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TH: 262-7 
 
MEMORANDUM FOR: Recipients of Aviation Safety Reporting System Data 
 
SUBJECT: Data Derived from ASRS Reports 
 
The attached material is furnished pursuant to a request for data from the NASA Aviation 
Safety Reporting System (ASRS). Recipients of this material are reminded of the 
following points, which must be considered when evaluating these data. 
 
ASRS reports are submitted voluntarily. The existence in the ASRS database of reports 
concerning a specific topic cannot, therefore, be used to infer the prevalence of that 
problem within the National Airspace System. 
 
Reports submitted to ASRS may be amplified by further contact with the individual who 
submitted them, but the information provided by the reporter is not investigated further. 
Such information represents the reporting of a specific individual who is describing their 
experience and perception of a safety related event. 
 
After preliminary processing, all ASRS reports are de-identified. Following de- 
identification, there is no way to identify the individual who submitted a report. All 
ASRS report processing systems are designed to protect identifying information 
submitted by reports, such as, names, company affiliations, and specific times of incident 
occurrence. There is, therefore, no way to verify information submitted in an ASRS 
report after it has been de- identified. 
 
The National Aeronautics and Space Administration and its ASRS contractor, Booz Allen 
Hamilton, specifically disclaim any responsibility for any interpretation which 
may be made by others of any material or data furnished by NASA in response to queries 
of the ASRS database and related materials. 
 
 

 
 
Linda J. Connell, Director 
Aviation Safety Reporting System 



CAVEAT REGARDING STATISTICAL USE OF ASRS INFORMATION 
 
Certain caveats apply to the use of ASRS statistical data. All ASRS reports are 
voluntarily submitted, and thus cannot be considered a measured random sample of the 
full population of like events. For example, we receive several thousand altitude 
deviation reports each year. This number may comprise over half of all the altitude 
deviations that occur, or it may be just a small fraction of total occurrences. 
 
Moreover, not all pilots, controllers, air carriers, or other participants in the aviation 
system, are equally aware of the ASRS or equally willing to report to us. Thus, the data 
reflect reporting biases. These biases, which are not fully known or measurable, may 
influence ASRS statistics. A safety problem such as near midair collisions (NMACs) may 
appear to be more highly concentrated in area “A” than area “B” simply because the 
airmen who operate in area “A” are more supportive of the ASRS program and more 
inclined to report to us should an NMAC occur. 
 
One thing that can be known from ASRS statistics is that they represent the lower 
measure of the true number of such events that are occurring. For example, if ASRS 
receives 881 reports of track deviations in 1999 (this number is purely hypothetical), then 
it can be known with some certainty that at least 881 such events have occurred in 1999. 
Because of these statistical limitations, we believe that the real power of ASRS lies in 
the report narratives. Here pilots, controllers, and others, tell us about aviation safety 
incidents and situations in detail. They explain what happened, and more importantly, 
why it happened. The values of these narrative reports lie in their qualitative nature. 
Using report narratives effectively requires an extra measure of study, but the knowledge 
derived is well worth the added effort. 
 
 



 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 

Report Synopses 
 



ACN: 829578 (1 of 50)  

Synopsis 
Airbus First Officer removed himself from a trip for fatigue. 

ACN: 827290 (2 of 50)  

Synopsis 
A fatigued B747 crew began an early descent to their destination in VFR conditions 
after believing the aircraft was high on glide path. 

ACN: 826057 (3 of 50)  

Synopsis 
A CRJ900 Captain reported falling into microsleep on approach as a result of 
extreme fatigue due to scheduling practices at his airline. 

ACN: 825599 (4 of 50)  

Synopsis 
A B767 Captain called off a trip fatigued because the trip bidding software did not 
take into account circadian rhythm when transitioning from one bid month's last 
trip to the next month's first trip. 

ACN: 825404 (5 of 50)  

Synopsis 
A319 Captain reports discrepancy between procedures for one center tank fuel 
pump inoperative contained in the MEL and printed on the Maintenance Release. 

ACN: 824882 (6 of 50)  

Synopsis 
A319 First Officer reports that his airline's flight crew schedulers fail to recognize 
the deleterious effects of certain types of flight patterns on pilot fatigue. 

ACN: 824311 (7 of 50)  

Synopsis 
A very experienced air carrier crew crossed BOS Runway 27 without clearance. The 
three pilot crew was very surprised at their complacency. The captain was also 
fatigued. 

ACN: 824257 (8 of 50)  

Synopsis 



Confusion about the correct altimeter setting, QFE altimetry, fatigue and an 
incomplete approach briefing resulted in a CFTT incident at UAAA for a widebody 
flight crew. 

ACN: 823834 (9 of 50)  

Synopsis 
A B747-400 diverted to an alternate for an engine fire warning fault. The 
international departure was delayed for fueling, weight and customer service 
issues. The crew waived contractual crew rest requirements in order to get the 
flight out, but became extremely fatigued during the diversion. 

ACN: 819273 (10 of 50)  

Synopsis 
A B747-400 experienced an 'Aileron Lockout' on approach to an airport with winds 
of 280/18G24 in snow. After troubleshooting and using extra fuel the crew landed 
with no problems but fatigued after a 12 hour flight on this the sixth day of an 
international trip. 

ACN: 817209 (11 of 50)  

Synopsis 
An air carrier Captain reported concern with the company's scheduling practices 
and resulted fatigue. 

ACN: 817103 (12 of 50)  

Synopsis 
Airline Dispatch failed to provide administrative support for flight crew of B777-200 
who diverted to their alternate due to insufficient fuel to hold at their destination. 

ACN: 817024 (13 of 50)  

Synopsis 
A CRJ-200 crew reports the effect of a Captain flying sick, fatigued and losing 
situational awareness while flying in adverse weather conditions. 

ACN: 816871 (14 of 50)  

Synopsis 
A320 Captain reports debilitating fatigue as the result of endemic schedule 
practices at their airline. 

ACN: 816654 (15 of 50)  

Synopsis 



B737 reserve Captain reports an extremely fatiguing month, with weather delays, 
diversions, and rescheduled trips. This results in a fatigue call to crew scheduling 
after a less than minimum rest over night. 

ACN: 816628 (16 of 50)  

Synopsis 
B757 Captain laments circadian rhythm disrupting cycles of Pacific all night flights 
awarded in his monthly schedule. 

ACN: 816562 (17 of 50)  

Synopsis 
A320 flight crew reports calling in fatigued after diverting for windshear and 
turbulence, then declaring an emergency for minimum fuel. Flight is delayed 2.5 
hours at the divert airport before continuing on at which point the call is made. 

ACN: 816339 (18 of 50)  

Synopsis 
B737 Captain reports difficulties with aircraft automation while attempting to 
intercept the LOC Runway 27 at SAN. 

ACN: 816305 (19 of 50)  

Synopsis 
CRJ200 First Officer receives a low altitude alert from TLH Tower during GPS 18 
approach. Incorrect minimums of 520 ft are being used when aircraft capabilities 
require minimums of 800 ft. 

ACN: 815747 (20 of 50)  

Synopsis 
When arrivals are delayed on a clear day fuel available and divert considerations 
become an issue so a crew declares 'minimum fuel'. ATC declares an emergency to 
give priority handling. 

ACN: 815308 (21 of 50)  

Synopsis 
B757-200 CAPTAIN REPORTS REACTIVE WINDSHEAR ENCOUNTER ON APPROACH 
TO BDL. 

ACN: 815143 (22 of 50)  

Synopsis 



B737 flight crew is cleared to cross Runway 24L and cleared for takeoff on Runway 
24R. Crew turns on Taxiway C and attempts takeoff before being informed of error 
by Tower Controller. 

ACN: 814607 (23 of 50)  

Synopsis 
MD11 CAPTAIN REPORTS GEN #3 NOT COMING ON LINE AFTER ENGINE START. 
MAINTENANCE IS CONSULTED AND THE FLIGHT DEPARTS WITHOUT 
DISCONNECTING THE IDG AS MEL COMPLIANCE WOULD REQUIRE. 

ACN: 814564 (24 of 50)  

Synopsis 
AN ERJ-170 FLIGHT CREW NOTED A BLEED OVERPRESS EICAS MESSAGE. THE 
NEW CAPTAIN HAD SOME DIFFICULTY FINDING THE CORRECT PROCEDURE IN THE 
QRH, AND THEY ELECTED TO RETURN TO THEIR DEPARTURE AIRPORT. 

ACN: 814460 (25 of 50)  

Synopsis 
FREIGHTER FIRST OFFICER REPORTS EXTREME FATIGUE PRODUCED BY AROUND 
THE WORLD TRIP THAT DISREGARDS CIRCADIAN SLEEP RHYTHMS. 

ACN: 814425 (26 of 50)  

Synopsis 
A320 FIRST OFFICER ADVISES OF A SIGNIFICANT REDUCTION IN PLANNED FUEL 
ON BOARD INITIATED BY DISPATCH WITH NO COORDINATION WITH THE 
CAPTAIN. 

ACN: 814229 (27 of 50)  

Synopsis 
FATIGUE INDUCED BY DRACONIAN SCHEDULING PRACTICES CONTRIBUTES TO A 
FUEL IMBALANCE ANOMALY. 

ACN: 813454 (28 of 50)  

Synopsis 
A B757 PILOT DESCRIBES THE MENTAL CONFUSION AND PHYSICAL ACTION 
ERRORS DURING A NIGHT APPROACH AS A RESULT OF FATIGUE. THERE WAS 
LONG DELAY PRIOR TO THIS ALL-NIGHT FLIGHT THAT WAS SUPPOSED TO BE A 
DAYLIGHT FLIGHT. 

ACN: 812738 (29 of 50)  



Synopsis 
CRJ700 FLIGHT CREW IS JARRED FROM THEIR REVERIE AT FL370 BY THE 
AUTOPILOT DISENGAGING AND THE STICK SHAKER COMING ON. 

ACN: 812515 (30 of 50)  

Synopsis 
A CAPTAIN RECEIVING CRJ-900 INITIAL OPERATING EXPERIENCE MIS-
PROGRAMMED AN ATC CROSSING RESTRICTION IN THE FMC. THE CHECK AIRMAN 
FLYING IN THE RIGHT SEAT MISSED THE ERROR SO THE AIRCRAFT WAS HIGH AT 
THE INTERSECTION. FATIGUE WAS A FACTOR. 

ACN: 812192 (31 of 50)  

Synopsis 
AN AIR CARRIER PILOT DESCRIBES A FOUR DAY TRIP THAT FLIES THE FIRST 
THREE DAYS AS ALL NIGHTERS AND ENDS THE FOURTH DAY WITH A LONG MULTI-
LEG DAYLIGHT FLIGHT. EXTREME FATIGUE RESULTS FROM CIRCADIAN RHYTHM 
EFFECTS AND LACK OF SLEEP. 

ACN: 812131 (32 of 50)  

Synopsis 
FACED WITH STRONG GUSTING CROSSWINDS TO A SHORT RUNWAY, THE 
FATIGUED FLIGHT CREW OF A B747-400 IS REFUSED THEIR DESIRED LANDING 
RUNWAY AT ORD. 

ACN: 811593 (33 of 50)  

Synopsis 
A CARGO PILOT NOTES THAT THE DEN AIRPORT DIAGRAM CONSTRAINT FOR 
AIRCRAFT TURNING AT TAXIWAYS M AND M2 IS MISLEADING AND ONLY APPLIES 
TO AIRCRAFT EXITING RWY 17R/35L ON M2. 

ACN: 810357 (34 of 50)  

Synopsis 
B737 FIRST OFFICER REPORTS FATIGUE DUE TO DEMANDING SCHEDULE AND 
LACK OF SLEEP OVER IMPENDING FURLOUGH. DECLINES NEXT TRIP. 

ACN: 810206 (35 of 50)  

Synopsis 
B747-400 CAPT DESCRIBES THE DIFFICULTIES IN EXECUTING THE 'PACIFIC ONE' 
A NON-CHARTED ARRIVAL WITH VARIOUS RESTRICTIONS. 

ACN: 809932 (36 of 50)  



Synopsis 
FLIGHT CREW REPORTS POSSIBLY LANDING ON WRONG RUNWAY DURING CAT III 
AT SEA. 

ACN: 809746 (37 of 50)  

Synopsis 
B717-200 FLIGHT CREW FAILS TO PERFORM APPROACH-DESCENT CHECKLIST AND 
LEVEL OFF LOW DUE TO MIS-SET ALTIMETER. 

ACN: 809002 (38 of 50)  

Synopsis 
CL60 FLT CREW FAILS TO COMPLY WITH CROSSING RESTRICTION ON DESCENT. 

ACN: 808334 (39 of 50)  

Synopsis 
A CL65 FLT CREW TAXIING OUT OF THE GATE AT BUF SNAGGED THE GPU POWER 
LINE WITH A WING TIP. NO DAMAGE WAS DONE. 

ACN: 806284 (40 of 50)  

Synopsis 
DURING TAXI IN A319 FO TURNS OFF NUMBER 2 GENERATOR THEN SHUTS OFF 
NUMBER 1 ENGINE REMOVING ALL ELECTRICAL POWER. FATIGUE FROM FOUR 
DAYS OF FLYING IS CITED AS CAUSE. 

ACN: 804871 (41 of 50)  

Synopsis 
A FATIGUED E190 PLT RPTS A TRACK DEV AFTER THE FMC ATTEMPTED TO FLY THE 
ACFT BACK TO THE STAR'S BEGINNING WHILE A CLOSE IN RWY CHANGE WAS 
MADE. 

ACN: 804690 (42 of 50)  

Synopsis 
FATIGUED B767-300 FLT CREW ON APCH TO LAX DETAIL AN UNSTABILIZED APCH 
FOLLOWED BY A LEVEL OFF BEFORE GLIDE SLOPE INTERCEPT AND A STICK 
SHAKER EVENT THAT LED TO A GO-AROUND AND A SUBSEQUENT UNEVENTFUL 
APCH. 

ACN: 803877 (43 of 50)  

Synopsis 



B767 RPTS ALTDEV ARRIVING EGKK DUE TO ALTIMETER NOT RESET AT 
TRANSITION LEVEL. 

ACN: 803874 (44 of 50)  

Synopsis 
B777 RELIEF PLT WAS SENT OUT OF BASE TO FLY ON THE BACK SIDE OF THE 
CLOCK BECAUSE TWO OTHER PLTS HAD CALLED IN FATIGUED. 

ACN: 803788 (45 of 50)  

Synopsis 
A B757-200 CAPT FAILED TO SET THE BRAKES PRIOR TO ENG START AND HE 
MENTIONED FATIGUE AS A FACTOR. 

ACN: 803734 (46 of 50)  

Synopsis 
A320 FLT CREW REPORTS RECEIVING NO DOCUMENTATION OF MAINT REQUIRED 
BEING PERFORMED ON THEIR ACFT PRIOR TO DEPARTURE. 

ACN: 803279 (47 of 50)  

Synopsis 
AN ACR FO REPORTED ACCIDENTALLY LEAVING AN ENG RUNNING AFTER PARKING 
AT THE GATE. HE CITES FATIGUE AND DISTRACTION AS FACTORS IN THE 
INCIDENT. 

ACN: 802573 (48 of 50)  

Synopsis 
DISPATCHED WITH ONLY A SINGLE MCDU ERJ-175 FLT CREW IS STYMIED WHEN 
IT BECOMES DYSFUNCTIONAL. MUST LAND AT A DIVERSION ARPT ACCOUNT 
UNABLE TO CHANGE COM FREQUENCIES. 

ACN: 797804 (49 of 50)  

Synopsis 
B737 CAPT REPORTS FIRE ALARMS AT LAYOVER HOTEL RESULTING IN 
INSUFFICIENT REST. LOW MORALE AND LACK OF SUPPORT FROM MANAGEMENT 
AND OTHER EMPLOYEE GROUPS IS ALSO DESCRIBED IN THIS FATIGUE RPT. 

ACN: 797800 (50 of 50)  

Synopsis 
FO DESCRIBES FATIGUE AND FAMILY ISSUES LEADING UP TO A SICK CALL. 



 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 

Report Narratives 
 



 

ACN: 829578 

Time / Day 

Date : 200904 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Single Value : 0 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : Airbus Industrie Undifferentiated or Other Model 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Parked 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
ASRS Report : 829578 

Events 

Anomaly.Other Anomaly.Other  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Anomaly Accepted 

Assessments 

Problem Areas : Company 
Problem Areas : FAA 
Problem Areas : Flight Crew Human Performance 

Narrative 

I arrived ZZZ at the hotel at XA00L after reporting in ZZZ1 at XQ45. I slept until 
XH00. I went back to bed at XP00 to try and sleep to prepare for an XA15 AM show 
time with an XX30 AM van at the ZZZ hotel. Sleep was unsuccessful until 
approximately XR30 and awoke at XV45. A 12 hour duty day awaited me which 
involved 4 legs, with a release time of XM30. During the first leg of the trip, I 
caught myself making little mistakes. During the second leg, I started feeling the 
effects of fatigue, including nodding off and misprogramming the FMS. In the 
interest of safety, upon an uneventful landing, I notified crew scheduling that I was 
removing myself from the last turn due to fatigue. Arriving at a hotel and then 
leaving exactly 24 hours later does not allow the human body time to adjust from 
daytime flying to nighttime flying. Sleeping when you arrive at the hotel, and then 
trying to sleep for another 8 hours, after only being awake for 8 hours, does not 
work and never will. Suggestions: Closer cooperation between crew planning and 



the Scheduling Committee to ensure flight crews are properly rested during 
pairings. 

Synopsis 

Airbus First Officer removed himself from a trip for fatigue. 

  



 

ACN: 827290 

Time / Day 

Date : 200903 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : ZZZZ.Airport 
State Reference : FO 
Altitude.MSL.Bound Lower : 4000 
Altitude.MSL.Bound Upper : 5000 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.TRACON : ZZZZ.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : B747 Undifferentiated or Other Model 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 
Route In Use.Approach : Instrument Precision 
Route In Use.Approach : Visual 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
Experience.Flight Time.Last 90 Days : 100 
Experience.Flight Time.Total : 8000 
Experience.Flight Time.Type : 2000 
ASRS Report : 827290 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Experience.Flight Time.Last 90 Days : 100 
Experience.Flight Time.Total : 16000 
Experience.Flight Time.Type : 3200 
ASRS Report : 826950 

Events 

Anomaly.Altitude Deviation : Excursion From Assigned Altitude 
Anomaly.Non Adherence : Clearance 
Anomaly.Non Adherence : Published Procedure 



Anomaly.Other Anomaly.Other  
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.Flight Crew : Returned To Assigned Altitude 
Resolutory Action.Flight Crew : Returned To Original Clearance 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

I was the pilot flying on a vector for approach to Runway 21 in ZZZZ. It was around 
XA00L and we were at 5,000 FT on a vector to intercept the LOC for ILS 21. The 
intercept vector was at such a high angle to the LOC that even with a 30 degree 
bank turn we flew through the course. This high rate of needle swing lead me to 
believe we were inside the IAF which lead me to believe we were well above the 
glide path. I responded to my belief that I was high on the glide path by 
configuring the aircraft early to slow down and get back on glide path. I had the 
airfield in sight and my visual references made me believe I was high on glide path, 
so I started my descent early. We proceeded below glide path and when I 
referenced my position with my instruments, we were still 12-13 miles out and 
approximately 1,000 FT low which we immediately corrected once we established 
our position on the approach. We maintained VFR flight conditions but we were still 
on an IFR clearance even though we had the airfield in view. The landing was 
completed without incident and no other traffic was affected nor were there any 
GPWS alerts. In conclusion, I believe that fatigue was a factor in the long duty day 
cycle. It was the first day back at work and I had to shift my sleeping schedule. The 
second item was the good VFR conditions at the destination lead to a less than 
standard IFR briefing. I think a few things that could have prevented this from 
happening would be more time preparing for a sleep cycle change as well as a 
shorter duty day or maybe a rest period during the Transatlantic flight. The next 
item that could have prevented the situation would have been more due diligence 
in the approach briefing even in good VFR condition to help develop better 
situational awareness. In conclusion, no other aircraft were involved, and the flight 
ended without incident. 

Synopsis 

A fatigued B747 crew began an early descent to their destination in VFR conditions 
after believing the aircraft was high on glide path. 

  



 

ACN: 826057 

Time / Day 

Date : 200903 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 1000 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : CRJ 900 (all) Canadair Regional Jet 900 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 
Route In Use.Approach : Visual 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Qualification.Pilot : CFI 
Qualification.Pilot : Instrument 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 160 
Experience.Flight Time.Total : 6800 
Experience.Flight Time.Type : 1200 
ASRS Report : 826057 

Events 

Anomaly.Other Anomaly.Other  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Unable 

Assessments 

Problem Areas : Company 
Problem Areas : Flight Crew Human Performance 

Narrative 

I, the pilot not flying, fell asleep/micro-slept multiple times during the flight, 
approach, and short final into ZZZ. I was assigned a reserve duty period beginning 



at XA00 and ending at XO30. At XA09, Crew Scheduling contacted me and released 
me to rest with a report time of XK25 on this day, with a trip that had a 7 hour 57 
minute block and an 11 hour 57 minutes duty day, with a release time of XW22, 21 
hours 22 minutes after the reserve window begins. A 7 hour 57 minute block and 
an 11 hour 57 minute duty day is taxiing on a well rested pilot, not to mention a 
pilot that had 3 hours of sleep. The day before, I went to bed at XA00 to be 
prepared to operate flights throughout the night and until early afternoon the next 
day if necessary -- up to 15.5 hours. I was not prepared to operate flights until 
XV58. I was unable to get more than 3 hours of sleep after being released to rest 
during the period I was originally expecting to fly. How can a pilot professionally 
prepare to operate a specific reserve duty period and then within that reserve 
period, essentially be reassigned a reserve duty period that operates as late as 24 
hours later than the original reserve duty period began? Conceivably, I was on duty 
from XA00-XV22 (XV58 actual), with a 10 hour break, that allowed me to get 3 
hours rest -- almost 'ZZ00 hours' of duty. I was incapable of going back to sleep 
because my circadian cycle had been reset to operate night flights, not mid 
morning to night flights. Regardless of the FAR or contract legality, this by far is the 
most dangerous assignment I've ever been given or heard of -- a pilot preparing to 
fly at night to early noon but instead with no notice, assigned flights that operate 
from midmorning to night. Due to irregular sleep, I was physically trembling and 
could not think in coherent sentences. This is the type of situation that if the media 
became aware of, would cause this airline to cease to exist. I know if anything went 
significantly wrong with any of those flights, I would not have had the capacity 
required of my position to prevent a catastrophic situation and this airline would 
have lost another aircraft. This is an 'intentional disregard' for the safety of the 
crew and the passengers on the part of the FAA and the airline. When will the FAA 
address this type of legal scheduling? 

Synopsis 

A CRJ900 Captain reported falling into microsleep on approach as a result of 
extreme fatigue due to scheduling practices at his airline. 

  



 

ACN: 825599 

Time / Day 

Date : 200812 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Single Value : 0 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : B767-300 and 300 ER 
Operating Under FAR Part : Part 121 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 1 
Experience.Flight Time.Total : 1 
Experience.Flight Time.Type : 1 
ASRS Report : 825599 

Events 

Anomaly.Other Anomaly.Other  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Other  

Assessments 

Problem Areas : Company 
Problem Areas : Flight Crew Human Performance 

Narrative 

If you look at my schedule, from the second half of Dec/08 to the first half of 
Jan/09, it is obvious that this schedule, though technically legal, is completely 
unsafe. The current monthly bidding process, which is endorsed by this company's 
management, does not take into account circadian rhythm, which now has taken its 
toll on me. I will be unable to fly my next trip due to fatigue. I went to domicile 
management in the morning at approximately XA30 after completing my trip. I 
conversed with management. They all supported my position. They said they would 
try to obtain a paid vacation drop to solve my fatigue issue. Several hours later he 
called to tell me that he was unable to get me a vacation drop. When the company 
does then cover the trip, it is clear to me that the company's interest is only 
covering the trip in the cheapest way possible and is not interested in solving a 
serious safety issue. So I believe the company is employing a tactic that goes back 
to the 1930's called pilot pushing. It is time that the FAA takes a stand in favor of 



safety, as the NTSB has been advocating for sometime, rather than be controlled 
by the current political climate. 

Synopsis 

A B767 Captain called off a trip fatigued because the trip bidding software did not 
take into account circadian rhythm when transitioning from one bid month's last 
trip to the next month's first trip. 

  



 

ACN: 825404 

Time / Day 

Date : 200902 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Single Value : 0 

Environment 

Flight Conditions : VMC 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : A319 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Pushback 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 160 
Experience.Flight Time.Total : 14478 
Experience.Flight Time.Type : 3007 
ASRS Report : 825404 

Events 

Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Detected After The Fact 
Consequence.Other : Company Review 

Assessments 

Problem Areas : Chart Or Publication 
Problem Areas : Company 

Situations 

Publication : A319 MEL 

Narrative 

During the maintenance review, it was discovered that the #1 fuel boost pump in 
the center fuel tank was deferred inoperative. I reviewed the placard information 
with regard to flight planning restrictions and any impacts that they would have on 
the morning's flight. After I had determined that there were no negative impacts, I 
reviewed the operational procedure for the deferral. I conferred with the First 
Officer, we agreed on the fuel load, and I signed the release. When I got to the 



cockpit, the new release was on the printer. I verified that it was current and 
placed it in the release pouch in the logbook. I then went into ACARS and 
requested a copy of the MEL card, using the deferral number referenced on the 
release so that I could have a copy of the procedure to reference during the 
departure without having to use the release for this purpose. The procedures on 
both the release and the MEL card are identical until you get to item D 'Cockpit 
Preparation.' The procedure on the release is as follows: 'D. Cockpit Preparation: 1. 
Fuel crossfeed switch 'off' (blank). 2. Fuel center tank pumps 1 and 2 'off.' 
Example: If fuel in center tank: 1. Inflight, after takeoff checklist complete: (A) 
Fuel crossfeed switch 'on.' (B) Operable center tank pump 'on.' The release and 
MEL card are identical again after this point. The MEL card procedure is as follows: 
D. Cockpit Preparation; 1. Fuel crossfeed switch 'off' (blank). (b) Affected center 
tank pump 'off.' Example: If fuel in center tank: 1. Inflight, after takeoff checklist 
complete: (A) Fuel crossfeed switch 'on.' (B) Verify operable center tank pump 'on.' 
As before, the MEL card is identical to the release procedure from this point on. 
During the initial cockpit setup, I referenced the release procedure and selected 
both center tank pump switches to 'off' and verified that the crossfeed switch was 
'off.' We pushed back from the gate. The First Officer was starting the engines. I 
was given a salute and release from guidance. While the First Officer was 
completing the engine start, I took the time to review the boost pump inoperative 
MEL procedure. This time, with the release properly stowed in the logbook, I 
referenced the MEL card that I had requested from ACARS. This time I noticed that 
the procedure called for the operative boost pump to be 'on.' This is where the 
human factors issues come into play. We are a ZZZ based crew. It is XA30L. I was 
able to go to sleep early and got 6 hours of sleep prior to getting up for the trip and 
I felt well rested. I would like to say that I caught the discrepancy at this point, 
investigated deeper, and through available resources, determined the correct 
procedure to be used. However, that is not the case. I chalked the difference up to 
the fact that it was very early in the morning; that I must have made a mistake or 
misread the procedure earlier; and that since I had the written step-by-step 
instructions right in my hand, that the error was mine and I proceeded to follow the 
MEL card procedure. It was not until after we were airborne that my brain kept 
gnawing at the fact that something just didn't add up. Once we were established in 
cruise flight, I began a complete mental review of what had occurred. I then 
reviewed the MEL card again and then I reviewed the release. It was during this 
process that I discovered the discrepancy between the 2 documents. After arrival, I 
contacted the Maintenance Controller on duty, and explained to him the 
discrepancy. He made note of it and asked me to contact the A320 Fleet 
Coordinator at a phone number that he provided. I contacted the A320 Fleet 
Coordinator. We went over the problem in detail. He advised me that he would 
contact Operations Engineering to investigate why the correct references were not 
being pulled up properly in the computer and that he would contact the 
Maintenance A320 desk to ensure that the crews currently flying the aircraft were 
advised as to the proper/current procedure to use for the deferral until such time 
as the error is corrected. 

Synopsis 

A319 Captain reports discrepancy between procedures for one center tank fuel 
pump inoperative contained in the MEL and printed on the Maintenance Release. 

  



 

ACN: 824882 

Time / Day 

Date : 200902 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Single Value : 0 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : A319 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Preflight 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
ASRS Report : 824882 

Events 

Anomaly.Other Anomaly.Other  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Unable 

Assessments 

Problem Areas : Company 
Problem Areas : Environmental Factor 
Problem Areas : Flight Crew Human Performance 

Situations 

Narrative 

This trip pairing had myself and the Captain get up around XA00AM to report for 
duty in ZZZ1 by XB15AM. Fly down to ZZZ2 with an arrival time of XE51L. We went 
to the hotel for about 12 hours then came back out to fly a red eye from ZZZ2 to 
ZZZZ. During this red eye, neither the Captain nor myself got anything that 
resembled adequate rest in the ZZZ2 hotel that we stay at. Maids cleaning, kids 
running up and down the hallways during the day. I reported to work exhausted. 
Did the red eye to ZZZZ and back completly exhausted. This event happened 
simply because our airlines do not care about the schedules they submit to this 
pilot group. We are not machines that can simply turn off when necessary and 



awake as needed. This disruptive sleep schedule that we are scheduled for is bound 
to cause pilot fatigue! 

Synopsis 

A319 First Officer reports that his airline's flight crew schedulers fail to recognize 
the deleterious effects of certain types of flight patterns on pilot fatigue. 

  



 

ACN: 824311 

Time / Day 

Date : 200902 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : BOS.Airport 
State Reference : MA 
Altitude.AGL.Single Value : 0 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.Tower : BOS.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : Large Transport, Low Wing, 2 Turbojet Eng 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Taxi 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Experience.Flight Time.Last 90 Days : 253 
Experience.Flight Time.Total : 25000 
Experience.Flight Time.Type : 3200 
ASRS Report : 824311 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Relief Pilot 
Qualification.Pilot : ATP 
Experience.Flight Time.Last 90 Days : 250 
Experience.Flight Time.Total : 18000 
Experience.Flight Time.Type : 6500 
ASRS Report : 824288 

Person : 3 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
Qualification.Pilot : CFI 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 4841 



Experience.Flight Time.Total : 20028 
Experience.Flight Time.Type : 5650 
ASRS Report : 824294 

Person : 4 

Affiliation.Government : FAA 
Function.Controller : Ground 

Events 

Anomaly.Incursion : Runway 
Anomaly.Non Adherence : Clearance 
Anomaly.Non Adherence : FAR 
Independent Detector.Other.ControllerA : 4 
Resolutory Action.None Taken : Detected After The Fact 
Consequence.FAA : Reviewed Incident With Flight Crew 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

Problem: Runway incursion -- crossing active runway without clearance. Aircraft 
pushed back from Gate at BOS approximately XA30 and called for taxi at XA34. 
Initial instruction was to 'taxi to Runway 33L, hold short of Runway 27.' Moments 
later, while on Taxiway K, instructions changed to accommodate arriving aircraft to 
'taxi via Taxiways E, B, C.' which entailed transitioning to Taxiway E via E1. From 
the intersection of Taxiways B and C, I was following B757 out to the runway. We 
ran the taxi checklist on Taxiway C, changed over to Tower frequency, and followed 
the B757 all the way to the approach end of Runway 33L, crossing Runway 27 at 
approximately XA46 -- roughly 10-11 minutes after the initial taxi instructions were 
received. The B757 did not seem to slow or stop at the Runway 27 intersection, 
and I followed it across to Runway 33L. Tower radioed to expedite the crossing, 
and that was my first indication that I perhaps did not have clearance to cross. 
There was a small commuter aircraft on final to Runway 27 approximately 2 miles 
out. There was no go-around and no threat of a near miss. As I was taxiing onto 
Runway 33L for takeoff, Tower inquired if we were returning that day and 
requested a phone call (Tower provided a phone number) and said there was a 
'possible pilot deviation.' I contacted the Tower upon arrival at destination. 
Contributing factors: pilot in command had worked 7 of the last 8 days, including 3 
days of training/simulator requiring commute. Last 3 days required getting up at 
XA00 AM and driving 1 hour to airport for 1 day trip and then driving home 1 hour. 
2 days prior to incident, the trip involved mechanical problem requiring an aircraft 
ship change, followed by reroute to Caribbean destination due to the aircraft not 
being extended overwater capable, resulting in over 9 hours of flying time round 
trip and arriving home over 2 hours late. The next 2 days, trips required XA00 AM 
get-up. I recognize pilot fatigue is insidious, and though I thought I was fit for duty 
on this day, obviously I was not as sharp as I could have/should have been. Also, 
when the taxi reroute instructions were given, we should have clarified the hold 
short instruction. 

Synopsis 



A very experienced air carrier crew crossed BOS Runway 27 without clearance. The 
three pilot crew was very surprised at their complacency. The captain was also 
fatigued. 

  



 

ACN: 824257 

Time / Day 

Date : 200902 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : UAAA.Airport 
State Reference : FO 
Altitude.AGL.Single Value : 1500 

Environment 

Flight Conditions : IMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.TRACON : UAAA.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : Commercial Fixed Wing 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 
Route In Use.Arrival : On Vectors 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Second Officer 
Qualification.Pilot : ATP 
Experience.Flight Time.Last 90 Days : 191 
Experience.Flight Time.Total : 8000 
Experience.Flight Time.Type : 1821 
ASRS Report : 824257 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Qualification.Pilot : Instrument 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 150 
Experience.Flight Time.Total : 13000 
Experience.Flight Time.Type : 500 
ASRS Report : 824255 

Events 

Anomaly.Altitude Deviation : Overshoot 
Anomaly.Non Adherence : Clearance 
Anomaly.Other Spatial Deviation  



Independent Detector.Aircraft Equipment.Other Aircraft Equipment : Radio 
Altimeter 
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.Controller : Issued Alert 
Resolutory Action.Flight Crew : Executed Go Around 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

On approach to UAAA (Almaty Kazakhstan), the following event happened. 
Kazakhstan uses QFE altimetry procedures. On descent we believe the wrong 
altimeter setting was applied, causing our flight to descend below the appropriate 
altitudes for the ILS approach to Runway 5L. We could see the ground, but forward 
visibility was limited. Upon seeing the ground and noticing our radar altimeter, at 
the same time the Approach Controller queried our altitude, so we told Approach 
our altitude and that we were executing an immediate missed approach. Missed 
approach and second approach was uneventful. A few things led to this event. 
Number one was the confusing approach procedures in Kazakhstan. The former 
Soviet States still use QFE procedures. If Kazakhstan would use ICAO standard 
procedures, there would be less confusion. (China changed from QFE to QNH 
procedures at their major airports.) Second was the lack of a thorough briefing by 
the Captain. Fatigue was also a factor as this was a long flight with multiple time 
zone swaps on an 'around the world' trip. Third was the language barrier. It was 
difficult to understand the female ATC Controller. She had a thick Russian accent. 

Synopsis 

Confusion about the correct altimeter setting, QFE altimetry, fatigue and an 
incomplete approach briefing resulted in a CFTT incident at UAAA for a widebody 
flight crew. 

  



 

ACN: 823834 

Time / Day 

Date : 200902 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : ZZZZ.Airport 
State Reference : FO 
Altitude.AGL.Single Value : 0 

Environment 

Flight Conditions : VMC 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : B747-400 
Operating Under FAR Part : Part 121 
Flight Phase.Climbout : Takeoff 

Component : 1 

Aircraft Component : Powerplant Fire/Overheat Warning 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 210 
Experience.Flight Time.Total : 16000 
Experience.Flight Time.Type : 4500 
ASRS Report : 823834 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : Engine Fire 
Warning 
Resolutory Action.Flight Crew : Diverted To Another Airport 

Assessments 

Problem Areas : Airport 
Problem Areas : Company 

Narrative 

This report concerns issues of crew fatigue, a fueling error, and subsequent 
confused handling by miscellaneous employees. We arrived at the aircraft for our 
ZZZ flight aware of a deferred B fire loop on engine #3, but learned from 
Maintenance that the A fire loop was also inoperative, making it illegal for us to 
depart. The repair of the A loop, which they finally determined would have to be 
spliced, took about 2 hours. The Maintenance Lead did a great job of 



communicating frequently with us, and was conscious of the potential for crew 
illegality. I believe the Maintenance Crew was working as quickly as they could to 
determine the problem and fix the A loop. But in that time, with a full load of 
passengers on board and the APU running, we burned into our release fuel, and 
with the concurrence of Dispatch we decided to add 2,000 LBS. Somehow, 
however, we were overfueled, bringing our weight to 879,100 LBS. Maximum taxi 
weight on the B747 is 878,000 LBS. Several of our employees, I believe they were 
Load Planning Supervisors, came aboard and tried to help resolve the issue. They 
discouraged refueling, saying the next step would be to remove non revenue 
passengers, followed by, if necessary, removing freight. In the meantime, the 
Captain was in communication with dispatch via SATCOM and was trying, among 
other things, to confirm the final zero fuel weight, which had changed several 
times. There was a great deal of confusion over the zero fuel weight issue and 
whether the aircraft might be legal to push back without removing passengers. This 
was complicated by the fact that the load planners had apparently already gone 
home for the night. An inordinate amount of time elapsed with everyone on the 
phone to everyone before it was finally decided that removing 6 non revenue 
passengers would be the solution. Unfortunately, this decision was made, despite 
our warnings ahead of time, 6 minutes before the cockpit crew was to go 
contractually illegal. The removal of the non revenue passengers was accomplished 
as quickly as possible, but we still went slightly past our duty time limitation, which 
at that point we agreed to waive in the interest of getting the flight out. After we 
pushed from the gate we still needed an additional 25 minutes on the ground with 
all engines and the APU running to burn the fuel down to MGTOW of 875,000. We 
finally took off over 3 hours late. Several hours into the flight there were 
indications that the A loop was failing, the specifics of which I cannot relay since I 
was in the bunk. Both bunkies were awakened and informed that we were diverting 
to ZZZ as a precaution since it was doubtful we had proper fire sensing on the #3 
engine. After dumping the required fuel, we had an uneventful approach and 
landing to ZZZ. With regards to crew fatigue: Any late night departure is already 
potentially at risk of crew fatigue issues merely due to human factors. Despite 
conscientious preparation beforehand, taking naps, getting up later than usual on 
the date of departure, etc, a crew might not always be fully rested for a late night 
departure. Adding delays increases this fatigue issue. Any delay is complicated, 
necessitating keeping everyone in the loop, communicating with maintenance, 
dispatch, passengers, Passenger Service Representatives, Flight Attendants. The 
Captain is very busy the entire time, as is the crew, as work is delegated and 
constant decisions are being made. Our decision to waive our legality, even though 
by only a few minutes, was one we had second thoughts about. By the time the A 
loop issue recurred inflight, the Captain and flying First Officer had been awake and 
on duty for a long time, and the bunkies had not had much rest. Thankfully the 
weather in ZZZ was good, and there were no issues to complicate our arrival. But 
what if there had been an emergency, or there was weather? The crew was, at that 
point, not at their best. I believe we need to honor the limitations of our contract, 
which is there to protect not just us, but our passengers and our aircraft. The 
mentality of pilots is to succeed in their mission, to make things work. Our mindset 
is such that to walk off the airplane after trying so hard to resolve problems and 
get the flight underway is difficult. There needs to be much greater awareness and 
support on the parts of dispatch, maintenance, Passenger Service Representatives, 
and load planners on crew limitations and a clear understanding of what time the 
flight will no longer be legal to depart. Awareness, forethought and ultimately 
adherence in this area are crucial. As far as the fueling error, I cannot say how it 
occurred, but it was the straw that broke the camel's back in this instance, the 



thing that put us into an awkward creeping delay that ultimately led to a crew 
illegality situation and enhanced the issue of crew fatigue. With regards to the poor 
handling of the flight, I believe it took far too long to decide to remove the 6 non 
revenue passengers. I don't know what the delay was between dispatch and 
everyone else involved in making that decision, but it could have been handled 
quickly and professionally and we could have departed at least 1 hour earlier. In 
this instance, there was no emergency, no loss of life or aircraft. But crew fatigue is 
a serious issue and one that needs to be given respect. 

Synopsis 

A B747-400 diverted to an alternate for an engine fire warning fault. The 
international departure was delayed for fueling, weight and customer service 
issues. The crew waived contractual crew rest requirements in order to get the 
flight out, but became extremely fatigued during the diversion. 

  



 

ACN: 819273 

Time / Day 

Date : 200901 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 5000 

Environment 

Flight Conditions : IMC 

Aircraft : 1 

Controlling Facilities.TRACON : ZZZ.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : B747-400 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Parked 

Component : 1 

Aircraft Component : Aileron Control System 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
ASRS Report : 819273 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Inflight Encounter : Turbulence 
Anomaly.Inflight Encounter : Weather 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : EICAS 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Unable 
Consequence.Other  

Assessments 

Problem Areas : Aircraft 
Problem Areas : Weather 

Narrative 

Captain arrived at operations. Captain called dispatch to discuss 6 pages of MELs 
and CF items on aircraft! Aircraft was delayed at gate due to maintenance issues. 
Captain added extra fuel due to aircraft fuel synoptic problems, MELs and poor 
flight planning. Flight continued normally to ZZZ. Weather at ZZZ was IFR with 



light snow, planning Runway 28, wind 260 degrees at 18 KTS gusting to 24 KTS. At 
5,000 FT MSL and east of ZZZ on downwind, flight experienced 'Aileron Lockout' 
message. Captain notified Approach that aircraft experienced flight control 
problems and had to maintain heading 090 degrees wings level, delaying approach 
and go to holding area and call company and access problem. Captain notified 
Flight Attendants for Cabin Advisory. Relief crews assisted Captain and monitored 
flight progress. Crew called dispatch and advised. Captain on Satcom was assessing 
problem with ailerons with maintenance. Maintenance wanted information from 
CMC Computer and flight control synoptic data. CMC showed that system was 'CMC 
inhibited.' Very poor timing to have system not working and flight crew unable to 
accurately access problem. Maintenance notified crew downloaded data show #4 
aileron 'locked out' and unusable. 'Amber Alert' was issued for landing on Runway 
28R. Captain elected to use alternate weather fuel for holding and problem solving 
and issued 'Fuel Advisory.' Crew elected to fly '50 mile' Runway 28R final approach 
from ZZZ1 Approach area to avoid unnecessary flight aileron maneuvering and the 
flight was in that area. Landing OK and no problems were experienced after 
landing. Flight manual guidance shows that aircraft has reduced roll rate due to 
outboard aileron lockout and reduced crosswind limitation. The problem is more 
dramatic in the aircraft than the book indicates, especially in turbulence, and 
normally this is not a training maneuver in the syllabus in the simulator which 
should be included. Captain discussed problem with maintenance after landing on 
the telephone. Advised dispatch. Chronic maintenance issues and inflight problems 
are becoming excessive and are putting undue stress and fatigue on flight crews, 
especially after an International 12 hour flight on a 6 day schedule to the Captain 
and flying First Officer. 

Synopsis 

A B747-400 experienced an 'Aileron Lockout' on approach to an airport with winds 
of 280/18G24 in snow. After troubleshooting and using extra fuel the crew landed 
with no problems but fatigued after a 12 hour flight on this the sixth day of an 
international trip. 

  



 

ACN: 817209 

Time / Day 

Date : 200812 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Single Value : 0 

Environment 

Flight Conditions : IMC 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : B737-300 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Parked 
Flight Phase.Other  

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 200 
Experience.Flight Time.Total : 10100 
Experience.Flight Time.Type : 6100 
ASRS Report : 817209 

Events 

Anomaly.Other Anomaly.Other  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Unable 

Assessments 

Problem Areas : Company 

Narrative 

I believe my air carrier is negligent in the manner in which they schedule pilots. Air 
carrier is assigning pilots schedules that are impossible to fly safely. Out of the last 
14 days I have worked 11. On Day 1, I was scheduled and flew a 3 day trip 
followed directly by a 4 day trip. To be scheduled for 7 straight days of flying a very 
high density and workload environment (not to mention wintertime weather) is 
quite simply irresponsible. On Day 10, I flew a 4 day trip and was scheduled to fly a 
3 day trip followed directly by another 3 day trip. That's 10 days of flying in a row. 
After flying 10 days in a row they gave me 1 day off and another 4 day trip. It is 
not only irresponsible to be scheduled in such a manner, but downright dangerous. 
After working 7 days in a row followed by 3 days off and back to working 4 days 



with delays every leg due to the increased workload of wintertime operations I was 
fatigued. Anyone who flies the line knows that 4 days of flying is pushing the 
envelope on fatigue. After five days of flying one is most certainly going to be 
fatigued and if they keep pushing it they will find they are making mistakes they 
can't afford to make (but they are too fatigued to realize the mistakes) and their 
immune system will start breaking down. We know from studies that fatigue is 
difficult to self diagnose. Why then is air carrier deliberately scheduling pilots lines 
of flying that cannot be flown safely? The pilots I fly with are placed in a 
predicament due to the fact that air carrier builds fatiguing trips and when a pilot 
calls in fatigue they lose pay. Air carrier is pressuring us not to call in fatigued or 
sick by tracking and calling us notifying that we are unreliable employees due to a 
certain number of sick calls. Additionally, the trips are very inefficient which results 
in minimum time off. The cumulative effect of such a practice is the pilots not 
receiving enough down time to recharge and be ready for another round of 12-14 
hour duty days. Furthermore, many trips land after midnight on day one and days 
later you have a XA00 show time. Studies show the circadian rhythm disruption is a 
factor in fatigue, yet we are scheduled in such a manner anyway. Without the 
proper time to recuperate the chances for errors to occur in the cockpit go up 
dramatically. I believe the company has an obligation not only to the pilots, but to 
the traveling public to construct trips in a manner that the pilots are not going to 
be fatigued, or to build trips right on the edge of being safe and having to leave it 
up to the pilot to call in fatigued. To blatantly schedule us flying that is literally 
impossible to safely fly in my opinion must be brought directly to the attention of 
the FAA, if the FAA does not act now the NTSB will be looking into this under much 
worse circumstances. This is a disturbing trend I have seen at air carrier and it is 
only getting worse. I will do my best to fly the schedule I am assigned, but I refuse 
to compromise safety in order to do so. 

Synopsis 

An air carrier Captain reported concern with the company's scheduling practices 
and resulted fatigue. 

  



 

ACN: 817103 

Time / Day 

Date : 200812 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : EGLL.Airport 
State Reference : FO 
Altitude.MSL.Single Value : 900 

Environment 

Flight Conditions : Marginal 

Aircraft : 1 

Controlling Facilities.TRACON : EGLL.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : B777-200 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Holding 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 160 
Experience.Flight Time.Total : 9000 
Experience.Flight Time.Type : 1000 
ASRS Report : 817103 

Events 

Anomaly.Non Adherence : Company Policies 
Anomaly.Other Anomaly.Other  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Controller : Issued New Clearance 
Resolutory Action.Flight Crew : Declared Emergency 
Resolutory Action.Flight Crew : Diverted To Another Airport 
Resolutory Action.Flight Crew : Landed In Emergency Condition 

Assessments 

Problem Areas : ATC Human Performance 
Problem Areas : Aircraft 
Problem Areas : Company 
Problem Areas : Flight Crew Human Performance 

Narrative 

Gander Oceanic rerouted us, causing 7,000 LBS additional fuel burn. We 
coordinated with dispatch, 4 hours from ETA, Flight Plan Route ATC liaison to 
facilitate minimum hold on arrival to EGLL. On arrival, EGLL Approach gave us 30 



minute hold. We said we could hold for 5 minutes maximum. In hold, EGLL 
Approach said we could expect no delay into EGKK. After 5 minute hold, we 
diverted to EGKK. EGKK Approach said we were #11 for landing, with 40 miles of 
vectoring. We declared emergency for priority handling. Landed with 40 minutes of 
fuel. Operational shortfalls: EGKK air services said carrier had not paid their bill. 
Turned us over to GA handling. Incurred 3 hour 32 minute ground delay 
coordinating payment. This has certificate implications: carrier designated EGKK as 
a 'provisional field' also, as alternate on our flight. GA fueler said he was not 
trained on B777 aircraft; we coordinated instructions by fax and cell phone. Crew 
actions: On ground at EGKK, we advised dispatch of fueling payment issue. 
Dispatch advised us they would address payment, but likely outcome would be 
bussing of passengers to EGLL. We prepared for flight to EGLL, advised dispatch of 
need for new Maintenance Release and ATC clearance. The Captain addressed 
issues with crew: pilot fatigue, crew contractual issues, and passenger concerns. 
Dispatch advised us payment for fuel was forthcoming; we anticipated minimal 
further delay. The Captain continually prompted dispatch for our above dispatching 
requirements; he coordinated the communication between dispatch, EGKK air 
services, and the GA fueler via fax and an EGLL-based purser's cell phone. We 
waived the 15 hour 30 minute pilot duty day contractual limit for passenger 
concerns. We may not have adequately self-assessed our fatigue in eventual 17 
hour 40 minute actual duty day. Recommendations: dispatch should have 
shouldered the coordination for handling at the divert field; the Captain was overly 
burdened as Central Coordinator. It may have been appropriate for a Flight Ops 
Duty Manager to lead the coordination. We relied too much on ad-hoc, face-to-face 
communication with ground personnel, attaining cell phone numbers and points of 
contact. Dispatch required continual prompting to coordinate Maintenance and ATC 
clearance. A more appropriate approach may have been to unload the Captain, give 
a decision time for Dispatch to advise the Captain of completion of dispatch 
requirements or cancellation (FOM ground hold policy -- 90 minute/3 hour -- 
doesn't say the Captain makes all the coordination). Safety was impacted as the 
Captain was on duty with a 'creeping delay' for the duration of the fuel stop. 

Synopsis 

Airline Dispatch failed to provide administrative support for flight crew of B777-200 
who diverted to their alternate due to insufficient fuel to hold at their destination. 

  



 

ACN: 817024 

Time / Day 

Date : 200901 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : ZZZZ.Airport 
State Reference : FO 
Altitude.MSL.Single Value : 3000 

Environment 

Flight Conditions : IMC 
Weather Elements : Snow 
Weather Elements : Turbulence 

Aircraft : 1 

Controlling Facilities.Tower : ZZZZ.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : Regional Jet CL65, Undifferentiated or Other Model 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : Commercial 
Qualification.Pilot : Instrument 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 70 
Experience.Flight Time.Total : 2000 
Experience.Flight Time.Type : 1400 
ASRS Report : 817024 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 86 
Experience.Flight Time.Total : 7645 
Experience.Flight Time.Type : 5860 
ASRS Report : 817025 

Events 

Anomaly.Altitude Deviation : Overshoot 
Anomaly.Inflight Encounter : Weather 



Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Anomaly : Unstabilized Approach 
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.Flight Crew : Became Reoriented 

Assessments 

Problem Areas : Flight Crew Human Performance 
Problem Areas : Weather 

Narrative 

We departed ZZZ enroute to ZZZZ. We were several hours behind schedule. Myself 
and the Flight Attendant had already performed 2 legs prior to this one. The 
Captain was waiting for us upon arrival to the aircraft to perform this leg. We 
introduced ourselves and prepared the aircraft for flight. We pushed back from the 
gate and taxied out. The weather in ZZZ was clear, however, very strong winds 
were present at the time. We departed Runway 31L full length to perform the 
departure climb. Upon departure, we experienced windshear of about 10-15 KTS. It 
did not result in any warnings or cautions and the departure continued normally. 
Enroute to ZZZZ the Captain was coughing and commented that he wasn't feeling 
100%. Upon arrival into ZZZZ on approach to Runway 23, ATC kept us slightly high 
on base. The Captain used the flight spoilers to increase the descent rate to 
accommodate ATC instructions to descend and slow the aircraft. While continuing 
the descent, ATC gave us a turn onto final to intercept the LOC and cleared us for 
the approach. The Captain continued the descent and was set to intercept the GS 
on profile. The autopilot was coupled and flying at the time. There was a very 
strong right crosswind and the Autopilot was having a very difficult time tracking 
the LOC. The Captain turned off the autopilot and flew the approach. We descended 
on profile and added full flaps completing the Before Landing checklist. Shortly 
after we received a caution message stating the flight spoilers were still out. Both 
myself and the Captain had thought he had closed the flight spoiler lever but had in 
fact left it out 2 notches. The Captain immediately corrected the problem and the 
approach was continued without any further issues. We both recounted the 
approach after completing the flight and realized how extremely task saturated we 
had been. The next day the Captain called off sick for our next flight. He had in fact 
been coming down with some sort of sickness. The next morning, he accompanied 
us to the airport as he had to deadhead home. He was pale and in obvious pain 
leading me to believe that his health may have been a factor the previous night. 
Supplemental information from ACN 817025: I flew sick and fatigued, and did not 
recognize it until after the fact. Clearly, I should have not been flying, but felt 
pressured to do so, as I did not want to be sent to the company doctor for calling in 
sick when the company was short-staffed. At departure time I had been awake for 
16.5 hours. While descending to 4,000 FT, aircraft was configured at flaps 20 
degrees and speed 210 KIAS (aircraft slowed to 200 KIAS to extend flaps). I used 
the flight spoilers to increase my descent rate and apparently did not stow them 
completely. We were told to change our expected approach from ILS 24R (which 
had already been set up and briefed) to ILS 23. We then set up the radios and I 
briefed the ILS 23. Upon completing this, we were cleared to 3,000 FT, and slowed 
to 180 KIAS. Upon being cleared for the approach, I believe armed approach on the 
FCP, and the autopilot captured the Runway 23 LOC. GS never captured. I 
announced autopilot is coming off, disconnected the autopilot and began a manual 



descent to try to catch the GS. First Officer pointed out the direction we should see 
the runway appear. By this time my head was full and I felt I was in a fog. I had 
tunnel vision and fixated on the GS. When I thought I had recaptured it, I re-
engaged the autopilot in Approach mode, but saw only LOC and Pitch on the FMA. I 
disconnected the autopilot and was getting ready to call 'missed approach' when I 
caught sight of the PAPI for Runway 23. I turned my attention outside, noticed we 
were low. Raised the nose (altitude and airspeed unknown), got another split 
second stick shaker, and added thrust. We still were low on the PAPI, so I added 
more thrust, got a 'Flight Spoiler' caution message, realized that I had the flight 
spoilers extended and immediately stowed the spoilers. I believe we were fully 
configured for landing, and recognized then that I had busted a limitation (flight 
spoilers extended with flaps set to 45 degrees), but as I said earlier, I felt like I 
was in a fog. I remember no communications with Tower, nor with the First Officer, 
nor calling for gear and flaps 30 degrees and then 45 degrees, although I obviously 
did. I don't remember running the Before Landing checklist, but believe we must 
have since my normal call is 'Flaps 45 degrees, Before Landing checklist.' Anyway, 
once the spoilers were stowed, the aircraft stabilized and we proceeded in normally 
and landed uneventfully. I have no idea what my altitude or speeds were 
throughout any of this, or how long, or how low I was below the GS on the ILS 23. 
I just remember feeling like I was in a fog, and trying to fight the wind gusts we 
keep getting. At the time we landed I had been awake for 19.5 hours and was 
totally shot. After landing, I remember making a comment to the First Officer that 
it was the ugliest approach I had ever flown. After checking into the hotel, I 
realized that I had no business flying. I called Crew Scheduling and removed myself 
from flying status, as I was sick. 

Synopsis 

A CRJ-200 crew reports the effect of a Captain flying sick, fatigued and losing 
situational awareness while flying in adverse weather conditions. 

  



 

ACN: 816871 

Time / Day 

Date : 200812 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : A320 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Parked 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 85 
Experience.Flight Time.Total : 5000 
Experience.Flight Time.Type : 85 
ASRS Report : 816871 

Events 

Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Other  

Assessments 

Problem Areas : Company 
Problem Areas : Environmental Factor 
Problem Areas : FAA 
Problem Areas : Flight Crew Human Performance 

Narrative 

The nature of this report is pilot fatigue. This newly qualified A320 Captain has just 
flown 8 of the previous 9 days. I am scheduled to fly a 4-day trip tomorrow, 
without a day off in-between, hence the fatigue notification. This would mean 12 
out of 13 consecutive duty days. Very long duty days (13+ hours), extremely long 
awake times (18+ hours), being forced to radically change the pilot's sleep cycle 
(up till XA30 one night then an XB45 wake-up for the next day's flight schedule), 
plus very challenging weather conditions at ORD and CYYC with very little rest, 
have taken their toll. From this 'pilot's perspective, this company continues to 
disregard the spirit of the FAA flight time regulations. The rules are skirted by 
strategic use of deadheading, 30 hour layovers (that do nothing more than cause 
the pilot to fly both sides of the clock). 

Synopsis 



A320 Captain reports debilitating fatigue as the result of endemic schedule 
practices at their airline. 

  



 

ACN: 816654 

Time / Day 

Date : 200812 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : B737 Undifferentiated or Other Model 
Operating Under FAR Part : Part 121 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 220 
Experience.Flight Time.Total : 10000 
Experience.Flight Time.Type : 400 
ASRS Report : 816654 

Events 

Anomaly.Other Anomaly.Other  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Other  

Assessments 

Problem Areas : Company 
Problem Areas : FAA 
Problem Areas : Flight Crew Human Performance 
Problem Areas : Weather 

Narrative 

This report is about fatigue and safety. I am a B737 Captain on reserve and have 
worked 16 out of the last 21 days. I am currently at about 80 hours of credit time 
for the month. A lot of this flying was in winter OPS involving deicing, ground 
delays, holding in-flight and a diversion. As you know, words cannot explain the 
fatigue involved with this type of flying. I had just finished a 4 day trip with one of 
the days at 13 hours 53 minutes on duty and again this trip involving winter OPS. 
Crew scheduling assigned me an XC00 field standby for the next day and at this 
point I was good for 2 days. Because of wintry roads, the drive to airport took me 
twice as long. I allowed enough time for this and was in OP around XA00. At XE20, 
the First Officer called asking where I was and the gate agent was ready to close 
the airplane door. No one had advised me of this assignment. I called crew 
scheduling and they admitted failing to assign me the trip. This 2 day trip showed 



departing at XD18 ZZZ-ZZZ1 with a very short turn, ZZZ1-ZZZ2 with very short 
turn and a plane change, ZZZ2-ZZZ3 and I was not assigned this trip until XD30 so 
realistically the departure would not be until XE00. From my estimate, we would 
not be getting to ZZZ3 until XN00 Central time in the morning. At this point I would 
have been awake 20 hours. Being proactive, I call the Flight Duty Manager and 
explained that the flight from ZZZ2-ZZZ3 there would be a high probability I would 
be fatigued and not fit to safely fly that segment. On the flight from ZZZ to ZZZ1 
we were advised that we will misconnect in ZZZ2 and would be deadheading home 
the next day. The crew scheduling asked if we would deadhead on the XM00 flight 
the next day and this would give us minimum layover at the hotel. We both agreed 
to this because of the deadhead home. It turns out we had under 8 hours at the 
hotel. On the deadhead flight I was advised to call crew scheduling when we 
landed. They assigned me ZZZ-ZZZ4, ZZZ4-ZZZ. I advised them I accepted 
minimum rest at hotel based on just deadheading home. They said I was the only 
one available to fly this trip. With less than 8 hours at the hotel, all that has taken 
place in the last 6 days of flying and this would put me at about 32 hours credit 
time in 7 days. At this point I was totally exhausted and told crew scheduling that I 
was fatigued and could not safely fly this trip. Crew scheduling took me off the 
reassignment. In conclusion of this, I see a lot of red flags that could have 
potentially led to an unsafe situation. 

Synopsis 

B737 reserve Captain reports an extremely fatiguing month, with weather delays, 
diversions, and rescheduled trips. This results in a fatigue call to crew scheduling 
after a less than minimum rest over night. 

  



 

ACN: 816628 

Time / Day 

Date : 200812 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 

Environment 

Flight Conditions : VMC 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : B757-200 
Operating Under FAR Part : Part 121 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 200 
Experience.Flight Time.Total : 26000 
Experience.Flight Time.Type : 3000 
ASRS Report : 816628 

Events 

Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Unable 

Assessments 

Problem Areas : Company 
Problem Areas : FAA 
Problem Areas : Flight Crew Human Performance 

Narrative 

This report concerns a schedule awarded to me for the months of Dec/08-Jan/09. 
The aforementioned lines of flying are circadian rhythm disrupting cycles of back-
to-back Pacific all-night flights stacked back-to-back for 33 days with no days off in 
between ANY trip. Without editorializing too much, there is a limit to human 
endurance, and the safety implications are obvious. Although the FAA criteria of 24 
hours free of duty in each 7 day period is met, the human factors have no 
consideration in this woefully unsafe and unsatisfactory Pilot schedule. 

Synopsis 

B757 Captain laments circadian rhythm disrupting cycles of Pacific all night flights 
awarded in his monthly schedule. 



 

ACN: 816562 

Time / Day 

Date : 200812 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Single Value : 6000 

Environment 

Weather Elements : Turbulence 

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : A320 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
ASRS Report : 816562 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 295 
Experience.Flight Time.Total : 30000 
Experience.Flight Time.Type : 4000 
ASRS Report : 816563 

Events 

Anomaly.Inflight Encounter : Turbulence 
Anomaly.Other Anomaly.Other  
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : Wind Shear 
Warning 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Declared Emergency 
Resolutory Action.Flight Crew : Diverted To Alternate 
Resolutory Action.Flight Crew : Executed Go Around 

Assessments 



Problem Areas : Company 
Problem Areas : Flight Crew Human Performance 
Problem Areas : Weather 

Narrative 

This trip started with a ZZZ1 turn. On the ZZZ1 flight, we encountered windshear 
followed by severe turbulence in the go around. We elected to divert to ZZZ2. We 
had to declare an emergency due to landing with less than 30 minutes of fuel. 
There was only a report on the ATIS of moderate turbulence below 5000 FT. 
Nothing was listed on our flight papers. Upon arrival in ZZZ2 it took about 2.5 
hours to sort through what to do next. Finally we were given a new aircraft and 
departed to ZZZ3. On the trip to ZZZ3, the Captain stated that he was finally 
coming down from the incident and felt it would be the safest course of action to 
not operate our next flight to ZZZ1 due to fatigue. I told him that I agreed with 
that assessment. We received support from the Flight Office for this decision. 
However, our Crew Scheduling was less than cooperative the next day. I think that 
our Crew Scheduling needs to be trained on the dangers of flight crews working 
when fatigued. This type of pressure from the crew desk is unacceptable and will 
result in crews feeling that they cannot call in fatigued. 

Synopsis 

A320 flight crew reports calling in fatigued after diverting for windshear and 
turbulence, then declaring an emergency for minimum fuel. Flight is delayed 2.5 
hours at the divert airport before continuing on at which point the call is made. 

  



 

ACN: 816339 

Time / Day 

Date : 200812 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : SAN.Airport 
State Reference : CA 
Altitude.MSL.Single Value : 3150 

Environment 

Flight Conditions : IMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.TRACON : SCT.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : B737 Undifferentiated or Other Model 
Operating Under FAR Part : Part 121 
Navigation In Use.ILS.Localizer Only : 27 
Navigation In Use.Other : FMS or FMC 
Flight Phase.Descent : Approach 
Route In Use.Approach : Instrument Non Precision 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 180 
Experience.Flight Time.Type : 4250 
ASRS Report : 816339 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 

Events 

Anomaly.Altitude Deviation : Crossing Restriction Not Met 
Anomaly.Altitude Deviation : Overshoot 
Anomaly.Inflight Encounter : Weather 
Anomaly.Non Adherence : Clearance 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.Controller : Issued Alert 
Resolutory Action.Flight Crew : Overrode Automation 



Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

After planning a LOC Runway 27 approach into SAN using VNAV/LNAV, previous 
aircraft reported heavy precipitation return at base leg point. We requested turn 
prior to or after passing cell. SOCAL gave us a 90 degree intercept heading of 180 
degrees. LNAV was selected. ATC then changed the intercept heading to 240 
degrees and cleared us to intercept the LOC, maintain 4000 FT until established, 
and clearance for the approach. I erroneously armed the VOR/LOC, selected 
heading 240 degrees, and noted that the course would intercept inside of VYDDA. I 
entered a leg intercept to OKAIN and selected LNAV prior to wings level causing the 
aircraft to reverse the turn. I turned back toward the 240 degree heading causing 
reversion to Control Wheel Steering, over banking to intercept the LOC course due 
to strong tailwind. Reacting to turbulence, I reverted to Control Wheel Steering and 
descended below the OKAIN step-down altitude of 3600 FT. Copilot notified me of 
over bank and reset altitude alert to 3600 FT as SOCAL advised that we were below 
MVA. I began correcting to 3600 FT but did not achieve it before crossing OKAIN 
and descended manually on VNAV path using vertical speed until inside REEBO and 
broke out at about 1500 FT. A stabilized final segment and landing were 
accomplished as visibility improved to above 6 SM. I should have reverted to 
manual control more quickly and raw data before assessing the downgraded 
automation while the guidance was being rebuilt. I became overloaded and allowed 
scan to deteriorate. Fatigue was a factor, this being day 4 of a 4 day trip with the 2 
previous days each of which was 7 hours block in challenging weather. I had 
planned for Copilot to fly this leg because I had just completed a Category II 
HGS/AUTOMATIC in challenging weather the previous leg but decided to fly the 
SAN leg to accommodate the Line Check. Weather and ATC contributed with 
deteriorating visibility and tailwind (SAN had just switched back to Runway 27). 
ATC did not account for the heavy precipitation returns on base leg and the 
tailwinds due to radio congestion, but ultimately I accepted these conditions and 
made procedural errors that resulted in being as low as 3100 FT, before correcting 
to 3400 FT as we crossed OKAIN and over banking to achieve LOC course. 

Synopsis 

B737 Captain reports difficulties with aircraft automation while attempting to 
intercept the LOC Runway 27 at SAN. 

  



 

ACN: 816305 

Time / Day 

Date : 200812 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : TLH.Airport 
State Reference : FL 
Altitude.MSL.Single Value : 520 

Environment 

Flight Conditions : IMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.Tower : TLH.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : Regional Jet 200 ER&LR 
Operating Under FAR Part : Part 121 
Navigation In Use.Other : FMS or FMC 
Flight Phase.Descent : Approach 
Route In Use.Approach : Instrument Non Precision 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : CFI 
Qualification.Pilot : Commercial 
Qualification.Pilot : Instrument 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 189 
Experience.Flight Time.Total : 2724 
Experience.Flight Time.Type : 1874 
ASRS Report : 816305 

Person : 2 

Affiliation.Government : FAA 
Function.Controller : Local 

Events 

Anomaly.Altitude Deviation : Overshoot 
Anomaly.Non Adherence : FAR 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Other.ControllerA : 2 
Resolutory Action.Controller : Issued Alert 
Resolutory Action.Flight Crew : Returned To Original Clearance 

Assessments 



Problem Areas : Chart Or Publication 
Problem Areas : Flight Crew Human Performance 

Situations 

Chart.Airport : TLH.Airport 
Chart.Approach : RNAV GPS 18 

Narrative 

We were conducting a scheduled Part 121 flight to TLH. I was the Pilot Monitoring 
and the Captain was the Pilot Flying this particular leg. While enroute with 
approximately 35 minutes of flight time remaining, the Captain and I began 
preparing for the approach to TLH. Weather conditions in TLH were IMC at the time 
and required that an instrument approach be flown. I tuned in the ATIS frequency 
and attempted to retrieve it, but it turned out to be inaudible from our location due 
to strong interference from another station. Unable to determine the approach in 
use from the ATIS, we retrieved the latest TLH METAR via ACARS to determine the 
latest weather conditions and plan an approach accordingly. The METAR reported 
winds 160 degrees at 11 KTS, visibility 2 1/2 miles, and an overcast ceiling at 400 
FT. Based on the approaches available for TLH, we decided that the ILS 27 would 
be most suitable. Once I finished programming the FMS for that approach, the 
Captain conducted an approach briefing. Our focus then shifted to navigating 
around a line of thunderstorms that remained between us and TLH. Once we were 
past the line of weather, we were nearing TLH Approach airspace. I tried once 
again to retrieve the latest ATIS, which was now audible from our location. The 
ATIS indicated that Runway 27 had been closed, which we had no prior NOTAM 
indicating. We later found out that the closure was due to an aircraft incident on 
Runway 27. Due to the unavailability of Runway 27, the ATIS indicated that the 
RNAV/GPS 18 approach was in use. The Captain and I began preparing and briefing 
the RNAV/GPS 18 approach. Due to the last-minute nature of the information we 
received about Runway 27's closure, we did not have as much time available to 
prepare for this approach as we did for the ILS 27. Nevertheless, I attempted to be 
as thorough as possible in helping prepare for the approach and in programming 
the FMS. Referencing our approach plate, we briefed and pre-selected an MDA of 
520 FT for the RNAV/GPS 18. Soon thereafter, TLH Approach cleared us direct to 
the CUPAM IAF and cleared us for the RNAV/GPS approach. The approach began 
normally, with the Captain descending to the published stepdown altitudes as 
appropriate. After reaching the JAPMA FAF, he initiated a descent to an MDA of 520 
FT. At approximately 600 FT, we broke out of the clouds and I called out 'runway in 
sight.' At about the same time, TLH Tower gave us a low altitude alert and advised 
us to check our altimeter setting. I cross-referenced both my altimeter setting and 
the Captain's with the setting provided by the Tower. All 3 were identical. I noticed 
that the Captain was still above our selected minimums, and had begun a slight 
climb in response to the Tower's alert. We soon reached the VDP, and with the 
runway still in sight, the Captain began a descent for landing and landed normally. 
My initial impression was that the low altitude alert may have been erroneous, as 
our altimeters had been set correctly and the Captain was flying above the selected 
MDA. It was not until the following day that we discovered our mistake. The 
Captain, trying to determine why we had received a low altitude alert, went back 
and reviewed the RNAV/GPS 18 approach plate a second time. The approach plate 
that we used for the approach contains 5 different columns of minimums. 2 of 
those 5 columns have a large bold heading that reads 'RNAV GPS.' Underneath 
those 2 headings, in small, non-bold print, are the words 'VNAV' in the first column 



and 'LNAV' in the second. The MDA in the VNAV column is listed as 520. In the 
LNAV column, the minimums are listed as 'Use circling.' The circling minimums 
column lists the minimums as an MDA of 800 and visibility requirement of 2.25 
miles. Based on this, our MDA for the approach should have been 800, not the 520 
that we had used. Clearly we made a mistake that could have had a much more 
severe outcome than what we experienced. I believe there are many factors that 
ultimately led to us making this mistake. First and foremost, the last-minute 
change from the ILS 27 that we had earlier prepared to the RNAV/GPS 18 did not 
allow for as much time to prepare for the approach as we would have liked. I 
believe that we both allowed ourselves to become rushed as we set up the new 
approach, which we should not have done. Fatigue and workload may have also 
been a factor, as we had been navigating around severe weather for much of the 
duty day. We were using a type of approach (RNAV/GPS) that is used only on rare 
occasions in our operations. In addition, our overnight prior to the start of the duty 
day was a reduced rest overnight. I believe that the format of the commercial chart 
1 approach plate we were using also contributed. Approximately 1 year ago, our 
airline decided to discontinue using Company B approach plates and transition to 
the Company A RouteManual product. The decision appeared to be motivated by 
lower cost more than anything else. While commercial chart 2 charts are the 
industry standard and have been used by virtually all of the airline's 1300+ pilots 
for most of their aviation careers, few Pilots were familiar with the commercial 
chart 1. The company provided only a brief web-based training system for pilots to 
complete prior to using commercial chart 1 charts for company flight. I believe that 
this apparent weakness in format is still no excuse for our mistake. We still should 
have been able to interpret the information from the Company A chart correctly. At 
the same time, however, I believe that the likelihood of our mistake would have 
been reduced significantly had the commercial chart 1 chart been as clear and 
concise as either the commercial chart 2 or Government charts. In the future, I will 
make a conscious effort to be much more vigilant when reviewing the commercial 
chart 1 charts. In addition, when making last-minute approach changes such as the 
one we made, I will ensure that we take as much time as we need to review and 
prepare the approach more thoroughly -- even if we need to request vectors or 
additional time from ATC to do so. Furthermore, if there is any degree of doubt 
during an approach situation such as this again, I will call for a missed approach so 
that we can double-check the approach preparation once again. 

Synopsis 

CRJ200 First Officer receives a low altitude alert from TLH Tower during GPS 18 
approach. Incorrect minimums of 520 ft are being used when aircraft capabilities 
require minimums of 800 ft. 

  



 

ACN: 815747 

Time / Day 

Date : 200812 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 6000 

Environment 

Flight Conditions : VMC 
Light : Dusk 

Aircraft : 1 

Controlling Facilities.ARTCC : ZZZ.ARTCC 
Operator.Common Carrier : Air Carrier 
Make Model Name : Dash 8 Series Undifferentiated or Other Model 
Operating Under FAR Part : Part 121 
Navigation In Use.Other : FMS or FMC 
Flight Phase.Descent : Holding 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : Commercial 
Qualification.Pilot : Instrument 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 220 
Experience.Flight Time.Total : 1350 
Experience.Flight Time.Type : 800 
ASRS Report : 815747 

Events 

Anomaly.Other Anomaly.Other  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Controller : Provided Flight Assist 
Consequence.FAA : Reviewed Incident With Flight Crew 

Assessments 

Problem Areas : ATC Human Performance 
Problem Areas : Flight Crew Human Performance 

Narrative 

While operating a commercial passenger flight to ZZZ we were given a hold over 
XXXXX Intersection by the controlling agency (Center). We were told to hold at 
XXXXX Intersection on the airway. We entered the hold at approximately XA45Z 



and were given an EFC time of XB25Z. We attempted to contact Dispatch via our 
company radio phone, and were unsuccessful. This is a requirement for our 
company Operations, as we give Dispatch our location of the hold, our fuel on 
board, and updated EFC times for the hold. After doing some math based on our 
fuel on board and our fuel burn in the hold, we decided it was necessary to drop 
our alternate in order to reduce our Divert Fuel allowance, which was 
approximately 1,700 LBS based on the alternate. Dropping the alternate would 
reduce our Divert Fuel to the basic IFR alternate minimums, which works out to be 
825 LBS on our particular aircraft. This would allow us to hold longer while traffic 
volume was being handled into the ZZZ airport. The Weather was VFR, with 
unrestricted visibility and skies. We attempted all of our radio outlets to get hold of 
Dispatch, and were unsuccessful. Finally, another company aircraft of ours heard us 
trying to get hold of Dispatch, and said that they would relay any messages we 
need. We informed them of our desire to drop our alternate, and gave them the 
information about the hold to give to Dispatch. The company aircraft got hold of 
Dispatch, relayed the message, and relayed the amendment to our release to us, 
which included a dropped alternate, which reduced our divert from approximately 
1,700 LBS of fuel to 825 LBS. As we neared our EFC time of XB25Z, Center 
informed us that we had a new EFC time of XB45Z. After calculating our fuel 
onboard and fuel burned, we decided that this would again be acceptable since we 
had dropped our alternate. We again exhausted all options and methods of getting 
hold of our Dispatch, and there were no longer any company aircraft on company 
frequency. We had agreed that we would not be able to hold for much longer after 
the second EFC time of XB45Z. As we neared the XB45Z EFC time, Center informed 
us that ZZZ was not accepting 'props' at the current time, and asked us if we could 
divert to our alternate. We informed Center that we had amended our flight plan 
release and dropped our alternate. Center then asked us if we could divert to ZZZ1 
because of the fact that ZZZ was not accepting 'props' into the airport yet. We 
stated that ZZZ1 was NOT an approved alternate for our company, and that we 
would NOT be able to divert to ZZZ1. Center then informed us of yet another 
(third) EFC time of XC10Z. After once again being unsuccessful in attempting to 
contact our Dispatch over the radio, we did math based on our fuel onboard and 
fuel burn. We then agreed that we were now in a minimum fuel situation, and 
would not have enough fuel to meet the XC10Z EFC time. We declared to Center 
'minimum fuel.' They asked us if we were declaring an emergency, and we stated 
'Negative, declaring minimum fuel.' We explained to them that we might not have 
enough fuel to hold until XC10Z and make it to ZZZ airport, but that if we left soon 
we would have enough. A few minutes later, Center informed us to contact ZZZ 
Approach. We were then handed off and given vectors to the ZZZ airport, and 
landed safely. We landed with approximately 1,700 LBS of fuel, which was 
sufficient with regards to fuel requirements for diversions. We taxied to the gate, 
parked the aircraft, and were informed by Company Operations that the 'FAA had 
an important message for us' and gave us a telephone number to call. The Captain 
of our flight called the telephone number, which was actually Center. A Center 
Supervisor informed us that the Center declared an emergency for us in order to 
get us into the ZZZ airport. 

Synopsis 

When arrivals are delayed on a clear day fuel available and divert considerations 
become an issue so a crew declares 'minimum fuel'. ATC declares an emergency to 
give priority handling. 

  



 

ACN: 815308 

Time / Day 

Date : 200812 
Local Time Of Day : 0001 To 0600 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Single Value : 400 

Environment 

Weather Elements : Turbulence 
Weather Elements : Windshear 
Light : Night 

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : B757-200 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 110 
Experience.Flight Time.Total : 16500 
Experience.Flight Time.Type : 900 
ASRS Report : 815308 

Events 

Anomaly.Inflight Encounter : Turbulence 
Anomaly.Inflight Encounter.Other  
Anomaly.Other Anomaly : Speed Deviation 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : Windshear 
Alert System 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Executed Go Around 
Resolutory Action.Flight Crew : Exited Adverse Environment 

Assessments 

Problem Areas : Weather 

Narrative 

REACTIVE WINDSHEAR ENCOUNTERED EXECUTED WINDSHEAR RECOVERY 
PROCEDURE HIGH SURFACE WINDS WERE REPORTED AT ZZZ 300 DEGREES AT 19 



KTS GUSTING TO 32 KTS. IT WAS NIGHT CAVU. DESCENDING THROUGH 5000 FT 
WE ENCOUNTERED CONTINUOUS LIGHT TURBULENCE, OCCASIONAL MODERATE 
CHOP WITH PERIODS OF CONTINUOUS MODERATE CHOP AND MODERATE 
TURBULENCE. WE HAD THE AIRPORT IN SIGHT ON DOWNWIND, BUT REQUESTED 
VECTORS TO THE FINAL DUE TO THE TURBULENCE, NIGHT, AND WE WERE BOTH A 
BIT TIRED. WE HAD ORIGINALLY BRIEFED VREF +20 KTS FOR TARGET SPEED. ON 
FINAL, THE TOWER REPORTED THE WINDS OUT OF THE NORTHWEST AT 7 KTS. 
THE FMC WAS SHOWING 30 KTS OF WIND AT 1000 FT, SO WE SELECTED A 
TARGET SPEED OF VREF +15 KTS, EXPECTING THE WIND TO DIMINISH BY 
LANDING. THE RIDE WAS VERY ROUGH, AND DESCENDING THROUGH APPROX 400 
FT, WE RECEIVED A REACTIVE WINDSHEAR WARNING. WE EXECUTED THE 
WINDSHEAR RECOVERY PROCEDURE PER THE FLIGHT MANUAL. ONCE THROUGH 
THE SHEAR, WE CLEANED UP AND RECEIVED VECTORS BACK FOR LANDING ON 
RUNWAY 33. ON THE SECOND APPROACH, THE TURBULENCE WAS THE SAME, WE 
HAD A 40 KT HEADWIND AT 1000 FT ON FINAL WHICH DIMINISHED TO 6 KTS ON 
LANDING. WE DID NOT ENCOUNTER WINDSHEAR ON THE SECOND APPROACH 
AND LANDED UNEVENTFULLY. 

Synopsis 

B757-200 CAPTAIN REPORTS REACTIVE WINDSHEAR ENCOUNTER ON APPROACH 
TO BDL. 

  



 

ACN: 815143 

Time / Day 

Date : 200812 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : CLE.Airport 
State Reference : OH 
Altitude.AGL.Single Value : 0 

Environment 

Flight Conditions : IMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.Tower : CLE.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : B737 Undifferentiated or Other Model 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Taxi 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
Qualification.Pilot : CFI 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 100 
Experience.Flight Time.Total : 21000 
Experience.Flight Time.Type : 2000 
ASRS Report : 815143 

Events 

Anomaly.Incursion : Taxiway 
Anomaly.Non Adherence : Clearance 
Independent Detector.Other.ControllerA : 2 
Resolutory Action.Controller : Issued Alert 
Resolutory Action.Flight Crew : Rejected Takeoff 

Assessments 

Problem Areas : ATC Human Performance 
Problem Areas : Airport 
Problem Areas : Flight Crew Human Performance 

Narrative 

Crew delayed on ferry flight departing CLE. Crew felt somewhat rushed due to need 
to get airborne for long day ahead. Taxi clearance was 'via Taxiway J to Taxiway S.' 



Approaching Taxiway S, Ground Control instructed 'cross the left (which was closed 
for maintenance), switch to Tower holding short of the right.' Pilot Not Flying 
switched radio and was reading checklist. Tower transmitted 'traffic on 5 mile final, 
cleared for takeoff on the right.' Pilot Not Flying read back clearance. Both pilots 
looked toward the final area and observed lights. Pilot Not Flying went head down 
to finish checklist items. Pilot Flying made left turn and started to add power. Tower 
transmitted 'stop! You're on a taxiway.' Pilot Flying stopped aircraft. Pilot Flying had 
turned onto parallel taxiway between runways. Tower then cancelled takeoff 
clearance and gave taxi instructions. Very alert Tower Controller prevented a very 
serious incident. Crew is very experienced but not familiar with CLE. Taxi diagram 
is very cluttered. Pilot Not Flying had diagram on yoke clip and giving directions to 
Pilot Flying. After crossing the left runway on Taxiway S, neither pilot noted the 
parallel taxiway between the runways. Contributing factors: rain, reduced visibility, 
poor airport layout. Crew received takeoff clearance quicker than expected. Crew 
not familiar with airport. Crew desire to 'get the job done.' Both Pilots are 'Captain 
qualified' and have flown together for many years. 

Synopsis 

B737 flight crew is cleared to cross Runway 24L and cleared for takeoff on Runway 
24R. Crew turns on Taxiway C and attempts takeoff before being informed of error 
by Tower Controller. 

  



 

ACN: 814607 

Time / Day 

Date : 200811 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Single Value : 0 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : MD-11 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Pushback 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Qualification.Pilot : Commercial 
Qualification.Pilot : Instrument 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 45 
Experience.Flight Time.Total : 4750 
Experience.Flight Time.Type : 500 
ASRS Report : 814607 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Maintenance Problem : Non Compliance With MEL 
Anomaly.Non Adherence : FAR 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Detected After The Fact 
Consequence.Other  

Assessments 

Problem Areas : Aircraft 
Problem Areas : Flight Crew Human Performance 

Narrative 



AFTER PUSHBACK AND ENG START, GOT A 'GEN 3 OFF' LEVEL ONE ALERT. GEN 3 
ELECTRIC SYNOPTIC SHOWED GEN 3 WITH NORMAL VOLTS AND FREQS, BUT 
DISCONNECTED FROM THE BUS. COMPLIED WITH THE QRH. 1 GENERATOR RESET 
ATTEMPT. GEN 3 REMAINED OFF LINE. SPOKE WITH MAINT AND LOOKED 
THROUGH THE MEL. QRH PROC LED ME (THE CAPT) TO BELIEVE THAT WE WERE 
DONE WITH THE EVENT (QRH SAYS: 'IF RESET ATTEMPT IS NOT SUCCESSFUL, 
CONTINUE FLT WITH GENERATOR INOP.') FO AND I COULDN'T FIND MEL THAT 
EXACTLY CORRESPONDED TO WHAT WE WERE SEEING. WE SPOKE WITH MAINT 
AND CAME TO THE CONCLUSION THAT WE WOULD WRITE UP THE PROB AND 
WERE GOOD TO GO. WX CONSIDERATIONS WERE MADE, TAKING INTO ACCOUNT 
DEGRADED APCH CAPABILITY DUE TO 2 VERSUS 3 GENERATOR OPS (WX NOT A 
FACTOR, WELL ABOVE CAT I MINS). UNFORTUNATELY, I LET MYSELF BE MISLED 
BY THE DIFFERENCES IN WORDING BTWN THE QRH AND THE MEL, AS WELL AS 
BOTTOM-LINE RUSHING TO RESOLVE THE PROB AND CONTINUE OUR TAXI FROM 
THE RAMP. IN RETROSPECT, I CLRLY MADE AN ERROR. THE APPROPRIATE MEL, 
WHILE SOMEWHAT AMBIGUOUS, DOES DIRECT US TO DISCONNECT THE 
GENERATOR. I FOUND THE MEL TITLE SOMEWHAT CONFUSING WHEN COMPARED 
TO THE ALERT WHICH IS TITLED INTEGRATED DRIVE GENERATORS VERSUS GEN 
OFF. ADDITIONALLY, THE TEXT OF THE MEL CONTAINS THE PARAGRAPH 'CONFIRM 
WITH MAINT THAT IDG SHOULD BE DISCONNECTED.' THIS SEEMS TO SUGGEST 
THAT THERE IS LEEWAY AS TO WHETHER OR NOT THE IDG MUST BE 
DISCONNECTED, WHEN THE REST OF THE MEL SUGGESTS THAT IT IS NOT AN 
OPTION. I SAY IN RETROSPECT, BECAUSE IT SEEMED AT THE TIME THAT WE 
WERE NOT REQUIRED TO DISCONNECT IT AFTER CONSULTATION WITH MAINT. 
BESIDES OUR OWN HUMAN FACTORS THAT PREVENTED US FROM COMING TO THE 
CORRECT CONCLUSION, I THINK THAT IF THE MEL WORDING MORE CLOSELY 
MATCHED THE WORDING OF THE QRH AND THE ALERTS PRESENTED ON THE SYS 
DISPLAY DU, FINDING THE CORRECT MEL WOULD BE MORE CERTAIN. I 
ABSOLUTELY UNDERSTAND THE RELATIONSHIP AND APPLICABILITY OF THE QRH 
AND THE MEL, UNFORTUNATELY, I MISAPPLIED THE INFO THAT I SAW. WE HAD 
NO FURTHER PROBS WITH THE ACFT DURING FLT AND GEN 3 SEEMS TO BE A 
RECURRENT PROB WITH THAT PLANE. THE FO AND I WERE BOTH TIRED. I HAD 
BEEN FLYING ALL WEEK AND HAD FLIPPED MY CIRCADIAN RHYTHMS AND SLEEP 
TIMES SEVERAL TIMES IN THE PAST WEEK. I WAS AVERAGING 5 HRS OF 
INTERRUPTED SLEEP ALL WEEK. WHILE I FELT 'CAPABLE' OF FLYING, I WAS VERY 
TIRED. COMBINED WITH SELF INDUCED PRESSURE TO GET OUT OF ZZZ2'S GND'S 
TFC AND TIGHT FUEL LOADS AT LNDG, I LET MYSELF MAKE WHAT IS NOW 
OBVIOUSLY A HASTY DECISION. WE SHOULD HAVE PULLED BACK INTO THE GATE, 
LET MAINT RESOLVE THE GENERATOR MEL, PUT ON AN EXTRA 1000 LBS OF FUEL, 
AND THEN CONTINUED TO OUR DEST. 

Synopsis 

MD11 CAPTAIN REPORTS GEN #3 NOT COMING ON LINE AFTER ENGINE START. 
MAINTENANCE IS CONSULTED AND THE FLIGHT DEPARTS WITHOUT 
DISCONNECTING THE IDG AS MEL COMPLIANCE WOULD REQUIRE. 

  



 

ACN: 814564 

Time / Day 

Date : 200809 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 

Environment 

Flight Conditions : VMC 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : EMB ERJ 170/175 ER&LR 
Operating Under FAR Part : Part 121 
Flight Phase.Climbout : Takeoff 

Component : 1 

Aircraft Component : Engine Air 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
ASRS Report : 814564 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : EICAS 
Resolutory Action.Flight Crew : Diverted To Another Airport 
Resolutory Action.Flight Crew : Landed As Precaution 
Resolutory Action.Other  

Assessments 

Problem Areas : Aircraft 
Problem Areas : Flight Crew Human Performance 

Narrative 

MY CREW AND I DEPARTED ZZZ. IT WAS NORMAL, NIGHT, VMC DEP. AS A NEWLY 
UPGRADED CAPT 2 WKS AGO OUT OF IOE, I WAS THE PNF ON MY SECOND DAY OF 
A CDO. AT APPROX 300 FT AGL, WE EXPERIENCED A BLEED (2) OVERPRESS EICAS 
MESSAGE. MY FO STATED 'I HAVE THE CTLS AND I'LL HANDLE ATC IF YOU WILL 
RUN THE QRH.' I DID. THE QRH INDEX DIRECTED ME TO PAGE XX WHERE I WAS 
UNSUCCESSFUL IN RESOLVING THE PROB. DURING THIS TIME I REPEATEDLY AND 
UNSUCCESSFULLY TRIED TO COMMUNICATE WITH MAINT CTL. WE WERE GIVEN 



FREQS FOR ACR #1 MAINT, ACR #2 MAINT AND COMMERCIAL RADIO WHO 
PATCHED US THROUGH TO OPS TWICE WHO, WHICH WERE OF NO HELP! I THEN 
PULLED UP THE ECS SYNOPTIC PAGE AND DISCOVERED WE HAD 'LOST' OUR #2 
PACK AND #2 BLEED. WITH QUESTIONABLE MAINT AT ZZZZ AND STILL FLYING IN 
THE ZZZ1 VICINITY, I DECIDED TO RETURN TO THE GATE. WE MADE AN 
UNEVENTFUL APCH AND SAFE LNDG BACK AT ZZZ1. WE WERE MET BY ACR #2 
MAINT AND WHILE TROUBLESHOOTING THE PROB WITH THE MECHANIC, I 
DISCOVERED THAT IN MY HASTE AND FIXATION AND FRUSTRATION IN TRYING TO 
COMMUNICATE WITH SOMEONE IN MAINT, I HAD READ THE WRONG CHKLIST. 
THE QRH HAD DIRECTED ME TO PAGE XX. I STARTED AT THE TOP OF THE PAGE 
WITH A BLEED (2) LEAK CHKLIST WHEN IN FACT, I SHOULD HAVE BEEN READING 
THE BLEED (2) OVERPRESS CHKLIST AT THE BOTTOM OF THE PAGE. WHILE I AM 
RELUCTANT TO MAKE EXCUSES AND OR RATIONALIZE MY STUPIDITY IN ANY WAY, 
I BELIEVE CONTRIBUTING FACTORS TO THE INCIDENT WERE MY FRUSTRATION 
WITH AND THE INABILITY TO COMMUNICATE WITH MAINT CTL FOR HELP. 
FATIGUE RESULTING FROM LACK OF REST DUE TO THE CDO AND A QRH CHKLIST 
WHICH DIRECTED ME TO THE RIGHT PAGE BUT THE WRONG CHKLIST WAS A 
FACTOR. HAD I RUN THE CORRECT CHKLIST, IT MAY OR MAY NOT HAVE FIXED 
THE PROB. FINALLY, I HAVE LEARNED A GREAT DEAL FROM THIS EXPERIENCE. 
THAT SAID, I THINK OUR CHKLIST COULD BE BETTER. POSSIBLY COLORED 
BORDERS IN THE HEADERS AND 1 CHKLIST PER PAGE. ALSO OUR COMPANY COM 
PROCS WITH MAINT CTL NEED TO BE REWORKED AND IMPROVED. WHILE I TAKE 
FULL RESPONSIBILITY FOR MY FATIGUE, IT SHOULD BE NOTED THAT BECAUSE OF 
THE CONVENTION IN ZZZ1, AND THE LATE DATE AT WHICH I RECEIVED MY 
SCHEDULE (AS IT WAS A BUILDUP LINE AFTER MY IOE) I COULD NOT GET A 
HOTEL ROOM AND THE CREW ROOM SLEEPING ARRANGEMENT IS INADEQUATE. 
PLEASE TAKE ALL OF MY COMMENTS IN THE SINCEREST TONE AND CANDID AND 
FORTHRIGHT MANNER IN WHICH THEY ARE INTENDED. THANK YOU VERY MUCH 
FOR YOUR CONSIDERATION TO THIS MATTER. 

Synopsis 

AN ERJ-170 FLIGHT CREW NOTED A BLEED OVERPRESS EICAS MESSAGE. THE 
NEW CAPTAIN HAD SOME DIFFICULTY FINDING THE CORRECT PROCEDURE IN THE 
QRH, AND THEY ELECTED TO RETURN TO THEIR DEPARTURE AIRPORT. 

  



 

ACN: 814460 

Time / Day 

Date : 200811 
Local Time Of Day : 0001 To 0600 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.ARTCC : ZZZ.ARTCC 
Operator.Common Carrier : Air Carrier 
Make Model Name : Widebody Transport 
Operating Under FAR Part : Part 121 
Flight Phase.Cruise : Level 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
Experience.Flight Time.Last 90 Days : 143 
Experience.Flight Time.Total : 4307 
Experience.Flight Time.Type : 1451 
ASRS Report : 814460 

Events 

Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Unable 

Assessments 

Problem Areas : Company 
Problem Areas : Flight Crew Human Performance 

Narrative 

THIS PAIRING WAS AN AROUND THE WORLD TRIP. WHILE LEGAL IT INVOLVED 
NUMEROUS SLEEP CYCLE FLIPS. IT ALSO INVOLVED A MID-TRIP DEADHEAD AFTER 
FLYING ALL NIGHT. MY ANCHOR SLEEP TIME IS USUALLY 0400-1100Z. THE FIRST 
LEG IS A FLIP. THIS IS NORMAL. IT IS STILL WORKING DURING NORMAL 
SLEEP/CIRCADIAN CYCLE. THE NEXT LEG IS ACTUALLY BACK ON AWAKE CYCLE. 
HOWEVER, NOW THAT YOU ARE +4 ZULU TIME AND MY HOME TIME WAS -5, YOUR 
BODY WANTS TO SLEEP DURING THE DAY. THE NEXT LEG WAS AN EARLY WAKEUP 
LCL TIME, YET WE STILL HAD 1 HR SCHEDULED FOR A DRIVE THAT TAKES 15 
MINS. THIS NEEDS TO CHANGE. AGAIN WAKING UP AS THE BODY IS READY FOR 



SLEEP AND FLIPPING. THIS 3RD LONG LEG ARRIVED IN HONG KONG FOR A WELL 
NEEDED REST. WE HAD 46 HRS PRIOR TO THE NEXT FLT. I DO NOT THINK I 
COULD HAVE FLOWN AFTER LESS TIME OFF. AFTER RESTING AND ADAPTING TO 
HONG KONG TIME (UTC +8) I AGAIN FLEW DURING A CIRCADIAN SLEEP PERIOD. 
WE THEN HAD 26 HRS OFF AND ANOTHER FLIP. 24 HRS OFF IN SHANGHAI, A 
MIDNIGHT LCL ALERT, AND 11 HR DUTY DAY AND A FLIP. DEADHEADING AFTER 2 
NIGHT FLTS IS NOT WHAT ANY PLT SHOULD HAVE TO DO. WE SHOULD HAVE 
CREW RESTED IN OSAKA. WE ARE TIRED, PHYSICALLY EXHAUSTED AND 
MINGLING WITH HUNDREDS OF POSSIBLE GERM CARRYING PEOPLE. I THINK 
BOTH OF US CAUGHT A BUG AT THE ARPT OR DURING THE FLT. UPON GETTING 
TO HANEDA, I FORCED MYSELF TO STAY AWAKE FOR A FEW HRS, THEN SLEPT 
VERY HARD UNTIL THE ALERT CALL. AGAIN WE FLIPPED TO DAY ASIA FLYING AND 
AFTER A 2 HR CAB RIDE TO NARITA, WE FLEW 2 LEGS TO TAIPEI. LOOKING AT 
THE PAIRING WITH 52 HRS OFF MAKES THE TRIP SEEM EASY. AGAIN WE BOTH 
NEEDED THE REST. WE HAD TO FLIP OUR BODIES AGAIN TO NIGHT FLYING, AND I 
BELIEVE WE BOTH WERE FIGHTING TO STAY ALERT AND HEALTHY THE REST OF 
THE TRIP. 2 NIGHT TURNS LATER WE ARRIVED BACK IN OSAKA FOR 19 HRS OF 
REST BEFORE A SCHEDULED 12 HR FLT. FLIPPING FROM DAY TO NIGHT AND BACK 
IN THE US IS NOT EASY. FLIPPING NUMEROUS TIMES CAUSES CHRONIC FATIGUE. 
WE HAD YET ANOTHER FATIGUE LECTURE DURING RECURRENT TRAINING THIS 
YR. LECTURES WILL NOT MAKE A LINE PLT ANY MORE RESTED WHEN HIS 
CIRCADIAN RHYTHM IS UPSET. I HAVE FLOWN NUMEROUS ROUND THE WORLD 
TRIPS. I HAVE ALSO FLOWN JUST IN ASIA OR EUROPE MANY TIMES. THIS IS BY 
FAR THE MOST FATIGUING TRIP I HAVE EVER FLOWN. 

Synopsis 

FREIGHTER FIRST OFFICER REPORTS EXTREME FATIGUE PRODUCED BY AROUND 
THE WORLD TRIP THAT DISREGARDS CIRCADIAN SLEEP RHYTHMS. 

  



 

ACN: 814425 

Time / Day 

Date : 200812 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : DEN.Airport 
State Reference : CO 
Altitude.AGL.Single Value : 0 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : A320 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Preflight 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 100 
Experience.Flight Time.Total : 15000 
Experience.Flight Time.Type : 8 
ASRS Report : 814425 

Events 

Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : FAR 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Anomaly Accepted 
Consequence.Other : Company Review 

Assessments 

Problem Areas : Company 
Problem Areas : Weather 

Narrative 

ENRTE TO DEN WE PULLED THE PAPERS AND PLACED A FUEL LOAD. WE ASKED 
FOR 14000 LBS AND CHANGE. I DO NOT REMEMBER THE EXACT AMOUNT. AN 
ALTERNATE WAS NOT REQUIRED AND WAS NOT LISTED ON THE FPF. HOWEVER 
WE FELT AS THOUGH THE ORIGINAL FUEL WAS A TAD THIN AND ADDED A FEW 
HUNDRED LBS SINCE THERE WAS AN EXCELLENT CHANCE OF DEICING AT DEN 
WHICH WAS NOT REFLECTED IN THE FPF. THE PLANE WAS LATE GETTING TO DEN. 
I AM BRAND NEW AND THE IOE CAPT AND I MET THE JET ON THE RAMP FOR THE 
PREFLT. WE FOUND 3 WRITE-UPS AND HEADED IN TO MAKE OUR NESTS AND 
DEPART. THE FUEL SHEET WAS IN THE JET AND SHOWED A TOTAL FUEL LOAD OF 
10KISH, ALMOST 4000 LBS LESS THAN WE HAD SIGNED OFF FOR. IT TOOK AT 
LEAST A HALF HR AND MULTIPLE PHONE CALLS TO GET THE MESS STRAIGHTENED 



OUT. THE FOM IS QUITE CLR AND EXHAUSTIVE IN ITS DESCRIPTION OF FUEL(S), 
LOADS, AND REQUIREMENTS. I DON'T RECALL READING ANYTHING ABOUT 
DISPATCH LOWERING AN AGREED UPON FUEL LOAD WITHOUT INITIATING 
CONTACT WITH THE CREW AND OBTAINING THEIR CONSENT/AGREEMENT. NOW, I 
AM NOT ADVOCATING FLYING AROUND WITH UNNECESSARY FUEL. WE ARE ALL 
FULLY AWARE OF THE ECONOMIC BENEFITS OF CARRYING ONLY THE NECESSARY 
AND APPROPRIATE FUEL FOR A GIVEN FLT SEGMENT. BUT, CONSIDER IF THIS 
HAPPENED ON THE 3RD OF 4TH LEG OF A LONG DAY AND WE WERE FATIGUED, 
DISTR (MAINT, DEICE, WX, PAX ISSUES, FLT ATTENDANT ISSUES, ETC ETC ETC) 
AND MISSED IT? THERE WAS NO NEW FPF ON THE PRINTER, ONLY US NOTICING 
THAT THE FUEL WASN'T RIGHT. WE COULD HAVE DEPARTED WITH A BOGUS FUEL 
LOAD. AS IT WAS, WE TOOK A HEINOUS MAINT DELAY AND HAD TO DEICE. WE 
ENDED UP AT OUR DEST WITH LESS THAN 6000 LBS FUEL. HAD WE DEPARTED 
WITH THE 10000 LB VALUE, WE COULD HAVE REALLY GOTTEN IN TROUBLE. 

Synopsis 

A320 FIRST OFFICER ADVISES OF A SIGNIFICANT REDUCTION IN PLANNED FUEL 
ON BOARD INITIATED BY DISPATCH WITH NO COORDINATION WITH THE 
CAPTAIN. 

  



 

ACN: 814229 

Time / Day 

Date : 200812 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : PDX.Airport 
State Reference : OR 
Altitude.AGL.Single Value : 0 

Aircraft : 1 

Controlling Facilities.Tower : PDX.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : B757-200 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Parked 

Component : 1 

Aircraft Component : Fuel Crossfeed 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 189 
Experience.Flight Time.Total : 6500 
Experience.Flight Time.Type : 393 
ASRS Report : 814229 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Anomaly.Other  
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : FUEL CONFIG 
EICAS MSG 
Resolutory Action.Flight Crew : Overcame Equipment Problem 

Assessments 

Problem Areas : Aircraft 
Problem Areas : Company 
Problem Areas : FAA 
Problem Areas : Flight Crew Human Performance 

Narrative 

THIS TRIP WAS ASSIGNED TO SHORT CALL RESERVES AT XA00 PST FOR AN XE00 
DEP. THE ID INCLUDED A FERRY FLT FROM ZZZ TO PDX, 6 HR SIT THEN A FERRY 
FLT BACK TO ZZZ. THE FLT TO PDX WAS UNEVENTFUL AND THE CAPT AND I WENT 
TO THE FIELD HOTEL FOR SCHEDULED REST. I HAD FLOWN AN ALL-NIGHTER ON 



SATURDAY NIGHT, HAD ONLY A COUPLE HR NAP ON SUNDAY, COMMUTED TO ZZZ 
IN THE EVENING OR SHORT CALL RESERVE RESULTING 3 HRS SLEEP BEFORE 
BEING CALLED AT XA00 AND THEN ONLY GETTING AN ADDITIONAL HR OF SLEEP 
BEFORE RPTING FOR DUTY. WHEN I ARRIVED AT THE HOTEL I TOOK A 3 HR NAP 
THEN PREPARED FOR FLT BACK TO ZZZ. THE INBOUND FLT WAS DELAYED SO WE 
DEPARTED THE HOTEL AN HR LATER THAN PLANNED. ONCE THE ACFT ARRIVED, 
WE ENCOUNTERED AN ISSUE TRYING TO GET OMC, AND DEADHEADING CREW 
MEMBERS ONTO THE FERRY FLT. THIS IS ALLOWED BY THE FOM, BUT PDX CSR'S 
AND OPB WERE UNAWARE OF HOW TO MANIFEST THESE TRAVELERS. THE CAPT 
SPENT QUITE A BIT OF TIME TRYING TO RESOLVE THIS ISSUE. AS A RESULT OF 
THE SHORT CALL RESERVE SYS, WE WERE APCHING OUR MAX DUTY DAY 
(WHITLOW RULE) AND THE GDP AT ZZZ WE FELT SOME URGENCY TO DEPART. 
DURING THE CAPT'S COCKPIT SET-UP, HE WAS TESTING THE FUEL XFEED VALVE 
AND WAS INTERRUPTED. THIS RESULTED IN HIM LEAVING THE VALVE OPEN. WE 
COMPLETED THE BEFORE START CHKLIST BUT DIDN'T CATCH THE OPEN XFEED 
VALVE. NORMALLY, I LOOK AT THE PUMPS AND XFEED VALVE DURING THE 
CHKLIST, BUT DUE TO FATIGUE AND FEELING THE NEED TO DEPART I DIDN'T CHK 
THIS TIME. THE ENG START AND DEP WERE NORMAL. NEARING THE TOP OF CLB, 
WE GOT AN EICAS FUEL CONFIGN WITH THE ASSOCIATED LIGHT. WE 
IMMEDIATELY DISCOVERED THE OPEN XFEED VALVE. WE PERFORMED THE FUEL 
CONFIGN IRREGULAR CHKLIST, DETERMINING THAT THIS WAS NOT A FUEL LEAK 
AND REBALANCED THE FUEL. THE REST OF THE FLT WAS UNEVENTFUL. I FEEL 
THAT THE EARLY MORNING SHORT CALL RESERVE FOLLOWING THE ALL-NIGHTER, 
COUPLED WITH THE XA00 NOTIFICATION OF THE TRIP CULMINATED IN ACUTE 
FATIGUE. I WAS PLAYING CATCH UP WITH MY REST DURING THE ENTIRE DAY. IF 
THE XFEED VALVE HAD A GUARD ON IT, THIS MAY NOT HAVE HAPPENED. 

Synopsis 

FATIGUE INDUCED BY DRACONIAN SCHEDULING PRACTICES CONTRIBUTES TO A 
FUEL IMBALANCE ANOMALY. 

  



 

ACN: 813454 

Time / Day 

Date : 200811 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 1500 

Environment 

Flight Conditions : VMC 

Aircraft : 1 

Controlling Facilities.TRACON : ZZZ.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : B757-200 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 180 
Experience.Flight Time.Total : 19000 
Experience.Flight Time.Type : 5950 
ASRS Report : 813545 

Events 

Anomaly.Other Anomaly.Other  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Anomaly Accepted 

Assessments 

Problem Areas : Company 
Problem Areas : Flight Crew Human Performance 
Problem Areas : Maintenance Human Performance 

Narrative 

I ARRIVED AT OPS 30 MINS EARLY FOR XA45 PM SHOW, WAS NOTIFIED AT XA15 
PM THAT FLT WAS DELAYED UNTIL XG10 PM DEP. ACFT INBOUND. HUNG AROUND 
OPS, UNABLE TO SLEEP. BOARDED ACFT WITH MECHS IN COCKPIT. LATE WRITE-
UPS. VERT SPD WHEEL CHANGED AND CDU CHANGED. MAINT CALLED BACK DUE 
TO CDU'S NOT WORKING RIGHT. LENGTHY DISCUSSIONS AND MORE SWAPS. 
FINALLY PUSHED AT XH35 PM. FLT UNEVENTFUL. APCHING ZZZ AT CRUISE 
BRIEFED ARR FOR ILS AT ZZZ. DISCUSSED NIGHT LNDG, DARK, NO MOON, 



TERRAIN ISSUES. (NEITHER OF US HAD LANDED THERE AT NIGHT.) AUTOPLT 
APCH TO BE USED, 'LEAVE ENGAGED FOR APCH.' SCATTERED CLOUD LAYERS 
WITH VFR AT ARPT. R XWIND 15 KTS. DURING DSCNT DISCUSSED TWR CLOSED, 
MAKE RPTS ON CTAF. APCH VECTORED US TO INTERCEPT FINAL JUST OUTSIDE 
FAF. THIN WISPY LAYER OF CLOUDS TILL JUST INSIDE MARKER. NO RWY LIGHTS 
ON. PITCH BLACK AND NO GND LIGHTS IN VICINITY OF RWY AND ARPT FOR GND-
PLANE ORIENTATION. STATED THAT RWY LIGHTS NOT ON AND CALLED FOR 
MANUAL ACTIVATION. NOT ON RIGHT AWAY AND I GOT IMPATIENT, I CLICKED 
FOR THE LIGHTS BUT INADVERTENTLY DISCONNECTED THE AUTOPLT. WITH 
DOUBLE CLICK, NO AURAL WARNING. WE WERE VFR, SAW ACFT NOSE DIP, 
(SHOULD HAVE BEEN IN TRIM WITH AUTOPLT) AND SLIGHT ROLL L. CORRECTED 
SINK AND TURNED BACK R TO INCREASE CRAB. IT WAS DISORIENTING UNTIL 
RWY LIGHTS CAME ON DURING ADJUSTMENTS. I WAS OVER CTLING THE PATH 
CORRECTIONS, AND ADJUSTING BACK TO CTRLINE VFR. GOT BRIEF GS 
ANNUNCIATIONS AND MADE ADJUSTMENTS. (STILL OVER CTLING SOMEWHAT.) 
DSCNT TO RWY, TOUCHDOWN AND ROLLOUT UNEVENTFUL. DEBRIEFED WITH FO 
AFTER ARR ON EVENTS, MISTAKES. WE WERE BOTH CONFUSED INITIALLY ON 
SIGHT PICTURE AND GETTING LIGHTS ON AND WHY AUTOPLT CAME OFF. ON GND 
I PIECED TOGETHER HOW I HAD HIT DISCONNECT IN HURRY TO GET LIGHTS ON 
AND FIND ARPT AND RWY. ANALYZING: ERROR IN NOT THINKING OF TWR BEING 
CLOSED AND NEEDING MANUAL CTL OF LIGHTS FOR FINAL. OVER CTLING THE 
CORRECTIONS MADE, CAUSING MORE CORRECTIONS TO THE CORRECTIONS! I 
RECOGNIZED THE DISORIENTATION FROM NO AREA LIGHTS, RWY LIGHTS AND 
CRAB. MY SLOW REACTIONS AND CONFUSION. AT NO POINT DID I FEAR FOR THE 
OUTCOME. I DO FLY ALL-NIGHTERS WILLINGLY AND NEVER STRUGGLE WITH 
DROWSINESS. I DO NORMALLY BRIEF THAT WE ACKNOWLEDGE WE HAVE BEEN 
UP ALL NIGHT AND TO KEEP THINGS SIMPLE. I WAS ALERT DURING THE FLT. I 
DON'T THINK I WAS THAT TIRED. I WASN'T IN THE MINDSET OF 'THIS IS AN ALL-
NIGHTER,' WE WERE A LATE FLT. I HAVE NEVER EXPERIENCED THESE EFFECTS OF 
FATIGUE, (SLOWED THINKING AND REACTIONS), TO THIS DEGREE. THESE, 
COUPLED WITH SOME CONFUSION AND MIS-DIRECTION WERE REALLY AN EYE 
OPENER. I WILL NOT UNDERESTIMATE THE EFFECTS OF FATIGUE AGAIN. I HAD, 
OF COURSE MADE NO ADJUSTMENTS IN THE DAY'S ACTIVITIES, OR SLEEP 
PATTERN FOR THE UNEXPECTED ALL-NIGHTER. I REMEMBER I WAS A LITTLE 
LESS-THAN-ENTHUSIASTIC ABOUT HEADING TO WORK. (NOT LIKE ME) 'AFTER 
JUST DOING THE 1 DAY FLY/DH TURN -- 13 HR DAY' THE DAY BEFORE. 

Synopsis 

A B757 PILOT DESCRIBES THE MENTAL CONFUSION AND PHYSICAL ACTION 
ERRORS DURING A NIGHT APPROACH AS A RESULT OF FATIGUE. THERE WAS 
LONG DELAY PRIOR TO THIS ALL-NIGHT FLIGHT THAT WAS SUPPOSED TO BE A 
DAYLIGHT FLIGHT. 

  



 

ACN: 812738 

Time / Day 

Date : 200811 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 37000 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.ARTCC : ZZZ.ARTCC 
Operator.Common Carrier : Air Carrier 
Make Model Name : Regional Jet 700 ER&LR 
Operating Under FAR Part : Part 121 
Flight Phase.Cruise : Level 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : Commercial 
Qualification.Pilot : Instrument 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 150 
Experience.Flight Time.Total : 600 
Experience.Flight Time.Type : 300 
ASRS Report : 812738 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Experience.Flight Time.Last 90 Days : 250 
Experience.Flight Time.Total : 5100 
Experience.Flight Time.Type : 1200 
ASRS Report : 813640 

Events 

Anomaly.Altitude Deviation : Excursion From Assigned Altitude 
Anomaly.Inflight Encounter : Weather 
Anomaly.Other Anomaly : Speed Deviation 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : Stick Shaker 



Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Controller : Issued New Clearance 
Resolutory Action.Flight Crew : Exited Adverse Environment 
Resolutory Action.Flight Crew : Regained Aircraft Control 

Assessments 

Problem Areas : Aircraft 
Problem Areas : Flight Crew Human Performance 
Problem Areas : Weather 

Narrative 

IT WAS THE CAPT'S LEG AND WE WERE LEVEL AT FL370. WHILE LEVEL, THE SPD 
BLED DOWN, THE AUTOPLT KICKED OFF, AND THE STICK SHAKER CAME ON. I 
IMMEDIATELY PUSHED THE THRUST LEVERS TO MAX AND THE CAPT WENT TO THE 
CTLS. THE ACFT BUFFETED SLIGHTLY AND WE SLOWLY DSNDED BTWN 200-400 FT 
WHILE THE PLANE GAINED SPD. I THEN ASKED ATC FOR FL350 AND THE ALT 
CHANGE WAS APPROVED. I FEEL THAT THE CAUSE WAS A COMBINATION OF THE 
PF NOT PAYING CLOSE ENOUGH ATTN AND POSSIBLE WINDSHEAR AT ALT. WE 
HAD BEEN FLYING AT FL370 FOR QUITE A WHILE WITH THE THRUST SET TO HOLD 
MACH .77 WHEN SUDDENLY THE AUTOPLT KICKED OFF AND THE STICK SHAKER 
CAME ON. THERE WAS A DIRECT TAILWIND ON THE ACFT BTWN 120-130 KTS AND 
LIGHT CHOP, WHICH MAKES ME THINK THERE MAY HAVE BEEN SOME OUTSIDE 
FACTORS INVOLVED IN OUR SITUATION. SUPPLEMENTAL INFO FROM ACN 813640: 
WE HAD CLBED TO OUR INITIAL CRUISE ALT OF FL370. THE AIRPLANE WAS 
STABILIZED IN CRUISE FLT AT MACH .77. THE AIRPLANE WAS ALLOWED, 
THROUGH LACK OF ATTN OF THE CREW, TO INADVERTENTLY SLOW TO AN 
UNSAFE SPD FOR THAT ALT. THE AUTOPLT DISCONNECTED AND THE AUTOMATIC 
IGNITION ACTIVATED. THE THRUST LEVERS WERE ADVANCED TO CLB PWR AND 
THE AIRSPD STABILIZED. WHILE HOLDING FL370 AND WAITING FOR A REQUEST 
FOR A LOWER ALT, TOO MUCH BACK PRESSURE WAS APPLIED ON THE YOKE AND 
THE STICK SHAKER ACTIVATED. WE WERE THEN GIVEN A LOWER ALT OF FL350. 
WE DSNDED AND ACCELERATED BACK TO THE CRUISE SPD OF MACH .77. HUMAN 
FACTORS THAT CONTRIBUTED TO THE EVENT INCLUDED FATIGUE AND 
EMOTIONAL STRESS OF THE CAPT AND THE FO'S LACK OF ATTN. THE NIGHT 
BEFORE THE EVENT, THE CAPT DEALT WITH A PERSONAL MATTER CONCERNING A 
CLOSE FRIEND WHOSE WIFE HAD BEEN HOSPITALIZED. THE CAPT DID NOT 
RECEIVE AN ADEQUATE AMOUNT OF SLEEP BEFORE RPTING TO WORK. ONCE THE 
ACFT REACHED CRUISE ALT AND THE SPD WAS STABILIZED, THE CAPT XFERRED 
CTL OF THE AIRPLANE TO THE FO. THE CAPT CLOSED HIS EYES TO REST. 
MOMENTS LATER THE AUTOPLT DISCONNECTED AND THE CAPT TOOK CTL OF THE 
AIRPLANE. WHEN THE CAPT RE-TOOK CTL OF THE ACFT, HE TOOK NOTE THAT THE 
FO HAD CHARTS IN HIS LAP AND WAS DOING HIS CHART REVISION, AND HAD 
NOT BEEN MONITORING THE ACFT AND WAS UNAWARE THAT HE LET THE AIRSPD 
DETERIORATE. THE FLT PROCEEDED SAFELY TO THE DEST CITY AND THERE WAS 
NO FURTHER INCIDENT. 

Synopsis 

CRJ700 FLIGHT CREW IS JARRED FROM THEIR REVERIE AT FL370 BY THE 
AUTOPILOT DISENGAGING AND THE STICK SHAKER COMING ON. 

  



 

ACN: 812515 

Time / Day 

Date : 200811 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : CLE.Airport 
State Reference : OH 
Altitude.MSL.Single Value : 19000 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.ARTCC : ZOB.ARTCC 
Operator.Common Carrier : Air Carrier 
Make Model Name : CRJ 900 (all) Canadair Regional Jet 900 
Operating Under FAR Part : Part 121 
Flight Phase.Cruise : Level 

Component : 1 

Aircraft Component : FMS/FMC 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Observation : Company Check Pilot 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 812515 

Person : 2 

Affiliation.Government : FAA 
Function.Controller : Radar 

Events 

Anomaly.Altitude Deviation : Crossing Restriction Not Met 
Anomaly.Non Adherence : Clearance 
Independent Detector.Other.ControllerA : 2 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Detected After The Fact 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 



CTR GAVE US A XING RESTR. WE WERE AT FL190, CLRED TO CROSS 15 MI OUR 
SIDE OF ABC INTXN AT 10000 FT. LINE CHK AIRMAN WAS PF IN THE R SEAT. CAPT 
WAS TRYING TO GET CAUGHT UP ON DUTIES IN PREPARATION FOR ARR AT ZZZ. 
CAPT ENTERED 10000 FT INTO FMS, BUT AT ABC INTXN, NOT 15 MI OUT. LINE 
CHK AIRMAN DID NOT CATCH MISTAKE. ATC ASKED CREW IF ABLE TO MAKE XING 
RESTR, AT WHICH POINT A SOMEWHAT RAPID DSCNT WAS COMMENCED. ACFT 
WAS PASSING THROUGH ABOUT 12000 FT AT THE 15 MI POINT, AND LEVELED 
OFF APPROX 12 MI FROM ABC INTXN. ATC WAS ASKED IF THERE WERE ANY 
CONFLICTS RESULTING FROM DEV, AND TOLD US THERE WERE NOT. SEVERAL 
FACTORS. BOTH PLTS WERE FATIGUED FROM A ROUGH WK OF OPERATIONAL 
EXPERIENCE. IN ADDITION, THE CAPT WAS FIGHTING A COLD. I HAD A GUT 
FEELING THAT BOTH PLTS' FATIGUE COMBINED WITH THE STRESS OF 
OPERATIONAL EXPERIENCE AND THE CAPT'S ILLNESS WOULD RESULT IN A 
ROUGH DAY. AS A RESULT, I WAS EXTRA VIGILANT THROUGHOUT THE DAY, BUT 
MISSED THE ERRONEOUS PROGRAMMING OF THE FMS. I'LL BE FOLLOWING MY 
GUT INSTINCT AND EITHER CALLING IN SICK MYSELF OR INSISTING THAT THE 
OTHER PLT DO SO IF THERE'S ANY DOUBT THAT THE FLT CAN BE COMPLETED 
WITHOUT INCIDENT. 

Synopsis 

A CAPTAIN RECEIVING CRJ-900 INITIAL OPERATING EXPERIENCE MIS-
PROGRAMMED AN ATC CROSSING RESTRICTION IN THE FMC. THE CHECK AIRMAN 
FLYING IN THE RIGHT SEAT MISSED THE ERROR SO THE AIRCRAFT WAS HIGH AT 
THE INTERSECTION. FATIGUE WAS A FACTOR. 

  



 

ACN: 812192 

Time / Day 

Date : 200811 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : B737-800 
Operating Under FAR Part : Part 121 
Flight Phase.Climbout : Takeoff 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 200 
Experience.Flight Time.Type : 7000 
ASRS Report : 812192 

Events 

Anomaly.Other Anomaly.Other  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Unable 

Assessments 

Problem Areas : Company 
Problem Areas : Flight Crew Human Performance 

Situations 

Narrative 

TRIP XXX, A 4-DAY TRIP STARTING LATE EVENING ON DAY 1 THROUGH DAY 3 
WITH ALL-NIGHTERS EACH NIGHT. THE RPT DESCRIBES START, END, AND BLOCK 
TIMES FOR EACH DAY. SAME PAIRING, RPTED MANY TIMES BEFORE OVER MANY 
MONTHS. SAME ISSUES. UNSAFE PAIRING. OPERATES EARLY OUT OF ZZZ WITH 
235 SIT IN ZZZ1 TO CIRCUMVENT ALL-NIGHT DUTY DAY RESTR IN CONTRACT. 
FINISHES WITH ALL-NIGHT FLT TO ZZZ2 -- HIGH ALT, HIGH TERRAIN ARPT WITH 
LANGUAGE BARRIER AND MULTIPLE OBSTRUCTIONS ON RWY (DOGS, RABBITS, 
BIRDS). DIVERT OPTIONS VERY LIMITED DUE TO LNDG WT RESTRS LIMITING 



FUEL LOAD AND ALTERNATES ALSO WITH MARGIN WX FORECAST. TYPICAL 
SCENARIO ON LIMITED REST LAYOVER IS 25 HRS. BODY CLOCK DRIVES 8 HRS 
SLEEP FOLLOWED BY DIFFICULTY SLEEPING FOR REST OF LAYOVER. TKOF TIME 
THE NEXT DAY IS TIME WHEN BODY IS READY TO GO BACK TO BED. ALL CREWS 
ARE FATIGUED ON RETURN WHICH IS SCHEDULED FOR AN 8 HR DAY. 
REALISTICALLY, IT IS OVER 9 HRS OF DUTY WHEN ALLOWING FOR CLEARING 
CUSTOMS IN ZZZ1 AND CHANGING PLANES TO ZZZ. CIRCADIAN RHYTHM 
DICTATES THAT MOST CREWS WILL BE FLYING FATIGUED WITH NO REM SLEEP IN 
OVER 24 HRS. DON'T FLY THIS TRIP AT THESE HRS. IF MUST BE DONE, SHOULD 
BE FLOWN AS A TURN OUT OF ZZZ1 SO NO CIRCADIAN SLEEP ISSUES. FATIGUE. 

Synopsis 

AN AIR CARRIER PILOT DESCRIBES A FOUR DAY TRIP THAT FLIES THE FIRST 
THREE DAYS AS ALL NIGHTERS AND ENDS THE FOURTH DAY WITH A LONG MULTI-
LEG DAYLIGHT FLIGHT. EXTREME FATIGUE RESULTS FROM CIRCADIAN RHYTHM 
EFFECTS AND LACK OF SLEEP. 

  



 

ACN: 812131 

Time / Day 

Date : 200811 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : ORD.Airport 
State Reference : IL 
Altitude.MSL.Single Value : 100 

Aircraft : 1 

Controlling Facilities.TRACON : C90.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : B747-400 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 240 
Experience.Flight Time.Total : 16000 
Experience.Flight Time.Type : 2500 
ASRS Report : 812131 

Events 

Anomaly.Inflight Encounter.Other  
Anomaly.Other Anomaly.Other  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Anomaly Accepted 
Resolutory Action.None Taken : Unable 

Assessments 

Problem Areas : ATC Human Performance 
Problem Areas : Airport 
Problem Areas : Environmental Factor 
Problem Areas : Flight Crew Human Performance 

Narrative 

WE WERE ENROUTE TO ORD ON A FERRY FLIGHT AFTER A MILITARY CHARTER 
FROM EUROPE. WE HAD BEEN AWAKE (EXCEPT FOR CREW REST BREAKS) FOR 
ABOUT 18 HOURS AT THE TIME OF LANDING. FATIGUE WAS DEFINITELY AN ISSUE 
IN THIS INCIDENT. ORD WAS REPORTING STRONG, GUSTY CROSSWINDS OF 190 
DEGREES AT 17 KTS GUSTING TO 25 KTS AND WE WERE ASSIGNED RUNWAY 27L. 
I WAS VERY CONCERNED ABOUT LANDING ON RUNWAY 27L WITH SUCH STRONG 
CROSSWINDS WITH A FATIGUED CREW AND A SHORT RUNWAY. I TOLD THE 



CONTROLLER THAT WE WOULD REQUIRE RUNWAY 22R, WHICH WAS ALSO IN USE 
FOR LANDING, FOR OPERATIONAL REASONS. MY REQUEST WAS SUMMARILY 
DENIED DUE TO TRAFFIC. THE CONTROLLER STATED, 'WE WON'T BE ABLE TO DO 
THAT.' I ASKED WHY, AND IF RUNWAY 22R WAS NOW CLOSED. THE ANSWER WAS 
THAT IT WAS OPEN BUT BECAUSE WE COULD NOT DO LAHSO ON RUNWAY 22R HE 
WOULD NOT APPROVE IT. IT SEEMED THAT WE WERE BEING PENALIZED FOR OUR 
INABILITY TO CONDUCT LAHSO. I WAS TOO TIRED AND FRUSTRATED BY THIS 
POINT TO GET INTO A BIG ARGUMENT WITH ATC. I WAS CLEARLY AWARE THAT I 
COULD HAVE EXERCISED MY EMERGENCY AUTHORITY, BUT CHOSE NOT TO DO 
SO. WE LANDED ON RUNWAY 27L IN DIRECT CROSSWINDS GUSTING TO 28 KTS, 
48 KTS ON FINAL. SAFETY WAS DEFINITELY DEGRADED BY ATC NOT BEING ABLE 
TO GRANT OUR REQUEST. I UNDERSTAND THAT WE CANNOT ALWAYS GET WHAT 
WE WOULD LIKE, BUT IN THIS CASE, SAFETY WAS CLEARLY DEGRADED BY THE 
CONTROLLER'S LACK OF FLEXIBILITY. NEXT TIME, I AM GOING TO INSIST ON 
OPERATING THE FLIGHT AS I SEE FIT IN ACCORDANCE WITH FAR 91.3 AND NOT 
LET ATC OR ANYONE ELSE DEGRADE OUR LEVEL OF SAFETY WHEN I HAVE 
LEGITIMATE SAFETY CONCERNS. O'HARE'S CAPACITY PROBLEM SHOULD NOT BE 
SOLVED BY REDUCING THE LEVEL OF SAFETY TO AN UNACCEPTABLE LEVEL, AS 
WAS DONE IN THIS CASE. 

Synopsis 

FACED WITH STRONG GUSTING CROSSWINDS TO A SHORT RUNWAY, THE 
FATIGUED FLIGHT CREW OF A B747-400 IS REFUSED THEIR DESIRED LANDING 
RUNWAY AT ORD. 

  



 

ACN: 811593 

Time / Day 

Date : 200811 
Local Time Of Day : 0001 To 0600 

Place 

Locale Reference.Airport : DEN.Airport 
State Reference : CO 
Altitude.AGL.Single Value : 0 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.Tower : DEN.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : Widebody Transport 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Taxi 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
Experience.Flight Time.Last 90 Days : 117 
Experience.Flight Time.Total : 2450 
Experience.Flight Time.Type : 478 
ASRS Report : 811593 

Events 

Anomaly.Incursion : Taxiway 
Anomaly.Non Adherence : Clearance 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Controller : Issued Advisory 
Consequence.FAA : Reviewed Incident With Flight Crew 

Assessments 

Problem Areas : Chart Or Publication 
Problem Areas : Flight Crew Human Performance 

Situations 

Publication : DEN ARPT DIAGRAM CHART 

Narrative 

AFTER LNDG ON DEN RWY 35L WE EXITED THE RWY ON TXWY M6. TWR CLRED US 
TO TAXI 'M, SC, TO THE RAMP WITH ME, CONTACT CITY RAMP ON SC.' CAPT 



MANEUVERED THE ACFT TO JOIN TXWY M AND TAXI SBOUND. I COMPLETED THE 
AFTER LNDG CHKLIST AND CONTACTED THE CARGO RAMP AS REQUESTED 
DURING THE IN-RANGE CALL. AFTER COMPLETING THE CALL I AGAIN REVIEWED 
THE ARPT DIAGRAM TO ENSURE WE WERE FOLLOWING OUR TAXI INSTRUCTIONS. 
IT WAS DURING THIS REVIEW THAT I NOTICED THE NOTE 'THERE IS 
INSUFFICIENT TWY CORNER FILLET PAVEMENT IN THE SE CORNER OF TXWYS M 
AND M2 INTXN FOR ACFT WITH WINGSPAN OVER 107 FT.' I MENTIONED THE 
NOTE TO THE CAPT, BY THIS TIME WE WERE APCHING TXWY EA WHICH IS THE 
LAST AVAILABLE TURNOFF PRIOR TO THE INTXN MENTIONED IN THE NOTE 
ABOVE. I TRIED TO CONTACT THE TWR AS THE CAPT SLOWED THE ACFT. MY 
FIRST XMISSION WENT OUT OVER THE RAMP FREQ, AS I HAD NOT SWITCHED 
BACK TO VHF 1 AFTER I HAD MADE THE ON DECK CALL. AFTER I REALIZED MY 
MISTAKE I SWITCHED BACK TO RADIO #1 AND ASKED THE TWR ABOUT THE 
NOTE. THEY DIDN'T KNOW WHAT WE WERE TALKING ABOUT AND ASKED WHERE 
WE HAD GOTTEN OUR INFO. I REPLIED THAT THE NOTE WAS ON OUR GND CHART. 
TWR EXPLAINED TO US THAT THE NOTE ONLY APPLIED TO ACFT EXITING RWY 35L 
ON M2 AND THEN TURNING SBOUND ON TXWY M (THIS INFO IS NOT LISTED ON 
THE ARPT DIAGRAM). DURING THIS CONVERSATION WE HAD BEGUN TO 
MANEUVER THE ACFT ONTO TXWY EA TO MEET THE CLRNC WE 'EXPECTED' TO 
RECEIVE FROM TWR. THE TWR THEN XMITTED 'NEXT TIME CHK WITH ME BEFORE 
YOU DEVIATE FROM YOUR CLRED TAXI RTE.' UH OH. IT CERTAINLY WAS NEVER 
OUR INTENTION TO DEVIATE FROM THE CORRECT TAXI ROUTING. EVEN WITH THE 
BEST OF INTENTIONS WE FOUND OURSELVES IN THIS PREDICAMENT. LESSONS 
LEARNED: 1) WHEN YOU WORK FLYING FREIGHT FATIGUE IS ALWAYS A FACTOR. 
IT WAS THE LAST PORTION OF OUR FIRST NIGHT OF A WEEK OF HUB TURNS. 
EARLY AM LCL. WE WERE SAFE. WE WERE LEGAL. WE WERE TIRED. 2) IF IN 
DOUBT ABOUT TAXI INSTRUCTIONS SAY THE WORD 'STOP.' SUGGESTION: 1) THE 
NOTE ON THE COMMERCIAL CHART IS CONFUSING. THE NOTE SHOULD BE 
DELETED OR CORRECTED TO REFLECT ATC'S INTENTIONS. 

Synopsis 

A CARGO PILOT NOTES THAT THE DEN AIRPORT DIAGRAM CONSTRAINT FOR 
AIRCRAFT TURNING AT TAXIWAYS M AND M2 IS MISLEADING AND ONLY APPLIES 
TO AIRCRAFT EXITING RWY 17R/35L ON M2. 

  



 

ACN: 810357 

Time / Day 

Date : 200810 
Local Time Of Day : 0001 To 0600 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Single Value : 0 

Environment 

Weather Elements : Turbulence 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : B737-300 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Preflight 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 150 
Experience.Flight Time.Total : 7400 
Experience.Flight Time.Type : 1300 
ASRS Report : 810357 

Events 

Anomaly.Other Anomaly.Other  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Anomaly Accepted 

Assessments 

Problem Areas : Company 
Problem Areas : Flight Crew Human Performance 

Narrative 

MY REASON FOR CALLING IN FATIGUED DUE TO THE FACT THAT I AM UNDER 
HIGH STRESS AND ANXIETY OVER LOSING MY JOB AGAIN. I WAKE UP SEVERAL 
TIMES IN THE NIGHT IN A PANIC OVER HOW TO PAY MY MORTGAGE, MY BILLS, 
AND FEED MY FAMILY. MY HUSBAND IS NOT MAKING MUCH MONEY (STAY AT 
HOME DAD), AND I AM TO THE POINT WHERE I ALMOST DO NOT SLEEP AT ALL. 
THE FIRST DAY OF THIS, WE FLEW 9 HRS 24 MINS. WE DID HAVE ADEQUATE 
REST AFTER THAT, BUT WITH MY CONSTANT WAKING I WAS NOT ABLE TO CATCH 
UP. LAST NIGHT WE FINISHED THIS AT XA18. I WAS THEN CALLED FOR AN XN20 
SHOW TIME FOR ANOTHER 2 DAY THE SAME DAY. AT XA20, I MISSED THE LAST 
PEOPLE MOVER WHILE I WAS SECURING THE ACFT FOR THE NIGHT. THE CAPT 



AND I WERE TIRED AS WE WALKED AWAY FROM THE ACFT, AND SUDDENLY I 
REALIZED WE HAD NOT TURNED OFF THE BATTERY. SO I RAN BACK TO THE PLANE 
TO TURN OFF THE BATTERY. THEN IT TOOK AWHILE FOR ME TO FIND SOMEONE 
TO DRIVE ME TO THE MAIN TERMINAL. ONCE I FINALLY GOT TO THE MAIN 
TERMINAL, I FOUND THAT THE EMPLOYEE BUSSES WERE RUNNING LESS 
FREQUENTLY AT NIGHT TO SAVE FUEL. I ARRIVED AT MY CAR AT XB30. BECAUSE 
WE HAVE SOLD OUR GOOD CARS TO SAVE MONEY, I NOW ONLY HAVE AN OLD 
SEDAN AND AT THE EMPLOYEE LOT I FOUND MY CAR WOULD NOT START. NOW I 
HAD TO CALL A B767 CAPT FRIEND TO COME AND START MY CAR. I HAD A 
SPLITTING HEADACHE AND I NEVER GET HEADACHES, PLUS I HAD 4 LITERS OF 
WATER IN THE PAST 7 HRS SO I DIDN'T THINK I WAS DEHYDRATED. MY CAPT 
FRIEND THOUGHT I WAS PROBABLY EXPERIENCING THE EARLY SIGNS OF 
FATIGUE. I FINALLY GOT HOME AROUND XD15 AND I KNEW THAT WITH TFC THE 
FOLLOWING DAY I WOULD ONLY GET 4-5 HRS OF SLEEP IF I WERE TO FLY THE 
NEXT IDENT. WHEN I GOT HOME I SAW SEVERAL AVAILABLE RESERVES SO I 
CALLED SCHEDULING AND SAID THAT IT WOULD BE A SMARTER IDEA IF I CALLED 
IN FATIGUED DUE TO HOW I WAS FEELING. IT WAS THE RIGHT DECISION 
BECAUSE I COULD NOT GET TO SLEEP UNTIL AFTER XE00. MY HUSBAND WOKE ME 
AT XG30, 2 HRS BEYOND WHAT I WOULD HAVE HAD TO FLY THE NEXT. I WAS SO 
TIRED ALL DAY LONG AND REALLY UNFIT TO FLY AN AIRPLANE. IN 20 YRS OF 
FLYING, I HAVE NEVER FELT THIS WORRIED, STRESSED, TIRED, AND WORRIED 
(TWICE ON PURPOSE). THE SCHEDULER LAST NIGHT UNDERSTOOD THIS AND 
WAS SO KIND TO ME. I REALLY WISH I HAD KEPT HIS NAME! 

Synopsis 

B737 FIRST OFFICER REPORTS FATIGUE DUE TO DEMANDING SCHEDULE AND 
LACK OF SLEEP OVER IMPENDING FURLOUGH. DECLINES NEXT TRIP. 

  



 

ACN: 810206 

Time / Day 

Date : 200810 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : SFO.Airport 
State Reference : CA 

Environment 

Flight Conditions : IMC 

Aircraft : 1 

Controlling Facilities.ARTCC : ZOA.ARTCC 
Controlling Facilities.TRACON : NCT.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : B747-400 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 
Route In Use.Arrival.Other  

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 240 
Experience.Flight Time.Type : 2500 
ASRS Report : 810206 

Events 

Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Controller : Issued New Clearance 

Assessments 

Problem Areas : ATC Human Performance 
Problem Areas : Chart Or Publication 
Problem Areas : Company 
Problem Areas : Flight Crew Human Performance 

Narrative 

WE WERE CLRED FOR THE PACIFIC ONE TA. SWITCHED OVER TO NORCAL APCH. 
CTLR ASKED US IF WE WERE AT 220 KTS. I SAID NO. HE ACTED LIKE WE SHOULD 
HAVE BEEN. I ADVISED HIM IT WASN'T IN OUR CLRNC BUT SAID WE COULD SLOW 
IF NEEDED. HE SAID OK. THE TAILORED ARRS CAUSE ME SOME CONCERN. THEY 
ARE ABOUT THE MOST COMPLICATED ARRS WE PERFORM, YET WE DO NOT HAVE 



ACCESS TO A PRINTED CHART. THERE ARE NUMEROUS ABOVE AND BELOW XING 
AND SPD RESTRS. IT SHOULD NOT BE DONE WITHOUT A CHART. CREWS GETTING 
THIS ARR ARE TIRED, HAVING FLOWN ALL NIGHT. THERE IS BIG PROBABILITY OF 
MAKING AN ERROR WITHOUT BEING ABLE TO SEE THE CHART. TO ME IT IS AS 
COMPLICATED AS THE LAX CIVET ARR. NONE OF US WOULD DREAM OF 
PERFORMING THAT ONE WITHOUT A CHART. WHY DO WE DO THE TA WITHOUT 
ONE. I WAS ON MY BREAK WHEN THE RELIEF PLTS ACCEPTED THE TA. I WOULD 
HAVE DECLINED IT HAD I BEEN ON THE FLT DECK. ALSO, WE GOT A CHANGE OF 
APCH (RWY 28R FROM RWY 28L ILS) DURING THE TA. THERE IS NO EASY WAY TO 
REINSTALL THE APCH WITHOUT LOSING THE ENTIRE TA ROUTING. I THINK IT'S 
FOOLHARDY TO BE REPROGRAMMING THIS COMPLEX ARR BELOW FL180, 
ESPECIALLY WITHOUT BENEFIT OF A CHART OR HAVING IT LINE-SELECTABLE IN 
THE FMC. THIS PROC IS A PLT DEVIATION, OR WORSE, WAITING TO HAPPEN. I 
WILL NOT ACCEPT ANOTHER TA UNTIL IT IS CHARTED AND/OR LOADED INTO THE 
DATABASE. CALLBACK CONVERSATION WITH RPTR REVEALED THE FOLLOWING 
INFO: REPORTER STATES THE PROCEDURE IS UNCHARTED. THE CREWS ARE 
SUPPOSED TO REQUEST THE ARRIVAL AND ONCE APPROVED IT IS SENT TO THEM 
VIA DATALINK AND THEY SUBSEQUENTLY UPLOAD TO THE FMC. VECTORS OFF 
THE ARRIVAL AND BACK ON CAUSE CONFUSION AS WELL AS APPROACH CHANGES 
THAT CAUSE THE ROUTING TO DROP FROM THEIR FMC. REPORTER IS HIGHLY 
CONCERNED WITH THE ISSUANCE OF THIS ARRIVAL TO FATIGUED CREWS. 

Synopsis 

B747-400 CAPT DESCRIBES THE DIFFICULTIES IN EXECUTING THE 'PACIFIC ONE' 
A NON-CHARTED ARRIVAL WITH VARIOUS RESTRICTIONS. 

  



 

ACN: 809932 

Time / Day 

Date : 200810 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : SEA.Airport 
State Reference : WA 
Altitude.MSL.Bound Upper : 7000 

Environment 

Flight Conditions : IMC 

Aircraft : 1 

Controlling Facilities.TRACON : S46.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : Commercial Fixed Wing 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 809932 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : Commercial 
ASRS Report : 809931 

Events 

Anomaly.Non Adherence : Clearance 
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.None Taken : Detected After The Fact 

Assessments 

Problem Areas : ATC Human Performance 
Problem Areas : Flight Crew Human Performance 

Narrative 

WE WERE IN THE MIDDLE OF OUR LAST DAY OF 6 DAYS. WE WERE DOING OUR 
SECOND CAT III APCH. UPON OUR DSCNT TO OLYMPIA VOR, BRIEFED THE APCH 
FOR RWY 16C CAT III. AFTER THE BRIEFING AND CONFIRMATION OF SAME 



MISSED APCH IN THE FMS AS ON THE CHART, WE DELETED EOA'S. I THEN CALLED 
FOR DSCNT CHKLIST. UPON ARR AT OLYMPIA, WE WERE SWITCHED TO INITIAL 
APCH CTLR, CHKED IN. AFTER TURNING TO A 340 DEG HDG AT FOURT INTXN, WE 
WERE GIVEN A DSCNT TO 7000 FT. AFTER 10000 FT CHIME, I ASKED FO FOR 
APCH CHKLIST. THIS IS EARLIER THAN I USUALLY ASK, BUT I WAS ANTICIPATING 
OUR WORKLOAD TO BE INCREASING DUE TO WX MINIMUMS, TYPE OF APCH TO BE 
COMPLETED, AND WANTED THE FLT ATTENDANTS TO BE SEATED. ALSO DURING 
THIS TIME, WE OBSERVED INITIAL APCH CTLR SLOWING MANY ACFT DOWN, 
WHICH IS TO BE EXPECTED REGARDING THE WX. WE BELIEVED OUR ESTIMATED 
TIME OF ARR TO BE LATER THAN WE TOLD SEA OPS, SO I ASKED FO TO UPDATE 
OUR TIME WITH SEA OPS. I THEN HAD #1 COM AS FO WAS TALKING TO 
COMPANY. DURING THAT TIME WE WERE SWITCHED TO FINAL APCH CTLR. HE 
TOLD US TO EXPECT RWY 16L. FO CAME BACK FROM CALLING COMPANY. I 
INFORMED HIM OF THE RWY SWITCH. I BRIEFED RWY 16L QUICKLY. I BELIEVE WE 
WERE THEN TURNED ONTO BASE. FO WAS BUSY CHANGING THE FMS TO SHOW 
RWY 16L WAYPOINTS AND CONFIRMING WITH ME THINGS WERE CORRECT, PFD'S 
MDA WERE FOR RWY 16L, MISSED APCH MATCHED, EOA DELETED. FO THEN 
CROSSFILLED TO MY FMS. DURING OUR BASE TURN, I DISENGAGED THE 
AUTOPLT, BEGAN TO HAND FLY. I OBSERVED FO CHANGING THE FREQS IN ALL 
NAVS. BY THEN WE WERE GIVEN A HDG TO INTERCEPT FINAL. I BELIEVE OUR POS 
WAS OUTSIDE MGNUM. I WAS FOCUSED ON HUD, MAP DISPLAY AND TCAS 
TARGETS TO MAKE SURE I MAINTAINED DISTANCE I NEEDED. I THINK ABOUT 8-
10 MI OUT, APCH ASKED US TO SWITCH TO TWR AT DGLAS. I REMEMBER 
THINKING THAT WAS BAD AS WE WERE GOING TO BE BUSY WITH THE CALLS WE 
HAD TO MAKE AND STILL HAD 2-3 MI TO GO. I WAS CONCERNED WE MIGHT 
FORGOT TO SWITCH TO TWR. I DID HEAR THE THINGS I NEEDED TO HEAR TO 
CONTINUE THE APCH. FO CONTACTED TWR AT DGLAS, TWR CLRED US TO LAND. I 
DON'T RECALL WHAT RWY TWR SAID. I WASN'T CONCERNED EITHER BECAUSE 
THE MAP SHOWED US AT THE WAYPOINT, AND MY HGS WAS GOOD. FO MADE ALL 
CALLOUTS AT FAF, AIII SELECTED, 500 FT TO GO, 100 FT TO GO. I HAD THE APCH 
LIGHTS AND RWY EARLIER THAN MINIMUMS, SAID AS SUCH AND LANDED. TWR 
THEN INSTRUCTED US TO CROSS RWY 16L AT TXWY M, CONTACT GND. FO READ 
BACK, WE DID AS INSTRUCTED. AFTER WE WERE CLR OF RWYS, WE LOOKED AT 
EACH OTHER AND CONFUSION ENSUED. WE TAXIED, PARKED THE AIRPLANE, 
COMPLETED ALL APPROPRIATE CHKLISTS, AND TRIED TO FIGURE OUT WHAT JUST 
HAPPENED. NAV FREQS WERE TUNED INTO BOTH LOCS, RWY 16C WAS ON THE 
ACTIVES, RWY 16L WAS ON STANDBY ON ALL 3 NAVS. FMS HAD RWY 16L APCH. I 
REALLY AM NOT SURE IF I LANDED ON THE WRONG RWY, OR ACCEPTED CLRNC 
TO LAND ON RWY 16L BUT TWR REALLY MEANT FOR US TO LAND ON RWY 16C. 
APCH AND TWR NEVER INDICATED WE DID ANYTHING WRONG. IT WAS BUSINESS 
AS USUAL. THERE ARE SO MANY THINGS I HAVE LEARNED FROM THIS ONE APCH. 
I SHOULD HAVE NOT BEEN HAND FLYING WITH THE WORKLOAD SO HIGH ON FO. 
I SHOULD HAVE RE-ENGAGED AUTOPLT UNTIL ALL FLT DECK DUTIES WERE 
ACCOMPLISHED. I SHOULD HAVE ASKED FOR ANOTHER APCH CHKLIST TO HAVE 
BEEN COMPLETED, WE WOULD HAVE CAUGHT THE RWY 16L LOC WAS IN THE 
STANDBY MODE ON NAV RECEIVERS. I SHOULD HAVE ASKED FOR DELAY 
VECTORS UNTIL WE WERE CAUGHT UP WITH FLT DECK RESPONSIBILITIES. 
FACTORS THAT HELP THESE CHEESE HOLES LINE UP: FATIGUE. 6 DAYS 
STRAIGHT, EARLY MORNING SHOWS, 6 LEGS ON LAST DAY. WX REQUIRING 
APCHS TO RIGHT ABOVE MINIMUMS AT BOTH ARPTS. MY PREDISPOSITION ON 
HEARING WHAT I NEED TO HEAR, NOT ACTUALLY LISTENING TO WHAT IS SAID. 
MY EXPECTATIONS OF ALWAYS GOING TO RWY 16C ON A CAT III. IN MY 
RECOLLECTIONS, I HAVE ONLY LANDED ON RWY 16L IN VISUAL CONDITIONS OR 



IN THE SIMULATOR, MY EXPECTATIONS THAT APCH AND TWR WILL NOTIFY ME IF 
I AM LINED UP ON THE WRONG APCH. SELF INDUCED PRESSURE OF BEING LATE 
AND TRYING TO MAKE UP TIME. THE LEGS REPEATED BTWN THE SAME CITY 
PAIRS, I BELIEVE, RESULTS IN COMPLACENCY. HAVING TOO MUCH OF A TUNNEL 
VISION NATURE WHEN FATIGUED. I, LIKE FO, SINCERELY HOPE WE DID NOT 
LAND ON THE WRONG RWY. I HOPE THE CONFUSION WAS THE RESULT OF 
SEATTLE USING BOTH RWYS FOR LNDG, ISSUING INSTRUCTIONS FOR DIFFERENT 
AIRPLANES, AND THEY MEANT US FOR RWY 16C. IT SEEMS THIS WAS THE 
SCENARIO SINCE NEITHER APCH NOR TWR NOTIFIED US OF BEING W OF 
COURSE, AND TREATED US AFTER WE LANDED LIKE NORMAL. 

Synopsis 

FLIGHT CREW REPORTS POSSIBLY LANDING ON WRONG RUNWAY DURING CAT III 
AT SEA. 

  



 

ACN: 809746 

Time / Day 

Date : 200810 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 9000 

Environment 

Flight Conditions : IMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.TRACON : ZZZ.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : B717 (Formerly MD-95) 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 

Component : 1 

Aircraft Component : Altimeter 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 809746 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Altitude Deviation : Overshoot 
Anomaly.Non Adherence : Clearance 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Returned To Assigned Altitude 

Assessments 

Problem Areas : ATC Human Performance 
Problem Areas : Company 
Problem Areas : Flight Crew Human Performance 

Narrative 

LEVELING AT 9000 FT, ATC INSTRUCTED US TO SLOW TO 180 KTS. WE EXTENDED 
THE SLATS ONLY TO FIND WE HAD NOT DONE THE IN-RANGE CHKLIST AND, 



THUS, HAD AN INACCURATE ALTIMETER SETTING. THE CORRECT ALTIMETER WAS 
30.37 AND WE STILL HAD 29.92 SET. WE HAD BEEN GIVEN SEVERAL ALT 
ASSIGNMENTS AND HAD PROBABLY LEVELED OFF SEVERAL HUNDRED FT OFF ON 
EACH WHILE DSNDING. ATC DID NOT CALL US ON ANY OF THEM OR GIVE US A 
NUMBER TO CALL AND, AS FAR AS WE COULD TELL, NO CONFLICTS PRESENTED. 
WE DIDN'T GET ANY TCAS ALERTS ON ANY OTHER TFC. EVENT OCCURRED FOR 
SEVERAL REASONS. BOTH PLTS WERE ON THE LAST DAY OF A 4 DAY TRIP WITH 
AN EARLY WAKE-UP, DESPITE THE FACT THAT THE FIRST DAY SHOW TIME HAD 
BEEN LATE AFTERNOON. SO THERE WAS A DISRUPTION OF CIRCADIAN RHYTHM. I 
COULD NOT GET TO SLEEP THE NIGHT BEFORE (ESPECIALLY SINCE OUR DUTY-
OFF TIME THE FIRST NIGHT OF THE TRIP HAD BEEN VERY LATE!), SO I HAD LESS 
THAN 8 HRS REST, BUT DID NOT FEEL FATIGUED PRIOR TO THE FLT. ALSO, ATC 
WAS EVIDENTLY TRAINING NEW CTLRS AND THERE WERE EXCESSIVE (I FEEL) 
SPD ADJUSTMENTS, CHANGES OF ALT, AND HDG CHANGES, CAUSING TASK 
SATURATION. WE FORGOT TO DO THE IN-RANGE CHKLIST, AND TO RESET THE 
ALTIMETERS UNTIL PASSING THROUGH 10000 FT MSL. SCHEDULING COULD HELP 
BY NOT CONSTRUCTING PAIRINGS THAT CHK IN THE FIRST DAY IN THE LATE 
AFTERNOON, AND THE LAST DAY VERY EARLY. WE (PLTS) NEED TO BE MORE 
PROACTIVE ABOUT GETTING THE IN-RANGE AS SOON AS WE PASS FL180 ON THE 
DSCNT. WE ALSO NEED TO BE COGNIZANT THAT ATC IS DOING A LOT OF 
TRAINING. 

Synopsis 

B717-200 FLIGHT CREW FAILS TO PERFORM APPROACH-DESCENT CHECKLIST AND 
LEVEL OFF LOW DUE TO MIS-SET ALTIMETER. 

  



 

ACN: 809002 

Time / Day 

Date : 200810 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Intersection : CAMRN 
State Reference : NY 
Altitude.MSL.Bound Lower : 11700 
Altitude.MSL.Bound Upper : 11000 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.TRACON : N90.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : Regional Jet 200 ER&LR 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Intermediate Altitude 
Route In Use.Enroute.Airway : V44.Airway 

Component : 1 

Aircraft Component : FMS/FMC 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Experience.Flight Time.Last 90 Days : 150 
Experience.Flight Time.Total : 5700 
Experience.Flight Time.Type : 4000 
ASRS Report : 809002 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Altitude Deviation : Crossing Restriction Not Met 
Anomaly.Altitude Deviation : Undershoot 
Anomaly.Non Adherence : Clearance 
Anomaly.Other Anomaly : Speed Deviation 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Unable 

Assessments 



Problem Areas : Aircraft 
Problem Areas : Flight Crew Human Performance 

Narrative 

I WAS PART OF A CREW WHICH MAY HAVE MISSED AN ASSIGNED XING RESTR 
WHILE DSNDING INTO JFK. THE ADVENTURE STARTED BACK IN ORD WHERE I 
WAS ASSIGNED TO ACT AS SIC FOR A JUNIOR CAPT FOR 4 LEGS AND A 
DEADHEAD. I WAS TIRED AS I HAD LESS THAN THE SLEEP I WAS USED TO DUE IN 
PART TO BEING GIVEN AN EARLY SHOW AND MY INTERNAL CLOCK WAS STILL ON 
PDT TIME. I FELT OK WITH THE ASSIGNMENT BECAUSE THE ACFT WAS A -700 
SERIES NICER THAN THE -200 I HAD JUST BEEN FLYING, AND AFTER ALL, I WAS 
ONLY ACTING AS FO! 2 THINGS I DIDN'T KNOW: FIRST, THE OTHER CAPT HAD 
BEEN OFF LINE FOR 3 WKS FOR AN INVESTIGATION INTO A HARROWING NEAR 
MISS/RWY INCURSION IN ZZZ IN THE PREVIOUS MONTH. HE WAS RETURNED TO 
THE LINE AFTER IT WAS PRELIMINARILY DETERMINED THAT HE, AS PIC, HAD 
ACTED APPROPRIATELY IN THE INCIDENT, BUT HE WAS STILL A BIT SHOOK UP! 
SECOND, THE FMS WAS MEL'ED. BEFORE DEPARTING ORD WE DID BRIEF THE MEL 
AND HOW WE WOULD BE NAVIGATING BY GREEN NEEDLES BUT HE WAS NOT 
OVERLY CONCERNED AND NOR WAS I BECAUSE WE REVIEWED THE RTE AND IT 
WAS FAIRLY SIMPLE AIRWAY NAV. THE FIRST SIGN OF TROUBLE WAS WHEN WE 
PASSED THE FIRST VOR AND HE MISSED THE TURN AS THE ACFT WAS IN HDG 
MODE AND HE FAILED TO SELECT THE CORRECT OUTBOUND HDG. I WAS OK WITH 
USING HDG MODE BECAUSE THE VOR NEEDLES WERE JUMPING AROUND A LOT 
AND THE PLANE WAS CONSTANTLY TURNING BACK AND FORTH WHEN WE TRIED 
NAV MODE. WHEN I TOLD HIM WE NEEDED TO TURN TO INTERCEPT THE 
OUTBOUND RADIAL HE REVIEWED THE MAP FOR A MOMENT AND FINALLY 
AGREED. AS HE WAS TURNING TO REJOIN THE AIRWAY, ATC ASKED US ABOUT 
OUR COURSE! WE EXPLAINED THAT WE WERE TURNING TO REJOIN THE AIRWAY. 
THE CTLR WAS NICE ABOUT IT AND GAVE US A HDG FOR MDT. THAT LEG 
CONCLUDED WITHOUT FURTHER EVENT, BUT I NOTICED THAT THE OTHER CAPT 
SEEMED JUST A BIT BEHIND THE CURVE. WE HAD A BIT OF DIFFICULTY GETTING 
A CLRNC THAT WAS CONSISTENT WITH OUR EQUIP SUFFIX, IN FACT, ALL DAY 
CTLRS AND CLRNC DELIVERY KEPT GIVING US RNAV DEPS AND ARRS DESPITE 
HOW WE WERE FILED. ONCE THE RTE WAS CLRED UP WE BRIEFED IT AND HOW 
WE WERE GOING TO ESTABLISH OUR NAV. I FLEW THIS LEG AND IT WENT FAIRLY 
SMOOTHLY, THE DETAILED PRE-BRIEF AND KEEPING SPD BACK A BIT (UNDER 300 
KTS IN CRUISE) HELPED OUT. THE THIRD LEG UP TO JFK WHERE THE POSSIBLE 
MISSED RESTR XING OCCURRED ALSO TOOK A BIT OF BACK AND FORTH WITH 
CLRNC TO GET A NAVIGABLE RTE. THE FLT WENT MUCH BETTER THAN THE FIRST 
LEG, AND WE WERE GIVEN DIRECT ACY ON COURSE. WHEN WE WERE NEARING 
PANZE, ZNY SAID SOMETHING LIKE, 'I SHOW YOU OFF THE AIRWAY, ARE YOU 
DIRECT CAMRN NOW?' I REPLIED THAT WE WERE ON V229 JUST ABOUT TO TURN 
TOWARD CAMRN. NEW YORK THEN CLRED US TO CROSS CAMRN AT 11000 FT AND 
250 KTS. I QUICKLY CALCULATED 17000 FT TO 11000 FT WOULD REQUIRE 
APPROX 18 NM TO DSND AND ADDED IT TO THE DME OF CAMRN AND 
CALCULATED THAT WE SHOULD START DOWN AT 71 NM OFF DPK WHICH WAS 
COMING UP QUICK AS WE WERE DOING 330 KTS. I CAUTIONED THE OTHER CAPT 
THAT WE NEEDED TO START DOWN SOON. HE WAS NEGOTIATING THE TURN 
OVER KARRS TURNING TOWARD CAMRN, AGAIN I STATED WE NEEDED TO DSND. 
I MAY HAVE SAID IT FOR A 3RD TIME WHEN HE GOT THE PICTURE AND HE 
IMMEDIATELY INITIATED A SWIFT DSCNT, WENT TO FLT IDLE, AND DEPLOYED 
THE FLT SPOILERS. BASED ON MY VOR WE MAY HAVE MISSED THE ALT BY ABOUT 
700 FT AND DID NOT SLOW TO 250 KTS UNTIL WE LEVELED OFF ON THE DPK 



SIDE OF CAMRN. FROM THIS POINT THE FLT CONTINUED WITHOUT FURTHER 
EVENT TO JFK. SUMMARIZING THE MAIN REASON WE MAY HAVE ISSUED THE 
XING RESTR, THE PIC WAS PREOCCUPIED WITH NAVIGATING USING GREEN 
NEEDLES AND LOST THE BIG PICTURE ON THE XING RESTR. CONTRIBUTING 
FACTORS WERE AIRSPEED AND THE CONFUSION ASSOCIATED WITH CONCERN 
ABOUT THE EARLIER CALL ABOUT NOT BEING ON THE AIRWAY. ADDITIONALLY 
BEING OUT OF THE ACFT FOR 3 WKS AND ANY ASSOCIATED STRESS FROM THE 
RWY INCURSION MAY HAVE INCREASED HIS APPREHENSION. PERSONALLY IT WAS 
DEMANDING DUTY FLYING THAT ACFT IN THAT AIRSPACE IN GREEN NEEDLES AS 
WELL AS BEING TIRED FROM PREVIOUS DUTY. AT THE TIME I WAS A LITTLE 
ANGRY THAT I HAD BEEN IGNORED AFTER FIGURING OUT A SUITABLE DSCNT 
POINT. IN HINDSIGHT I SHOULD HAVE BEEN MORE ASSERTIVE WHEN HE DID NOT 
INITIATE THE DSCNT. ADDITIONALLY I COULD HAVE ASKED APCH FOR RELIEF ON 
THE ALT OR FOR A TURN. 

Synopsis 

CL60 FLT CREW FAILS TO COMPLY WITH CROSSING RESTRICTION ON DESCENT. 

  



 

ACN: 808334 

Time / Day 

Date : 200810 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : BUF.Airport 
State Reference : NY 
Altitude.AGL.Single Value : 0 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.Tower : BUF.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : Regional Jet CL65, Undifferentiated or Other Model 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Taxi 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : CFI 
Qualification.Pilot : Commercial 
Qualification.Pilot : Instrument 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 220 
Experience.Flight Time.Total : 2700 
Experience.Flight Time.Type : 1800 
ASRS Report : 808334 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Other Personnel.Other  

Events 

Anomaly.Ground Encounters.Other  
Resolutory Action.None Taken : Detected After The Fact 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

AT APPROX XA33 WE WERE TAXIING OUT OF GATE IN BUF UNDER MARSHALLER 
DIRECTION. WE HAD JUST COMPLETED THE AFTER START CHK. AS WE PASSED 



THROUGH THE TURN, THE MARSHALLER SUDDENLY GAVE US THE STOP SIGNAL. 
WE CAME TO AN IMMEDIATE STOP. THE MARSHALLER WAS POINTING AT THE L 
WING. THE CAPT SAID THE L WINGLET HAD MADE CONTACT WITH THE GPU PWR 
CORD HANGING OFF THE JETBRIDGE. WE IMMEDIATELY SHUT DOWN AND 
INSTRUCTED THE PAX TO REMAIN SEATED. THE CAPT WENT TO GO INSPECT IT. 
WE SAW THAT THERE APPEARED TO BE NO DAMAGE, AND ALTHOUGH THE WING 
CLRED THE JETBRIDGE IT DID NOT CLR THE PWR CORD HANGING FROM IT. THE 
CAPT INSTRUCTED THE RAMP NOT TO MOVE OR TOUCH ANYTHING, AND THEN HE 
WENT INSIDE TO MAKE PHONE CALLS AND TALK WITH SUPVRS. WHILE HE WAS 
INSIDE, THE RAMP MOVED THE JETBRIDGE AND CORD AGAINST HIS 
INSTRUCTIONS. WE PROCEEDED TO CALL ALL APPROPRIATE PARTIES. WE WERE 
INSTRUCTED THAT IF MAINT DETERMINED THE ACFT AIRWORTHY THAT WE 
SHOULD INDEED CONTINUE ON TO ZZZ. MAINT CAME SHORTLY AFTER AND 
CLRED THE WRITE-UP, WE BOARDED BACK UP, AND CONTINUED ON TO ZZZ. IN 
MY OPINION, THERE WERE A NUMBER OF CONTRIBUTING FACTORS. WE WERE 
EXTREMELY TIRED FROM OUR SHORT OVERNIGHT. ALTHOUGH IT WAS 
SCHEDULED TO BE XA26, WE DID NOT ACTUALLY GET TO THE HOTEL, SIGNED IN, 
AND RECEIVE OUR REVISED SCHEDULES VIA FAX UNTIL APPROX XA30-XB00. 
GIVING US VERY LITTLE SLEEP AFTER HURRYING TO GET DINNER. THIS 
OCCURRING AFTER HAVING TO FERRY AN ACFT WITH MAINT ISSUES. THE WHOLE 
TRIP WAS EXTREMELY STRESSFUL WITH THE NUMEROUS MAINT WRITE-UPS. WE 
ALSO RECEIVED PAPERWORK FOR THE WRONG ACFT IN BUF. WE CAUGHT THE 
MISTAKE ON THE BEFORE START CHK. AFTER BOARDING, WE WERE TRYING TO 
DO A QUICK TURN AND THIS, OF COURSE, FURTHER COMPOUNDED OUR ALREADY 
TERRIBLE DAY AND MADE US MORE DELAYED. THIS, I BELIEVE, LED US TO FEEL 
RUSHED. ANOTHER PROB WAS IT WAS A VERY CONFINED SPACE NEAR THE 
TERMINAL, AND CONGESTED WITH RAMP EQUIP. WITH SO MUCH ATTN BEING 
NEEDED TO DIFFERENT AREAS IN THE TURNING RADIUS OF THE ACFT IT WAS 
EASY TO NOT THINK TO LOOK UP AT THE WINGLET AREA WHILE TURNING AS 
THIS IS NOT AN EVERYDAY TYPE OF TURNOUT. ANOTHER PROB I THINK WAS 
THAT THERE WAS NO WING WALKER ON EITHER SIDE FURTHER INCREASING THE 
WORKLOAD ON BOTH US AND THE MARSHALLER. ALL THESE ISSUES, I BELIEVE, 
LED TO A PERFECT STORM. ALTHOUGH IT APPEARS THIS RESULTED IN A 
RELATIVE NON-EVENT WITH NO DAMAGE OR INJURIES, WE WERE ABSOLUTELY 
DEVASTATED TO THINK OF WHAT COULD HAVE HAPPENED. I KNOW I PERSONALLY 
TOOK SEVERAL IMPORTANT LESSONS FROM THIS, AND THAT I WILL BE MUCH 
QUICKER TO SPEAK UP WHEN I AM FEELING SO EXHAUSTED. I BELIEVE I SAW 
THE MARSHALLER HOLD UP THE STOP SIGNAL FIRST AND I SHOULD HAVE BEEN 
QUICKER AND HIT THE BRAKES WHILE SAYING STOP. 

Synopsis 

A CL65 FLT CREW TAXIING OUT OF THE GATE AT BUF SNAGGED THE GPU POWER 
LINE WITH A WING TIP. NO DAMAGE WAS DONE. 

  



 

ACN: 806284 

Time / Day 

Date : 200809 
Local Time Of Day : 0001 To 0600 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Single Value : 0 

Environment 

Light : Night 

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : A319 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Taxi 

Component : 1 

Aircraft Component : Generator Drive 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 180 
Experience.Flight Time.Total : 9000 
Experience.Flight Time.Type : 3000 
ASRS Report : 806284 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Overcame Equipment Problem 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

FLT WAS THE END OF A 2 DAY WITH 2 LATE NIGHT FINISHES. WHILE TAXIING TO 
THE RAMP AFTER LNDG, THE CAPT ASKED ME TO SET THE AIRPLANE UP FOR 
SINGLE ENG TAXI. AS PER SOP, I DISCONNECTED THE #2 GENERATOR WHEN HE 
TOLD ME HE WAS CLR OF THE STEERING. THEN THE CAPT ASKED ME TO SHUT 
DOWN THE #2 ENG. IN MY TIRED STATE, I REACHED DOWN AND SHUT THE ENG 



MASTER SWITCH FOR THE #1 ENG, LEAVING THE ACFT WITH 'NO' ELECTRICAL 
PWR (EXCEPT BATTERIES). AFTER REALIZING WHAT I HAD DONE, I RE-ENGAGED 
THE #2 GENERATOR, WHICH CAUSED THE STEERING AND BRAKES TO MOVE 
ERRATICALLY. THE CAPT WAS TAXIING SLOWLY, SO NOBODY WAS INJURED, NOR 
WAS ANYTHING DAMAGED. THE PAX PROBABLY JUST NOTICED THAT THE ACFT 
HAD GONE DARK. AFTER PARKING NORMALLY AT THE GATE, I EXPLAINED TO THE 
CAPT THAT I WAS SO TIRED THAT I HAD SHUT OFF THE WRONG ENG MASTER 
SWITCH. I FEEL THAT I HAD SUCCUMBED TO ACUTE FATIGUE CAUSED BY 2 LATE 
NIGHTS IN A ROW, JUST AFTER COMPLETING A PREVIOUS TRIP WITH 2 EARLY 
MORNINGS IN A ROW. I AM NOT A CARELESS PLT, BUT RATHER FEEL THAT I HAD 
BECOME SO TIRED AT THE END OF THE FLT THAT I DIDN'T DISCERN THE 
DIFFERENCE BTWN THE #1 AND #2 ENG MASTER SWITCHES. RATHER THAN 
REMAINING FOCUSED, I WAS OPERATING OFF OF GROSS MOTOR SKILLS AND 
ROTE MEMORY, WHICH GOT ME IN TROUBLE. PLEASE LET OTHER PLTS KNOW NOT 
TO LET THEIR VIGILANCE EASE UNTIL THEY ARE STANDING ON THE JETBRIDGE 
(OR, BETTER YET, IN THEIR DRIVEWAY). 

Synopsis 

DURING TAXI IN A319 FO TURNS OFF NUMBER 2 GENERATOR THEN SHUTS OFF 
NUMBER 1 ENGINE REMOVING ALL ELECTRICAL POWER. FATIGUE FROM FOUR 
DAYS OF FLYING IS CITED AS CAUSE. 

  



 

ACN: 804871 

Time / Day 

Date : 200809 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : CYYZ.Airport 
State Reference : ON 
Altitude.MSL.Single Value : 8000 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.TRACON : CYYZ.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : EMB ERJ 190/195 ER&LR 
Operating Under FAR Part : Part 121 
Navigation In Use.Other : FMS or FMC 
Flight Phase.Descent : Approach 
Route In Use.Arrival.STAR : Youth 

Component : 1 

Aircraft Component : FMS/FMC 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 804871 

Person : 2 

Affiliation.Government : Foreign 
Function.Controller : Approach 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Non Adherence : Clearance 
Anomaly.Other Spatial Deviation  
Independent Detector.Other.ControllerA : 2 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Controller : Issued Alert 
Resolutory Action.Flight Crew : Became Reoriented 

Assessments 



Problem Areas : Aircraft 
Problem Areas : Flight Crew Human Performance 

Narrative 

BOTH OF US WERE SOMEWHAT FATIGUED DUE TO CIRCUMSTANCES PRIOR TO 
THE TRIP. WE HAD JUST SWITCHED TO TORONTO ARR CTL ON THE YOUTH 2 ARR 
AND WERE ORIGINALLY PLANNING ON A RWY 6R APCH BASED ON RECENT 
EXPERIENCE, EVEN THOUGH ATIS WAS ADVERTISING RWY 5. BOTH OF US 
AGREED TO LEAVE RWY 6R PROGRAMMED UNTIL WE HAD A FINAL 
DETERMINATION ON THE RWY ASSIGNMENT FROM THE ARR CTLR. IMMEDIATELY 
AFTER WE SWITCHED TO ARR, RWY 5 WAS ASSIGNED AND WE BEGAN SETTING 
UP FOR THAT APCH. THIS OCCURRED ABOUT HALFWAY BETWEEN THE YOUTH AND 
VERKO INTXNS. WHEN I ENTERED THE RWY 5 APCH INTO THE MCDU, THE ACFT 
BEGAN A R TURN AS IF TO RETURN ALL THE WAY TO BUF AND RE-BEGIN THE ARR 
PROC. AT THIS POINT, BOTH OF US WERE HEADS DOWN SETTING UP THE APCH 
AND DIDN'T NOTICE THE UNDESIRED TURN UNTIL QUERIED BY THE CTLR. I 
BEGAN AN IMMEDIATE L TURN BACK TOWARD THE INTENDED ARR RTE AND WE 
CONTINUED ON FOR THE RWY 5 APCH WITH RADAR VECTORS. NEGLECTED TO 
VERIFY INPUTS TO THE FMC FOR THE NEW RWY (MIGHT HAVE REMEMBERED THAT 
THE ACFT WOULD WANT TO RETURN TO BUF), SHOULD HAVE PUT THE AUTOPLT 
IN A DIFFERENT LATERAL MODE TO KEEP IT ON THE ARR RTE. NO ONE WAS 
WATCHING THE ACFT...BOTH OF US WERE REVIEWING THE APCH. MAKE CERTAIN 
THAT ONE OF US IS WATCHING THE ACFT DURING THE RWY CHANGE INPUTS. IN 
MY DEFENSE, WHILE THIS NAV SYSTEM'S QUIRK OF WANTING TO GO ALL THE 
WAY BACK TO THE BEGINNING OF AN ARR PROC BECAUSE OF A RWY CHANGE IS 
WELL KNOWN, IT IS STILL A VERY ILLOGICAL AND COUNTERINTUITIVE ONE...AND 
POTENTIALLY DANGEROUS! CAN'T SOMEONE TALK SOME SENSE INTO THE PEOPLE 
THAT DESIGN THESE SYSTEMS ABOUT THIS? I NEEDED A NEW RWY, NOTHING 
MORE! THE ARR FOR EITHER OF THE RWYS IN QUESTION HERE IS EXACTLY THE 
SAME AND ULTIMATELY ENDS IN A VECTORED APCH ANYWAY. I NEVER WANTED 
TO LEAVE THE ARR RTE WE WERE ALREADY ON. I COULD HAVE SET THE AUTOPLT 
TO HEADING AND PREVENTED THE ERRONEOUS TURN, BUT WE WERE ALSO ONLY 
A FEW MILES FROM A 90 DEG L TURN ON THE ARR RTE, WHICH COULD VERY 
EASILY ALSO HAVE LED TO A NAV ERROR HAD THE HEADING NOT BEEN 
MANUALLY CHANGED AT THAT POINT. I REALIZE THAT THE PRIMARY CAUSE HERE 
WAS NOT WATCHING THE ACFT, BUT THIS DESIGN IS A BUILT-IN TRAP. AT BEST, 
THIS SYSTEM NEEDLESSLY ADDS TO MY COCKPIT WORKLOAD, WHEN ITS 
APPARENT OBJECTIVE IS SUPPOSEDLY TO REDUCE IT. AT WORST, IT CAN LEAD 
TO A NAVIGATIONAL ERROR...AS IT DID HERE! AND I KNOW I'M NOT THE FIRST 
WITH THIS. 

Synopsis 

A FATIGUED E190 PLT RPTS A TRACK DEV AFTER THE FMC ATTEMPTED TO FLY THE 
ACFT BACK TO THE STAR'S BEGINNING WHILE A CLOSE IN RWY CHANGE WAS 
MADE. 

  



 

ACN: 804690 

Time / Day 

Date : 200809 
Local Time Of Day : 0001 To 0600 

Place 

Locale Reference.Airport : LAX.Airport 
State Reference : CA 
Altitude.MSL.Single Value : 2000 

Environment 

Flight Conditions : IMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.TRACON : SCT.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : B767-300 and 300 ER 
Operating Under FAR Part : Part 121 
Navigation In Use.ILS.Localizer & Glide Slope : GL 
Flight Phase.Descent : Approach 
Route In Use.Approach : Instrument Precision 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
Experience.Flight Time.Last 90 Days : 120 
Experience.Flight Time.Total : 7000 
Experience.Flight Time.Type : 2500 
ASRS Report : 804690 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Experience.Flight Time.Last 90 Days : 150 
Experience.Flight Time.Total : 12000 
Experience.Flight Time.Type : 7000 
ASRS Report : 804772 

Events 

Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Anomaly : Unstabilized Approach 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.Flight Crew : Executed Go Around 



Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

RETURN LEG TO LAX AT APPROX XA45 PDT. ON APCH TO RWY 6L. BOTH CREW 
MEMBERS SEEMED ADEQUATELY RESTED AT THE BEGINNING OF THE FLT, BUT I 
KNOW I WAS VERY TIRED TOWARD THE END. ATC GAVE INSTRUCTIONS EARLY TO 
SLOW TO 250 KTS DUE TO PRECEDING ACFT. FURTHER REDUCTIONS TO 210, 180, 
AND THEN FINALLY 160 KTS OCCURRED. I KNEW WE WOULD BE HIGH (ABOVE 
NORMAL DSCNT PATH) DUE TO THESE SLOWER SPDS, BUT FAILED TO 
ACCURATELY ASSESS HOW HIGH. CLRNC WAS TO DSND AND MAINTAIN 2000 FT 
UNTIL ESTABLISHED ON THE LOC, CLRED FOR THE ILS RWY 6L. DSNDING 
THROUGH 3000 FT, PWR WAS IDLE, FLAPS 15 DEGS, SPD BRAKES FULL 
EXTENDED. I WAS USING FLCH WITH APP ARMED. AT ABOUT 6 MI OUT CAPT 
CORRECTLY SUGGESTED IT WAS TIME FOR GEAR. I REMEMBER GLANCING AT THE 
RADAR TO CHK THE PROX OF THE ACFT IN FRONT AND THEN TO OUR FMC TO 
DETERMINE HOW FAR ABOVE OUR NORMAL PATH WE WERE. NOTICED IT WAS 
DECREASING (WE WERE CORRECTING AS I WANTED) AND I BELIEVE WE WERE 
NOW SOMEWHERE BTWN 300 FT AND 400 FT ABOVE THE PLANNED PATH (PER 
FMC). MY THOUGHT WAS THAT IT WOULD TAKE LESS THAN A MINUTE BEFORE WE 
WOULD BE ON GLIDEPATH AND THE GS WOULD BE CAPTURED. THOUGH IT 
SHOULD HAVE BEEN, GOING AROUND WAS NOT SOMETHING I WAS THINKING 
ABOUT. I WAS PREPARING TO RAISE THE SPD BRAKES AND GO TO FLAPS 20 
DEGS. FLAPS 25 DEGS, THEN 30 DEGS WOULD HAVE FOLLOWED AND I EXPECTED 
TO BE STABILIZED BY 1000 FT. ADMITTEDLY, I WAS NOT MAKING THESE MENTAL 
CALCULATIONS QUICKLY, IT SEEMED AS THOUGH I WAS A SECOND OR TWO 
SLOWER THAN NORMAL. THOUGH WE WERE DSNDING TOWARD THE GS, BECAUSE 
WE WERE ABOVE, THE ACFT WENT INTO ALT HOLD AT 2000 FT. I FAILED TO 
RECOGNIZE THAT THIS WOULD OCCUR AND FURTHER, DID NOT RECOGNIZE WHY 
THE ACFT WAS LEVELING OFF QUICKLY ENOUGH. AS I WAS TRYING TO LOWER 
THE NOSE 3-4 DEGS TO CORRECT TOWARD THE GS, THE SPD DECREASED. WHILE 
THE CAPT'S CALL FOR GAR WAS NO DOUBT, APPROPRIATE, IT CAUGHT ME BY 
SURPRISE. I REMEMBER THE RUDE AWAKENING TRYING TO SWITCH FROM 
EXPEDITING A DSCNT, WHILE TRYING TO CAPTURE GS, TO SEEING OUR ACFT 
BEGIN TO LEVEL AT 2000 FT AND THE STICK BEGIN TO SHAKE, THEN TO 
EXECUTING A GAR FROM A LESS THAN FULL CONFIGN WITH SPD BRAKES 
EXTENDED. THESE TRANSITIONS DID NOT HAPPEN AS SMOOTHLY AS I WOULD 
HAVE LIKED! WITH THE AUTOPLT STILL ENGAGED, I PRESSED THE TOGA BUTTON 
AND ENSURED THE THROTTLES MOVED FORWARD. THINKING THAT THIS GA 
WOULD BE SLIGHTLY DIFFERENT FROM THOSE I PRACTICED IN THE SIMULATOR 
JUST A WK BEFORE, I CHKED OUT CONFIGN AND SAID FLAPS ARE OK, GEAR UP. 
CAPT SAYS HE THOUGHT HE HEARD FLAPS UP. AS THE NOSE PITCHED UP, AND 
THE SPD SLOWED, I AGAIN FOUND MYSELF WONDERING, 'WHY IS IT DOING 
THIS?' AS I WAS ABOUT TO DISENGAGE THE AUTOPLT AND HAND FLY THE ACFT 
THE WAY I WANTED IT TO FLY, THE CAPT BEAT ME TO IT BY TAKING THE ACFT. HE 
LOWERED THE NOSE AND FURTHER INCREASED THRUST. WE ACCELERATED 
RAPIDLY AND RAISED THE FLAPS. FINALLY NOTICED AND RAISED THE SPD 
BRAKES AT 250 KTS. WE TOOK A FEW DEEP BREATHS ON DOWNWIND, AND NOW 
FULLY AWAKE, CAME BACK AROUND FOR A NORMAL APCH AND LNDG. 
SUPPLEMENTAL INFO FROM ACN 804772: I STATED: IT'S GOING TO TAKE MORE 
THAN THIS TO GET DOWN. WE'RE HIGH.' THE FO THEN EXTENDED THE S/B. WE 
PASSED ALISN (6.7 DME) AT ABOUT 2800 FT WITH FLAPS 15 DEGS, I STATED: 



'IT'S TIME FOR THE GEAR' AND I REACHED FOR THE GEAR HANDLE, AND THE FO 
CONCURRED. WITH GEAR DOWN, IN A MATTER OF A FEW SECONDS WE WENT 
FROM 160 KIAS TO ABOUT 130 KIAS AND SLOWING WITH PITCH INCREASING I 
CALLED 'AIRSPD,' THEN IMMEDIATELY FELT BUFFET, FOLLOWED BY STICK 
SHAKER! I CALLED 'GAR!' AND ENSURED THE TOGA BUTTON WAS PRESSED AS I 
GUARDED THE CTLS WITH MY HAND BEHIND THE THROTTLES WITH MY EYES 
GLUED TO THE ADI. THE FO CALLED FOR, 'FLAPS,' BUT THEY WERE ABOVE 20, SO 
I RAISED THE GEAR WITH POSITIVE RATE. THE FO RAISED THE NOSE ABOVE 10 
DEGS, SLIGHTLY ABOVE THE V BARS, ON THE GAR (S/B WERE STILL OUT, 
PERHAPS ADDING TO THE PITCH UP) AND I OFFERED ENCOURAGEMENT TO THE 
EFFECT OF 'LOWER THE NOSE!' BUT THE ACFT HIT STICK SHAKER A SECOND 
TIME. 

Synopsis 

FATIGUED B767-300 FLT CREW ON APCH TO LAX DETAIL AN UNSTABILIZED APCH 
FOLLOWED BY A LEVEL OFF BEFORE GLIDE SLOPE INTERCEPT AND A STICK 
SHAKER EVENT THAT LED TO A GO-AROUND AND A SUBSEQUENT UNEVENTFUL 
APCH. 

  



 

ACN: 803877 

Time / Day 

Date : 200809 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : EGKK.Airport 
State Reference : FO 
Altitude.MSL.Single Value : 2000 

Environment 

Flight Conditions : IMC 
Weather Elements : Rain 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.TRACON : EGKK.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : B767-300 and 300 ER 
Operating Under FAR Part : Part 121 
Navigation In Use.ILS.Localizer & Glide Slope : 26L 
Navigation In Use.ILS.Other Localizer  
Navigation In Use.Other : FMS or FMC 
Flight Phase.Descent : Approach 
Route In Use.Approach : Instrument Precision 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
Experience.Flight Time.Last 90 Days : 220 
Experience.Flight Time.Total : 5300 
Experience.Flight Time.Type : 420 
ASRS Report : 803877 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Qualification.Pilot : Commercial 
Qualification.Pilot : Instrument 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 220 
Experience.Flight Time.Total : 14000 
Experience.Flight Time.Type : 1330 
ASRS Report : 804047 



Person : 3 

Affiliation.Government : FAA 
Function.Controller : Approach 

Events 

Anomaly.Altitude Deviation : Overshoot 
Anomaly.Non Adherence : Clearance 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Other.ControllerA : 3 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Returned To Assigned Altitude 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

I WAS THE PF AS FO ON A FLT TO GATWICK, FROM THE USA. DSNDING THROUGH 
APPROX FL130, I SIMULTANEOUSLY CALLED FOR THE DSCNT AND APCH 
CHKLISTS. WE COMPLETED THE DSCNT CHKLIST, BUT I DON'T RECALL 
COMPLETING THE APCH CHKLIST. ON THE INITIAL APCH FOR ILS DME RWY 26L, 
WE WERE INSTRUCTED BY GATWICK DIRECTOR TO MAINTAIN 2000 FT IN 
ACCORDANCE WITH THE PUBLISHED APCH. WE WERE IN IMC THROUGHOUT THE 
INITIAL APCH. AT THE MAY FIX (VOR)WE STARTED A DSCNT FROM 4000 FT TO 
2000 FT. PRIOR TO INTERCEPTING FINAL, I NOTICED WE WERE DSNDING PAST 
1900 FT. I CHKED THE MCP ALT WINDOW, WHICH WAS SET TO 2000 FT, RECHKED 
OUR PITCH MODE, AND THEN QUERIED THE CAPT AS TO WHY WE WERE DSNDING 
BELOW THE ASSIGNED ALT. AS WE DSNDED BELOW 1800 FT ON THE FO 
ALTIMETER, WE DISCOVERED THAT THE FO ALTIMETER WAS SET TO 1001 HPA 
(QNH) WHILE THE CAPT'S ALTIMETER WAS STILL SET TO 1013 (QNE). WITH THE 
#1 AUTOPLT SELECTED, THE ACFT WAS DSNDING TO 2000 FT IN REF TO THE 
CAPT'S ALTIMETER. THE CAPT SELECTED VERT SPD CLB, RESET HIS ALTIMETER 
TO QNH OF 1001 AND THEN SELECTED FLCH FOR 2000 FT. THE ACFT DSNDED TO 
APPROX 1700 FT BEFORE CLBING BACK TO 2000 FT. THE REMAINDER OF THE 
APCH AND LNDG PROCEEDED WITHOUT INCIDENT. HUMAN PERFORMANCE 
CONSIDERATIONS: THIS ALTDEV OCCURRED BECAUSE WE FAILED TO EXECUTE 
THE APCH CHKLIST AND DID NOT RESET AND XCHK OUR ALTIMETERS TO QNH AT 
THE TRANSITION LEVEL. AS THE PF, I SHOULD HAVE IMMEDIATELY 
DISCONNECTED THE AUTOPLT AND LEVELED OFF OR CLBED TO THE ASSIGNED 
ALT BEFORE ATTEMPTING TO DETERMINE THE CAUSE OF THE ALT 
DISCREPANCY/DEV. FATIGUE WAS A FACTOR IN THAT WE DID NOT ENSURE 
CHKLIST ITEMS WERE COMPLETED, AND WERE SLOW TO RECOGNIZE THE ALTDEV 
AND TAKE CORRECTIVE ACTION. SUPPLEMENTAL INFO FROM ACN 804047: 
DURING APCH TO EGKK, ON VECTORS TO INTERCEPT FINAL APCH COURSE, WE 
WERE GIVEN A DSCNT FROM FL60 TO 3000 FT WITH A TRANSITION LEVEL OF 
FL40. WHILE IN DSCNT TO 3000 FT, FAILED TO RESET ALTIMETER TO QNH 
1001MB. UPON LEVELOFF AT 3000 FT, GIVEN FURTHER DSCNT TO 2000 FT AND 
TO INTERCEPT FINAL APCH COURSE. INTERCEPTED FAC AND DSNDED TO 2000 FT. 
WE WERE THEN ADVISED BY APCH CTL, TO MONITOR ALT OF 2000 FT, AND 
IMMEDIATELY AFTERWARD, TOLD TO CHK ALTIMETER SETTING OF 1001MB. 
NOTICED WE WERE APPROX 300 FT LOW (1001MB VERSUS 1013MB) AND 
INITIATED CLB BACK TO 2000 FT. WERE TOLD TO SWITCH TO TWR APPROX 30 
SECONDS LATER, THE REMAINDER OF APCH WAS UNEVENTFUL. EVENTS THAT 



CAUSED PROB: 4TH DAY OF 6 DAY INTL TRIP. FATIGUE FROM FLYING ALL NIGHT 
DURING NORMAL SLEEP CYCLE. PF NOT CALLING FOR APCH CHKLIST. FAILURE OF 
PM NOT BACKING UP PF BY INQUIRING ABOUT APCH CHKLIST. RELIEF PLT 
FAILING TO NOTICE APCH CHKLIST NOT INITIATED AND NOT BACKING UP 
TRANSITION LEVEL. NON STANDARD TRANSITION LEVEL ALT (FL40). PF (COPLT) 
HAVING RELATIVELY FEW HRS (400) IN TYPE AND AT AIRLINE. COUPLED WITH 
LOW REPETITION RATE (LEGS) FROM BEING IN AN INTL CATEGORY AS A NEW 
HIRE. THIS WAS THE COPLT'S FIRST FMS ACFT AND HE ADMITTED TO NOT BEING 
CONFIDENT IN USING THE FMS AND MCP. HOW TO PREVENT THIS FROM 
RECURRING: RESETTING ALTIMETER IMMEDIATELY WHEN GIVEN DSCNT FROM FL 
TO LOWER ALT. BETTER MONITORING, SITUATIONAL AWARENESS, OF APCH 
PHASE BY ALL CREW MEMBERS. NEW HIRES NOT BEING PUT INTO INTL CATEGORY 
UNTIL GIVEN AT LEAST 300 HRS IN SIMILAR DOMESTIC CATEGORY. THIS IS 
ESPECIALLY TRUE FOR PLTS THAT HAVE NOT FLOWN AN FMS/GLASS COCKPIT 
ACFT. THESE PLTS NEED MORE REPETITIONS UTILIZING THE ELECTRONIC NAV 
EQUIP IN USE TODAY. 

Synopsis 

B767 RPTS ALTDEV ARRIVING EGKK DUE TO ALTIMETER NOT RESET AT 
TRANSITION LEVEL. 

  



 

ACN: 803874 

Time / Day 

Date : 200809 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : ZZZZ.Airport 
State Reference : FO 
Altitude.AGL.Single Value : 0 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : B777-200 
Operating Under FAR Part : Part 121 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
ASRS Report : 803874 

Events 

Anomaly.Other Anomaly.Other  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Unable 

Assessments 

Problem Areas : Company 
Problem Areas : Environmental Factor 
Problem Areas : Flight Crew Human Performance 

Narrative 

I WAS NOTIFIED BY SCHEDULING THAT I WAS JUNIOR MAN TO FLY A 4 DAY TRIP 
OUT OF BASE. THE SCHEDULER SAID 2 JUNIOR FO'S CALLED IN SICK. SHE SAID 
IT WAS AN INTL DEST TRIP WITH A DEADHEAD. AS I HAD OVER 2 HRS BEFORE I 
HAD TO LEAVE HOME, I CLEANED UP THE WORK I WAS DOING IN THE GARAGE, 
CAME IN, PACKED AND SHOWERED. THEN I WENT TO THE COMPUTER TO CHK THE 
FLT. UP TO THIS TIME, I HAD ASSUMED THE INTL DEST TRIP WAS FOR THE 
FOLLOWING DAY. AS IT TURNED OUT, IT WAS FOR THAT NIGHT, AND THE 2 
JUNIOR PLTS HAD NOT CALLED IN SICK BUT FATIGUED. SINCE IT WAS GETTING 
LATE, I JUST WENT TO THE ARPT FOR THE TRIP. I WAS IN COACH FOR DEADHEAD 
AND COULD NOT GET A NAP. I ARRIVED FOR THE INTL DEST FLT 30 MINS AFTER 
DEP TIME AND DIDN'T HAVE TIME TO PREPARE FOR THE FLT, SO I SUGGESTED 
THAT THE RELIEF PLT AND I CHANGE PLACES. DURING MY 2 1/2 HR CREW BREAK, 
I TRIED TO NAP BUT WAS UNABLE DUE TO TURB. WHEN IT CAME TIME FOR DSCNT 
AND LNDG, I WAS HAVING SUCH A HARD TIME STAYING ALERT, I ONCE AGAIN 
TRADED PLACES WITH THE RELIEF PLT AND HAD HIM SIT IN THE FO POS. AT 
LNDG, I HAD BEEN UP FOR OVER 24 HRS. LOOKING BACK, I SHOULD NEVER HAVE 



ACCEPTED THIS ASSIGNMENT AS IT WAS INEVITABLE I WOULD BE FATIGUED BY 
THE TIME WE ARRIVED. USING OUT-OF-BASE PLTS TO COVER BACK-SIDE-OF-
THE-CLOCK FLTS IS INHERENTLY DANGEROUS. I CERTAINLY WOULD NOT WANT 
MY FAMILY ON AN INTL FLT WITH A PLT WHO WAS ON DUTY FOR 24 HRS. 

Synopsis 

B777 RELIEF PLT WAS SENT OUT OF BASE TO FLY ON THE BACK SIDE OF THE 
CLOCK BECAUSE TWO OTHER PLTS HAD CALLED IN FATIGUED. 

  



 

ACN: 803788 

Time / Day 

Date : 200809 
Local Time Of Day : 0001 To 0600 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Single Value : 0 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : B757-200 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Pushback 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 130 
Experience.Flight Time.Total : 16000 
Experience.Flight Time.Type : 4000 
ASRS Report : 803788 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Other Personnel : Vehicle Driver 

Events 

Anomaly.Non Adherence : Published Procedure 
Resolutory Action.None Taken : Detected After The Fact 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

AFTER ENG START THE MECH SAID TO ME OVER THE INTERPHONE, 'CHK BRAKES.' 
I FOUND THE PARKING BRAKE WAS OFF AND IMMEDIATELY APPLIED THE BRAKES 
AS THE ACFT HAD ROLLED A FOOT OR TWO. I ASKED THE MECH IF EVERYONE ON 
THE GND WAS OK AND HE SAID YES. I APOLOGIZED AND WAS UNSURE WHAT 
HAD HAPPENED. THE FO AND I LOOKED AT EACH OTHER AND I ASKED WHAT WE 
MISSED. WE BOTH THEN REALIZED THAT WE HAD MISSED THE BEFORE START 



CHKLIST. WE HAD COMPLETED THE BELOW THE LINE PART OF THE CHKLIST BUT 
MUST HAVE FORGOTTEN THE ABOVE THE LINE PART. IN REFLECTION WHEN THE 
MECH CAME TO THE ACFT FOR STARTING I LOOKED AT THE EICAS PANEL AND 
FOUND THAT THE MAIN CARGO LIGHT WAS ON. I HAD FORGOTTEN TO PRESS THE 
PRESSURIZING SWITCH TO OFF. I WENT BACK TO TURN IT OFF AND WHEN I 
RETURNED, I TOLD HIM THE DOOR LIGHTS WERE OUT AND MECHANICALLY SAID 
THAT THE BRAKES WERE SET AND THE REST OF THE BRIEF TO HIM. I BELIEVE 
THAT THIS DISTR ME. I WAS SO GLAD THAT I HAD CAUGHT THE DOOR LIGHT I 
FORGOT TO CALL FOR THE BEFORE START CHKLIST. FATIGUE WAS ALSO A 
FACTOR AS IT WAS XA00 AM LCL AND DUE TO THE WAY THE TRIP IS BUILT, 24 
HRS OFF IN LAYOVER, WE HAD BOTH BEEN UP FOR OVER 17 HRS AT THIS POINT. 
THE REMAINDER OF THE FLT WAS UNEVENTFUL. 

Synopsis 

A B757-200 CAPT FAILED TO SET THE BRAKES PRIOR TO ENG START AND HE 
MENTIONED FATIGUE AS A FACTOR. 

  



 

ACN: 803734 

Time / Day 

Date : 200809 
Local Time Of Day : 0001 To 0600 

Place 

Locale Reference.Airport : DEN.Airport 
State Reference : CO 
Altitude.AGL.Single Value : 0 

Environment 

Flight Conditions : VMC 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : A320 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Preflight 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 240 
Experience.Flight Time.Total : 14600 
Experience.Flight Time.Type : 500 
ASRS Report : 803734 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 240 
Experience.Flight Time.Total : 15000 
Experience.Flight Time.Type : 1600 
ASRS Report : 804092 

Events 

Anomaly.Maintenance Problem : Improper Documentation 
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.None Taken : Anomaly Accepted 
Consequence.Other  

Assessments 

Problem Areas : Aircraft 
Problem Areas : Company 



Problem Areas : Flight Crew Human Performance 
Problem Areas : Maintenance Human Performance 

Narrative 

DURING THE COCKPIT CHKS I NOTICED THAT THE R MAIN GEAR DOOR WAS IN 
THE DOWN POS. THE FO RETURNED AND TOLD ME THAT THERE WAS A MAJOR 
HYD LEAK IN THE STARBOARD WHEEL WELL. A MECH CAME ON BOARD AND TOLD 
US THAT THERE WAS A LARGE LEAK AND IT WOULD TAKE AT LEAST 1 HR TO FIX. 
WE DISCONTINUED BOARDING OF PAX AND INFORMED THE GATE AGENT OF THE 
DELAY. I CALLED OUR DISPATCHER AND INFORMED HIM OF THE PROB. HE SAID 
HE WOULD LOOK INTO FINDING ANOTHER ACFT IF THIS ONE WAS GOING TO BE 
MORE DELAYED THAN IT CURRENTLY WAS. SEVERAL MINS LATER THE GATE 
AGENT CAME DOWN THE JETWAY AND INFORMED US THAT THEY HAD SWAPPED 
ACFT AND WERE MOVING ALL OF THE PAX TO GATE Y. I CALLED DISPATCH TO 
CONFIRM THE ACFT SWAP. BEFORE LEAVING THE ACFT, THE FO ATTEMPTED TO 
SEND IN 2 ADDITIONAL WRITE-UPS THAT WE HAD DISCOVERED ON THE 
WALKAROUND (THE CAPT'S CHKLIST WAS TORN IN HALF AND PAINT WAS 
DELAMINATING FROM THE CAPT'S PRIMARY STATIC PORTS WITHIN THE RVSM 
AREA). THE FO AND I LEFT THE ACFT AND WENT TO THE PLANNING ROOM TO 
PRINT THE PAPERWORK FOR THE NEW PLANE. AFTER THE PAPERS HAD PRINTED I 
TRIED TO SIGN FOR THE RELEASE AND WAS UNABLE. I CALLED THE DISPATCHER 
TO SEE WHAT THE PROB WAS. HE SAID THE PREVIOUS ACFT HAD BEEN FIXED 
AND HAD BEEN REASSIGNED BACK TO US. I REQUESTED A NEW RELEASE FOR 
THE PLANE CHANGE. WHEN WE PRINTED THE MAINT PAPERWORK FOR RELEASE 3, 
FOR THE ORIGINAL ACFT, WE NOTICED THAT THERE WAS NO INDICATION OF ANY 
MAINT HAVING BEEN INITIATED OR PERFORMED ON THE PLANE. I FOUND THIS 
ODD. WE PROCEEDED BACK TO THE ORIGINAL PLANE STILL PARKED AT GATE X. I 
WENT DOWN ON TO THE RAMP AND ASKED ONE OF THE MECHS WHAT HAD 
TRANSPIRED. HE SAID THEY HAD HAD REPLACED AN 'O' RING IN A HYD 
DISTRIBUTION BLOCK (MY DESCRIPTION) LOCATED ON THE AFT BULKHEAD OF 
THE STARBOARD WHEEL WELL. I ASKED HIM IF THEY HAD WORKED OFF THE 
OTHER 2 PROBLEMS WE HAD WRITTEN UP. HE SAID HE DIDN'T KNOW ABOUT 
THEM. I RETURNED TO THE COCKPIT AND ATTEMPTED TO CALL MAINT ON THEIR 
VHF FREQ. THERE WAS NO REPLY. WE THEN WERE INFORMED THAT THE MAINT 
FREQ WAS UNMANNED THIS LATE AT NIGHT AND EARLY IN THE MORNING. I 
RELAYED TO MAINT OUR ADDITIONAL 2 WRITE-UPS AND SAID WE WOULD PUT 
THEM BACK INTO ACARS. AT THIS TIME WE RECEIVED A COPY OF THE MAINT 
RELEASE. THERE WERE NO INDICATIONS THAT ANY WORK HAD BEEN PERFORMED 
ON THE ACFT. WE TRIED TO INSERT THE ADDITIONAL 2 WRITE-UPS INTO ACARS. 
WE NEVER GOT AN ACARS MESSAGE THAT THE WRITE-UPS HAD BEEN RECEIVED 
OR THAT THE MAINT RELEASE WAS NOW INVALID. WE CALLED MAINT AND ASKED 
THEM TO HAVE SOMEONE COME TO THE ACFT. THE LEAD MECH CAME TO THE 
COCKPIT AND TOOK THE TORN CHKLIST AND COPIED DOWN OUR WRITE-UP ON 
THE PAINT INSIDE THE CAPT'S STATIC PORT RVSM AREA. WHEN HE RETURNED HE 
HAD TAPED THE CHKLIST TOGETHER WITH CLR TAPE BECAUSE HE COULDN'T FIND 
A PART NUMBER FOR THE A320 QRC AND DEFERRED THE PAINT. I ASKED HIM 
WHY THERE WAS NO INDICATION OF ANY WORK HAVING BEEN DONE TO THE 
ACFT. HE STATED BECAUSE THE WRITE-UPS WERE INITIATED BY THE MECHS, 
THEY WOULD NOT APPEAR ON THE MAINT RELEASE. I ASKED ABOUT THE CHKLIST 
AND THE PAINT ISSUE. HE SAID THE SAME THING, BECAUSE THEY HAD ENTERED 
THE ISSUES INTO THE COMPUTER WE WOULD NOT SEE THEM AND THE MAINT 
RELEASE WE HAD WAS VALID. IT HAD BEEN A LONG DAY, I WAS TIRED AND I 
WAS NOT INCLINED TO ARGUE. ON THE WAY OVER TO ZZZ1 IT DIDN'T SEEM 



RIGHT THAT THE FLT CREW WAS NOT ABLE TO SEE ALL WORK THAT HAD BEEN 
PERFORMED ON THE MAINT RELEASE ESPECIALLY SOMETHING AS IMPORTANT AS 
AN AIRBUS HYD SYS. THUS, THE REASON FOR MY REPORT. 

Synopsis 

A320 FLT CREW REPORTS RECEIVING NO DOCUMENTATION OF MAINT REQUIRED 
BEING PERFORMED ON THEIR ACFT PRIOR TO DEPARTURE. 

  



 

ACN: 803279 

Time / Day 

Date : 200809 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Single Value : 0 

Environment 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : A320 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Parked 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 270 
Experience.Flight Time.Total : 13500 
Experience.Flight Time.Type : 5491 
ASRS Report : 803279 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Other Personnel : Ramp Guidance 

Events 

Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : FAR 
Anomaly.Non Adherence : Published Procedure 
Resolutory Action.None Taken : Detected After The Fact 

Assessments 

Problem Areas : Company 
Problem Areas : Flight Crew Human Performance 

Narrative 

WE ARRIVED AT THE GATE AND COMPLETED THE SHUTDOWN CHKLIST. AFTER 
THE PAX DEPLANED, THE CAPT WENT INTO THE TERMINAL AND I REMAINED ON 
BOARD. THE GND CREW MAN CALLED ON THE INTERPHONE TO TELL ME THE GND 
PWR WAS CONNECTED. I CONFIRMED THAT WE WERE USING IT AND THANKED 
HIM. I GOT UP TO TALK TO THE PURSER FOR A COUPLE MINS, THEN RETURNED 
TO THE COCKPIT AND STARTED LOADING THE FMGC. THE GND CREW MAN 



CALLED AGAIN AND ASKED WHEN WE WERE GOING TO SHUT DOWN THE #1 ENG. 
I LOOKED OVER AND, TO MY AMAZEMENT, IT WAS STILL RUNNING! I THANKED 
HIM AGAIN AND SHUT IT DOWN. I CAN'T REMEMBER THE LAST TIME I DID 
SOMETHING SO MORONIC. I THINK THERE ARE 4 FACTORS THAT CAUSED ME TO 
MISS THIS IMPORTANT ITEM. FIRST, CHRONIC FATIGUE. MOST PLTS I HAVE 
TALKED TO AGREE THAT AT THIS POINT IN THE PROGRAM, A FEW DAYS OFF AT 
HOME GETS YOU RESTED ENOUGH TO FLY, BUT NOT UP TO 100% ALL THE TIME. 
ONLY EXTENDED TIME AWAY WILL DO THAT, AND IT'S ALMOST IMPOSSIBLE 
ANYMORE TO GET A TRIP DROP BTWN TWICE A YR VACATIONS. SECONDLY, 
ACUTE FATIGUE. ALL LAST MONTH I FLEW LATE TRIPS, GETTING UP LATE AND 
FINISHING LATE. AFTER A FEW DAYS OFF, I AM FLYING AN EARLY TRIP WITH AN 
XA30 BRAIN-TIME WAKE-UP. EVEN THOUGH I SLEPT OK, I THINK THAT IT 
DOESN'T TAKE AS MUCH AS IT NORMALLY DOES TO BECOME TIRED AGAIN. I 
DIDN'T REALLY FEEL TIRED, BUT PERFORMANCE SUFFERS BEFORE YOU REALLY 
NOTICE IT. THIRDLY, DISTRS. THIS WAS THE SECOND DAY THAT WE FLEW THIS 
PARTICULAR AIRPLANE THAT HAD A RECURRING WRITE-UP OF BOTH ACARS 
LOCKING UP. AFTER EVERY FLT, MINE SEEMED TO LOCK UP AS THE CABIN DOOR 
WAS OPENED SO I COULD NOT SEND THE 'IN' RPT. I CAN'T SPECIFICALLY 
REMEMBER THE SEQUENCE OF ACTIONS, BUT I DO REMEMBER SCREWING WITH 
THE ACARS TRYING TO SEND THE 'IN' RPT ABOUT THE SAME TIME AS SHUTTING 
DOWN. I SUSPECT THAT I LOST MY SEQUENCE OF ACTIONS, TRIED TO FIX THE 
ACARS AND THEN FORGOT ABOUT THE ENG. LASTLY, COMPLACENCY. WE DO THE 
CHKLIST MULTIPLE TIMES A DAY, MULTIPLE DAYS A MONTH AND CAN DO IT ROTE 
WHILE SLEEPING. I HAVE ALWAYS MADE A CONSCIOUS EFFORT TO ACTUALLY 
LOOK AT THE ITEMS AS THE CAPT RESPONDS, SO I WAS BLOWN AWAY THAT I 
ACTUALLY MISSED THE ENG MASTER SWITCH ON AND THE ACTUAL FUEL FLOW. I 
GUESS IT WAS A CASE OF SEEING IT AND NOT REALIZING WHAT I WAS SEEING, 
AS I 'SAW' WHAT I EXPECTED TO SEE. THAT THE SAME THING HAPPENED TO THE 
CAPT AT THE SAME TIME IS REALLY SCARY. WHAT ARE THE ODDS? I FEEL 
COMPLETELY EMBARRASSED THAT I COULD DO THIS AND AM JUST GLAD NO ONE 
GOT HURT. YOU CAN NEVER BE TOO CAREFUL NO MATTER HOW CAREFUL YOU 
THINK YOU ARE BEING. 

Synopsis 

AN ACR FO REPORTED ACCIDENTALLY LEAVING AN ENG RUNNING AFTER PARKING 
AT THE GATE. HE CITES FATIGUE AND DISTRACTION AS FACTORS IN THE 
INCIDENT. 

  



 

ACN: 802573 

Time / Day 

Date : 200808 

Place 

Locale Reference.ATC Facility : ZZZ.ARTCC 
State Reference : US 
Altitude.MSL.Single Value : 34000 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.ARTCC : ZZZ.ARTCC 
Operator.Common Carrier : Air Carrier 
Make Model Name : EMB ERJ 170/175 ER&LR 
Operating Under FAR Part : Part 121 
Flight Phase.Cruise : Level 

Component : 1 

Aircraft Component : Communication Systems 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 802573 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : CDU Scratch 
Pad Message 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Controller : Provided Flight Assist 
Resolutory Action.Flight Crew : Declared Emergency 
Resolutory Action.Flight Crew : Diverted To Another Airport 
Consequence.Other : Company Review 
Consequence.Other  

Assessments 

Problem Areas : Aircraft 

Narrative 

MCDU #2 WOULD NOT COME ON LINE. WORKING WITH MAINT CTL WE TRIED 
EVERYTHING WE COULD THINK OF PWRING THE ACFT UP SEVERAL TIMES. 



CONTRACT MAINT WAS CALLED AND WE WERE UNDER WAY 2 HRS LATE. AS PER 
THE MEL, #1 COULD BE INOP BUT NOT #2, SO MAINT SWAPPED THEM LEAVING 
US WITH ONLY 1 FUNCTIONAL MCDU. I AMENDED THE RELEASE AND PUSHED 
BACK. WE WERE CRUISING AT FL340 AND I ACARS'ED DISPATCH WITH THE DELAY 
CODE. WHEN I TRIED TO RETURN TO THE RADIO PAGE, IT GAVE ME A MESSAGE 
ON THE SCRATCH PAD 'RADIO TIMEOUT,' LOCKING ME OUT OF THE RADIO PAGE. 
THAT SECTOR OF ZZZ WOULD ONLY HAVE ME FOR ANOTHER 25 NM AND WE 
WERE RUNNING OUT OF TIME. I ATTEMPTED TO TRY TO 'HARD TUNE' THE RADIOS 
VIA BOTH OF THE CCD'S ON THE RESPECTIVE PFD WITH NO SUCCESS. I 
INFORMED ATC OF OUR SITUATION AND ASKED FOR VECTORS THAT WOULD KEEP 
US IN COM WHILE WE TRIED TO FIGURE A SOLUTION OUT WITH COMPANY. AFTER 
EXHAUSTING ALL ATTEMPTS, ZZZ SAID THAT WE WERE LEFT WITH NO OTHER 
CHOICE THAN TO DECLARE AN EMER, AND OFFERED ME 4 ARPTS TO CHOOSE 
FROM TO LAND. THE ONLY LOGICAL CHOICE WAS ZZZ1 WITH GATES AND MAINT. 
WX WAS VMC, I BRIEFED OUR FLT ATTENDANTS ON OUR PLAN, EXPLAINED 
EVERYTHING TO OUR PAX, AND WE (MYSELF AND MY FO) DISCUSSED ANY AND 
ALL POSSIBLE ACTIONS NEEDED. I THEN INFORMED ZZZ THAT WE WERE READY 
FOR VECTORS AND INITIATED OUR DSCNT CHKLIST TO MINIMIZE ANY DISTRS AS 
WE CAME IN RANGE. DISPATCH HAD ALREADY OBTAINED A GATE AND GND CREW 
WAS WAITING. ZZZ APCH AND TWR SYNCHRONIZED THEIR FREQ AND WE 
LANDED WITHOUT FURTHER INCIDENT. SHORTLY AFTER PARKING, MAINT 
ARRIVED, RESET THE BREAKER. THE GATE AGENT COMPLETED THE PAPER TRAIL. 
WE REFUELED AND PROCEEDED TO ZZZ2. 

Synopsis 

DISPATCHED WITH ONLY A SINGLE MCDU ERJ-175 FLT CREW IS STYMIED WHEN 
IT BECOMES DYSFUNCTIONAL. MUST LAND AT A DIVERSION ARPT ACCOUNT 
UNABLE TO CHANGE COM FREQUENCIES. 

  



 

ACN: 797804 

Time / Day 

Date : 200807 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 

Environment 

Flight Conditions : VMC 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : B737-500 
Operating Under FAR Part : Part 121 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 180 
Experience.Flight Time.Total : 12000 
Experience.Flight Time.Type : 4000 
ASRS Report : 797804 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Maintenance Problem : Improper Maintenance 
Anomaly.Other Anomaly : Speed Deviation 
Anomaly.Other Anomaly.Other  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Anomaly Accepted 
Consequence.Other  

Assessments 

Problem Areas : Aircraft 
Problem Areas : Company 
Problem Areas : Flight Crew Human Performance 

Narrative 

TRIP INCLUDED A LONG LAYOVER WITH AN EARLY MORNING DEP FROM THE 
HOTEL AT XA50 PDT. WITH AN XA00 WAKE-UP, BOTH THE FO AND I WENT TO BED 
EARLY AROUND XQ00. HOWEVER, THE HOTEL FIRE ALARM SYS WENT OFF 
REPEATEDLY FROM AROUND XR00 XU00, AWAKENING ME AND RESULTING IN ME 
GETTING LESS THAN 4 HRS OF UNINTERRUPTED REST. WHEN I WORK UP AT XA00 
I WAS TIRED BUT FELT THAT I COULD PWR MY WAY THROUGH DAY 4 OF THIS 



TRIP. THE 1ST LEG OF THE DAY, WAS UNEVENTFUL. ON-TIME DEP, ON-TIME ARR, 
IN ISSUES, NO PROBS (I DID THE WALKAROUND). PRIOR TO THE 2ND LEG OF THE 
DAY, THE FO DISCOVERED SEVERAL MINOR MAINT WRITE-UPS (MISSING OR 
LOOSE AIRFRAME SCREWS AND A DAMAGED/ILLEGIBLE FUEL VENT PLACARD) 
THAT I HAD MISSED DURING MY WALKAROUND PRIOR TO THE FIRST FLT. WE 
LOGGED THE WRITE-UPS VIA ACARS AND CALLED MAINT ON THE RADIO. WHEN 
THE MECH ARRIVED, HE CALLED US ON THE GND-TO-COCKPIT INTERPHONE AND 
ASKED TO BE SHOWN EXACTLY WHERE THE SCREWS WERE LOCATED. THE FO 
WENT DOWN THE JETWAY STAIRS AND SHOWED THE MECH. WHEN THE FO 
RETURNED HE WAS VISIBLY UPSET (ANGRY AND PISSED-OFF). THE MECH HAD 
PROCEEDED TO OVER-TORQUE AND STRIP THE SCREWS INTO THE METAL (THE 
SCREWS WERE STILL LOOSE AND HOLDING NOTHING) AND THEN THE MECH TOLD 
THE FO, 'IT'S JUST A (EXPLICIT) PLACARD, WHO CARES IF IT'S THERE?' IN THE 
MEANTIME, NO LESS THAN 4 SUPVRS WERE WATCHING EVERYONE'S MOVES AND 
GLARING MENACINGLY AT US. THE SVC REP KEPT ASKING US WHEN WE'D BE 
READY TO GO AND WE TOLD HIM SEVERAL TIMES THAT WE WERE WAITING ON 
THE MECH, ASSUMING HE WAS REPLACING THE PLACARD. WE FINALLY ALLOWED 
THE SVC REP TO CLOSE THE DOOR AND THEN THE MECH TOOK THAT 
OPPORTUNITY TO PENCIL-WHIP THE MAINT REQUEST, CLAIMING THE FUEL VENT 
PLACARD WAS DAMAGED BUT LEGIBLE (IT WAS NOT). THE FO AND I WEREN'T ALL 
THAT CONCERNED ABOUT THE PLACARD, BUT WE WERE STILL A LITTLE 
DISAPPOINTED WITH THE SCREW-STRIPPING. WE ELECTED TO FLY THE ACFT 
ANYWAY BECAUSE THE MECH HAD APPROVED AND SIGNED OFF THE REPAIR AND 
WE DIDN'T WANT TO GET INTO A PISSING CONTEST WITH THE MECH, THE 4 
SUPVRS OR GET PERSONALLY SUED BY THE ACR FOR A JOB ACTION DELAYING 
THE FLT. AFTER THAT FIASCO, OUR FATIGUE KICKED IN AND WE STARTED 
MAKING MISTAKES BY THE NUMBERS. I MISSED NO LESS THAN 10 RADIO CALLS, 
WE DIDN'T IMMEDIATELY ACCELERATE TO CLB SPD (280 KTS) CLBING OUT OF 
10000 FOR WHICH WE WERE REPEATEDLY CHASTISED BY THE CTR CTLR. I ASKED 
THE CTLR SEVERAL TIMES WHAT SPD HE NEEDED AND HE DEMANDED THAT I 
TELL HIM DURING THE CLBOUT WHAT MY EXPECTED CRUISING SPD AT ALT 
WOULD BE IN KIAS (KTS IAS), AS OPPOSED TO PLANNED MACH NUMBER (% OF 
MACH). IT'S BEEN A WHILE SINCE I'VE DONE AN ICET (INDICATED-CALIBRATED-
EQUIVALENT-TRUE) AIRSPD PROB AND SO WE INFORMED HIM WE WERE 
PLANNING MACH .73 WHICH WOULD BE AROUND 250 KIAS. AGAIN, I ASKED HIM 
WHAT SPD HE NEEDED, WE WOULD HAVE BEEN HAPPY TO OBLIGE. WE'RE 
GETTING DUMPED ON BY MECHS AND SUPVRS FOR MAKING LEGITIMATE WRITE-
UPS, WE'RE GETTING DUMPED ON BY ATC FOR FLYING LEGITIMATE AIRSPDS AND 
WE'RE TIRED FROM LACK OF SLEEP DUE TO FIRE ALARMS AT THE HOTEL. 
OBVIOUSLY, THE FO AND I WERE A DANGER TO THE NATL AIRSPACE SYS. SO, 
IMMEDIATELY AFTER LNDG, TAXI-IN AND SHUT DOWN OF THE ACFT, WE CALLED 
IN FATIGUED FOR THE BAL OF THE TRIP. 'WHAT PART OF, THE SYS IS BROKEN, 
THERE ARE NOT ADEQUATE SAFETY BUFFERS AND SOMEONE'S GOING TO CRASH 
AN AIRPLANE, SO LET'S BLAME IT ON A JOB ACTION BY UNIONS AND THE PLTS. 
DOESN'T ACR OR THE FAA GET ?' ACR AND ATC MAY DRIVE SOMEBODY ELSE INTO 
THE GND, BUT IT AIN'T GONNA BE ME! HAVE A NICE DAY. 

Synopsis 

B737 CAPT REPORTS FIRE ALARMS AT LAYOVER HOTEL RESULTING IN 
INSUFFICIENT REST. LOW MORALE AND LACK OF SUPPORT FROM MANAGEMENT 
AND OTHER EMPLOYEE GROUPS IS ALSO DESCRIBED IN THIS FATIGUE RPT. 

  



 

ACN: 797800 

Time / Day 

Date : 200807 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Single Value : 0 

Environment 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : Commercial Fixed Wing 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Preflight 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 200 
Experience.Flight Time.Total : 5500 
Experience.Flight Time.Type : 800 
ASRS Report : 797800 

Events 

Anomaly.Other Anomaly.Other  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Other  

Assessments 

Problem Areas : Company 
Problem Areas : Flight Crew Human Performance 

Narrative 

I WAS SCHEDULED TO FLY AT XA45 LCL. THE NIGHT PRIOR, I HAD NOT SLEPT 
WELL DUE TO A LONG AND EMOTIONAL DISCUSSION WITH MY WIFE REGARDING 
OUR FUTURE. WE HAVE A STRONG RELATIONSHIP, HOWEVER THE ENVIRONMENT 
AT ACR HAS PUT MORE STRESS ON AN ALREADY STRESSFUL YEAR, BOTH 
FINANCIALLY AND PERSONALLY. THE IMPENDING NOTIFICATION OF MY SECOND 
FURLOUGH HAS CAUSED MUCH ANXIETY AND STRESS IN OUR HOME. THE 
MORNING OF MY FLT, I DID NOT FEEL AS THOUGH THE ISSUES HAD BEEN 
RESOLVED, EITHER WITH MY WIFE, OR MYSELF, TO THE POINT THAT I COULD 
LEAVE WITH A CLEAR MIND ON A 4-ON, 1-OFF, 4-ON, 1-OFF, 3-ON, SCHEDULED 
LINE. THE LACK OF SLEEP THE NIGHTS BEFORE HAD LEFT ME CONGESTED WITH A 
RUNNY NOSE, AND AN OVERALL FEELING OF LISTLESSNESS, FATIGUE, AND 
EXCESSIVE STRESS. BASED ON THESE SYMPTOMS, I ELECTED TO CALL IN SICK 



FOR MY TRIP THAT AFTERNOON. I DID NOT FEEL THAT I COULD OPERATE AT MY 
OPTIMUM LEVEL. I SPENT THE NEXT 2 DAYS SORTING OUT OUR OPTIONS AND 
DEALING WITH THE EMOTIONAL ASPECTS AND FEELINGS THAT MY CHOSEN 
CAREER HAS BECOME A PERSONAL FAILURE TO MYSELF AND MY FAMILY. I 
CONTACTED A REPRESENTATIVE, AND DISCUSSED MY SITUATION. I FELT THAT 
SOME SORT OF DISCIPLINARY ACTION WOULD BE WAITING FOR ME, FOR CALLING 
IN SICK. HE INSTRUCTED ME TO GET A DR'S NOTE AND HAVE IT AVAILABLE FOR 
THE FLT OFFICE. MY EXPERIENCE GETTING THE DR'S NOTE WAS DIFFICULT, AS 
THEY DIDN'T FULLY UNDERSTAND WHY I NEEDED A NOTE, IF I FELT WELL 
ENOUGH TO WORK 3 DAYS AFTER THE INITIAL SICK CALL. I AM WRITING THIS 
REPORT TO IDENTIFY THAT STRESS AND EMOTIONAL ISSUES ARE AMPLIFIED BY 
THE ON-GOING FATIGUING SCHEDULE, AND THAT THE PRESSURE WE CONTINUE 
TO RECEIVE FROM THE COMPANY SERVES ONLY TO MAKE THINGS WORSE. THE 
COMPANY AUTOMATICALLY ASSUMED THAT THERE WAS A 'JOB ACTION,' BUT 
NOBODY BOTHERED TO ASK US HOW WE WERE FEELING, KNOWING THAT WE 
WOULD BE LOSING OUR JOBS IN THE COMING MONTHS. AS A PLT WHO FACES 
FURLOUGH AGAIN, STRESS AND EMOTIONALLY UPSETTING PROBS RESULTING 
FROM EMPLOYMENT, FAMILY ISSUES, AND OTHER PERSONAL ISSUES, MAKE ME 
WISH THE COMPANY WOULD DO MORE TO SUPPORT US AND OUR PROBS, RATHER 
THAN CRACKING THE WHIP AND TELLING US TO WORK HARDER. 

Synopsis 

FO DESCRIBES FATIGUE AND FAMILY ISSUES LEADING UP TO A SICK CALL. 




