manual or SOP.

Orbec believes the French 
DGAC is favorable to 
this kind of  approach. He 
believes, however, that while 
it is suitable for aerial work it 
is not a good fit for airline-
type offshore operations.  o

EASA 
ROTORCRAFT
SYMPOSIUM

Thierry Dubois reports from Cologne.
► (continued from preceding page)

Some 20 operators now have 
identical operating manuals, 
based on a ‘generic’ publication 
received via the Swiss 
Helicopter Association.

Airbus strives to tailor 
service life to actual use 

Airbus Helicopters wants to 
offer “customized” service life 
limits for parts by comparing cus-
tomer data on the time the heli-
copter spends in each flight phase 
with the loads measured, during 
flight-testing, in the same phase. 
The effort could extend compo-
nents’ service life, reduce costs 
and help safety, said the company.

A component is often 
designed to repeatedly withstand 
flight phases that owners never 
fly. For instance, “the typical 

offshore spectrum is much less 
severe than our certification ref-
erence spectrum,” said Emman-
uel Laillet, an Airbus Helicopters 
specialist in rotor stress. Air-
bus wants to use sensors that 
are already on board (part of 
the health and usage monitor-
ing system, Hums) to measure 
climb rate, loads and so on, to 
align maintenance with actual, 
rather than theoretical, usage.

The company expects the 
resulting lighter maintenance 

to reduce the cost of  oper-
ation. Such usage analysis 
may prompt the customer to 
change a mission profile if  this 
alleviates component fatigue,  
Laillet suggested.

The project stands to pro-
vide the most dramatic benefits 
for offshore operations, which 
are relatively “soft” for dynamic 
systems. An H225 engaged in 
such efforts spends 58 per-
cent of  its time aloft in level 
flight and 29 percent taxiing, 
according to an Airbus anal-
ysis. The rotating swashplate’s 
service life could therefore be 
extended twofold over the ser-
vice life that was defined by cer-
tification testing. Conversely, 

the maintenance department 
could factor in severe usage, 
which would be a safety benefit.

Airbus has thus introduced 
the concept of “remaining use-
ful life.” To benefit from it, an 
operator will have to upload 
its data regularly, a process 
that could be automated, said 
Sophie Hasbroucq, Airbus 
Helicopters’ head of Hums.

How the service life could be 
revised has not been precisely 
defined yet. “If  we replace 
a scheduled task with an 
unscheduled job, we will miss 
the target,” Hasbroucq noted. 
Airbus Helicopters is propos-
ing that the EASA adapt the 
existing Part M regulation.  o ©

 2
01

6 
A

IN
 P

ub
lic

at
io

ns
. A

ll 
R

ig
ht

s 
R

es
er

ve
d.

 F
or

 R
ep

rin
ts

 g
o 

to
 w

w
w

.a
in

on
lin

e.
co

m

Aviation International News • January 2016 • www.ainonline.com


