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

 
 
Linda J. Connell, Director 
Aviation Safety Reporting System 



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



 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 

Report Synopses 
 



ACN: 829535 (1 of 50)  

Synopsis 
An EMB-145's #1 FMS failed followed by CDU BUS FAIL alert displayed in the #1 
FMS screen. On the flight's IMC approach an EGPWS 'TERRAIN' warning activated 
based on the #1 FMS's erroneous position. No procedures were available to 
deactivate the faulty FMS and to permit valid data for system's operation. 

ACN: 828209 (2 of 50)  

Synopsis 
B777-200 flight crew experienced an EGPWS terrain warning at 500 FT AGL on and 
ILS approach in VMC conditions to Runway 19R at IAD. 

ACN: 824257 (3 of 50)  

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

ACN: 824174 (4 of 50)  

Synopsis 
Flight crew descends below step down fix during LDA approach at ROA. Low altitude 
alert was issued by Tower. 

ACN: 823095 (5 of 50)  

Synopsis 
Flight crew of C750 descended prematurely when cleared for the GPS-D RNAV 
approach at SDL. 

ACN: 822890 (6 of 50)  

Synopsis 
An A319 crew approaching an airport VFR captured the glideslope before the 
localizer and began a descent before identifying the airport. The false glideslope 
descended them early until the EGPWS alerted and ATC called low altitude alert. 

ACN: 822509 (7 of 50)  

Synopsis 
Terrain warnings resulted when an MD88 flight crew departed ABQ with incorrect 
interpretation of the voluntary noise abatement procedure delineated by the 
several publications -- company and federally -- provided for their use. 



ACN: 820803 (8 of 50)  

Synopsis 
A B757 responded to an EGPWS on the TUS Runway 11L localizer when they 
descended below 5500 FT outside of CALLS Intersection on a night visual approach. 
The ILS glide slope was NOTAM'ed inoperable. 

ACN: 819560 (9 of 50)  

Synopsis 
A B737-300 flight crew on a night visual approach to LAS became uncomfortable 
when the Captain noticed nearby high terrain. They subsequently got a GPWS 
terrain alert and executed the prescribed pull-up. 

ACN: 819371 (10 of 50)  

Synopsis 
Regional jet Captain reports low altitude alert from CHS tower during visual 
approach to Runway 15 during day VMC with the First Officer flying. 

ACN: 819130 (11 of 50)  

Synopsis 
A large transport jet crew realized after landing that the their company's operations 
manual does not permit night landings on JAC Runway 01 because of high terrain. 
A GPWS warning was received during the approach. 

ACN: 818207 (12 of 50)  

Synopsis 
B737NG experiences descend TCAS RA on climb out from RNO. Resolution 
maneuver results in GPWS terrain warning due to rising terrain. 

ACN: 817740 (13 of 50)  

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: 817099 (14 of 50)  

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



ACN: 816230 (15 of 50)  

Synopsis 
Flight crew of heavy transport aircraft fail to follow back course of localizer as 
cleared following takeoff from Runway 16R at RNO. 

ACN: 816064 (16 of 50)  

Synopsis 
Flight crew of heavy transport aircraft fail to follow back course of localizer as 
cleared following takeoff from Runway 16R at RNO which wasn't correct either for 
their departure runway. 

ACN: 814205 (17 of 50)  

Synopsis 
TURBOPROP FLIGHT CREW RECEIVE GPWS TERRAIN WARNING WHILE TRACKING 
THE JST ILS 33 LOCALIZER AT 4000 FT MSL AS CLEARED BY ATC. 

ACN: 813957 (18 of 50)  

Synopsis 
RJ FLIGHT CREW REPORTS GETTING TOO LOW DURING VISUAL SEGMENT OF 
RNAV RUNWAY 17 APPROACH AT VLD. IT IS NOTED AFTER LANDING THAT 
NEITHER THE RUNWAY LIGHTS NOR THE REIL'S ARE TURNED ON. 

ACN: 812978 (19 of 50)  

Synopsis 
ACR FLT CREW RECEIVES TERRAIN, TERRAIN WARNING WHILE PERFORMING LOC 
APPROACH TO RWY 33 AT JST. ILS WAS NOTAMED OUT OF SERVICE. 

ACN: 811917 (20 of 50)  

Synopsis 
AN A320 FIRST OFFICER REPORTS AN EGPWS 'PULL UP' ALERT DURING A DAY VMC 
VISUAL APPROACH TO LAS RUNWAY 1R. HE HAD DIFFICULTY DETERMINING THE 
AIRCRAFT'S HEIGHT ABOVE THE TERRAIN VISUALLY. 

ACN: 810872 (21 of 50)  

Synopsis 
B737-300 EXPERIENCES TWO GPWS WARNINGS ON NIGHT VISUAL TO RWY 26 AT 
ABQ. 

ACN: 810839 (22 of 50)  



Synopsis 
MLG FLIGHT CREW EXPERIENCES GPWS TERRAIN WARNING WHILE FLYING NIGHT 
VISUAL TO RWY 28R AT BOI. 

ACN: 810618 (23 of 50)  

Synopsis 
B757-200 FIRST OFFICER REPORTS LOW ALTITUDE ALERT RECEIVED FROM ATC 
DURING NIGHT VISUAL APPROACH TO RUNWAY 11L AT TUS. 

ACN: 810032 (24 of 50)  

Synopsis 
A MEDIUM LARGE TRANSPORT CREW MISTOOK NAS ALAMEDA FOR OAK WHILE ON 
A VISUAL TO OAK RUNWAY 09R. OAK TWR CALLED A LOW ALTITUDE ALERT AT 
1,300 FT AND FLIGHT CREW RECOVERED. 

ACN: 807488 (25 of 50)  

Synopsis 
AN LNAV APCH PLATE MINIMUM ALT FORMATTING CAUSED A C172 PLT TO USE 
THE LPV DECISION ALT VERSUS THE LNAV MDA NEARLY CAUSING A CFTT EVENT. 

ACN: 805227 (26 of 50)  

Synopsis 
AN ACR FLT CREW EXPERIENCED A GPWS 'TERRAIN TERRAIN' WARNING ON 
NIGHT VISUAL APCH TO ABQ. THEY FOLLOWED CFIT ESCAPE PROCEDURES AND 
GOT VECTORS FOR ANOTHER VISUAL. 

ACN: 804133 (27 of 50)  

Synopsis 
AN INSTRUCTOR WITH A STUDENT DESCENDED ON A PRACTICE NIGHT APPROACH 
BELOW THE PROCEDURE ALT TO 400 FT AGL. THE REPORTER CITED FATIGUE AS A 
FACTOR. 

ACN: 803601 (28 of 50)  

Synopsis 
FRUSTRATED BY LANGUAGE BARRIER AND MALFUNCTIONING ILS SIGNALS, FLT 
CREW OF B747 REQUEST VOR APCH TO 18R WHICH THEY FLY MISTAKENLY TUNED 
TO THE WRONG LAGOS VOR. ULTIMATELY SEE ARPT AND LAND VISUALLY. 

ACN: 803240 (29 of 50)  



Synopsis 
A BE-35 PILOT DEVIATED FROM HIS CLEARED COURSE ON DEPT FROM SMO AND 
WAS HEADED TOWARDS HIGH TERRAIN. 

ACN: 803201 (30 of 50)  

Synopsis 
TWO CFI'S IN A J3 CUB EACH ASSUME THE OTHER IS FLYING AS THE ACFT 
DESCENDS TO 200 FEET AGL BEFORE RECOVERY. 

ACN: 802531 (31 of 50)  

Synopsis 
INDECISION AS TO WHICH APCH TO FLY OVER MOUNTAINOUS TERRAIN INTO MFR 
RESULTS IN LOSS OF SITUATIONAL AWARENESS AND A DESCENT BELOW CLRED 
ALT. 

ACN: 802270 (32 of 50)  

Synopsis 
A CRJ-200 FLT CREW EXPERIENCED AN EGPWS 'TERRAIN TERRAIN' WARNING ON 
APPROACH TO PHL IN NIGHT IMC. AS TRAINED, THEY CLIMBED IN RESPONSE TO 
THE ALERT. 

ACN: 801018 (33 of 50)  

Synopsis 
A C340 PLT DSNDED BELOW THE MSA ON AN IFR APCH INTO PWG. 

ACN: 797653 (34 of 50)  

Synopsis 
DHC8 CAPTAIN FAILS TO MITIGATE UNSTABILIZED LNDG APCH BY FO UNTIL LATE 
IN THE EVENT. 

ACN: 797398 (35 of 50)  

Synopsis 
RUSHED DUE TO LATE ARRIVAL AT THE ACFT, FLT CREW OF CE56 DEPART IFR 
AND FAIL TO FOLLOW REQUIRED OBSTACLE DEP PROC. 

ACN: 796790 (36 of 50)  

Synopsis 
CE560 FLT CREW DEVIATES FROM CLRED ALTITUDE WHEN CAPT AND FO 
CONFLICT OVER ARRIVAL PREFERENCES. 



ACN: 796088 (37 of 50)  

Synopsis 
A CORPORATE SMALL JET STRUCK A TREE TOP ON APPROACH AT NIGHT. 

ACN: 795792 (38 of 50)  

Synopsis 
A C210'S LNDG GEAR WOULD NOT EXTEND. THE MAIN GEAR WENT DOWN AFTER 
POURING WATER IN THE HYD RESERVOIR. WHILE TROUBLESHOOTING THE NOSE 
GEAR THE ACFT IMPACTED THE GND. 

ACN: 793253 (39 of 50)  

Synopsis 
A PILOT COMMENTS THAT THE EZF GPS RWY 24 PROCEDURE TURN/MISSED APCH 
HOLDING IS IN THE PCT ADIZ AND THE CFIT RISK BECAUSE OF TREES AT THE 
APCH END OF RWY 24. 

ACN: 791835 (40 of 50)  

Synopsis 
AN MD10 ON LOC APCH TO SAN DEVIATED BELOW THE CHARTED ALTITUDE. 

ACN: 790854 (41 of 50)  

Synopsis 
B737 FLT CREW ON PRACTICE LOC APPROACH IN VMC TO SJC RWY 30L RECEIVES 
GPWS WARNING APPROACHING FORUL AND CONTINUES TO LANDING. 

ACN: 790460 (42 of 50)  

Synopsis 
A320 DEP FROM LAS EXPERIENCED TCAS RA WITH UNRPTED HELI FOLLOWED BY A 
TERRAIN WARNING EVENT. 

ACN: 788592 (43 of 50)  

Synopsis 
CITATION FO REPORTS DESCENDING BELOW MSA WHILE VISUALLY SEARCHING 
FOR TVL ARPT. 

ACN: 787609 (44 of 50)  

Synopsis 



ACR FLT CREW RECEIVED A GPWS TERRAIN WARNING WHILE CONDUCTING A 
CIRCLING APCH TO RWY 4 AT MHLM. 

ACN: 784374 (45 of 50)  

Synopsis 
B757-200 CAPT BELIEVES THAT GREATER EMPHASIS ON TERRAIN CLRNC IS 
NECESSARY FOR CONDUCTING NIGHT VISUAL APCHES TO RWY'S 1 AT LAS. 

ACN: 783180 (46 of 50)  

Synopsis 
ACR ON FINAL TO RNO RWY 16R RCVD AN EGPWS CAUTION TERRAIN ALERT ON A 
5 NM FINAL ONE DOT HIGH ON ILS GS. EGPWS SOFTWARE REACTS TO ACFT 
DSNDING AND 5668FT TERRAIN ON FINAL. 

ACN: 782337 (47 of 50)  

Synopsis 
FOLLOWING A VISIBLE MAP SHIFT, NON GPS EQUIPPED ACFT RECEIVES GPWS 
WARNING ON APCH TO EGE IN MOUNTAINOUS TERRAIN. EXECUTES GAR AND 
DIVERTS TO ANOTHER ARPT. 

ACN: 781213 (48 of 50)  

Synopsis 
BE55 PILOT REPORTS BEING STRUCK BY WIND FARM PROPELLER BLADES WHILE 
ATTEMPTING TO MAINTAIN VFR 10 NM NORTH OF DEST. 

ACN: 779852 (49 of 50)  

Synopsis 
DH8D OVERSHOT LEVELOFF WHILE BEING VECTORED FOR APCH, TRIGGERING 
LOW ALT ALERT AND EGPWS WARNING. FLT CREW EXECUTED PULL-UP, BUT THE 
FLT DIRECTOR AND AUTOPILOT COULD NOT BE ENGAGED. A RAW DATA APCH 
WAS FLOWN. 

ACN: 779841 (50 of 50)  

Synopsis 
IN AN ATTEMPT TO DESCEND TO CATCH A FALSE GS, A LANCAIR PLT DESCENDED 
TO 500 FT BEFORE REALIZING THAT HE WAS 5 MILES FROM THE ARPT. 
 



 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 

Report Narratives 
 



 

ACN: 829535 

Time / Day 

Date : 200903 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Bound Lower : 500 
Altitude.AGL.Bound Upper : 800 

Environment 

Flight Conditions : IMC 
Weather Elements : Thunderstorm 
Weather Elements : Turbulence 
Light : Dusk 

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : EMB ERJ 140 ER&LR 
Operating Under FAR Part : Part 121 
Navigation In Use.ILS.Localizer & Glide Slope : ZZ 
Flight Phase.Descent : Approach 
Route In Use.Approach : Instrument Precision 

Component : 1 

Aircraft Component : FMS/FMC 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 829535 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Resolutory Action.Flight Crew : Executed Go Around 
Resolutory Action.Flight Crew : Overcame Equipment Problem 
Consequence.Other  

Assessments 

Problem Areas : Aircraft 
Problem Areas : Weather 



Narrative 

The flight departed without incident, and while enroute at cruise altitude, the #1 
FMS failed to respond to keypad entries and shortly after that displayed a red 'CDU 
BUS FAIL' message on the #1 FMS screen. The First Officer was the pilot flying, so 
it was a simple thing for me to switch to the #2 FMS for LNAV function on both my 
PFD and MFD displays. We were vectored for the ILS Runway 30R into ZZZ and 
everything was in order all the way up to shortly after passing the final approach 
fix. We were still in IMC conditions, and after passing approximately 800-500 FT 
AGL, we received a 'Terrain, Terrain' EGPWS aural warning along with both our 
MFD's switching to terrain display mode. Not wanting to delay into possible CFIT, I 
commanded the First Officer to do an immediate go around, which he did, and I 
advised Tower of our missed approach. They queried as to the need for the missed 
approach and if we needed any assistance, and I advised them of the ground 
proximity warning during the approach and stated that we could take vectors for 
another approach to Runway 30R. First Officer and I discussed the ground 
proximity warning, and we both agreed that the aircraft appeared to be properly 
established and stabilized on course and glide path, and that most likely our #1 
FMS CDU BUS FAIL was probably feeding false information to the EGPWS. I pressed 
the 'Terrain Override' button on the EGPWS panel and we commenced and 
completed a second ILS approach to Runway 30R without further incident. As I was 
pulling up to the gate in ZZZ, the #2 FMS gave us a message indicating that there 
was more than a 24nm difference in position between the #1 and #2 FMS, which 
was consistent with our feeling that inaccurate information from the #1 FMS had 
contributed to the ground proximity warning on our first approach. A maintenance 
location entry was made in ZZZ and in coordination with dispatch and maintenance 
control, we crew placarded the #1 FMS, #1 GPS and the EGPWS. The flight 
continued to ZZZ1 our next scheduled destination without incident. Several 
concerns have occurred out of this incident and I feel need to be addressed by both 
Embraer and Universal concerning this dual installation FMS on the EMB Regional 
Jet. First of all, there is no abnormal or emergency procedure established for a RED 
'CDU BUS FAIL' message on either FMS. Second, this crew received no FMS 
messages prior to commencement of our ILS Runway 30R approach that would 
have clued us into the possibility that #1 FMS would be feeding inaccurate position 
data to the EGPWS, and even if it had, no procedure for this message prompts the 
crew to either turn off or pull the CB for #1 FMS to preclude this erroneous data to 
continue to flow to the EGPWS. This lack of procedural guidance is in conflict with 
safe practices we have maintained over the years in airline flight operations. I have 
personally experienced several CDU BUS FAIL events in line operations and not 
until now have I had an event that caused a failure of the EGPWS system. In some 
cases the keypad on the associated FMS is frozen, with no further responses to 
keypad entries by the unit. Logic would tell you to ignore information from an FMS 
that has this type of failure, and the human machines in this event did just that, 
but it seems, in this case, that the electronic EGPWS did NOT ignore an unreliable 
source of navigational information. This could have profound results in another 
scenario such as when an aircraft is being either vectored or is flying off of 
established airways or published approach procedures and approaches terrain 
which would otherwise trigger an EGPWS warning. Without reliable position 
information being sent to the EGPWS, it could be argued that a flight crew would be 
denied this important piece of flight safety equipment because it is receiving its 
information from an unreliable source. Lack of an abnormal or emergency 
procedure for the precipitating event, the CDU BUS FAIL, led to this incident, which 
thankfully, did not result in anything worse than a missed approach and 2 very 



concerned and alarmed pilots at the bottom of an approach in IMC conditions close 
to the ground. I submit that both Embraer and Universal need to look closely at our 
dual FMS installation and come up with appropriate and timely changes to our 
operation procedures, to include, but not be limited to, abnormal or emergency 
procedures that take into account ALL modes of failure that could occur during an 
FMS CDU BUS FAIL, and I would respectfully request to be informed of what is 
found out about the failure mode or modes that occurred in my particular incident, 
and what technical analysis yields on the impact on safe flight operations with this 
condition. Callback conversation with reporter revealed the following information: 
The reporter discovered that in this aircraft's dual FMS installation, the complete 
failure of one or the other FMS will deactivate that system permitting the 
functioning FMS to assume all necessary functions. With a partial FMS failure, some 
functions will not transfer because a total failure is not indicated. In this event, the 
CDU BUS FAIL annunciation was displayed in the #1 FMS indicating that at least 
some portion of the #1 FMS was still powered not allowing transfer of all critical 
functions. The reporter did not know which functions did not transfer to the #2 FMS 
because he had no method of determining the current failure mode. The reporter 
also stated that a worst case scenario for this crew would have been flying in 
mountainous terrain with the EGPWS sensing a lower elevation than was actually 
present. The reporter stated that the flight manuals and checklists did not contain 
procedures that would have allowed the flight crew to disable malfunctioning 
equipment forcing critical equipment to transfer to a known valid input source. 

Synopsis 

An EMB-145's #1 FMS failed followed by CDU BUS FAIL alert displayed in the #1 
FMS screen. On the flight's IMC approach an EGPWS 'TERRAIN' warning activated 
based on the #1 FMS's erroneous position. No procedures were available to 
deactivate the faulty FMS and to permit valid data for system's operation. 

  



 

ACN: 828209 

Time / Day 

Date : 200903 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : IAD.Airport 
State Reference : DC 
Altitude.AGL.Single Value : 500 

Environment 

Flight Conditions : VMC 

Aircraft : 1 

Controlling Facilities.Tower : IAD.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : B777-200 
Operating Under FAR Part : Part 121 
Navigation In Use.ILS.Localizer & Glide Slope : 19R 
Flight Phase.Descent : Approach 
Route In Use.Approach : Visual 

Component : 1 

Aircraft Component : GPWS 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 80 
Experience.Flight Time.Total : 16000 
Experience.Flight Time.Type : 550 
ASRS Report : 828209 

Events 

Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Anomaly Accepted 

Assessments 

Problem Areas : Aircraft 
Problem Areas : Airport 

Situations 

Narrative 



We were on the return leg to IAD, and cleared for the visual approach to Runway 
19R, the new runway at IAD, which neither of us had landed on before. The First 
Officer was the pilot flying and I was the pilot not flying. The First Officer has 
extensive experience in the B777, mostly international. On short final to Runway 
19R, we were on profile and cleared to land. At approximately 500 FT we got the 
EGPWS caution 'Too Low Terrain,' repeated a number of times. We both verified 
our position, and we were on PAPI and GS, and saw nothing that should have 
caused the aural warning. We continued a normal approach and landing without 
incident. The ILS Runway 19R was in the FMC and was loaded. We could only guess 
that the runway was not in the EGPWS database. This anomaly should be 
investigated and corrected. 

Synopsis 

B777-200 flight crew experienced an EGPWS terrain warning at 500 FT AGL on and 
ILS approach in VMC conditions to Runway 19R at IAD. 

  



 

ACN: 824257 

Time / Day 

Date : 200902 
Local Time Of Day : 1201 To 1800 

Place 

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

Environment 

Flight Conditions : IMC 
Light : Daylight 

Aircraft : 1 

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

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Second Officer 
Qualification.Pilot : ATP 
Experience.Flight Time.Last 90 Days : 191 
Experience.Flight Time.Total : 8000 
Experience.Flight Time.Type : 1821 
ASRS Report : 824255 

Person : 2 

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

Events 

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



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

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

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

Synopsis 

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

  



 

ACN: 824174 

Time / Day 

Date : 200902 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : ROA.Airport 
State Reference : VA 
Altitude.MSL.Single Value : 2100 

Environment 

Flight Conditions : IMC 
Light : Daylight 

Aircraft : 1 

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

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 824174 

Person : 2 

Affiliation.Government : FAA 
Function.Controller : Local 

Events 

Anomaly.Altitude Deviation : Crossing Restriction Not Met 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.ATC Equipment : MSAW 
Independent Detector.Other.ControllerA : 2 
Resolutory Action.Controller : Issued Alert 
Resolutory Action.Flight Crew : Returned To Assigned Altitude 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

On the LDA Runway 6 into ROA at approximately 1 - 1.5 miles from SKIRT ATC 
advised us of a low altitude alert. We were at approximately 2,100 FT so First 



Officer started to correct her altitude and climb as I was checking with ATC the 
altimeter setting and altitude we were at. As the conversation progressed we 
realized that the correct altitude was approximately 2,700 FT. While correcting we 
passed SKIRT and then started to descend to 1,600 FT. At approximately 1,800 FT 
the runway and airport came into sight. The event occurred because as we were 
approaching 4,300 FT at RAMKE the GS didn't seem to capture so we started with 
the stepdowns and instead of setting 2,720 FT into the altitude we set 1,600 FT not 
recognizing we skipped over the altitude at SKIRT. In order to prevent this again 
we could do a couple of things differently. 1) If the GS doesn't capture we could 
ask ATC if they have had any other reports of this to see if it is a reliable source 
instead of assuming it was inoperative, and 2) Review the chart more than once on 
an arrival that we aren't very familiar with and 3) Ask each other when was the last 
time they shot the approach so you know for yourself if you are comfortable with 
how well you read the chart. 

Synopsis 

Flight crew descends below step down fix during LDA approach at ROA. Low altitude 
alert was issued by Tower. 

  



 

ACN: 823095 

Time / Day 

Date : 200902 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Navaid : PXR.VORTAC 
State Reference : AZ 

Environment 

Flight Conditions : IMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.TRACON : P50.TRACON 
Operator.General Aviation : Corporate 
Make Model Name : Citation X 
Operating Under FAR Part : Part 91 
Navigation In Use.Other : FMS or FMC 

Person : 1 

Affiliation.Company : Corporate 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 823095 

Person : 2 

Affiliation.Company : Corporate 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
ASRS Report : 822979 

Events 

Anomaly.Altitude Deviation : Excursion From Assigned Altitude 
Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Resolutory Action.Controller : Issued Advisory 
Resolutory Action.Controller : Issued New Clearance 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

While approaching destination SDL from FLG VOR, ATC issued an approach 
clearance. Proceed direct WILUP. Cleared GPS-D to SDL. We were approximately at 



POURS (IAF) when clearance was received. The SIC set the altitude selector to 
4,600 FT and said we could start down. He held up the chart with his finger 
indicating the selected altitude. While descending Approach Control issued an 
altitude alert and we immediately climbed. I asked for the VOR approach and 
Approach said I'll give you a vector for the visual. He said Scottsdale Tower was 
reporting good weather there. He leveled us at 6,000 FT and gave us a vector 
toward the airport. Approximately a minute later, he started our descent and we 
saw the field at approximately 5,500 FT MSL and about 7-8 miles away. We 
completed an uneventful landing. I should not have accepted the GPS-D approach. 
I falsely assumed we would be in VMC prior to arriving at WILUP and would 
commence a visual approach. It is against SOP to use a GPS approach that is not in 
our FMS database. I did not thoroughly review the approach. I should have seen 
that the 4,600 FT altitude that the SIC put in the Altitude Selector did not begin 
until after crossing TAGOC waypoint. I normally conduct my flights to a high 
professional standard. I am thankful that this event did not have a bad conclusion. 
I will conduct myself in a highly professional manner in all future flights. 

Synopsis 

Flight crew of C750 descended prematurely when cleared for the GPS-D RNAV 
approach at SDL. 

  



 

ACN: 822890 

Time / Day 

Date : 200902 
Local Time Of Day : 1801 To 2400 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.TRACON : ZZZ.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : A319 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 
Route In Use.Approach : Visual 

Component : 1 

Aircraft Component : Approach Coupler 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
Experience.Flight Time.Last 90 Days : 80 
Experience.Flight Time.Type : 30 
ASRS Report : 822890 

Person : 2 

Affiliation.Government : FAA 
Function.Controller : Local 

Events 

Anomaly.Altitude Deviation : Excursion From Assigned Altitude 
Anomaly.Non Adherence : Clearance 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
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 
Resolutory Action.Flight Crew : Returned To Intended or Assigned Course 



Assessments 

Problem Areas : Aircraft 
Problem Areas : Flight Crew Human Performance 

Narrative 

We were on approach to ZZZ and approximately 12 miles from the airport at 3,000 
FT MSL. Cleared direct to FAF and asked to report the field in sight. We began to 
configure with flaps 1 degree and then flaps 2 degrees. The Captain stated that he 
had the field in sight, and I thought that I did also, and we were cleared for the 
visual to Runway 36. It was going to be a 90 degree turn from our heading to final 
and the Captain called for flaps 2 degrees. The glideslope was active captured but 
the LOC was not active yet. I saw the Captain put 1,900 FT in the FCU and begin a 
turn toward the airport. I looked outside quickly for the airport and the Captain 
called for flaps 3 degrees and then flaps full landing check. I verified that we were 
still on the GS (it was centered right on) and selected flaps 3 degrees and full. I 
grabbed the checklist and was looking heads down to find the correct checklist and 
began reading and verifying the landing checklist. As I was reading the flaps full, 
full and green we got a call from ATC querying as to our altitude stating that the 
minimum altitude in our area was 2,400 FT. At that time we got a 'Terrain, Pull up' 
warning from the GPWS. The Captain executed the recovery and we climbed back 
up to 2,400 FT. We followed ATC's instructions to the airport and landed. 

Synopsis 

An A319 crew approaching an airport VFR captured the glideslope before the 
localizer and began a descent before identifying the airport. The false glideslope 
descended them early until the EGPWS alerted and ATC called low altitude alert. 

  



 

ACN: 822509 

Time / Day 

Date : 200902 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : ABQ.Airport 
State Reference : NM 
Altitude.AGL.Single Value : 1500 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.TRACON : ABQ.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : MD-88 
Operating Under FAR Part : Part 121 
Navigation In Use.Other : FMS or FMC 
Flight Phase.Climbout : Initial 
Route In Use.Departure.SID : ABQ 

Person : 1 

Affiliation.Company : Air Carrier 
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 : 200 
Experience.Flight Time.Total : 10000 
Experience.Flight Time.Type : 2500 
ASRS Report : 822509 

Person : 2 

Affiliation.Government : FAA 
Function.Controller : Departure 

Events 

Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.ATC Equipment : MSAW 
Independent Detector.Aircraft Equipment : GPWS 
Independent Detector.Other.ControllerA : 2 



Resolutory Action.Controller : Issued Advisory 
Resolutory Action.Flight Crew : Returned To Intended or Assigned Course 
Consequence.FAA : Reviewed Incident With Flight Crew 

Assessments 

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

Situations 

Chart.SID : ABQ 2 SID 

Narrative 

Prior to departure out of ABQ, the Copilot briefed the departure including the 'Air 
Carrier special pages' and the SID. It was determined that we would follow the 
'voluntary noise abatement procedure' which would have us make no turns prior to 
13.5 DME from ABQ VOR. Once cleared for takeoff, we were given a heading of 
'170 degrees after departure.' Copilot continued to 13.5 DME and started a turn to 
heading 170 degrees. He continued to clean up the aircraft and left the aircraft at 
15 degrees of bank. I suggested leaving the slats out where we could get to 25 
degrees quicker per the flight plan. He continued to accelerate to reach clean speed 
to get to 25 degrees. During the turn, Approach Control said they were getting a 
'terrain alert and MVA was 5,500 FT MSL.' At that time we also got a GPWS warning 
for the hill that we had visually below us. We were already at 6,700 FT MSL at that 
point. Approach asked if we were doing the noise abatement procedure as 'it isn't 
needed to the south' and we said 'yes.' We later reviewed the SID and our 'special 
pages' to see where the misunderstanding arose. The ABQ2 vector SID says that 
the noise abatement procedure is only valid for a left turn. Our 'special page' says 
that it should be followed per SID or ATC clearance. The chart view of our 'special 
page' for engine-out procedures also displays the 13.5 DME fix with turns to the 
south which reinforced the issue. Another issue is what is an 'ATC clearance on 
departure' i.e., a heading) sans a SID departure -- especially when the SID is just a 
vector. Since our 'special pages' take precedence over a SID, this could have been 
avoided with a better worded flight plan or a remark stating that 'noise abatement 
is not required to the south.' 

Synopsis 

Terrain warnings resulted when an MD88 flight crew departed ABQ with incorrect 
interpretation of the voluntary noise abatement procedure delineated by the 
several publications -- company and federally -- provided for their use. 

  



 

ACN: 820803 

Time / Day 

Date : 200901 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : TUS.Airport 
State Reference : AZ 
Altitude.MSL.Single Value : 5400 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.Tower : TUS.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : B757-200 
Operating Under FAR Part : Part 121 
Navigation In Use.Other : FMS or FMC 
Flight Phase.Descent : Approach 
Route In Use.Approach : Visual 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 80 
Experience.Flight Time.Total : 21000 
Experience.Flight Time.Type : 7500 
ASRS Report : 820803 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 75 
Experience.Flight Time.Total : 8500 
Experience.Flight Time.Type : 3500 
ASRS Report : 820802 

Events 

Anomaly.Altitude Deviation : Crossing Restriction Not Met 
Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Resolutory Action.Flight Crew : Exited Adverse Environment 



Resolutory Action.Flight Crew : Returned To Original Clearance 
Resolutory Action.Flight Crew : Took Evasive Action 

Assessments 

Problem Areas : Airport 
Problem Areas : Environmental Factor 
Problem Areas : Flight Crew Human Performance 
Problem Areas : Navigational Facility 

Narrative 

Arriving into the TUS area on the DINGO 5 arrival, we were told to contact TUS 
Approach Control. Initial contact with Approach Control was made with the aircraft 
at 11,000 FT and in level flight. Approach Control told us to expect the approach to 
Runway 11L. The approach briefing and the approach checklist had been 
completed. Both pilots had the terrain feature selected on the EGPWS. Somewhere 
in the vicinity of DINGO, Approach cleared us direct to the CALLS Intersection 
which is located 2.3 NM from the FAF. My recollection is that the clearance direct to 
CALLS Intersection gave us about a 15 degree convergence to the LOC, from the 
west side of the LOC. We were cleared to 8,000 FT. Shortly thereafter, we were 
given a descent to 6,000 FT. After reaching 6,000 FT we were asked if we had the 
airport in sight. I responded in the affirmative, after verifying that with the First 
Officer that he had the airport in sight. Approach then cleared us for the visual 
approach. The First Officer asked for 5,000 FT to be put in the MCP altitude 
window, which I did. I think we were about 6-7 miles from CALLS Intersection 
when flight level change was selected for the descent to 5,000 FT. At about 5,400 
FT MSL, we received an EGPWS terrain warning. We complied with the appropriate 
recovery procedure. Warning ceased almost immediately. Aircraft was leveled at 
about 6,000 FT. Approach was continued and landing completed. During approach 
briefing, terrain in area was discussed and that the highest terrain was north of the 
airport and not relevant to the direction we were approaching the airport from. Not 
until afterwards did I realize that the terrain height outside WASON Intersection 
was annotated on the approach chart. This terrain was between our position and 
the CALLS Intersection. Since we were not on the LOC, we overlooked the altitude 
requirement of 5,500 FT at the WASON Intersection. It would be helpful if terrain 
located on or near the approach path were easier to see (larger font). In the future, 
I will not accept visual approach into airports with surrounding high terrain until 
established on a segment of the approach. 

Synopsis 

A B757 responded to an EGPWS on the TUS Runway 11L localizer when they 
descended below 5500 FT outside of CALLS Intersection on a night visual approach. 
The ILS glide slope was NOTAM'ed inoperable. 

  



 

ACN: 819560 

Time / Day 

Date : 200901 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : LAS.Airport 
State Reference : NV 
Altitude.MSL.Single Value : 4200 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.TRACON : L30.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : B737-300 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 
Route In Use.Approach : Visual 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 251 
Experience.Flight Time.Type : 2000 
ASRS Report : 819560 

Person : 2 

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

Events 

Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Independent Detector.Other.Flight CrewA : 2 
Resolutory Action.Flight Crew : Exited Adverse Environment 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

It was a clear night. We were cleared direct CONDY and then subsequently cleared 
for visual approach to Runway 25R from 25+ miles but from southeast of the 
airport. Had always been brought in from the northeast or east. The track took us 



south of Hoover Dam and over some terrain. When we cleared direct CONDY, we 
put 3,800 FT in the window. We noticed that the terrain was pretty high and the 
Captain said, 'Why don't we level off here before going any lower.' We leveled off 
and subsequently got the 'Terrain' alert and executed a terrain pull-up in 
accordance with the book. It ended and we continued the approach uneventfully. 
Better preplanning when we are cleared for an approach from that sector. 

Synopsis 

A B737-300 flight crew on a night visual approach to LAS became uncomfortable 
when the Captain noticed nearby high terrain. They subsequently got a GPWS 
terrain alert and executed the prescribed pull-up. 

  



 

ACN: 819371 

Time / Day 

Date : 200901 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : CHS.Airport 
State Reference : SC 
Altitude.AGL.Single Value : 1500 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.Tower : CHS.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : Medium Transport, Low Wing, 2 Turbojet Eng 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 
Route In Use.Approach : Visual 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Qualification.Pilot : Commercial 
Qualification.Pilot : Instrument 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 200 
Experience.Flight Time.Total : 4300 
Experience.Flight Time.Type : 1500 
ASRS Report : 819371 

Person : 2 

Affiliation.Government : FAA 
Function.Controller : Local 

Events 

Anomaly.Other Spatial Deviation  
Independent Detector.ATC Equipment : MSAW 
Independent Detector.Other.ControllerA : 2 
Resolutory Action.Controller : Issued Alert 
Resolutory Action.None Taken : Detected After The Fact 

Assessments 



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

Narrative 

We were on a heading to intercept the LOC for Runway 15 at CHS. We were given 
clearance to descend from 11,000 FT to 1,600 FT. My First Officer did not hear the 
descent clearance and asked me what altitude we were cleared to descend to. I 
told him 1,600 FT. He still acted doubtful, so exercising good CRM, I asked 
Approach to confirm our descent altitude. They told us again 1,600 FT. By tht time 
we had covered some distance and needed to get the descent going. I told the First 
Officer that he needed to get the descent going and he selected Vertical Speed and 
at one point had as much as 3,000 FPM rate. As we got lower, I told him he needed 
to slow the descent rate. He acknowledged, but did nothing. I told him a few 
seconds later again that he needed to slow the descent rate. He responded 'I got it' 
and had his finger on the Vertical Speed dial, so I thought he was going to slow it. I 
was about to take the controls when he finally began to arrest it. About the time we 
were leveling off, the Tower called us with a low altitude advisory. I had flown with 
this First Officer for several weeks and he is a competent pilot. For some reason, 
unknown to me, he fixated on something and did not do a good job of leveling off 
to continue a stable visual approach to the runway outside of the OM. When I 
brought this to his attention twice, he indicated that he was correcting when in fact 
he was either not correcting or was doing it too slowly. He did finally get the 
aircraft slowed and configured for a stabilized approach the rest of the way in. 

Synopsis 

Regional jet Captain reports low altitude alert from CHS tower during visual 
approach to Runway 15 during day VMC with the First Officer flying. 

  



 

ACN: 819130 

Time / Day 

Date : 200901 
Local Time Of Day : 0001 To 0600 

Place 

Locale Reference.Airport : JAC.Airport 
State Reference : WY 
Altitude.MSL.Single Value : 9700 

Environment 

Aircraft : 1 

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

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 65 
Experience.Flight Time.Total : 9872 
Experience.Flight Time.Type : 3425 
ASRS Report : 819130 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 90 
Experience.Flight Time.Total : 9000 
Experience.Flight Time.Type : 2000 
ASRS Report : 819127 

Events 

Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.Flight Crew : Exited Adverse Environment 
Resolutory Action.Flight Crew : Took Evasive Action 

Assessments 



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

Narrative 

Briefing for ILS 19 complete inbound. Winds calm at JAC, sky clear, moon bright. At 
approximately QUIRT, we were told by Tower that the winds had shifted and were 
out of the north at 5 KTS. We pulled up new landing information to determine if we 
were legal to land. We were At approximately FAPMO on the ILS 19, the Tower said 
winds had increased from the north to 8 KTS and asked if we would like Runway 1. 
Due to the concern about the tailwind increasing, the Captain opted to accept 
Runway 1. We were level at 9,700 FT at the time and remained tracking toward the 
airport at that altitude. As the First Officer, I changed the box to reflect the new 
runway as well as pulling new landing data for Runway 1. As we began to enter a 
downwind for Runway 1, we also began to descend out of 9,700 FT. Again bright 
clear moonlit night and all terrain was in sight. As that descent was begun, we 
passed over a hill near the airport and due to a sudden decrease in RA combined 
with the aircraft descending, we received 1 terrain warning GPWS (not EGPWS). 
The Captain turned off the autopilot and climbed until the warning went away (this 
was only for a few seconds because we were 1,500 FT AGL above the small hill at 
the closest and with the weather conditions, we had all terrain in sight). After this 
event, we continued a normal approach and landing. In a postflight discussion 
about the GPWS warning, we discovered that we had not followed the direction 
from the OPS Manual page indicating that at night no visual or circle approaches 
were to be made. While I know we were not allowed to do the visual approach at 
night (which is why we were on the ILS 19) when we started getting wind report 
and checking for legality (concern over short runway snow on runway), it did not 
occur to me until after that we should not have accepted the circle even with the 
very clear and bright conditions that existed. 

Synopsis 

A large transport jet crew realized after landing that the their company's operations 
manual does not permit night landings on JAC Runway 01 because of high terrain. 
A GPWS warning was received during the approach. 

  



 

ACN: 818207 

Time / Day 

Date : 200812 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : RNO.Airport 
State Reference : NV 
Altitude.AGL.Single Value : 1500 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.Tower : RNO.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : B737-700 
Operating Under FAR Part : Part 121 
Flight Phase.Climbout : Intermediate Altitude 

Aircraft : 2 

Controlling Facilities.Tower : RNO.Tower 
Make Model Name : Beechcraft, Beech Aircraft Corp Undifferentiated or Other 
Model 
Operating Under FAR Part : Part 91 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 255 
Experience.Flight Time.Type : 6000 
ASRS Report : 818207 

Events 

Anomaly.Conflict : Airborne Critical 
Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : TCAS 
Resolutory Action.Flight Crew : Took Evasive Action 

Assessments 

Problem Areas : ATC Human Performance 
Problem Areas : Airport 
Problem Areas : Airspace Structure 
Problem Areas : Environmental Factor 

Narrative 



Upon departure from RNO (heavy: 143,000 LBS), received notice of a Bonanza at 
6,000 FT (1,500 FT AGL). At the same time, TCAS presented a target in front of us 
with a +200 FT separation. The target was immediately yellow, and then an RA 
instructed us to descend. The Captain immediately descended as the flaps were still 
retracting. The TCAS commanded a 1,500 FPM descent. We were 1,500 FT AGL at 
this time. While complying with the RA, the aircraft Ground Proximity Warning 
System issued a caution, 'Don't Sink, Don't Sink.' The Captain immediately arrested 
the descent and then commenced a climb. We never saw the traffic. We were only 
1000 FT AGL and the terrain was rising in front of us (red on the EFIS screen). The 
aircraft was able to climb safely away from the terrain once the climb was 
commenced. The Captain called the Tower the next day and related to me that the 
Bonanza was on a downwind and the Tower thought there was adequate 
separation. Our B737 apparently thought differently, resulting in something that 
should be of concern; an RA commanding a descent at a low altitude in rising 
terrain in Reno. I have never had a Resolution Alert at such a low altitude, and I 
have never had a ground proximity caution resulting from a TCAS RA maneuver. 
We could not out climb the Bonanza, it was directly in our climb path. Even if we 
saw it, which we didn't, we were in a canyon without room to maneuver clear, 
other than descending and passing underneath it at 1,000 FT AGL. The RNO Tower 
should be made aware that VFR separation from GA may not be adequate for 
departing Part 121 aircraft. Because of the terrain, Tower is probably used to very 
close-in patterns by VFR aircraft, which conflicts with the TCAS 'bubble' on our 
aircraft. Descending into rising terrain in Reno is a no-win situation; we were lucky 
it was daylight. 

Synopsis 

B737NG experiences descend TCAS RA on climb out from RNO. Resolution 
maneuver results in GPWS terrain warning due to rising terrain. 

  



 

ACN: 817740 

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. 

  



 

ACN: 817099 

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. I 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 I 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. I 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, I 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, I 
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. I (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. 

  



 

ACN: 816230 

Time / Day 

Date : 200812 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : RNO.Airport 
State Reference : NV 
Altitude.AGL.Single Value : 700 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.TRACON : RNO.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : Heavy Transport 
Operating Under FAR Part : Part 121 
Navigation In Use.Other : FMS or FMC 
Flight Phase.Climbout : Initial 
Route In Use.Departure.SID : RENO 

Component : 1 

Aircraft Component : ILS/VOR 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 23 
Experience.Flight Time.Total : 9000 
Experience.Flight Time.Type : 2000 
ASRS Report : 816230 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Second Officer 
Experience.Flight Time.Last 90 Days : 30 
Experience.Flight Time.Total : 7000 
Experience.Flight Time.Type : 200 
ASRS Report : 816229 

Person : 3 

Affiliation.Government : FAA 
Function.Controller : Departure 

Events 



Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Other Spatial Deviation  
Anomaly.Other Spatial Deviation  
Independent Detector.Other.ControllerA : 3 
Resolutory Action.Controller : Issued Alert 
Resolutory Action.Controller : Issued New Clearance 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

Our clearance was the Reno 4 as filed, LLC. While we were setting up our cockpit, 
we asked the Ground Controller which runway to expect for departure. The reply 
was Runway 16R. Since the Captain Pilot Flying, he had the IRNO LOC for the DME 
and the Pilot Monitoring had FMG tuned in #2. The RNO4 departure page has in the 
initial climb grid, that departures on Runway 16R should expect heading by ATC. 
The Pilot Flying had the departure course set in the navigation. Cleared for takeoff 
on Runway 16R, the Pilot Monitoring queried ATC for a heading. ATC responded and 
said to fly the LOC. At 700 FT AGL, the Pilot Flying lost his navigation and FD. When 
it reappeared, it showed off course. Pilot Flying made a correction to the right. ATC 
told us to turn immediately to the left of 120. ATC said we were getting close to 
higher terrain. We reported the navigation malfunction to Departure. After passing 
FL180, the Pilot Flying reviewed what had happened. He said that he did not have 
the 164 degree heading in the OBS window. 

Synopsis 

Flight crew of heavy transport aircraft fail to follow back course of localizer as 
cleared following takeoff from Runway 16R at RNO. 

  



 

ACN: 816064 

Time / Day 

Date : 200812 
Local Time Of Day : 0001 To 0600 

Place 

Locale Reference.Airport : RNO.Airport 
State Reference : NV 
Altitude.MSL.Single Value : 6500 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.TRACON : RNO.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : DC-8 Undifferentiated or Other Model 
Operating Under FAR Part : Part 121 
Navigation In Use.ILS.Localizer Only : 16L 
Flight Phase.Climbout : Intermediate Altitude 
Route In Use.Departure.SID : RENO 4 

Component : 1 

Aircraft Component : ILS/VOR 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 65 
Experience.Flight Time.Total : 21000 
Experience.Flight Time.Type : 5000 
ASRS Report : 816064 

Person : 2 

Affiliation.Government : FAA 
Function.Controller : Departure 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Non Adherence : Clearance 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.Other.ControllerA : 2 
Resolutory Action.Controller : Issued Alert 
Resolutory Action.Controller : Issued New Clearance 



Assessments 

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

Narrative 

Our clearance was the Reno 4 as filed-LLC. While we were setting up our cockpit, 
we asked the Ground Controller which runway we could expect for departure. The 
reply was Runway 16R. We briefed the commercial chart page for Runway 16R and 
set the radios accordingly. Since I was flying this leg, I had the IRNO LOC tuned on 
my side for the required DME and the First Officer had FMG tuned on her side for 
the required cross radials. The RNO 4 departure page has in the initial climb grid, 
that departures on Runway 16R should expect heading assigned by ATC. So I had 
my navigation set for the departure course. When we were cleared for takeoff 
Runway 16R the Tower did not specify a heading, so we asked and were then told 
to fly the IRNO LOC. I had the LOC already tuned, so we proceeded with the 
takeoff. At about 700 ft, I lost all navigation and my Flight Director momentarily. 
When it came back on, it showed a slight deviation left of course. I made a small 
correction, and then the Controller said that he showed us drifting left of course. I 
added a little more correction, and at this point the Controller said that we were 
getting close to higher terrain and gave us a left turn and subsequent vectors on 
course. We reported the navigation malfunction to Departure Control. After we 
passed through the transition altitude, we reviewed what had just happened. It 
became apparent that since I did not anticipate the IRNO LOC and did not have the 
164 degree heading in the OBS window that I was receiving false navigation 
information. Thankfully, Departure Control was watching and corrected my 
mistake. We did not receive any GPWS or terrain warnings. The area of confusion is 
in the clearance for the RNO 4 and then changing the Runway 16R initial climb 
without telling the crew beforehand. The IRNO LOC is specifically for departure on 
Runway 16L. 

Synopsis 

Flight crew of heavy transport aircraft fail to follow back course of localizer as 
cleared following takeoff from Runway 16R at RNO which wasn't correct either for 
their departure runway. 

  



 

ACN: 814205 

Time / Day 

Date : 200811 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : JST.Airport 
State Reference : PA 
Altitude.MSL.Single Value : 4000 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.ARTCC : ZOB.ARTCC 
Operator.Common Carrier : Air Taxi 
Make Model Name : Small Transport, Low Wing, 2 Turbojet Eng 
Navigation In Use.ILS.Localizer & Glide Slope : 33 
Flight Phase.Descent : Approach 
Route In Use.Approach : Instrument Precision 
Route In Use.Arrival : On Vectors 

Person : 1 

Affiliation.Company : Air Taxi 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 814205 

Person : 2 

Affiliation.Company : Air Taxi 
Function.Flight Crew : First Officer 
Qualification.Pilot : Commercial 
ASRS Report : 814207 

Events 

Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Resolutory Action.Flight Crew : Executed Go Around 
Resolutory Action.Flight Crew : Exited Adverse Environment 

Assessments 

Problem Areas : ATC Human Performance 
Problem Areas : Chart Or Publication 
Problem Areas : Environmental Factor 



Narrative 

INBOUND TO JST AIRPORT FOR THE ILS 33, CLEVELAND INSTRUCTED US TO TURN 
LEFT AND DESCEND TO 4000 FT AND INTERCEPT THE LOCALIZER FOR RUNWAY 
33. THE PILOT NOT FLYING READ BACK 4000 FT TO ATC ALONG WITH THE REST 
OF THE INSTRUCTIONS, SET 4000 FT IN THE ALTITUDE WINDOW AND STATED 
4000 FT TO THE PILOT FLYING. THE PILOT FLYING VERIFIED 4000 FT IN THE 
WINDOW AND READ IT BACK TO THE PILOT NOT FLYING AND WE BEGAN OUR 
DESCENT. THIS WAS A CLEARANCE WHICH PROVIDED US AMPLE TIME TO TRACK 
THE LOCALIZER INBOUND, ONCE ESTABLISHED, FOR QUITE A WHILE. WE HAD 
REMARKED THAT 4000 FT WAS LOWER THAN THE PUBLISHED GLIDE SLOPE 
INTERCEPT ALTITUDE AND WE CONFIRMED AGAIN WITH PILOT FLYING AND PILOT 
NOT FLYING THAT OUR ASSIGNED ALTITUDE WAS IN FACT 4000 FT. WE DID NOT 
CONFIRM IT WITH ZOB BECAUSE: 1) WE WERE STILL IN CONTACT WITH THEM 
AND FIGURED THIS WAS JUST A LOWER ALTITUDE TO INTERCEPT THE GLIDE 
SLOPE THAT WOULD STILL BE ABOVE THEIR MVA FOR THE APPROACH, 2) WE 
WERE VMC AND HAD THE RUNWAY IN SIGHT, AND 3) WE HAD BEEN FLYING AT 
THIS ALTITUDE FOR QUITE A WHILE ALREADY WITHOUT A REMARK ABOUT IT 
FROM CENTER. ZOB THEN CLEARED US FOR THE APPROACH AND TOLD US TO 
CONTACT JST TOWER. MOMENTS AFTER CONTACTING JST TOWER, WE GOT A 
GPWS TERRAIN WARNING WHILE STILL LEVELED AT 4000 FT INBOUND ON THE 
LOCALIZER. WE IMMEDIATELY EXECUTED THE GPWS TERRAIN MANEUVER. 
THROUGHOUT THE APPROACH AND THE MANEUVER, WE WERE VMC AND ALSO 
HAD THE RUNWAY IN SIGHT. WE ADVISED JST TOWER THAT WE COMPLIED WITH 
A TERRAIN WARNING AND CLIMBED AND WERE NOW AT 4600 FT, TO WHICH THEY 
REPLIED 'ROGER, STATE YOUR INTENTIONS.' SINCE AT THAT TIME WE WERE 
ALREADY AT THE PUBLISHED ALTITUDE AND STILL HAD THE RUNWAY IN SIGHT, 
WE TOLD JST TOWER THAT WE WOULD STAY AT 4600 FT AND INTERCEPT THE 
GLIDE SLOPE FROM THAT ALTITUDE IF THAT WAS OK WITH THEM. THEY SAID NO 
PROBLEM. WE THEN CONTINUED THE APPROACH AND LANDED ON RUNWAY 33 
WITHOUT ANY OTHER FURTHER EVENT. 

Synopsis 

TURBOPROP FLIGHT CREW RECEIVE GPWS TERRAIN WARNING WHILE TRACKING 
THE JST ILS 33 LOCALIZER AT 4000 FT MSL AS CLEARED BY ATC. 

  



 

ACN: 813957 

Time / Day 

Date : 200811 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : VLD.Airport 
State Reference : GA 

Environment 

Light : Daylight 

Aircraft : 1 

Controlling Facilities.Tower : VLD.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : Medium Transport, Low Wing, 2 Turbojet Eng 
Operating Under FAR Part : Part 121 
Navigation In Use.Other : GPS 
Flight Phase.Descent : Approach 
Route In Use.Approach : Instrument Non Precision 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : Commercial 
ASRS Report : 813957 

Person : 2 

Affiliation.Other : Contracted Service 
Function.Controller : Local 

Events 

Anomaly.Inflight Encounter : Turbulence 
Anomaly.Inflight Encounter : Weather 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.ATC Equipment : MSAW 
Independent Detector.Other.ControllerA : 2 
Resolutory Action.Controller : Issued Alert 
Resolutory Action.Flight Crew : Became Reoriented 
Resolutory Action.Flight Crew : Took Precautionary Avoidance Action 

Assessments 

Problem Areas : ATC Human Performance 
Problem Areas : Aircraft 
Problem Areas : Airport 



Problem Areas : Flight Crew Human Performance 
Problem Areas : Weather 

Narrative 

THIS EVENT OCCURRED WHILE ON SHORT FINAL APCH TO RWY 17 AT VALDOSTA 
REGIONAL ARPT (VLD). I WAS PF. WE HAD BEEN CLRED DIRECT CUVGA AND 
CLRED FOR THE RNAV (GPS) RWY 17 APCH. AS WE WERE IMC AND IT WAS QUITE 
BUMPY, I SLOWED AND CONFIGURED THE AIRPLANE A FEW MI EARLY AND 
COMMENCED THE APCH. ONCE PAST CUVGA, WE DSNDED TO 1800 FT AND 
IMMEDIATELY LOWERED THE GEAR, WENT FLAPS 30 DEGS, THEN 45 DEGS AND 
WERE ON SPD AND CONFIGURED CORRECTLY AS WE APCHED 0.3 NM PRIOR TO 
ZURAR, THE FAF. AT 0.3 NM PRIOR TO ZURAR, I ROLLED IN 800 FPM ON THE VERT 
SPD WHEEL (AS WE HAD PREVIOUSLY BRIEFED), AND BEGAN A STABILIZED 
DSCNT TO AN MDA OF 830 FT, AS PER CANPA PROCS. AT APPROX 1100 FT MSL 
(900 FT AGL) WE BROKE OUT OF THE CLOUDS. AT THIS POINT I BRIEFLY LOOKED 
UP AND MENTALLY NOTED THAT WE HAD NEITHER THE RWY NOR THE ARPT 
ENVIRONMENT IN SIGHT. WE CONTINUED ON DOWN TO THE MDA (830 FT) AND 
AS THE ACFT ANNOUNCED 'MINIMUMS' I SIMULTANEOUSLY LOOKED UP AND 
ASKED THE CAPT IF HE HAD THE RWY. HE HESITATED FOR ABOUT 2 SECONDS 
AND THEN REPLIED 'YES, IT'S RIGHT THERE' AS HE POINTED TO WHERE IT WAS. 
ALTHOUGH IT WAS A BIT HAZY (3 NM VISIBILITY, WHICH IS ABOUT HOW FAR WE 
WERE FROM THE RWY), I CONCURRED THAT THAT WAS INDEED THE RWY AND 
CONTINUED THE DSCNT TOWARD THE RWY. APPROX 5 SECONDS LATER, THE TWR 
CTLR ANNOUNCED 'ALT ALERT, ACR X, CHK ALT.' THE CAPT ANNOUNCED THAT WE 
WERE IN THE CLR AND THAT WE WERE LEVELING OFF. AT THIS POINT I WAS A 
BIT SURPRISED THAT WE HAD RECEIVED SUCH AN ALERT AND REMEMBER 
SPECIFICALLY NOTING THAT THE SNOWFLAKE WAS EXACTLY CTRED AND THAT 
WE WERE AT A COMFORTABLE DISTANCE ABOVE ANY OF THE SURROUNDING 
TERRAIN. THE CAPT SUGGESTED THAT WE LEVEL OFF FOR A BIT TO WHICH I 
CONCURRED AND CONFIGURED PITCH AND PWR ACCORDINGLY. IT WAS AT THIS 
POINT THAT THE PAPI CAME INTO VIEW (IT WAS NOT INITIALLY DUE TO THE 
HAZY CONDITIONS), AND SHOWED 4 RED. AS WE COULD CLRLY SEE THE RWY 
AND THE TERRAIN BTWN US AND THE RWY, I ELECTED TO CONTINUE THE APCH 
AND KEPT THE ACFT LEVEL UNTIL WE RECEIVED 2 WHITE AND 2 RED ON THE 
PAPI. THE REST OF THE APCH AND LNDG OCCURRED UNEVENTFULLY. AFTER 
LNDG, THE CAPT NOTED THAT NEITHER THE REIL NOR THE RWY LIGHTS WERE 
TURNED ON, EVEN THOUGH CONDITIONS WERE BELOW VFR WX MINIMUMS. THE 
TWR CTLR ASKED US FOR A PIREP TO WHICH THE CAPT REPLIED WE BROKE OUT 
AT 900 FT AND HAD A BIT OF DIFFICULTY SEEING THE RWY SINCE THE LIGHTS 
WEREN'T TURNED ON. IT IS IMPORTANT TO NOTE THAT AT NO TIME DURING THIS 
APCH DID WE RECEIVE ANY TYPE OF AURAL TERRAIN WARNING FROM THE GPWS. 
IN RETROSPECT, THIS EVENT OCCURRED PRIMARILY BECAUSE WE REACHED THE 
MDA SOONER THAN WE SHOULD HAVE. AFTERWARDS, I REMEMBERED THAT 
SOMEWHERE NEAR THE FAF AT ABOUT 1800 FT MSL, WE HAD A QUARTERING 
HEADWIND OF OVER 40 KTS. ALTHOUGH THE WIND ON THE GND WAS ONLY 10 
KTS GUSTING TO 17 KTS, WE SHOULD HAVE TAKEN INTO ACCOUNT HOW THE 40 
KTS WOULD AFFECT OUR GND SPD AND THUS OUR PLANNED DSCNT RATE. HAD 
WE DONE THIS, OUR DSCNT RATE SHOULD HAVE BEEN ONLY 500-600 FPM, 
WHICH WOULD HAVE PUT US AT THE MDA (830 FT) AT A POINT WHICH WAS 
CLOSER TO THE RWY, THUS MAKING IT EASIER FOR US TO SEE THE RWY ONCE 
WE REACHED THAT POINT. ADDITIONALLY, HAD THE RWY LIGHTS AND REIL BEEN 
TURNED ON, AND HAD THE PAPI BEEN TURNED UP BRIGHTER, WE MIGHT HAVE 
IDENTED THE RWY AND PAPI SOONER AND THUS COULD HAVE LEVELED THE ACFT 



PRIOR TO THE TWR CTLR'S ALT ALERT. ADDITIONALLY, BECAUSE IT WAS HAZY, 
THE PERCEIVED SLOPE TO THE RWY WAS DISTORTED, CAUSING US TO THINK 
THAT WE WERE ON THE CORRECT GLIDEPATH, WHEN IN FACT WE WERE LOW. 
ALTHOUGH I DID NOT SPECIFICALLY FOLLOW THE SNOWFLAKE AFTER HAVING 
REACHED THE MDA, I DO THINK THAT THE FACT THAT WE WERE ON THE 
SNOWFLAKE WHEN WE RECEIVED THE ALT ALERT MADE THE SITUATION ALL THE 
MORE CONFUSING, AS WE WERE GETTING CONFLICTING PIECES OF INFO. THIS 
TYPE OF SITUATION COULD BE PREVENTED IF WE HAD CORRECTLY CALCULATED 
THE APPROPRIATE DSCNT RATE FOR THIS CANPA APCH. 

Synopsis 

RJ FLIGHT CREW REPORTS GETTING TOO LOW DURING VISUAL SEGMENT OF 
RNAV RUNWAY 17 APPROACH AT VLD. IT IS NOTED AFTER LANDING THAT 
NEITHER THE RUNWAY LIGHTS NOR THE REIL'S ARE TURNED ON. 

  



 

ACN: 812978 

Time / Day 

Date : 200811 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : JST.Airport 
State Reference : PA 
Altitude.MSL.Single Value : 3000 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : Commercial Fixed Wing 
Operating Under FAR Part : Part 121 
Navigation In Use.ILS.Other Localizer  
Route In Use.Approach : Instrument Non Precision 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 812978 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Exited Adverse Environment 
Resolutory Action.Flight Crew : Took Evasive Action 

Assessments 

Problem Areas : Aircraft 
Problem Areas : Environmental Factor 
Problem Areas : Flight Crew Human Performance 
Problem Areas : Navigational Facility 

Narrative 

WHILE ON ILS, LOC APCH TO RWY 33 IN JST FO WAS PF. WE WERE INFORMED BY 
BOTH OUR NOTAMS AND ATC THAT THE ILS WAS OUT ON RWY 33. WE ELECTED 
TO EXECUTE A LOC APCH TO RWY 33. THE APCH PROC WAS TO DSND TO 3000 FT 



AFTER THE FINAL APCH FIX. WE BROKE OUT OF THE CLOUDS AT ABOUT 6000 FT 
AND HAD VISUAL CONTACT WITH THE GND ALONG WITH ABOUT 5 MI OF 
FORWARD VISIBILITY. WHILE DSNDING TO 3000 FT I COMMENTED TO FO THAT 
THE RIDGE IN FRONT OF US APPEARED TO BE CLOSE TO OUR ALT. AT THAT TIME I 
TURNED ON THE TERRAIN AWARENESS AND NOTICED THAT THE TERRAIN WAS 
VERY CLOSE TO OUR ALT. I DOUBLE-CHKED THE STEP DOWN FIX AND 
CONFIRMED THAT IT WAS INDEED 3000 FT AND THAT WE HAD INDEED TUNED IN 
THE PROPER LOC FREQ. AT THAT TIME WE RECEIVED A TERRAIN TERRAIN, PULL-
UP. FO TOOK IMMEDIATE ACTION AND INITIATED A CLB TO APPROX 3500 FT. THE 
GPWS WARNING CEASED AND WE CONTINUED THE APCH AND LNDG WITHOUT 
INCIDENT. IT WOULD APPEAR THAT THERE WAS A PROB WITH THE LOC OR PROC 
THAT CAUSED US TO COME TOO CLOSE TO THE RIDGE. OTHERWISE THERE MAY 
HAVE BEEN A PROB WITH THE ONBOARD EQUIP. UNSURE, IT WOULD APPEAR 
THAT WE FOLLOWED THE PROPER APCH PROC. 

Synopsis 

ACR FLT CREW RECEIVES TERRAIN, TERRAIN WARNING WHILE PERFORMING LOC 
APPROACH TO RWY 33 AT JST. ILS WAS NOTAMED OUT OF SERVICE. 

  



 

ACN: 811917 

Time / Day 

Date : 200811 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : LAS.Airport 
State Reference : NV 
Altitude.MSL.Single Value : 4500 

Environment 

Flight Conditions : VMC 
Weather Elements : Turbulence 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.TRACON : ZZZ.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : A320 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 
Route In Use.Approach : Visual 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 200 
Experience.Flight Time.Total : 10000 
Experience.Flight Time.Type : 4500 
ASRS Report : 811917 

Events 

Anomaly.Non Adherence : Company Policies 
Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Became Reoriented 
Resolutory Action.Flight Crew : Took Evasive Action 

Assessments 

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

Narrative 

CLRED FOR THE VISUAL TO RWY 1R THE CAPT SELECTED THE CF (RWY CTRLINE 
EXTENSION) INTO THE FMGC. IN TRYING TO KEEP THE SPD UP, I DSNDED A 
LITTLE EARLIER THAN USUAL. WE RECEIVED A TERRAIN WARNING, FOLLOWED BY 



ANOTHER WITH A PULL UP COMMAND. I FOLLOWED SOP AND TOOK CORRECTIVE 
ACTION, LNDG UNEVENTFULLY. I LEARNED FROM THIS EXPERIENCE THAT IT IS 
DIFFICULT, EVEN WHEN IT'S DAY VMC, TO ACCURATELY DETERMINE THE ACFT'S 
DISTANCE FROM TERRAIN. IT MAY 'LOOK' FINE, BUT THIS DOES NOT MEAN THAT 
ONE HAS ADEQUATE ALT. THE TERRAIN CAN BE (AND USUALLY IS) CONTOURED, 
SO THAT JUST LOOKING OUT THE WINDOW BECOMES OVERLY SUBJECTIVE. I 
ALSO LEARNED THAT IT IS BEST TO ALWAYS STAY AT OR ABOVE PROFILE, 
ESPECIALLY IN MOUNTAINOUS AREAS. 

Synopsis 

AN A320 FIRST OFFICER REPORTS AN EGPWS 'PULL UP' ALERT DURING A DAY VMC 
VISUAL APPROACH TO LAS RUNWAY 1R. HE HAD DIFFICULTY DETERMINING THE 
AIRCRAFT'S HEIGHT ABOVE THE TERRAIN VISUALLY. 

  



 

ACN: 810872 

Time / Day 

Date : 200811 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : ABQ.Airport 
State Reference : NM 
Altitude.MSL.Single Value : 7000 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.TRACON : ABQ.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : B737-300 
Operating Under FAR Part : Part 121 
Route In Use.Approach : Visual 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 152 
Experience.Flight Time.Type : 3000 
ASRS Report : 810872 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 199 
Experience.Flight Time.Type : 5000 
ASRS Report : 810863 

Events 

Anomaly.Non Adherence : Company Policies 
Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Resolutory Action.Flight Crew : Exited Adverse Environment 
Resolutory Action.Flight Crew : Took Precautionary Avoidance Action 

Assessments 

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



Narrative 

WHILE BEING VECTORED FOR A VISUAL APCH TO RWY 26 ON L DOWNWIND, WE 
WERE INSTRUCTED TO FOLLOW TFC ON BASE TO FINAL. WITH TFC IN SIGHT, WE 
PLANNED ON TURNING BASE TO FINAL AT 3 DME FROM THE RWY AT 1000 FT AGL. 
WHILE ATTEMPTING TO MAINTAIN TFC IN SIGHT AND WITH A SIGNIFICANT WIND 
FROM THE W, OUR FLT PATH DRIFTED FURTHER E THAN INTENDED. WHILE ON A L 
BASE, WE RECEIVED 2 GND PROX CAUTIONS. AFTER THE AUTOPLT WAS TURNED 
OFF, THRUST WAS ADDED AND A CLB WAS INITIATED. HOWEVER, NEITHER A GAR 
NOR THE TERRAIN AVOIDANCE MANEUVER WAS EXECUTED. THIS WOULD HAVE 
BEEN THE APPROPRIATE COURSE OF ACTION DUE TO NIGHT VMC. WHEN THE 
TERRAIN HAZARD NO LONGER EXISTED, WE CONTINUED THE VISUAL APCH TO 
LNDG. SITUATIONAL AWARENESS NEEDS TO BE MAINTAINED TO ENSURE PROPER 
GND TRACK. A 3 DME FIX FROM THE RWY WAS CREATED IN THE FMC, BUT WITH 
HDG MODE SELECTED ON THE MCP, WIND DRIFT WAS NOT ACCOUNTED FOR. 
FLYING AT NIGHT IN MOUNTAINOUS TERRAIN OR WITH OBSTACLES PRESENT, 
PROPER PROCS MUST BE EXECUTED. TRUST THE GPWS AND EXECUTE A GAR OR 
THE TERRAIN AVOIDANCE MANEUVER. 

Synopsis 

B737-300 EXPERIENCES TWO GPWS WARNINGS ON NIGHT VISUAL TO RWY 26 AT 
ABQ. 

  



 

ACN: 810839 

Time / Day 

Date : 200811 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : BOI.Airport 
State Reference : ID 
Altitude.MSL.Single Value : 5000 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.TRACON : BOI.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : Medium Large Transport, Low Wing, 2 Turbojet Eng 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 
Route In Use.Approach : Visual 
Route In Use.Arrival : On Vectors 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 222 
Experience.Flight Time.Type : 6000 
ASRS Report : 810839 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 208 
Experience.Flight Time.Type : 23000 
ASRS Report : 710835 

Events 

Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Resolutory Action.Flight Crew : Exited Adverse Environment 
Resolutory Action.Flight Crew : Took Evasive Action 

Assessments 

Problem Areas : ATC Human Performance 
Problem Areas : Airport 



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

Narrative 

I WAS THE PF DURING OUR APCH INTO BOI AT NIGHT TO RWY 28R. APCH 
VECTORED US FOR A R DOWNWIND TO RWY 28R STEPPING US DOWN THROUGH 
THE MOUNTAINS. THEY TURNED US ON A 10 MI BASE AND TOLD US TO 'DSND TO 
4500 FT, MAINTAIN 4500 FT UNTIL ESTABLISHED, CLRED THE VISUAL TO RWY 
28R.' WE HAD NOT CALLED THE FIELD IN SIGHT YET AND WE TOLD ATC WE 
DIDN'T HAVE IT YET. I QUICKLY LOOKED FOR THE RWY AND PICKED IT UP AS WE 
WERE APCHING FINAL. APCH THEN ASKED IF WE HAD THE FIELD IN SIGHT AND 
WE TOLD THEM WE DID. THEY REISSUED THE CLRNC FOR THE VISUAL AT 4500 FT 
UNTIL ESTABLISHED. WHILE ON FINAL, SLIGHTLY R OF COURSE, APPROX 10 MI 
FROM THE FIELD DSNDING THROUGH 5000 FT, WE RECEIVED A GND PROX 
WARNING TO PULL UP. I IMMEDIATELY INITIATED THE TERRAIN AVOIDANCE 
MANEUVER AND CLBED UNTIL THE WARNING STOPPED (APPROX 5500 FT). AFTER 
CLEAR OF TERRAIN AND REFERRING TO THE TERRAIN DISPLAY, WE RE-
ESTABLISHED THE VISUAL APCH AND LANDED UNEVENTFULLY. AFTER LNDG, WE 
CALLED TWR TO LET THEM KNOW WHAT HAD HAPPENED. THEY SAID THIS 
HAPPENED QUITE OFTEN AND APCH WAS REVIEWING THEIR PROCS TO TRY TO 
PREVENT THIS FROM HAPPENING. THEY DID SAY, HOWEVER, THAT ONCE WE 
ACCEPTED CLRNC FOR THE VISUAL APCH, ATC IS NO LONGER RESPONSIBLE FOR 
TERRAIN SEPARATION. SEVERAL FACTORS CONTRIBUTED TO THIS ERROR: 
PRESSURE FROM ATC TO ACCEPT THE VISUAL TO A RWY THAT HAD NO PRECISION 
APCH, OUR FALSE ASSUMPTION THAT THE ALT CLRNC OF 4500 FT FROM ATC 
PROVIDED TERRAIN CLRNC, AND NOT SEEING THE TERRAIN DUE TO NIGHT 
CONDITIONS ALL CONTRIBUTED TO THE EVENT. THANKFULLY, THE GND PROX 
HELPED TO BREAK THE ERROR CHAIN AND WORKED AS ADVERTISED. DON'T 
ACCEPT CLRNC FOR THE VISUAL -- ESPECIALLY AT NIGHT -- UNTIL YOU ARE SURE 
YOU NOT ONLY HAVE THE FIELD IN SIGHT, BUT ALSO THAT YOU ARE AWARE OF 
ALL TERRAIN/OBSTACLE THREATS. ATC COULD ADVISE THAT THE 4500 FT RESTR 
IS FOR NOISE ABATEMENT AND DOES NOT PROVIDE TERRAIN CLRNC. 

Synopsis 

MLG FLIGHT CREW EXPERIENCES GPWS TERRAIN WARNING WHILE FLYING NIGHT 
VISUAL TO RWY 28R AT BOI. 

  



 

ACN: 810618 

Time / Day 

Date : 200811 
Local Time Of Day : 0001 To 0600 

Place 

Locale Reference.Airport : TUS.Airport 
State Reference : AZ 
Altitude.MSL.Single Value : 5000 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

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

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 : 104 
Experience.Flight Time.Total : 9243 
Experience.Flight Time.Type : 2250 
ASRS Report : 810618 

Events 

Anomaly.Other Spatial Deviation  
Independent Detector.ATC Equipment : MSAW 
Resolutory Action.Controller : Issued Alert 
Resolutory Action.Flight Crew : Took Precautionary Avoidance Action 

Assessments 

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

Narrative 



ON A NE ARR TO TUS WHILE ON VECTORS, WE WERE GIVEN A DSCNT TO 7000 FT 
FOLLOWED BY A FURTHER DSCNT TO 5000 FT. WHEN WE CALLED THE ARPT IN 
SIGHT WE WERE CLRED FOR A VISUAL APCH TO RWY 11L AND TOLD TO SWITCH 
TO TWR. THE ILS WAS OTS, BUT FOR SITUATIONAL AWARENESS WE HAD LOADED 
THE APCH IN THE FMC, EXTENDED FROM THE OM POCIB AND ALSO PUT CALLS ON 
THE FIX PAGE. AT 5000 FT WE INITIATED THE TURN TO FINAL, HALF WAY BTWN 
POCIB AND CALLS AND APPROX 2.5 NM E OF THE EXTENDED CTRLINE AT ABOUT 
180 KIAS. THE CAPT (PNF) THEN SELECTED 4600 FT IN THE ALT WINDOW AND 
WHILE IN THE TURN APCHING 4900 FT, THE TWR ABRUPTLY SOUNDED A LOW ALT 
ALERT AND STATED THAT MVA IN OUR AREA WAS 5300 FT. I WAS STARTLED AND 
I IMMEDIATELY DISCONNECTED THE AUTOPLT AND CLBED BACK UP TO 5000 FT. 
WHILE CONTINUING THE L TURN AND NOW SLIGHTLY NOSE HIGH, I ALSO 
MOMENTARILY LOST SIGHT OF THE RWY, OVERSHOT AND ROLLED OUT POINTING 
SLIGHTLY L OF CTRLINE. THE CAPT INFORMED THE TWR THAT WE HAD BEEN 
CLRED FOR A VISUAL APCH, TO WHICH THE CTLR DID NOT RESPOND. AFTER 
DETERMINING THAT WE NOW WERE HIGH ON THE PAPI, WE RESUMED OUR 
DSCNT TOWARDS THE RWY AND LANDED. IN HINDSIGHT LOOKING AT THE APCH 
PLATE, I BELIEVE WHAT MAY HAVE CAUSED THE PROB IS THE LOCATION OF A 
4260 FT ANTENNA JUST W OF THE APCH PATH WHERE WE INITIATED OUR TURN 
TO FINAL. I HAD NOT NOTICED THE LOCATION OF THE ANTENNA WHILE BRIEFING 
THE APCH. I AM ALSO GUESSING THAT WITH US BEING AT APPROX 180 KIAS AND 
HEADED DIRECTLY TOWARDS THE ANTENNA MAY HAVE TRIGGERED AN ALARM IN 
THE TWR TO WHICH THE CTLR HAD TO RESPOND. IT WOULD HAVE BEEN NICE, 
HOWEVER, IF THE CTLR HAD GIVEN US A CLR OF CONFLICT CALL BECAUSE 
NEITHER THE CAPT NOR MYSELF AT THAT POINT UNDERSTOOD WHY WE 
RECEIVED THE ABRUPT, DISRUPTIVE AND ALARMING CALL FROM THE TWR. IT 
HAD BEEN OVER 1 YR SINCE I HAD FLOWN INTO TUCSON AND THE LESSON I 
LEARNED IS TO ALWAYS SLOW THINGS DOWN EARLIER, BECAUSE THAT WILL 
GIVE ME MORE TIME TO DEAL WITH UNEXPECTED CIRCUMSTANCES IF AND WHEN 
THEY OCCUR. 

Synopsis 

B757-200 FIRST OFFICER REPORTS LOW ALTITUDE ALERT RECEIVED FROM ATC 
DURING NIGHT VISUAL APPROACH TO RUNWAY 11L AT TUS. 

  



 

ACN: 810032 

Time / Day 

Date : 200810 
Local Time Of Day : 1201 To 1800 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Dusk 

Aircraft : 1 

Controlling Facilities.TRACON : NCT.TRACON 
Operator.General Aviation : Corporate 
Make Model Name : Medium Large Transport, Low Wing, 2 Turbojet Eng 
Operating Under FAR Part : Part 91 
Flight Phase.Descent : Approach 
Route In Use.Approach : Visual 

Person : 1 

Affiliation.Company : Corporate 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
Experience.Flight Time.Last 90 Days : 100 
Experience.Flight Time.Total : 7500 
Experience.Flight Time.Type : 1080 
ASRS Report : 810032 

Person : 2 

Affiliation.Company : Corporate 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Experience.Flight Time.Last 90 Days : 100 
Experience.Flight Time.Total : 8500 
Experience.Flight Time.Type : 680 
ASRS Report : 810030 

Events 

Anomaly.Inflight Encounter : Weather 
Anomaly.Non Adherence : Clearance 
Anomaly.Other Spatial Deviation  
Anomaly.Other Spatial Deviation  
Independent Detector.Other.Flight CrewA : 1 



Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.Controller : Issued Advisory 
Resolutory Action.Flight Crew : Became Reoriented 

Assessments 

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

Narrative 

CAPT AND I WERE CLRED FOR THE VISUAL APCH INTO OAK ARPT. THE ARPT WAS 
LNDG TO THE E AND WAS ORIGINALLY CLRED FOR THE VISUAL TO RWY 11 THEN 
ULTIMATELY CLRED FOR THE VISUAL RWY 9R. HOWEVER, WHEN WE CALLED THE 
ARPT, WE MISTAKENLY VIEWED ALAMEDA NAS AS THE ARPT. I BEGAN MY DSCNT 
FROM 3100 FT MSL AND AT 1300 FT WE RECEIVED A LOW ALT ALERT FROM OAK 
TWR. WE THEN LEVELED OFF AND STOPPED OUR DSCNT. IT WAS AT THAT TIME 
WE NOTICED THAT WE HAD MISTAKEN THE ARPT AND OBSERVED OAK AT OUR 11 
O'CLOCK POS ON THE NEXT PENINSULA. THE ATIS INFO WAS ADVERTISING THE 
ILS 11 AND VOR/VISUAL APCH TO RWY 9R. I HAD THE FMS EXTENDED CTRLINE 
FOR RWY 9R SET IN MY BOX AND WHILE APCHING ALAMEDA NAS, THE CTRLINE 
WAS LINED UP. WE CORRECTED OUR ALTDEV AND COMPLETED THE VISUAL APCH 
FOR RWY 9R AT OAK WITHOUT FURTHER INCIDENT. THE WINDS WERE FAVORING 
THE E LNDGS AND THIS WAS MY FIRST VISUAL APCH INTO OAK FROM THE N 
LNDG E. ONE OF THE CONFUSING PARTS WAS THAT NORCAL COULD ONLY CLR US 
FOR THE VISUAL RWY 11 DUE TO NOISE ABATEMENT, HOWEVER, THE ATIS 
ADVERTISED THE VISUAL/VOR APCH TO RWY 9R. THIS SLIGHTLY ADDED TO THE 
CONFUSION FOR RWYS AND SETTING UP FOR THE APCH, AS WE HAD SET UP FOR 
A RWY 9R APCH. I BELIEVE A NOTE ON THE ARR CHART WOULD KEY PLTS TO NOT 
MISTAKE ALAMEDA NAS FOR OAKLAND WHEN LNDG TO THE E, AND WOULD BE 
HELPFUL. THE VISUAL CUES LOOKING FOR THE WATERWAYS, PENINSULA, AND 
RWY DIRECTIONS ARE SIMILAR WHEN APCHING FROM THE NE FOR BOTH 
ALAMEDA NAS AND OAK. 

Synopsis 

A MEDIUM LARGE TRANSPORT CREW MISTOOK NAS ALAMEDA FOR OAK WHILE ON 
A VISUAL TO OAK RUNWAY 09R. OAK TWR CALLED A LOW ALTITUDE ALERT AT 
1,300 FT AND FLIGHT CREW RECOVERED. 

  



 

ACN: 807488 

Time / Day 

Date : 200809 
Local Time Of Day : 1801 To 2400 

Place 

State Reference : WA 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Operator.General Aviation : Personal 
Make Model Name : Skyhawk 172/Cutlass 172 
Operating Under FAR Part : Part 91 
Flight Phase.Descent : Approach 
Route In Use.Approach : Instrument Non Precision 

Person : 1 

Affiliation.Other : Instructional 
Function.Instruction : Trainee 
Qualification.Pilot : Private 
Experience.Flight Time.Last 90 Days : 35 
Experience.Flight Time.Total : 120 
Experience.Flight Time.Type : 120 
ASRS Report : 807488 

Events 

Anomaly.Altitude Deviation : Crossing Restriction Not Met 
Anomaly.Non Adherence : Clearance 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Detected After The Fact 

Assessments 

Problem Areas : Chart Or Publication 

Situations 

Chart.Approach : LNAV 

Narrative 

DESCRIPTION: WHILE SHOOTING LNAV APCH, USED LPV DECISION ALT INSTEAD 
OF LNAV MDA. DETAILED DESCRIPTION: WHILE SHOOTING LNAV (GPS) APCH, 
LOOKED AT THE COMMERCIAL APCH PLATE AND GOT CONFUSED WITH THE LPV 



DECISION ALT WHILE APCH BRIEFING. USED THE LPV DECISION ALT INSTEAD OF 
LNAV MDA AS THE FORMER APPEARS IN THE BRIEFING AREA OF THE APCH PLATE. 
ALSO LPV AND LNAV ARE RESEMBLING. THIS IS COMPOUNDED BY THE FACT THAT 
IT WAS NIGHT WITH DIM COCKPIT LIGHT AND LOW PLT EXPERIENCE. THIS COULD 
HAVE BEEN FATAL AS LPV DECISION ALT IS 763 FT AND LNAV MDA IS 1600 FT. 
POSSIBLE CAUSE: 1) LOW EXPERIENCE, 2) PLT STRESS, 3) PLT OVERSIGHT. 
DISCOVERY OF THE PROB: 1) INSTRUCTOR FOUND THE ISSUE AND CORRECTION 
WAS MADE. 2) ONBOARD GPS ALSO GAVE THE LOW TERRAIN WARNING. 
SUGGESTION CORRECTIVE ACTIONS: 1) IFR FLT TRAINING SHOULD PLACE 
EMPHASIS ON REVIEWING APCH PLATES MANDATORY BEFORE FLT, LIKE WX 
REVIEW. 2) COMMERCIAL APCH PLATES MUST NOT LIST DA(H)/MDA(H) IN THE 
BRIEFING STRIP AT THE TOP. THIS IS THE STYLE FOLLOWED BY GOVT CHARTS. 
INEXPERIENCED PLTS/STRESSED PLTS MAY LOOK AT THE NUMBER IN BRIEFING 
STRIP AND USE IT RATHER THAN LOOKING DOWN FOR THE DETAILS. POSSIBLE 
ERROR SCENARIOS: 1) USING ILS DECISION ALT INSTEAD OF LOC MDA. 2) USING 
LPV DECISION ALT INSTEAD OF LNAV MDA. 3) USING STRAIGHT-IN MINIMUMS 
INSTEAD OF CIRCLING MINIMUMS. 

Synopsis 

AN LNAV APCH PLATE MINIMUM ALT FORMATTING CAUSED A C172 PLT TO USE 
THE LPV DECISION ALT VERSUS THE LNAV MDA NEARLY CAUSING A CFTT EVENT. 

  



 

ACN: 805227 

Time / Day 

Date : 200809 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : ABQ.Airport 
State Reference : NM 
Altitude.MSL.Single Value : 6800 

Environment 

Flight Conditions : VMC 
Weather Elements : Thunderstorm 
Weather Elements : Windshear 
Light : Night 

Aircraft : 1 

Controlling Facilities.TRACON : ABQ.TRACON 
Controlling Facilities.Tower : ABQ.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : Commercial Fixed Wing 
Operating Under FAR Part : Part 121 
Navigation In Use.Other : Pilotage 
Flight Phase.Descent : Approach 
Route In Use.Approach : Visual 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 12 
Experience.Flight Time.Total : 3400 
Experience.Flight Time.Type : 12 
ASRS Report : 805227 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 100 
Experience.Flight Time.Total : 7500 
Experience.Flight Time.Type : 134 
ASRS Report : 805228 

Events 

Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Resolutory Action.Controller : Issued New Clearance 



Resolutory Action.Flight Crew : Executed Go Around 
Resolutory Action.Flight Crew : Exited Adverse Environment 

Assessments 

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

Narrative 

I WAS PF INTO ABQ WHERE ATIS SAID TO EXPECT THE VISUAL RWY 26. ATIS 
WINDS WERE SUCH THAT WE COULD LAND ON RWY 8 WITH A 3-4 KT TAILWIND, 
SO WE REQUESTED IT DUE TO THE HIGH TERRAIN E OF THE FIELD AND HIGH 
NUMBER OF UNSTABLE APCHS RPTED ON THIS RWY. UNFORTUNATELY, ATC 
DENIED OUR REQUEST, SO WE SET UP FOR THE VISUAL RWY 26 AND 
CONFIGURED EARLY. I HAD WX RADAR SELECTED, AS THERE WERE TSTM CELLS 
IN THE AREA, AND THE CAPT MONITORED THE HIGH TERRAIN USING TERRAIN 
MODE. AS WE TURNED ONTO FINAL FOR RWY 26, TWR RPTED A WINDSHEAR 
ALERT WITH A GAIN OF 25 KTS AT THE AIRFIELD. I ELECTED TO GO AROUND DUE 
TO THE WINDSHEAR ALERT. DURING THE GAR TWR INFORMED ANOTHER ACFT 
THAT THEY COULD TRY AN APCH TO A DIFFERENT RWY AS THE ALERT WAS NOT 
IN EFFECT THERE. WE THEN ASKED IF WE COULD FLY A VISUAL APCH TO RWY 21 
WHICH SEEMED TO BE CLR OF THE WINDSHEAR. IT WAS AGREED TO AND 
COORDINATED, AND WE WERE VECTORED ON DOWNWIND FOR RWY 21. SINCE 
RWY 21 DOES NOT HAVE AN INST APCH, THE CAPT ATTEMPTED TO LOAD THE 
VISUAL IN THE FMS FOR RWY 21, BUT WAS UNABLE. WE XFERRED ACFT CTL AND 
I ALSO TRIED WITH NO SUCCESS. AT THIS TIME THE CAPT WAS FLYING AND WE 
WERE VECTORED ON DOWNWIND (WHEN WE HAD TO DEVIATE FOR MORE TSTM 
CELLS) AND ASKED TO CALL THE AIRFIELD IN SIGHT. WE CALLED THE AIRFIELD 
INSIGHT AND WERE CLRED VISUAL APCH RWY 21. AS WE WERE ABOUT TO TURN 
INBOUND WE GOT AN AURAL TERRAIN WARNING AND AS WE STARTED THE CFIT 
MANEUVER, GOT A TERRAIN AHEAD WARNING. ALL WARNINGS CEASED 
IMMEDIATELY AFTER, AND WE CONTINUED AND INFORMED TWR OF OUR GAR AND 
ASKED TO RE-ENTER THE PATTERN FOR RWY 21. WE THEN GOT VECTORS BACK 
AROUND FOR ANOTHER VISUAL AND LANDED ON RWY 21. I THINK THERE WERE 
MANY FACTORS THAT CONTRIBUTED TO OUR SITUATION: TSTMS, WINDSHEAR, 
HIGH TERRAIN, NIGHT, UNFAMILIAR WITH RWYS, CHANGING RWYS, FMC 
DIFFICULTY AND HIGH WORKLOAD. WE SHOULD HAVE TURNED IN MORE QUICKLY 
OR STAYED HIGHER UNTIL WE HAD THE ACTUAL RWY IN SIGHT VERSUS JUST THE 
RWY ENVIRONMENT. SUPPLEMENTAL INFO FROM ACN 805228: WE RETURNED FOR 
A SUCCESSFUL APCH AND LNDG ON RWY 21. TWR WAS VERY HELPFUL ON OUR 
3RD APCH TO ABQ IN TURNING UP THE RWY LIGHTS FOR RWY 21 AS WE ALIGNED 
FOR THE FINAL APCH. WE WERE GETTING LOADED UP AS A CREW PRETTY 
QUICKLY WITH NIGHT CONDITIONS IN MOUNTAINOUS TERRAIN, NO INST APCHS 
TO EITHER RWYS 26 OR 21 FOR INCREASED SITUATIONAL AWARENESS, TSTMS 
NEAR AND IN THE PATTERN, A FIRST TIME FOR BOTH OF US VISUAL APCH AT 
NIGHT TO BOTH THESE RWYS AND AN FMS WE WERE HAVING DIFFICULTY 
PROGRAMMING WITH OUR WORKLOAD. BASICALLY WE HAD TO ABANDON THE 
BOX TO DEVIATE FROM WX AND FLY THE JET. I THINK I COULD HAVE DONE A 
BETTER JOB TURNING IN A BIT EARLIER. WITH OUR WORKLOAD ON THE FLT DECK 
I THINK WE HANDLED IT PRETTY WELL CONSIDERING OUR CONDITIONS BUT AM 
GRATEFUL FOR THE ONBOARD TOOL OF EGPWS. I KNEW WE HAD TO BE GETTING 
CLOSE DUE TO OUR WX DEV OF SOME TERRAIN THREATS BUT THAT WAS TOO 



CLOSE FOR COMFORT. AFTER THAT FLT WE WERE BUSY TURNING THE ACFT AND 
HAD SOME OPPORTUNITY TO REVIEW OUR PERFORMANCE ENRTE, AOM PROCS 
AND THE SYS MANUAL. 

Synopsis 

AN ACR FLT CREW EXPERIENCED A GPWS 'TERRAIN TERRAIN' WARNING ON 
NIGHT VISUAL APCH TO ABQ. THEY FOLLOWED CFIT ESCAPE PROCEDURES AND 
GOT VECTORS FOR ANOTHER VISUAL. 

  



 

ACN: 804133 

Time / Day 

Date : 200809 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : SDL.Airport 
State Reference : AZ 
Altitude.AGL.Single Value : 400 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Operator.General Aviation : Instructional 
Make Model Name : Small Aircraft, Low Wing, 1 Eng, Fixed Gear 
Operating Under FAR Part : Part 91 
Navigation In Use.Other.VORTAC  
Flight Phase.Descent : Approach 
Route In Use.Approach : Traffic Pattern 

Person : 1 

Affiliation.Other : Instructional 
Function.Instruction : Instructor 
Qualification.Pilot : CFI 
Qualification.Pilot : Commercial 
Qualification.Pilot : Instrument 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 150 
Experience.Flight Time.Total : 1100 
Experience.Flight Time.Type : 339 
ASRS Report : 804133 

Events 

Anomaly.Altitude Deviation : Excursion From Assigned Altitude 
Anomaly.Non Adherence : Clearance 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Became Reoriented 
Resolutory Action.Flight Crew : Returned To Assigned Altitude 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 



ON THE NIGHT BEFORE THIS FLT, I HAD WORKED TILL ABOUT XA00 AND HAD TO 
BE BACK AT WORK EARLY THE NEXT MORNING. CONSIDERING THE TIME IT TAKES 
ME TO DRIVE TO AND FROM WORK, I WAS ONLY ABLE TO SLEEP ABOUT 4.5 HRS 
BEFORE I HAD TO GET READY FOR WORK THE NEXT DAY. ON THE DAY IN 
QUESTION, I WAS SCHEDULED TO WORK A VERY LONG DAY FROM XA00-XP00 
WITH ONLY A 1.5 HR LUNCH. DUE TO THIS I WAS FAIRLY TIRED AND FATIGUED. 
AT THE FLT SCHOOL I WORK FOR IT CAN SOMETIMES WE SOMEWHAT OF A 
HASSLE TO CANCEL FLTS SO I DECIDED TO JUST PUSH THROUGH MY FATIGUE. 
ON MY LAST FLT OF THE DAY WE WENT ON A FLT TO DO SOME PRACTICE VFR 
INST APCHS. THE STUDENT I WAS WITH WAS A VERY CONFIDENT AND CAPABLE 
PLT. THROUGHOUT THE FLT LESSON MY STUDENT HAD DONE VERY WELL ON ALL 
OF HIS APCHS. ON THE LAST APCH OF THE NIGHT AT ABOUT XO00, WE 
CONTACTED ATC AND REQUESTED A VOR C PRACTICE APCH INTO SDL. THE CTLR 
TOLD US TO INTERCEPT THE 313 DEG RADIAL, MAINTAIN 3000 FT UNTIL 
ESTABLISHED, PROC TURN NOT AUTH, REMAIN VFR AND THAT NO SEPARATION 
SVCS WERE PROVIDED. AT THE TIME WE WERE FAIRLY CLOSE TO SDL SO I, AS 
THE PNF, WAS SCRAMBLING TO SET THE APCH SET-UP, THE STUDENT CLBED 
PAST 3000 FT BY ABOUT 400 FT. PART OF THE REASON HE CLBED PAST 3000 FT 
WAS THAT WHEN WE RECEIVED OUR INSTRUCTIONS WE WERE ALREADY CLBING 
THROUGH THIS ALT. AS SOON AS I REALIZED OUR ALT WE IMMEDIATELY 
RETURNED TO 3000 FT. ONCE WE WERE ESTABLISHED ON THE APCH, ATC TOLD 
US TO SQUAWK VFR AND TO CONTACT THE CTAF AT SDL. WHEN WE CONTACTED 
THE CTAF IT WAS MADE APPARENT THAT THERE WAS ANOTHER ACFT THAT WAS 
IN THE TFC PATTERN THAT MIGHT BE AN ISSUE SO CONSIDERING THAT MY 
STUDENT WAS UNDER THE HOOD I WAS THE ONE LOOKING FOR IT. AFTER XING 
THE FAF, MY STUDENT BEGAN HIS DSCNT DOWN TO THE PUBLISHED MDA. AT 
THIS TIME I NOTICED THAT THE GPS HAD FAILED TO ACTIVATE THE FINAL APCH 
COURSE. INSTEAD IT WAS TRYING TO DO THE PROC TURN. NOTICING THIS, I 
TRIED TO ACTIVATE THE FINAL APCH COURSE AT THE SAME TIME I WAS STILL 
LOOKING FOR THE OTHER TFC AND TALKING TO THE OTHER TFC TO ASSURE 
SEPARATION. AFTER GAINING VISUAL CONTACT WITH THE OTHER TFC, I NOTICED 
THAT MY STUDENT HAD DSNDED PAST THE PUBLISHED MDA BY ABOUT 450 FT 
WHICH PUT US ABOUT 400 FT AGL. AS SOON AS I NOTICED THIS I TOOK THE 
CTLS AND IMMEDIATELY STARTED A CLB BACK TO THE PUBLISHED MDA AT 
WHICH TIME WE WERE AT THE MISSED APCH POINT AND WENT MISSED. 
FACTORS THAT I THINK CONTRIBUTED TO THIS WAS FIRST OF ALL FATIGUE. 
HAVING JUST BEEN AT WORK FOR ALMOST 14 HRS I WAS TIRED AND MY 
JUDGEMENT HAD SUFFERED DUE TO THIS. ALSO I FELL INTO COMPLACENCY WITH 
MY STUDENT. BECAUSE HE HAD DONE SO WELL ON APCHS IN THE PAST, I 
FOCUSED MORE ON SCANNING FOR TFC THAN WATCHING WHAT HE WAS DOING. 
ALSO, THE GPS NOT ACTIVATING THE FINAL APCH COURSE AND THE FACT THAT I 
WAS IN THE PROCESS OF TALKING TO THE OTHER ACFT SO AS TO MAINTAIN 
SEPARATION DIVERTED MY ATTN FROM WATCHING. ALL OF THIS LED TO A HIGH 
WORKLOAD AND DISTR MY ATTN FROM MONITORING MY STUDENT'S ACTIONS. 
AFTER TALKING TO MY STUDENT ABOUT WHAT HAPPENED, HE MENTIONED THAT 
HE WAS FIXATED ON THE VOR AND WAS NOT AWARE OF HIS ALT. ALSO, THE 
CTLR HAD US AT AN ALT THAT WAS 1000 FT LOWER THAN WHAT WAS PUBLISHED 
ON THE APCH PLATE XING THE FAF. THIS LED TO MY STUDENT NOT REALIZING 
HOW CLOSE WE WERE TO THE MDA UPON XING THE FAF WHICH GAVE HIM A 
FALSE SENSE OF TIME MEANING HE THOUGHT HE HAD MORE TIME BEFORE 
REACHING THE MDA. THIS SIT COULD HAVE BEEN PREVENTED HAD I NOT BEEN 
COMPLACENT WITH MY STUDENT AND FOCUSED MORE ON WHAT HE WAS DOING 
AS OPPOSED TO TRYING TO FIX THE GPS PROB. ALTHOUGH IT WAS IMPORTANT 



THAT I SCAN FOR THE OTHER TFC THAT WAS IN FRONT OF US I SHOULD HAVE 
DIVERTED MY ATTN MORE WISELY TO INCLUDE SCANNING MY STUDENTS' INSTS 
MORE OFTEN. ANOTHER FACTOR THAT CONTRIBUTED WAS MY LEVEL OF FATIGUE. 
KNOWING I WAS TIRED I SHOULD HAVE JUST CANCELED THE FLT. LUCKILY, NO 
INCIDENT CAME OF THIS. IN THE FUTURE, I WILL WATCH MYSELF MORE CLOSELY 
SO AS NOT TO FALL INTO COMPLACENCY AND I WON'T HESITATE TO CANCEL A 
FLT IF I AM FATIGUED. 

Synopsis 

AN INSTRUCTOR WITH A STUDENT DESCENDED ON A PRACTICE NIGHT APPROACH 
BELOW THE PROCEDURE ALT TO 400 FT AGL. THE REPORTER CITED FATIGUE AS A 
FACTOR. 

  



 

ACN: 803601 

Time / Day 

Date : 200809 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : DNMM.Airport 
State Reference : FO 
Altitude.MSL.Single Value : 1600 

Environment 

Flight Conditions : Marginal 
Light : Night 

Aircraft : 1 

Controlling Facilities.Tower : DNMM.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : B747 Undifferentiated or Other Model 
Operating Under FAR Part : Part 121 
Navigation In Use.ILS.Localizer & Glide Slope : 18R 
Navigation In Use.Other : FMS or FMC 
Flight Phase.Descent : Approach 
Flight Phase.Landing : Missed Approach 
Route In Use.Approach : Instrument Precision 

Component : 1 

Aircraft Component : ILS/VOR 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Qualification.Pilot : Flight Engineer 
Experience.Flight Time.Last 90 Days : 190 
Experience.Flight Time.Total : 10000 
Experience.Flight Time.Type : 4000 
ASRS Report : 803601 

Events 

Anomaly.Altitude Deviation : Excursion From Assigned Altitude 
Anomaly.Non Adherence : Clearance 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Anomaly.Other Spatial Deviation  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Other  



Assessments 

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

Narrative 

I WRITE THIS RPT TO BRING TO LIGHT THE EXTREMELY HAZARDOUS 
ENVIRONMENT, POOR NAVAIDS, AND PITFALL THAT I AND MY CREW 
EXPERIENCED ON APCH INTO LAGOS NIGERIA. WE DEPARTED AT NIGHT ON A 
VERY SHORT FLT TO LOS. AS WE ENTERED LAGOS AIRSPACE AT 17000 FT, WE 
WERE GIVEN NUMEROUS DSCNT ALTS AND REQUESTS ON OUR DME WHICH HAD 
TO BE REPEATED MULTIPLE TIMES DUE TO POOR ENGLISH COMS. ATC INFORMED 
US OF THE ATIS AND LNDG RWY 18R WHICH WE TUNED AND IDENTED. WE WERE 
GIVEN A DSCNT TO 1600 FT AND CLRED FOR THE APCH. THE FMA SHOWED NAV 
AND GS CAPTURED AND THE LOC CTRED. THE FO TURNED, INTERCEPTED THE 
COURSE, AND STARTED DOWN ON THE GS AS I NOTIFIED CTL WE WERE 
ESTABLISHED ON THE APCH AND WE WERE CLRED TO LAND. A MOMENT LATER MY 
FLT DIRECTOR FAILED AND I LOST THE ILS. I ASKED THE FO IF HIS ILS HAD 
FAILED AND HE ANSWERED YES. I ASKED ATC IF THE ILS WAS UP AND THEY 
REPLIED YES IT WAS. AT THAT MOMENT AN ACFT ON THE GND INFORMED US 
THIS FAILURE WAS NOT UNCOMMON AND THAT WE WOULD PICK IT UP ON SHORT 
FINAL. BY THIS TIME WE WERE AT 1000 FT AND DID NOT HAVE THE RWY IN 
SIGHT SO WE WENT MISSED APCH. AROUND MIDFIELD I NOTICED THE TAW 
DISPLAY OF THE RWY AND WE WERE ABOUT LESS THAN 1 MI R OF CTRLINE WITH 
THE RWY BARELY VISIBLE. WE CLBED TO 2200 FT. BY NOW IT WAS TOTAL CHAOS 
TRYING TO GET ATC TO UNDERSTAND OUR SITUATION. ATC DID NOT HAVE APCH 
RADAR AND WAS TRYING TO FIGURE OUT OUR LOCATION. ATC WANTED US TO 
GO BACK AND FLY THE ILS AGAIN BUT I REFUSED SO AS NOT TO HAVE A REPEAT 
MISSED APCH. FINALLY, ATC CLRED US TO LAGOS VOR FOR THE VOR 18R. I KNEW 
THE FREQ WAS 113.7 FROM THE ARR SO I TUNED THE VOR, TURNED THE HDG 
BUG TO COURSE AND DIRECTED THE FO TO TURN TO THE VOR. UNABLE TO 
LOCATE MY APCH PLATE AND BEING VERY CLOSE TO THE VOR, I HANDED MY 
APCH BOOK TO THE FE AND ASKED HIM TO GET THE PLATE WHILE I TOOK CTL OF 
THE ACFT AND DIRECT THE FO TO GET HIS PLATE. THE FE INFORMED ME MY 
PLATE WAS NOT THERE BUT THE FO SAID HIS WAS AND PULLED OUT THE FIRST 
VOR 18R APCH PLATE AND BRIEFED ME. I HANDED THE PLANE BACK TO THE FO 
AND ASKED TO SEE THE PLATE ALL THE WHILE ATC IS AGAIN BOMBARDING US 
WITH INCOHERENT QUESTIONS. I HANDED THE PLATE BACK TO THE FO AND WE 
FLEW THE PROFILE OFF OF VOR 113.7. AS WE TURNED INBOUND I COULD SEE 
THE CITY AND KNEW THAT SOMETHING WAS VERY WRONG. I TOLD THE FO TO 
MAINTAIN MSA 2200 FT AND WE LOOKED FOR THE ARPT. AS WE PASSED VOR 
113.7, I ASKED ATC TO TURN UP THE LIGHTS TO MAX. THE ARPT APPEARED OFF 
TO OUR R AROUND 7 MI. I GRABBED THE PLATE FROM THE FO AND THEN 
REALIZED THERE WERE 2 LAGOS VORS AND THE PLATE WE HAD WAS OFF VOR 
112.9. I TUNED THE VOR AND IT WAS OTS. THE ARPT NOW CAME INTO VIEW ON 
THE TAW AND I DIRECTED THE FO TO MAKE A VISUAL LNDG. IN PARKING, I 
ASKED TO SPEAK WITH ATC WHEN THEY HAD A MOMENT SO WE COULD TRY TO 
SORT OUT WHAT JUST HAPPENED. WE WENT BACK AND FORTH UNABLE TO HOLD 
A COHESIVE CONVERSATION WITH THE LANGUAGE BARRIER. I STILL DID NOT 
KNOW THERE WAS MORE THAN 1 VOR APCH AND COULD NOT UNDERSTAND WHAT 
ATC WAS SAYING AND WANTED US TO DO. FINALLY, THE SAME PLT WHO 



INFORMED US ABOUT THE ILS ON APCH SPOKE UP AND INFORMED ME OF THE 
PLATE ON THE SUBSEQUENT PAGE. ATC HAD DONE THE SAME THING TO HIM THE 
FIRST TIME HE CAME TO LAGOS -- POOR ENGLISH AND POOR CLARITY OF WHAT 
THEY WANT. ON OUR RETURN FLT, I WAS CLEANING UP MY LAGOS PLATES AND 
THE BOOK HAPPENED TO OPEN TO LAHORE ARPT WHERE I FOUND THE LAGOS 
VOR PLATES. APPARENTLY, THEY HAD BEEN FILED IN THE WRONG ARPT. 

Synopsis 

FRUSTRATED BY LANGUAGE BARRIER AND MALFUNCTIONING ILS SIGNALS, FLT 
CREW OF B747 REQUEST VOR APCH TO 18R WHICH THEY FLY MISTAKENLY TUNED 
TO THE WRONG LAGOS VOR. ULTIMATELY SEE ARPT AND LAND VISUALLY. 

  



 

ACN: 803240 

Time / Day 

Date : 200808 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : SMO.Airport 
State Reference : CA 
Altitude.MSL.Single Value : 1500 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.TRACON : SCT.TRACON 
Operator.General Aviation : Personal 
Make Model Name : Bonanza 35 
Operating Under FAR Part : Part 91 
Flight Phase.Climbout : Initial 

Person : 1 

Affiliation.Other : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Pilot : Private 
Experience.Flight Time.Last 90 Days : 50 
Experience.Flight Time.Total : 450 
Experience.Flight Time.Type : 200 
ASRS Report : 803240 

Person : 2 

Affiliation.Government : FAA 
Function.Controller : Departure 

Events 

Anomaly.Non Adherence : Clearance 
Anomaly.Other Spatial Deviation  
Anomaly.Other Spatial Deviation  
Independent Detector.Other.ControllerA : 2 
Resolutory Action.Controller : Issued New Clearance 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

RECEIVED IFR CLRNC TO FLY RWY HDG AFTER TKOF UNTIL REACHING THE LOS 
ANGELES VOR 315 DEG RADIAL, AND THEN TO TURN R HDG 270 DEGS. THIS IS 



THE STANDARD IFR DEP PROC OFF OF RWY 21 AT SMO. AFTER TKOF, INSTEAD OF 
WAITING TO CROSS THE 315 DEG RADIAL BEFORE TURNING TO A HDG OF 270 
DEGS, I TURNED R TO A HDG OF 315 DEGS UPON REACHING 400 FT ON THE 
INITIAL CLB. I KNEW INSTINCTIVELY THAT SOMETHING HAD GONE WRONG, 
ALTHOUGH IT WASN'T IMMEDIATELY OBVIOUS TO ME WHAT IT WAS. WHEN 
CONTACTED, DEP IMMEDIATELY VECTORED US ON A 270 DEG HDG. OUR 315 DEG 
HDG HAD TAKEN US TOWARD HIGHER MVA'S AND MOUNTAINS. IF ATC HAD NOT 
INTERVENED AND IF I HAD NOT NOTICED THE TERRAIN WARNINGS, THIS COULD 
HAVE HAD GRAVE CONSEQUENCES, ESPECIALLY AT NIGHT. I BELIEVE THIS 
SITUATION OCCURRED BECAUSE I WAS SLEEP DEPRIVED. WE HAD FLOWN INTO 
SMO THE NIGHT BEFORE, BUT BECAUSE OF THE ARPT CURFEW, WE DID NOT 
DEPART UNTIL THE NEXT DAY AND I HAD GOTTEN NO SLEEP THAT NIGHT. THE 
CLRNC WE RECEIVED WAS NOT COMPLICATED, ALTHOUGH IT WAS NOT 
COMMUNICATED WITH STANDARD PHRASEOLOGY -- THAT PROBABLY PLAYED A 
VERY MINOR PART IN THE CHAIN OF EVENTS, IF ANY. I LEARNED FROM THIS 
EXPERIENCE TO BE MORE AWARE OF MY OWN EXHAUSTION WHEN FLYING. I FLY 
ALMOST EXCLUSIVELY IFR, SO THERE SHOULD HAVE BEEN NO QUESTION IN MY 
MIND REGARDING THE EXECUTION OF THIS CLRNC. 

Synopsis 

A BE-35 PILOT DEVIATED FROM HIS CLEARED COURSE ON DEPT FROM SMO AND 
WAS HEADED TOWARDS HIGH TERRAIN. 

  



 

ACN: 803201 

Time / Day 

Date : 200809 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Single Value : 200 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Operator.General Aviation : Personal 
Make Model Name : J3 Cub 
Operating Under FAR Part : Part 91 
Flight Phase.Cruise : Level 

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 : 116 
Experience.Flight Time.Total : 2100 
Experience.Flight Time.Type : 200 

Person : 2 

Affiliation.Other : Personal 
Function.Observation : Passenger 

Events 

Anomaly.Non Adherence : FAR 
Anomaly.Other Spatial Deviation  
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 



I TOOK OFF WITH ANOTHER CFI IN THE AFTERNOON AFTER RECEIVING 
ROTORCRAFT TRAINING FROM THAT CFI. THE INTENT OF THE FLT WAS TO LET 
HIM GET SOME CUB TIME IN. I PERFORMED THE TKOF AND AT ABOUT 300 FT AGL 
I XFERRED CTL OF THE ACFT TO HIM. HE WAS SITTING IN THE FRONT SEAT, AND 
HE ACKNOWLEDGED RECEIPT OF THE CTLS. WE PROCEEDED TO TURN XWIND AND 
THEN DOWNWIND. WE DISCUSSED WHERE TO FLY TO AND DECIDED TO FLY OVER 
THE LAKE. WE PROCEEDED SOUTHWARD OVER THE CITY PARK AND OUT OVER 
THE LAKE. WE THEN WENT WESTWARD TOWARDS THE SHORELINE AT WHICH 
POINT THE PLANE STARTED A DSNDING TURN TO THE L. I ADJUSTED THE 
THROTTLE A LITTLE TO KEEP THE PLANE ENG FROM OVERSPEED AND MENTIONED 
THAT WE WERE GETTING LOW. I ASSUMED THAT HE WAS LOOKING AT 
SOMETHING IN PARTICULAR. I ALSO ASSUMED THAT HE WAS CTLING THE PLANE 
SINCE THERE WAS NO XFER OF CTLS BACK TO ME. EVENTUALLY HE MENTIONED 
THAT WE SEEMED PRETTY LOW. I RESPONDED WITH A QUESTION AS TO WHY HE 
HAD PUT US THIS LOW. APPARENTLY NEITHER OF US WAS ACTUALLY ON THE 
CTLS DURING THIS DSCNT. I TOOK CTL OF THE PLANE AND PUT US BACK INTO A 
SAFER ALT. WE THEN DISCUSSED POSITIVE XFER OF CTLS. HE HAD THOUGHT 
THAT I HAD THE CTLS AND THAT I WAS LOOKING AT SOMETHING OR SOMEONE 
ON THE GND. THERE WAS NO TWRS OR OBSTRUCTIONS IN THE AREA, BUT WE 
WERE LOWER THAN WE SHOULD HAVE BEEN, AND I COULD HAVE TAKEN THE 
CTLS IF THERE HAD BEEN A SERIOUS SAFETY ISSUE. THE NATURE OF A PIPER 
CUB IN BEING A TANDEM ACFT WITH THE PAX IN THE FRONT OF THE PLANE 
MAKES POSITIVE XFER OF CTLS CRITICAL AS THE INSTRUCTOR OR OTHER PLT 
CANNOT READILY SEE WHAT THE OTHER PERSON IS DOING AND WHETHER THE 
CTLS ARE BEING MANIPULATED. WE TRAVELED BACK TO ZZZ DISCUSSING THE 
SITUATION THAT HAD JUST OCCURRED. WE BOTH VOWED TO BE BETTER AT 
POSITIVE EXCHANGE OF CTLS. I PROCEEDED TO LAND THE PLANE AND DROPPED 
THE PAX OFF. BOTH PLTS ARE ACTIVE CFI'S ALTHOUGH THE PAX WAS PRIMARILY 
A HELI CFI AND WAS NOT VERY FIXED WING CURRENT. WE WERE BOTH WELL 
RESTED AND HAD RECENTLY HAD LUNCH. I DON'T BELIEVE THERE WERE ANY 
AERO MEDICAL FACTORS INVOLVED. 

Synopsis 

TWO CFI'S IN A J3 CUB EACH ASSUME THE OTHER IS FLYING AS THE ACFT 
DESCENDS TO 200 FEET AGL BEFORE RECOVERY. 

  



 

ACN: 802531 

Time / Day 

Date : 200808 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : MFR.Airport 
State Reference : OR 
Altitude.MSL.Single Value : 8800 

Environment 

Flight Conditions : Mixed 
Light : Night 

Aircraft : 1 

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

Component : 1 

Aircraft Component : FMS/FMC 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 350 
Experience.Flight Time.Total : 20000 
Experience.Flight Time.Type : 11000 
ASRS Report : 802531 

Person : 2 

Affiliation.Government : FAA 
Function.Controller : Approach 

Events 

Anomaly.Altitude Deviation : Overshoot 
Anomaly.Non Adherence : Clearance 
Anomaly.Other Spatial Deviation  
Independent Detector.Other.ControllerA : 2 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Controller : Issued Alert 



Resolutory Action.Controller : Issued New Clearance 
Resolutory Action.Flight Crew : Became Reoriented 

Assessments 

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

Narrative 

WE WERE NAVING DIRECT TO THE OED VOR ON A NIGHT WHERE THERE WAS 
JUST THE THINNEST OF MAYBE A 9000 FT OVCST. WE WERE GOING TO HAVE TO 
EITHER GET VECTORED TO THE E FOR LOWER TO ALLOW A VISUAL, OR START 
OUT ON AN APCH FROM THE S TO LAND STRAIGHT-IN TO THE N. THE S APCH TO 
MEDFORD, OR, IS ONE OF THE LOUSIEST, BECAUSE IT GOES DIRECTLY OVER THE 
HIGHEST TERRAIN IN THE AREA, INCLUDING 7532 FT MOUNT ASHLAND. IT MAKES 
FOR A USUALLY RAUCOUS DSCNT NO MATTER HOW WELL THE PLANNING. MY FO 
WAS FLYING AND TOLD ME HE'D LIKE TO INITIALLY START ON THE RNAV 'GPS-D' 
TO GET BELOW THE UNDERCAST. THE OTHER MAIN IFR APCH FROM THE S IS THE 
LOC DME 'BACK COURSE-B.' I'VE FLOWN THE BACK COURSE MANY TIMES, BUT 
HAVE NEVER DONE THE RNAV APCH FROM THE S. I DON'T KNOW EXACTLY WHY. 
IF THE WX IS REALLY YUCKY, YOU NEED TO HEAD N AND SHOOT THE ILS TO THE 
S. FROM THE S ON ANY APCH, THE MINIMUMS ARE SO HIGH THAT I USUALLY USE 
RADAR VECTORS TO THE BACK COURSE TO LET DOWN BELOW A MID-LEVEL 
CLOUD DECK. THERE'S ALSO THIS NAGGING THOUGHT THAT YOU THEN DON'T 
HAVE TO WORRY ABOUT LOSING GPS SIGNAL OR INTEGRITY, WHICH FORCES YOU 
TO ABANDON THE APCH. WITH THE BACK COURSE, IT'S PRETTY 
STRAIGHTFORWARD. I'M OLD SCHOOL IN CERTAIN WAYS, NOT FULLY TRUSTING 
GPS BECAUSE IT STILL SEEMS AT TIMES TO LACK RELIABILITY. A LOT OF IT CAN 
PROBABLY BE TRACED TO PLTS NOT PROGRAMMING THE BOX PROPERLY, BUT 
WHEN YOU'RE MOVING ALONG FAST AND DSNDING, YOU SURE LIKE TO THINK 
THERE ARE SOME NO-BRAINER THINGS YOU CAN RELY ON TO KEEP YOU SAFELY 
ABOVE TERRAIN. USING LAND-BASED VOR, ILS AND BACK COURSE DOESN'T 
REQUIRE A WHOLE LOT OF PREPARATION. YOU PULL OUT YOUR APCH PLATE, DIAL 
IN THE FREQ -- AND YOU'RE IN BUSINESS! SURE, A GPS GLIDE PATH IS NICE, 
BUT GARBAGE IN, POTENTIALLY GARBAGE APCH SLOPE OUT. THE FO HAD 
EVERYTHING LOADED INTO HIS FMS, SO I 'CROSSFILLED' TO MINE. AT MFR, 
DOING THE RNAV APCH ENTAILS NAVING TO THE IAF ROMAE, WHICH IS ALMOST 
27 MI S OF THE ARPT. BEING ESTABLISHED THERE NEGATES THE REQUIREMENT 
FOR A HOLDING PATTERN COURSE REVERSAL AT BRKET, WHICH IS 19.8 MI OUT. 
TROUBLE IS, ZSE WORKS IFR TFC UP TO CASCADE APCH'S AIRSPACE, WHICH 
STARTS AROUND 30 MI, SO THAT IF YOU DON'T PROPERLY COORD, YOU'LL BE 
PAST THE IAF BY THE TIME YOU GET HANDED OFF TO APCH -- WHICH IS EXACTLY 
WHAT HAPPENED. WHEN WE GOT HANDED OFF, CASCADE APCH OFFERED THE 
BACK COURSE (ATC STILL SEEMS TO DEFAULT TO ANY LAND-BASED APCH AND 
NOT RNAV), BUT I INSTEAD ASKED FOR DIRECT TO ROMAE FOR THE GPS. 
CASCADE APCH APPROVED, AND ALSO CLRED US FOR THE GPS APCH. IT WAS AT 
THAT POINT IN TIME WE REALIZED ROMAE WAS NOW BEHIND US TO OUR L. 
SINCE IT SEEMED RIDICULOUS TO TURN AROUND JUST IN ORDER TO BE ON A 
PROPER COURSE TO DSND BELOW A LAYER MAYBE A COUPLE OF HUNDRED FT 
THICK, WE INSTINCTIVELY CONCLUDED WE'D CHANGE PLANS AND SHOOT THE 
BACK COURSE. WE ADVISED APCH, BUT INSTEAD OF OFFERING A VECTOR, THE 



CTLR INSTRUCTED US TO PROCEED DIRECT TO ASHIE AT OR ABOVE 9300 FT, AND 
CLRED US FOR THE APCH. SEVERAL PROBS IMMEDIATELY BEGAN TO CROP UP. 
FOR STARTERS, THE BACK COURSE AT MFR IS NOT IN OUR GPS DATABASE, 
WHICH WE FOUND OUT ONLY AFTER WASTING PRECIOUS MOMENTS TYPING INTO 
THE BOX. SO WE COULD NOT NAV DIRECT TO ASHIE, BECAUSE ALL WE HAD WAS 
THE RAW BACK COURSE AND DME SIGNALS. WHILE WE WERE GETTING OUT THE 
PROPER APCH CHART, TUNING NAVS AND FIGURING OUT HOW TO IDENT ASHIE 
(WHICH CAN BE DONE EITHER BY THE 24 DME ARC FROM THE OED VOR OR AT 16 
DME ON THE IMFR LOC), WE DSNDED BELOW 9300 FT BY ABOUT 500 FT. THE 
CTLR ALERTED OUR ERROR BY SAYING HE SHOWED US S OF ASHIE AND BELOW 
OUR ASSIGNED XING ALT. I TOLD HIM WE WERE CORRECTING, AND INSTRUCTED 
MY FO TO IMMEDIATELY CLB BACK TO 9300 FT. THE CTLR THEN ASKED US IF WE 
HAD THE ARPT IN SIGHT, WHICH WE NOW DID. HE THEN CLRED US FOR THE 
VISUAL APCH AND WE COMPLETED THE REMAINDER OF THE DSCNT AND LNDG 
WITHOUT FURTHER INCIDENT. COUPLE OF OBSERVATIONS AND LESSONS THAT 
MIGHT BE LEARNED: WHY IS IT WHEN WE LOSE OUR GPS MAP THAT MANY PLTS 
GO BRAIN DEAD? OF COURSE, IN THE OLD DAYS THERE WAS NO NICE GRAPHIC 
DEPICTION GLOWING IN FRONT OF YOU, AND YOU DREW THE MAP IN YOUR 
HEAD. I THINK THE FIRST PROPER ACTION FOR ANY PLT WHO REALIZES HE'S 
LOST SITUATIONAL AWARENESS IS TO LEVEL OFF AND START SLOWING UNTIL 
CATCHING UP. MY COPLT DID NEITHER, AND I LET HIM DO IT BY NOT 
MONITORING PROPERLY. IT APPEARS TO ME THAT INSTINCTS OF A LOT OF 
YOUNGER PLTS TRAINED ON ALL THIS WHIZ-BANGER AVIONICS IS SOMEHOW 
MUTED WHEN THE GEE-WHIZ STUFF UNEXPECTEDLY DISAPPEARS. WHEN THE BIG 
PICTURE VANISHES, THE MAP IN THEIR IMAGINATION GOES BLANK, TOO. 
THERE'S NO 'I'M E OF THE BACK COURSE, SOMEWHERE S, OVER HIGH TERRAIN, 
APPROX SO MANY MI FROM MY LNDG. I NEED TO TURN W TOWARD THE BACK 
COURSE, LEVEL OFF AND SLOW DOWN UNTIL I BETTER GATHER MY BEARINGS 
AND GET BACK ON COURSE.' WHAT I SEE IN OUR RECURRENT/PROFICIENCY 
TRAINING IS GPS, GPS, AND GPS. INSTEAD, EVERY TRAINING EPISODE SHOULD 
INCLUDE SOMETIMES TURNING OFF EVERY AUTOMATIC GIZMO WE CAN REACH IN 
THE COCKPIT, AND FLYING RAW DATA BY THE SEAT OF OUR TROUSERS. I'M SURE 
MANY OF OUR ALL-IN-A-ROW CHK AIRMEN WOULD SAY THAT'S NUTS! AND 
WOULD INTERFERE WITH EVERYTHING FLT OPS TRAINING IS DOING PROMOTING 
THE INDUSTRY'S AUTOMATION PHILOSOPHY. I SAY IT'S GOOD COMMON SENSE 
AIRMANSHIP. AT SEVERAL TIMES IN A FLYING CAREER (ESPECIALLY WHEN 
YOUNGER AND LESS EXPERIENCED), YOU'RE GOING TO BE NAKED: THERE'S 
GOING TO BE YOU, AIR, THE CTL YOKE AND THE DIRT. TO HOLD THESE PHYSICAL 
REALITIES IN PROPER CONSTELLATION REQUIRES AN INTUITIVE RELATIONSHIP 
THAT WILL THEN ENSURE AN ARR WHERE EVERYONE IS AGAIN EQUAL -- SAFELY 
ON THE GND. 

Synopsis 

INDECISION AS TO WHICH APCH TO FLY OVER MOUNTAINOUS TERRAIN INTO MFR 
RESULTS IN LOSS OF SITUATIONAL AWARENESS AND A DESCENT BELOW CLRED 
ALT. 

  



 

ACN: 802270 

Time / Day 

Date : 200808 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : PHL.Airport 
State Reference : PA 
Altitude.MSL.Single Value : 3000 

Environment 

Flight Conditions : IMC 
Weather Elements : Thunderstorm 
Weather Elements : Turbulence 
Light : Night 

Aircraft : 1 

Controlling Facilities.TRACON : PHL.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : Regional Jet 200 ER&LR 
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 
Qualification.Pilot : ATP 
ASRS Report : 802270 

Events 

Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Resolutory Action.Flight Crew : Exited Adverse Environment 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

AT 3000 FT ON A R DOWNWIND FOR RWY 17 WE GOT AN EGPWS 'TERRAIN 
TERRAIN PULL UP PULL UP' AND WE CLBED TO 4000 FT TO COMPLY WITH THE 
EGPWS. 

Synopsis 



A CRJ-200 FLT CREW EXPERIENCED AN EGPWS 'TERRAIN TERRAIN' WARNING ON 
APPROACH TO PHL IN NIGHT IMC. AS TRAINED, THEY CLIMBED IN RESPONSE TO 
THE ALERT. 

  



 

ACN: 801018 

Time / Day 

Date : 200808 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Navaid : ACT.VORTAC 
State Reference : TX 
Altitude.MSL.Single Value : 2000 

Environment 

Flight Conditions : IMC 
Weather Elements : Fog 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.TRACON : ACT.TRACON 
Operator.General Aviation : Personal 
Make Model Name : Cessna 340/340A 
Operating Under FAR Part : Part 91 
Navigation In Use.Other.VORTAC  
Flight Phase.Descent : Approach 

Person : 1 

Affiliation.Other : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Pilot : Instrument 
Qualification.Pilot : Multi Engine 
Qualification.Pilot : Private 
Experience.Flight Time.Last 90 Days : 28 
Experience.Flight Time.Total : 3200 
Experience.Flight Time.Type : 550 
ASRS Report : 801018 

Events 

Anomaly.Altitude Deviation : Crossing Restriction Not Met 
Anomaly.Altitude Deviation : Excursion From Assigned Altitude 
Anomaly.Non Adherence : Clearance 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Detected After The Fact 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 



ON VOR 17 APCH INTO PWG APPROX 3 MI S OF ACT VOR ON 185 DEG RADIAL, 
DSNDED BELOW MSA ON APCH PRIOR TO REACHING MISSED APCH. I WAS 
ESTABLISHED ON THE APCH, HAD FULL WX BRIEF. I BELIEVE THAT I RECEIVED A 
MODIFIED MISSED APCH PROC DURING FINAL PHASE OF APCH AND, AFTER 
READBACK OF PROC, I THOUGHT I HAD PASSED THE FAF. I THEN BEGAN A DSCNT 
BELOW THE PUBLISHED ALT PRIOR TO REACHING THE FAF. IN THE FUTURE, I 
WILL NOT LET ATC OR OTHER FACTORS DISTRACT ME DURING THE APCH PROC 
TO ENSURE THAT THIS DOES NOT HAPPEN AGAIN. 

Synopsis 

A C340 PLT DSNDED BELOW THE MSA ON AN IFR APCH INTO PWG. 

  



 

ACN: 797653 

Time / Day 

Date : 200808 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : Dash 8-200 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 
Flight Phase.Landing : Missed Approach 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 150 
Experience.Flight Time.Total : 2400 
Experience.Flight Time.Type : 2000 
ASRS Report : 797653 

Events 

Anomaly.Other Anomaly : Unstabilized Approach 
Anomaly.Other Spatial Deviation  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Executed Go Around 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

ON APCH, WE DECIDED TO OVERFLY THE ARPT AND ENTER A L PATTERN FOR RWY 
2. THE FO WAS THE PF. WE FLEW A TIGHT PATTERN EVEN THOUGH WE WERE A 
BIT HIGH AND FAST, WHICH I BROUGHT TO THE FO'S ATTN. AFTER WE GOT 
CONFIGURED, THE FO OVERSHOT THE RWY ON THE BASE TO FINAL TURN AND 
ATTEMPTED TO CORRECT AND RECAPTURE CTRLINE. ON OUR TURN FROM BASE 
TO FINAL, WE DRIFTED CLOSE TO THE HILL ON THE APCH END TO RWY 2. WE 



HEARD THE '500' FT CALL FROM THE RADAR ALTIMETER MIDWAY THROUGH THE 
TURN, AT WHICH POINT I INSTRUCTED THE FO TO START A CLB. WE WERE IN 
ABOUT A 300 FPM DSCNT AT THE TIME, WHICH THE FO ARRESTED. AS SOON AS 
WE WERE CLR OF THE CONFLICT WITH THE HILL, I INSTRUCTED THE FO TO 
INITIATE THE MISSED APCH AND THAT WE WOULD TRY IT AGAIN. AT NO POINT 
DID THE EGPWS ACTIVATE, OR WAS AGGRESSIVE ACTION NEEDED TO AVOID AN 
IMPACT. WE INITIATED THE MISSED APCH AND FLEW A PATTERN TO LNDG 
WITHOUT INCIDENT. I BELIEVE THAT THE LARGEST FACTOR IN THIS INCIDENT 
WAS A LACK OF SITUATIONAL AWARENESS ON THE PART OF THE FO. DURING THE 
APCH AND ON THE BRIEFING, I MENTIONED THE HILL TO THE FO, AND HE SAID 
THAT HE WAS FAMILIAR WITH THE TERRAIN. I SAW THE CONFLICT COMING, BUT 
I FAILED TO PREVENT IT FROM BECOMING AN ISSUE. I DO NOT BELIEVE THAT 
THIS WAS AN UNSAFE SITUATION, BUT I DID LET IT GO TOO FAR. 

Synopsis 

DHC8 CAPTAIN FAILS TO MITIGATE UNSTABILIZED LNDG APCH BY FO UNTIL LATE 
IN THE EVENT. 

  



 

ACN: 797398 

Time / Day 

Date : 200807 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 5500 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.TRACON : ZZZ.TRACON 
Operator.General Aviation : Corporate 
Make Model Name : Citation V 
Operating Under FAR Part : Part 91 
Flight Phase.Climbout : Takeoff 

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 : 4700 
Experience.Flight Time.Type : 1500 
ASRS Report : 797398 

Person : 2 

Affiliation.Government : FAA 
Function.Controller : Departure 

Events 

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

Assessments 

Problem Areas : Flight Crew Human Performance 
Problem Areas : Passenger Human Performance 



Narrative 

AROUND XA40 PM I GOT A CELL SIGNAL WITH A MESSAGE FROM OUR PAX FROM 
XA17 PM STATING THEY'D BE AT THE ARPT IN 15 MINS, MEANING WE WERE 
ALREADY LATE. WE GOT TO THE ARPT AS QUICKLY AS POSSIBLE, ARRIVING 
ABOUT XB05 PM. I HASTILY PREPARED THE ACFT FOR TKOF. THE COPLT WITH ME 
IS AN ACFT SALESMAN, DOES NOT FLY OFTEN, MUCH LESS IN JETS, AND IS OF 
LITTLE HELP IN THE COCKPIT. HE WAS ALONG SINCE THIS WAS A DEMO FLT FOR 
A POTENTIAL BUYER OF THE ACFT. WE BRIEFLY AGREED THAT DUE TO THE 
TERRAIN IN THE AREA AND THE PRESENT WX WE'D DEPART VFR AND TURN OFF 
TO THE N. THERE IS A MOUNTAIN RIDGE BEGINNING S OF THE ARPT EXTENDING 
E TO W. MOST OF THE WX WAS W OF THE ARPT, SO WE CHOSE AN EASTERLY DEP 
AS WINDS WERE CALM. WHILE COMPLETING THE CHKLIST AND HOLDING AT THE 
END OF THE RWY I ELECTED TO CONTACT DEP ON THE RADIO TO ACTIVATE OUR 
IFR PLAN, VERSUS THE PREVIOUS PLAN TO DEPART VFR AND GET IT IN THE AIR. 
MY THOUGHT WAS JUST IN CASE WE WENT INTO INADVERTENT IMC WE'D HAVE 
SOMEONE TO TALK TO VERSUS BEING VFR WITH NO HANDHOLDING IN 
MOUNTAINOUS TERRAIN. WE GOT THE CLRNC WHICH WAS AS FILED, DIRECT 
ABC, FOR THE ARR. WE THEN LINED UP AND DEPARTED RWY HDG. WE COULD 
CLRLY SEE THE MOUNTAINS TO OUR ESE AND FURTHER S OF US. CLBOUT WAS IN 
GOOD VFR AT APPROX 160 KTS AND 3000-3500 FPM. IN MY HASTE TO DEPART I 
HAD IGNORED THE FACT THAT IN CHOOSING NOT TO DO VFR, BUT INSTEAD 
DEPARTING UNDER IFR, I WAS COMPELLED TO FOLLOW THE ODP (OBSTACLE DEP 
PROC) POSTED ON THE COMMERCIAL CHART #1. THIS CALLED FOR TURNING L 
AFTER DEP, INTERCEPTING THE ABC2 90 DEG RADIAL AND CLBING TO 5000 FT 
BEFORE PROCEEDING ON COURSE. THE COPLT CONTACTED DEP AFTER WE LEFT 
THE PATTERN. OUT OF 4000 FT OR SO I ASKED THE COPLT TO GET A SUGGESTED 
HDG FROM ATC. ATC QUERIED IF WE HAD THE MOUNTAINS IN SIGHT, WHICH WE 
DID. IT WAS CLR TO US WITH OUR CLB RATE AND DISTANCE FROM THE 
MOUNTAINS THAT TERRAIN CLRNC WOULD NOT BE A PROB. THE COPLT, WHOSE 
RADIO SKILLS ARE POOR, FEEBLY MUMBLED BACK AN UNINTELLIGIBLE 
RESPONSE. THE CTLR, ASSUMING THE WORST, ADVISED US TO MAKE AN 
'IMMEDIATE L TURN TO HDG 280,' ROUGHLY 180 DEGS FROM OUR PRESENT HDG. 
WE COMPLIED IMMEDIATELY AS INSTRUCTED. AT THE TIME WE WERE IN 
MARGINAL VFR AS WE PASSED THROUGH THE CLOUD DECK. I WAS FLYING 
THROUGH A 'HOLE' IN THE BROKEN LAYER JUST PRIOR TO HIS INSTRUCTION AND 
THOUGH I WAS SURE WE WERE CLR OF TERRAIN IT DID NOT MAKE SENSE TO 
ARGUE. THE CTLR MADE THE RIGHT CALL, HAD WE BEEN IFR AT THE TIME AND 
CLOSER TO THE ROCKS HE COULD HAVE SAVED OUR LIVES. WE DID NOT RECEIVE 
ANY GND PROX OR TAWS WARNINGS FROM OUR AVIONICS AT ANY TIME. HE 
COULD HAVE ALSO HAD TFC OUT IN OUR DIRECTION TO THE E BECAUSE HE WAS 
PROBABLY EXPECTING US TO TURN N AND THEN W AS PER THE ODP FOR THE 
ARPT. THE CTLR MADE NO MENTION OF OUR DEVIATING FROM THE ODP OR OF 
ANY TFC CONFLICT. HE WAS FRIENDLY AFTERWARD AND DID NOT ASK US TO 
CONTACT HIM LATER OR MAKE ANY MENTION OF A DEV. I THINK HE JUST SAW 
WE WERE BELOW MVA FOR THE AREA IN MOUNTAINOUS TERRAIN. WHAT HE 
COULD LIKELY NOT SEE WAS THE STEEP ANGLE WE WERE CLBING AT AND HE 
COULD NOT POSSIBLY KNOW WE WERE IN A VISUAL CLB. THE BOTTOM LINE, 
HOWEVER, IS THAT BECAUSE I WAS IFR I NEEDED TO READ AND COMPLY WITH 
THE ODP ON DEP. IN MY HASTE I ASSUMED WE WERE OK TO CLB VFR ON THE 
RWY HDG E AND AVOID THE MOUNTAINS VISUALLY. THIS WAS A STUPID 
OVERSIGHT ON MY PART. MANY TIMES I HAVE COMPLIED WITH ODP'S IN 
MOUNTAINOUS TERRAIN, JUST AS I SHOULD HAVE DONE THAT DAY. I HAD NOT 



FLOWN MUCH RECENTLY AND HAD LITTLE TO NO NON-TWRED, NON-VECTORED, 
MOUNTAINOUS EXPERIENCE OVER THE LAST 6 MONTHS OR SO. AS SUCH I 
WRONGLY THOUGHT I'D HEARD RWY HDG WHEN GETTING THE CLRNC. I DID NOT 
QUESTION DEPARTING TO THE E IN SPITE OF TERRAIN TO THE ESE BECAUSE I 
COULD SEE WE'D BE ABLE TO CLB VISUALLY. THIS WAS POOR PLANNING ON MY 
PART AND I SHOULD NEVER HAVE LET MYSELF BE RUSHED BY THE PAX EARLY 
ARR. WITH DIFFERENT (WORSE) WX WE MIGHT HAVE FLOWN INTO INADVERTENT 
IMC AND RISKED COLLIDING WITH TERRAIN. IN THE END ALL WAS WELL. 
DESPITE THAT, I DID NOT SLEEP WELL THAT NIGHT AND RESOLVED TO NEVER 
AGAIN DEPART IFR WITHOUT BEING THOROUGHLY FAMILIAR WITH THE ODP AND 
COMPLYING WITH IT. HASTE MAKES WASTE AS THEY SAY. THE HILLS WE WERE 
FLYING IN ARE LITTERED WITH THE REMAINS OF MANY HASTY AND BOLD PLTS. 

Synopsis 

RUSHED DUE TO LATE ARRIVAL AT THE ACFT, FLT CREW OF CE56 DEPART IFR 
AND FAIL TO FOLLOW REQUIRED OBSTACLE DEP PROC. 

  



 

ACN: 796790 

Time / Day 

Date : 200807 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : SLK.Airport 
State Reference : NY 
Altitude.MSL.Single Value : 7000 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.ARTCC : ZBW.ARTCC 
Make Model Name : Citation Excel 
Operating Under FAR Part : Part 135 
Flight Phase.Descent : Approach 
Route In Use.Approach : Visual 

Person : 1 

Affiliation.Company.Other  
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 132 
Experience.Flight Time.Total : 6200 
Experience.Flight Time.Type : 1055 

Person : 2 

Affiliation.Company.Other  
Function.Flight Crew : Captain 
Function.Oversight : PIC 

Events 

Anomaly.Altitude Deviation : Excursion From Assigned Altitude 
Anomaly.Inflight Encounter : Weather 
Anomaly.Non Adherence : Clearance 
Anomaly.Other Spatial Deviation  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Controller : Issued New Clearance 
Resolutory Action.Flight Crew : Became Reoriented 

Assessments 

Problem Areas : Flight Crew Human Performance 
Problem Areas : Weather 

Narrative 



WE WERE PART 135 TO SLK. WX AT SLK: CLR BUT 4 SM VISIBILITY WITH HZ. 20 
MI OUT, WE DECIDED TO DO ILS. PF WANTED TO GO DIRECT TO FAF AND PICK UP 
ILS OR VISUAL FROM THERE. I SUGGESTED THAT WE MIGHT NOT SEE THE ARPT 
FROM THERE DUE TO 4 SM VISIBILITY AND SUGGESTED TO GO VIA SLK VOR AND 
PICK UP ARPT VISUALLY OVERHEAD OR JUST FLY THE FULL ILS. CAPT/PF AGREED, 
SO I RECEIVED THE FOLLOWING CLRNC, 'CLRED FOR THE ILS MAINTAIN 7000 FT 
UNTIL SLK VOR.' AT 15 NM FROM SLK, PF ACTED NERVOUS AND SAID 'I DON'T 
SEE THE ARPT! CANCEL IFR, I WANT TO GO VISUAL.' HE STARTED TO DSND 
IMMEDIATELY AND I TOLD HIM TO WAIT AND STAY AT 7000 FT UNTIL I GOT THE 
CLRNC FOR A VISUAL. I ALSO TOLD HIM THAT IT WAS IMPOSSIBLE TO SEE THE 
ARPT AT 12.8 MI AND DUE TO 4 SM VISIBILITY AT THE ARPT. I CALLED ATC TO 
REQUEST THE VISUAL, BUT ATC WAS WORKING 3 FREQS AND DID NOT RESPOND. 
IN THE MEANTIME, PF (WAS ALSO PIC) AND 8 YRS SENIOR AT THE COMPANY AND 
MY AGE. HE WAS ALSO AN EX-MIL PLT. HIS CRM SKILLS WERE WEAK THE 
PREVIOUS FEW DAYS. HE FINALLY GOT ON THE RADIO (AFTER MY SECOND CALL 
TO ATC) AND INSISTED THAT ATC WOULD ANSWER. HE ALSO NEVER LEVELED OFF 
AND DISREGARDED MY INPUT TO DO SO. ATC RESPONDED TO HIM IN AN 
IRRITABLE WAY THAT HE WAS WORKING 3 FREQS AND CLRED HIM FOR THE 
VISUAL. THE REASON I DID NOT GRAB THE FLT CTLS FROM THIS PIC/PF: 1) I 
BELIEVE IT WOULD HAVE BECOME A 'FIGHT' OVER THE FLT CTLS, AND I DID NOT 
WANT TO PUT OUR PAX THROUGH THAT. THEY WERE VERY NERVOUS FLYERS AND 
I BELIEVE IT COULD BECOME DANGEROUS. 2) I COULD SEE THE TERRAIN BELOW 
US CLEARLY AND WE HAD SUFFICIENT CLRNC. 3) I KNEW THE AREA FROM 
PREVIOUS TRIP AND KNEW THE TERRAIN WOULD GET LOWER TO THE ARPT. I 
BELIEVE I MADE THE CORRECT DECISION DOING IT THIS WAY, HOWEVER, WE 
WERE AT 6300 FT WHEN WE GOT THE VISUAL APCH CLRNC. 

Synopsis 

CE560 FLT CREW DEVIATES FROM CLRED ALTITUDE WHEN CAPT AND FO 
CONFLICT OVER ARRIVAL PREFERENCES. 

  



 

ACN: 796088 

Time / Day 

Date : 200807 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 530 

Environment 

Flight Conditions : IMC 
Weather Elements : Rain 
Light : Night 

Aircraft : 1 

Operator.General Aviation : Corporate 
Make Model Name : Light Transport, Low Wing, 2 Turboprop Eng 
Operating Under FAR Part : Part 91 
Flight Phase.Descent : Approach 

Person : 1 

Affiliation.Company : Corporate 
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 : 115 
Experience.Flight Time.Total : 29663 
Experience.Flight Time.Type : 970 
ASRS Report : 796088 

Events 

Anomaly.Inflight Encounter.Other  
Anomaly.Other Spatial Deviation  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Took Evasive Action 
Consequence.Other : Aircraft Damaged 
Consequence.Other  

Assessments 

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

Narrative 



I WAS PIC ON THIS FLT. ARRIVING AT ZZZ JUST PRIOR TO XA00, WX WAS RPTED 
AS: WIND CALM, VISIBILITY 1 1/2 MI WITH MODERATE RAIN. WE WERE CLRED 
FOR GPS, RWY 5 APCH. THE CO-CAPT CALLED 'RWY IN SIGHT,' PRIOR TO 
REACHING MINIMUMS. I ANNOUNCED, 'GOING VISUAL,' WENT OFF INSTS AND 
SAW THE RWY AT 12 O'CLOCK POS. AT THIS POINT IN TIME EVERYTHING LOOKED 
NORMAL TO ME. A FEW SECONDS LATER THE CO-CAPT SAID, 'TREES, PULL UP.' I 
ROTATED THE ACFT AS I ADDED PWR AND IMPACTED THE TOP OF A PINE TREE 
LOCATED NEXT TO THE ARPT BOUNDARY. I NEVER LOST SIGHT OF THE RWY, 
MADE A QUICK SCAN ON GEAR INDICATION, TOLD THE CO-CAPT I INTENDED TO 
LAND, WITH WHICH HE CONCURRED. POSTFLT INSPECTION REVEALED: DAMAGE 
TO L FLAP, L LNDG LIGHT BROKEN, 1 INDENTATION ON THE L LEADING EDGE, 1 
BENT VORTILON, AND 1 DENT ON THE LEADING EDGE OF THE L WINGLET. I HAVE 
ISSUED A USER COMPLAINT TO THE FAA IN OKALAHOMA CITY REQUESTING A FLT 
CHK BE FLOWN AND A TERP ANALYSIS BE PERFORMED ON THE ARPT. 

Synopsis 

A CORPORATE SMALL JET STRUCK A TREE TOP ON APPROACH AT NIGHT. 

  



 

ACN: 795792 

Time / Day 

Date : 200807 
Local Time Of Day : 1201 To 1800 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Operator.General Aviation : Personal 
Make Model Name : Cessna 210 Centurion / Turbo Centurion 210C, 210D 
Operating Under FAR Part : Part 91 
Flight Phase.Descent : Approach 
Flight Phase.Landing : Roll 

Component : 1 

Aircraft Component : Hydraulic Main System 

Person : 1 

Affiliation.Other : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Pilot : Instrument 
Qualification.Pilot : Private 
Experience.Flight Time.Last 90 Days : 50 
Experience.Flight Time.Total : 4700 
Experience.Flight Time.Type : 3700 
ASRS Report : 795792 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Other Anomaly  
Anomaly.Other Spatial Deviation  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Detected After The Fact 
Consequence.Other : Aircraft Damaged 

Assessments 

Problem Areas : Aircraft 

Narrative 



I WAS APCHING ZZZ FOR A FUEL STOP. AS I PREPARED TO LAND AND EXTENDED 
THE GEAR HANDLE THE GEAR DID NOT COME DOWN AND THE CIRCUIT BREAKER 
POPPED OUT. I FLEW A SHORT DISTANCE N OF THE ARPT WHERE THERE WAS 
FLAT DESERT LAND AND NO RESIDENCES IN CASE I HAD TO MAKE AN OFF-ARPT 
LNDG. I STARTED THE EMER EXTENSION PROC BUT IT WAS UNSUCCESSFUL. 
FEARING A POSSIBLE HYD FLUID LEAK I ASKED THE PAX TO POUR SOME WATER 
INTO THE NECK OF THE RESERVOIR IN HOPES THAT THE GEAR WOULD COME 
DOWN. THE MAINS CAME DOWN BUT WERE NOT ALL THE WAY LOCKED. MORE 
WATER WAS PLACED INTO THE RESERVOIR. THE MAIN GEAR LOCKED DOWN AND 
I CONTINUED TO PUMP THE EMER GEAR EXTENSION HANDLE. THE HANDLE FROZE 
UP AND WOULD NOT MOVE UP AND DOWN FREELY AND WHILE I WAS LOOKING 
UNDER BENEATH THE HANDLE TO SEE WHY I BECAME DISTR AND THE ACFT 
IMPACTED THE GND. LUCKILY THERE WAS VIRTUALLY NO DAMAGE OTHER THAN 
TO THE NOSE GEAR AND A PROP STRIKE. THERE WAS NO DAMAGE TO THE MAIN 
LNDG GEAR AND, DUE TO THE FLAT SANDY TERRAIN THERE WAS NO DAMAGE TO 
THE FUSELAGE OR OTHER STRUCTURAL COMPONENTS OF THE AIRPLANE EXCEPT 
SOME DENTS AND SCRATCHES IN THE COWL. THERE WAS NO INJURY TO MYSELF 
OR MY 1 PAX NOT EVEN SCRATCHES OR BRUISES. 

Synopsis 

A C210'S LNDG GEAR WOULD NOT EXTEND. THE MAIN GEAR WENT DOWN AFTER 
POURING WATER IN THE HYD RESERVOIR. WHILE TROUBLESHOOTING THE NOSE 
GEAR THE ACFT IMPACTED THE GND. 

  



 

ACN: 793253 

Time / Day 

Date : 200807 
Local Time Of Day : 1801 To 2400 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.TRACON : PCT.TRACON 
Operator.General Aviation : Personal 
Make Model Name : Skyhawk 172/Cutlass 172 
Operating Under FAR Part : Part 91 
Flight Phase.Descent : Approach 
Route In Use.Approach : Instrument Non Precision 

Person : 1 

Affiliation.Other : Personal 
Function.Flight Crew : Single Pilot 
Function.Oversight : PIC 
Qualification.Pilot : Instrument 
Qualification.Pilot : Private 
Experience.Flight Time.Last 90 Days : 10 
Experience.Flight Time.Total : 200 
Experience.Flight Time.Type : 200 
ASRS Report : 793253 

Events 

Anomaly.Airspace Violation : Entry 
Anomaly.Non Adherence : FAR 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Executed Missed Approach 
Resolutory Action.Flight Crew : Exited Penetrated Airspace 

Assessments 

Problem Areas : Airport 
Problem Areas : Flight Crew Human Performance 

Narrative 



THERE WERE 2 ISSUES WITH THE GPS RWY 24 APCH INTO EZF: 1) A LEGAL DC 
ADIZ ENTRY IS UNCLR. 2) CFIT RISK. REF #1 ABOVE, A LEGAL DC ADIZ ENTRY IS 
UNCLR. SITUATION: WHILE EXECUTING THE GPS RWY 24 APCH (AS A PRACTICE 
APCH) THE OTHER NIGHT MY SAFETY PLT AND I HAD A SITUATION THAT AT BEST 
WAS CONFUSING AND AT WORSE CAUSED A SAFETY OF FLT ISSUE. THE PROC 
TURN (AND MISSED HOLD) FOR THIS APCH CROSSES THE DC ADIZ BOUNDARY. 
OUR FLT WAS AT NIGHT TO EZF. WE WERE ON AN IFR FLT PLAN IN VMC. 
POTOMAC APCH TOLD US WE WERE CLRED FOR THE APCH, THAT RADAR SVCS 
WERE TERMINATED AND TO SWITCH TO CTAF. OK FINE. WE START THE APCH AND 
GO TO THE CTAF. AS WE APCH THE ADIZ BOUNDARY MY SAFETY PLT QUESTIONS 
IF WE ARE LEGAL TO FLY INTO THE ADIZ. I 'GET IT,' AND IMMEDIATELY BANK 30 
DEGS TO THE R AND REVERSE DIRECTION. THE R TURN WAS AWAY FROM THE 
PROC TURN BUT THE QUICKEST WAY TO REMAIN CLR OF THE ADIZ (THE GPS 
SHOWED US ON THE ADIZ BOUNDARY WHEN WE STARTED FLYING BACK AWAY 
FROM THE ADIZ. I AM NOT SURE IF WE PENETRATED THE ADIZ OR NOT. BUT AT 
NIGHT, AT 2000 FT MSL, I WAS NOT GOING TO GO BEYOND 30 DEGS BANK). 
ONCE RE-ESTABLISHED ON THE INBOUND PORTION OF THE APCH, WE REVIEW 
ALOUD THE BASIC ADIZ REQUIREMENTS, INCLUDING 'SQUAWK' AND 'TALK.' WE 
WERE ON AN IFR FLT PLAN, WE STILL HAD OUR UNIQUE XPONDER CODE, BUT 
WITH RADAR SVCS TERMINATED AND ON CTAF WE WEREN'T 'TALKING' TO ATC. 
THUS, OUR CONFUSION IF IT IS LEGAL TO FOLLOW THE EZF GPS RWY 24 APCH 
TO THE LETTER WHILE IFR, BUT BEING ON CTAF. SUGGESTIONS: A) WHATEVER 
THE LEGAL ANSWER TO THIS QUESTION, THERE SHOULD BE A NOTE ON THE 
APCH PLATE SAYING WHAT IFR AND PRACTICING VFR TFC CAN OR CANNOT DO ON 
THIS APCH (WHEN ON CTAF). WHY SHOULD THIS BE DONE? SAFETY. A) I DID A 
30 DEG BANK AT NIGHT AT 2000 FT TO REMAIN CLR OF THE ADIZ. NOT 
SOMETHING I LIKE TO DO. B) BECAUSE OF OUR CONFUSION OVER THE REGS 
HERE, IT WAS NOT POSSIBLE TO FOLLOW THE APCH PLATE. WE DID SOMETHING 
UNEXPECTED WHICH COULD CONFUSE A CTLR OR VFR TFC. C) DID WE CHK FOR 
CONFLICTING TFC BEFORE MAKING THAT SHARP TURN? I WAS UNDER THE HOOD, 
SO I DID NOT. MY SAFETY PLT WAS LOOKING AROUND, BUT SINCE THIS 
HAPPENED SO FAST IT WAS REACTIVE RATHER THAN PROACTIVE. 2) CFIT-RISK. 
SITUATION: AGAIN, GPS RWY 24 INTO EZF. THE HILL AND TREES AT THE APCH 
END OF RWY 24 ARE A RECIPE FOR DISASTER AT NIGHT. I COME OUT OF THE 
HOOD AND THE ARPT ENVIRONMENT IS IN SIGHT. SO, I BEGIN A SLOW DSCNT 
BELOW MDA. SUBSEQUENTLY, I AM ABLE TO DETERMINE THAT THE TREES ARE 
OBSTRUCTING THE RWY END. I STOP THE DSCNT. SHORTLY I SEE THE UN-
OBSCURED RWY END AND RESUME DSCNT. AT THIS POINT I LOOK DOWN AND 
OUT SIDE OF AIRPLANE AND SEE THE TREES JUST BELOW THE ACFT. MY SAFETY 
PLT, WHO KNOWS THIS ARPT, HAD BEEN WATCHING THE TREES AND WE WERE 
QUITE OK, BUT IT SURPRISED AND SCARED ME SO I WENT MISSED. IT WOULD BE 
EASY FOR A PLT TO DRIVE HIS/HER AIRPLANE INTO THOSE TREES WHEN 
EXECUTING THIS APCH AT NIGHT. AFTER THE FLT, I HAVE TRIED VARIOUS 
RESOURCES THAT WOULD HAVE BETTER BRIEFED ME ON THE CFIT RISK WITH 
THAT APCH AND DON'T SEE ANY THAT WOULD HAVE HELPED. SUGGESTION: THE 
APCH PLATE SHOULD NOTE THE HILL AND TREES ON THE APCH END OF RWY 24. 

Synopsis 

A PILOT COMMENTS THAT THE EZF GPS RWY 24 PROCEDURE TURN/MISSED APCH 
HOLDING IS IN THE PCT ADIZ AND THE CFIT RISK BECAUSE OF TREES AT THE 
APCH END OF RWY 24. 

  



 

ACN: 791835 

Time / Day 

Date : 200806 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.Tower : SAN.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : MD-10 Conversion 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 
Route In Use.Arrival.STAR : BARET 4 

Component : 1 

Aircraft Component : Autoflight System 

Person : 1 

Affiliation.Company : Air Carrier 
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 : 120 
Experience.Flight Time.Total : 8000 
Experience.Flight Time.Type : 2700 
ASRS Report : 791835 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Other Spatial Deviation  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Exited Adverse Environment 
Resolutory Action.Flight Crew : Overcame Equipment Problem 

Assessments 



Problem Areas : Aircraft 
Problem Areas : Flight Crew Human Performance 

Narrative 

WE WERE ARRIVING IN SAN DIEGO ON THE BARET4 ARR FOR A LOC APCH TO RWY 
27. THE CAPT WAS THE PLT MONITORING, THE FO WAS THE PF. THE ARR AND 
APCH HAD BEEN INSERTED INTO THE FMS AND BRIEFED. THE APCH WAS IN THE 
DATABASE AND HAD BEEN BRIEFED TO FLY USING 'LOC ONLY' AND A PROFILE 
DSCNT. WX WAS VFR BUT AS WE ARRIVED IT WAS VERY HAZY AND WE WERE 
LOOKING INTO THE SUN. EARLY IN THE ARR, APCH GAVE US A VECTOR TO 
INTERCEPT THE LOC AND A SERIES OF STEPDOWN DSCNTS. BECAUSE OF THE 
DISTANCE, WE MANUALLY TUNED THE LOC AND ARMED 'LOC ONLY.' AT ONE 
POINT, THE ROLL MODE DROPPED OUT OF 'LOC ARMED.' THE FO CAUGHT IT, AND 
WE RE-ARMED 'LOC ONLY.' AS WE INTERCEPTED THE LOC, APCH INSTRUCTED US 
TO MAINTAIN 4000 FT UNTIL VYDDA, CLRED US FOR THE APCH, AND SWITCHED 
US TO TWR. AS WE CROSSED OVER VYDDA, WE REVIEWED THAT ALL OF THE 
PARAMETERS HAD BEEN MET TO DIAL OUR ALT DOWN TO MINIMUMS. THE FO DID 
THAT AND I CONFIRMED THE CORRECT ALT. AT THAT TIME, THE VERT DSCNT 
INDICATOR SHOWED THAT WE WERE SLIGHTLY HIGH ON THE PROFILE. I NOTED 
THAT, AND THAT AS SOON AS MINIMUMS HAD BEEN DIALED IN, THE ACFT BEGAN 
TO DSND. I MONITORED THE DSCNT UNTIL THE VERT DSCNT INDICATOR 
INDICATED THAT WE WERE BACK ON THE PROFILE. AT THAT TIME I CONTACTED 
TWR, RECEIVED LNDG CLRNC, DIALED IN GND FREQ AND LOOKED OUT VISUALLY 
FOR TFC. WE ALSO COMPLETED CONFIGURING THE ACFT FOR LNDG AND 
COMPLETED THE 'BEFORE LNDG CHKLIST.' WHEN I LOOKED BACK OUTSIDE, I 
STILL COULD NOT SEE THE RWY AND I ALSO SENSED A HIGH RATE OF DSCNT. I 
LOOKED BACK INSIDE AND NOTED THAT THE DSCNT RATE WAS OVER 1000 FPM, 
AND THAT WE WERE LOW ON THE PROFILE. AT THE SAME TIME, TWR CALLED AND 
RPTED US LOW ON THE APCH. I IMMEDIATELY INSTRUCTED THE FO TO 
DISCONNECT THE AUTOPLT AND CLB BACK UP TO OUR NEXT XING RESTR ALT OF 
2000 FT. HE DID THIS EXPEDITIOUSLY, AND THEN CONTINUED HAND FLYING FOR 
AN UNEVENTFUL LNDG. AFTER SHUTDOWN, WE CONDUCTED AN EXTENSIVE 
DEBRIEF. ALTHOUGH WE WERE UNABLE TO DETERMINE EXACTLY WHY THE ACFT 
FAILED TO FOLLOW THE PROFILE DSCNT, BOTH THE PF AND PLT MONITORING 
FAILED TO CORRECTLY MONITOR THE VERT DSCNT OF THE ACFT. THROUGH A 
VERY THOROUGH DEBRIEF, BOTH CREW MEMBERS LEARNED VALUABLE LESSONS 
THAT WE WILL TAKE WITH US FOR THE REST OF OUR AVIATION CAREERS. 

Synopsis 

AN MD10 ON LOC APCH TO SAN DEVIATED BELOW THE CHARTED ALTITUDE. 

  



 

ACN: 790854 

Time / Day 

Date : 200806 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : SJC.Airport 
State Reference : CA 
Altitude.MSL.Single Value : 1600 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.Tower : SJC.Tower 
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 : 30L 
Navigation In Use.Other : FMS or FMC 
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 : 250 
Experience.Flight Time.Type : 5000 
ASRS Report : 790854 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 285 
Experience.Flight Time.Type : 490 
ASRS Report : 790860 

Events 

Anomaly.Altitude Deviation : Crossing Restriction Not Met 
Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Resolutory Action.None Taken : Anomaly Accepted 

Assessments 



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

Narrative 

WE WERE PRACTICING A LOC (GS OUT) TO RWY 30L, SJC. WE WERE ON THE 
PUBLISHED APCH, DSNDING FROM THE FAF ALT OF 2700 FT MSL (9.4 DME). WE 
GOT A GS ALERT, WHICH WE EXPECTED BECAUSE THE ILS WAS OPERATIONAL. 
WE WERE DSNDING AT 1200 FPM AT ABOUT 7.0 DME AND ABOUT 1600 FT MSL 
WHEN WE GOT A 'CAUTION OBSTACLE' FOR ABOUT 3 SECONDS. HAVING JUST 
HEARD THE GS ALERT, I MISINTERPED THE 'CAUTION OBSTACLE' ALERT AND DID 
NOT PERFORM A GAR. WE WERE NOT EXPECTING A DEV ALERT BECAUSE WE 
WERE ON THE PROPER LOC-ONLY PROFILE, ON COURSE AND 1200 FPM. IT WAS 
NIGHT VMC WITH THE BUILDINGS OF SAN JOSE WELL AHEAD AND CLEARLY 
BELOW US. AFTER LNDG, WE REVIEWED APCH AND REALIZED WE SHOULD HAVE 
PERFORMED A GAR. NEXT TIME I WILL LISTEN CLOSELY TO EACH SEPARATE 
ALERT AND NOT BECOME COMPLACENT, EVEN IN VMC AND ON THE PARAMETERS 
OF A PUBLISHED APCH. SUPPLEMENTAL INFO FROM ACN 790860: WE BRIEFED 
AND SET UP FOR A PRACTICE NON-PRECISION APCH TO RWY 30 AT SJC. THE ILS 
WAS FULLY OPERATIONAL. WE GOT A FEW GS ALERTS AS WE ANTICIPATED. 
DURING THOSE ALERTS AND LEVEL AT MDA, WE RECEIVED AN 'OBSTACLE ALERT' 
ON SHORT FINAL. THE CAPT RESPONDED RWY IN SIGHT LNDG. FLT ENDED WITH 
NO INCIDENT. WE DEBRIEFED AT THE HOTEL AND REALIZED OUR MISTAKE OF 
MISSING THE OBSTACLE ALERT GIVEN WITH THE SAME TIME AS THE GS ALERT. 
THE PROPER ACTION SHOULD HAVE BEEN TO GO AROUND. IN THE FUTURE, I 
WILL LISTEN MORE CLOSELY TO THE ALERTS BEING GIVEN AND BRIEF PRIOR TO 
A NON-PRECISION APCH BEING FLOWN EITHER VMC OR IMC TO BRIEF THE 
POSSIBILITY OF THE OBSTACLE ALERT AND THAT A GAR WILL BE EXECUTED. 

Synopsis 

B737 FLT CREW ON PRACTICE LOC APPROACH IN VMC TO SJC RWY 30L RECEIVES 
GPWS WARNING APPROACHING FORUL AND CONTINUES TO LANDING. 

  



 

ACN: 790460 

Time / Day 

Date : 200806 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : LAS.Airport 
State Reference : NV 
Altitude.MSL.Single Value : 9000 

Environment 

Aircraft : 1 

Controlling Facilities.TRACON : L30.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : A320 
Operating Under FAR Part : Part 121 
Navigation In Use.Other : FMS or FMC 
Flight Phase.Climbout : Intermediate Altitude 
Route In Use.Departure.SID : SHEAD5 

Aircraft : 2 

Make Model Name : Helicopter 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 185 
Experience.Flight Time.Total : 12000 
Experience.Flight Time.Type : 1200 
ASRS Report : 790460 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 165 
Experience.Flight Time.Total : 18250 
Experience.Flight Time.Type : 700 
ASRS Report : 790459 

Events 

Anomaly.Conflict : Airborne Critical 
Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : TCAS 
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.None Taken : Anomaly Accepted 



Assessments 

Problem Areas : ATC Human Performance 
Problem Areas : Aircraft 
Problem Areas : Environmental Factor 

Narrative 

DEPARTING RWY 1R ASSIGNED HDG 240 DEG RADAR VECTORS SHEAD DEP. 
ASKED BY TWR TO MAINTAIN VISUAL SEPARATION FROM PRECEDING B737 THAT 
WAS ALSO ASSIGNED A L TURNOUT. THAT ACFT WAS NOT A FACTOR AND TWR 
SWITCHED US OVER TO DEP AS WE WERE BEGINNING OUR TURN AROUND 400 
FT. I SWITCHED FREQS AND BEFORE CHKING IN WE RECEIVED A PREVENTATIVE 
TCAS RA TO MAINTAIN VERT SPD. TARGET WAS INITIALLY SHOWING 100 FT 
BELOW US AT A RANGE OF 1-2 NM. WE CROSSED OVER THE TOP OF THE HELI 
WITH HIM 300-400 FT BELOW US. I PASSED THE INFO ALONG TO DEP WHO SAID 
HE WOULD LET THE TWR KNOW. WE LEVELED OFF AT 9000 FT AND WERE 
ASSIGNED HDG 220 DEGS. TERRAIN AHEAD WAS IN SIGHT. JUST AS WE 
RECEIVED A PREDICTIVE TERRAIN ALERT 'CAUTION TERRAIN' WE WERE GIVEN 
BOTH A CLB AND TURN CLRNC. I MENTIONED TO THE CTLR THAT WE HAD GOTTEN 
THE TERRAIN CAUTION, BUT HE DIDN'T SEEM CONCERNED. IF THIS HAD 
OCCURRED UNDER IFR CONDITIONS, GETTING THE TERRAIN CAUTION WOULD 
NOT HAVE BEEN PLEASANT. A STUCK MIKE OR FREQ CONGESTION WOULD HAVE 
MADE THINGS EVEN WORSE. 

Synopsis 

A320 DEP FROM LAS EXPERIENCED TCAS RA WITH UNRPTED HELI FOLLOWED BY A 
TERRAIN WARNING EVENT. 

  



 

ACN: 788592 

Time / Day 

Date : 200805 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : TVL.Airport 
State Reference : CA 
Altitude.MSL.Single Value : 10000 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.TRACON : RNO.TRACON 
Make Model Name : Cessna Citation Undifferentiated or Other Model 
Operating Under FAR Part : Part 91 
Navigation In Use.ILS.Localizer Only : 18 
Navigation In Use.Other : FMS or FMC 
Flight Phase.Descent : Approach 
Route In Use.Arrival : On Vectors 

Person : 1 

Affiliation.Company : Corporate 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
Qualification.Pilot : CFI 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 50 
Experience.Flight Time.Total : 8000 
Experience.Flight Time.Type : 30 
ASRS Report : 788592 

Person : 2 

Affiliation.Government : FAA 
Function.Controller : Approach 

Events 

Anomaly.Altitude Deviation : Excursion From Assigned Altitude 
Anomaly.Non Adherence : Clearance 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.Other.ControllerA : 2 
Resolutory Action.Controller : Issued Alert 
Resolutory Action.Flight Crew : Returned To Assigned Altitude 

Assessments 



Problem Areas : Flight Crew Human Performance 

Narrative 

WHILE DSNDING FOR TVL WE REQUESTED VECTORS HOPING TO GET THE VISUAL 
APCH. WE THEN DECIDED SINCE WE WERE BOTH UNFAMILIAR WITH THE AREA WE 
SHOULD ASK FOR THE LDA/DME-1 RWY 18. WE THEN RECEIVED A VECTOR AND 
LOWER ALT FOR THE LDA/DME-1 RWY 18 APCH AT TVL. WE WERE ASKED BY CTR 
IF WE WERE GOING TO BE ABLE TO MAKE THE APCH FROM THERE. WE DECIDED 
THEY MUST THINK WE ARE TOO HIGH TO MAKE THE DSCNT. WE RESPONDED 
INDICATING WE WOULD BE ABLE TO MAKE IT. WE WERE HANDED OFF TO RENO 
APCH. WE WERE VMC AND THE CAPT STATED, THIS IS THE LAKE (BY THE ARPT). I 
BELIEVED I COULD SEE THE RWY AND STATED WHERE I THOUGHT IT WAS. THE 
CAPT STATED THE ARPT WOULD NOT BE IN THE POS INDICATED. WE LOOKED AT 
THE APCH PLATE AND AGREED IT WAS NOT THE ARPT I WAS SEEING. THE CAPT 
THEN INITIATED A DSCNT OVER THE LAKE. I POINTED OUT WE HAD NOT 
INTERCEPTED THE LDA AND WERE NOT RECEIVING ANY DME. I STATED WE 
SHOULD NOT DSND UNTIL WE ARE ON THE LDA AND HAD REACHED A STEP DOWN 
POINT. THE CAPT INDICATED WE WERE VISUAL SO IT DID NOT MATTER. RENO 
APCH CALLED US AND TOLD US TO CHK ALT AND GAVE US AN ALTIMETER 
SETTING. RENO APCH THEN CALLED US AND STATED AN ALT ALERT, STATED THE 
MINIMUM ALT, AND WHAT ALT THEY WERE SHOWING US AT. THE CAPT 
IMMEDIATELY CLBED TO THE MINIMUM ALT. WE THEN REALIZED THE LAKE WE 
WERE DSNDING OVER WAS NOT THE LAKE BY THE ARPT WE WERE LNDG AT. WE 
HAD BEEN DSNDING OVER A SMALLER LAKE TO THE NE. CONTRIBUTING 
FACTORS: NOT ADHERING TO SOP. LOSS OF SITUATIONAL AWARENESS. LACK OF 
CRM. FATIGUE. 

Synopsis 

CITATION FO REPORTS DESCENDING BELOW MSA WHILE VISUALLY SEARCHING 
FOR TVL ARPT. 

  



 

ACN: 787609 

Time / Day 

Date : 200805 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : MHLM.Airport 
State Reference : FO 
Altitude.MSL.Single Value : 1000 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.Tower : MHLM.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : Large Transport 
Operating Under FAR Part : Part 121 
Navigation In Use.Other : FMS or FMC 
Flight Phase.Descent : Approach 
Route In Use.Approach : Circling 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 64 
Experience.Flight Time.Total : 7700 
Experience.Flight Time.Type : 295 
ASRS Report : 787609 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 41 
Experience.Flight Time.Total : 4500 
Experience.Flight Time.Type : 510 
ASRS Report : 787608 

Events 

Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Resolutory Action.Flight Crew : Took Precautionary Avoidance Action 

Assessments 



Problem Areas : Airport 
Problem Areas : Chart Or Publication 

Narrative 

ON ZZZ-MHLM LEG, WE BRIEFED THE VOR DME ILS 22. THE CAPTAIN HAD NEVER 
FLOWN INTO MHLM, SO I DID AS THOROUGH AND COMPLETE A BRIEFING AS 
POSSIBLE, INCLUDING THE POSSIBILITY OF CIRCLING TO RUNWAY 4 IF THE 
WINDS PICK UP. ALSO BRIEFED WAS THE HILL ABOUT 4 MILES SOUTHWEST OF 
THE AIRPORT, AND THE FACT IT IS NOT CHARTED ON THE AREA CHART, BUT IS 
AS AN ANTENNA ON THE APPROACH CHART. ALSO DURING THE APPROACH BRIEF, 
I MENTIONED THAT THE VISIBILITY WOULD NOT BE AS GOOD AS PERCEIVED 
FROM THE METAR, AS IT WAS EXTREMELY HAZY. WHEN IN CONTACT WITH LA 
MESA APPROACH, THEY INFORMED US OF THE WINDS WHICH WERE AT OUR MAX 
TAILWIND COMPONENT, SO THE CAPTAIN AND I ELECTED TO CIRCLE TO RUNWAY 
4 IN CASE THEY CONTINUE TO INCREASE. ATC CLEARED US FOR THE 'VISUAL 
CIRCLING APPROACH RUNWAY 4.' I ELECTED TO FLY THE FULL VOR DME ILS RWY 
22, FOLLOWED BY A VISUAL CIRCLING MANEUVER AT 1300 FT. THE INITIAL 
APPROACH WAS FLOWN WELL, AND DELIBERATELY SLOW SO AS NOT TO GET 
BEHIND. I DECIDED TO USE RIGHT TRAFFIC BECAUSE WITH THE RESTRICTED 
VISIBILITY, I WANTED TO HAVE A GOOD VIEW OF THE RUNWAY. I HAD THE 
CAPTAIN INSERT THE VISUAL APPROACH RWY 4 IN THE FMS. ON DOWNWIND, I 
WAS PLANNING TO TURN BASE AND DESCEND INSIDE OF THE HILL WHICH IS 
ABOUT 4 NM SOUTHWEST OF THE AIRPORT. I HAD DONE THIS SAME EXACT 
APPROACH AND MANEUVER TWO DAYS PRIOR (ATC DIRECTED US TO USE RIGHT 
TRAFFIC THEN), AND FELT IT WORKED OUT VERY WELL. HOWEVER, THE CAPTAIN 
PREFERRED TO EXTEND THE DOWNWIND BEYOND THE HILL, THEN TURN BASE. I 
FEEL THERE IS NO RIGHT OR WRONG WAY TO DO THIS, AS IT IS PERSONAL 
PREFERENCE -- SO WE THEN CONTINUED DOWNWIND AS PER THE CAPTAIN'S 
SUGGESTION. THROUGHOUT THE ENTIRE MANEUVER, WE HAD THE HILL IN 
SIGHT. BT THE WAY, THIS HILL DOES NOT APPEAR ON THE EGPWS TERRAIN 
DISPLAY. THIS HAS ALSO BEEN BRIEFED, AS I NOTICED THIS PECULIARITY TWO 
DAYS PRIOR. WHILE ON THE BASE LEG AND DESCENDING (HAND FLYING), WE 
RECEIVED A SINGLE 'TERRAIN AHEAD' ALERT, IMMEDIATELY FOLLOWED BY A 
'PULL UP' WARNING, IMMEDIATELY FOLLOWED BY NO WARNING. THE ENTIRE 
SEQUENCE LASTED ABOUT 2 SECONDS. DURING THE 'TERRAIN AHEAD,' I BEGAN 
TO LEVEL OUR DESCENT, AND AFTER THE 'PULL UP,' I BEGAN TO ADD POWER AND 
PITCHED UP. THE ENTIRE WARNING WAS OVER BY THE TIME THE ENGINES BEGAN 
TO SPOOL UP. WE WERE STILL IN A POSITION TO MAINTAIN OUR PROJECTED 
PATH TO THE RUNWAY, SO THE CAPTAIN AND I DECIDED TO CONTINUE THE 
APPROACH, AND I BELIEVE WE MET ALL STABLE APPROACH CRITERIA AT 1000 FT. 
THIS HILL WAS NOT IN THE TERRAIN DATABASE, SO I BELIEVE THE GPWS WAS 
TRIGGERED BY THE RA, AND THE UPSLOPE OF THE HILL'S BASE AS I BEGAN MY 
TURN AND DESCENT. IN THE FUTURE, I WILL CONSIDER LEFT TRAFFIC, BUT LEFT 
TRAFFIC HAS ITS OWN SET OF HILLS NORTH OF THE AIRPORT. THEREFORE, I 
DON'T KNOW WHICH PATTERN OFFERS GREATER SAFETY MARGINS, BUT FEEL IT 
IS IMPORTANT TO MAINTAIN PROFICIENCY ON BOTH PATTERNS AS SOMETIMES 
ATC WILL DICTATE THE PATTERN. CALLBACK CONVERSATION WITH RPTR 
REVEALED THE FOLLOWING INFO: THE REPORTER STATED THAT IT IS LIKELY 
THAT THE TERRAIN IN THE ACFT DATABASE DOES INCLUDE THE HILL WHICH 
TRIGGERED THE WARNING. THE ACFT TERRAIN REPRESENTATION DISPLAYS 
TERRAIN IN A PIE-SHAPED AREA AHEAD OF THE ACFT, SHOWING TERRAIN 45 
DEGREES AZIMUTH RIGHT AND LEFT OF THE NOSE. THEREFORE, SINCE THE BASE 
TURN WAS OVER THE VALLEY, THE HILL MAY HAVE BEEN OUTSIDE THE LIMITS OF 



THE DISPLAY, BUT THE GPWS TRIGGERED THE WARNING FOR CLOSURE TO THE 
RISING TERRAIN. HIS COMPANY DOES PROVIDE A TOPOGRAPHIC DISPLAY OF THE 
ARPT AREA, BUT THE REPORTER WOULD PREFER A MULTICOLORED GRAPHIC OF 
THE AREA. HAZY CONDITIONS OFTEN EXIST IN THE AREA, AND IN MOST CASES, 
THE DIRECTION OF THE CIRCLING APCH IS AT THE DISCRETION OF THE FLT 
CREW. 

Synopsis 

ACR FLT CREW RECEIVED A GPWS TERRAIN WARNING WHILE CONDUCTING A 
CIRCLING APCH TO RWY 4 AT MHLM. 

  



 

ACN: 784374 

Time / Day 

Date : 200804 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : LAS.Airport 
State Reference : NV 
Altitude.MSL.Single Value : 5000 

Environment 

Flight Conditions : VMC 

Aircraft : 1 

Controlling Facilities.TRACON : L30.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : B757-200 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 
Route In Use.Approach : Visual 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
ASRS Report : 784374 

Events 

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

Assessments 

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

Situations 

Chart.Airport : LAS.Airport 

Narrative 

I RESPECTFULLY REQUEST THAT FAA REVIEW THIS RPT WITH LAS APCH AND 
WITH OTHER AIRLINES THAT FLY INTO LAS. A LITTLE MORE INFO AND 
AWARENESS ABOUT THE NIGHT VISUAL APCHES TO RWYS 1L/R AND A 
CAUTIONARY NOTE UNDER GENERAL ON THE APCH PAGE (OR SOMEWHERE) 
COULD PREVENT AN ACCIDENT. ALSO, AN MVA CHART FOR LAS WOULD BE VERY 



HELPFUL. THE FLT PLAN MSG SHOULD READ: EXERCISE EXTREME CAUTION WHEN 
FLYING APCHES TO RWYS 1L/R AT NIGHT DUE TO UNLIT HIGH TERRAIN (A 
RIDGELINE) 9 MILES S OF THE ARPT. RECOMMEND CREWS LNDG N AT NIGHT FLY 
THE ILS TO RWY 1L, WITH CLOSE ADHERENCE TO MINIMUM ALTS. THE NORMAL 
VISUAL 3 TO 1 PROFILES, THE PAPI TO RWY 1R AND FMC COMPUTER VERTICAL 
TRACK GUIDANCE MAY NOT PROVIDE ADEQUATE TERRAIN CLRNC FOR VISUAL 
APCHES TO RWYS 1L/R. ON OUR FLT, WITH TWO EXPERIENCED INTERNATIONAL 
PLTS, WE BRIEFED TERRAIN CONSIDERATIONS, REVIEWED THE CHART (ILS TO 
RWY 1L), DISCUSSED EGPWS/GRID MORAS/MSA'S AND NOTED THAT RADAR 
VECTORS (HOPEFULLY WITH MVA'S PROVIDED) TO VISUAL APCHES TO RWY 1L/R 
WERE LIKELY (AS PER THE ARR CHART AND ATIS). LAS VEGAS APCH CLRED US 
FOR THE VISUAL TO RWY 1R AND THEN SUBSEQUENTLY GAVE US TWO TURNS TO 
INTERCEPT THE RWY 1R FINAL. THEY VECTORED US HDG 340 DEGS TO JOIN RWY 
1R AND THAT PUT US DIRECTLY BETWEEN THE 3700 FOOT AND 3291 FOOT PEAKS 
AND RIGHT OVER THE TOP OF AN UNLIT 3500 FOOT RIDGELINE. I'M GUESSING 
LAS APCH WAS TRYING TO EXPEDITE OUR FINAL AND PERHAPS THAT THEY GAVE 
LITTLE OR NO CONSIDERATION TO OUR ALT, DSCNT RATE OR TO MVA'S ONCE WE 
ACCEPTED THE VISUAL APCH. HOWEVER, APCH STILL EXPECTED US TO FLY 
ASSIGNED HDGS THAT TURNED US RIGHT OVER THE TERRAIN. THE VECTORS AND 
SVC PROVIDED WERE NORMAL AND ROUTINE. HOWEVER, I THINK THEY CAN DO 
BETTER. I SUGGEST THEY INCLUDE A CROSS 8 S ABOVE 5200 FT TO VISUAL 
APCHES TO RWY 1L/R OR WHEN ABLE THAT THEY VECTOR AND DIRECT FLTS TO 
MANEUVER TO THE E OF THE 3700 FOOT PEAK, THEN TURN TO JOIN THE RWY 1R 
FINAL AT 5 MILES (5 S OF THE ARPT). HONESTLY, ANY GREATER LEVEL OF 
CONTRIBUTION FROM ATC TO THE SAFETY OF NIGHT OPS TO RWYS 1L/R WOULD 
BE EXCELLENT. ON OUR FLT, AT 10 MILES FROM THE ARPT ON A 340 DEG HDG 
AND AN ALT OF APPROX 5200 FT MSL (APPROX 3000 AFL AND ON THE 3 TO 1 
PROFILE), SHOWING WELL ABOVE THE FMC COMPUTED VERTICAL TRACK 
GUIDANCE (WHICH WE WERE USING FOR BACKUP INFO ONLY), ON THE PAPI AND 
WITH NORMAL DSCNT RATES, WE OBSERVED THE PEAK RISING TO OUR RIGHT 
BLOCKING OUT THE CITY LIGHTS AND DARK TERRAIN RISING MENACINGLY IN 
FRONT OF US. FYI THE PAPI FOR RWY 1R IS 3 DEGS (THE ONE FOR RWY 1L IS 3.4 
DEGS) AND WE OBSERVED THE RWY 1R PAPI TO BE RED OVER WHITE WITHIN 
MOMENTS OF SEEING THE PEAK BLOCK CITY LIGHTS, WE RECEIVED A 'CAUTION 
TERRAIN' AT WHICH POINT I IMMEDIATELY LEVELED THE AIRPLANE (WITH 
ABSOLUTELY NO DELAY OR HESITATION... WITHIN 1 SECOND OF THE CAUTION). I 
OBSERVED MY RADIO ALTIMETER READ 1200 FT AGL AS WE CROSSED THE 
RIDGELINE, AND THAT WAS AFTER I HAD LEVELED OFF. MY CONCLUSION IS THE 
PILOTS FLYING VERY CLOSE TO THE NORMAL 3 TO 1 VISUAL PROFILES TO LAS 
RWY 1L/R COULD EASILY BECOME UNACCEPTABLY LOW, ESPECIALLY WITH THE 
DYNAMIC CONDITIONS AND DSCNT RATES THAT SOMETIMES OCCUR WITH 
VISUAL APCHES (SUCH AS SLAM DUNKS, DIFFERENT AIRSPEEDS, DSCNT RATES, 
DISTRACTIONS, VISIBILITY AND PLT REACTION TIMES). ALL OF THESE COMMON 
VARIABLES COULD EASILY PUT A FLT BELOW THE 3 TO 1 PATH AND INTO A CFIT 
RIGHT INTO THAT UNLIT RIDGE LINE OR INTO AN EMER ESCAPE. BOTTOM LINE: 
IT COULD HAPPEN TO ANYONE, IT'S A TRAP AND WE CAN DO SOMETHING TO 
PREVENT IT. CALLBACK CONVERSATION WITH RPTR REVEALED THE FOLLOWING 
INFO: REPORTER ADVISED THE ACFT ON WHICH THE EVENT OCCURRED WAS NOT 
GPS EQUIPPED AND WAS NOT CAPABLE OF PERFORMING THE RNAV (GPS) APCH 
TO RWY 1R. IN ADDITION, THE ASAP REPORT GENERATED A COMPANY FLT PLAN 
ALERT MESSAGE ADVISING FLT CREWS TO BE AWARE OF THE TERRAIN ISSUES. 
MESSAGE SUGGESTS FLT CREWS MAINTAIN 5000 FT MSL TO NINE MILES ON THE 
EXTENDED RWY CENTERLINE. 



Synopsis 

B757-200 CAPT BELIEVES THAT GREATER EMPHASIS ON TERRAIN CLRNC IS 
NECESSARY FOR CONDUCTING NIGHT VISUAL APCHES TO RWY'S 1 AT LAS. 

  



 

ACN: 783180 

Time / Day 

Date : 200804 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : RNO.Airport 
State Reference : NV 
Altitude.MSL.Single Value : 6500 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.Tower : RNO.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : Commercial Fixed Wing 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 
Route In Use.Approach : Visual 

Aircraft : 2 

Flight Phase.Descent : Approach 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 165 
Experience.Flight Time.Type : 2500 
ASRS Report : 783180 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 146 
Experience.Flight Time.Type : 6000 
ASRS Report : 783180 

Events 

Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Took Evasive Action 

Assessments 



Problem Areas : Aircraft 
Problem Areas : Airport 

Narrative 

APCHING FROM THE SE AT 8000 FT OVER FMG VOR, WE WERE CLRED FOR THE 
VISUAL APCH TO RWY 16R. WX WAS CLR WITH A FULL MOON AND LIGHT WIND. I 
INTENTIONALLY STAYED HIGH TO GIVE THE MOST CLRNC FROM THE TERRAIN 
AND WAS FULLY CONFIGURED ON A 6 MI BASE. I DISCUSSED WITH THE CAPT THE 
TERRAIN ON THE MFD AND COMMENTED THAT WE WOULDN'T HAVE A CONFLICT 
WITH THE 5088 FT AND 5688 FT PEAKS S OF DICEY. AFTER ROLLING OUT ON A 5 
MI FINAL WE WERE 1 DOT HIGH ON THE GS AND PAPI. WE WERE DSNDING AT 
APPROX 1500 FPM, WHEN WE HEARD A 'CAUTION TERRAIN' WARNING 
IMMEDIATELY AFTER ROLLING OUT ON FINAL. I IMMEDIATELY APPLIED NEAR GAR 
THRUST AND STARTED CLBING. AFTER REALIZING WE WERE ON THE LOC, WITH 
ALL TERRAIN AND THE ARPT IN SIGHT, I DISCONTINUED THE GAR AND 
GRADUALLY DSNDED TO THE 3 DEG GS BY 1000 FT AGL. A NORMAL APCH AND 
LNDG ENSUED. OUR CONCERN WITH FLYING THE ENTIRE GAR WAS THE TERRAIN 
SURROUNDING RENO WOULD HAVE BEEN AN IMMEDIATE ISSUE AND WE BOTH 
FELT IT WAS SAFER TO CONTINUE THE APCH USING THE ILS AND PAPI'S. THE 
COM CHART PAGE IS A LITTLE VAGUE AS IT DOES NOT GIVE GUIDANCE FOR A 
'CAUTION TERRAIN' CALLOUT, BUT MANDATES THE TERRAIN AVOIDANCE 
MANEUVER FOR ANY 'PULL UP' WARNING WHEN BEING VECTORED FROM THE SE. 
IT MAY BE PRUDENT TO ADVISE CREWS NOT TO AIM FOR DICEY WHEN APCHING 
FROM THE E AND LNDG RWY 16R AS THE GPWS SOFTWARE APPARENTLY DOESN'T 
LIKE 1500 FPM DSCNT RATES AND THE 5688 FT PEAK WHEN TURNING BASE TO 
FINAL EVEN IF YOU ARE 1 DOT HIGH ON THE GS. 

Synopsis 

ACR ON FINAL TO RNO RWY 16R RCVD AN EGPWS CAUTION TERRAIN ALERT ON A 
5 NM FINAL ONE DOT HIGH ON ILS GS. EGPWS SOFTWARE REACTS TO ACFT 
DSNDING AND 5668FT TERRAIN ON FINAL. 

  



 

ACN: 782337 

Time / Day 

Date : 200803 

Place 

Locale Reference.Airport : EGE.Airport 
State Reference : CO 
Altitude.MSL.Single Value : 6500 

Environment 

Light : Night 

Aircraft : 1 

Controlling Facilities.Tower : EGE.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : Commercial Fixed Wing 
Operating Under FAR Part : Part 121 
Navigation In Use.ILS.Localizer Only : N/S 
Flight Phase.Descent : Approach 

Component : 1 

Aircraft Component : FMS/FMC 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
ASRS Report : 782337 

Events 

Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Diverted To Another Airport 
Resolutory Action.Flight Crew : Executed Go Around 

Assessments 

Problem Areas : Aircraft 
Problem Areas : Airport 

Narrative 

ON LOC APCH EGE. WE FOLLOWED ALL PROCS APPROPRIATELY. NON-GPS ACFT. 
TURNING FINAL WITH LOC CAPTURED, WE NOTICED THE SEEMINGLY USUAL MAP 
SHIFT COMMON IN EGE WITH NON-GPS ACFT. I'VE BEEN GOING IN THERE ALL 
WINTER. IT'S BECOME COMMON. FO AND I DISCUSSED POSSIBILITY OF GPS 
WARNING AND I REITERATED MY COMMAND THAT SHOULD WE RECEIVE SUCH A 
WARNING ON FINAL, SINCE IT WAS AT NIGHT, WE WOULD GO AROUND. AS WE 



APCHED 7000 FT OR SO, WE GOT A CAUTION AND, AS WE CONTINUED TO TRY 
AND MANEUVER ON FINAL, WE RECEIVED A WARNING. WE WENT AROUND AND 
WENT TO ZZZ1. THIS APCH HAS BECOME A DANGER IN NON-GPS ACFT. I AM NOT 
A MISSION HACKER. I GO BY THE BOOK. IN MY OPINION, THIS APCH SHOULD BE 
FLOWN BY GPS ACFT ONLY. 

Synopsis 

FOLLOWING A VISIBLE MAP SHIFT, NON GPS EQUIPPED ACFT RECEIVES GPWS 
WARNING ON APCH TO EGE IN MOUNTAINOUS TERRAIN. EXECUTES GAR AND 
DIVERTS TO ANOTHER ARPT. 

  



 

ACN: 781213 

Time / Day 

Date : 200804 

Place 

Locale Reference.Airport : ZZZZ.Airport 
State Reference : FO 
Altitude.MSL.Single Value : 700 

Environment 

Flight Conditions : Mixed 
Weather Elements : Fog 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.TRACON : ZZZZ.TRACON 
Operator.General Aviation : Personal 
Make Model Name : Baron 55/Cochise 
Operating Under FAR Part : Part 91 
Flight Phase.Descent : Approach 
Route In Use.Approach : Visual 

Person : 1 

Affiliation.Other : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Pilot : Instrument 
Qualification.Pilot : Multi Engine 
Qualification.Pilot : Private 
Experience.Flight Time.Last 90 Days : 41 
Experience.Flight Time.Total : 7383 
Experience.Flight Time.Type : 1400 
ASRS Report : 781213 

Events 

Anomaly.Conflict : NMAC 
Anomaly.Inflight Encounter.Other  
Anomaly.Other Spatial Deviation  
Independent Detector.Other.Flight CrewA : 1 
Consequence.Other : Aircraft Damaged 
Consequence.Other  

Assessments 

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

Narrative 



I WAS FLYING ON VFR PLAN. ABOUT 20 MI FROM MY DEST, ATC ASKED ME TO FLY 
PARALLEL TO THE RWY BUT TO THE N BY ABOUT 10 MI TO AVOID IFR TFC ON 
DIRECT APCH. THE CONDITIONS WERE GOOD VFR ON TOP OF ISOLATED FOG IN 
MY AREA BUT CLR OVERHEAD THE ARPT. I LISTENED TO ATIS WHO GAVE 1300 FT 
CEILING AND 10 MI AND ONCE PAST A TALL MAST 1000 FT I DSNDED TO 1000 FT 
EXPECTING TO SEE THE GND CLEARLY AT ANY MOMENT. I SAW IT FROM TIME-TO-
TIME AND CONTINUED TO DSND AND AT 500 FT ON THE ALTIMETER, NOT SEEING 
THE GND CLEARLY, I REALIZED HOW LOW I WAS AND INITIATED A CLB. JUST 
AFTER, I SAW THE LARGE PROP OF A WIND FARM AND A SECOND LATER I HIT IT 
WITH THE L WING AND A FRACTION OF A SECOND LATER HIT THE R WING ON AN 
ADJACENT PROP. THE BLOWS WERE AT THE EXTREMITY OF THE WINGTIPS. THE 
AIRPLANE FLEW NORMALLY AND I LANDED WITHOUT ANY CTL PROBS. THE 
DAMAGE TO THE ACFT IS MINIMAL AND REQUIRES REPLACEMENT OF 2 WINGTIPS. 
I INFORMED THE ARPT POLICE AND THE AUTHS. THE WINGTIPS HAVE BEEN 
RECOVERED AND ON PRELIMINARY INSPECTION NO DAMAGE HAS BEEN SEEN ON 
THE WIND FARM PROPS. 

Synopsis 

BE55 PILOT REPORTS BEING STRUCK BY WIND FARM PROPELLER BLADES WHILE 
ATTEMPTING TO MAINTAIN VFR 10 NM NORTH OF DEST. 

  



 

ACN: 779852 

Time / Day 

Date : 200803 

Place 

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

Environment 

Flight Conditions : IMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.TRACON : ZZZ.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : Q400 (Formerly Dash 8-400) 
Operating Under FAR Part : Part 121 
Navigation In Use.ILS.Localizer & Glide Slope : 1L 
Flight Phase.Descent : Approach 
Route In Use.Approach : Instrument Precision 

Component : 1 

Aircraft Component : PFD 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 210 
Experience.Flight Time.Total : 4500 
Experience.Flight Time.Type : 2500 
ASRS Report : 779852 

Person : 2 

Affiliation.Government : FAA 
Function.Controller : Approach 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Altitude Deviation : Overshoot 
Anomaly.Non Adherence : Clearance 
Anomaly.Other Spatial Deviation  
Independent Detector.Aircraft Equipment : GPWS 
Independent Detector.Other.ControllerA : 2 
Resolutory Action.Controller : Issued New Clearance 



Resolutory Action.Flight Crew : Became Reoriented 
Resolutory Action.Flight Crew : Exited Adverse Environment 

Assessments 

Problem Areas : Aircraft 
Problem Areas : Flight Crew Human Performance 

Narrative 

I WAS THE CAPT AND PLT MONITORING, THE FO WAS THE PF. THE WX WAS IMC 
AND ZZZ WAS RPTING 2 MI VISIBILITY AND 300 OVCST. WE WERE RECEIVING 
VECTORS FOR THE ILS 1L. THE AUTOPLT WAS ON AND WE WERE DSNDING TO 
3000 FT. AS THE ACFT WAS LEVELING AT 3000 FT, THE FLT ATTENDANTS CALLED 
WITH AN EMER. I ADVISED THE FO I WAS 'OFF ONE' AND HE ADVISED HE 'HAD 
ONE.' I THEN SWITCHED TO THE INTERCOM AND SPOKE TO THE FLT ATTENDANT. 
SHE ADVISED THAT THEY HAD A PAX THAT WAS HAVING A HEART ATTACK OR 
STROKE AND SHE NEEDED MEDICAL ATTN. I ADVISED THE FLT ATTENDANT WE 
WERE JUST STARTING THE APCH AND WOULD HAVE MEDICAL STANDING BY. AT 
THAT MOMENT, ATC CALLED WITH A LOW ALT ALERT. I LOOKED UP AND SAW WE 
WERE DSNDING THROUGH 2000 FT. THEN THE EGPWS GAVE A TERRAIN AND PULL 
UP WARNING. I IMMEDIATELY TOOK THE CTLS AND WITH THE FO WE STARTED A 
RAPID CLB BACK TO 3000 FT, OVERSHOOTING BY 200 FT. ATC CALLED AND 
ASKED OUR ALT AND I ADVISED THEM THAT WE WERE AT 3200 FT. ATC ADVISED 
TO TURN TO A HDG OF 030 DEGS AND MAINTAIN 3000 FT, CLRED FOR THE ILS 1L. 
AT THAT POINT I ACKNOWLEDGED THE CLRNC AND DECLARED AN EMER AND 
REQUESTED MEDICAL. AT THIS POINT, I COULD NOT CLEARLY SEE MY PFD 
DISPLAY, IT HAD GONE TO 1/2 BRIGHTNESS. I HAD TO DO A MANUAL REVERSION 
TO THE MFD DISPLAY AND LOST MY MAP FUNCTION. THE FO WAS HAND FLYING 
THE ACFT AND I TRIED TO RESET THE FLT DIRECTOR AND THE AUTOPLT. THE FLT 
DIRECTOR WAS INDICATING A TURN IN THE WRONG DIRECTION AND A CLB 
WHILE WE WERE LEVEL. THE FO WAS HAVING A DIFFICULT TIME STAYING COORD 
AND WAS OVERCORRECTING BASED ON THE RAW DATA. I TRIED TWICE TO RESET 
THE SYS AND IT WOULD NOT. I THEN STOOD BY THE FLT DIRECTOR AND 
ADVISED THE FO TO FLY RAW DATA. WE THEN FLEW THE REMAINDER OF THE ILS 
WITH RAW DATA. ON THE GND, WE DISCUSSED THE INCIDENT AND THE FO HAS 
NO IDEA WHY OR HOW WE MISSED THE ALT. I BELIEVE HE WAS PAYING ATTN TO 
THE INTERCOM AND NOT FLYING THE AIRPLANE. ONCE THE DEV OCCURRED WITH 
THE AUTOMATIC DISCONNECT OF THE AUTOPLT DUE TO THE EGPWS IT INHIBITS 
THE AUTOPLT FOR A PERIOD OF TIME. THE SCREEN HAD BEEN GOING TO DIM FOR 
SEVERAL DAYS AND NO ONE HAD BROUGHT IT TO THE ATTN OF MAINT. I 
LEARNED WHEN IT GETS HOT, IT MAY AUTOMATICALLY DIM TO COOL. THE PAX 
WAS TAKEN TO THE AMBULANCE AND THEN REFUSED MEDICAL ATTN. THE FO 
HAD ABOUT 15 HRS IN THE PLANE AND 121 ENVIRONMENT. I, AS THE PIC, 
BECAME DISTR AND FAILED TO KEEP MONITORING OUR FLT PATH. I FALSELY 
ASSUMED THAT SINCE HE WAS IN THE SEAT HE WOULD HAVE THE DISCIPLINE TO 
DO HIS SPECIFIC JOB. I NEED TO REMEMBER THAT IN THESE TYPES OF 
SITUATIONS THE FO MAY NOT HAVE THAT EXPERIENCE AND WILL ALSO BECOME 
DISTR. IN MY PREFLT BRIEFINGS, I WILL ALWAYS CLEARLY SPELL OUT THE 
DUTIES OF EACH FLT CREW MEMBER AND EMPHASIZE THE IMPORTANCE OF 
DOING OUR DUTIES AND THE DISCIPLINE OF NOT BECOMING DISTR. I ALSO 
NEED TO REMEMBER TO CLOSELY MONITOR ALL ASPECTS OF THE EMER AND 
REMEMBER TO FLY THE PLANE FIRST. NEVER WILL I FLY A PLANE WITH AN 
INTERMITTENT PROB THAT COULD AFFECT SAFETY OF FLT. NORMALLY, I WOULD 



HAVE TAKEN THE CTLS AND FLOWN THE ACFT MYSELF, BUT MY INST DISPLAY 
PROB DELAYED THAT AND ONCE I REGAINED MY SITUATIONAL AWARENESS A 
LONG PERIOD OF TIME HAD PASSED AND IT WAS SAFER TO ALLOW THE FO TO 
CONTINUE SINCE HE HAD CALMED DOWN AND WAS FLYING WITHIN PARAMETERS 
AGAIN. THE OTHER THING I NOTICED WE ALL GET VERY COMPLACENT WITH 
HAVING ALL OF THE EQUIP WORKING AND WHEN IT FAILED, WITHOUT PRACTICE, 
OUR INST SKILLS ARE RUSTY AT BEST. I WILL PRACTICE MORE AT FLYING THE 
GAUGES AND NOT ASSUME THAT THE FLT DIRECTOR WILL NEVER FAIL. ON THE 
GND, A RESET OF ALL THE SYS WAS DONE AND THE FLT DIRECTORS AND 
AUTOPLT RETURNED TO NORMAL OP. 

Synopsis 

DH8D OVERSHOT LEVELOFF WHILE BEING VECTORED FOR APCH, TRIGGERING 
LOW ALT ALERT AND EGPWS WARNING. FLT CREW EXECUTED PULL-UP, BUT THE 
FLT DIRECTOR AND AUTOPILOT COULD NOT BE ENGAGED. A RAW DATA APCH 
WAS FLOWN. 

  



 

ACN: 779841 

Time / Day 

Date : 200803 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 1700 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.TRACON : ZZZ.TRACON 
Operator.General Aviation : Personal 
Make Model Name : Lancair Columbia 
Operating Under FAR Part : Part 91 
Navigation In Use.ILS.Localizer & Glide Slope : 12 
Flight Phase.Descent : Approach 
Route In Use.Approach : Instrument Precision 
Route In Use.Arrival : On Vectors 

Person : 1 

Affiliation.Other : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Pilot : Instrument 
Qualification.Pilot : Private 
Experience.Flight Time.Last 90 Days : 80 
Experience.Flight Time.Total : 1100 
Experience.Flight Time.Type : 600 
ASRS Report : 779841 

Events 

Anomaly.Altitude Deviation : Excursion From Assigned Altitude 
Anomaly.Non Adherence : Clearance 
Anomaly.Other Anomaly : Unstabilized Approach 
Anomaly.Other Spatial Deviation  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Became Reoriented 
Resolutory Action.Flight Crew : Executed Go Around 

Assessments 

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



Narrative 

I HAD REQUESTED AND WAS TOLD TO EXPECT ILS RWY 9L AT ZZZ. A FEW MI 
FROM THE OM, ATC SWITCHED ME TO ILS 12 FOR NOISE ABATEMENT. I CHANGED 
THE APCH IN MY AVIONICS BUT DID NOT SUFFICIENTLY BRIEF THE APCH 
BECAUSE OF THE LAST MIN NOTICE OF THE CHANGE AND THE IMMEDIATE NEED 
TO INTERCEPT THE LOC. THE CTLR WAS SO BUSY THAT IT WAS ALMOST 
IMPOSSIBLE TO BREAK IN TO THE CHATTER. WHEN I WAS SECONDS FROM 
BLOWING THROUGH THE LOC, I BROKE IN TO REQUEST TURN TO INTERCEPT. HE 
GAVE ME THE TURN, TOLD ME TO MAINTAIN 1700 FT UNTIL ESTABLISHED AND 
CLRED FOR THE ILS. I THEN CANCELED IFR. HE ACKNOWLEDGED. I CHANGED 
FREQ. I APPEARED TO BE ESTABLISHED ON LOC BUT TOO HIGH FOR GS. I 
DSNDED QUICKLY TO CATCH THE GS. I PULLED PWR, SPD BRAKES UP, DSNDING 
MORE THAN 1000 FPM AND COULDN'T CATCH THE GS. THANK GOD IT WAS VMC 
SO AT 500 FT AGL, WHEN I COULD NOT IDENT THE RWY ENVIRONMENT, I 
REAPPLIED PWR AND CLBED. WHEN I LOOKED AT THE GPS, I WAS STILL 5 MI 
FROM THE ARPT. I HAD FOLLOWED A BAD GS. FALSE GS'S ARE NOT SUPPOSED TO 
EXIST BELOW THE REAL GS, BUT STANDING WATER OR INTERFERENCE MAY HAVE 
PLAYED A PART. IN THE END, NOTHING BAD HAPPENED. MY ONLY POTENTIAL 
VIOLATION WAS BEING TOO LOW OVER PEOPLE AND STRUCTURES. HAD I BEEN 
IMC, THE RESULT MAY NOT HAVE BEEN AS HAPPY. PROBABLE CAUSE: THE 
RUSHED CHANGING OF THE APCH DID NOT ALLOW ME SUFFICIENT TIME TO BRIEF 
IT PROPERLY. HAD I BRIEFED PROPERLY, I WOULD HAVE KNOWN TO NOT BEGIN 
MY DSCNT AS EARLY AS I DID. THE FALSE GS INDICATION WAS A CONTRIBUTING 
FACTOR. 

Synopsis 

IN AN ATTEMPT TO DESCEND TO CATCH A FALSE GS, A LANCAIR PLT DESCENDED 
TO 500 FT BEFORE REALIZING THAT HE WAS 5 MILES FROM THE ARPT. 




