SYNOPSIS

SERIOUS INCIDENT

Aircraft: registration and model
Class/Airworthiness

Owner/Operator

Time of occurrence

Location

Type of flight
Weather

Passengers:

Injuries to persons
Damage to aircraft
Other damage

EB-IBB, Airbus A300 B4-605ER
Normal, Certificate of Airworthiness and Valid Airworthiness Review Certificate (ARC).

Iran Air
No. 221, Second Floor, Public Relations, Support Services Bld, Iran Air H.Q., Mehrabad
Airport, Tehran Iran

16-01-2010, 12.38 hours, in daylight

Note: all times given in Swedish standard time (UTC" + 1 hr), unless otherwise stated
Stockholm/Arlanda Airport, Stockholm county, (pos. 59° 39.7” N 017° 55.4° E, 17 m
above sea level)

Commercial air transport

METAR ESSA at 12.20 hrs: Wind 14095 kts; visibility 8000 m, snow grains; scattered
clouds with base at 1500 ft; temp./dp -1/-3 °C, QNH? 1035 hPa

149

None
Limited
Minor ground damage

The incident occurred in connection with a commercial air transport with the airline Iran Air. The aircraft in question, an Airbus
A300-600 with the registration EP-IBB, was to commence a flight from Stockholm/Arlanda Airport to Tehran in Iran. Following
normal preparations, the aircraft was taxied out to runway 19R for take-off.

The runway conditions were reported as good, with some patches of ice along the runway. The investigation has however revealed
that the runway was contaminated and likely had coefficients of friction which fell short of the reported values.

! Universal Time Co-ordinated (UTC) is a reference for exact time the world over.

2 QNH indicates barometric pressure adjusted to sea level.



After taxiing out, the crew began routine take-off procedures by increasing engine thrust during acceleration on the runway. After just
over 10 seconds, one or more of the edges in a repaired section of the engine - the diffuser aft air seal - separated, thereby triggering a
sequence which led to a sudden engine failure.

No warning messages were announced in the cockpit at the time of the failure; the pilots only noticed the engine failure through a
muffled bang at the same time as the aircraft began to veer to the left. The initial veer, immediately after the engine seizure, was a
result of the nose wheel being unable to gain sufficient force against the contaminated surface to counteract the moment which arose
when the right engine - for a duration of approximately 1.5 seconds - supplied full thrust at the same time as the left engine rapidly lost
thrust. The highest speed registered during the sequence was 59 knots (110 km/h).

Despite the co-pilot's reactions - retarding the thrust levers after just over a second, at the same time as steering and opposite rudder
were applied - the veer could not be corrected and the aircraft ran off the runway, mainly caused by the forces from the moment in
combination with the slippery surface. The chances of stopping the continued veer were probably reduced by the fact that the pilots
did not apply any differential braking in the opposite direction.

The investigation also showed that the pilots' braking was unintentionally asym- metrical, with a higher brake pressure on the "wrong
side", i.e., in the direction in which the aircraft ran off the runway. Even if this fact may have affected the aircraft's movement pattern,
such an impact has, however, not been possible to determine with any reasonable degree of certainty. It is, nevertheless, noteworthy
that analyzed data from the FDR show that the recorded brake angles (asymmetric braking) were not accompanied or followed by any
corresponding change in the rate of heading change.

There are no specific certification requirements for aircraft design organization to show that the aircraft is manoeuvrable in the event
of a sudden loss of engine thrust during the initial stage of the take-off sequence. There are also no mandatory requirements for
training regarding how to handle sudden losses of engine thrust during the initial stage of the take-off sequence for pilots in training or
recurrent training for this class of aircraft.



