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1.0 Introduction

Business Aviation has established a record as one of the world’s safest forms of transportation.
Professionally flown aircraft of all sizes are operated on unscheduled routes to all corners of
the globe, yet the safety record continues to be excellent in spite of the very challenging operat-
ing environment.

The exemplary safety record of business aviation can be attributed to professionalism and at-
tention to safe operating practices. The business aviation community promotes safety through
industry standards and good training, as well as through monitoring and analysing safety infor-
mation to facilitate continuous improvement. The business aviation representative associations
assist operators by providing safety data and programs in their respective countries. The
Council representing the national and regional associations at the global level, the International
Business Aviation Council (IBAC), has in turn developed a program to collect and analyse
worldwide information. To that end, IBAC has contracted with Robert Breiling and Associates
to develop global data on business aircraft accidents.

Summary information presented in this Brief is taken from the analysis conducted by Robert
Breiling and Associates in 2007. Breiling’s detailed Report contains information on accidents
from all regions of the world.

This Business Aviation Safety Brief covers a five year period from 2002 to 2006. IBAC will up-
date the Brief annually and the IBAC Planning and Operations Committee (POC) will review the
information continuously to determine useful trend data. In addition, the IBAC Governing Board
has determined that the Safety Brief will be scrutinized from time to time by independent or-
ganizations and feedback will be considered by IBAC’s POC.

This summary data includes all accidents involving aircraft when used in conducting business
operations. It does not include accidents of business aircraft when used in airshows and other
non-business related flying.

Listings of Business Jet and Turboprop accidents that occurred in the preceding calendar year
(i.e. 2006) are contained in Appendices A & B.

The compilation, analysis and publication of safety data is an essential foundation for the devel-
opment of measures to prevent accidents and thus, is not a means unto itself. In this regard,
and as a separate IBAC initiative, the International Standard for Business Aircraft Operations
(IS-BAO) was introduced in 2002 and was designed to raise the safety bar by codifying safety
best practices.

Recognizing that it will be many, many years before safety data will reflect the impact of the IS-
BAO, IBAC commissioned an independent, retrospective analysis to subjectively assess the
extent to which (i.e. in terms of probability) had the IS-BAO been implemented by the operator
concerned the accident could have been prevented. A synopsis of the findings of this study are
presented in Section 5.0.
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2.0 Business Aviation Community

2.1 Number of Turbine Aircraft

The Breiling Report contains data covering a five year period for the global population and the
distribution of aircraft by region. A summary of the aircraft population in 2006, the last year
covered by the report, is as follows:

2006
Global Business Aircraft Population
Business Jets 14,317
Turbo Props 11,345

All Turbine Business A/C 25,662

Table 2.1a

Analysis

Business aircraft in North America represent 69% of the global fleet. South and Central Amer-
ica have approximately 10.4% and Europe 10.8% of the world’s fleet. Other regions account for
the remaining 10% of the fleet.

2.2 Number of Flight Hours

The 2006 summarized flight hour totals are as follows:

2006
Global BusAv Flight Hours
Business Jets 5,500,684
Turbo Props 4,595,768

All Turbine Business A/C 10,096,452

Table 2.2a

Analysis

For the period 2002-2006, flying hours in North America represents 68% of the total, Europe
11%, Central/South America 11%, and the rest of the world 9%.
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2.3 Number of Departures

The number of business aviation departures in the 2006 year is as follows:

2006
Global BusAv Departures
Business Jets 3,997,127
Turbo Props 3,118,275
All Turbine Business A/C 7,118,699

Table 2.3a

(Note: These are derived figures based on flight hours and sector durations typical for each category of jet and turboprop aircratt.)

2.4 Organization of the Community
Business Aircraft operations are classified into three (3) separate categories:

1. Business Aviation Commercial
Aircraft flown for business purposes by an operator having a commercial operating certificate
(generally on-demand charters).

2. Corporate
Non-commercial operations with professional crews employed to fly the aircraft.

3. Owner Operated
Aircraft flown for business purposes by the owner of the business.

(Note : Consult IBAC for formal definitions of the three categories. Two additional classifications are included in the Breiling Report, namely Govern-
ment (public operations) and Manufacturer aircraft. These are not, by their use, considered to be “business aircraft”, but are included in the data for
completeness.)
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3.0 Business Aircraft Global Accident Data
(5 year period 2002 — 2006)

3.1 Accidents by Operator Type

A summary of the total accidents over five (5) years by type of operator is as follows:

Accidents by Operator Type - Jet Aircraft

Business Jet Aircraft Total Accidents | Fatal Accidents Average Total Average Fatal
(5 yrs) (5 yrs) Accidents per year|Accidents per year

Commercial 75 22 15 4.4

Corporate 30 7 6 14

Owner Operated 21 4 4.2 0.8

Government 4 3 0.8 0.6
Fractional 11 0 1.8 0

Table 3.1a

(Note: No analysis provided for Manufacturer operations conducted with Jet Aircraft)

Accidents by Operator Type - Turbo Prop Aircraft

Turbo Prop Aircraft Total Accidents Fatal Accidents Average Total Average Fatal
Accidents per year |Accidents per year

Commercial 253 73 50.6 14.6
Corporate 18 3 3.6 0.6
Owner Operated 105 39 21 7.8
Government 11 4 2.2 0.8

Manufacturer 0 0 0 0

Table 3.1b
(Note: No analysis provided for Fractional operations conducted with Turbo Prop Aircraft.)
Analysis

The majority of business aircraft accidents occur in the commercial category, where operations
are governed by commercial regulations (such as FAA Part 135 and JAR OPS 1). The next
most frequent number of accidents occurs with aircraft flown by business persons. Accidents of
corporate aircraft remain rare.
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3.2 Accident Summary by Phase of Flight

Five (5) year totals by phase of flight are as follows:

Accident Summary by Phase of Flight

Taxi T/O Climb | Cruise | Desct | Man'v App Land Total

Business Jets 8 20 6 4.6 6 3 14 78 141
57% | 14.2% | 6.3% 4.3% 4.3% 2.1% 10% | 55.3% | 100%
12 56 32 45 9 18 87 131 319

Turbo Props

3.8% | 17.6% 10% 141% | 2.8% 5.6% | 27.3% | 41.1% | 100%

60 -
501
40+

[ Jets
B Turbo Props

% 301
20
104

Taxi T/O Climb Cruise Desc't Man'v App Land

Table 3.2a

Analysis

The trend over a period of 35 years demonstrates a substantive decrease in the percentage of
taxi accidents, and a notable decrease in accidents in the landing phase, although landing acci-
dents remain as the most prevalent.

The trend indicates an increase in the number of accidents occurring in the approach phase.
The percentage of accidents in the climb phase has also increased substantively for turbo prop
aircraft. The distribution of accidents in the other phases has remained relatively unchanged.

(Note: Supplementary data collected by Robert Breiling over a 35 year period was used to develop this trend.)
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4.0 Global Accident Rate Data

4.1 Accident Rate by Aircraft Type

The accident rate per 100,000 flight hours for each year over a five year period, as well as for
the total, is as follows:

Accident Rate per 100,000 hours by Aircraft Type

2002 2003 2004 2005 2006 5 Year Total

Acc | Fatal | Acc | Fatal | Acc | Fatal | Acc | Fatal | Acc | Fatal | Acc | Fatal
Rate | Rate | Rate | Rate | Rate | Rate | Rate | Rate | Rate | Rate | Rate | Rate

Business Jets| 0.50 | 0.11 | 0.51 | 0.21 | 0.73 | 0.19 | 0.56 | 0.13 | 0.69 | 0.13 | 0.55 | 0.13

Turbo props | 1.66 | 0.61 | 224 | 0.75 | 1.85 | 0.54 | 146 | 0.39 | 1.39 | 0.41 | 1.73 | 0.53

AllBusA/C | 1.03 | 0.34 | 1.31 | 0.45 | 1.31 | 0.45 | 0.98 | 0.25 | 1.01 | 0.26 | 1.08 | 0.31

Table 4.1a

Note: Some of the above figures have been re-stated as a result of the
availability of subsequently published accident investigation reports and/or additional information.

4.2 Accident Rate by Operator Type

Global data for the numbers of aircraft in each of the business aviation operational categories
(commercial, corporate and owner-operated) proved difficult to obtain as few States collect this
information. Similarly, flight hours by type of operation are not available. Due to the lack of
good exposure data, it was not possible to calculate, without some error, the rate of each cate-
gory of operation. Additionally, the operational status of a single airfframe may legally vary from
flight to flight (i.e., an aircraft may be commercial on one flight and private on a flight made later
on the same day or vice versa).

Nevertheless, by applying US data relevant to the division between categories of operator, and
by making the assumption that the division is relatively similar for the rest of the world, an esti-
mate of the rate by operator type can be made. Given that the North American data represents
approximately 72% of the global total, it is unlikely that the distortion generated by the assump-
tion will be very large.

The percentage of flight hours for each of the three categories in the USA is as follows:

Commercial (Air Taxi) 22.6%
Corporate 38.3%
Owner-operated 39.1%
Total 100.0%  (Averaged over 4 years)

International Business Aviation Council (IBAC) Page 9
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Assuming a similar division globally, the accident rates per 100,000 flight hours are as follows
(based on data over 5 years):

Global Accident Rates by Operator Type (Extrapolated)
(per 100,000 flight hours)

Operator Tvoe f OHours:[_ Total Fatal Total Accident [Fatal Accident
P yp ° (53::) ion Accidents Accidents Rate Rate
Commercial 10,679,880 328 95 3.07 0.89

(Air Taxi)
Corporate 18,099,090 48 10 0.27 0.06
Owner-operated 18,477,139 126 43 0.68 0.23
*All Business Aircraft 47,256,110 509 147 1.08 0.31
Table 4.2a

Note: *This line includes the three lines above it, plus Government, Manufacturers and Fractional aircraft operators. Also included are accidents
involving operators for which insufficient information was available to assign the operator type.

Analysis

The accident rates calculated in Table 4.2 include both turbo-prop and jet aircraft. The rate
data indicates an excellent level of safety in corporate operations, whereas the accident rates
in the commercial sector warrants increased attention by the business aviation community.

4.3 Accident Rate by Departures

There is a growing trend for organizations reporting safety data to do so using accident rates
per number of departures given that safety exposure is greatest during departure and arrival.
Accidents of aircraft en-route are rare except for flights in low level flight in marginal visual con-
ditions. Accident rates per departure, or flight segment or cycle, therefore provide more realis-
tic safety correlations.

The accident rate per 100,000 departures is as follows:

Business Jet Accident and Rate by Departures

(per 100,000 departures)
Accident Rate Departures Accidents Accident Rate
(5 Years)

Total Fatal Total Fatal
Large Jet Aircraft 3,858,308 16 5 0.41 0.13
Medium Jet Aircraft 6,768,413 39 13 0.58 0.19
Light Business Jets 8,305,862 88 17 1.05 0.20
*All Business Jets 18,932,583 143 35 0.76 0.18

Table 4.3a
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Business Turbo Prop Accidents and Rates by Departures

(per 100,000 departures)
Accidents .
Departures V) Accident Rate
Total Fatal Total Fatal
Large Turbo Prop 785,337 50 16 6.36 2.03
Medium Turbo Prop 12,652,567 285 87 2.25 0.69
Light Turbo Prop 947,354 31 9 3.27 0.95
All Turbo Prop 14,385,258 366 112 2.54 0.78
Table 4.3b

All Business Turbine Accidents and Rates by Departures

(per 100,000 departures)
Accidents .
Departures (5 Years) Accident Rate
Total Fatal Total Fatal
All Business Aircraft 33,317,841 509 147 1.53 0.44
Table 4.3c

If an assumption is made that the distribution of departures for operator types of commercial
(22.6%), corporate (38.3%) and owner-operated (39.1%) is relatively the same as the distribu-
tion between flight hours, the accident rates by type of operation can be calculated as follows:

Business Aircraft Accident Rates by Operator Type (Extrapolated)

(per 100,000 departures)
Departures : . Total Accident |Fatal Accident

Operator Type ) Total Accidents [Fatal Accidents Rate Rate
Commercial 7,529,832 328 95 4.36 1.26

(Air Taxi)
Corporate 12,760,733 48 10 0.38 0.08
Owner-operated 13,027,275 126 43 0.97 0.33
*All Business Aircraft 33,317,841 509 147 1.53 0.44

Table 4.3d
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Analysis

A number of assumptions have been made related to the distribution of exposure data, and as a
result the data should be used with some caution. Nevertheless, no other rate data is known to
exist for worldwide business aviation. The results of the extrapolation should be sufficiently accu-
rate to provide a reasonable comparison with accident information from other aviation sectors.

4.4 Comparison With Other Aviation Sectors

IBAC is experiencing increasing difficulty in drawing meaningful comparisons of business aviation
safety data i.e. accident rates per 100,000 departures with those developed and published for
other sectors of the aviation community. The incongruencies inhibiting such comparisons include;
operational classification i.e. commercial vs. non-commercial, classification of accidents involving
fatalities i.e. passengers only or crew, hull loss accidents, range of aircraft MCTOM encompassed
by the data, lack of disaggregation by power plant i.e. turbojet, turboprop or recips etc. While it is
unlikely that these incongruencies can ever be fully reconciled, IBAC is making every effort to un-
derstand and identify these factors and will continue to promote international recognition of the
IBAC safety data.

Aviation Sector Fatal Accident Rate
(per 100,000 departures)
All Business Aircraft 0.44
(Jet and Turbo Prop)’ '
Corporate Aviation 008
(Jet and Turbo Prop)? '
Boeing Annual Report — Jet aircraft
MCTOM over 60,000Ibs engaged in 0.05
commercial scheduled passenger '
operations.®

Table 4.4a

1. Per Table 4.3c. IBAC rate is 5 year average.
2. Per Table 4.3d. IBAC rate is 5 year average.
3. Boeing — Statistical Summary of Commercial Jet Airplane Accidents,
Worldwide Operations 1959-2007. Rate is for a 10 year period.

Ed Note:

The format and content of this section of the Safety Brief has been revised compared with all previous Issues.

In this regard, it is noted that the rate in the Boeing published Summary for 2006 is for Fatal Accidents, whereas the rate
previously published was for Fatal and Hull Loss Accidents. The Hull Loss rate for the 10 year period is 0.12.
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4.5 Accident Rate Trend

—e— Jets
—a— Jets fatal

Turbo Props
——<«— Turbo Props Fatal
—x— Jets Corporate
—e— Jets Corporate Fatal

1997-2001 | 1998-2002 | 1999-2003 | 2000-2004 | 2001-2005 | 2002-2006

Issue 1 Issue 2 Issue 3 Issue 4 Issue 5 Issue 6

Table 4.5a
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5.0 IS-BAO Safety Value

A Code of Practice

The International Standard for Business Aircraft Operations (IS-BAQ) is an industry safety stan-
dard introduced in 2002 as the industry’s code of practice designed to raise the safety bar by
codifying safety best practices. Given that there are very few accidents in the business aviation
community, it will be many years before a determination can be made regarding whether or not
the IS-BAO is making a safety impact. Therefore, to assess the safety value a study was initi-
ated based on historical accident data.

An analysis of past accidents required a considerable amount of subjective assessment as the
analysts had to review the details of accidents against a full understanding of the IS-BAO to
make a value judgment regarding whether the accident may have been avoided if the IS-BAO
had been implemented.

The study was conducted by an independent analyst who reviewed a total of 500 accidents
covering the period between 1998 and 2003. A total of 297 accidents of the 500 were consid-
ered to contain sufficient information to be further assessed. The study against the provisions
of the IS-BAO standard was performed to determine a level of probability that if the flight de-
partment had known about and implemented the IS-BAO the accident may have been avoided.
The data was classified and analyzed to determine the potential impact of the IS-BAO and the
accidents were rated on a five point scale ranging from certainty of prevention to no effect.

Two assessments were made. First, the analysts made the assumption based on indicators
that the flight department may have implemented the IS-BAO, and if implemented, the potential
for accident avoidance. The accidents were then further analyzed to determine the potential
outcome given that the IS-BAO was implemented in full before the accident. An audit by an
accredited auditor leading to an IBAC Certificate of Registration is the recommended means of
demonstrating full implementation.

As part of the analysts’ work, the accidents were classified in a number of different ways to see
if there were any meaningful trends in the prevention probability between the different factors.
Classification methodologies applied include:

1. Simple Four Factors — Human, Technical, Environmental and Management.
2. Events — or significant type of accident (such as loss of control).

3. Breakdown on Human Factors.

4. Boeing Accident Prevention Strategies.

Probabilities were calculated for all accidents, phase of fight, type of accident, four factors (per
above), type of operation, Commercial or non-commercial, fatalities and single versus two pilot
operations.

A further step in the methodology included a quality assurance analysis by a group of current
pilots through an assessment of a random selection of twelve accidents as a means of verifying
the results of the analysts.

International Business Aviation Council (IBAC) Page 15
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Results of Analysis

Criteria A
Assumes Operators Had Completely Implemented IS-BAO Prior to the Occurrence.

This part of the analysis made the assumption that the operator had implemented the 1S-BAO
standard in full. An assessment was then made regarding the potential that the accident could
have been prevented. The following were the results of the assessment.

Certain of prevention 36.0% (107 of 297 accidents)
Probable prevention 21.2% (63 of 297)
Possible prevention 12.8% (38 of 297)
Doubtful of prevention 14.5% (43 of 297)
No prevention possibility 15.5% (46 of 297)

None
16%
Certain
Doubtful 36%
15%
Possible
13%
Probable
21%

Conclusion - The probability of prevention is 57.2%, with a further 12.8% possible for a total of
70% potential that the aircraft accident could have been avoided.

Page 16 International Business Aviation Council (IBAC)



Business Aviation Safety Brief December 15, 2007

Criteria B
Takes into Account Operators Background and Probability of Introduction of IS-BAO.

The assessment of whether the accident may have been prevented if the flight department had
known about the IS-BAO, and if the operator was sufficiently responsible to implement the
standard and had done so thoroughly, produced the following results:

Certain of prevention 17.2% (51 of 297 accidents)
Probable prevention 20.2% (60 of 297)
Possible prevention 23.9% (71 of 297)
Doubtful of prevention 19.2% (57 of 297)

No prevention possibility 19.5% (58 of 297)

None Certain

Doubtful
19%

Probable
20%

Possible
24%

Conclusion - The probability of prevention is 37.4%, with a further 23.9% possible for a total of
61.3% potential that the aircraft accident could have been avoided.
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Criteria C
Probability of Prevention by Types of Operation and Aircraft.

The analysis showed that there is a greater probability that the accident could have been pre-
vented for jet aircraft type accidents versus turboprop. This was a trend consistent through
most methods of analysis and type of accident, although in some cases there was little to dis-
tinguish between jet and turboprop probabilities. For example, for the landing accidents (the
most common type of accident) the probability of prevention was much greater for jets than tur-
boprop aircraft. Yet, for loss of control accidents there was substantially no difference. The
reason for the difference considered by the analysts was that there would be a greater potential
for prevention in two pilot operations more typical in jet aircraft.

As would be expected there was a significantly greater probability of prevention related to Man-
agement Factors compared to Environmental factors, whereas Technical Factors and Human
Factors ranked in the middle of these two.

There was no significant difference between the probability of prevention of commercial opera-
tions (air taxi) versus non-commercial. Evidence indicates that there is a higher probability that
IS-BAO implementation would prevent accidents with two pilot operations versus one pilot.

Accidents with causal factors related to human performance totaled 232, and were broken
down into the following;

1. Knowledge Based (no standard solution) 37
2. Rule Based (need to modify behaviour) 46
3.  Skill Based (routine practiced tasks) 149

There was no significant difference between the probability of prevention between these three
categories.

Conclusion
The study by an independent analyst indicates that the IS-BAO standard has considerable po-

tential to improve safety. The extent of potential benefit depends significantly on the commit-
ment of the operator to implement and adhere to the standard.
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Business Jet Accidents 2006
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Appendix A

Business Jet Accidents 2006 continued

SOA wwo) Buipueq v sasnoy ojul payseso ‘ssed mo| e buunp ajod e pajoedw aiqes V6e-1 900Z/ZL/1LE
ON wwo) Buipue v DA Ul yoeosdde Buimojjo} Loys papue| Jauljaiqes V6E-1 9002/21/61
ON sng/ind Buipue VN pajoe.jel utew Jybu yim papue| yeolle ‘papodal wajqold "pAH N 095-30 | 9002/2L/LL
ON sngind Buipuen VN pajoedjal Jesb Buipue| yym papue| yesolly 09/-SW 9002Z/2L/LL
ON wwo) Buipuen VO Jeays puim ‘sbuim papong ‘Jeab ulew pasesys ‘piey ‘Loys pepT | dS L0S-3D | 9002/Z1/€0
ON a119nd Jannauep\ VN uoissiw [eroads uo Buuaanauew Buunp pajeledas Jo0jeaslo Jybry 9¢-1 9002/2L/10
SBA BN yoeoliddy adoing 19[ 219 mau ‘yybiy 1S9} UO Joaye) Jaye pue| 0} Bujuinyal paysel) 081 goi 9002Z/L1/62
ON wwo) Buipue VN Aojdap 0} pajie} siasianal jlew ‘pAyY Jooysiano Aemuny \Vielonm| 9002/1L1/92
SOA Areyniy Hoaxe] eisy }SOJ |03U0D Jelolle ‘quijo/J00aXE)} Bulnp pajie} suibul VGe-1 9002/11/80
ON wwo9 Buipuen WN psjoeljel Jesb Buipue| ypm papue| yesolly 00/-G2L-SH | 900Z/L1/10
SOA wwoo Buipue adoing pamoj|o} aJi} ‘Buipue| Aemunu J0YsJaA0 JalLIED e Jauey) o L-oeg 9002/0L/0L
ON Aieyiin Yoeouddy WN suonipuoo Bunsnb ‘OWA Ul yoeoidde BuLnp paysesd ge-1 4v¥Sn L2-1 9002/04/20
SOA wwo) asInI) VS papue| Aoefa ‘|eje} GG "PaYSEID YOIUM/E/ BUILIY YIM JIE DI SeL-anNa 9002/60/62
ON xel Jus0se(Q anN papuel JeymeH ‘pajnyoesed jojid Japlib yim Y 000°9L ¥e JIe PIN | 008-GZL-SH | 9002/80/82
ON diop jJusosaq adoing b1y Buunp |ley Aq pebewep yesouly 0002-vd 9002/80/.1
SOA BN HJoaxel anN HO-JI| [eniur Buunp punosb Jiy Buim ‘pesienal sjou0D rIAEE98dS | 9002/20/G2
ON sng/ind Hoaye| anN Aemun. Joysiono yeiolie ‘papioqe yoaxey Jol sepybly Ateyin 98- 9002/,0/¥2
ON diop Ixe| anN Buipuej Jaye Buiixe} pasde|0o Ajjeed 1eab uepy dS055-30 | 9002/.0/22
SOA diop Buipuen anN ANUTY 6762 ‘PloYUI0D B Ul pajeululs) pue Bulpue| JOYSIOAO YeIouly 095-30 9002/.0/61
SOA sngind JaAnauely anN moys Jie Buunp payseuo Jejybly o[ Aojoppig JoxmeH V8G-SH 9002/,0/91L
ON wwon yoeouddy aN yoeoudde [euy Buunp 8.y [EDL308]S JyBIYu| GG 9002/L0/G1
ON wwo) OC_UCMJ 3N 3980 ul D@QQOHW ‘Kemunu JOys.iano _mco_ papueT] 096-30 900¢/.0/01
saljljeleq JojeradQ aseyd uoibay uonduosag I9POoIN ajeq

panuiuoy) sjuaplddYy 9 ssauisng 9002

International Business Aviation Council (IBAC)

Page 20



December 15, 2007

Business Aviation Safety Brief

Appendix B

Turbo Prop Accidents 2006

ON sngnnd quio adoing Buipue| Aousbisws Buunp pabewep ‘quiid [eHul }SO| Jamod 0d19¥-vd 9002/20/12
ON wwo) BuipueT vN Buipue| piey e pasuauadxa }eidly 00L-39 9002/20/81
ON wuwo Buipuen elueaoQ abewep |egueisqns ul Buynsas piey papue| yesolly OV.Z2-VS 9002/.0/10
S9A wwo? yoeousddy eoLyY anbiquezoyy ‘yoeoidde jybiu Buunp paysei) g80z-30 9002/90/0
SBA wuwo quiio VN ain|teyjlew suibus enp ainpedap Jaye AjHoys payseltd Yoy 09-92-NN 9002/90/S5¢
S8A sng/ind quio VN OWA ‘Ino auibus sonoeud ‘podile Jo IS 1W G PayselD Jelolly ZL-0d 9002/90/¥¢
ON alignd Buipue VN Buipue| ob pue yono} Buunp pejoesjal sem Jeab Buipue] 060-39 9002/90/€2
ON diop Buipuen VO dojs 0} apis Yo paaioms jojid ‘yoeosdde ¥4 Jeye Buoj pspuen V069-0V 9002/90/0¢
S8A ollgnd yoeo.ddy VN pajie} sauibus yjoq Joye pue| o} Budwape payse.o Jeiolly Vv06-39 9002/90/Z1
ON wwo) Buipue VS Buy66nws Bnip sem se Aseyjiw Ag pue| 0} pao.oy} Yelouly 651-9 9002/90/€0
ON wwo) yoaye| adoing Buipue| uo dn pswwef Jeab asou ‘0| Joye swao|qoid Jjess) 00z-39 9002/S0/1 1
S9A wwoo JaAnauep eouy Xm |euibiew ul Bunesado utesssl ybiy yym papijjod Yeuouy g802-30 9002/¥0/82
ON dion Buipue eisy Buipue| Buunp apis Aemunu o uel Yelouy q060-39 9002/¥0/92
ON sng/nd Buipue eouy duys palanoo 9a4) e UO Buipue| payselo yeloly 802-30 9002/¥0/S1
ON aland Buipuen VS Buipuey Buunp Aemuni sy} Joysiano ey 00¢-39 9002/%0/.0
ON wuwop onels eouy pax.ed Yoy "obied pjob 8|0}s saAdIY} uaym pabewep Yoy ZL-0d 9002/€0/1€
SBA BN JaAnauep VN xm-Biew Ul Y4 Bundwaye 118} snoulejunow ojul paysed a80z-30 9002/£0/82
ON wwo) Buipue adoin3 Buipue| o6 % yono} Buunp pajoeljal Jeab yium papue| Jesoy 11e-vd 9002/£0/92
SBA wuwojp quiio VS quio [emiul Bulinp sso| Jomod Buimo||o} payseLD Jeolly 9802-30 9002/€0/¥C
S8A wwoo yoeouddy VN mous/ad1 urrdde YO Buunp “118) snoujw Ul payseud Jesolly 66-39 9002/£0/81
ON wwo) asiniy VS ss0| Jamod Jaye Buipue| AousBliswa Buunp pabewep Yeloly ag80z-30 9002/£0/S0
ON wwo) Buipue eouy pajoesal Jeab yym pue| 0} pajos|e joiid‘ws|qoid Jeab Buipue] 00zZ-39 9002/20/82
ON wwo) Buipuen VS pajoesial Jeab yum pue| 0} pajos|d jojid‘wajqo.d Jeab Buipue 00z-39 9002/20/22
ON wwo) yoeouddy VS pabewep Ajleiueisgns sem pue yoeosdde joysiapun Yeroxiiy 802-3D 9002/20/S1
ON diop Buipuen VN llos Buipue| Buunp pasdejjoo Jesb Buipue| urew by Vv060-39 9002/20/S1
SOA wwoy esInI) VN wajqoud pey jojid Jaje punolb ojul SAOP pue A0 payold Yoy 01922-¥S | 9002/20/80
ON sng/ind Buipuen VN puno.b yy Buim ya| pue piey papue| yeiolly 00.-Ngl 9002/20/70
SoA sng/ind yoeo.ddy VN paysesd 1 "dde YA pug uo Ajusjola pajjos g payond yesoly 00z-39 9002/20/20
S8A wwo) asiniy VN Buipue| Aousbliawe Bupdwepe sea.} JIY‘asinIO Ul SSO| JaMod ag80z-30 9002/10/12
ON sngnd Buipue WN sselB 0JUO POAIOMS JJeIDlIE PUE MBIG .1} ‘PIBY PapUE| LeIoIly 2d1lov-vd | 900Z/L0/02
ON wuwon yoeouddy adoing aju ylep JIA| ‘yoeosdde uoisioaid-uou Buunp saaly pajoedul 05¢e-39 9002/L0/21
ON wuwop Buipuen VN [ejuelsgns papodas abewep ‘QN|‘WBIU ‘piey papue| yelolly Vv00l-39 9002/L0/L 1L
ON sngind Buipuen VN YoNp e Ojul 8pis Aemuni o piis yesoule Buipue| uo 00l-39 9002/10/S0
sanljeyeq JojesadQ aseyd uoibay uonduosag I9PON ajeq

SLIN3AIDJV d0dudOogaNnl SSANISNG 900C

Page 21

International Business Aviation Council (IBAC)



Business Aviation Safety Brief

December 15, 2007

Appendix B

Turbo Prop Accidents 2006 continued

ON sngind yoeouddy VN "y 08p je yoeoudde passiw jo uoneniul Buunp punolb 1y dibuipn 66-39 9002/ /62
ON sng/nd Buipuen VN Buipuey Buunp pasde|joo Jesb Buipue 66-39 9002/21/€2
ON diod Buipuen BOLyY Buipue| Joud Jesb Buipue| pusixe o} pajie} 10]id 906-39 900Z/ZLILL
ON sng/nd Buipue- VN DA ‘WbIU ‘piey papue| yesolly L-11€-Vd 9002Z/ZL/EL
ON wwoy Buipuen VN abewep [enueisgns ui Bunsas piey papue| ey 94/22-¥S | 9002/Z1/80
ON sngind Ixe| VN xJed o} Ixe} buunp Buipiing [euiwis} ey} pejoeduil Yeloly GZy-30 9002/21/S0
ON sng/ind HJoaxe| VN Yueq mous e Jiy Jesolie’|jol yosxe) Bulnp 3so| [ojuo) d19¥-vd 9002/11/0€
ON sngind quiio adoun3 uonew.ojul Jayjo ou ‘Wbiu yJep ‘Hoexe) Joye payseld Yeiouly d19v-vd 900Z/L LIvT

¢ wwoy yoeo.ddy VS OWI [euibiew uj yoeoidde uo 1140 802-30 900Z/1 1122
ON ollqnd Hoaxe| VS Aep Joud aoujw BuIMo||0} JOB¥E} UO YO ||8) [9BUM Ulew by 063-39 9002/1 /60

¢ sng/ind asinIo adoing UOHEW.OJUI JBUIO OU ‘DA Ul 8JN0IUN PBYSEID 1l€-vd 9002/1 /90
ON wwo9 Buipuen VO punoue-ob Bulinp seau} iy pue papoge ‘Buo| papueT €802-30 9002/01/82
SOA wwoo Hoaxe| eolY [04u09 3S0] J0|id pue Yosye) uo suibus }SO| Yelouly GzZv-30 9002/01/52
ON wwo) oasinIy ey Buipue| paoioy Bulinp pabewep ‘ejnolus ainjie} suibu] 4a80z-30 9002/0L/€2
ON Aeyn Buipuen VS llo4 Buipue| Buunp pasde)joo Jesb Bulpue| uiew suQ 00z-34 900Z/01/61
SOA wwo) Hoaxe| adoin3 paysel0 pue yoaye} Jybiu Buunp sous) pue sea.} 1Y Jeolly v060-39 9002/01/81
SOA sngind JaAnauep VN b1y ojoyd uoneuwrio} Bulnp Jte-pijy Zr-vd 9002/01/81
SOA sng/ind asInIo VN Ayanoe wuols | ‘Jayyeem aiees ybnoiyy Jybil buunp payseid 069-0V 9002Z/0L/51
ON diop Buipue VN 158} 9oUW ‘BPIS AMI JJO Jusm Jelolie ‘pajie} sesb Buipuel ulely 00z-39 900Z/0L/EL
ON wwon Buipuen VN pamol|o} 8.l ‘Buipue| Buunp pasde|jod Jeab ulew 1y 00z-39 9002/01/Z1
ON wwo)d asIiny eoly Pamo||o} all} ,mc_br_m_ uo Ummam__oo Jeab asou _mw_?_o Ul SSO| Jeamod d802-30 900¢/0L/0L
ON wwoy Buipuen adoing Buipue| psey Buunp pabewep yeiody 00z-39 900Z/0L/0L
ON wwod Buipue VS pajoeJ}al [98YM SSOU UM papue| Jesolly Zv-vd 9002/60/vL
ON sng/ind Buipue VN 08-AIN #o Bunjey pulyaq piey papue| yesolly Od19%-vd | 900Z/60/E)
ON Q._OO juadsag YN eale ul swlojls | >>m®c _O_>_> ,>m_u chowmb mc_‘__‘:u payseld Gge-92-NIN 900¢/60/10
SOA sngind JaAnauep VN 082 14 ‘Jejunoous wiojsiepuny} ajqissod ‘dnyealq Jubij-u ov-9Z-NIN | 9002/80/52
SOA sngjind JaAnauep VN dwin( Bunnp Jazijiqe)s syelolie auy Ny isinyoesed 66-39 9002/80/22
ON wwo) Buipue VN ‘Bp| pasde|0o Jeab ‘yoeoisdde Buunp aoua} yonijs Jeab uiey oV.122-VS 9002/80/11
ON wwo) jyoaye| VN J00YSJaA0 ‘Aemunl Uo Mous anp loge aje| ‘IA 186 jou pjnon 4a80z-30 9002/80/91
ON wwoy Buipue- VN sselb ojul Juem "joe ‘pasde||od Jesb ufew "M ‘Uoys papuer] g001-39 9002/80/€L
ON wwo9 Buipuen S Buipue| Buunp epis Aemuny o juam yesolly Zv-vd 9002/80/01
SOA wwog yoeouddy YN yoeoudde passiw Bulnp payse.d jybiy obien d0lL-8NT | 9002/80/+0
SOA sngind Hoaye| VN Hoayey doup ejnyoeled Buunp aul| semod paddijo yelolly 001L-9-OHA | 9002/.0/62
ON sng/ind Hoaxe| VN Hodxe} Jsjem Bulnp wiaq ") € Yim papljjod sueld jeol4 802-30 9002/20/62
SBA wwoo asinIn VN uoleWIOJUI JBYIO OU ‘e)SE|Y ‘OINA Ul PaYSeId Jeuolly V069-0V 9002/,0/82

sanjljejey JojesadQ aseyd uoibay uonduoasag I9PON ajeq

panunuod SIN3AIOJV dOdd0gdNL SSANISNG 900¢

International Business Aviation Council (IBAC)

Page 22



Business Aviation Safety Brief

December 15, 2007

Appendix C

Erratum

Business Aviation Safety Brief
Issue No. 3, January 17, 2005

Page 11, Table 4.3c
The Accident Rate Total should be corrected to read “1.63”.

Business Aviation Safety Brief
Issue No. 5, September 26, 2006

Page 11, Table 4.3c

The number shown for Fatal Accidents should be corrected to read “160”.

The Accident Rate Fatal should be corrected to read “0.56”.
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