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Type of Records in Report Set.........cccccoeevevinennn. For each update, new records received at ASRS will

displace a like number of the oldest records in the
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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.

Feneln ) Counntd

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. AIl 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: 829242 @ ofs50)

Synopsis
A Falcon 900EX First Officer reported climbing through charter altitude on the TEB
5 departure.

ACN: 829038 (2 of50)

Synopsis
P180 flight crew failed to comply with altitude restrictions on the TEB 5 SID from
TEB.

ACN: 829026 3 ofs0)

Synopsis
Altitude deviation occurred on the TEB 5 SID from TEB when a C560XL First Officer
accepted a clearance intended for another aircraft.

ACN: 826949 4 of50)

Synopsis
LJ35 flight crew reports exceeding 1500 FT altitude restriction on the TEB5
departure. Mis-set altitude alerter and frequency confusion were cited as factors.

ACN: 826151 (50fs50)

Synopsis
DA50 Captain reports altitude deviation on the TEB 5 departure, climbing to 2000
FT prior to the TEB 4.5 DME.

ACN: 826068 (6 of 50)

Synopsis
B737 First Officer reports altitude deviation during the DELTA2 RNAYV arrival to SLC.

ACN: 825701 (7 of50)

Synopsis
An MD80 altitude select knob was unknowingly changed to a lower altitude which
then armed automatically without any pilot input. The altitude set knob turned with
minimum input force leading to an altitude deviation.

ACN: 824957 (8ofs0)

Synopsis



A GII encountered a B757's wake at 1300 ft after departing SNA and involuntarily
descended to 900 ft.

ACN: 824557 (9of50)

Synopsis
PA23 pilot reports being informed by N90 Controller that he has climbed to 2000 ft
early on the TEB 5 departure and is instructed to return to 1500 ft. Reporter
believes that he climbed appropriately at TEB 4.5 DME.

ACN: 824308 (10 of 50)

Synopsis
CE525 Captain reports exceeding 1500 ft on the TEB 5 departure prior to TEB 4.5
DME.

ACN: 823986 @1 of50)

Synopsis
A CE750 crew departed on the TEB 5 SID and then climbed to 2000 ft before the
4.5 DME. The sun was distracting the Captain and 1500 ft was not used to alert
about remaining lower until cleared on the SID.

ACN: 823818 @2 ofs0)

Synopsis
A B350 departed on the TEB 5 departure and preset 2000 ft after briefing a level
off at 1500 ft. However, the autopilot was engaged which turned the aircraft early
and began the climb to 2000 ft. the turn was stopped, but the aircraft climbed to
2000 ft.

ACN: 822907 @a3ofs0)

Synopsis
Slow response to after takeoff commands by Falcon 900 First Officer results in
failure to meet 1500 ft altitude restriction on the TEB 5 SID from TEB.

ACN: 822491 @4 of50)

Synopsis
A CE650 flight crew climbed through the charted altitude on departure out of TEB.

ACN: 821920 (5 of 50)

Synopsis
An air carrier at 2500 ft 5 miles from BUF on an ILS Runway 23 localizer intercept
heading from the north pitched up 18 degrees and climbed to 3000 ft. A rapid



power application to counter the slowing airspeed contributed to the pitch up and
10 kt airspeed loss.

ACN: 821793 @6 of50)

Synopsis
An SR22 pilot departing TEB climbed through the charted altitude when distracted
by an over-boost condition.

ACN: 821669 @17o0f50)

Synopsis
A light transport corporate aircraft crew descended early on a BTR RWY 4L RNAV
approach because of FMS programming distractions and the lack of procedure
familiarity.

ACN: 821621 @sofs0)

Synopsis
Shortly after passing MANNI on the ILS Rwy 12 at BZN, air carrier flight crew fails
to level at MAP altitude when a go-around is initiated due to an autopilot pitch-up in
response to an anomalous full up glide slope indication.

ACN: 820696 @9 ofs50)

Synopsis
CL604 flight crew fail to comply with 1500 foot restriction on the RUUDY SID off
TEB.

ACN: 820619 0 of50)

Synopsis
Distracted by a mis-set transponder code, flight crew of DA50 fail to maintain 1500
ft MSL on TEB SID from TEB.

ACN: 820449 (21 0f50)

Synopsis
PA34 pilot reports runaway electric trim at 6000 ft. Control of aircraft is lost until
trim motor circuit breaker trips.

ACN: 820339 (22 0f50)

Synopsis
MU2 CAPTAIN REPORTS EXCEEDING 1500 FT RESTRICTION AT WENTZ ON THE
RUUDY1 RNAV DEPARTURE FROM TEB.



ACN: 820321 230f50)

Synopsis
CL604 CAPTAIN REPORTS EXCEEDING 1500 FT ALTITUDE RESTRICTION ON THE
RUUDY1 RNAV DEPARTING TEB.

ACN: 820250 (4 of50)

Synopsis
An air carrier at 2300 ft on an intercept heading for the BUF ILS Runway 23 pitched
up to 30 degrees and climbed 1400 ft as it approached the ILS glideslope from the
north. The aircraft was at flaps 5 degrees and 190 kt but slowed to 120 kts during
the 20 second event.

ACN: 820070 (5 of 50)

Synopsis
G200 CAPTAIN REPORTS EXCEEDING 1500 FT RESTRICTION AT WENTZ ON THE
RUUDY1 RNAV DEPARTURE FROM TEB.

ACN: 819924 (26 of 50)

Synopsis
Cessna Turbo 210 pilot fails to switch tanks in a timely fashion and suffers
temporary engine failure and altitude/track deviations while recovering.

ACN: 819466 (27 of50)

Synopsis
B737 Captain describes First Officers attempt to engage the autopilot with 500 FT
to go in climb at 4000 FT per minute vertical speed, an Overshoot occured.

ACN: 818511 8ofs50)

Synopsis
AN HS25 CREW DEPARTED ON THE TEB 5 AND FOLLOWED THE FLIGHT DIRECTOR.
AT THE 280 DEGS TURN POINT THE PILOT BEGAN HIS TURN AND CLIMBED BUT
STOPPED IT AT 1600 FT. THE FLIGHT DIRECTOR USAGE MAY HAVE CONTRIBUTED
TO THE ERROR.

ACN: 818388 (29 of 50)

Synopsis
A G-1V DEPARTED ON THE TEB 5. THE CAPTAIN WAS DISTRACTED BY AN AMBER
WINDSHEAR CAUTION LIGHT AND MISSED THE 1500 FT LEVEL-OFF
SUBSEQUENTLY CLIMBING TO 1800 FT BEFORE DESCENDING.



ACN: 817740 30 of50)

Synopsis
A BE-400 CREW INCORRECTLY SET THEIR ALTIMETERS TO INDICATE 1000 FT
HIGH. WHILE CLIMBING ON THE TEB 5 THE AIRCRAFT WAS LEVELED AT 1800 FT,
REALLY 800 FT, THEN A DESCENT WAS BEGUN TO 1500 FT WHICH WOULD REALLY
BE 500 FT.

ACN: 817269 (31 0f50)

Synopsis
A CE560 FLIGHT CREW OVERSHOT CHARTED ALTITUDE BY 300 FT ON THE TEB 5
DEPARTURE. THE CAPTAIN CITED DISTRACTION FOLLOWING A JOKE BY THE
TOWER CONTROLLER AS CONTRIBUTING.

ACN: 817200 32 0f50)

Synopsis
SF340 Captain reports communications breakdown with ATC during approach
causing altitude deviations both leaving assigned altitude and attempting to return
to it.

ACN: 817099 330f50)

Synopsis
An apparent false glide slope on an ILS approach to ORF caused a Lear 35 to
descend below the actual GS.

ACN: 817049 34 o0fs0)

Synopsis
A B737-300 flight crew failed to make a descent crossing restriction and the First
Officer cited the consistently poor vertical navigation performance of the FMS.

ACN: 817007 (35 o0f50)

Synopsis
Approach Controller advises Beechcraft 35 pilots they began descent for an
approach fix without clearance. Pilots believe the clearance was given and forgotten
by the Controller. Cite language barrier.

ACN: 816989 (36 0f50)

Synopsis
A3109 flight crew reports missing crossing restriction at REVUE on the ELDEE4
arrival to DCA. Restriction dropped from FMGC for unknown reasons.



ACN: 816965 370f50)

Synopsis
A B757-200 flight crew experienced an autopilot pitch over in descent that resulted
in an altitude deviation.

ACN: 816428 380f50)

Synopsis
CITATION CAPTAIN REPORTS EXCEEDING 1500 FT PRIOR TO THE TEB 4.5 DME ON
THE TEB5 DEPARTURE. MISINTERPRETATION OF THE PROCEDURE IS CITED AS
CAUSE.

ACN: 816383 39 0f50)

Synopsis
CITATION CHECK CAPTAIN REPORTS EXCEEDING BOTH ALTITUDE AND AIRSPEED
LIMITATIONS ON THE DALTON DEPARTURE FROM TEB. LACK OF RECENT
EXPERIENCE IS CITED AS THE PRIMARY CAUSE.

ACN: 816339 (40 of 50)

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

ACN: 816305 @41 0f50)

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: 816282 42 0f50)

Synopsis
First Officer of C-9b (military DC-9-30) reacts inappropriately to false GPWS Terrain
Warning while in cruise at FL340. Reporter cites fatigue and diurnal desynchronosis
for the loss of situational awareness.

ACN: 816233 (43 of 50)

Synopsis
GV flight crew discovers that they are not familiar with QNH procedures while being
vectored for approach at UUWW. Crew gets 700 feet low when instructed to
descend to 600 meters.



ACN: 816232 44 0f50)

Synopsis
MD11 flight crew reports ATC directed go around that results in an altitude
deviation and a declaration of emergency fuel. Aircraft lands with 5500 LBS of fuel
on board.

ACN: 816148 45 ofs0)

Synopsis
SR22 pilot reports altitude deviation with autopilot on and altitude select at 9000
feet on the PFD. Loss of communication between PFD and autopilot is suspected.

ACN: 816147 (46 of 50)

Synopsis
Lear Captain reports low altitude alert from TEB Tower during LOC 19 approach and
exceeding missed approach altitude during the missed.

ACN: 816137 @470f50)

Synopsis
ZJX controller described loss of separation at approximately 12,000 FT, when air
carrier failed to comply with altitude restriction, conflicting with another aircraft.

ACN: 816132 (s of 50)

Synopsis
ATR72 flight crew reports go-around due gusty crosswind conditions and does not
hear Tower assigned missed approach altitude, which they exceed.

ACN: 816088 49 of 50)

Synopsis
A corporate pilot notes that RNAV arrivals are routinely assigned and then modified
so that there is confusion over whether it is a 'via' clearance or not.

ACN: 815943 (50 of 50)

Synopsis
DA10 flight crew on CSHEL ONE RNAYV SID out of RSW levels at 530 ft vice 4000 ft
MSL based on misreading of Government aero chart symbology.



Report Narratives



Time / Day

Date : 200903
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Bound Lower : 2000
Altitude.MSL.Bound Upper : 2300

Environment

Flight Conditions : Marginal
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Corporate

Make Model Name : Falcon 900

Operating Under FAR Part : Part 91
Navigation In Use.Other : FMS or FMC
Navigation In Use.Other.NDB

Flight Phase.Climbout : Takeoff

Route In Use.Departure.SID : TEB

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : First Officer
Qualification.Pilot : ATP

Experience.Flight Time.Last 90 Days : 335
Experience.Flight Time.Total : 11500
Experience.Flight Time.Type : 290

ASRS Report : 829242

Events

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 : Flight Crew Human Performance
Narrative

Departed TEB airport on Runway 01 doing the TEB 5 departure. Made the turn to
040 degrees, as depicted, climbed to 1500 FT MSL and turned to PNJ NDB, as



depicted, became distracted with CRM/ATC and was to maintain 2000 FT MSL,
climbed to 2200 - 2300 FT and returned to 2000 FT as required. Ultimately climbed
to higher altitude and proceeded on course as instructed was hand flying the
aircraft, in retrospect, LNAV/VNAV would have been helpful to avoid the situation.

Synopsis

A Falcon 900EX First Officer reported climbing through charter altitude on the TEB
5 departure.



Time / Day

Date : 200903
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Single Value : 3000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Corporate

Make Model Name : P180

Operating Under FAR Part : Part 91
Navigation In Use.Other : FMS or FMC
Navigation In Use.Other.NDB

Flight Phase.Climbout : Takeoff

Route In Use.Departure.SID : TEB

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP
Qualification.Pilot : Commercial
Qualification.Pilot : Flight Engineer
Qualification.Pilot : Instrument
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 150
Experience.Flight Time.Total : 25500
Experience.Flight Time.Type : 1200
ASRS Report : 829038

Person : 2

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Altitude Deviation : Crossing Restriction Not Met
Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Published Procedure



Independent Detector.Other.ControllerA : 2
Resolutory Action.None Taken : Detected After The Fact
Consequence.FAA : Reviewed Incident With Flight Crew

Assessments

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

Narrative

Clearance was given for departure off Runway 24 TEB as stated by clearance
delivery. Cleared to MMU via TEB 5 departure vectors visual 23 at MMU. Maintain
3000 FT departure frequency 119.2. The terminology used was to maintain 3000 FT
not expect 3000 FT. Each frequency change included passing altitude and climbing
to 3000 FT in the phraseology. We were questioned on the last contact about our
passing altitude and final altitude as 'did | clear you to 3000 FT?'

Synopsis

P180 flight crew failed to comply with altitude restrictions on the TEB 5 SID from
TEB.



Time / Day

Date : 200902
Local Time Of Day : 1801 To 2400

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Single Value : 2000

Environment

Flight Conditions : VMC
Light : Dusk

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Corporate

Make Model Name : Citation Excel
Operating Under FAR Part : Part 91
Navigation In Use.Other : FMS or FMC
Navigation In Use.Other.NDB

Flight Phase.Climbout : Takeoff

Route In Use.Departure.SID : TEB

Aircraft : 2

Controlling Facilities.TRACON : N90.TRACON
Make Model Name : Any Unknown or Unlisted Aircraft Manufacturer
Flight Phase.Climbout : Takeoff

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP
Qualification.Pilot : CFI
Experience.Flight Time.Total : 2300
ASRS Report : 829026

Person : 2
Events

Anomaly.Altitude Deviation : Crossing Restriction Not Met
Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Published Procedure

Independent Detector.Other.Flight CrewA : 2

Resolutory Action.Controller : Issued New Clearance
Resolutory Action.Flight Crew : Returned To Assigned Altitude



Assessments

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

Narrative

The clearance was the TEB 5 departure off Runway 01. We were suppose to climb
via a 040 degree heading until leaving 1500 FT and then turn left directly PNJ NDB
to maintain 2000 FT. All avionics were properly configured. Upon checking in with
NY departure, the controller read back an instruction to 'turn heading 030 degrees,
climb and maintain 5000 FT.' However, the callsign was blocked. The First Officer
responded to the instruction and the Captain started to comply. At that point,
another aircraft asked departure to verify the clearance and it was then discovered
by the flight crew that the instructions were for another aircraft. The Captain
immediately stopped the climb, but by then the aircraft was at 2500 FT. The
Captain descended the aircraft to 2000 FT and by then they were issued a
clearance to heading of 280 degrees and a climb to 4000 FT. No further incident.
The chain of events was started when the First Officer read back the instructions
without verifying the callsign. The Captain should not have deviated from the
original clearance until it was verified. To prevent this type of occurrence from
happening again, the First Officer should wait and verify before reading back any
instructions and the Captain should not deviate from any clearance unless it is
confirmed that a new clearance have been issued.

Synopsis

Altitude deviation occurred on the TEB 5 SID from TEB when a C560XL First Officer
accepted a clearance intended for another aircraft.



Time / Day

Date : 200903
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Single Value : 1500

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Corporate

Make Model Name : Learjet 35

Operating Under FAR Part : Part 91

Flight Phase.Climbout : Takeoff

Route In Use.Departure.SID : TEB

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP

Experience.Flight Time.Last 90 Days : 100
Experience.Flight Time.Total : 10000
Experience.Flight Time.Type : 750

ASRS Report : 826949

Person : 2

Affiliation.Company : Corporate
Function.Flight Crew : First Officer
Qualification.Pilot : CFI

Qualification.Pilot : Commercial
Qualification.Pilot : Instrument
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 200
Experience.Flight Time.Total : 1450
Experience.Flight Time.Type : 200

ASRS Report : 826952

Person : 3

Affiliation.Government : FAA
Function.Controller : Departure



Events

Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Published Procedure

Independent Detector.Other.ControllerA : 3

Resolutory Action.Controller : Issued Alert

Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments
Problem Areas : Flight Crew Human Performance
Narrative

On departure on the TEB 5 Runway 24 we climbed to 800 ft turned right to a
heading of 280 degrees. During the 'hand-off' to NY Center a confusion with the
frequency caused me to become distracted. The First Officer failed to level-off at
the required 1500 ft until 4.5 DME, we leveled at 2000 approximately 1.5 miles
early. Having the right departure frequency would have helped, the First Officer not
becoming distracted while trying to engage the autopilot during a complex low
altitude procedure, having the fix altitude limit of 1500 ft in the window instead of
2000 ft, as was the case with this departure would have prevented this deviation
from a clearance from happening.

Synopsis

LJ35 flight crew reports exceeding 1500 FT altitude restriction on the TEB5
departure. Mis-set altitude alerter and frequency confusion were cited as factors.



Time / Day

Date : 200902
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Single Value : 2000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Corporate

Make Model Name : Falcon 50

Operating Under FAR Part : Part 91

Flight Phase.Climbout : Initial

Flight Phase.Climbout : Takeoff

Route In Use.Departure.SID : TEB

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Qualification.Pilot : ATP
Qualification.Pilot : CFI

Experience.Flight Time.Last 90 Days : 50
Experience.Flight Time.Total : 6800
Experience.Flight Time.Type : 550

ASRS Report : 826151

Person : 2

Affiliation.Company : Corporate
Function.Flight Crew : First Officer
Qualification.Pilot : ATP
Experience.Flight Time.Last 90 Days : 25
Experience.Flight Time.Total : 5000
Experience.Flight Time.Type : 200

ASRS Report : 825619

Events

Anomaly.Altitude Deviation : Overshoot
Anomaly.Non Adherence : Clearance
Anomaly.Non Adherence : Published Procedure



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

Assessments

Problem Areas : Airspace Structure
Problem Areas : Flight Crew Human Performance

Narrative

The SID required a 1500 FT climb until 4.5 DME prior to climbing to 2000 FT. Acting
as non flying pilot, | should have monitored the flying pilot's actions closer. We
were at 2000 FT prior to the 4.5 DME point. To prevent in future: confirm the VNAV
along with NAV functions are in fact 'armed.' Supplemental info from ACN 825619:
The cause: becoming focused on initiating the turn at 1500 FT and not exceeding
the 2000 FT altitude limit, not keeping in mind the 4.5 DME. Also, believing | had
selected NAV/VNAV, when | had selected NAV only.

Synopsis

DA50 Captain reports altitude deviation on the TEB 5 departure, climbing to 2000
FT prior to the TEB 4.5 DME.



Time / Day
Date : 200903

Place

Locale Reference.Airport : SLC.Airport
State Reference : UT
Altitude.MSL.Single Value : 13000

Environment

Flight Conditions : IMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : S56.TRACON
Operator.Common Carrier : Air Carrier
Make Model Name : B737-800

Operating Under FAR Part : Part 121

Flight Phase.Descent : Approach

Route In Use.Arrival.Other

Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
Qualification.Pilot : ATP
Qualification.Pilot : CFI
Qualification.Pilot : Commercial
Qualification.Pilot : Flight Engineer
Qualification.Pilot : Instrument
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 54
Experience.Flight Time.Total : 10285
Experience.Flight Time.Type : 1133
ASRS Report : 826068

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 : 130
Experience.Flight Time.Total : 13000
Experience.Flight Time.Type : 2294
ASRS Report : 826064



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 : 2

Independent Detector.Other.Flight CrewA : 1

Resolutory Action.Controller : Issued Alert

Resolutory Action.Flight Crew : Returned To Assigned Altitude
Consequence.Other : Company Review

Assessments

Problem Areas : Flight Crew Human Performance

Narrative

Flight XXX was amended to fly the Delta2 arrival into SLC prior to the MLF VOR to
facilitate 'landing south.' We were cleared to cross JAMMN at 17000 FT and 280
KTS. Both the new arrival and the altitude/speed at JAMMN clearances were put
into the FMS at 10 miles from Top of Descent. The speeds and altitudes for the
STAR were verified by both crew members. The DES NOW prompt did not display
prior to TOD and even though 17000 FT was placed in the altitude alert window,
the aircraft did not descend at the TOD point. Level Change was selected and the
aircraft descended and crossed JAMMN at 17000 FT and 280 KTS. Back on profile,
VNAV was re-engaged and the crew was issued the clearance to '‘descend via the
Delta2 arrival and comply with restrictions.' The Captain put 11000 FT into the
altitude alert window and the First Officer pointed and confirmed the altitude. The
crew was then told to maintain 280 KTS. Speed INTV was utilized to comply. At
DRAPR the crew anticipated a geometric path descent from 14000 to 13000 FT.
However, the aircraft began pitch over to maintain 280 KTS. The First Officer
selected vertical speed since the aircraft was only descending 1000 FT in 11 nm
and the descent rate was excessive. The aircraft descent rate was shallowed from
1800 FT per minute to 1000 FT per minute. The crew accomplished the Approach
Checklist. The First Officer then observed that the aircraft did not level at 13000 FT.
The First Officer annunciated 'the aircraft is descending through the step-down
altitude.' The First Officer immediately disengaged the autopilot and leveled off
smoothly. The aircraft leveled off at 12700 FT. The Captain selected 13000 FT in
the altitude alert window and the crew began a vertical speed climb back to 13000
FT. Air Traffic Control then transmitted to 'Flight XXX, maintain 13000 FT.' The
Captain stated, 'Flight XXX is climbing back to 13000 FT.' The aircraft leveled off at
13000 FT. ATC issued a phone number to call and stated that there had been 'a
possible deviation.' The aircraft resumed the arrival and approach without further
incident. VNAV was not used for the remainder of the arrival. Once on the ground,
the Captain contacted the Approach Controller and the Controller stated that 'he
had a couple of hits at 12600 FT.' We were also told were not below the minimum
vectoring altitude and that the aircraft was never in conflict with any traffic and the
crew contacted the Chief Pilot and completed a report. This was done in a rushed
manner as the ground time was only 1 hour. We were ready to go at our departure
time, but received word that we would be pulled off the trip. The fundamental
preventive measure was that the crew did not update the altitude window when the



mode was changed from VNAYV to vertical speed. The aircraft descended below the
step-down altitude momentarily while the crew corrected. | believe that the aircraft
could have been leveled at 12900 FT but my concern for passenger comfort caused
me to level off less aggressively. The aircraft was in intermittent moderate
turbulence. The crew had realized the problem and was correcting prior to any ATC
transmission. Callback conversation with reporter revealed the following
information: Reporter states that his aircraft type was a B737-800.

Synopsis
B737 First Officer reports altitude deviation during the DELTA2 RNAYV arrival to SLC.



Time / Day
Date : 200902

Place

Locale Reference.Airport : ZZZ . Airport
State Reference : US
Altitude.MSL.Bound Lower : 5500
Altitude.MSL.Bound Upper : 6000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : ZZZ.TRACON

Operator.Common Carrier : Air Carrier

Make Model Name : MD-80 Series (DC-9-80) Undifferentiated or Other Model
Operating Under FAR Part : Part 121

Flight Phase.Descent : Approach

Component : 1
Aircraft Component : MCP
Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : Captain
Function.Instruction : Instructor
Qualification.Pilot : ATP

Experience.Flight Time.Last 90 Days : 210
Experience.Flight Time.Total : 19000
Experience.Flight Time.Type : 16000
ASRS Report : 825701

Events

Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.Altitude Deviation : Undershoot

Anomaly.Non Adherence : Clearance

Independent Detector.Other.Flight CrewA : 1

Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments

Problem Areas : Aircraft
Problem Areas : Flight Crew Human Performance

Narrative



During descent leaving 6000 ft we questioned the altitude pre-select value of 3000
ft. The controller responded '6000 ft." At that time we were at approximately 5500
ft and begin a climb back to the assigned altitude. No conflict was involved. We
attempted to determine how the altitude got reset to the lower value and had no
positive answer. | believe that the altitude select knob somehow got bumped. This
is a real problem with the MD80 aircraft. The altitude select knob is VERY easy to
move, unlike any other aircraft | have ever flown whose select knobs offer some
resistance. The MD80 has none. What's more, a software change was made many
years ago which makes it unnecessary to pull out the knob to set the altitude. Now,
when the knob is bumped, the altitude is automatically armed, rather than
displaying a blank FMA. This altitude alert system has been the reason for many
altitude busts in the industry, and is a very poorly thought out system. | suspect
that fatigue may be a casual cause as well. Callback conversation with reporter
revealed the following information: The reporter stated clearly that the current
altitude capture software does not require the pilot to pull the altitude set knob in
order to arm the altitude in the altitude set window. Reporter also stated that since
no pilot input is required after a new altitude selection, the new altitude can be
accidentally changed and armed for capture with no crew input, as happened in this
case.

Synopsis

An MD8O0 altitude select knob was unknowingly changed to a lower altitude which
then armed automatically without any pilot input. The altitude set knob turned with
minimum input force leading to an altitude deviation.



Time / Day

Date : 200902
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : SNA.Airport
State Reference : CA
Altitude.MSL.Single Value : 1300

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.Tower : SNA.Tower
Operator.Common Carrier : Charter

Make Model Name : Gulfstream I1
Operating Under FAR Part : Part 135
Navigation In Use.Other : FMS or FMC
Flight Phase.Climbout : Initial

Route In Use.Departure : Noise Abatement

Aircraft : 2

Controlling Facilities.Tower : SNA.Tower
Operator.Common Carrier : Air Carrier
Make Model Name : B757-200
Operating Under FAR Part : Part 121
Flight Phase.Climbout : Initial

Person : 1

Affiliation.Company : Charter
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP

Experience.Flight Time.Last 90 Days : 105
Experience.Flight Time.Total : 2200
Experience.Flight Time.Type : 6300

ASRS Report : 824957

Events

Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Anomaly.Inflight Encounter : Wake Turbulence

Anomaly.Non Adherence : Published Procedure
Anomaly.Other Anomaly

Independent Detector.Other.Flight CrewA : 1



Resolutory Action.Flight Crew : Exited Adverse Environment
Resolutory Action.Flight Crew : Regained Aircraft Control

Assessments

Problem Areas : ATC Human Performance
Problem Areas : Airport

Problem Areas : Airspace Structure
Problem Areas : Environmental Factor

Narrative

We departed SNA at XAOOZ. We had 7 passengers on a chartered flight to EGE.
Just prior to our departure, a B757 departed on Runway 19L. We departed on
Runway 19L and used our normal noise abatement departure procedures for SNA.
At 1300 ft MSL we encountered wake turbulence from the B757 and our altitude
decreased to 900 ft MSL. We continued our departure with no further wake
turbulence encounters. After we landed at EGE, the tower gave us a phone number
to call, after shutdown | called the number and spoke with an FAA inspector. He
informed me that a homeowner near the SNA airport had reported a low flying
aircraft and it was determined that this was our aircraft. | told him about the wake
turbulence encounter and that it had caused a decrease in our altitude during our
departure. He thanked me for the information and we concluded our discussion.

Synopsis

A GII encountered a B757's wake at 1300 ft after departing SNA and involuntarily
descended to 900 ft.



Time / Day

Date : 200902
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Single Value : 2000

Environment

Flight Conditions : VMC
Weather Elements : Rain

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.Common Carrier : Air Taxi

Make Model Name : PA-23-250 Aztec
Operating Under FAR Part : Part 135
Navigation In Use.Other.VORTAC

Flight Phase.Climbout : Takeoff

Route In Use.Departure.SID : TEB

Person : 1

Affiliation.Company : Air Taxi
Function.Flight Crew : Single Pilot
Qualification.Pilot : ATP
Qualification.Pilot : CFI
Qualification.Pilot : Commercial
Qualification.Pilot : Instrument
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 72
Experience.Flight Time.Total : 7800
Experience.Flight Time.Type : 900
ASRS Report : 824557

Person : 2

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Altitude Deviation : Crossing Restriction Not Met
Anomaly.Non Adherence : Published Procedure

Independent Detector.Other.ControllerA : 2

Resolutory Action.Controller : Issued Alert

Resolutory Action.Controller : Issued New Clearance
Resolutory Action.Flight Crew : Returned To Assigned Altitude



Assessments

Problem Areas : Flight Crew Human Performance

Narrative

I was cleared for departure from the Teterboro NJ Airport via the TEB 5 departure
off of Runway 24. The TEB 5 departure states: Fly runway heading to 1500 ft MSL,
turn to a heading of 280 degrees, Maintain 1500 ft MSL until 4.5 DME from TEB
VOR and then climb and maintain 2000 ft MSL. This was a single pilot operation.
The weather at the time of departure was 5 miles visibility light rain and ceiling of
1300 ft broken and 1900 ft broken, winds were 300 at 18 knots gusting. At
approximately XA30 | departed the airport and followed the TEB 5 departure
procedure: | climbed on runway heading until 1500 ft MSL and turned right to a
heading 280 degrees while leveling off at 1500 ft MSL. | waited until 4.5 DME from
TEB and then continued my climb to 2000 ft MSL. According to the controller | was
not yet at 4.5 DME and was told to return to 1500 ft MSL on a heading of 310
degrees. | am not aware of any traffic conflict. 1 was told however that the
controller was going to look at the 'tapes' and there may be a possible 'pilot
deviation.’ If in the event that | was in error, it was inadvertent and 1 will pay
closer attention to the standard instrument departure procedures for all airports.

Synopsis

PA23 pilot reports being informed by N90 Controller that he has climbed to 2000 ft
early on the TEB 5 departure and is instructed to return to 1500 ft. Reporter
believes that he climbed appropriately at TEB 4.5 DME.



Time / Day

Date : 200902
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Single Value : 2000

Environment

Weather Elements : Windshear
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.Common Carrier : Charter

Make Model Name : Citationjet, C525/C526
Operating Under FAR Part : Part 135

Flight Phase.Climbout : Intermediate Altitude
Route In Use.Departure.SID : TEB

Person : 1

Affiliation.Company : Charter
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 : 80
Experience.Flight Time.Total : 2500
Experience.Flight Time.Type : 350
ASRS Report : 824308

Person : 2

Affiliation.Government : FAA
Function.Controller : Approach

Events

Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Published Procedure
Independent Detector.Other.ControllerA : 2

Resolutory Action.Controller : Issued New Clearance
Resolutory Action.None Taken : Detected After The Fact

Assessments



Problem Areas : Airspace Structure
Problem Areas : Flight Crew Human Performance

Narrative

We were issued and briefed the TEB 5 departure and were departing on Runway
24. The procedure is to climb runway heading until reaching 1500 ft, then turn
right heading 280 degrees. Where we got it wrong was that we misread the next
part which is to maintain 1500 ft until 4.5 DME and then climb to 2000 ft. We had
somehow gotten it in our heads that once we were on the 280 heading, we should
climb to 2000 ft. New York queried as to what we were climbing to, and at that
point we realized our mistake. ATC then issued us a climb to 8000 ft and told us to
read better next time, which we will most assuredly do. We do not believe there
were any issues with a loss of separation as we were not given any heading
changes and no TCAS TA's were received.

Synopsis

CE525 Captain reports exceeding 1500 ft on the TEB 5 departure prior to TEB 4.5
DME.



Time / Day

Date : 200902
Local Time Of Day : 1801 To 2400

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.AGL.Single Value : 2000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Corporate

Make Model Name : Citation X

Operating Under FAR Part : Part 91
Navigation In Use.Other : FMS or FMC
Flight Phase.Descent : Intermediate Altitude

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : First Officer
Qualification.Pilot : ATP

ASRS Report : 823986

Person : 2

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP

ASRS Report : 823987

Person : 3

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Published Procedure
Independent Detector.Other.ControllerA : 3

Resolutory Action.None Taken : Detected After The Fact

Assessments



Problem Areas : Airport

Problem Areas : Airspace Structure

Problem Areas : Chart Or Publication

Problem Areas : Flight Crew Human Performance

Narrative

Prior to departure, Captain briefed TEB 5 departure. We were to depart Runway 24.
Departure stated climb to 1500 ft turn to 280 degree heading and maintain 1500 ft
until 4.5 DME, then climb to 2000 ft. | input information into FMC and Captain
requested that | put the final level off altitude of 2000 ft in altitude alerter. Captain
verified departure runway and altitude. After departure, sun was directly affecting
Captain’'s vision and | attempted to put my sun visor in Captain windscreen to block
excessive sun glare. | was not able to focus on Captain's altitude as my attention
was focused on helping the Captain see. After placing the visor in front of the
Captain's windscreen, ATC called us to inform us frequency change and notified us
'in future departures please maintain 1500 ft until 4.5 DME." At that time, both
Captain and | looked down at aircraft altitude and noticed deviation. At this time,
we acknowledged deviation to ATC and switched to new assigned frequency. Next
time, | will insist and ensure that the first level off altitude will be placed in altitude
alerter and suggest to have appropriate pilot's sun visor placed in position when
flying directly into a sun glare.

Synopsis

A CE750 crew departed on the TEB 5 SID and then climbed to 2000 ft before the
4.5 DME. The sun was distracting the Captain and 1500 ft was not used to alert
about remaining lower until cleared on the SID.



Time / Day

Date : 200902
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Bound Lower : 1500
Altitude.MSL.Bound Upper : 1800

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Corporate

Make Model Name : Super King Air 350
Operating Under FAR Part : Part 91
Navigation In Use.Other : FMS or FMC

Flight Phase.Climbout : Intermediate Altitude
Route In Use.Departure.SID : TEB

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP

Qualification.Pilot : CFI

Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 140
Experience.Flight Time.Total : 23115
Experience.Flight Time.Type : 3532

ASRS Report : 822818

Person : 2

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Published Procedure
Anomaly.Other Spatial Deviation

Independent Detector.Other.ControllerA : 3

Resolutory Action.None Taken : Detected After The Fact



Assessments

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

Narrative

TEB SID for Runway 24 requires fly runway heading until reaching 1500 ft, then
turn right to heading 280 degrees maintaining 1500 ft until passing the TEB 4.5
DME, then climb to 2000 ft. The cockpit/autopilot was set up for a hand flown
departure to the 4.5 DME fix, then the autopilot would be engaged. The heading
bug was set at 280 degrees, the altitude pre-selector was at 2000 ft. The set-up
seemed reasonable, however, was not specifically briefed. Upon departure and
passing about 1200 ft, the Flying Pilot engaged the autopilot (which is pretty
normal) and immediately realized the aircraft started it's right turn prematurely.
Resetting the heading control back to 240 was quick, but the aircraft was climbing
to the 2000 ft selection. Maintaining Control by autopilot, he pushed the manual
pitch down rocker switch to stop the climb. The aircraft overshot the required 1500
ft by about 300 ft. | observed a Newark arrival aircraft south and above our
position, not in a conflict situation. I, as Captain, should have required a takeoff
briefing from the Flying Pilot. In addition, | learned not to set the altitude pre-
selector higher than the cleared altitude for your current position, regardless of
whether the autopilot is engaged or not!

Synopsis

A B350 departed on the TEB 5 departure and preset 2000 ft after briefing a level
off at 1500 ft. However, the autopilot was engaged which turned the aircraft early
and began the climb to 2000 ft. the turn was stopped, but the aircraft climbed to
2000 ft.



Time / Day

Date : 200902
Local Time Of Day : 1801 To 2400

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Single Value : 1500

Environment

Flight Conditions : VMC
Light : Night

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Personal

Make Model Name : Falcon 900

Operating Under FAR Part : Part 91
Navigation In Use.Other : FMS or FMC
Flight Phase.Climbout : Initial

Route In Use.Departure.SID : TEB

Person : 1

Affiliation.Other : Personal

Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP

Experience.Flight Time.Last 90 Days : 100
Experience.Flight Time.Total : 6700
Experience.Flight Time.Type : 300

ASRS Report : 822907

Events

Anomaly.Altitude Deviation : Crossing Restriction Not Met
Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : FAR

Anomaly.Non Adherence : Published Procedure

Independent Detector.Other.Flight CrewA : 1

Resolutory Action.Controller : Issued Advisory

Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments

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

Narrative



| was cleared to depart TEB on Runway 24 with the TEB 5 departure, the initial
altitude clearance was 1500 ft MSL, at 400 ft. Inaccordance with proper after
takeoff flow, | instructed the First Officer to clean up and activate VNAV, AUTO
PILOT and AUTO THROTTLE, for some reason he did not accomplish it. | asked
again at 700 ft, he again was slow performing his duties. At 1200 ft MSL | realized
that we were still not properly configured, and initiated the level-off myself, our
climb rate was too high and | overshot the altitude by approximately +/-300. At
that time the First Officer activated the auto pilot and we descended back to 1500
ft and continued the departure without incident. Before switching to the next
controller, the Air Traffic Controller did query us on our experience flying out of TEB
and he went on to explain that 1500 ft is a hard altitude due to arrivals into
Newark. | believe as a Captain | should have recognized that the after takeoff flow
was not accomplished and | should have initiated the level-off sooner. | flew with
this First Officer many times and | was not expecting him to take that long to
perform the after takeoff flow. | will make a very detailed briefing before taking off,
to make sure the First Officer understands what | expect from him.

Synopsis

Slow response to after takeoff commands by Falcon 900 First Officer results in
failure to meet 1500 ft altitude restriction on the TEB 5 SID from TEB.



Time / Day

Date : 200902
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Single Value : 1800

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Corporate

Make Model Name : Citation Il1I, VI, VII
Operating Under FAR Part : Part 91

Flight Phase.Climbout : Initial

Route In Use.Departure.SID : TEB

Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP
Experience.Flight Time.Last 90 Days : 42
Experience.Flight Time.Total : 7200
Experience.Flight Time.Type : 1600
ASRS Report : 822491

Person : 2

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 : 42
Experience.Flight Time.Total : 1100
Experience.Flight Time.Type : 100

ASRS Report : 822490

Events

Anomaly.Altitude Deviation : Overshoot
Anomaly.Non Adherence : Clearance
Anomaly.Non Adherence : Published Procedure



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

Assessments

Problem Areas : Flight Crew Human Performance
Narrative

I am a Captain on a Citation 650. Our clearance was the TEB 5 departure, Lanna
intersection then as filed. Prior to engine start | had briefed the departure, routing,
and noise procedures with the First Officer. The first altitude on the departure was
1500 ft MSL until crossing the TEB 4.5 DME. That was the altitude we had selected
in our altitude pre-select. After takeoff we performed the recommended noise
procedures. Upon reaching 1500 ft we turned to a 280 degree heading and started
increasing the airspeed not to exceed 190 kts. | had scanned the TCAS as | always
do at these lower altitudes and busy airports for any traffic. It was at this time |
realized that our two independent altitude arming systems were captured on the
co-pilot's side and the Captain's side was unlatched. | was at 1650 ft as | realized
the deviation and by the time | could stop the climb had gone through 1800 ft MSL.
We have incorporated into our flight department a new SOP in this aircraft. The call
for altitude leveling is now 'two selected' as well as 'two showing ALT hold' by the
flying and the non-flying pilot.

Synopsis
A CE650 flight crew climbed through the charted altitude on departure out of TEB.



Time / Day

Date : 200901
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : BUF.Airport
State Reference : NY
Altitude.MSL.Single Value : 2500

Environment

Flight Conditions : IMC
Light : Daylight

Aircraft : 1

Controlling Facilities.Tower : BUF.Tower
Operator.Common Carrier : Air Carrier

Make Model Name : Commercial Fixed Wing
Operating Under FAR Part : Part 121

Navigation In Use.ILS.Localizer & Glide Slope : IBUF
Flight Phase.Descent : Approach

Route In Use.Approach : Instrument Precision

Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
Experience.Flight Time.Last 90 Days : 297
ASRS Report : 821920

Person : 2

Affiliation.Company : Air Carrier
Function.Flight Crew : Captain
Function.Oversight : PIC
Experience.Flight Time.Last 90 Days : 207
Experience.Flight Time.Type : 5500

ASRS Report : 821915

Events

Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Anomaly.Other Anomaly

Anomaly.Other Anomaly : Speed Deviation

Independent Detector.Other.Flight CrewA : 1

Independent Detector.Other.Flight CrewB : 2

Resolutory Action.Flight Crew : Became Reoriented

Resolutory Action.Flight Crew : Regained Aircraft Control
Resolutory Action.Flight Crew : Returned To Assigned Altitude
Resolutory Action.Flight Crew : Returned To Original Clearance



Assessments

Problem Areas : Navigational Facility

Narrative

Glideslope anomaly while being vectored for ILS Runway 23 at BUF. Altitude
deviation. Weather in BUF was 40 RVR and required an ILS approach to Runway
23. NOTAMS indicated the glideslope was unusable 5 degrees right of course. Our
vectors placed us in this area with a right base for Runway 23. Configuration was
flaps 5. Instructions for intercept were, '‘Maintain 2500 ft until established, cleared
ILS Runway 23 approach.' Once cleared for the approach, 'Approach Mode' was
selected. During the vector to final the glideslope was at the bottom of the case
indicating 2 dots. This implied we were high. We were aware of the NOTAM and
confirmed 5 miles to glideslope intercept altitude, which meant we had 5 miles to
lose 300 ft. We were being vectored below glideslope for a normal glideslope
intercept. At localizer intercept or very near, the glideslope started moving from the
bottom of the case upward. As it approached 'on glideslope' the flight
director/autopilot captured it. The glideslope continued to rise in the case causing
the autopilot to follow. The First Officer immediately noticed what had happened
and stated, 'You are climbing.' The rate of the glideslope moving from the bottom
of the case to the top of the case was fairly quick. As the aircraft pitched up and
followed the glideslope, the airspeed began to decrease. | disconnected the
autopilot and added power. This caused the aircraft to pitch up further. Forward
trim and forward pressure on the yoke transitioned the aircraft nicely on a
corrective flight path. Airspeed decreased to about 10 knots below our flaps 5
configuration and altitude climbed to approximately 3000 ft from 2500 ft.
Deviations of approximately 10 knots slow and 500 ft high. Once acceptable
parameters were recaptured, the approach was continued. All stabilized criteria
were met prior to glideslope intercept altitude. Dispatch, Safety and Flight
Operations was notified immediately. The purpose and intent of this report is to not
only fulfill the obligations to report deviations, but to prevent other crews from the
potential of such an occurrence. Callback conversation with reporter revealed the
following info: The reporter's factual data was provided after a review of the
aircraft's FOQA data. The actual pitch angle achieved was 18 degrees. The reporter
stated that he saw the aircraft pitch up before the Captain whose initial response
was to the airspeed decrease. Because of the large and rapid power increase the
pitch was possibly more pronounced than it may have otherwise been. After
recovery, the aircraft was configured and on glideslope at the final approach fix.
The event was not reported to ATC because the crew thought that it was caused by
an aircraft malfunction and did not realize until later that the cause may have been
the glide slope. The reporter was surprised that ATC did not comment on this event
and the crew did not report it. The reporter stated that he met another pilot that
night, who stated that his flight had the same event happen that afternoon and
also did not report it.

Synopsis

An air carrier at 2500 ft 5 miles from BUF on an ILS Runway 23 localizer intercept
heading from the north pitched up 18 degrees and climbed to 3000 ft. A rapid
power application to counter the slowing airspeed contributed to the pitch up and
10 kt airspeed loss.



Time / Day

Date : 200901
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Bound Lower : 1500
Altitude.MSL.Bound Upper : 2000

Environment

Flight Conditions : VMC
Light : Dusk

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Personal

Make Model Name : SR22

Operating Under FAR Part : Part 91

Flight Phase.Climbout : Initial

Route In Use.Departure.SID : TEB

Person : 1

Affiliation.Other : Personal
Function.Flight Crew : Single Pilot
Qualification.Pilot : ATP
Qualification.Pilot : Flight Engineer
Qualification.Pilot : Instrument
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 15
Experience.Flight Time.Total : 6000
Experience.Flight Time.Type : 300

ASRS Report : 821793

Person : 2

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Aircraft EQuipment Problem : Less Severe
Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Published Procedure

Independent Detector.Other.ControllerB : 2

Resolutory Action.Flight Crew : Returned To Assigned Altitude
Consequence.FAA : Reviewed Incident With Flight Crew



Assessments

Problem Areas : Aircraft
Problem Areas : Flight Crew Human Performance

Narrative

Departed TEB at dusk on IFR flight plan with a departure that required a climb to
1500 ft then a turn before continuing the climb at a distance from TEB. | had my
radios and GPS set for the departure on an IFR flight plan. After takeoff received a
different departure control frequency from tower than the clearance, switched to
departure reported climbing to 1500 ft, the restriction altitude. | then received an
over-boost indication on the MFD for the engine, adjusted the power and received a
call from departure that | was at 2000 ft (500 ft above the restriction). | pulled the
power way back and dove in VMC to 1500 ft and turned to the required heading. |
then received a call from ATC that | had caused a loss of separation at EWR. | was
at 2000 ft for a very short period and | did not have any adverse indications on the
installed Skywatch equipment (TCAS). The distraction of the over-boost indication
on the engine, a minor issue, caused the major issue of busting the altitude. Keep
in mind the airspace and the priorities. A minor over-boost should not have kept
me from stopping the climb. This was caused by two minor distractions, the
frequency and the over-boost.

Synopsis

An SR22 pilot departing TEB climbed through the charted altitude when distracted
by an over-boost condition.



Time / Day

Date : 200901
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : BTR.Airport
State Reference : LA
Altitude.MSL.Bound Lower : 1300
Altitude.MSL.Bound Upper : 1900

Environment

Flight Conditions : Marginal
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : BTR.TRACON

Operator.General Aviation : Corporate

Make Model Name : Light Transport, Low Wing, 2 Turbojet Eng
Operating Under FAR Part : Part 91

Navigation In Use.Other : FMS or FMC

Flight Phase.Descent : Approach

Component : 1
Aircraft Component : FMS/FMC

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP
Qualification.Pilot : CFI

Experience.Flight Time.Last 90 Days : 65
Experience.Flight Time.Total : 8300
Experience.Flight Time.Type : 3500
ASRS Report : 821669

Person : 2

Affiliation.Other : Personal
Function.Flight Crew : First Officer
Qualification.Pilot : ATP
Experience.Flight Time.Last 90 Days : 57
Experience.Flight Time.Total : 13500
Experience.Flight Time.Type : 2750
ASRS Report : 821328

Events



Anomaly.Altitude Deviation : Crossing Restriction Not Met
Anomaly.Altitude Deviation : Undershoot

Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : FAR

Anomaly.Non Adherence : Published Procedure
Anomaly.Other Anomaly : Unstabilized Approach
Independent Detector.Other.Flight CrewA : 1

Resolutory Action.Flight Crew : Became Reoriented
Resolutory Action.Flight Crew : Returned To Assigned Altitude
Resolutory Action.Flight Crew : Took Evasive Action

Assessments

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

Narrative

Outside the FAF on the BTR RNAV Runway 4L approach, | asked for the next step
down fix and altitude. The non-flying, pilot indicated we were at the FAF and could
descend to the MDA. At 1300 ft we cleared a broken layer and appeared to be very
close to power lines and towers. | climbed back to our initial altitude and landed
visually using the VASI on Runway 4L. After landing the non-flying pilot realized he
read the DME off the wrong page on the FMS and we were actually outside the FAF
when we started our descent to the MDA. We agreed after discussion that the FMS
page and corresponding approach plate would be verified by both pilots. Callback
conversation with reporter revealed the following information: The reporter was the
pilot flying and had selected the flight director heading mode because the FMS
would only allow the aircraft to proceed to BITAC and hold. The non-flying pilot was
attempting to remove the hold on the FMS NAV page and while on that page
misread the DME and informed the pilot that he could begin the descent.
Approaching GOCET the aircraft broke out of the clouds at about 1300 ft allowing
the reporter to see the power lines. The height of the towers shocked the reporter
and at the same time the non-flying pilot realized his mistake and advised the pilot
to climb. ATC had previously cleared the aircraft to land and because of that the
reporter thought that no low altitude alert message was issued. Supplemental info
from ACN 821328: There are two issues that need to be addressed. The first is that
the crew must be aware that the altitude select mode and a change in the altitude
pre-select will cause the autopilot to continue to the new altitude. This is a CRM
function. Prior to any change in the altitude pre-select, it must be verified that the
autopilot mode selector is placed into the altitude hold mode, or a change in
altitude will result. This is not unknown, however, coordination of the process
during a critical flight segment is necessary to prevent the altitude excursion that
resulted. Second, this altitude deviation would probably not have been quite as
troubling if it not had been for the tower that was uncomfortably close to the final
approach course. Vertical guidance would have made this particular approach much
safer, as the presence of a glide slope to that runway would have prevented the
altitude deviation, and given safe descent information related to the position of the
tower. The BTR tower personnel did not advise us of the deviation, as they either
did not notice it or we had corrected it before that occurred. The crew is very aware
of the complexity of GPS approaches and the need for vigilance in altitude control
where no glide path information is available. It was very unsettling to see the
tower, at almost our altitude, not more than a half mile to the right of the inbound



course. The crew has addressed the need for a change in cockpit procedures when
initiating an altitude pre-select function during autopilot use. We feel comfortable
that simple verbal verification of the mode selection prior to a change in the
altitude pre-select will prevent further such deviations.

Synopsis

A light transport corporate aircraft crew descended early on a BTR RWY 4L RNAV
approach because of FMS programming distractions and the lack of procedure
familiarity.



Time / Day

Date : 200901
Local Time Of Day : 1801 To 2400

Place

Locale Reference.Airport : BZN.Airport
State Reference : MT
Altitude.MSL.Single Value : 10800

Environment

Flight Conditions : IMC
Light : Night

Aircraft : 1

Controlling Facilities.ARTCC : ZLC.ARTCC
Operator.Common Carrier : Air Carrier
Make Model Name : Commercial Fixed Wing
Operating Under FAR Part : Part 121
Navigation In Use.Other : FMS or FMC
Flight Phase.Landing : Missed Approach

Component : 1
Aircraft Component : ILS/VOR
Person : 1

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

Qualification.Pilot : Instrument
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 200
Experience.Flight Time.Total : 6250
Experience.Flight Time.Type : 4200

ASRS Report : 821621

Events

Anomaly.Aircraft EQuipment Problem : Less Severe
Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Published Procedure
Anomaly.Other Anomaly

Anomaly.Other Anomaly : Speed Deviation

Independent Detector.Other.Flight CrewA : 1

Resolutory Action.Flight Crew : Executed Go Around
Resolutory Action.Flight Crew : Regained Aircraft Control
Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments



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

Narrative

We were on the ILS into BZN, MT. After crossing MANNI (FAF) we switched to BZN
Tower and were cleared to land. The aircraft was flying on autopilot and the GS and
course were centered on the CDI. At about 6500 feet MSL on GS (1500 feet AGL)
we received an erroneous GS indication and the GS went full deflection up
instantly. We were in the process of making final configuration checks for landing
and didn't notice it right away. Since the autopilot was still on, it reacted by chasing
the GS and pitching up rapidly. The aircraft approached critically low airspeeds at
this high angle of attack, engaging the 'stick shaker' (pre-stall warning). This all
happened so fast we were both still in awe wondering what was going on. The
Captain immediately attempted to force nose-down attitude to come out of our pre-
stall condition. The autopilot had commanded in so much nose-up trim the force
was hard to overcome. The Captain initiated missed approach procedures and |
followed his lead by commencing procedures to get the gear and flaps up. Our stall
recovery procedures tell us to climb and continue climbing until out of a stall
condition. The aircraft was NOT stalled, but on the side of safety, we treated the
situation as such. In this high pitch attitude, with a light load and full power, this
aircraft will climb out at 5000 to 6000 fpm. With everything that was going on, we
didn't realize the missed approach altitude on the published chart of 8000 feet MSL
was not set in the aircraft's altitude alerter. This all occurred at about 6500 feet
MSL, so understandably we blew right through 8000 feet MSL. Once in contact with
ZLC, we advised of our missed approach and were assigned 9000 feet MSL. By this
time we arrested our climb at 10800 feet MSL and began descending to 9000 feet
MSL. | believe the altitude was deviated from on our missed approach for 2
reasons: 1) We were in the process of cleaning up the aircraft and getting it in a
safe configuration for a missed approach. 2) Our procedures don't allow us to set in
the missed approach altitude into the altitude alerter until within 1000 feet of field
elevation. At the time of this anomaly we were at 1500 feet AGL. Hence, the proper
missed approach altitude was not set in the alerter to remind us to level at 8000
feet MSL. The proper corrective actions were taken in order to keep the flight safe.
We did not intentionally deviate from the missed approach altitude on the published
chart, and as soon as we realized the deviation, we took evasive action to correct
to the assigned altitude.

Synopsis

Shortly after passing MANNI on the ILS Rwy 12 at BZN, air carrier flight crew fails
to level at MAP altitude when a go-around is initiated due to an autopilot pitch-up in
response to an anomalous full up glide slope indication.



Time / Day

Date : 200901
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Bound Lower : 1500
Altitude.MSL.Bound Upper : 2000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Corporate

Make Model Name : Challenger CL604
Operating Under FAR Part : Part 91
Navigation In Use.Other : FMS or FMC
Flight Phase.Climbout : Initial

Route In Use.Departure.SID : RUUDY

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : First Officer
Qualification.Pilot : ATP
Qualification.Pilot : CFI
Qualification.Pilot : Commercial
Qualification.Pilot : Flight Engineer
Qualification.Pilot : Instrument
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 75
Experience.Flight Time.Total : 8600
Experience.Flight Time.Type : 1600
ASRS Report : 820696

Person : 2

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Altitude Deviation : Crossing Restriction Not Met
Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Published Procedure



Independent Detector.Other.ControllerA : 2
Resolutory Action.Controller : Issued Advisory

Assessments

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

Narrative

On a repositioning flight from TEB, we were given the RUUDY 1 departure. After
takeoff on climb out | checked in with controller and told him we were climbing to
2000 ft. He then asked us what altitude we were at and | informed him we were
leveling at 2000 ft. He then said that if we were on RUUDY 1 then we need to be at
1500 ft. I told him we would descend and he said no problem, just want to make
sure we are all on the same page for future flights. There was no conflict or TCAS
advisory at all during this time. The crew should have reviewed the departure more
thoroughly since it was first time using it. The altitude preselect was set for 2000 ft.
However, it should have been set to 1500 ft until passing one specific fix.

Synopsis

CL604 flight crew fail to comply with 1500 foot restriction on the RUUDY SID off
TEB.



Time / Day

Date : 200901
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Single Value : 1500

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Personal

Make Model Name : Falcon 50

Operating Under FAR Part : Part 91
Navigation In Use.Other : FMS or FMC
Flight Phase.Climbout : Initial

Route In Use.Departure.SID : TEB

Component : 1
Aircraft Component : Transponder
Person : 1

Affiliation.Other : Personal
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP
Experience.Flight Time.Total : 9700
Experience.Flight Time.Type : 75
ASRS Report : 820619

Person : 2

Affiliation.Other : Personal
Function.Flight Crew : First Officer
Qualification.Pilot : ATP
Qualification.Pilot : CFI
Qualification.Pilot : Commercial
Qualification.Pilot : Instrument
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 100
Experience.Flight Time.Total : 30000
Experience.Flight Time.Type : 15
ASRS Report : 820612



Person : 3

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Altitude Deviation : Crossing Restriction Not Met
Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Published Procedure

Independent Detector.Other.ControllerA : 3

Resolutory Action.Controller : Issued Advisory

Resolutory Action.Controller : Issued New Clearance

Assessments

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

Narrative

Accepted TEB 5 departure from Runway 24. Aircraft hand flown due to poor
autopilot capture at high climb rates and low altitude. Leveled at 1500 ft turning to
280 degrees as prescribed when notified that transponder set one digit off. While
attention was diverted altitude inadvertently increased to 1800 ft before TEB 4.5
mile fix. Kindly notified by ATC with immediate correction. No traffic conflict noted.

Synopsis

Distracted by a mis-set transponder code, flight crew of DA50 fail to maintain 1500
ft MSL on TEB SID from TEB.



Time / Day

Date : 200810
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : ZZZZ.Airport
State Reference : FO
Altitude.MSL.Single Value : 6000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.ARTCC : ZZZZ.ARTCC
Operator.General Aviation : Personal

Make Model Name : PA-34-200 Seneca |
Operating Under FAR Part : Part 91

Flight Phase.Climbout : Intermediate Altitude

Component : 1
Aircraft Component : Elevator Trim System
Person : 1

Affiliation.Other : Personal
Function.Flight Crew : Single Pilot
Qualification.Pilot : ATP
Qualification.Pilot : CFI
Qualification.Pilot : Commercial
Qualification.Pilot : Instrument
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 90
Experience.Flight Time.Total : 8550
Experience.Flight Time.Type : 700
ASRS Report : 820449

Events

Anomaly.Aircraft Equipment Problem : Critical
Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Anomaly.Other Anomaly

Independent Detector.Other.Flight CrewA : 1

Resolutory Action.Flight Crew : Declared Emergency
Resolutory Action.Flight Crew : Landed As Precaution
Resolutory Action.Flight Crew : Overcame Equipment Problem
Resolutory Action.Flight Crew : Regained Aircraft Control
Consequence.Other



Assessments

Problem Areas : Aircraft
Narrative

The aircraft departed IFR, in VMC, on a ferry flight. The autopilot was
unserviceable, but electric elevator trim worked. The aircraft was maintaining 6000
ft, as cleared, then recleared to 11000 ft. The electric trim was used to pitch up,
but the aircraft started descending, so continuous nose-up trim was selected, to try
to correct this. Very quickly, the aircraft was descending at more than 1000 FPM,
and required all the pilot's strength to pull the control column back, to avoid
pitching down. ATC was advised that it was not possible to climb, due to control
problems. The elevator trim wheel appeared jammed in the forward position, and
would not move. Greater force was used, the trim wheel was freed, and was set to
a position that allowed the aircraft to continue under normal control. The electric
trim circuit breaker had popped. ATC was told of the control problem, and that the
aircraft was returning to the departure airport. After landing and closing down, the
control problem was investigated, and found to be a defective switch on the left-
hand control column. If moved forward, the trim wheel motored forward. If moved
back, the trim wheel still motored forward. The flight continued the next day, with
the electric trim CB pulled. Comments: The pilot was an experienced CFI, MEII,
with over 1500 hours of multi time, of which about half was in Senecas. It was
extremely fortunate that the incident occurred at 6000 ft. If it had happened on
takeoff, in IMC, it would have probably caused a crash. This was a very serious
(and probably very rare) failure mode of the trim switch. It could have been
responsible for unexplained accidents in the past, and | believe it is essential to
notify the NTSB of this incident. | suggest a controlled experiment is conducted to
replicate the handling characteristics of full forward trim, when using climb power.

Synopsis

PA34 pilot reports runaway electric trim at 6000 ft. Control of aircraft is lost until
trim motor circuit breaker trips.



Time / Day
Date : 200901

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Bound Lower : 1500
Altitude.MSL.Bound Upper : 1850

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Corporate

Make Model Name : MU-2 Undifferentiated or Other Model
Operating Under FAR Part : Part 91

Flight Phase.Climbout : Intermediate Altitude

Route In Use.Departure.SID : RUUDY

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : Commercial
Qualification.Pilot : Instrument
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 30
Experience.Flight Time.Total : 3150
Experience.Flight Time.Type : 2400
ASRS Report : 820339

Person : 2

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Altitude Deviation : Crossing Restriction Not Met
Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Published Procedure

Independent Detector.Other.ControllerA : 2

Resolutory Action.Controller : Issued Alert

Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments



Problem Areas : Airspace Structure
Problem Areas : Flight Crew Human Performance

Narrative

ASSIGNED RUUDY ONE DEPARTURE SID USING RUNWAY 24 TETERBORO. CLIMBED
ON HEADING 240 DEG TO 1500 FT MSL, TURNED RIGHT TO 280 DEG TOWARD
WENTZ INTERSECTION. IN TURN, ALTITUDE DRIFTED UP TO APPROX 1850 FT MSL.
DEPARTURE CONTROLLER ALERTED ME TO THE SID 1500 FT MSL RESTRICTION
UNTIL CROSSING WENTZ, THEN CLIMB TO 2000 MSL. | DESCENDED BACK TO
1500 FT MSL AND CONTINUED SID UNEVENTFULLY. THIS WAS MY FIRST TIME
FLYING RUUDY ONE SID AT TEB. | REVIEWED SID WHEN | ARRIVED AT HOLDING
AREA AT THRESHOLD FOR RUNWAY 24. WE HAD ATC DELAYS FOR OVER ONE
HOUR AFTER THAT. CONTROLLER ASKED IF READY, CLEARED FOR TAKEOFF
NOTING TRAFFIC ON 3 MILE FINAL. I FEEL | HURRIED DEPARTURE AND DID NOT
TAKE TIME TO BRIEF SID AGAIN UNTIL CLIMB OUT.

Synopsis

MU2 CAPTAIN REPORTS EXCEEDING 1500 FT RESTRICTION AT WENTZ ON THE
RUUDY1 RNAV DEPARTURE FROM TEB.



Time / Day

Date : 200901
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Bound Lower : 1500
Altitude.MSL.Bound Upper : 2000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Corporate

Make Model Name : Challenger CL604
Operating Under FAR Part : Part 91

Flight Phase.Climbout : Intermediate Altitude
Route In Use.Departure.SID : RUUDY

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP
Qualification.Pilot : CFI
Qualification.Pilot : Commercial
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 110
Experience.Flight Time.Total : 9925
Experience.Flight Time.Type : 365
ASRS Report : 820321

Person : 2

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Altitude Deviation : Crossing Restriction Not Met
Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Published Procedure
Independent Detector.Other.ControllerA : 2

Resolutory Action.Controller : Issued Advisory

Resolutory Action.None Taken : Detected After The Fact



Assessments

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

Narrative

ON A REPOSITIONING FLIGHT FROM TEB TO HPN, WE DEPARTED RUNWAY 24,
CLEARED FOR THE RUUDY ONE RNAV DEPARTURE. WE FLEW A HEADING OF 240
DEGREES TO 1500 FT MSL, THEN TURNED RIGHT DIRECT WENTZ. APPROACHING
WENTZ, ATC ASKED US OUR ALTITUDE, AND THE PILOT NOT FLYING REPORTED
'CLIMBING 2000 FT, OR 2000 FT." ATC ASKED WHICH DEPARTURE WE WERE ON,
THEN ADVISED US WE SHOULD BE AT 1500 FT, TO WHICH THE PNF RESPONDED
WE WOULD DESCEND TO 1500 FT. ATC SAID, 'NO PROBLEM, JUST STAY AT 2000
FT," AND WANTED TO MAKE SURE WE WERE ON THE SAME PAGE WITH REGARD
TO THE DEPARTURE PROCEDURE. THE RUUDY ONE RNAV DEPARTURE PROCEDURE
SPECIFIES CROSSING WENTZ AT 1500 FT, THEN TASCA AT 2000 FT OR AS
ASSIGNED BY ATC. THERE WERE NO TRAFFIC CONFLICTS DURING THE EVENT.
DURING THE PRE-DEPARTURE ACTIVITIES, THE ALTITUDE PRESELECT WAS
SELECTED TO 2000 FT. ALTHOUGH THIS ALTITUDE WAS LISTED ON THE
DEPARTURE, 1500 FT SHOULD HAVE BEEN PRESELECTED INITIALLY AS THIS WAS
AN INTERMEDIATE LEVELOFF ALTITUDE ON THE DEPARTURE. OUR COMPANY
OPERATES TO TETERBORO ON A REGULAR BASIS, BUT SINCE THIS WAS A NEW
DEPARTURE PROCEDURE WE WERE NOT FAMILIAR WITH IT AND THE CREW
SHOULD HAVE STUDIED IT IN MORE DETAIL BEFORE TAKEOFF. AS THE FLYING
PILOT I ALSO SHOULD HAVE BRIEFED IT MORE THOROUGHLY, AND ASSURED THE
ALTITUDE PRESELECT WAS SET AT 1500 FT UNTIL CROSSING WENTZ. ON
ANOTHER NOTE, IT WOULD ALSO BE HELPFUL IF THE INITIAL LEVELOFF ALTITUDE
WAS DEPICTED MORE CLEARLY ON THE COMMERCIAL CHART DEPARTURE
PROCEDURE PAGE, AS IT LEADS TO SOME CONFUSION WHEN MORE THAN ONE
ALTITUDE IS LISTED IN BOLD.

Synopsis

CL604 CAPTAIN REPORTS EXCEEDING 1500 FT ALTITUDE RESTRICTION ON THE
RUUDY1 RNAV DEPARTING TEB.



Time / Day

Date : 200901
Local Time Of Day : 1801 To 2400

Place

Locale Reference.Airport : BUF.Airport
State Reference : NY
Altitude.MSL.Single Value : 2300

Environment

Flight Conditions : IMC
Light : Night

Aircraft : 1

Controlling Facilities.Tower : BUF.Tower
Operator.Common Carrier : Air Carrier

Make Model Name : Commercial Fixed Wing
Operating Under FAR Part : Part 121

Navigation In Use.ILS.Localizer & Glide Slope : IBUF
Flight Phase.Descent : Approach

Route In Use.Approach : Instrument Precision

Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
Experience.Flight Time.Last 90 Days : 209
Experience.Flight Time.Type : 2100

ASRS Report : 820250

Person : 2

Affiliation.Company : Air Carrier
Function.Flight Crew : Captain
Function.Oversight : PIC
Experience.Flight Time.Last 90 Days : 184
ASRS Report : 820255

Events

Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Anomaly.Other Anomaly

Anomaly.Other Anomaly : Speed Deviation

Independent Detector.Other.Flight CrewA : 1

Independent Detector.Other.Flight CrewB : 2

Resolutory Action.Flight Crew : Became Reoriented

Resolutory Action.Flight Crew : Regained Aircraft Control
Resolutory Action.Flight Crew : Returned To Assigned Altitude
Resolutory Action.Flight Crew : Returned To Original Clearance



Assessments

Problem Areas : Navigational Facility

Narrative

We were approaching the BUF Runway 23 localizer (IBUF 111.3) from the
northwest given a descent to 2300 ft, and cleared for the approach. As we
approached the level-off, the autopilot captured an erroneous glideslope indication
and started an aggressive climb. We added thrust and leveled the wings to correct
our loss of airspeed. The autopliot directed a pitch up of approximately 18-20
degrees. We gained 1400 ft of altitude. A go-around was not performed as we were
still in a position to salvage and fly a normal, stabilized approach (VMC). There was
a NOTAM indicating the glideslope was unusable more than 5 degrees right of the
localizer. 1 believe we were inside this cone at the time of the incident. Being 4+
miles away from the final fix, 100 ft above glideslope intercept altitude, and cleared
for the approach | selected APP mode, not realizing how the autopilot would
respond to the NOTAMED glideslope problem. | need to pay closer attention to
exactly what the NOTAM implies and delay APP mode until I'm sure of LOC capture.
Callback conversation with reporter revealed the following info: The reporter's
factual data was provided after a review of the aircraft's FOQA data. The approach
was briefed with the acknowledgment that the flight was approaching from the
north and the glideslope may not be accurate until near the localizer's capture. The
reporter saw the localizer coming in and the glideslope moving down then rapidly
up toward the flight director's top edge up. The reporter did not see glideslope
capture annunciated on the mode annunciator but in order for the autopilot to pitch
up a glideslope capture would have had to have occurred prior to the pitch up from
5 degrees to 33 degrees. At the time of the event the aircraft was configured at
flap 5. The airspeed decreased from the flaps 5 maneuver speed of 190 kts to 120
kts very rapidly with thrust set at 95% and full nose down. The glideslope anomaly
was not reported to ATC because the crew believe the event was caused by the
aircraft.

Synopsis

An air carrier at 2300 ft on an intercept heading for the BUF ILS Runway 23 pitched
up to 30 degrees and climbed 1400 ft as it approached the ILS glideslope from the
north. The aircraft was at flaps 5 degrees and 190 kt but slowed to 120 kts during
the 20 second event.



Time / Day

Date : 200901
Local Time Of Day : 1801 To 2400

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Bound Lower : 1500
Altitude.MSL.Bound Upper : 2000

Environment

Flight Conditions : VMC
Light : Night

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Corporate

Make Model Name : Gulfstream 200 [G200] (1Al 1126 Galaxy)
Operating Under FAR Part : Part 91

Flight Phase.Climbout : Intermediate Altitude

Route In Use.Departure.SID : RUUDY

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP

ASRS Report : 820070

Person : 2

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Altitude Deviation : Crossing Restriction Not Met
Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Published Procedure
Independent Detector.Other.ControllerA : 3

Resolutory Action.Controller : Issued Advisory

Assessments
Problem Areas : Flight Crew Human Performance
Narrative

CLEARED VIA THE TEB RUDDY ONE DEPARTURE OFF RUNWAY 24. THE DEPARTURE
REQUIRES TO CROSS WENTZ AT 1500 FT THEN CLIMB TO 2000 FT TO CROSS



TASCA. THE DEPARTURE WAS REVIEWED AND DISCUSSED AND THE 1500 FT
CROSSING AT WENTZ WAS OVERLOOKED AND 2000 FT WAS SET IN THE
ALTITUDE ALERTER. ON TAKEOFF WE CLIMBED TO THE SET ALTITUDE OF 2000 FT
WITHOUT CROSSING WENTZ AT 1500 FT AS REQUIRED. ATC ADVISED US OF THE
CROSSING RESTRICTION AT WENTZ. WE WERE ALREADY AT 2000 FT. REVIEW
AND DOUBLE REVIEW ALL DEPARTURES OUT OF TEB RELATIVE TO THE VARIOUS
CROSSING AND 'STEP UP' CROSSING REGARDING NEWARK
AIRSPACE/ARRIVALS/DEPARTURES. DO NOT LET PAX DEPARTURES 'RUSH' THE
DEPARTURE. WE WERE ON A RECOVERY TRIP AND PASSENGERS WERE WAITING
WHEN WE LANDED.

Synopsis

G200 CAPTAIN REPORTS EXCEEDING 1500 FT RESTRICTION AT WENTZ ON THE
RUUDY1 RNAV DEPARTURE FROM TEB.



Time / Day

Date : 200901
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : ZZZ.Airport
Altitude.MSL.Single Value : 7200

Environment

Flight Conditions : VMC
Weather Elements : Turbulence
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : ZZZ.TRACON

Operator.General Aviation : Personal

Make Model Name : Cessna 210 Centurion / Turbo Centurion 210C, 210D
Operating Under FAR Part : Part 91

Flight Phase.Cruise : Level

Route In Use.Enroute : On Vectors

Component : 1
Aircraft Component : Fuel Selector
Person : 1

Affiliation.Other : Personal
Function.Flight Crew : Single Pilot
Qualification.Pilot : Instrument
Qualification.Pilot : Private
Experience.Flight Time.Last 90 Days : 52
Experience.Flight Time.Total : 373
Experience.Flight Time.Type : 28

ASRS Report : 819924

Events

Anomaly.Aircraft Equipment Problem : Critical

Anomaly.Altitude Deviation : Excursion From Assigned Altitude

Anomaly.Non Adherence : Published Procedure

Anomaly.Other Spatial Deviation

Independent Detector.Aircraft EqQuipment.Other Aircraft Equipment : Engine Quit
Independent Detector.Other.Flight CrewA : 1

Resolutory Action.Flight Crew : Declared Emergency

Resolutory Action.Flight Crew : Overcame Equipment Problem

Assessments



Problem Areas : Aircraft
Problem Areas : Flight Crew Human Performance

Narrative

On a flight from ZZZ1 to ZZZ, my engine stopped inflight. | believe the cause was
that | forgot to switch the fuel tank selector at the appropriate time and the right
tank ran dry, starving the engine of fuel. During the incident, | glided below my
assigned altitude and had to leave my assigned heading to look for a suitable place
to land if necessary. | also made a ‘Mayday' call to DEN Approach and informed
them the engine had failed. | started the flight with the right tank selected. |
switched to the (full) left tank and was able to restart the engine and continue to
the destination. | intended to switch tanks approximately 1/2 way to the
destination. Apparently, | forgot to switch tanks, because the selector was still on
the right tank when the engine stopped. A contributing factor was that almost all of
my flying experience has been in aircraft having a 'both' setting on the fuel
selector, so | didn't have to switch tanks inflight. The 2 airplanes | have flown that
lacked a 'both' setting each had a GPS that provided periodic reminders to switch
tanks. However, the GPS in the incident aircraft had recently been upgraded with
WAAS capability and all its settings had been returned to the factory defaults,
which did not include the periodic reminders to switch tanks. My plan to switch
tanks at the 1/2 way point was a poor plan. The logic was that if | could make it
1/2 way on 1 tank, | should have enough fuel in the other tank to complete the
flight. The problem was it left the plane imbalanced with hundreds more pounds of
fuel in one wing than the other. In the future, | will switch tanks every 30 minutes.
I missed clues that might have alerted me to the problem. First, the autopilot failed
to hold a heading, and the plane began an uncommanded turn to the left. | turned
off the autopilot and noted a left-rolling tendency. At first | thought a passenger's
bag was putting pressure on the Copilot's yoke, but moving the bag did not help. |
looked around to see if something had happened to the airframe but saw nothing
unusual. | assumed that the autopilot had stuck with a bungee pulling to the left.
Only after | landed did | realize that the left-rolling tendency was caused by the
imbalance of fuel. When the engine stopped, | acted in accordance with my
emergency training. | established best glide speed, selected a possible landing site,
switched tanks, and restarted the engine.

Synopsis

Cessna Turbo 210 pilot fails to switch tanks in a timely fashion and suffers
temporary engine failure and altitude/track deviations while recovering.



Time / Day

Date : 200901
Local Time Of Day : 1801 To 2400

Place

Locale Reference.Airport : ZZZ.Airport
State Reference : US
Altitude.MSL.Bound Lower : 4000
Altitude.MSL.Bound Upper : 4350

Environment

Flight Conditions : VMC
Light : Night

Aircraft : 1

Controlling Facilities.TRACON : ZZZ.TRACON
Operator.Common Carrier : Air Carrier
Make Model Name : B737-700

Operating Under FAR Part : Part 121

Flight Phase.Climbout : Initial

Component : 1
Aircraft Component : Autopilot
Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : Captain
Function.Oversight : PIC
Experience.Flight Time.Last 90 Days : 320
Experience.Flight Time.Type : 9000

ASRS Report : 819466

Events

Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Clearance

Independent Detector.Other.Flight CrewA : 1

Resolutory Action.Controller : Issued New Clearance
Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments

Problem Areas : Aircraft
Problem Areas : Flight Crew Human Performance

Narrative

During initial climb, aircraft overshot assigned altitude by about 350 FT. Departure
Control assigned us direct to the VOR. First Officer (Pilot Flying) was hand flying, so



I input the fix in the CDU, confirmed with my First Officer and executed, then
selected LNAV on the AFDS. (At this point, we had just completed flap cleanup.) We
were climbing at about 4,000 FPM at climb N1 power setting. Cold weather, light
load (10 passengers) contributed to high climb rate. As | input the fix and
executed, | had an eye on the climb rate and my First Officer's actions, anticipating
a transition to level flight at 4,000 FT. At about 3,500 FT MSL, my First Officer
selected Autopilot B command mode; the light illuminated, and | saw him look
away (climb power remained set). | noted that the aircraft had not begun to level
and realized quickly that the autopilot would not capture the assigned altitude. |
made a brief comment about the impending overshoot and took control of the
aircraft to begin the leveloff just prior to 4,000 FT. We topped out at about 4,350
FT. I called out the overshoot deviation to the Departure Controller and reported
returning to 4,000 FT. We were then assigned a vector of 360 degrees. Shortly
after, we were reassigned direct to the VOR. Once on course, | noted another
aircraft at 5,000 FT on the TCAS display about 8 miles ahead. No TCAS alert or
warning was issued during the overshoot event. | asked the Controller if there had
been a conflict and he said 'no.' On being handed off to Center, | again asked if
there were 'any issues' and was again told, 'no.' The rest of the flight was
uneventful. I've seen this type of problem before. The common thread is the
assumption that the autopilot will level the aircraft at the selected altitude,
regardless of when it is engaged, or the climb rate or power setting. The biggest
'fix" is to reduce power and climb rate early under such conditions (cold, light load,
high power setting). In other words, anticipate. My First Officer and | reviewed our
actions once in level flight. He was surprised that the airplane didn't level as he
thought it would. | explained why it didn't, and the power and climb rate reduction
fix. We were busy getting the airplane cleaned up, turning to the Tower-assigned
heading after takeoff, and then transitioning to the LNAV fix. We simply misplaced
our priorities, namely, fly the airplane first, then navigate. | chalk this one up to
inexperience with this type of problem on my First Officer's part and an assumption
that the autopilot will handle any leveloff task, regardless of climb rate or when the
autopilot is engaged. Our discussion centered on what caused the problem and the
remedy. For my part as Pilot Monitoring, | saw the high climb rate and anticipated
the problem, but was late intervening with either meaningful comment or action.
Things occurred pretty quickly and the dark cockpit made it a bit tough to see the
First Officer to gauge his actions. A possible action we could take is to run this in
the simulator during initial training as a First Officer LOFT scenario, with the
instructor pointing out the problem with high power settings, high climb rates, and
late autopilot activation, with emphasis on the 'pendulum effect' created by the
engines being located under the wings affecting leveloffs while at climb power.

Synopsis

B737 Captain describes First Officers attempt to engage the autopilot with 500 FT
to go in climb at 4000 FT per minute vertical speed, an Overshoot occured.



Time / Day

Date : 200901
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Navaid : TEB.VOR
State Reference : NJ
Altitude.MSL.Single Value : 1600

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.Common Carrier : Charter

Make Model Name : HS 125 Series
Operating Under FAR Part : Part 135

Flight Phase.Climbout : Initial

Route In Use.Departure.SID : TEB

Component : 1
Aircraft Component : Flight Director
Person : 1

Affiliation.Company : Charter
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP

Experience.Flight Time.Last 90 Days : 100
Experience.Flight Time.Total : 14000
Experience.Flight Time.Type : 600

ASRS Report : 818511

Person : 2

Affiliation.Company : Charter
Function.Flight Crew : First Officer
Qualification.Pilot : ATP

Experience.Flight Time.Last 90 Days : 100
Experience.Flight Time.Total : 11000
Experience.Flight Time.Type : 15000
ASRS Report : 818513

Person : 3

Affiliation.Government : FAA
Function.Controller : Departure



Events

Anomaly.Altitude Deviation : Undershoot

Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Published Procedure

Independent Detector.Other.ControllerA : 3

Independent Detector.Other.Flight CrewA : 1

Independent Detector.Other.Flight CrewB : 2

Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments

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

Narrative

ON DEPARTURE FROM RWY 24 AT TEB ON THE TETERBORO 5 DEPARTURE, ALL
WAS SET IN THE FMS, LEVELED OFF AT THE 1500 FT AS PER DEPARTURE
INSTRUCTIONS UNTIL A TURN TO 280 DEG. | STARTED THE TURN AS THE
COMMAND BARS COMMANDED A CLIMB SO | FOLLOWED AND REALIZED THE
COMMANDED CLIMB WAS PREMATURE AND | IMMEDIATELY CORRECTED BACK TO
1500 FT. WHEN QUERIED BY THE CONTROLLER I ANNOUNCED MY ALTITUDE WAS
1600 FT AND | WAS CORRECTING. THE REST OF THE FLIGHT WAS UNEVENTFUL.
SUPPLEMENTAL INFO FROM 818513: | THEN NOTICED WE WERE CLIMBING ABOVE
OUR ASSIGNED ALTITUDE. THE PILOT FLYING IMMEDIATELY STARTED BACK
DOWN TO 1500 FT. THIS IS A VERY BUSY DEPARTURE. WE TAKE OFF WITH THE
COMMAND BARS IN A GO-AROUND POSITION. THE PILOT FLYING MAY HAVE BEEN
CONCERNED WITH THE DEPARTURE AND NOT FOLLOWED THE NORMAL
PROCEDURE OF SYNCING THE COMMAND BARS AFTER TAKE-OFF, LEADING TO A
CONTINUATION OF THE CLIMB.

Synopsis

AN HS25 CREW DEPARTED ON THE TEB 5 AND FOLLOWED THE FLIGHT DIRECTOR.
AT THE 280 DEGS TURN POINT THE PILOT BEGAN HIS TURN AND CLIMBED BUT
STOPPED IT AT 1600 FT. THE FLIGHT DIRECTOR USAGE MAY HAVE CONTRIBUTED
TO THE ERROR.



Time / Day

Date : 200812
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Single Value : 1500

Environment

Flight Conditions : Mixed
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Corporate

Make Model Name : Gulfstream IV
Operating Under FAR Part : Part 91
Navigation In Use.Other : FMS or FMC
Flight Phase.Climbout : Initial

Route In Use.Departure.SID : TEB

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP
Qualification.Pilot : Commercial
Qualification.Pilot : Flight Engineer
Qualification.Pilot : Instrument
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 100
Experience.Flight Time.Total : 10000
Experience.Flight Time.Type : 2000
ASRS Report : 818388

Events

Anomaly.Altitude Deviation : Overshoot

Anomaly.Inflight Encounter : Turbulence

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

Narrative

SHORTLY AFTER TAKEOFF, AROUND 1000-1200 FT MSL, | RECEIVED A
'"WINDSHEAR' AMBER CAUTION. MY INITIAL REACTION WAS TO MAINTAIN THE
'ATTITUDE' AND CONFIGURATION OF THE ACFT. | WAS SUBSEQUENTLY
DISTRACTED EVALUATING WHETHER OR NOT WINDSHEAR WAS DEVELOPING AND
REALIZED | HAD CLBED THROUGH 1500 FT (MAX ALTITUDE TILL 4.5 DME FROM
TEB). SOMEWHERE AROUND 1800 FT I SAW WHAT | HAD DONE AND IMMEDIATELY
RETURNED TO 1500 FT. IN HINDSIGHT | REALIZE | SHOULDN'T HAVE ANNOUNCED
'"WINDSHEAR' TO THE COPLT, RATHER | SHOULD HAVE FLOWN THE SID PROFILE
AND NOT DISTRACT HIM AS WELL. SINCE THIS WAS AN 'AMBER' VICE 'RED'
WARNING, IT SHOULD HAVE BEEN MONITORED. | INCLUDE WINDSHEAR
WARNINGS VERSUS CAUTIONS IN MY TAKEOFF BRIEF.

Synopsis

A G-1V DEPARTED ON THE TEB 5. THE CAPTAIN WAS DISTRACTED BY AN AMBER
WINDSHEAR CAUTION LIGHT AND MISSED THE 1500 FT LEVEL-OFF
SUBSEQUENTLY CLIMBING TO 1800 FT BEFORE DESCENDING.



Time / Day

Date : 200812
Local Time Of Day : 1801 To 2400

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Single Value : 800

Environment

Flight Conditions : VMC
Light : Night

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Controlling Facilities.Tower : TEB.Tower
Operator.General Aviation : Corporate

Make Model Name : Beechjet 400

Operating Under FAR Part : Part 91

Flight Phase.Climbout : Intermediate Altitude

Component : 1

Aircraft Component : Altitude Alert
Component : 2

Aircraft Component : Altimeter
Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP
Experience.Flight Time.Last 90 Days : 40
Experience.Flight Time.Total : 17800
Experience.Flight Time.Type : 250

ASRS Report : 817740

Person : 2

Affiliation.Company : Corporate
Function.Flight Crew : First Officer

Person : 3

Affiliation.Government : FAA
Function.Controller : Departure

Events



Anomaly.Altitude Deviation : Undershoot

Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Company Policies

Anomaly.Non Adherence : Published Procedure
Anomaly.Other Spatial Deviation

Anomaly.Other Spatial Deviation

Independent Detector.Other.ControllerA : 3

Resolutory Action.Flight Crew : Became Reoriented
Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments

Problem Areas : Flight Crew Human Performance
Problem Areas : Weather

Narrative

ATIS ALTIMETER SETTING IS 29.53 FOLLOWING THE PASSAGE OF A WINTER
STORM. CAPTAIN SETS THE STANDBY ALTIMETER TO 30.53 DURING PREFLIGHT
CHECK BY INCREASING THE SETTING FROM THE 30.20 SETTING OF THREE DAYS
PRIOR. UPON STARTUP, BOTH CREW MEMBERS SET THEIR EFIS ALTIMETER
SETTINGS TO 30.53. NEITHER PILOT CORRECTLY READS THE ALTITUDE
DISPLAYED DIGITALLY ON EFIS OR ANALOG DISPLAY ON STANDBY ALTIMETER.
(CREW 'SEES' WHAT THEY EXPECT TO SEE.) NEITHER CREW MEMBER NOTICES
THAT THE ALTITUDE ALERTER IS SET TO 3000 FT INSTEAD OF THE FIRST SID
ALTITUDE RESTRICTION OF 1500 FT. CREW HAS BEEN FLYING TOGETHER FOR
TWENTY YEARS AND HAVE NEVER HAD AN ALTITUDE BUST WHILE FLYING
TOGETHER. CREW IS ASSIGNED THE TETERBORO FIVE DEPARTURE FROM RUNWAY
24 AND THE CAPTAIN LOADS THE DEPARTURE INTO THE FMS. SHORTLY AFTER
DEPARTURE, FMS COMMANDS A TURN TO HEADING 280 BELIEVING THE AIRCRAFT
HAS PASSED THE 1500 FT MSL AS STATED IN THE SID. CAPTAIN IS STARTLED BY
THE SUDDEN COMMAND TO TURN BELIEVING THAT THE AIRCRAFT COULD NOT
HAVE CLIMBED SO QUICKLY TO 1500 FT. CAPTAIN CHECKS ALTIMETER AND
FOLLOWS FLIGHT DIRECTOR COMMAND TO TURN, BUT OVERSHOOTS THE 1500 FT
LEVEL OFF BY 300 FT (ALTITUDE ALERTER INCORRECTLY SET TO 3000 FT,
THANKFULLY IN THIS INSTANCE!). CAPTAIN BEGINS A SHALLOW DESCENT TO
RETURN TO 1500 FT. DEPARTURE CONTROL ASKS CREW IF THEY ARE AT 800 FT.
CREW BELIEVES THEY ARE AT 1800 FT AND DESCENDING TO THE SID MANDATED
1500 FT. EGPWS GOES OFF COMMANDING 'DON'T SINK.' CREW IS VERY
CONFUSED BY THE CONFLICTING INFORMATION COMING FROM COCKPIT
DISPLAYS, EGPWS CALLOUTS AND ATC. CAPTAIN THEN NOTICES THAT THE
ALTIMETER SETTING IS 30.53 INSTEAD OF 29.53. CREW MAKES THE ALTIMETER
CORRECTION AND CLIMBS TO THE CORRECT ALTITUDE. CREW WILL MAKE EVERY
EFFORT IN THE FUTURE TO VERIFY THAT THE ALTITUDE DISPLAYED ON COCKPIT
ALTIMETERS IS THE SAME AS FIELD ELEVATION FOLLOWING AN ALTIMETER
SETTING CHANGE.

Synopsis

A BE-400 CREW INCORRECTLY SET THEIR ALTIMETERS TO INDICATE 1000 FT
HIGH. WHILE CLIMBING ON THE TEB 5 THE AIRCRAFT WAS LEVELED AT 1800 FT,
REALLY 800 FT, THEN A DESCENT WAS BEGUN TO 1500 FT WHICH WOULD REALLY
BE 500 FT.



Time / Day

Date : 200812
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Single Value : 1500

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Personal

Make Model Name : Citation V

Operating Under FAR Part : Part 91
Navigation In Use.Other : FMS or FMC
Flight Phase.Climbout : Initial

Route In Use.Departure.SID : TEB

Person : 1

Affiliation.Other : Personal

Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP

Experience.Flight Time.Last 90 Days : 100
Experience.Flight Time.Total : 6100
Experience.Flight Time.Type : 1300

ASRS Report : 817269

Events

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 : Flight Crew Human Performance

Narrative

WE WERE ASSIGNED THE TETERBORO 5 DEPARTURE FROM RWY 24 AT TEB. AFTER
TAKEOFF, THE TOWER CONTROLLER HANDED US OFF TO DEPARTURE CONTROL



AND MADE A JOKE ABOUT SANTA CLAUS. | DON'T REMEMBER THE EXACT JOKE
BUT IT ENDED WITH A LOUD, 'HO HO HO."' THIS TEMPORARILY DISTRACTED US
AND CAUSED US TO GET A LITTLE BEHIND ON THE DEPARTURE. SUBSEQUENTLY,
WE FLEW THROUGH THE 1500 FT ALTITUDE BY APPROXIMATELY 300 FT. WE
NOTICED IT IMMEDIATELY AND CORRECTED APPROPRIATELY. THERE WAS NO
CONFLICT WITH OTHER AIRCRAFT. | BELIEVE THAT, WHILE IT SHOULD NOT HAVE
HAPPENED, THE JOKE BY THE TOWER CONTROLLER TEMPORARILY GOT US
DISTRACTED AND LED TO THE DEVIATION.

Synopsis

A CE560 FLIGHT CREW OVERSHOT CHARTED ALTITUDE BY 300 FT ON THE TEB 5
DEPARTURE. THE CAPTAIN CITED DISTRACTION FOLLOWING A JOKE BY THE
TOWER CONTROLLER AS CONTRIBUTING.



Time / Day

Date : 200812
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : ZZZ.Airport
State Reference : US
Altitude.MSL.Single Value : 5800

Environment

Flight Conditions : IMC
Light : Dawn

Aircraft : 1

Controlling Facilities.TRACON : ZZZ.TRACON
Operator.Common Carrier : Air Carrier
Make Model Name : SF 340B

Operating Under FAR Part : Part 121

Flight Phase.Descent : Approach

Component : 1
Aircraft Component : Altitude Hold/Capture
Person : 1

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

ASRS Report : 817200

Events

Anomaly.Aircraft EQuipment Problem : Less Severe
Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Clearance

Independent Detector.Other.Flight CrewB : 974

Resolutory Action.Controller : Issued Alert

Assessments

Problem Areas : Aircraft
Problem Areas : Flight Crew Human Performance

Narrative

The aircraft was established in a descent to 5,000 FT, our clearance was 'Pilot's
Discretion to 5,000 FT." As the aircraft descended, the Controller asked what
approach we would like. The weather (330 degrees at 5 KTS, 9 SM visibility, broken



7000 FT) suggested that a visual approach was possible. We were still in IMC at
about 5,800 FT so the First Officer and | reasoned that the visual was not such a
good idea because the weather was not as the ASOS described. We decided that
the ILS 35 was in order. | asked for the ILS approach and the Controller told us to
expect vectors. After a brief pause, the Controller said ‘radar contact lost.' There
was not an audible call sign given and | assumed that he was still talking to us. He
followed with 'you can fly the ILS on your own at 5,000 FT or climb to 6,000 FT for
vectors,' we asked for the vectors/climb. The Controller said ‘climb/maintain 6,000
FT vectors for the approach.’ The altitude alerter was set to 6,000 FT and a climb
was initiated. The Controller then gave a heading. The Controller then said 'aircraft
X climb to 6,000 FT for vectors." At that time we realized that the Controller was
talking to someone else. We corrected the altitude alerter and initiated a descent to
5,000 FT. At 4,800 FT the First Officer and | noticed the altitude deviation and
shortly thereafter the Controller questioned our altitude, due to the fact that the
ALTS didn't capture. A correction was initiated but not fast enough, the aircraft
continued in a descent. The autopilot was deactivated and a manual recovery was
started. The aircraft captured 5,000 FT and the flight to ZZZ and the subsequent
flight ZZzZ1 continued unimpeded. This event happened because of changing
weather conditions, both pilots selecting approach plates at the same time and the
omission of inaudible call sign leading to conflict of instructions. Incidentally, the
actual weather was broken 4,300 FT and 6 miles visibility.

Synopsis

SF340 Captain reports communications breakdown with ATC during approach
causing altitude deviations both leaving assigned altitude and attempting to return
to it.



Time / Day

Date : 200812
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : ORF.Airport
State Reference : VA
Altitude.MSL.Single Value : 2000

Environment

Flight Conditions : Mixed
Weather Elements : Rain
Light : Daylight

Aircraft : 1

Controlling Facilities.Tower : ORF.Tower
Operator.General Aviation : Corporate
Make Model Name : Learjet 35
Operating Under FAR Part : Part 91
Flight Phase.Descent : Approach

Aircraft : 2

Navigation In Use.ILS.Localizer & Glide Slope : 23
Flight Phase.Descent : Approach

Component : 1
Aircraft Component : ILS/VOR
Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : First Officer
Qualification.Pilot : ATP
Qualification.Pilot : Commercial
Experience.Flight Time.Last 90 Days : 25
Experience.Flight Time.Total : 11000
Experience.Flight Time.Type : 6000
ASRS Report : 817099

Events

Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Anomaly.Inflight Encounter : Weather

Anomaly.Non Adherence : Published Procedure
Anomaly.Other Spatial Deviation

Independent Detector.ATC Equipment : MSAW

Independent Detector.Other.Flight CrewA : 1

Resolutory Action.Controller : Issued Alert



Resolutory Action.Flight Crew : Overcame Equipment Problem
Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments

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

Narrative

Highly experienced crew, both in terms of total and in type. 9th leg together in last
30 days. Non-event return flight after maintenance, no passengers. Cleared for
approach, maintain 2,000 FT until established. Checklist was completed as required
for phase of flight -- approach. Done, waiting final landing checks. Aircraft was, in
fact, slower than normal due to slower aircraft ahead. In other words, no rush.
Aircraft was on autopilot, approach briefed, all set up for autopilot coupled
approach. LOC intercept called by both pilots at the same time. Captain call = GS
alive -- all OK. I checked both GS needles moving out of top of box, went to finish
before landing checks/make sure everything was done. Felt aircraft begin descent,
had ground contact, checked GS needle close to centered. | am very familiar with
area. A long bridge is on final with turns on the bridge -- all looked normal, then
realized the 'bridge turn' I was looking at was the one that was +/-4 miles further
out than where | thought we were/visual picture. ILS DME confirmed we were
indeed too far out for our altitude. Called climb to the GS to the Captain/Pilot
Flying. Received low altitude alert from the Tower as we climbed to regain GS/get
to proper altitude. My guess is that we were about 500 FT low. How we both saw
on LOC/GS and then deviated that much I do not know. | believe that the altitude
hold/GS arm function disarmed at/shortly after LOC intercept and that the GS
alive/off the peg was false or incorrect, but it occurred on both sides. At ground
contact, | looked out of the windshield for the runway, then realized how far
out/low we were. Without the visual over the water and IMC over the airport, |
would have remained on instruments and may have seen the GS deviation in a
timely fashion. The aircraft does not have GPWS -- a shortcoming, but the real
shortcoming was the crew's performance. | (both crew members) know that this
event has happened in this model aircraft before. Both knew to be vigilant and
somehow we stepped into the same trap. Sure am glad we were over water, not
mountains. Callback conversation with Reporter revealed the following information:
Reporter advised the 'bridge turns' mentioned in the narrative addressed the
change in direction of the long bridge that roughly parallels the approach course of
the ILS, not 'procedural turns' as a part of the ILS. As the pilot not flying Reporter's
attention wasn't focused on the ILS indicator but it is his understanding that the
autopilot remained coupled to the GS throughout the descent and the descent was
only arrested when he advised the pilot flying they were visually well below the GS.
This occurred simultaneously with the MSAW from the Tower. They climbed back to
approximately 1700 ft AGL and recaptured a correct GS at the appropriate point.

Synopsis

An apparent false glide slope on an ILS approach to ORF caused a Lear 35 to
descend below the actual GS.



Time / Day

Date : 200812
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : FLL.Airport
State Reference : FL
Altitude.MSL.Single Value : 24000

Environment
Flight Conditions : VMC
Aircraft : 1

Controlling Facilities.ARTCC : ZMA.ARTCC
Operator.Common Carrier : Air Carrier
Make Model Name : B737-300

Operating Under FAR Part : Part 121
Navigation In Use.Other : FMS or FMC
Flight Phase.Descent : Intermediate Altitude
Route In Use.Arrival.STAR : N/S

Component : 1
Aircraft Component : FMS/FMC
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 : 9000
Experience.Flight Time.Type : 300

ASRS Report : 817049

Events

Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.Altitude Deviation : Crossing Restriction Not Met
Anomaly.Non Adherence : Clearance

Independent Detector.Other.Flight CrewA : 1

Resolutory Action.None Taken : Detected After The Fact

Assessments

Problem Areas : Aircraft
Problem Areas : Flight Crew Human Performance

Narrative



On STAR to FLL, cleared to cross FATHR intersection at FL240. The VNAV in this
series of aircraft just plain doesn't work. It will almost always miss all crossing
restrictions by 3-5 miles, unless you have a strong headwind. Consequently, from
experience (and from observing the other pilots I fly with, all of whom have
considerably more experience on the aircraft than | do), | have learned to descend
manually, in vertical speed or level change mode. In this instance, | started to
descend in vertical speed with the intention of switching to level change later. |
then got distracted or interrupted and forgot to switch descent modes until it was
too late, and missed the crossing restriction. Factor #1: Economics. Airlines have
determined that it is cheapest to descend at idle, and FMSs are programmed to
descend so as to arrive exactly at the bottom of descent point at idle, and then add
power at or after that point. Heaven forbid that we arrive and add power a mile
(i.e. 10-15 seconds) early. Factor #2: The FMSs in the B737-300s don't work and
always miss crossing restrictions. Factor #3: | got distracted and didn't remember
to do all of the jobs that the FMS should be able to do in the first place.

Synopsis

A B737-300 flight crew failed to make a descent crossing restriction and the First
Officer cited the consistently poor vertical navigation performance of the FMS.



Time / Day

Date : 200812
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : RMG.Airport
State Reference : GA
Altitude.MSL.Bound Lower : 3000
Altitude.MSL.Bound Upper : 4000

Environment

Flight Conditions : IMC
Light : Daylight

Aircraft : 1

Controlling Facilities.ARTCC : ZTL.ARTCC
Operator.General Aviation : Personal
Make Model Name : Bonanza 36
Operating Under FAR Part : Part 91
Navigation In Use.ILS.Localizer Only : 1
Flight Phase.Descent : Approach

Person : 1

Affiliation.Other : Instructional
Function.Instruction : Instructor
Qualification.Pilot : ATP
Qualification.Pilot : CFI

Experience.Flight Time.Last 90 Days : 75
Experience.Flight Time.Total : 2300
Experience.Flight Time.Type : 30

ASRS Report : 817007

Person : 2

Affiliation.Government : FAA
Function.Controller : Radar

Events

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

Independent Detector.Other.ControllerA : 2

Resolutory Action.Controller : Issued Advisory

Resolutory Action.Controller : Issued New Clearance
Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments



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

Narrative

The flight, on an IFR flight plan, was a training flight with an experienced pilot in an
airplane he was inspecting for purchase. | was serving as the CFl and pilot in
command for the flight, though the other pilot was performing all flying and
communication duties. | was holding the checklists, charts and continuously
monitoring the instruments to track attitude and position to back up the pilot flying.
We requested the ILS 1 approach with a circuit of the holding pattern. We were
cleared direct KAREL intersection on the ILS Runway 1 approach at RMG. We were
instructed to maintain 3000 feet until established and report crossing KAREL
inbound. When approximately 1 mile from KAREL, we began a descent out of 4000
feet. ATC asked us to confirm 4000 feet and we said, 'Negative, we are 3700 feet
for 3000 feet as previously cleared.’ ZTL responded, 'negative, maintain 4000 feet
until established and report KAREL inbound.' When ATC corrected themselves, we
immediately pitched up to return to 4000 feet. Then, shortly thereafter, were
cleared down to 3000 feet and established in the hold and proceeded to execute a
normal ILS approach to landing. We canceled IFR in the air once in VMC with the
runway in sight on short final. ATC made no comment about the miscommunication
and we do not suspect any deviation as a result of the miscommunication nor any
traffic conflict. All communications were clearly read back by the pilot flying with
aircraft N-Number. A contributing factor may have been the slow, southern accent
of the ZTL Controller.

Synopsis

Approach Controller advises Beechcraft 35 pilots they began descent for an
approach fix without clearance. Pilots believe the clearance was given and forgotten
by the Controller. Cite language barrier.



Time / Day

Date : 200812
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : DCA.Airport
State Reference : DC
Altitude.MSL.Single Value : 15000

Environment
Flight Conditions : VMC
Aircraft : 1

Controlling Facilities.TRACON : PCT.TRACON
Operator.Common Carrier : Air Carrier
Make Model Name : A319

Operating Under FAR Part : Part 121
Navigation In Use.Other : FMS or FMC
Route In Use.Arrival.STAR : ELDEE

Component : 1
Aircraft Component : FMS/FMC
Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
Experience.Flight Time.Last 90 Days : 180
Experience.Flight Time.Total : 13000
Experience.Flight Time.Type : 3000

ASRS Report : 816989

Person : 2

Affiliation.Company : Air Carrier
Function.Flight Crew : Captain
Function.Oversight : PIC
Experience.Flight Time.Last 90 Days : 180
Experience.Flight Time.Total : 18000
Experience.Flight Time.Type : 3500

ASRS Report : 816984

Person : 3

Affiliation.Government : FAA
Function.Controller : Approach

Events



Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.Altitude Deviation : Crossing Restriction Not Met
Anomaly.Non Adherence : Published Procedure
Independent Detector.Other.ControllerA : 3

Resolutory Action.Controller : Issued Advisory

Resolutory Action.None Taken : Detected After The Fact

Assessments

Problem Areas : Aircraft
Problem Areas : Flight Crew Human Performance

Narrative

We were cleared direct DRUZZ, cross at 15,000 FT, 250 KIAS. Then after an ATC
handoff, Potomac stated, 'cleared to descend via the ELDEE 3 arrival.' Prior to this
point, 'all' fixes had been checked/verified for proper entry using the arrival chart,
FMGC, and | also used the PFD in the Plan Mode with the FCP 'CONST" button to
further check proper entry. Once the aircraft engaged into the altitude hold position
at 15,000 FT, Pilot Flying requested and | set 12,000 FT for the next restriction at
PUGEE. Making the crossing, the Pilot Flying pulled for open descent to meet the
PUGEE altitude. Moments later, ATC then stated, 'Air Carrier X, check your altitude.'
We did, and all appeared fine (meeting PUGEE altitude and altimeters properly set).
I then immediately rechecked the arrival and realized we missed the 'REVUE at
15,000 FT restriction." We remained focused and completed the arrival to an
uneventful visual approach to Runway 1. Sky was clear, minimum traffic. During
descent, we did notice the arrival altitudes had dropped out of the FMGC. The Pilot
Flying re-entered our current altitude of FL290 to re-engaged the cruise phase and
subsequent restrictions. | then noticed all the magenta altitude restrictions
reappear on the PFD. Pilot Flying then descended to 15,000 FT. However, | did not
notice that the REVUE parameter did not reload into the vertical path. | made the
error of trusting the FMGC to reload 'all' the proper restraints when | saw the
magenta altitudes reappear as having just checked them against the STAR chart.
On this recheck, | evidently scanned right over the REVUE altitude and went to the
next restriction (PUGEE) and then the rest. All appeared correct. REVUE should
have loaded for the restriction like every other fix on the arrival, but it did not. We
should not have re-entered the cruise phase and just used the chart and backed it
up with one another. Fly the aircraft first. Automation second. Arrival helps via
automation should be used as assistance. When we were in the actual arrival phase
that is not the time to get bogged down with the FMGC. We had all the tools
needed to safely and accurately complete the arrival -- a chart! It can and did
actually cause a distraction and subsequent error because we allowed it to be used
as a primary reference. In the future, should this happen again, | will focus all
attention to the chart, period. It is the fastest, easiest, and 'the' source document.
An immediate TCAS scan above, at, and below did not reveal any proximity traffic.
I am so thankful it turned out s it did and the flight landed without further incident.
Paper backup is now my first and last master reference.

Synopsis

A319 flight crew reports missing crossing restriction at REVUE on the ELDEE4
arrival to DCA. Restriction dropped from FMGC for unknown reasons.



Time / Day

Date : 200812
Local Time Of Day : 0001 To 0600

Place

Locale Reference.Navaid : ZZZ.VOR
State Reference : US

Altitude.MSL.Bound Lower : 23500
Altitude.MSL.Bound Upper : 24000

Environment

Flight Conditions : Marginal
Weather Elements : Turbulence

Aircraft : 1

Controlling Facilities.ARTCC : ZZZ.ARTCC
Operator.Common Carrier : Air Carrier
Make Model Name : B757-200

Operating Under FAR Part : Part 121

Flight Phase.Descent : Intermediate Altitude

Component : 1
Aircraft Component : Autoflight System
Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : Captain
Function.Oversight : PIC
Experience.Flight Time.Last 90 Days : 127
Experience.Flight Time.Total : 18800
Experience.Flight Time.Type : 4774

ASRS Report : 816965

Person : 2

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
Experience.Flight Time.Last 90 Days : 150
Experience.Flight Time.Total : 5000
Experience.Flight Time.Type : 800

ASRS Report : 816960

Events

Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.Altitude Deviation : Overshoot
Anomaly.Non Adherence : Clearance

Independent Detector.Other.Flight CrewA : 1



Resolutory Action.Flight Crew : Overcame Equipment Problem
Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments

Problem Areas : Aircraft

Narrative

We were cleared to descend to FL240 maintaining 300 KTS or greater, from |
believe FL290, with the center autopilot in command and autothrottles on, we were
in a Flight Level Change descent with 320 KTS selected in the airspeed window. Out
of about FL250, the aircraft nosed down, exceeded 320 KTS to about 335 KTS and
started a steep descent rate. It was evident it was going to blow through leveloff.
By the time | got the autopilot off and nosed the plane up, we were leveling at
FL235. It was a strange anomaly neither of us had experienced on the B757. My
First Officer speculated it almost seemed like it was trying to correct a backside of
the power curve scenario. We returned to the assigned altitude and noted no
conflicts existed on our TCAS.

Synopsis

A B757-200 flight crew experienced an autopilot pitch over in descent that resulted
in an altitude deviation.



Time / Day

Date : 200812
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Bound Lower : 1500
Altitude.MSL.Bound Upper : 2000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON

Operator.Common Carrier : Air Taxi

Make Model Name : Cessna Citation Undifferentiated or Other Model
Operating Under FAR Part : Part 135

Flight Phase.Climbout : Initial

Route In Use.Departure.SID : TEB

Person : 1

Affiliation.Company : Air Taxi
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP

Qualification.Pilot : CFI

Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 100
Experience.Flight Time.Total : 13000
Experience.Flight Time.Type : 95

ASRS Report : 816428

Person : 2

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Altitude Deviation : Overshoot
Anomaly.Non Adherence : Published Procedure
Independent Detector.Other.ControllerA : 2
Resolutory Action.Controller : Issued Alert

Assessments



Problem Areas : Airspace Structure
Problem Areas : Flight Crew Human Performance

Narrative

WHILE CLEARED FOR THE TEB5 DEPARTURE OFF RUNWAY 24 TEB, AND
EXECUTING THE CLEARANCE, WE INADVERTENTLY CLIMBED EARLY DUE TO A
MISINTERPRETATION OF THE DEPARTURE PROCEDURE. OUR ERROR WAS POINTED
OUT TO US BY NY APCH. IT WAS VFR AND THE POTENTIAL CONFLICT WITH THE
EWR ARRIVALS WAS NOT A FACTOR AS WE HAD THE AIRCRAFT IN SIGHT, AND IT
WAS WELL BEHIND US.

Synopsis

CITATION CAPTAIN REPORTS EXCEEDING 1500 FT PRIOR TO THE TEB 4.5 DME ON
THE TEBS5 DEPARTURE. MISINTERPRETATION OF THE PROCEDURE IS CITED AS
CAUSE.



Time / Day

Date : 200812
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Single Value : 1500

Environment

Flight Conditions : VMC
Light : Dawn

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON

Operator.General Aviation : Personal

Make Model Name : Cessna Citation Undifferentiated or Other Model
Operating Under FAR Part : Part 91

Navigation In Use.Other : FMS or FMC

Flight Phase.Climbout : Initial

Route In Use.Departure.SID : DALTON

Person : 1

Affiliation.Other : Personal
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP
Qualification.Pilot : Commercial
Qualification.Pilot : Flight Engineer
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 19
Experience.Flight Time.Total : 8785
Experience.Flight Time.Type : 1996
ASRS Report : 816383

Events

Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Company Policies

Anomaly.Non Adherence : FAR

Anomaly.Non Adherence : Published Procedure
Anomaly.Other Anomaly : Speed Deviation

Independent Detector.Other.Flight CrewA : 1

Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments



Problem Areas : Airspace Structure
Problem Areas : Flight Crew Human Performance

Narrative

I WAS PERFORMING LINE CHECK AIRMAN DUTY PROVIDING IOE TRAINING TO A
NEW HIRE SIC. THIS WAS DAY 1, LEG 1 OF THAT TRAINING WITH 4 PASSENGERS
ABOARD. WE WERE ASSIGNED THE DALTON 2 DEP OFF OF RUNWAY 19 TO FLY
RUNWAY HEADING TO 800 FT MSL, RIGHT TURN TO HDG 280 WITHIN 4 NM,
REMAIN VFR AT OR BELOW 1300 FT MSL, NOT TO EXCEED 190 KIAS. | BRIEFED
THAT | WOULD BE REDUCING THRUST EARLY AND GOING TO THE AUTOPILOT AT
1000 FT MSL TO ALLOW FOR BETTER OUTSIDE VIGILANCE OF TRAFFIC ARRIVING
OVERHEAD ON APPROACH TO EWR. A 30 DEGREE BANK RIGHT TURN WAS
INITIATED AT 800 FT MSL. FLAPS WERE RETRACTED UPON VERBAL PROMPT FROM
THE SIC DUE TO A MISSING '400 FT' CALL. | BECAME DISTRACTED BY THE
AUTOPILOT NOT BEING ENGAGED UPON MY REQUEST FOR 'AUTOPILOT ENGAGE'
AND GOT BEHIND THE AIRCRAFT. CLIMB WAS ARRESTED AT 1520 FT MSL AND
DESCENT CORRECTION IMMEDIATELY INITIATED BACK DOWN TO 1300 FT MSL.
AIRSPEED WAS ARRESTED AT 234 KIAS AND SPEED REDUCTION CORRECTION
IMMEDIATELY INITIATED BACK TO 180 KIAS. | ENGAGED THE AUTOPILOT AND A
STABILIZED DEPARTURE FOLLOWED. VISUAL CONTACT AND ADEQUATE
SEPARATION WAS MAINTAINED WITH A JETLINER OVERHEAD AND WELL SOUTH
ON APPROACH TO EWR. THE TAWS PROPERLY ANNOUNCED 'DON'T SINK' DURING
THE 500 FPM DESCENT FROM 1520 FT BACK DOWN TO 1300 FT MSL. NO TCAS
WARNING ACTIVITY OCCURRED. THERE WAS NO INQUIRY FROM ATC.
MANEUVERING WAS SMOOTH AND COORDINATED AND THERE WAS NO INQUIRY
MADE BY THE PASSENGERS. STABILIZER TRAVEL MAY HAVE BEEN INTERRUPTED
DURING THE PERIOD OF SPEED INCREASE ABOVE 215 +/- 10 KIAS BUT WOULD
HAVE RESUMED WHEN THE SPEED WAS REDUCED BELOW THAT LIMIT. FAR MAX
SPEED BELOW CLASS B AIRSPACE WAS EXCEEDED FOR THE SHORT PERIOD I
ALLOWED THE AIRSPEED TO CONTINUE ABOVE 200 KIAS. THE PRIMARY CAUSE
WAS MY FAILURE TO FLY THE AIRPLANE AS | HAD BRIEFED | WOULD. DUE TO MY
TRAINING POSITION, | KNEW TO STATE THE CORRECT PLAN BUT FAILED TO
IMPLEMENT IT. | BELIEVE THIS WAS LARGELY DUE TO MY LACK OF PRACTICE IN
DOING SO. NAMELY, | HAD BEEN MAINTAINING ONLY THE BARE MINIMUM
RECENCY OF FLIGHT EXPERIENCE TO REMAIN CURRENT FOR THE LCA POSITION. I
NOW SEE THAT THIS WAS ENTIRELY INADEQUATE FOR THE DEMANDS OF OUR
FLIGHT OPERATIONS. AS CORRECTIVE ACTION, | WILL NOW HOLD MYSELF
ACCOUNTABLE TO ENSURE THAT | AM REQUESTING REGULAR LINE FLIGHT DUTY
ASSIGNMENT IN ORDER TO ADVANCE MY PROFICIENCY TO AN INCREASED AND
ACCEPTABLE NEW AND MUCH HIGHER PERSONAL MINIMUM OF FLIGHT HOURS
AND AIRCRAFT LANDINGS. LOOKING FOR ACTIVITY IN AT LEAST THE PREVIOUS
60 DAYS RATHER THAN THE 90 DAY WINDOW | HAD PREVIOUSLY ACCEPTED. THIS
NEW MINIMUM WILL EXCLUDE SIMULATOR FLIGHT TIME AND LANDINGS WHICH I
BELIEVE TO HAVE PROVIDED ME A FALSE SENSE OF SECURITY OF HAVING
ADEQUATELY MET MY OLD PERSONAL MINIMUM NUMBER OF FLIGHT HOURS IN
THE PREVIOUS 90 DAYS. THIS SITUATION MAY HAVE BEEN AVERTED BY
ENTERING INTO A REVIEW OF THE EXACT TAKEOFF CALL-OUTS AND AUTOPILOT
ACTIVATION EXPECTATIONS WITH MY PILOT UNDER INSTRUCTION PRIOR TO
TAKING FLIGHT. SUCH A DISCUSSION MAY HAVE ENHANCED MY AWARENESS AND
PREPARATION FOR DISTRACTION AND PLACED A MINDSET FOR ME TO EXPECT TO
BE IN A MORE PRO-ACTIVE THAN RE-ACTIVE PILOT FLYING ROLE. CORRECTIVE
ACTION WAS SWIFT AND STABILIZED. IN ADDITION, | WENT TO GREAT LENGTHS
IN COMMUNICATING MY FULL OWNERSHIP AND UNDERSTANDING OF THIS EVENT



WITH THE PILOT UNDER INSTRUCTION WHO IS A VERY COMPETENT AND CAPABLE
AIRMAN. THIS EVENT WAS A VIOLATION OF FAR 91.117 AND 91.123, COMPANY
STANDARD OPERATING PROCEDURES, AIRCRAFT LIMITATION, AND RESULTED IN
A REDUCED MARGIN OF SAFETY. IN RETROSPECT, IT IS MY HOPE THAT MY
RESPONSE IN TAKING FULL OWNERSHIP, PROVIDING THOROUGH SELF-
DEBRIEFING, AND SETTING AN AGGRESSIVE COURSE TOWARD PREVENTION WILL
SERVE AS A BENEFICIAL MODEL FOR MY FELLOW PILOT. IT HAS CERTAINLY
AFFORDED ME A VERY IMPORTANT AND VALUABLE LEARNING EXPERIENCE WITH
WHICH TO PREVENT FUTURE PILOT ERROR.

Synopsis

CITATION CHECK CAPTAIN REPORTS EXCEEDING BOTH ALTITUDE AND AIRSPEED
LIMITATIONS ON THE DALTON DEPARTURE FROM TEB. LACK OF RECENT
EXPERIENCE IS CITED AS THE PRIMARY CAUSE.



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. | erroneously armed the VOR/LOC, selected
heading 240 degrees, and noted that the course would intercept inside of VYDDA. |
entered a leg intercept to OKAIN and selected LNAV prior to wings level causing the
aircraft to reverse the turn. | 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, | 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. | 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. | should have reverted to
manual control more quickly and raw data before assessing the downgraded
automation while the guidance was being rebuilt. | 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. | had
planned for Copilot to fly this leg because | had just completed a Category Il
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 | 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.



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. | 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 | began
preparing for the approach to TLH. Weather conditions in TLH were IMC at the time
and required that an instrument approach be flown. | 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 | 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. | 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 | 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, | 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. | cross-referenced both my altimeter setting and
the Captain's with the setting provided by the Tower. All 3 were identical. | 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. | 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. |
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. | 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. | 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, | 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, | 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, | 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, | 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.



Time / Day

Date : 200812
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : ZZZ.Airport
State Reference : US
Altitude.MSL.Single Value : 34000

Environment

Flight Conditions : IMC
Light : Daylight

Aircraft : 1

Controlling Facilities.ARTCC : ZZZ.ARTCC

Operator.Other : Military

Make Model Name : MD-80 Series (DC-9-80) Undifferentiated or Other Model
Operating Under FAR Part : Part 121

Flight Phase.Cruise : Level

Component : 1
Aircraft Component : GPWS
Person : 1

Affiliation.Government : Military
Function.Flight Crew : First Officer
Qualification.Pilot : Commercial
Qualification.Pilot : Instrument
Experience.Flight Time.Last 90 Days : 70
Experience.Flight Time.Total : 2900
Experience.Flight Time.Type : 160

ASRS Report : 816282

Events

Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Independent Detector.Other.Flight CrewA : 1

Resolutory Action.Aircraft : Equipment Problem Dissipated
Resolutory Action.Flight Crew : Returned To Assigned Altitude
Consequence.Other

Assessments

Problem Areas : Aircraft
Problem Areas : Flight Crew Human Performance

Narrative



At FL340, in the vicinity of ZZZ VORTAC. Aircraft Commander left cockpit
momentarily for lavatory use. Copilot was monitoring instruments when 2 minutes
later GPWS system was activated, stating 'Terrain, Terrain, Terrain, Pull Up, Pull
Up, Pull Up." Copilot instinctively performed immediate action steps for GPWS
activation then realized that it was a faulty system failure. Copilot immediately
initiated recovery back to assigned altitude and heading. Aircraft deviated 800 FT
above assigned altitude. Aircraft Commander relayed to ATC deviation of altitude
and return back to assigned altitude and heading. No other instructions were
provided by ATC. C-9B NATOPS states that GPWS alarm needs to be acted upon
with immediate action steps which pilots are trained to respond to immediately.
However, Copilot's situational awareness was focused more on immediate
execution of action items instead of realizing that aircraft was at FL340 and,
therefore, only a system failure. Copilot affected by human factors to include shift
in circadian rhythm, multiple time zone changes in 5 days, and emphasis on action
versus careful evaluation of alarm with corresponding emergency steps. Had
Copilot paused for a minute and recognized that no such terrain is possible at
FL340, no action would have been taken. However, due to intensive simulated
training in emergency procedures, immediate action steps of GPWS alarm warning
were performed automatically and in accordance with NATOPS Flight Manual. Had
steps been performed during a final approach in IMC near actual terrain, CFIT
would have been avoided.

Synopsis

First Officer of C-9b (military DC-9-30) reacts inappropriately to false GPWS Terrain
Warning while in cruise at FL340. Reporter cites fatigue and diurnal desynchronosis
for the loss of situational awareness.



Time / Day

Date : 200810
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : UUWW.Airport
State Reference : FO
Altitude.AGL.Single Value : 1300

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Operator.General Aviation : Corporate
Make Model Name : Gulfstream V
Operating Under FAR Part : Part 91
Navigation In Use.Other : FMS or FMC
Flight Phase.Descent : Approach

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP

Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 100
Experience.Flight Time.Total : 15000
Experience.Flight Time.Type : 1600

ASRS Report : 816233

Person : 2

Affiliation.Government : Foreign
Function.Controller : Approach

Events

Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Clearance

Independent Detector.Other.ControllerA : 2

Resolutory Action.Controller : Issued Alert

Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments

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



Narrative

During cruise, all 3 pilots were involved in the approach and landing pre-briefing
during which QFE altimeter procedures were discussed. This briefing included a
review of the QFE procedures in the G-V Quick Reference Handbook. During the
brief, 1 noted that, per the notes on both the STAR and Approach Plates, QNH was
available on request. | also noted that on other flights to Russia (Moscow and St.
Petersburg) | requested and was given QNH settings. We reviewed the procedures
for QFE and agreed there was 'no mystery' to using QFE settings. At this time the
third pilot, the most junior of the crew, made a statement to the effect, "When in
Russia, do like the Russians.' However, we did agree we would ask for QNH and if
given, would fly QNH. ATIS indicated CAVOK with a QFE altimeter setting of 764
mm (995 hpa). When we checked in with Approach Control, we acknowledged the
ATIS and requested a QNH altimeter setting and were given the QNH setting of
1020 hpa. While being vectored for the ILS to Runway 24, we were given a descent
to maintain 600m from above the Transition Level. Upon passing the Transition
Altitude 3970 FT, we set 1020 hpa on our altimeters. Approaching '600 meters'
Approach Control commanded us to climb and maintain 600 meters. We stated we
were leveling at 600m. Again, he told us to climb to 600 meters and confirm our
altimeter was set to 995 hpa. We began a slow climb, stated we requested QNH
from a previous Controller, were given and were flying 1020 hpa. He came back
and stated they 'were still using QFE procedures.' There was no other
communication from the Controller regarding altitude or altimeter settings. There
was confusion on the flight deck as to what indicated altitude we should stop the
climb. As we were now on a left downwind in day/VMC with the field having been in
sight since prior to descent below Transition Altitude, we flew what appeared to be
about 1500-2000 FT AGL. An uneventful landing was carried out. No other traffic
was ever sighted. The crew debriefed the incident once on the ground. We agreed
the situation was very serious (potential traffic, terrain, and obstruction conflicts).
It was stated that, had we been in IMC when advised to climb to 600 meters, we
would have asked for a climb above the Transition Altitude of 3970 FT until we
were able to resolve the discrepancy. Further, in retrospect, although we thought
we were making things more familiar to us by flying QNH, we should have stayed
with the briefed QFE altimeter setting. We never asked ourselves the question, 'any
reason we shouldn't ask for QNH?' Had we done so, we may have uncovered the
possibility of mixing 'apples and oranges' which is what | believe happened. |
believe we're descending to an indicated altitude of 1970 FT on the QNH setting of
1029 hpa which would have ultimately put us about 680 FT low. (See the
accompanying approach plate.) Or, we may have decided to go ahead with flying a
QNH setting but acknowledging that there could be some confusion and, therefore,
we should back ourselves up with corroborating evidence that we were at the
correct altitude. Because the terrain was relatively smooth, we could have agreed
to use the radar altimeter as backup. Thus, when it showed a descent below 1970
FT we may have stopped the descent until we figured out the discrepancy.
Unfortunately, we did not do this and as a result did not include the radar altimeter
in our scan. Continuing the analysis on my own, | have uncovered more
information which could have impacted the situation had we brought it to bear.
First | must say that my complacency was an issue. | had been there before and
did not have a problem. Also, | prided myself on knowing and complying with our
company international procedures. | believe we flew QNH but my memory may fail
me. In any event, had | conducted my usual review of the appropriate data
supplied by our company, the event would not have happened. The QFE procedural
guidance is very explicit. I will conduct a follow-up debrief with the crew in light of



my new 'discoveries.' Also, | will recommit myself to the ongoing fight against
complacency. Although very embarrassed at present, maybe this renewed
commitment will decrease the chance of future incidents/accidents.

Synopsis

GV flight crew discovers that they are not familiar with QNH procedures while being
vectored for approach at UUWW. Crew gets 700 feet low when instructed to
descend to 600 meters.



Time / Day

Date : 200812
Local Time Of Day : 0001 To 0600

Place

Locale Reference.Airport : ZZZ.Airport
State Reference : US
Altitude.MSL.Single Value : 4000

Environment

Flight Conditions : IMC
Light : Night

Aircraft : 1

Controlling Facilities.TRACON : ZZZ.TRACON
Operator.Common Carrier : Air Carrier
Make Model Name : MD-11

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 : Captain
Function.Oversight : PIC
Experience.Flight Time.Last 90 Days : 60
Experience.Flight Time.Total : 9000
Experience.Flight Time.Type : 60

ASRS Report : 816232

Person : 2

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
Experience.Flight Time.Last 90 Days : 150
Experience.Flight Time.Total : 8000
Experience.Flight Time.Type : 2000

ASRS Report : 816231

Person : 3

Affiliation.Government : FAA
Function.Controller : Approach

Events

Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Anomaly.Non Adherence : Clearance
Anomaly.Other Anomaly.Other



Independent Detector.Other.Flight CrewA : Low Fuell
Resolutory Action.Controller : Issued New Clearance
Resolutory Action.Flight Crew : Declared Emergency
Resolutory Action.Flight Crew : Executed Go Around

Resolutory Action.Flight Crew : Landed In Emergency Condition

Assessments

Problem Areas : ATC Human Performance
Problem Areas : Aircraft

Narrative

Redispatch flight plan. Arrived. Redispatch point with 27.0, required 26.1. We
arrived in pattern with enough fuel for approach and landing, approximately 23.0.
ATC vectored to parallel wide 360 degree heading to get into line with arrival
stream. ATC then vectored us to a tighter parallel outbound to approach course.
We slowed to 230 Knots on downwind. ATC then progressively slowed us with the
stream to 170 KTS on base turn. At base turn we had 17.7 fuel. We were told to
hold 170 KTS then we were transferred to Tower. Tower directed that we slow 20
KTS. We told ATC we were unable. | told ATC we could give them 162 KT approach
speed. Tower cleared us to land behind Airbus. Then upon our asking for reconfirm
of landing clearance, ATC reconfirmed. We continued our descent on GS. We were
about 2400 FT when ATC directed we go around and climb runway heading to 4000
FT. We checked in with Approach. Upon turn to downwind, we had approximately
13.0 at the missed level altitude. We determined we could continue to approach
and landing without declaring fuel if we were given expeditious handling. At that
point, | told ATC we needed expeditious handling. Then I called again and told
them our Vapp 162 and if we had to go around we were be Emergency Fuel. ATC
asked if we were declaring Minimum Fuel and | said 'Yes, we are declaring
Minimum Fuel." Moments later, ATC directed we slow to 170 KTS then descend to
3000 FT. I read back this clearance to ATC. We then began to configure to allow
lower airspeed. After achieving speed, we started descent. Descending past 3600
FT, asked why we were descending. | told them we had understood and read back
that we were to slow to 170 Knots THEN descend to 3000 FT. ATC said | may have
read that back, but they did not clear us for that. We did not discuss the
miscommunication. We immediately climbed back to 4000 FT. No interference to
other aircraft perceived 'from our cockpit' -- no vectors to other aircraft, etc. At this
point we realized we would expect to be below 9.0 emergency at landing
(approximately 12.0 at this point). We declared Emergency Fuel -- this occurred
almost simultaneously with airspeed and descent due insertion into ATC
communications. ATC continued our downwind track. We had numerous aircraft on
approach in front and to our left. We continued to follow ATC vectors. Considering
the need to turn to airport NOW on our own and advise ATC of our urgent state,
before we had to make the turn to airport, ATC turned us towards the approach
course. However, when we rolled out we were still about 25+ miles from the
runway. At this point the only thing we could do is delay configuration and reduce
fuel consumption. We configured flaps 28 degrees at 2000 FT (1500 FT AGL), and
gear at 1500 FT (1000 FT AGL). Then final flaps of 35 degrees at approximately
1100 FT (600 FT AGL). We landed with 5.5 fuel. Blocked in with 5.0 (tanks: left =
1100 LBS, center = 1900 LBS, right = 1500 LBS, auxiliary = 400 LBS, Tip = 100
LBS).

Synopsis



MD11 flight crew reports ATC directed go around that results in an altitude
deviation and a declaration of emergency fuel. Aircraft lands with 5500 LBS of fuel
on board.



Time / Day

Date : 200812
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : CTY.Airport
State Reference : FL
Altitude.MSL.Single Value : 9000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Make Model Name : SR22
Operating Under FAR Part : Part 91
Flight Phase.Cruise : Level

Component : 1
Aircraft Component : PFD

Person : 1

Affiliation.Other : Personal
Function.Controller : Combined Ground
Experience.Flight Time.Last 90 Days : 33
Experience.Flight Time.Total : 919
Experience.Flight Time.Type : 480

ASRS Report : 816148

Person : 2

Qualification.Pilot : Instrument
Qualification.Pilot : Private

Events

Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Anomaly.Non Adherence : Clearance

Independent Detector.Other.Flight CrewA : 1

Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments

Problem Areas : Aircraft
Problem Areas : Flight Crew Human Performance

Narrative



Lost communication between PFD and Autopilot, possibly the same event as
described in Cirrus Service Advisory SA-07-11. After hand flying a portion of the
trip, | set the autopilot with Altitude Select at 9,000 ft on the PFD, but as the
communication between the PFD and the S TEC 55 Autopilot was not functioning, |
descended about 250 ft below the 9,000 ft setting before discovering the low
altitude. For the remainder of the flight, | hand flew to the required altitude and
selected altitude hold directly on the autopilot. | have taken the airplane for a
diagnosis as well as annual inspection. 1 will be more alert in the future.

Synopsis

SR22 pilot reports altitude deviation with autopilot on and altitude select at 9000
feet on the PFD. Loss of communication between PFD and autopilot is suspected.



Time / Day
Date : 200812

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Single Value : 1800

Environment

Flight Conditions : IMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Make Model Name : Learjet 45

Operating Under FAR Part : Part 91

Flight Phase.Descent : Approach

Flight Phase.Landing : Missed Approach

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP
Qualification.Pilot : CFI
Qualification.Pilot : Commercial
Qualification.Pilot : Instrument
Qualification.Pilot : Multi Engine
ASRS Report : 816147

Person : 2

Affiliation.Government : FAA
Function.Controller : Approach

Events

Anomaly.Altitude Deviation : Overshoot

Anomaly.Inflight Encounter : Weather

Anomaly.Non Adherence : Published Procedure

Independent Detector.Other.ControllerA : 2

Resolutory Action.Controller : Issued Alert

Resolutory Action.Controller : Issued New Clearance
Resolutory Action.Flight Crew : Diverted To Another Airport
Resolutory Action.Flight Crew : Executed Missed Approach
Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments



Problem Areas : Airport

Problem Areas : Flight Crew Human Performance
Problem Areas : Navigational Facility

Problem Areas : Weather

Narrative

We were proceeding to TEB via the JAIKE 2 STAR. New York Approach advised us
that TEB was using the ILS 19 and the GS was out of service. The First Officer was
the Pilot Flying in the left set. | was Captain (Pilot in Command) and Pilot Not Flying
in the right seat. The First Officer briefed the approach including the missed
approach procedure while | monitored the aircraft. As we were being vectored,
Approach informed us that the last aircraft had picked up the airport 'right at
minimums.’ We intercepted the LOC and configured according to our standard
profile for a non-precision approach. After passing the FAF, | set the altitude alerter
to 600 ft MSL, which is 20 ft above the MDA for the approach. Upon reaching MDA,
Tower advised us that we had triggered a low altitude alert and re-issued the
altimeter setting. | verified that we were on course and inside of the FAF and that
the altimeter was set correctly -- the updated altimeter setting had increased .03
inches Hg from the ATIS. | also looked at our GPWS display and verified that there
was no terrain displayed on our flight path. | attribute the low altitude alert to the
fact that we used a higher descent rate than a typical ILS approach so that we
would be at MDA prior to the missed approach. | suspect that we went below the
ILS glide path, which triggered the alert. At the missed approach, the First Officer
and | could see parts of the airport, but the runway was obscured, so we executed
the missed approach. The First Officer pushed the go-around button, pitched up
and went to takeoff thrust. He did not call for 'Flaps 8 degrees,’ so | queried him.
He called 'Flaps 8 degrees' which | selected. | called 'Positive Rate' and he called
'Gear Up' which | selected. | called Tower with '‘Missed Approach' and he was
handed off to Approach. | noticed that the First Officer's Flight Director was in Go
Around and Roll mode, so | selected FMS then NAV so that he could fly the
published Missed Approach Procedure. | then called Approach with a

Synopsis

Lear Captain reports low altitude alert from TEB Tower during LOC 19 approach and
exceeding missed approach altitude during the missed.



Time / Day
Date : 200812

Place

Locale Reference.Airport : MCO.Airport
State Reference : FL
Altitude.MSL.Bound Lower : 12000
Altitude.MSL.Bound Upper : 13000

Environment

Flight Conditions : VMC
Light : Dusk

Aircraft : 1

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

Aircraft : 2

Controlling Facilities.ARTCC : ZJX.ARTCC
Operator.Common Carrier : Air Carrier
Make Model Name : MD-88

Operating Under FAR Part : Part 121
Flight Phase.Descent : Approach

Person : 1

Affiliation.Government : FAA

Function.Controller : Radar

Qualification.Controller : Radar
Experience.Controller.Radar : 15
Experience.Controller.Time Certified In Positionl : 15
ASRS Report : 816137

Person : 2

Affiliation.Government : FAA
Function.Controller : Radar
Function.Instruction : Trainee
Qualification.Controller : Developmental
Experience.Flight Time.Total : 200
ASRS Report : 815978

Person : 3

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



Qualification.Pilot : ATP

Qualification.Pilot : CFI

Qualification.Pilot : Flight Engineer
Experience.Flight Time.Last 90 Days : 240
Experience.Flight Time.Total : 14000
Experience.Flight Time.Type : 4000

ASRS Report : 815923

Events

Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Anomaly.Conflict : Airborne Less Severe
Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Required Legal Separation
Independent Detector.ATC Equipment : Conflict Alert
Independent Detector.Other.ControllerA : 1
Independent Detector.Other.Flight CrewA : 2
Resolutory Action.Controller : Issued New Clearance
Resolutory Action.Flight Crew : Took Evasive Action
Consequence.FAA : Investigated

Miss Distance.Horizontal : 24000

Miss Distance.Vertical : 600

Assessments

Problem Areas : Flight Crew Human Performance
Narrative

I was training Mr. X at R57/R58 St. Augustine sectors. At the time we had 6
arrivals with minimum spacing that we had to get 5 miles and increasing. After
giving the restrictions to all aircraft, Aircraft X was observed south of Ormond
Beach (OMN) not decreasing his speed and being high for the restriction at LAMMA.
Aircraft X was given a clearance to reduce speed to 250 KTS and the next clearance
was to stop at 13,000 FT. Aircraft X was at 14,000 FT when the clearance was
given and read back. The next 2 radar updates were 13,800 FT and 13,100 FT. The
4th update was 12,600 FT, at this time the pilot of Aircraft X advised ATC he was
returning to 13,000 FT. At no time did Aircraft X advise ATC he could not accept or
comply with the restriction. Supplemental information from ACN 815923: Clearance
from ATC: 'descend and cross LAMMA 250 KTS, 12,000 FT." During the descent at
about 14,000 FT, ATC commanded: 'Stop descent at 13,000 FT.' Captain set
13,000 FT in the Altitude Window and | called and pointed 13,000 FT. Then | was
busy with my other Pilot Not Flying duties (radio dial, approach plate verification)
when | heard the autopilot disconnect beep sound and | looked to the altimeter
indicating 12,750 FT and | saw the Captain hand flying and climbing back to 13,000
FT. | asked the Captain about busting an altitude and he reassured me that he
didn't.

Synopsis

ZJX controller described loss of separation at approximately 12,000 FT, when air
carrier failed to comply with altitude restriction, conflicting with another aircraft.



Time / Day

Date : 200812
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : ZZZ.Airport
State Reference : US
Altitude.MSL.Single Value : 3000

Environment
Flight Conditions : VMC
Aircraft : 1

Controlling Facilities.Tower : ZZZ.Tower
Operator.Common Carrier : Air Carrier
Make Model Name : ATR 72

Operating Under FAR Part : Part 121
Flight Phase.Landing : Go Around

Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : Captain
Qualification.Pilot : ATP

ASRS Report : 816132

Person : 2

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
Qualification.Pilot : Commercial
ASRS Report : 816133

Events

Anomaly.Altitude Deviation : Overshoot
Anomaly.Non Adherence : Clearance
Anomaly.Other Anomaly : Speed Deviation
Anomaly.Other Anomaly : Unstabilized Approach
Independent Detector.Other.Flight CrewA : 1
Resolutory Action.Controller : Issued New Clearance
Resolutory Action.Flight Crew : Executed Go Around

Assessments

Problem Areas : ATC Human Performance
Problem Areas : Airport

Problem Areas : Flight Crew Human Performance
Problem Areas : Weather



Narrative

I am new to the ATR-72 aircraft. This was my third day on line after finishing IOE.
The ATR has somewhat different crosswind handling characteristics than my
previous aircraft. We were cleared to land on Runway 13R. The wind was reported
at about 180 degrees at 18 kts gusting to 25 kts. During the approach, some other
FMS equipped aircraft reported at 4000 ft, the wind strength was about 60 kts. As
we descended to pattern altitude, the extreme wind variations caused the autopilot
to disengage. | was having some difficulty keeping the approach stabilized, but with
a lot of power and control inputs, | did maintain approach speed. As we got within
about 200 ft of the runway, | realized that the control inputs and power changes
were going to be much too excessive near the runway, and exceeded my comfort
level. I stated 'go around,' and executed the maneuver according to company
procedures. Task saturation by Captain and First Officer during go-around. Possibly
also task saturation by Controller, along with busy radios. Uncertainty in the cockpit
about our assigned altitude. During the climb, the First Officer asked me what
altitude we were assigned. | realized that | had missed the altitude during all of the
callouts to the Pilot Not Flying during the go-around. | told the First Officer to ask
the Controller again. The Tower saw us going around and asked if it was due to the
crosswind. The First Officer was working the radios and replied in the affirmative.
The Tower issued us a heading and an altitude, and | began the turn and the climb.
The First Officer queried the Controller and we got no response. At this time, we
had 5000 ft in our selector window, which is the ILS published missed approach
altitude. Since the approach began as an ILS, this was the appropriate value to be
in the window. However, due to past experience, | know that the typical missed
approach altitude assigned is 3000 ft. At this time we were approaching 3000 ft, so
I slowed the climb in anticipation of leveling there. | am sure that the Tower
Controller was busy trying to coordinate with approach. On the second and third
calls, the Controller re-issued us a heading, but no altitude. On about the fourth call
to the Controller, the First Officer asked, 'Did you want Aircraft X at 3000 ft?
Finally we received a response and the Controller advised us, '‘No, you were
supposed to be at 2000 ft." We descended back to 2000 ft. The Tower then handed
us off to Approach, and Approach cleared us back up through 3000 ft to 4000 ft.
We flew an ILS to another runway, and landed without any further incident. | do
not believe that any traffic conflict resulted in our deviation. We saw no one close
to us on TCAS on the 6 mile scale. | think a contributing factor was my First
Officer's use of nonstandard phraseology. For example, when he asked for
clarification for our altitude, he told the Controller we were ‘lookin’ for altitude.' In
the middle of the go-around, | had to instruct him to say, 'Say again the altitude
for Aircraft X.' | stressed to him after flight the importance of standard
phraseology, and also to keep his hand on the altitude selector knob until the
correct altitude is in and verified by both crew members. Supplemental information
from ACN 816133: Due to high crosswinds on the landing, the Captain called for a
'go-around' for safety of flight. We were issued an altitude and a heading from ATC.
I was able to set the heading but due to the high workload presented to me, | was
unable to set the altitude. | called ATC several times and requested the Controller
repeat the altitude and received no response. The Controller only repeated the
heading to me. So we began climbing to the altitude on the missed approach
procedure on the heading we were assigned until ATC called us to switch us to
Approach Control, which we were then notified of the altitude deviation. When we
called Approach Control they informed us to climb higher. We returned for another
approach on another runway which was non eventful.



Synopsis

ATR72 flight crew reports go-around due gusty crosswind conditions and does not
hear Tower assigned missed approach altitude, which they exceed.



Time / Day

Date : 200812
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : ABQ.Airport
State Reference : NM
Altitude.MSL.Single Value : 25000

Environment

Flight Conditions : IMC
Weather Elements : Rain
Light : Daylight

Aircraft : 1

Controlling Facilities.ARTCC : ZAB.ARTCC
Operator.General Aviation : Corporate
Make Model Name : Learjet 40

Operating Under FAR Part : Part 91
Navigation In Use.Other : FMS or FMC
Flight Phase.Descent : Intermediate Altitude
Route In Use.Arrival.STAR : GEELA

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : First Officer
Qualification.Pilot : ATP
Experience.Flight Time.Last 90 Days : 75
Experience.Flight Time.Total : 5150
Experience.Flight Time.Type : 400

ASRS Report : 816088

Events

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

Independent Detector.Other.Flight CrewA : 1

Resolutory Action.None Taken : Anomaly Accepted

Assessments

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

Narrative

We are cautious of RNAV arrivals, as the profile is rarely flown as shown.
Controllers give a 'direct to' order which cancels the clearance to fly the RNAV
arrival, but do not tell you that it cancels it. We were flying the GEELA 2 RNAV



arrival to PHX. Upon passing BLH, | asked ATC for confirmation that we were
cleared on the GEELA 2 as filed. The Controller confirmed we were and assigned us
to cross SCOLE at FL250 via the GEELA 2. The following Controller cleared us direct
to GEELA Intersection. Upon reaching SCOLE we proceeded to GEELA as ordered
and started a descent to cross GEELA at 11,000 FT. The controlling Supervisor
(different voice) came on and asked if we were cleared to descend. | answered we
were cleared via the GEELA 2 by the previous Controller and then were cleared
direct GEELA by the present Controller. He said we're not cleared, and then cleared
us to continue the descent to cross GEELA at 11,000 FT. | questioned the Controller
about that, and he stated that we were not cleared 'via' (magic words) the GEELA
2, but just to GEELA Intersection. After passing GEELA, we were then vectored to
an ILS at PHX so we basically only used 2 waypoints of the RNAV arrival. We
understand that any clearance to a fix voids the preceding clearance to fly 'via' the
RNAYV arrival profile, and knowing that we checked with the first controller if we
were cleared via the GEELA 2, but missed the direct GEELA without the 'via' and
proceeded to descend via the profile. It is not clear when flying IFR in turbulence,
that one clearance would assign you an arrival, but that another clearance voids it
without explicitly saying so, especially when the arrival and the intersection have
the same name. My experience shows that these arrivals are rarely flown as
depicted, so | even filed the ARLIN 3 on preceding trips but was issued a clearance
to fly the GEELA 2 as we are an RNAV approved aircraft filing ICAO flight plans.

Synopsis

A corporate pilot notes that RNAV arrivals are routinely assigned and then modified
so that there is confusion over whether it is a 'via' clearance or not.



Time / Day

Date : 200812
Local Time Of Day : 0001 To 0600

Place

Locale Reference.Airport : RSW.Airport
State Reference : FL
Altitude.MSL.Single Value : 530

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.Tower : RSW.Tower
Operator.General Aviation : Corporate
Make Model Name : Falcon 10C
Operating Under FAR Part : Part 91
Flight Phase.Climbout : Initial

Route In Use.Departure.SID : CSHEL

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP
Experience.Flight Time.Last 90 Days : 50
Experience.Flight Time.Total : 10000
Experience.Flight Time.Type : 2500
ASRS Report : 815943

Person : 2

Affiliation.Government : FAA
Function.Controller : Local

Events

Anomaly.Altitude Deviation : Undershoot
Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Published Procedure
Independent Detector.Other.ControllerA : 2
Resolutory Action.Controller : Issued Advisory
Resolutory Action.Controller : Issued New Clearance

Assessments

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



Narrative

After using commercial charts for over 30 yrs we recently changed to the
Government charts and on departure at RSW the CSHEL procedure called for a
climb to 530 ft. It seemed low to both of us but since the FMS had the same
altitude limit we accepted it as the climb limit for the procedure. Assuming that
departure control would give us a higher altitude very soon after departure. What
the first officer failed to see was the 'thence..." part of the departure procedure and
since the FMS did not have something different I did not question further the low
altitude limit. Shortly after departure the low altitude limit was reached and ATC
was busy with other traffic so we leveled off until issued a climb from departure.
Both of us at that time felt that something was not correct. After some quizzing of
ATC we found the 'thence...' part of the departure procedure and realized that we
just plain missed the climb portion of the SID. Our personal system of checks and
balances broke down when we did not dig further for an answer to both of our
concerns that the initial altitude was too low. Fortunately the weather was better
than 5000 and 5 so there was no danger of CFIT just a bruising of our egos for not
catching the obvious. | believe that several factors came together to cause this
miss-understanding. We have been flying together as a crew for 16 yrs so we have
learned to place a great deal of trust in each others capability. We switched to the
Government charts and while the information is there it doesn't always 'jump’ out
at you because of experience in using a different format. Callback conversation with
reporter revealed the following information: Reporter confirmed they had taken off
on Runway 06 and had failed to mentally connect the ellipsis at the end of the
Runway 06 text with the ellipsis preceding the cleared altitude text which followed
the Runway 24 procedure. Reporter also noted the altitude ‘'underline' didn't
immediately cause him to question its meaning because underlines are used
elsewhere on the chart merely for emphasis, i.e. under the departure transition
names. Reporter reemphasized the impact of the different format from that used
for many years previously by himself and his co-pilot, stating it has required some
concentrated study of the Government symbol legend to familiarize the user with
such subtle differences.

Synopsis

DAL10 flight crew on CSHEL ONE RNAV SID out of RSW levels at 530 ft vice 4000 ft
MSL based on misreading of Government aero chart symbology.





