ASRS Database Report Set

Controlled Flight Toward Terrain

Report Set Description..........ccooveveeeiinneenennns A sampling of reports referencing inadvertent
controlled flight towards terrain.

Update NUMDEr ... 22.0

Date of Update.......cccccveveveeieeieiicceee e November 27, 2012

Number of Records in Report Set...........c.cceenee.e. 50

Number of New Records in Report Set................ 48

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

displace a like number of the oldest records in the
Report Set, with the objective of providing the fifty
most recent relevant ASRS Database records. Records
within this Report Set have been screened to assure
their relevance to the topic.



National Aeronautics and
Space Administration

Ames Research Center
Moffett Field, CA 94035-1000

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 when evaluating these data
of the following points.

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.

Information contained in 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 perspective of the specific individual who is
describing their experience and perception of a safety related event.

After preliminary processing, all ASRS reports are de-identified and the identity of the individual
who submitted the report is permanently eliminated. All ASRS report processing systems are
designed to protect identifying information submitted by reporters; including names, company
affiliations, and specific times of incident occurrence. After a report has been de-identified, any
verification of information submitted to ASRS would be limited.

The National Aeronautics and Space Administration and its ASRS current contractor, Booz
Allen Hamilton, specifically disclaim any responsibility for any interpretation which may be
made by others of any material or data furnished by NASA in response to queries of the ASRS
database and related materials.

Feneln ) Countd

Linda J. Connell, Director
NASA Aviation Safety Reporting System



CAVEAT REGARDING USE OF ASRS DATA

Certain caveats apply to the use of ASRS 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, mechanics, flight attendants, dispatchers or other
participants in the aviation system are equally aware of the ASRS or may be equally willing to
report. Thus, the data can reflect reporting biases. These biases, which are not fully known or
measurable, may influence ASRS information. 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 aware of the ASRS program and more inclined to
report should an NMAC occur. Any type of subjective, voluntary reporting will have these
limitations related to quantitative statistical analysis.

One thing that can be known from ASRS data is that the number of reports received
concerning specific event types represents the lower measure of the true number of such
events that are occurring. For example, if ASRS receives 881 reports of track deviations in
2010 (this number is purely hypothetical), then it can be known with some certainty that at
least 881 such events have occurred in 2010. With these statistical limitations in mind, we
believe that the real power of ASRS data is the qualitative information contained in report
narratives. The pilots, controllers, and others who report tell us about aviation safety
incidents and situations in detail — explaining what happened, and more importantly, why it
happened. Using report narratives effectively requires an extra measure of study, but the
knowledge derived is well worth the added effort.



Report Synopses



ACN: 1030437 @ of50)

Synopsis
A B757-200 received a GPWS terrain warning on a circling approach when it
descended below procedure altitude. A climb to a safer altitude and a normal
landing was made.

ACN: 1028981 (2 ofs0)

Synopsis
ZOA Controller described a probable MVA event when traffic departing FAT was
restricted to 100 eastbound as per LOA. The reporter suggested needed changes to
the procedure.

ACN: 1027566 (3 of50)

Synopsis
The MTPP Runway 10 ILS glide slope directed an aircraft to land short of the
runway in the bay.

ACN: 1026424 4 ofs0)

Synopsis
P50 Controller described a below MVA event involving a FFZ departure assigned a
MESA1.MESA SID. The Controller claimed that the aircraft turned in the wrong
direction, adding that pilots seem to misunderstand the published procedure.

ACN: 1025167 (ofs0)

Synopsis
Flight crew departing MGW in VMC reports being instructed to climb on course and
maintain 3,000 FT. Leveling at 3,000 FT a terrain warning is annunciated and the
First Officer quickly requests a higher altitude and is cleared to 8,000 FT.

ACN: 1025125 (6 of 50)

Synopsis
Lear 35 First Officer descending to 2,000 FT on autopilot discovers at 1,400 FT that
the auto pilot has not captured the altitude and corrects.

ACN: 1023335 (7of50)

Synopsis
A DA-40 pilot taking off in IMC suffered and elevator trim failure with and
accompanying oral warning just as he entered the weather. The distractions caused
by the failure and the inability to silence the warning affected his control of the



aircraft's flight path and and ATC issued repeated low alitude alerts as he
approached hills on his departure route.

ACN: 1023155 (sofs0)

Synopsis
On a night visual approach to Runway 11L at TUS the flight crew of a B737-700
received Caution Terrain and "Pull Up Terrain" EGPWS warnings roughly 17 NM
from the airport. They complied with the terrain avoidance maneuver, tuned the
ILS and intercepted the GS from below, then continued to landing.

ACN: 1022040 (9 of 50)

Synopsis
B737-300 flight crew reports descending below a normal approach path during a
visual approach when the glide slope bar freezes in the centered position. The First
Officer's indications function normally, but are not being monitored and the low
approach is not detected until five miles from the field at 1,100 FT.

ACN: 1020942 (100f50)

Synopsis
Because they were flying in CAVU daylight conditions and were familiar with the
area the flight crew of an unidentified Part 91 passenger flight aircraft chose not to
respond to an apparently anomalous EGPWS "Terrain" warning.

ACN: 1020427 @1 o0f50)

Synopsis
A C-182RG pilot departing HND was given a Terrain Alert by ATC when he
improperly maintained his climb rate at or above 481 feet per minute, rather than
the 481 feet per mile as required for terrain clearance.

ACN: 1020158 12 of50)

Synopsis
A Mooney M20J pilot reported getting a low altitude alert from the CDW Tower on
visual approach to Runway 4.

ACN: 1019562 @3o0f50)

Synopsis
Air Carrier flight crew reported being vectored toward mountainous terrain on
arrival to MMTO.

ACN: 1018078 (14 of 50)



Synopsis
A HCF Controller had a below MVA event with traffic on the LOC/DME BC at KOA
executing a missed approach procedure turning in the wrong direction.

ACN: 1017129 @s5ofs0)

Synopsis
A B737-700 flight crew, cleared for a visual approach from a long left base to MAF
Runway 16R, determined they were too high and requested a 270 degree turn to
lose altitude and establish a stabilized approach. While doing so they allowed their
altitude to get too low and the Tower advised of a low altitude alert. They corrected
their rate of descent and contintued to an uneventful landing.

ACN: 1017083 (16 0f50)

Synopsis
ZLC Controller described a probable MIA infraction involving an EKO VFR departure
requesting IFR. The reporter acknowledged that a more thorough scan of the MIA
minimums on his part may have prevented the event.

ACN: 1016583 @17 of50)

Synopsis
NCT Controller described a possible MVA infraction involving a SQL departure
routed via V334. The reporter noted recent MVA increases and limited airspace
make this routing difficult to handle and suggests formalized SIDs to ease
workload.

ACN: 1015528 @asofs0)

Synopsis
An RA390 crew descending into a high altitude airport on a night VFR approach
executed the EGPWS escape maneuver following a "PULL UP" alert after 8,000 FT
was set in the altitude alert instead of 9,000 FT.

ACN: 1015343 (19 0of50)

Synopsis
An EMB145 crew on a Constant Angle Non Precision Approach (CANPA) set the
Mode Control Panel at the Decision Altitude. After becoming distracted they
descended early, 600 FT below the Final Approach Fix altitude.

ACN: 1014920 (20 of 50)

Synopsis



ZLC Controller described a below MVA event after issuing an altitude believed to be
in MVA compliance but that was in fact below required standards. The Controller
listed a number of distractions as causal factors.

ACN: 1014746 (210f50)

Synopsis
A B747-400 Captain reported his airline was using Northern hemisphere airports as
enroute re-dispatch destinations and as alternates despite NOTAMs precluding the
use of their approaches due to excessive differences between the actual current
magnetic variation and those utilized by FMS databases and chart makers.

He declared he has been repeatedly rebuffed by all responsible parties in his
attempts to ensure that magnetic variations utilized by aircraft navigation
databases and aero charts are regularly updated so as to comport to current actual
variations. He believes differences at some remote airports are sufficient to result
in CFTT or even CFIT events.

ACN: 1014639 (22 0f50)

Synopsis
A DC-9 Captain reported he was alerted by ATC during a visual approach of a low
altitude deviation.

ACN: 1014458 (230f50)

Synopsis
HCF Controller described a below MVA event resulting from an apparent aircraft
performance issue. The reporter noted that this performance limitation should have
been reported by the flight crew before the flight.

ACN: 1014203 (24 of 50)

Synopsis
A pilot unfamiliar with an aircraft's RNAV equipment became distracted during the
approach and descended below the final approach fix altitude where ATC notified
him of a low altitude warning.

ACN: 1013943 (250f50)

Synopsis
MUZ2 pilot reports loss of situational awareness after takeoff from SNA at night in
IMC employing noise abatement procedures. The reporter found himself in a turn
and descending through 800 FT before correcting and being issued a vector by ATC.
Lack of recent night IMC experience and familiarity with the aircraft were cited as
factors.

ACN: 1013802 (26 of 50)



Synopsis
A319 Captain reports getting low during a visual approach to CYYC due to an early
descent by ATC and the visual perception of the wide runway. The EGPWS sounds a
gear warning at 600 FT, the gear is extended and the approach continued to
landing.

ACN: 1013415 (270f50)

Synopsis
A BAe 500 flight crew flying the RNAV (GPS) Runway 7 approach to RUE in daylight
VMC received an EGPWS terrain warning as they intercepted the VGP near NACBI.
They believe the 1,800 FT range of hills as you approach NACBI at 2,800 MSL
combined with a moderately high glide slope results in a closure rate that triggers
the warning.

ACN: 1013048 (28 of 50)

Synopsis
When the pilot flying inadvertently failed to select the appropriate nav modes, a
B737-500, equipped with a single FMS and without a CRT map display, failed to
comply with track, altitude and minimum configuration airspeed constraints while
assigned the TIPTOE CHARTED VISUAL APPROACH to Runway 28L at SFO. They
had been cleared to fly the visual procedure side by side with another air carrier
aircraft flying the QUIET BRIDGE CHARTED VISUAL to Runway 28R. The reporters'
resultant flight path went through the extended centerline of 28L (separated by
only 750 FT from 28R) and their descent prior to receipt of a low altitude alert from
Approach Control was about 800 FT below their charted 1,900 crossing at BRI1JJ.
Both pilots stressed the inadequacy of the non-glass single FMS equipment for
terminal navigation, particularly with respect to closely spaced parallel approaches
which require side by side aircraft to join up from converging lateral tracks.

ACN: 1012977 (29 of 50)

Synopsis
After being redirected from their original approach due to weather the flight crew of
an MD-88 were not fully prepared for their second, non-precision, approach to
another runway and descended below their MDA. A timely low altitude alert from
the Tower both prevented further error and allowed the approach to be successfully
concluded when the flight crew made visual contact with the runway.

ACN: 1010987 (30 of 50)

Synopsis
A Cargo flight crew described fatigue induced communication and procedural errors
during flight after their inability to sleep during the previous daylight rest cycle.

ACN: 1010742 (310f50)



Synopsis
B737-700 First Officer reports descending below MVA during a night visual
approach to Runway 11L at TUS after a last minute runway change from Runway
29R. The reporter was attempting to descend to the FAF altitude prior to reaching
CALLS. The crew, ATC, and the EGPWS all became concerned at the same time and
corrective action was taken.

ACN: 1010598 (32 0f50)

Synopsis
A CRJ200 on a night visual to TUS Runway 11L received an EGPWS Terrain Warning
at about 5,200 FT 2 miles prior to CALLS and executed the escape maneuver just
as ATC called to notify them about that location's 5,900 FT MVA.

ACN: 1010007 (330f50)

Synopsis
Unanticipated IMC, no available ILS and fatigue combined to cause a breakdown in
CRM on the flight deck, an eventual poorly managed go around for a B757-200
flight crew.

ACN: 1009804 (34 of 50)

Synopsis
A BE35 pilot descended to 1,500 FT before crossing the initial approach fix 2,500 FT
constraint because he was using the autopilot Vertical Speed mode while managing
the landing gear and monitoring LOC capture, but with glideslope capture not
armed.

ACN: 1008529 (350f50)

Synopsis
A PA-32R pilot reported misreading the chart and descending to 200 FT AGL in the
pattern at T31.

ACN: 1008521 (36 0f50)

Synopsis
BE36 pilot reported descending below clearance limit toward terrain on approach to
MTN.

ACN: 1007323 (3707 50)

Synopsis
Enroute Controller described a below MIA event when IFR traffic encountered icing
and initiated a descent below the MIA, the reporter noting improved weather
information may have provided a heads-up on the existing condition.



ACN: 1007315 (38of50)

Synopsis
HCF Controller described a below MVA event apparently a result of confusion with
regard to specifics issued during a visual approach.

ACN: 1006832 (39 of 50)

Synopsis
SCT Controller described a below MVA event when issuing the correct descent
clearance, but then failed to hear the incorrect read back by the pilot. The reporter
listed radio equipment as a possible contributing factor.

ACN: 1006821 40 of50)

Synopsis
The pilot of small jet reported that while on vectors for RAP Runway 32,
thunderstorms, rain, and down drafts caused him to descend to 4,800 FT, which
prompted ATC to issue a low altitude alert as he attempted to correct.

ACN: 1006663 (41 of 50)

Synopsis
CLE Controller described a below MVA event when traffic vectored to the localizer
failed to intercept as expected. The reporter also listed a failure to provide
exit/entering Class B information during the occurrence.

ACN: 1006554 (42 of 50y

Synopsis
Flight crew describes an arrival and RNAV 28 approach to a displaced threshold at
SBGL. A mis-set altimeter and ATC adjustments to speed and altitude result in
deviations below the initial approach fix altitude and the Captain assuming pilot
flying duties.

ACN: 1006246 43 of50)

Synopsis
A B737-300 flight crew reported receiving a GPWS alert for terrain on approach to
SAN.

ACN: 1006147 (44 of50)

Synopsis
After a late descent clearance from cruise into CRW, a Captain lowered the landing
gear to regain the profile and at a high rate descended 900 FT below the ATC
cleared 3,100 FT.



ACN: 1006062 s of 50)

Synopsis
TRACON Controller described a below MVA event when handling an IFR aircraft as a
VFR and issuing a descent to below MVA limitations. The reporter listed lack of
vigilance as the primary contributing factor.

ACN: 1005647 (46 of50)

Synopsis
An air carrier Captain reported receiving an altitude alert from Approach Controller
and EGPWS on visual approach to ABQ. Escape maneuver was executed and a
normal visual approach and landing followed.

ACN: 1005393 47 0f50)

Synopsis
A319 Captain describes receiving a terrain warning during a night visual approach
to Runway 26 at ABQ and executing a go around. The second approach is
successful.

ACN: 1004920 (s of 50)

Synopsis
Tower Controller described a "Low Altitude" alert event when traffic on the ILS
descended below the published mandatory altitudes, the reporter listing possible
confusion regarding flight plan status and weather conditions as contributing
factors.

ACN: 996655 49 of50)

Synopsis
Small aircraft pilot reports striking trees during night visual approach to NO7. Glare
from runway lights affected the pilot's ability to see the trees until too late to
evade.

ACN: 994079 (50 of 50)

Synopsis
TRACON Controller providing OJT described an event where they cleared an aircraft
to descend below the MVA while distracted by an overtake "wake" situation on final
and then failing to note an incorrect altitude assignment.



Report Narratives



Time / Day
Date : 201208
Place

Locale Reference.Airport : EWR.Airport
State Reference : NY

Aircraft

Reference : X

ATC / Advisory.Tower : EWR
Aircraft Operator : Air Carrier

Make Model Name : B757-200
Operating Under FAR Part : Part 121
Mission : Passenger

Flight Phase : Final Approach
Airspace.Class B : EWR

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1030437
Human Factors : Situational Awareness

Events

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : Unstabilized Approach
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Automation : Aircraft Terrain Warning

When Detected : In-flight

Result.Flight Crew : Became Reoriented

Assessments

Contributing Factors / Situations : Human Factors
Primary Problem : Human Factors

Narrative: 1

At approximately 1,200 MSL, | broke off the ILS to 22R and began my circling
maneuver to Runway 29. Runway 29 had been programmed into the FMCS with a 5
nm runway extension. On downwind ATC directed us to start our base turn inside
the 5 mile fix. Once established on base leg, | could not see the runway from my



seat, so | started a turn toward the runway and began a gradual descent. Since
much of my attention was devoted to trying to locate the runway, | descended
lower than I intended. When the GPWS obstacle warning sounded, we initiated a
go-around and landed on 22R. In my 14 years as Captain on the 757, this was my

first circle to land maneuver. In hindsight, | would have made a three mile fix and
[used] LNav to the fix.

Synopsis

A B757-200 received a GPWS terrain warning on a circling approach when it
descended below procedure altitude. A climb to a safer altitude and a normal
landing was made.



Time / Day

Date : 201208
Local Time Of Day : 1201-1800

Place

Locale Reference.ATC Facility : ZOA.ARTCC
State Reference : CA
Altitude.MSL.Single Value : 10000

Aircraft

Reference : X

ATC / Advisory.Center : ZOA

Aircraft Operator : Air Carrier

Make Model Name : Light Transport, High Wing, 2 Turboprop Eng
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Flight Phase : Initial Climb

Airspace.Class E : ZOA

Person

Reference : 1

Location Of Person.Facility : ZOA.ARTCC

Reporter Organization : Government

Function.Air Traffic Control : Enroute
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1028981
Human Factors : Other / Unknown

Events

Anomaly.ATC Issue : All Types
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Air Traffic Control
Result.General : None Reported / Taken

Assessments

Contributing Factors / Situations : Procedure
Primary Problem : Procedure

Narrative: 1

An Air Carrier was climbing eastbound from FAT, Standard Procedure, handed off to
Sector 16/22 climbing to 100. Aircraft did not check on with ZOA sector. We
attempted to establish communication, but were unable for several minutes. The
aircraft remained level at 100 while flying into an area of high terrain just a few
miles east of FAT Approach airspace. After several radio calls (many with



instructions to climb) the aircraft was observed beginning a climb. A couple of
minutes later, when communications were established, the aircraft did report the
terrain in sight and that they would accept a VFR climb. The aircraft was issued a
climb to FL230 and a read back was received. | believe the procedure of FAT
Approach climbing departures to 100 eastbound and then transferring
communication to ZOA is not safe. Before communications are transferred, the
aircraft should have clearance to an altitude that is safe for their route of flight.
Perhaps for eastbound aircraft, FAT should call and request permission for a higher
altitude.

Synopsis

ZOA Controller described a probable MVA event when traffic departing FAT was
restricted to 100 eastbound as per LOA. The reporter suggested needed changes to
the procedure.



Time / Day
Date : 201207

Place

Locale Reference.Airport : MTPP.Airport
State Reference : FO
Altitude.AGL.Single Value : 800

Environment
Flight Conditions : VMC
Aircraft

Reference : X

ATC / Advisory.Tower : MTPP

Aircraft Operator : Air Carrier

Make Model Name : Commercial Fixed Wing
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Flight Phase : Initial Approach

Route In Use : Visual Approach

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1027566
Human Factors : Confusion

Human Factors : Workload

Events

Anomaly.Aircraft Equipment Problem : Critical
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Assessments

Contributing Factors / Situations : ATC Equipment / Nav Facility / Buildings
Contributing Factors / Situations : Airport
Primary Problem : ATC Equipment / Nav Facility / Buildings



Narrative: 1

Captured the glide slope from above in visual conditions. Had higher than normal
sink rate and touchdown point appeared to be in the water about 1.5 miles out
from runway. Left engaged to see what would happen, and took over manually at
800 FT. Would have made a big splash. Duplicated this again on same flight on the
several days later.

Synopsis

The MTPP Runway 10 ILS glide slope directed an aircraft to land short of the
runway in the bay.



Time / Day

Date : 201207
Local Time Of Day : 1801-2400

Place

Locale Reference.Airport : FFZ.Airport
State Reference : AZ
Altitude.MSL.Single Value : 3000

Aircraft

Reference : X

ATC / Advisory. TRACON : P50
Aircraft Operator : Corporate

Make Model Name : Eclipse 500
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : IFR

Flight Phase : Cruise

Route In Use.SID : MESA ONE
Airspace.Class D : FFZ

Person

Reference : 1

Location Of Person.Facility : P50.TRACON
Reporter Organization : Government
Function.Air Traffic Control : Approach
Function.Air Traffic Control : Departure
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1026424
Human Factors : Confusion

Human Factors : Situational Awareness
Human Factors : Communication Breakdown
Analyst Callback : Attempted

Events

Anomaly.Deviation - Track / Heading : All Types
Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Air Traffic Control : Issued New Clearance

Assessments

Contributing Factors / Situations : Procedure
Contributing Factors / Situations : Human Factors



Contributing Factors / Situations : Chart Or Publication
Primary Problem : Human Factors

Narrative: 1

Falcon Tower requested a release on an EA50. The aircraft departed on the Mesa
One Departure but turned northbound to join his flight plan instead of remaining on
the SID and flying southwest bound. The aircraft was level at 3,000 FT and only a
mile from a 4,500 FT MVA by the time | established radio communication. | climbed
the aircraft to 6,000 FT but it still entered the 4,500 FT MVA while it was at 3,000
FT. I asked the pilot if it could maintain its own terrain clearance. The pilot
responded affirmative so | instructed the aircraft to do that then coordinated with
the adjacent sectors for a hand off. There seems to be a lot of problems with pilots
understanding the Mesa One SID; maybe some education or a better description on
the SID itself to help with confusion.

Synopsis

P50 Controller described a below MVA event involving a FFZ departure assigned a
MESA1.MESA SID. The Controller claimed that the aircraft turned in the wrong
direction, adding that pilots seem to misunderstand the published procedure.



Time / Day

Date : 201207
Local Time Of Day : 0601-1200

Place

Locale Reference.Airport : MGW.Airport
State Reference : WV

Relative Position.Angle.Radial : 100
Relative Position.Distance.Nautical Miles : 4
Altitude.MSL.Single Value : 3000

Environment

Flight Conditions : VMC
Light : Daylight
Ceiling.Single Value : 10000

Aircraft

Reference : X

ATC / Advisory. TRACON : CKB
Aircraft Operator : Air Carrier

Make Model Name : SF 340B

Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Passenger

Flight Phase : Initial Climb
Airspace.Class D : MGW

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
Qualification.Flight Crew : Multiengine
Experience.Flight Crew.Total : 4100
Experience.Flight Crew.Last 90 Days : 30
Experience.Flight Crew.Type : 1600

ASRS Report Number.Accession Number : 1025167
Human Factors : Situational Awareness

Human Factors : Communication Breakdown
Communication Breakdown.Partyl : Flight Crew
Communication Breakdown.Party2 : ATC

Events



Anomaly.ATC Issue : All Types

Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Automation : Aircraft Other Automation
Detector.Person : Flight Crew

When Detected : In-flight

Result.Flight Crew : Requested ATC Assistance / Clarification
Result.Air Traffic Control : Issued New Clearance

Assessments

Contributing Factors / Situations : Human Factors
Contributing Factors / Situations : Airport
Primary Problem : Human Factors

Narrative: 1

While departing from MGW, we were cleared for takeoff, on course, and maintain
3,000 FT. As we taxied onto the runway, the First Officer and | looked at each other
with a question on our faces as he read back the takeoff instructions and reached
up to the altitude preselector and dialed it from 8,000 down to 3,000 FT.
Morgantown Tower did not correct him, so we performed a normal takeoff with a
left turn on course and a climb up to 3,000 FT. After the switch over to the
Departure frequency, and while leveling off at 3,000 FT, the GPWS activated with a
"terrain” warning. The First Officer immediately checked in and requested higher.
The Controller responded with "climb and maintain 8,000 FT." After I initiated the
climb, there were no subsequent GPWS hits and the flight continued uneventfully.

Synopsis

Flight crew departing MGW in VMC reports being instructed to climb on course and
maintain 3,000 FT. Leveling at 3,000 FT a terrain warning is annunciated and the
First Officer quickly requests a higher altitude and is cleared to 8,000 FT.



Time / Day

Date : 201207
Local Time Of Day : 1801-2400

Place

Locale Reference.Airport : 1AH.Airport

State Reference : TX

Relative Position.Distance.Nautical Miles : 10
Altitude.MSL.Single Value : 2000

Environment

Flight Conditions : VMC
Weather Elements / Visibility.Visibility : 10
Light : Night

Aircraft

Reference : X

ATC / Advisory.Tower : I1AH
Aircraft Operator : Air Taxi

Make Model Name : Learjet 35
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 135
Flight Plan : IFR

Mission : Passenger

Flight Phase : Initial Approach
Route In Use.STAR : ROKIT ONE
Airspace.Class B : IAH

Component

Aircraft Component : Altitude Hold/Capture
Aircraft Reference : X
Problem : Malfunctioning

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Taxi
Function.Flight Crew : First Officer
Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Multiengine
Qualification.Flight Crew : Air Transport Pilot (ATP)
Qualification.Flight Crew : Flight Instructor
Experience.Flight Crew.Total : 3400
Experience.Flight Crew.Last 90 Days : 88
Experience.Flight Crew.Type : 1353



ASRS Report Number.Accession Number : 1025125
Human Factors : Distraction

Events

Anomaly.Deviation - Altitude : Overshoot

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Procedural : Clearance

Anomaly.Inflight Event / Encounter : Weather / Turbulence
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew

Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Flight Crew : Returned To Clearance

Result.Air Traffic Control : Issued Advisory / Alert

Assessments

Contributing Factors / Situations : Weather
Contributing Factors / Situations : Human Factors
Contributing Factors / Situations : Aircraft
Primary Problem : Human Factors

Narrative: 1

We were descending for landing at IAH on the ROKIT1 arrival. Approach Control
had advised to expect the ILS to 27, but said the Tower may offer 15R. We were
cleared down to 3,000 FT. Approach asked if we had the field about 10 miles out at
10 o'clock, but neither of us could see any runway lights nor the beacon. We were
still on the arrival route so the field was not directly in front of us. Approach again
asked if we had the field at 8 miles out and cleared us down to 2,000 FT. The pilot
not flying set 2,000 FT in the pre-selector and | initiated the descent using the
autopilot. We told the Controller our windshield was somewhat fogged up and that
neither of us could see the field. We were handed off to the Tower at some point
and I'm not sure when in the event it was as | was focused on finding the field.
Tower offered us 15R but we still could not find the field. | looked back to our
instruments and realized that the autopilot had not captured the 2,000 FT altitude
in the pre-selector which happens occasionally and we know to verify the capture. |
missed it because | was so intent on finding the field. At approximately 1,400 FT
MSL | applied power, disconnected the Autopilot, and climbed back to 2,000 FT.
The Controller said he showed us low and reminded us we were assigned 2,000 FT
and we acknowledged we were already correcting. We passed the last fix on the
arrival and were just continuing on present heading when we acquired 15R. We
were too close to make a visual approach so we requested vectors to the 27 ILS
and the pilot not flying put that back in the FMS. We were vectored onto the
approach and landed uneventfully.

Synopsis

Lear 35 First Officer descending to 2,000 FT on autopilot discovers at 1,400 FT that
the auto pilot has not captured the altitude and corrects.



Time / Day

Date : 201207
Local Time Of Day : 0601-1200

Place

Locale Reference.Airport : AVP.Airport
State Reference : PA

Relative Position.Angle.Radial : 220
Relative Position.Distance.Nautical Miles : 5
Altitude.MSL.Single Value : 3000

Environment

Flight Conditions : IMC

Weather Elements / Visibility.Visibility : O
Light : Daylight

Ceiling.Single Value : 1000

Aircraft

Reference : X

ATC / Advisory. TRACON : AVP
Aircraft Operator : Personal

Make Model Name : DA40 Diamond Star
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Passenger

Flight Phase : Climb

Route In Use : Vectors
Airspace.Class D : AVP

Component

Aircraft Component : Elevator Trim System
Aircraft Reference : X
Problem : Failed

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck
Reporter Organization : Personal
Function.Flight Crew : Single Pilot
Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Private
Qualification.Flight Crew : Instrument
Experience.Flight Crew.Total : 700
Experience.Flight Crew.Last 90 Days : 14



Experience.Flight Crew.Type : 35

ASRS Report Number.Accession Number : 1023335
Human Factors : Communication Breakdown
Human Factors : Confusion

Human Factors : Distraction

Human Factors : Troubleshooting

Human Factors : Workload

Human Factors : Human-Machine Interface
Human Factors : Situational Awareness

Human Factors : Training / Qualification
Communication Breakdown.Partyl : Flight Crew
Communication Breakdown.Party2 : ATC

Events

Anomaly.Aircraft Equipment Problem : Critical
Anomaly.Deviation - Track / Heading : All Types
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : Loss Of Aircraft Control
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Automation : Aircraft Other Automation
Detector.Person : Air Traffic Control
Detector.Person : Flight Crew

Were Passengers Involved In Event : N

When Detected : In-flight

Result.Flight Crew : Overcame Equipment Problem
Result.Flight Crew : Became Reoriented
Result.Flight Crew : Returned To Clearance
Result.Flight Crew : Regained Aircraft Control
Result.Air Traffic Control : Issued Advisory / Alert

Assessments

Contributing Factors / Situations : Weather
Contributing Factors / Situations : Human Factors
Contributing Factors / Situations : Airport
Contributing Factors / Situations : Aircraft
Primary Problem : Aircraft

Narrative: 1

| departed Runway 22 at AVP on an IFR flight plan to JYO. During the departure the
Controller issued a low altitude alert after which | expedited my climb and returned
to course without further incident. This alert was precipitated by my inadequate
response to autopilot failure during departure combined with several other
distracting factors.

After takeoff at approximately 1,000 AGL and just prior to entering IMC | engaged
the autopilot. Shortly afterwards just | was entering IMC conditions a "trim failure™
was announced with accompanying loud and continuously ringing chime. |
disengaged the autopilot and began hand flying as | entered IMC. Although the
autopilot was off, that did not stop the trim failure notice/chime. During this time or
shortly before, the Controller also issued a descent clearance to a similar tail
number, which | enquired about, issued traffic warnings and cleared me to a new
waypoint. I was just entering the new waypoint into the Garmin 430 as | was hand



flying, when the Controller alerted me of the low altitude. All this had combined to
lead me to go off course.

Upon receiving the alert | [concentrated on] aviating, expedited my climb and
returned to the proper course. [While my attention was concentrated on correcting
my course and altitude] the Controller was, as he should, continuously calling my
tail number [to insure | had received his warning].

Around 4,000 AGL I broke out of the clouds into VFR conditions. | finally got the
chime to stop by pushing the annunciate button and pulled and reset the circuit
breaker for the autopilot, which fixed the trim failure.

Although current via hooded flight, this was my first flight in actual IMC in six
months and first departure in IMC in a while.

I had failed to concentrate on the climb and the course FIRST. Unlike where |
normally fly, there is mountainous terrain near the departure course from AVP.
Second, | should have practiced and memorized the autopilot failures (this was my
first ever) and responses on a more frequent basis. Last, while it is usually a good
idea to check controller instructions when you think it might be for you but are not
certain, in this case the instruction was so clearly inconsistent with my flight
(descend vice climb) that | should have waited until | had the situation sorted out.

To help ensure that | do not repeat these mistakes | will get together with my
instructor and fly simulated IFR departures and approaches, with emergencies,
hand flying, and simulated autopilot failure. | will also seek out more IMC weather
for practice. In addition, | will review the emergency procedures for the DA40, with
a special emphasis on the autopilot. Finally, | will study all future departures
THROUGHLY.

Synopsis

A DA-40 pilot taking off in IMC suffered and elevator trim failure with and
accompanying oral warning just as he entered the weather. The distractions caused
by the failure and the inability to silence the warning affected his control of the
aircraft's flight path and and ATC issued repeated low alitude alerts as he
approached hills on his departure route.



Time / Day

Date : 201207
Local Time Of Day : 1801-2400

Place

Locale Reference.ATC Facility : TUS.TRACON
State Reference : AZ
Altitude.MSL.Single Value : 5500

Environment

Flight Conditions : VMC
Light : Night

Aircraft

Reference : X

ATC / Advisory. TRACON : TUS
Aircraft Operator : Air Carrier

Make Model Name : B737-700

Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Passenger

Flight Phase : Initial Approach
Airspace.Class E : TUS

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Pilot Flying

Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Last 90 Days : 204
Experience.Flight Crew.Type : 8800

ASRS Report Number.Accession Number : 1023155

Person : 2

Reference : 2

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Not Flying
Experience.Flight Crew.Last 90 Days : 65

ASRS Report Number.Accession Number : 1023140



Human Factors : Human-Machine Interface
Human Factors : Confusion
Human Factors : Situational Awareness

Events

Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Automation : Aircraft Terrain Warning

Were Passengers Involved In Event : N

When Detected : In-flight

Result.Flight Crew : FLC complied w / Automation / Advisory

Assessments

Contributing Factors / Situations : Human Factors
Contributing Factors / Situations : Company Policy
Contributing Factors / Situations : Airport

Primary Problem : Human Factors

Narrative: 1

Coming in for a visual approach and landing at Tucson to end our duty day. It was
night, VFR. Our clearance was to proceed direct to CALLS and descend to 6000 FT.
As we descended, we got and maintained visual contact with Runway 11L. |
checked the minimum altitude for CALLS, which was 5,000 FT and confirmed that
altitude with the First Officer. While I knew the high terrain was just to the west of
centerline, | did not verify the altitude of the terrain, which was 4,600 FT. As we
approached the terrain, | continued to crosscheck the terrain display on my
instruments. The First Officer backed it up as well.

Soon after we passed through 6,000, we got a "Caution Terrain" warning. As | was
reaching to take control of the aircraft, the caution changed to a GPWS "Pull Up
Terrain” command. The First Officer stated we have to perform a terrain avoidance
maneuver as | was switching off the automation. | added power and was
approaching a 20 degree deck angle when we passed through 5,700 FT and the
Terrain Warning terminated. | leveled the plane, captured ILS glide path prior to
CALLS, and completed the approach and landing. At no time did we lose sight of
the runway.

| should have taken the time to review the elevation of that terrain before the
approach. Definitely don't descend below 6,000 FT until past that hill.

Narrative: 2

On a visual approach to 11L in TUS, we received a "Caution Terrain" followed by
"Pull Up Terrain"” Warning at 5,500 FT MSL approximately 17 NM from the airport
while following another aircraft.

Next time approaching 11L from the northwest, | will tune the ILS at a point
outside of CALLS to provide terrain clearance around CALLS.

Synopsis

On a night visual approach to Runway 11L at TUS the flight crew of a B737-700
received Caution Terrain and "Pull Up Terrain" EGPWS warnings roughly 17 NM
from the airport. They complied with the terrain avoidance maneuver, tuned the
ILS and intercepted the GS from below, then continued to landing.



Time / Day

Date : 201207
Local Time Of Day : 0601-1200

Place

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

Relative Position.Distance.Nautical Miles : 5
Altitude.MSL.Single Value : 1100

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory. TRACON : ZZZ
Aircraft Operator : Air Carrier

Make Model Name : B737-300

Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Flight Phase : Initial Approach
Route In Use : Visual Approach
Airspace.Class B : ZzzZ

Component

Aircraft Component : ILS/VOR
Aircraft Reference : X
Problem : Malfunctioning

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Last 90 Days : 151
Experience.Flight Crew.Type : 14000

ASRS Report Number.Accession Number : 1022040
Human Factors : Situational Awareness

Human Factors : Training / Qualification

Person : 2



Reference : 2

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Not Flying

ASRS Report Number.Accession Number : 1023923
Human Factors : Situational Awareness

Events

Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.Deviation - Procedural : FAR

Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew

Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Flight Crew : Returned To Clearance

Result.Flight Crew : Overcame Equipment Problem
Result.Aircraft : Equipment Problem Dissipated

Assessments

Contributing Factors / Situations : Human Factors
Contributing Factors / Situations : Aircraft
Primary Problem : Human Factors

Narrative: 1

Cleared visual approach in VMC, autopilot engaged, intercepted heading in descent
out of about 3,000 FT, glide slope centered, and set zero altitude when cleared for
visual. VOR/LOC captured, pressed APP, and glide slope captured. Then, about
1,100 FT five miles out, | realized the runway looked a little flat, disconnected
autopilot, and leveled off. Then, got an altitude alert from Tower, but had already
leveled off, and continued to intercept normal glide path for normal landing. Glide
slope needle was stuck on center indicating we were on path and autopilot was
coupled. We recycled my HSI switch and then got an accurate glide slope reading,
so must not have been a signal problem. First Officer's glide slope was working
properly. Did not write it up because recycling the HSI switch fixed the problem and
could not duplicate the sticking. Never thought an autopilot would couple to a stuck
glide slope needle. | should have set 1,500 FT FAF altitude in the window and
crosschecked with DME. Better crew coordination of cross checking glide slope
needles and call outs would have also helped.

Narrative: 2

During visual approach autopilot on the Captain's side directed the aircraft to follow
the localizer/glide slope by selecting Approach. Everything seemed normal until
approximately 1,500 FT. I noticed we were unusually low at the same time as the
Captain. While | was attempting to reconcile why our indications didn't match, the
Captain disconnected the autopilot and began to intercept a normal glide path. |
verified my glide slope needle was accurate and | selected his NAV VOR switch from
VOR to NAV and back. The indication was normal after this. During this time Tower
issued an altitude alert. The Captain regained a normal flight path and landed



safely. | should have been monitoring my glide slope in addition to the visual
profile.

Synopsis

B737-300 flight crew reports descending below a normal approach path during a
visual approach when the glide slope bar freezes in the centered position. The First
Officer's indications function normally, but are not being monitored and the low
approach is not detected until five miles from the field at 1,100 FT.



Time / Day

Date : 201207
Local Time Of Day : 1801-2400

Place

Locale Reference.Airport : OWD.Airport
State Reference : MA

Relative Position.Distance.Nautical Miles : 6
Altitude.MSL.Single Value : 2000

Environment
Flight Conditions : VMC
Aircraft

Reference : X

ATC / Advisory. TRACON : A90
Aircraft Operator : Air Carrier
Make Model Name : Any Unknown or Unlisted Aircraft Manufacturer
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Passenger

Flight Phase : Climb

Flight Phase : Initial Climb
Airspace.Class E : A90

Component

Aircraft Component : GPWS
Aircraft Reference : X
Problem : Design

Problem : Malfunctioning

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Function.Flight Crew : Pilot Flying

Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1020942
Human Factors : Situational Awareness

Events

Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew



When Detected : In-flight
Result.General : None Reported / Taken

Assessments

Contributing Factors / Situations : Airport
Contributing Factors / Situations : Aircraft
Primary Problem : Ambiguous

Narrative: 1

On initial climb, Tower issued a climb to 2,000 FT MSL and a westerly heading.
After initial check-in with TRACON, we maintained our initial instructions and
leveled at 2,000 FT. We were then issued a turn to the south, and upon entering
the turn in a timely manner, approximately 6 NM West of the airport, we received
an aural GPWS warning "terrain terrain, pull up”. At this point, we were in day VMC
conditions and referenced the terrain page and continued the turn. There was only
one warning cycle given and evasive action was not initiated due to fact that we
were in day VMC, myself and the First Officer were familiar with the area, no
conflicting obstacles were noted on the terrain page nor visually, and the aural
warning had stopped. | believe that the only obstacle in our vicinity which could
have been calculated by the terrain system as a potential conflict was an 878 FT
MSL tower. The flight continued without incident.

Not knowing the minimum vectoring altitude in the area, it is difficult to tell the
root cause of the event, whether we were taken too far West for our assigned
altitude or if the GPWS system logic and parameters were responsible. The GPWS
did test successfully before the flight as well as each flight since.

Synopsis

Because they were flying in CAVU daylight conditions and were familiar with the
area the flight crew of an unidentified Part 91 passenger flight aircraft chose not to
respond to an apparently anomalous EGPWS "Terrain" warning.



Time / Day

Date : 201206
Local Time Of Day : 0601-1200

Place

Locale Reference.Airport : HND.Airport
State Reference : NV

Relative Position.Angle.Radial : 180
Relative Position.Distance.Nautical Miles : 6
Altitude.MSL.Single Value : 4500

Environment

Flight Conditions : VMC

Weather Elements / Visibility.Visibility : 10
Light : Daylight

Ceiling.Single Value : 12000

RVR.Single Value : 15000

Aircraft

Reference : X

ATC / Advisory.TRACON : L30
Aircraft Operator : Personal

Make Model Name : Skylane 182/RG Turbo Skylane/RG
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Personal

Flight Phase : Initial Climb

Route In Use : Vectors
Airspace.Class B : LAS

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck
Reporter Organization : Personal
Function.Flight Crew : Pilot Flying
Function.Flight Crew : Single Pilot
Qualification.Flight Crew : Private
Qualification.Flight Crew : Instrument
Experience.Air Traffic Control.Radar : 1
Experience.Flight Crew.Total : 290
Experience.Flight Crew.Last 90 Days : 55
Experience.Flight Crew.Type : 220

ASRS Report Number.Accession Number : 1020427



Human Factors : Situational Awareness
Human Factors : Confusion

Events

Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Air Traffic Control

Were Passengers Involved In Event : N

When Detected : In-flight

Result.Flight Crew : Became Reoriented

Result.Air Traffic Control : Issued Advisory / Alert

Assessments

Contributing Factors / Situations : Procedure
Contributing Factors / Situations : Human Factors
Contributing Factors / Situations : Chart Or Publication
Primary Problem : Human Factors

Narrative: 1

On the departure from HND | was incorrectly maintaining 481 feet per minute or
better instead of 481 feet per mile. The Controller asked for best rate and |
corrected the problem quickly by asking for a brief shuttle climb which he approved
but he still indicated he got an altitude alert. My terrain system never showed us
below 1,000 feet above the terrain. However, | recognize | did not comply with the
departure procedure. | have since reviewed this procedure with a flight instructor
and the routing which I correctly had and never deviated from but I did repeatedly
verify with the controllers that | was on the correct 080 radial and connected to the
correct airway. When | was handed off to LA Center, the Controller indicated he
was told | had trouble with the routing but I never deviated. In the future 1| will
make sure that | get the right climb rate based on the per mile not per minute
which will lower the concern when arriving or departing a new busy airspace like
Las Vegas allowing me to be more confident of the routing as well.

Synopsis

A C-182RG pilot departing HND was given a Terrain Alert by ATC when he
improperly maintained his climb rate at or above 481 feet per minute, rather than
the 481 feet per mile as required for terrain clearance.



Time / Day

Date : 201206
Local Time Of Day : 0601-1200

Place

Locale Reference.Airport : CDW.Airport
State Reference : NJ

Relative Position.Angle.Radial : 220

Relative Position.Distance.Nautical Miles : 10
Altitude.MSL.Single Value : 2000

Environment

Flight Conditions : VMC

Weather Elements / Visibility.Visibility : 10
Light : Daylight

Ceiling.Single Value : 6000

Aircraft

Reference : X

ATC / Advisory.Tower : CDW
Aircraft Operator : Personal

Make Model Name : M-20 J (201) / Allegro
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Personal

Flight Phase : Initial Approach
Route In Use : Visual Approach
Airspace.Class D : CDW

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck
Reporter Organization : Personal
Function.Flight Crew : Pilot Flying
Function.Flight Crew : Single Pilot
Qualification.Flight Crew : Instrument
Qualification.Flight Crew : Private
Experience.Flight Crew.Total : 1195
Experience.Flight Crew.Last 90 Days : 40
Experience.Flight Crew.Type : 1195
ASRS Report Number.Accession Number : 1020158
Human Factors : Situational Awareness

Events



Anomaly.Inflight Event / Encounter : Unstabilized Approach
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Flight Crew : Became Reoriented

Result.Air Traffic Control : Issued Advisory / Alert

Assessments

Contributing Factors / Situations : Human Factors
Primary Problem : Human Factors

Narrative: 1

I was on an IFR flight plan to Caldwell, NJ (CDW). The airport was in sight and |
had received clearance for the visual approach to Runway 4. | was handed off to
Caldwell Tower and was instructed to fly straight in to Runway 4 and report 4 mile
final. 1 was descending to pattern altitude at a relatively slow rate of descent
(around 300 FPM) and inside 10 miles from the field. Pattern altitude is 1,200 FT
MSL. At around 2,000 FT MSL | received a low altitude alert from the Tower
Controller. I was constantly in visual contact with the terrain which did not appear
to be unsafe. I am aware that the terrain southwest of the field is somewhat higher
than field elevation but | was in visual contact with the approach end of the runway
and with the ground below me. | then arrested my descent and continued my
approach. Distracted by the Tower's communication and by my wife asking what
that was all about, | remained high and then had to make a greater than average
final descent to land. The Mooney is somewhat hard to slow down especially in a
descent so | try to get to pattern altitude by 3 to 4 miles from the field. In the
future | will probably load the GPS approach so as to get safe glide slope
information even on a visual approach.

Synopsis

A Mooney M20J pilot reported getting a low altitude alert from the CDW Tower on
visual approach to Runway 4.



Time / Day

Date : 201206
Local Time Of Day : 1801-2400

Place

Locale Reference.ATC Facility : MMTO.TRACON
State Reference : FO
Altitude.MSL.Single Value : 15000

Aircraft

Reference : X

ATC / Advisory. TRACON : MMTO
Aircraft Operator : Air Carrier

Make Model Name : DC-10 30

Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Phase : Descent

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1019562

Person : 2

Reference : 2

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1019572

Events

Anomaly.ATC lIssue : All Types

Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew

When Detected : In-flight

Result.Air Traffic Control : Issued New Clearance

Assessments



Contributing Factors / Situations : Procedure
Primary Problem : Procedure

Narrative: 1

Our initial clearance had us arriving in Toluca at PTJ VOR for the approach and ILS
to Runway 15. The sun was coming up behind us making the landscape visible. At
about 30 miles from PTJ, we were told to go to Toluca Approach. We checked in at
15,000 MSL. MSA was 15,000 FT. After a short pause Approach Control told us to
turn to a heading of 140. This took us off the arrival. | told the Controller that the
heading he gave us put us directly on a collision course for the mountain. He
insisted on the heading so | complied thinking there was a traffic conflict. We were
about 20 miles from the mountain. At about 10 miles from the mountain he gave
us another heading change to 135 heading. This put us smack in the middle of the
mountain.

At this point | told the Approach Controller negative, we were turning back to the
right to PTJ to assume the approach and ILS for Runway 15. There was a pause
and then the Controller said we were cleared as requested. After intercepting the
localizer we were handed over to Tower and were cleared to land. Why were we
taken off an approved arrival which has kept us out of harms way all these years? |
have been flying down her for 5 years so | know the lay of the land. This is a very
challenging airport and there is no room for error with the high terrain. We have to
have safe and standard procedures to keep us safe.

Narrative: 2
[Narrative 2 contained no additional information.]
Synopsis

Air Carrier flight crew reported being vectored toward mountainous terrain on
arrival to MMTO.



Time / Day

Date : 201206
Local Time Of Day : 0601-1200

Place

Locale Reference.Airport : KOA.Airport
State Reference : HI
Altitude.MSL.Single Value : 2000

Aircraft

Reference : X

ATC / Advisory. TRACON : HCF

Aircraft Operator : Military

Make Model Name : Orion (P3)

Crew Size.Number Of Crew : 3

Operating Under FAR Part : Part 91

Flight Plan : IFR

Nav In Use.Localizer/Glideslope/ILS : Runway 35
Flight Phase : Final Approach

Airspace.Class D : KOA

Person

Reference : 1

Location Of Person.Facility : HCF.TRACON

Reporter Organization : Government

Function.Air Traffic Control : Departure
Function.Air Traffic Control : Approach
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1018078
Human Factors : Situational Awareness

Events

Anomaly.Deviation - Track / Heading : All Types
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Air Traffic Control

Result.Air Traffic Control : Issued New Clearance

Assessments

Contributing Factors / Situations : Procedure
Contributing Factors / Situations : Human Factors
Primary Problem : Human Factors

Narrative: 1

An Orion P3 was cleared for the LOC/DME BC 35 at KOA. After vectoring the aircraft
onto final and clearing it | observed it intercept and track the BC inbound. The P3



then reported established and wasinstructed to contact KOA Tower. | scanned my
other traffic and when | returned to the P3's target | observed it to be east of
course. | called KOA Tower and advised the Controller and asked if the P3 was
going to execute the missed approach. | was advised to standby while the
Controller double checked. The P3 reported the airport was not in sight and that
they'd lost navigation. KOA asked me what | wanted to do and because the P3 was
below my MIAs (Minimum IFR Altitude) and issued a climb to 5,000 and a heading
of 330 away from the terrain. The P3 returned to my frequency and operations
continued normally from here.

The ambiguity of this whole event really bothers me and my performance could
have been better. First, we have an aircraft off course below the MIAs. | rightly
queried the Tower and here is where | think communication broke down. Rather
than have a longer discussion | felt just issuing a climb above the MIA and a
heading to return the aircraft to safe area was the best course of action. | failed to
have the Tower Controller tell the P3 they were below the MIA so | do not know if
they ever received that warning. What | have determined is that | need to ensure
that the advisory is issued next time and to take control of the situation quicker if
the Tower doesn't. I've reviewed this over and over and next time | will be sure
that I include an instruction to the Tower to issue the safety alert along with any
control instructions.

Synopsis

A HCF Controller had a below MVA event with traffic on the LOC/DME BC at KOA
executing a missed approach procedure turning in the wrong direction.



Time / Day

Date : 201206
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : MAF.Airport
State Reference : TX

Relative Position.Distance.Nautical Miles : 8
Altitude.MSL.Single Value : 4000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory. TRACON : MAF
Aircraft Operator : Air Carrier

Make Model Name : B737-700

Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Flight Phase : Initial Approach
Route In Use : Visual Approach
Airspace.Class E : MAF

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier
Function.Flight Crew : First Officer
Function.Flight Crew : Pilot Not Flying
Experience.Flight Crew.Last 90 Days : 150
ASRS Report Number.Accession Number : 1017129
Human Factors : Fatigue

Human Factors : Confusion

Human Factors : Situational Awareness

Person : 2

Reference : 2

Location Of Person.Aircraft : X
Location In Aircraft : Flight Deck
Reporter Organization : Air Carrier
Function.Flight Crew : Captain
Function.Flight Crew : Pilot Flying



Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Last 90 Days : 147
ASRS Report Number.Accession Number : 1017141

Events

Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Automation : Air Traffic Control

Were Passengers Involved In Event : N

When Detected : In-flight

Result.Flight Crew : Became Reoriented

Result.Air Traffic Control : Issued Advisory / Alert

Assessments

Contributing Factors / Situations : Human Factors
Contributing Factors / Situations : Airport
Primary Problem : Human Factors

Narrative: 1

We were descending on a visual approach for Runway 16R at MAF airport from the
west in good VMC conditions. | had been into MAF before and knew how it was
located between the two towns. Both Pilots had trouble seeing the airport at first
(outside 20 miles). We were navigating direct to MAF VOR which is about five miles
north of MAF and | soon spotted the airport by using the Map display and
orientation of Midland and Odessa. | was trying to help the Captain to find the
airport while the Tower Controller was asking if we had [the airport in sight]. We
asked for a vector for a right base to 16R. When the Captain first saw the airport,
we were about six miles and approaching final course, but we were still too high to
make a stable approach. We then asked Tower for a left 270 degree turn back to
final.

While we were making the turn and configuring flaps, the Captain had about 200-
300 FPM descent with the autopilot on. Tower called some traffic near the airport
and the Captain asked me what would be a good altitude to put in the window and
I misjudged the pattern altitude at 4,000 FT MSL. As we were turning in the
maneuver, we noticed some radio towers, one to my right and another to the
Captain’'s left, so he leveled off the descent. At that same moment, the Tower gave
us an altitude alert and to check our altitude. We were about 4,000 FT MSL and the
Captain started to climb back up to 4,500 FT. We rolled out on final for 16R and
continued to configure for landing, corrected our glidepath and made a normal
landing to 16R. We did not receive any Ground Proximity Warnings or Alerts. | did
have my terrain selected on my PFD and noticed many green square obstacles
around the vicinity, but we were not too close or over any of them.

Narrative: 2

We were on a right base for the visual approach. When 1 finally acquired the
runway, we were too high to turn onto final and we requested a left 270 degree
turn back to final to lose the required altitude.

Synopsis

A B737-700 flight crew, cleared for a visual approach from a long left base to MAF
Runway 16R, determined they were too high and requested a 270 degree turn to



lose altitude and establish a stabilized approach. While doing so they allowed their
altitude to get too low and the Tower advised of a low altitude alert. They corrected
their rate of descent and contintued to an uneventful landing.



Time / Day

Date : 201206
Local Time Of Day : 1801-2400

Place

Locale Reference.Airport : EKO.Airport
State Reference : NV
Altitude.MSL.Single Value : 12000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Center : ZLC

Make Model Name : PA-31 Navajo/Chieftan/Mojave/T1040
Flight Plan : IFR

Flight Phase : Cruise

Person

Reference : 1

Location Of Person.Facility : ZLC.ARTCC

Reporter Organization : Government

Function.Air Traffic Control : Enroute
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1017083
Human Factors : Situational Awareness

Events

Anomaly.ATC Issue : All Types

Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Air Traffic Control

When Detected : In-flight

Result.General : None Reported / Taken

Assessments

Contributing Factors / Situations : Procedure
Contributing Factors / Situations : Human Factors
Primary Problem : Human Factors

Narrative: 1

Aircraft X departed VFR off EKO Airport and requested an IFR clearance. | was busy
with bad rides, complex military holding, frequency congestion and gave the
clearance to climb to 12,000 FT which was above the MIA aircraft at the time.
About 5 minutes later, the MSAW alerted me to a 12,600 FT MIA polygon and |



climbed the aircraft to 13,000 FT. The aircraft read back the clearance and climbed
without incident. The aircraft had entered the 12,600 FT polygon before | gave the
clearance to climb. A more thorough scan of my MIA polygons when | pulled them
up to check for the clearance, would have alerted me to the problem.

Synopsis

ZLC Controller described a probable MIA infraction involving an EKO VFR departure
requesting IFR. The reporter acknowledged that a more thorough scan of the MIA
minimums on his part may have prevented the event.



Time / Day

Date : 201206
Local Time Of Day : 0001-0600

Place

Locale Reference.Airport : SJC.Airport
State Reference : CA
Altitude.MSL.Single Value : 4000

Aircraft : 1

Reference : X

ATC / Advisory. TRACON : NCT
Make Model Name : PC-12
Crew Size.Number Of Crew : 1
Flight Plan : IFR

Flight Phase : Cruise

Route In Use : Vectors

Aircraft : 2

Reference : Y

ATC / Advisory.TRACON : NCT
Make Model Name : SR22
Crew Size.Number Of Crew : 1
Flight Plan : IFR

Flight Phase : Climb

Route In Use : Vectors

Person

Reference : 1

Location Of Person.Facility : NCT.TRACON

Reporter Organization : Government

Function.Air Traffic Control : Approach

Function.Air Traffic Control : Departure
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1016583
Human Factors : Situational Awareness

Events

Anomaly.Airspace Violation : All Types
Anomaly.ATC Issue : All Types
Anomaly.Deviation - Track / Heading : All Types
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Air Traffic Control : Issued Advisory / Alert



Assessments

Contributing Factors / Situations : Procedure
Contributing Factors / Situations : Airspace Structure
Primary Problem : Procedure

Narrative: 1

Woodside sector requested release on Aircraft X from San Carlos, vectors V334 SAC
VOR. | released the aircraft and asked them to climb the aircraft to 4,000 FT prior
to hand off. They agreed. When the aircraft checked in heading 080, I turned it to
heading 090 to join V334 north of SJC. RHV Tower called and requested release on
Aircraft Y, SR22/G, RHV SJC SNS V111. After coordination with Licke Sector, |
released the aircraft. When Aircraft Y checked in, | RADAR identified it, pointed it
out to SJC, and initiated a hand off to Licke Sector. | asked Aircraft Y if he could
maintain his own terrain/obstruction clearance on a heading of 090. The pilot said
affirmative, so | told him to maintain his own terrain/obstruction clearance, turn
right heading 090, climb and maintain 5,000 FT. The pilot read it back. A moment
later 1 noticed that Aircraft Y was turning left instead of right. | transmitted to him,
but did not get a reply. | transmitted a radio check again, and he answered. | then
instructed him to turn right immediately to a heading of 090 for traffic inbound
from the South. He apologized for making the wrong turn and complied. | scanned
back to Aircraft X and saw he was turning to join V334, and saw his altitude at
4,100 FT, while in the 4,100 FT MVA. | assumed that | had already issued altitude
5,000 FT to him and shipped him to the Mulford/Grove Sector. He checked in at
4,000 FT with Mulford/Grove, and they climbed him to 5,000 FT.

I recommend that detailed departure procedures (SIDs) are established for
departures off of San Carlos, Palo Alto, and Reid-Hill View Airports to ensure that
complex airspace and higher MVA's are less of an issue. Standard procedures off
SQL and PAO have departures routed to V334 climbing to 3,000 FT, although the
aircraft's flight takes them into a 4,100 FT MVA. The complexity of the airspace
surrounding these airports really puts the controller and pilots at risk because there
is very little "wiggle" room to which a controller has to climb and vector the
aircraft. Procedures should be set up so that pilots can climb on protected routes
and remain within the confines of the tight airspace in that vicinity. The 4,100 FT
MVA used to be 4,000 FT until about a year or two ago. The raising of the MVA to
4,100 FT really put us at risk with little time to react.

Synopsis

NCT Controller described a possible MVA infraction involving a SQL departure
routed via V334. The reporter noted recent MVA increases and limited airspace
make this routing difficult to handle and suggests formalized SIDs to ease
workload.



Time / Day

Date : 201205
Local Time Of Day : 1801-2400

Place

Locale Reference.ATC Facility : ZDV.ARTCC
State Reference : CO
Altitude.MSL.Single Value : 8000

Environment

Flight Conditions : VMC
Light : Night

Aircraft

Reference : X

ATC / Advisory.Center : ZDV
Aircraft Operator : Corporate
Make Model Name : Premier 1
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Training

Flight Phase : Initial Approach
Route In Use : Visual Approach
Airspace.Class E : ZZZ

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Pilot Flying

Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
Qualification.Flight Crew : Flight Instructor
Experience.Flight Crew.Total : 5000
Experience.Flight Crew.Last 90 Days : 157
Experience.Flight Crew.Type : 500

ASRS Report Number.Accession Number : 1015528
Human Factors : Communication Breakdown
Human Factors : Physiological - Other

Human Factors : Time Pressure

Human Factors : Training / Qualification

Human Factors : Workload

Human Factors : Situational Awareness
Communication Breakdown.Partyl : Flight Crew



Communication Breakdown.Party?2 : Flight Crew
Communication Breakdown.Party2 : ATC

Events

Anomaly.Flight Deck / Cabin / Aircraft Event : Other / Unknown
Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Automation : Aircraft Terrain Warning
Detector.Person : Flight Crew

Miss Distance.Horizontal : 12000

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Result.Flight Crew : Became Reoriented

Assessments

Contributing Factors / Situations : Human Factors
Contributing Factors / Situations : Environment - Non Weather Related
Primary Problem : Human Factors

Narrative: 1

Near midnight local time, the crew received an EGPWS alert to "Pull UP" while on a
visual approach. The PIC (pilot flying) was performing a line check and was making
his first left seat flight in-type in two years. The SIC (pilot not flying) had already
passed his line check and was very experienced in the aircraft. Additionally, the
crew had reached the eleventh hour of what was going to be a second straight 14-
hour duty day as the crew was conducting Part 135 proving runs to obtain a charter
certificate. Descending toward the airport, the crew set up and briefed the ILS
Runway 4 approach. The aircraft was DIRECT to the airport and vectors for the ILS
were requested. Center replied "unable vectors". The pilot not flying asked the pilot
flying if he wanted the "ARC" or the visual. The pilot not flying thought the
geometry was bad for the arc so asked the pilot not flying to request the visual.
The pilot not flying requested the visual which was approved, and suggested that
the descent be continued to 9,000 FT. The pilot flying agreed and the pilot not
flying dialed in the altitude. It went un-noticed by the crew that 8,000 FT was
actually dialed in. Twenty miles east of the airport, the pilot not flying suggested a
turn to 225 degrees and the pilot flying agreed. The turn was to proceed to the
downwind to join a five mile final. When the EGPWS alert sounded, the pilot flying
disconnected the autopilot, applied full power and pitched the aircraft up into a
climb. The radar altimeter was blank (exceeded 2,500 FT AGL) and nothing was
seen ahead through the windows. The crew was aware of the terrain southeast of
the airport but believed they were above the terrain and west of it. The pilot flying
and the pilot not flying both believed the aircraft was closer to the airport than the
radar track indicated. The crew was being careful with an FAA Inspector aboard
conducting 135 proving runs and a route check. The PIC/pilot flying should not
have "settled" for the visual approach at night, unfamiliar airport, after the request
for vectors was turned down. Visual perceptions should not be trusted at night.
Care should be taken when setting and double-checking the altitude bug. This
event is another reminder that fatigue affects perceptions, judgment, and human
performance.

Synopsis



An RA390 crew descending into a high altitude airport on a night VFR approach
executed the EGPWS escape maneuver following a "PULL UP" alert after 8,000 FT
was set in the altitude alert instead of 9,000 FT.



Time / Day

Date : 201206
Local Time Of Day : 0601-1200

Place

Locale Reference.Airport : ZZ7ZZ7 .Airport
State Reference : FO
Altitude.MSL.Single Value : 900

Environment

Flight Conditions : IMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Tower : ZZZZ

Aircraft Operator : Air Carrier

Make Model Name : EMB ERJ 145 ER&LR
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Passenger

Nav In Use.VOR / VORTAC : ZZZZ

Flight Phase : Initial Approach

Component

Aircraft Component : MCP
Aircraft Reference : X
Problem : Improperly Operated

Person

Reference : 1

Location Of Person.Aircraft @ X

Location In Aircraft : Flight Deck
Reporter Organization : Air Carrier
Function.Flight Crew : First Officer
Function.Flight Crew : Pilot Not Flying
ASRS Report Number.Accession Number : 1015343
Human Factors : Situational Awareness
Human Factors : Time Pressure

Human Factors : Training / Qualification
Human Factors : Workload

Human Factors : Distraction

Events



Anomaly.Deviation - Altitude : Crossing Restriction Not Met
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Assessments

Contributing Factors / Situations : Weather
Contributing Factors / Situations : Procedure
Contributing Factors / Situations : Human Factors
Contributing Factors / Situations : Company Policy
Primary Problem : Human Factors

Narrative: 1

We had thoroughly briefed the approach for the VOR/DME-2 Runway 13 before
commencing the approach. The current weather included a scattered layer of
clouds reported at 1,500 FT AGL and good visibility. We had begun the 10 DME arc
to intercept the final approach course and were stepping down in altitude as
depicted on the approach. The PF had briefed the approach as a Continuous Angle
Non Precision Approach (CANPA) and had determined a descent rate of 800 FPM
once we passed the 8.0 DME position on the final approach course. We had leveled
at 2,000 FT prior to reaching the 8 DME fix and the PF set the descent altitude in
the altitude selector on the Flight Guidance Control Panel FGCP since we had
agreed to monitor our progress with regards to both altitude and distance as there
was an altitude constraint of 1,500 FT at the 5 DME fix from the VOR. However,
during the segment from 8 DME to 5 DME, the VOR CDI began to swing well to the
left of center without any change in aircraft heading. The PF and PM were both
focused on the VOR needle and neglected to notice the airplane descending below
the 1,500 FT floor as the airplane had not yet reached 5 DME . By the time the
deviation was noticed, the aircraft had descended to 900 FT MSL at the 5 DME
point. By this point we had been in VMC for approximately 400-500 FT. The PF
continued on a "visual" approach since we had acquired the airport and landed
without further incident. The threats encountered were a rushed descent as ATC
had left us high until a relatively close distance to the airport. This shortened the
time available to prepare for the approach. A second threat was an unfamiliar
approach to an airport that the PM had never flown into before. It was also the first
time than the PM had flown a CANPA approach since completing initial new-hire
training. Further threats were numerous step downs on the approach, a lack of
recommended altitudes and distances on the approach plate, and finally, the VOR
signal that began wandering for no apparent reason during the final portion of the
approach which served as a major distraction to the flight crew. An error on the
part of both pilots was focusing too much attention on the VOR CDI deflection and
neglecting the vertical progress of the aircraft which led to an undesired aircraft
state of being 600 FT below the altitude restraint at the FAF. As the PM, | should
have been more vigilant to monitor the descent progress of the aircraft. | could
have asked the PF what he would have liked me to focus on: troubleshooting the
faulty VOR signal, or monitoring the aircraft's progress. After discussing the event,
the PF and | both decided that the appropriate course of action that SHOULD have
been taken was to set the altitude to 1500 FT until passing the 5.0 DME fix THEN
setting the MDA in the altitude selector. This would have arrested the aircraft's
descent at 1500 FT preventing us from descending below the minimum altitude for



that segment of the approach. For future approaches similar to this example | plan
to verify each step-down with the PF and verify that it is set appropriately in the
altitude selector so as to prevent another incident similar to this one.

Synopsis

An EMB145 crew on a Constant Angle Non Precision Approach (CANPA) set the
Mode Control Panel at the Decision Altitude. After becoming distracted they
descended early, 600 FT below the Final Approach Fix altitude.



Time / Day

Date : 201206
Local Time Of Day : 1801-2400

Place

Locale Reference.ATC Facility : ZLC.ARTCC
State Reference : UT
Altitude.MSL.Single Value : 9000

Environment
Flight Conditions : VMC

Aircraft : 1

Reference : X

ATC / Advisory.Center : ZLC

Aircraft Operator : Air Carrier

Make Model Name : A320

Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Flight Phase : Cruise

Route In Use : Vectors
Airspace.Class E : ZLC

Aircraft : 2

Reference : Y

ATC / Advisory.Center : ZLC

Make Model Name : Gulfstream V / G500 / G550
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 91

Flight Plan : IFR

Flight Phase : Climb

Airspace.Class E : ZLC

Person

Reference : 1

Location Of Person.Facility : ZLC.ARTCC

Reporter Organization : Government

Function.Air Traffic Control : Enroute
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1014920

Events

Anomaly.ATC lIssue : All Types
Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : CFTT / CFIT



Detector.Person : Air Traffic Control
Result.Air Traffic Control : Issued New Clearance

Assessments

Contributing Factors / Situations : Human Factors
Primary Problem : Human Factors

Narrative: 1

An A320 inbound to GPI, 20 miles out was cleared to maintain 100 until ITONE
cleared for 30 approach. The weather was VFR and prior to the fix requested to go
to the FCA VOR that services the airport instead. At the same time, Glaser Park
Tower called for a release on a departing aircraft, a G5 ready for immediate
departure. | released the G5 to 090. The A320 was at 100 and now cleared to the
FCA VOR. It took at least four or five attempts to insure that the A320 had the
clearance. As far as | can remember the clearance was to maintain 100, but with
the confusion and the situation | can't be certain. At the same time the G5
departed and with the several attempts to assure the A320 had his clearance |
think the two aircraft were blocking each others communication. | noticed now the
G5 had departed and was on the wrong code, Data Block not tracking. | noticed
how fast he was climbing and heading towards the A320 which at the same time |
noticed now was at 090 the same altitude the G5 was at, but the Data Block wasn't
tracking on the G5 and at that same moment was when | noticed the A320
assigned altitude of 100 but Mode C showed at 090. At that time the A320 had the
airport and terrain in sight. As far as | remember the A320 clearance was 100, with
the head on situation and not talking with the G5 | turned the A320 to a 350
heading to protect for the route of flight for the G5. Made communication attempt
and got a hold of G5 and asked if he could accept a 190 heading and RADAR
identified him, and climbed it to get him above the A320. | turned the A320 to a
020 heading to maintain separation. The A320 was in what | thought was a 090
MEA. The A320 questioned the heading because it turned him away from the
airport and towards the mountains. After the turn the A320 lost sight of the airport
but had the terrain in sight and was asking for a 360 back to the airport. I knew
there was higher terrain East that | was paying attention to and knew | had to turn
him back to the west. At the time | hade seven miles separation with the G5 and
also had vertical separation so | turned the A320 to a 280 heading back to the
airport. The A320 got the airport in sight and was cleared for a visual approach.
After all was over, | still had his comment in mind about getting closer to the
mountains, which at the time | was 100 % sure he was in a 090 MEA. | also knew
the safe altitude on the approach for his quadrant was 088. | thought the assigned
100 and when | noticed the unsafe situation of both aircraft being at the same
altitude, | took immediate action to resolve it with out having time to check the
overhead maps. | knew he had the terrain in sight and | knew he was at a safe alt.
and | thought he was above the MEA. As | looked up after the fact, | realized | had
taken the aircraft into a 097 MEA thinking that was the 090 MEA. | was protecting
him from the higher MEA East that was 118, but didn't realize at the time he was in
a 097, but was still under the impression he was assigned 100 and at that point. |
don't know what to recommend other then not trying to do too much at the same
time. There is a lot of focus on airport delays, and as controllers we try and keep
things moving as fast as we can. We don't like to delay aircraft. It was a situation
were it was right at that moment if we could get the departure out safe with the
communication problem with the pilot and the confusion it caused and the G5 not
on the right code made it into a bigger issue then it should have been.



Synopsis

ZLC Controller described a below MVA event after issuing an altitude believed to be
in MVA compliance but that was in fact below required standards. The Controller
listed a number of distractions as causal factors.



Time / Day

Date : 201205
Local Time Of Day : 1201-1800

Place

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

Aircraft

Reference : X

Aircraft Operator : Air Carrier

Make Model Name : B747-400

Crew Size.Number Of Crew : 4
Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Passenger

Flight Phase : Parked

Component : 1

Aircraft Component : Navigation Database
Aircraft Reference : X
Problem : Design

Component : 2

Aircraft Component : Aero Charts
Aircraft Reference : X
Problem : Design

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 15000
Experience.Flight Crew.Last 90 Days : O
Experience.Flight Crew.Type : 3000

ASRS Report Number.Accession Number : 1014746
Analyst Callback : Completed

Events

Anomaly.Aircraft Equipment Problem : Critical
Anomaly.Deviation - Procedural : Other / Unknown



Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew

Were Passengers Involved In Event : N

When Detected.Other

Result.General : None Reported / Taken

Assessments

Contributing Factors / Situations : Procedure

Contributing Factors / Situations : Manuals

Contributing Factors / Situations : Human Factors

Contributing Factors / Situations : Environment - Non Weather Related
Contributing Factors / Situations : ATC Equipment / Nav Facility / Buildings
Contributing Factors / Situations : Airport

Contributing Factors / Situations : Aircraft

Primary Problem : Procedure

Narrative: 1

Our ANC NOTAM 13/5 disallowed CAT 1, 2 or 3 ILS approaches to minima due to
onboard [FMS Navigation Database] magnetic variation in [excessive] deviation
from actual airport variation. ANC was nonetheless, listed as intermediate
destination. One of our intermediate alternates listed was EDF which has the same
magnetic variation problem as ANC yet there are no NOTAMS for EDF prohibiting
ILS approaches to CAT 1, 2 or 3 minima.

En route in Northwest Canada and Alaska near ANC, the aircraft database variation
data for locations deviates from current map variation by up to 8 degrees. Flight
crews are, thus, unable to check courses in aircraft vs. flight plan for magnetic
accuracy when passing waypoints. As a result, true courses appear to match flight
plan true courses while the database magnetic variations appear to be in gross
error vs. current navigation maps. Please advise how we are to audit flight plan
courses vs. maps.

Callback: 1

The reporter was keen to expand on his tribulations in attempting to alert the
airlines, the FAA, and even Congress regarding what he believes to be negligence
on the part of all parties to maintain current and mutually compatible magnetic
variations in the resources flight crews utilize to navigate in higher latitudes: i.e.
actual, charted and database utilized variation. He was particularly distressed that
they would continue to use (or allow to be used) emergency and alternate airports
whose approaches are NOTAM'd as prohibited for use by entire fleets of aircraft for
reasons of excessive divergence between these three critical facets which
determine the aircraft's flight path when in critical phases of flight close to the
ground.

The reporter asserts that navigation databases in the affected fleets are not
updated for magnetic variation on a regular basis and some approaches (his
example was the NDB at BGSF) have differences of as much as eight degrees
between actual and published variations which could result in unsafe separation
with terrain. He did not comment as to the effect on EGPWS obstacle accuracy
which might be similarly compromised by such discrepancies.

The reporter asserts he has, over a period of years, approached his company, his



union, the chart and equipment manufacturers, and Congress with voluminous
amounts of data supporting his concerns to, thus far, no avail. He has personally
addressed and has been rebuffed by FAA POls and airline safety managers on
numerous occasions.

Synopsis

A B747-400 Captain reported his airline was using Northern hemisphere airports as
enroute re-dispatch destinations and as alternates despite NOTAMs precluding the
use of their approaches due to excessive differences between the actual current
magnetic variation and those utilized by FMS databases and chart makers.

He declared he has been repeatedly rebuffed by all responsible parties in his
attempts to ensure that magnetic variations utilized by aircraft navigation
databases and aero charts are regularly updated so as to comport to current actual
variations. He believes differences at some remote airports are sufficient to result
in CFTT or even CFIT events.



Time / Day

Date : 201206
Local Time Of Day : 1801-2400

Place

Locale Reference.Airport : DAY.Airport
State Reference : OH
Altitude.MSL.Single Value : 2000

Environment

Flight Conditions : VMC
Light : Night
Ceiling : CLR

Aircraft

Reference : X

ATC / Advisory.Tower : DAY
Aircraft Operator : Air Carrier
Make Model Name : DC-9 10
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Ferry

Flight Phase : Final Approach
Route In Use : Visual Approach
Airspace.Class C : DAY

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Instrument
Qualification.Flight Crew : Air Transport Pilot (ATP)
Qualification.Flight Crew : Multiengine
Experience.Flight Crew.Total : 2500
Experience.Flight Crew.Last 90 Days : 100
Experience.Flight Crew.Type : 1800

ASRS Report Number.Accession Number : 1014639
Human Factors : Situational Awareness

Events

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Procedural : Published Material / Policy



Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Air Traffic Control
When Detected : In-flight

Result.Flight Crew : Became Reoriented
Result.Air Traffic Control : Issued Advisory / Alert

Assessments

Contributing Factors / Situations : Human Factors
Primary Problem : Human Factors

Narrative: 1

During visual approach Tower advised us of a low [altitude] warning alert. We
climbed back up to get on glide [path]. Normal landing occurred.

Synopsis

A DC-9 Captain reported he was alerted by ATC during a visual approach of a low
altitude deviation.



Time / Day

Date : 201206
Local Time Of Day : 1801-2400

Place

Locale Reference.Airport : ITO.Airport
State Reference : HI
Altitude.MSL.Single Value : 8000

Aircraft

Reference : X

ATC / Advisory. TRACON : HCF
Make Model Name : SR20
Crew Size.Number Of Crew : 1
Flight Plan : IFR

Flight Phase : Climb
Airspace.Class E : HCF

Person

Reference : 1

Location Of Person.Facility : HCF.TRACON

Reporter Organization : Government

Function.Air Traffic Control : Enroute
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1014458
Human Factors : Workload

Human Factors : Situational Awareness

Events

Anomaly.ATC Issue : All Types
Anomaly.Deviation - Track / Heading : All Types
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Air Traffic Control : Issued New Clearance

Assessments

Contributing Factors / Situations : Procedure
Contributing Factors / Situations : Human Factors
Contributing Factors / Situations : Aircraft
Primary Problem : Aircraft

Narrative: 1

I just took over R5. There were a lot of things to be done. Right away, ITO
Approach called me and told me that aircraft X, an SR20, departure from ITO, was



not going to be able to make the MOCA of 6,500 FT at OKALA; can he just RADAR
vector him? | asked him what his MVA is because mine is 6,000 FT. He said 5,400
FT. 1 told him to RADAR vector him until our boundary on a 310 heading since it's a
lower MVA. When ITO called me back at the boundary, aircraft was above 6,000 FT
(my MIA) I told him to switch him to me. As soon as | got him, | told him to turn
left to join V22 to V2. He read it back correctly. He was less than 1 mile right of
V22 when | gave him that clearance. | was busy with vectoring for practice
approaches at KOA with jets, when | noticed aircraft's MSAW went off. He was left
of course and | advised him. He was now in my 8,000 FT MIA. He said that he did
go to V22 and now is going to V2. | restated that he was cleared via V22 to join V2
and to climb quickly. When he leveled at 8,000 FT | cleared him direct UPP. It was
busy on R5. I needed to tell the Supervisor to open up my D-Side. They needed to
juggle a few bodies to get me the D-Side. Another problem is with the pilot. If he
knew on the ground that he was not going to make the MOCA, he should have
informed us or requested a route on the ground that he could comply with. I think
if I wasn't as rushed, | may have given a more thorough clearance to ITO Approach
to issue to aircraft rather than tell him to switch him to me at the boundary. This
worked, but I may have spent more time to give him more attention to make sure
he understood his clearance. | thought he did, but he really didn't. If | had a D-Side
to have dealt with that coordination with ITO, it might have been more clear and
less on the fly, while trying to deal with my practice approaches and multiple air
carriers flying in to KOA.

Synopsis

HCF Controller described a below MVA event resulting from an apparent aircraft
performance issue. The reporter noted that this performance limitation should have
been reported by the flight crew before the flight.



Time / Day

Date : 201206
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : FLO.Airport
State Reference : SC

Relative Position.Distance.Nautical Miles : 6
Altitude.MSL.Single Value : 1600

Environment

Flight Conditions : IMC

Weather Elements / Visibility : Rain
Weather Elements / Visibility : Turbulence
Weather Elements / Visibility.Visibility : 6
Light : Daylight

Ceiling.Single Value : 700

Aircraft

Reference : X

ATC / Advisory.Tower : FLO

Aircraft Operator : Personal

Make Model Name : Small Transport, Low Wing, 2 Turboprop Eng
Crew Size.Number Of Crew : 1

Operating Under FAR Part : Part 91

Flight Plan : IFR

Mission : Passenger

Flight Phase : Descent

Airspace.Class D : FLO

Component

Aircraft Component : Flight Dynamics Navigation and Safety
Aircraft Reference : X
Problem : Improperly Operated

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Personal

Function.Flight Crew : Single Pilot
Qualification.Flight Crew : Multiengine
Qualification.Flight Crew : Flight Instructor
Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 5000
Experience.Flight Crew.Last 90 Days : 100



Experience.Flight Crew.Type : 2300

ASRS Report Number.Accession Number : 1014203
Human Factors : Distraction

Human Factors : Human-Machine Interface

Human Factors : Situational Awareness

Human Factors : Training / Qualification

Human Factors : Workload

Human Factors : Confusion

Events

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Deviation - Procedural : Clearance

Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Result.Flight Crew : Returned To Clearance

Result.Air Traffic Control : Issued Advisory / Alert

Assessments

Contributing Factors / Situations : Weather
Contributing Factors / Situations : Human Factors
Primary Problem : Human Factors

Narrative: 1

While flying an unfamiliar light twin aircraft with avionics that | was unfamiliar with,
I flew an RNAV approach to about 200 FT above minimums. While distracted with
the avionics, | flew below the prescribed altitude for the segment | was on. | was
not past the final approach fix, but believed | was and the Tower asked me to
check my altitude due to a low altitude warning they got on my aircraft. | checked
and saw that | started the descent too early and climbed back up and regained the
glide path for this approach and completed the approach and landing without
further incident.

Synopsis

A pilot unfamiliar with an aircraft's RNAV equipment became distracted during the
approach and descended below the final approach fix altitude where ATC notified
him of a low altitude warning.



Time / Day

Date : 201206
Local Time Of Day : 1801-2400

Place

Locale Reference.Airport : SNA.Airport
State Reference : CA
Altitude.AGL.Single Value : 800

Environment

Flight Conditions : IMC

Weather Elements / Visibility : Fog
Weather Elements / Visibility.Visibility : 5
Light : Night

Ceiling.Single Value : 1200

RVR.Single Value : 5000

Aircraft

Reference : X

ATC / Advisory.Tower : SNA
Aircraft Operator : Personal

Make Model Name : MU-2 Undifferentiated or Other Model
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Personal

Flight Phase : Initial Climb

Route In Use.SID : Musel 6
Airspace.Class C : SNA

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck
Reporter Organization : Personal
Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Instrument
Qualification.Flight Crew : Commercial
Qualification.Flight Crew : Multiengine
Experience.Flight Crew.Total : 2500
Experience.Flight Crew.Last 90 Days : 20
Experience.Flight Crew.Type : 250

ASRS Report Number.Accession Number : 1013943
Human Factors : Situational Awareness
Human Factors : Confusion

Human Factors : Fatigue



Events

Anomaly.Deviation - Track / Heading : All Types
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew

Detector.Person : Air Traffic Control

When Detected : In-flight

Result.General : Maintenance Action
Result.Flight Crew : Returned To Clearance
Result.Flight Crew : Became Reoriented
Result.Air Traffic Control : Issued Advisory / Alert
Result.Air Traffic Control : Issued New Clearance

Assessments

Contributing Factors / Situations : Weather

Contributing Factors / Situations : Procedure

Contributing Factors / Situations : Human Factors

Contributing Factors / Situations : Environment - Non Weather Related
Contributing Factors / Situations : Airport

Primary Problem : Human Factors

Narrative: 1

After takeoff, beginning the SID | was too focused on noise abatement and failed to
climb as | wanted. Then | just lost Situational Awareness of the SID and was not
"in the game." | found myself at a 20 degree bank and now descending. Corrected
and went to engage the autopilot, but this plane has some lights on the MCP not
working right and my confusion got worse. Leveled wings and returned to a climb.
Tower asked my altitude, gave me a vector (which helped), and | began to collect
myself, but I was low on SA. It all worked out, but was embarrassing.

Marginally night current with just 4 landings at night and only a few night hours
recently. Second flight in this particular airframe (they all have little
idiosyncrasies). Squawks, | didn't realize until later (Mode Control Panel lights).
Nervous (about the passenger, the DP, the airplane).

Address the squawks immediately. More familiarity with this airframe / GPS combo.
More time under hood, tired, at night when I am normally at home in bed.

Synopsis

MUZ2 pilot reports loss of situational awareness after takeoff from SNA at night in
IMC employing noise abatement procedures. The reporter found himself in a turn
and descending through 800 FT before correcting and being issued a vector by ATC.
Lack of recent night IMC experience and familiarity with the aircraft were cited as
factors.



Time / Day

Date : 201206
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : CYYC.Airport
State Reference : AB
Altitude.MSL.Single Value : 4000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.TRACON : CYYC

Aircraft Operator : Air Carrier

Make Model Name : A319

Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Nav In Use.Localizer/Glideslope/ILS : Runway 16
Flight Phase : Initial Approach

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1013802
Human Factors : Situational Awareness

Events

Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : Unstabilized Approach
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Automation : Aircraft Other Automation
Detector.Person : Flight Crew

When Detected : In-flight

Result.Flight Crew : Became Reoriented

Assessments

Contributing Factors / Situations : Procedure
Contributing Factors / Situations : Human Factors



Contributing Factors / Situations : Airport
Primary Problem : Human Factors

Narrative: 1

Upon our arrival into Calgary (CYYC), approach descended us to 5,500 MSL at least
15 miles out. They vectored us to a visual approach to Runway 16, and as we
intercepted the LOC, we started a descent to 4,000 FT, believing that was the glide
slope intercept altitude, which was, in fact, 4,800 FT. The visual cues from the
wider than normal runway indicated we were possibly slightly low. We then got a
"too low, gear" warning and at approximately 600 FT RA, the gear was lowered and
we intercepted the glide slope. The landing was normal and the weather conditions
were VFR and clear. Approach descended us down far out and low. This, along with
the wide runway, created visual cues that were non normal.

Synopsis
A319 Captain reports getting low during a visual approach to CYYC due to an early
descent by ATC and the visual perception of the wide runway. The EGPWS sounds a
gear warning at 600 FT, the gear is extended and the approach continued to
landing.



Time / Day

Date : 201205
Local Time Of Day : 1801-2400

Place

Locale Reference.Airport : RUE.Airport

State Reference : AR

Relative Position.Angle.Radial : 252

Relative Position.Distance.Nautical Miles : 13
Altitude.MSL.Single Value : 3500

Environment

Flight Conditions : VMC
Weather Elements / Visibility.Visibility : 10
Light : Dusk

Aircraft

Reference : X

ATC / Advisory. TRACON : MEM
Aircraft Operator : Corporate

Make Model Name : BAe 125 Series 800
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Passenger

Flight Phase : Initial Approach
Route In Use : Visual Approach
Airspace.Class E : MEM

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Corporate

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Multiengine
Qualification.Flight Crew : Instrument
Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 7000
Experience.Flight Crew.Last 90 Days : 100
Experience.Flight Crew.Type : 600

ASRS Report Number.Accession Number : 1013415
Human Factors : Situational Awareness

Human Factors : Distraction

Human Factors : Confusion



Events

Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Automation : Aircraft Terrain Warning
Were Passengers Involved In Event : N

When Detected : In-flight

Result.Flight Crew : FLC Overrode Automation
Result.Aircraft : Equipment Problem Dissipated

Assessments

Contributing Factors / Situations : Human Factors
Contributing Factors / Situations : Chart Or Publication
Contributing Factors / Situations : Airport

Primary Problem : Chart Or Publication

Narrative: 1

Our aircraft is LPV approved so we decided to shoot the RNAV Runway 07 at RUE in
VMC conditions to familiarize ourselves with the approach in the event we do need
to shoot it IMC, as it's a small airport with much terrain around it. Glad we did. On
final, around VGP intercept, our EGPWS gave us a "Terrain, terrain, pull up"
warning. As we were VMC (CLR, Visibility +10) we could see the terrain and were
well clear and established on altitude and on course so we continued. We could see
the mountain below us, which rises rapidly before dropping off rapidly. 1 assume
that due to our airspeed (at 190 KIAS) the rapidly rising terrain set off the
software. However, had we been IMC, we would have gone around. Due to the
nature of the approach, we surmise that we would have again received the warning
on subsequent approaches, which pretty much renders this approach useless. The
airport operator mentions this has been a complaint of other aircraft, but the FAA
flight check people say it's within limits. This approach as it is now has a potential
to cause disorientation to pilots, and worse, make pilots think it's OK to continue an
approach with an EGPWS caution/warning.

Synopsis

A BAe 500 flight crew flying the RNAV (GPS) Runway 7 approach to RUE in daylight
VMC received an EGPWS terrain warning as they intercepted the VGP near NACBI.
They believe the 1,800 FT range of hills as you approach NACBI at 2,800 MSL
combined with a moderately high glide slope results in a closure rate that triggers
the warning.



Time / Day

Date : 201205
Local Time Of Day : 0601-1200

Place

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

Relative Position.Distance.Nautical Miles : 6
Altitude.MSL.Single Value : 1100

Environment

Flight Conditions : Mixed
Light : Daylight
Ceiling.Single Value : 1500

Aircraft

Reference : X

ATC / Advisory.TRACON : NCT
Aircraft Operator : Air Carrier

Make Model Name : B737-500

Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Flight Phase : Initial Approach
Airspace.Class B : SFO

Component

Aircraft Component : FMS/FMC
Problem : Improperly Operated
Problem : Design

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Last 90 Days : 554
Experience.Flight Crew.Type : 15000

ASRS Report Number.Accession Number : 1013048

Person : 2

Reference : 2
Location Of Person.Aircraft : X
Location In Aircraft : Flight Deck



Reporter Organization : Air Carrier

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Not Flying
Experience.Flight Crew.Last 90 Days : 479
Experience.Flight Crew.Type : 4000

ASRS Report Number.Accession Number : 1013280

Events

Anomaly.Conflict : Airborne Conflict
Anomaly.Deviation - Altitude : Overshoot
Anomaly.Deviation - Speed : All Types
Anomaly.Deviation - Track / Heading : All Types
Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Automation : Air Traffic Control
Detector.Person : Air Traffic Control
Detector.Person : Flight Crew

Were Passengers Involved In Event : N

When Detected : In-flight

Result.Flight Crew : Became Reoriented
Result.Air Traffic Control : Issued Advisory / Alert
Result.Air Traffic Control : Issued New Clearance

Assessments

Contributing Factors / Situations : Environment - Non Weather Related
Contributing Factors / Situations : Aircraft

Contributing Factors / Situations : Weather

Contributing Factors / Situations : Procedure

Contributing Factors / Situations : Human Factors

Primary Problem : Aircraft

Narrative: 1

A disaster!

Arriving in SFO we were cleared for the TIPTOE [Charted] Visual Approach to
Runway 28L--with another air carrier aircraft on the FMS BRIDGE Visual to 28R--
and were flying a -500 with round dials, of course. We had programmed the
TIPTOE Visual fixes in the FMS and were flying in LNAV with 1,900 MSL set in the
Altitude window. Aircraft turned to a 310 heading in LNAV at OAK 151/14.0, per the
arrival. | selected VOR/LOC and dialed in zero feet with the runway in sight. Shortly
thereafter, WE LOST VISUAL TO THE RUNWAY DUE TO A LOW SCUD CEILING. At
the same time, VOR/LOC was NOT armed because our [FMS NAV MODE] switches
were still in LNAV.

I raised the switch and re-engaged VOR/LOC on the MCP, but we had [already]
blown through the LOC course, so we were not re-intercepting. We were also below
1,900 MSL so we did not capture and level. | had to hand-fly the aircraft back to
the left to rejoin the Localizer. The aircraft was still descending until we leveled at
1,100 MSL. At that time we were ten knots below the minimum speed for our flaps
5 setting and we could not see the bridge or the runway anymore. We were a
conflict with the 28R aircraft, probably right underneath him, at which time we
were given a low altitude alert by Approach Control.



It was a disastrous approach, salvaged to an uneventful landing.

Not having glass displays makes this a highly complicated maneuver with nothing
to help with situational awareness; an LNAV/VNAV initial routing to a visual
maneuver to a localizer approach. There are way too many switches and buttons
that have to be engaged at exactly the right time for this to work. | consider myself
a competent pilot, but this went from a perfectly briefed and set up arrival to a
disaster in about 60 seconds. Seriously, we were not expecting to lose the visual to
the runway, and our instrumentation is poor at handling this type of information
overload.

Narrative: 2

Losing sight of the runway on a technically difficult approach like the TIPTOE can
prove challenging. The Classic aircraft's gauges aren't the best for situational
awareness. Forgetting to flip the switch out of NAV is a common mistake. It seems
the approaches to our airports are getting more complex; however, our Classic
fleet's instrumentation isn't keeping up.

Synopsis

When the pilot flying inadvertently failed to select the appropriate nav modes, a
B737-500, equipped with a single FMS and without a CRT map display, failed to
comply with track, altitude and minimum configuration airspeed constraints while
assigned the TIPTOE CHARTED VISUAL APPROACH to Runway 28L at SFO. They
had been cleared to fly the visual procedure side by side with another air carrier
aircraft flying the QUIET BRIDGE CHARTED VISUAL to Runway 28R. The reporters’
resultant flight path went through the extended centerline of 28L (separated by
only 750 FT from 28R) and their descent prior to receipt of a low altitude alert from
Approach Control was about 800 FT below their charted 1,900 crossing at BRI1JJ.
Both pilots stressed the inadequacy of the non-glass single FMS equipment for
terminal navigation, particularly with respect to closely spaced parallel approaches
which require side by side aircraft to join up from converging lateral tracks.



Time / Day

Date : 201205
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : DAB.Airport
State Reference : FL

Relative Position.Angle.Radial : 156
Relative Position.Distance.Nautical Miles : 3
Altitude.AGL.Single Value : 650

Environment

Flight Conditions : Mixed

Weather Elements / Visibility : Rain

Weather Elements / Visibility : Thunderstorm
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Tower : DAB
Aircraft Operator : Air Carrier
Make Model Name : MD-88
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Passenger

Flight Phase : Final Approach
Route In Use : Vectors
Airspace.Class C : DAB

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 11000
Experience.Flight Crew.Last 90 Days : 138
Experience.Flight Crew.Type : 4096

ASRS Report Number.Accession Number : 1012977
Human Factors : Time Pressure

Human Factors : Workload

Human Factors : Physiological - Other

Events



Anomaly.Deviation - Altitude : Overshoot
Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Automation : Air Traffic Control

Detector.Person : Air Traffic Control

Were Passengers Involved In Event : N

When Detected : In-flight

Result.Flight Crew : Became Reoriented

Assessments

Contributing Factors / Situations : Weather
Contributing Factors / Situations : Human Factors
Primary Problem : Weather

Narrative: 1

Had been vectored for approach to other runway, but recognized that we would be
unable to conduct the approach because of the intensity of weather returns on
final. We requested and received vectors to the south runway and quickly briefed
the approach. We were given a vector to join final and cleared for the approach. At
the FAF we configured and began normal descent procedures. We initially had
visual contact with the runway but momentarily lost contact as we passed through
showers. We failed to recognize our descent through the MDA and were issued a
low altitude alert from the Tower Controller and immediately arrested our descent.
We were in visual conditions and runway was insight and we continued to landing.

Because of the time compression we were unable to give adequate time to brief the
new approach and reinforce the nuances of a more complex procedure. Also the
dynamic nature of the weather conditions lulled us into complacency and we did not
follow through with our briefed procedures and callouts.

Synopsis

After being redirected from their original approach due to weather the flight crew of
an MD-88 were not fully prepared for their second, non-precision, approach to
another runway and descended below their MDA. A timely low altitude alert from
the Tower both prevented further error and allowed the approach to be successfully
concluded when the flight crew made visual contact with the runway.



Time / Day

Date : 201205
Local Time Of Day : 0001-0600

Place

Locale Reference.ATC Facility : ZSE.ARTCC
State Reference : WA

Environment

Flight Conditions : IMC
Light : Dawn

Aircraft

Reference : X

ATC / Advisory.Center : ZSE

ATC / Advisory.Tower : SEA

Aircraft Operator : Air Carrier

Make Model Name : Widebody Transport
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Cargo / Freight

Flight Phase : Cruise

Flight Phase : Final Approach

Flight Phase : Initial Approach
Airspace.Class A : ZSE
Airspace.Class B : SEA

Component : 1

Aircraft Component : Air/Ground Communication
Aircraft Reference : X
Problem : Improperly Operated

Component : 2

Aircraft Component : Flap Control (Trailing & Leading Edge)
Aircraft Reference : X
Problem : Improperly Operated

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Pilot Flying

Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)



ASRS Report Number.Accession Number : 1010987
Human Factors : Situational Awareness

Human Factors : Fatigue

Human Factors : Distraction

Human Factors : Communication Breakdown
Communication Breakdown.Partyl : Flight Crew
Communication Breakdown.Party2 : ATC
Communication Breakdown.Party2 : Flight Crew

Person : 2

Reference : 2

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Pilot Not Flying
Function.Flight Crew : First Officer
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1010924
Human Factors : Situational Awareness

Human Factors : Fatigue

Human Factors : Distraction

Human Factors : Training / Qualification

Events

Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew

Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Flight Crew : Became Reoriented

Result.Air Traffic Control : Issued Advisory / Alert

Assessments

Contributing Factors / Situations : Procedure

Contributing Factors / Situations : Human Factors

Contributing Factors / Situations : Environment - Non Weather Related
Primary Problem : Human Factors

Narrative: 1

I removed my headset to stretch, yawn, etc, then the First Officer took a
physiological break and | put the O2 mask on, but neglected to turn up the
overhead speaker. When the First Officer returned to the cockpit he neglected to
put his headset on and when | removed the O2 mask | also did not turn on my
overhead speaker nor put on my headset. During a period of about 10-15 minutes
neither of us had a headset on or the overhead speakers at a listening level. We
received an ACARS Air-Air message that ATC wanted to talk with us. They had tried
several times to reach us on the radio and finally asked a Company aircraft to
message us which they did. We re-established radio comm with ATC and they did
not appear concerned. We were both very tired and sleepy and had been drinking
coffee in attempt to stay focused but the fatigue issue made us a bit sloppy with
our attention to communication procedures. The overhead HUD projector has



interfered with my use of the speaker in the past so | have got into the habit of just
wearing my headset all of the time.

I broke a habit pattern due to lack of sleep, but I will not do it again. Always ensure
the speaker column is up when the mask is on and check it again after any crew
change or when a crew member has taken a break. Always keep some column on
even if wearing the headset. A normal Flaps 35 ILS approach and landing was
briefed for arrival. Weather was overcast with 10 miles visibility. | elected to use
the HUD for my own training proficiency. After configuring the aircraft with the gear
down and flaps at 28 deg, | disconnected the autopilot with the runways in sight on
approach but we had a speed restriction of 170 knots to the FAF on 16C. | had
configured early knowing that | was tired and wanted to have safe methodical and
well stabilized approach. Coming down final, on one of my airspeed crosschecks the
airspeed did not seem correct, but | could not identify what was wrong with it as |
was just above the amber foot and the autothrottles were working efficiently, but |
did have my hand on them "in case." The HUD projection was working well and |
was established on LOC and Glide Slope and the runway clearly visible in front of
me. The PM called stable at 500 FT, but failed to notice "no green box" and shortly
after we received the GPWS "To low Flaps" warning. | knew immediately that | had
failed to call for flaps 35. My evaluation of terrain, runway, and the airplane
determined a call to set the flaps at 35, which we did, and | made an uneventful
landing. The pitch forces and trim changes from 28-35 are minuscule thus the
landing was well within acceptable parameters.

I should have gone around at the GPWS call. |1 think my fatigue was the biggest
factor and that is the fatigue of back side of the clock flying. | had plenty of rest
previous nights, but just not enough prior to this flight with a show after night. |
woke up at midnight and drove to work after getting about 3 hrs rest. | should
have vocalized my earlier concern to the First Officer about my concern that
something didn't seem right when on final. And | should have gone around. We
clearly did not have a green box on final and | always check that but did not this
time for some reason. | will always check it in the future regardless. When using
the HUD you must move your head a bit to see the display and the green box
symbology. | did not and should have gone around. Train our pilots to recognize
fatigue signs during critical phases of flight. Train our pilots ensure a "Green Box"
prior to the stable call. I should have gone around.

Narrative: 2

I realized that upon returning from the break, | neglected to replace my headset on
my head, and that, coupled with having my cockpit speaker turned down, did not
allow me to hear SEA center's request to change frequencies.

On final approach into SEA, the "too-low flaps" aural warning activated. We realized
that the flaps were set at 28 degrees vs. 35 degrees and we placed the flaps into
the 35 degree setting and completed the before landing check on short final and
landed the aircraft. Causes and Contributing factors: Fatigue: From prior
experience and airmanship, | realized that fatigue on this flight sequence would
definitely be present in some form. | was sure that this particular flight would be
the most fatiguing on my schedule for the month. | therefore initiated fatigue risk
management strategies beginning on the first of the month when | swapped off a
day turn with a 36 hour layover into this pairing with this night turn flight. |

realized and was aware that when | chose to do this swap, that | was increasing my
risk exposure for mishap events. | also realized that in this 4+ hour flight



sequence, that | would be jumpseating into the night turn for the first time in many
months and this also increased my risk exposure. To mitigate this exposure, |
planned on three possibilities for napping opportunities: 1) during the afternoon at
home prior to jumpseating 2) On the jumpseat to work, and 3) on the two hour
turn at my crew base. | chose not to drink coffee or any caffeinated beverage after
10 am to help my chances of being able to nap.

I unfortunately was not tired and was not able nap during these periods. To further
mitigate this exposure to fatigue, | planned, and chose, to drink coffee at show
time, and during preflight which | did do. This strategy worked fairly well and | was
alert for all of the flight. | also planned on having another cup of coffee prior to
descent which | did not do, as | felt an above average level of alertness throughout
the flight and prior to descent. While | felt alert, | realized and was fully aware that
fatigue was present within myself because of my lack of sleep in the past 24 hours.
Therefore, | made a conscious effort at telling myself to increase my vigilance on
the approach phase. However, this was not enough and | found myself focusing on
the airspeed and glidepath during the approach, even though those parameters
varied little. I did not fully complete the before landing check, and | made a stable
call out at 500 FT RA and stated we were cleared to land, even though the aircraft
was still configured with 28 degrees of flaps. This resulted in the aural warning.
Given that these events have never happened to me in my flying career, | must
attribute this event as the result of fatigue, and | fully believe that this situation
would be much less likely to have occurred during a similar day flight.

Other factors: Flight Discipline: On the room for improvement side, not choosing to
initiate a go around is a concern as looking back on this sequence of events, and
being technically unstable, requires a course of action which | did not attempt to
initiate. Airmanship: On the positive side, given all of the other factors involved, |
realized that a safe and fully configured 35 degree flap landing was entirely
probable given the situation of every other parameter being met with clear, calm,
VMC conditions, and chose to continue the approach versus initiate and request a
go around. | believe that | must have a more "go-around” mentality versus a "land"
mentality. Also, I must be even more vigilant to the effects of managing my fatigue
risks, especially during the approach and landing phases of flight. Unfortunately, |
don't know how | could be more risk averse given the situations, without calling in
fatigued on nearly every night flight.

Synopsis

A Cargo flight crew described fatigue induced communication and procedural errors
during flight after their inability to sleep during the previous daylight rest cycle.



Time / Day

Date : 201205
Local Time Of Day : 1801-2400

Place

Locale Reference.ATC Facility : TUS.TRACON
State Reference : AZ
Altitude.MSL.Single Value : 5000

Environment
Flight Conditions : VMC
Aircraft

Reference : X

ATC / Advisory. TRACON : TUS
Aircraft Operator : Air Carrier
Make Model Name : B737-700
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Passenger

Flight Phase : Final Approach
Flight Phase : Initial Approach
Route In Use : Visual Approach
Airspace.Class C : TUS

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Pilot Flying

Function.Flight Crew : First Officer
Experience.Flight Crew.Last 90 Days : 318

ASRS Report Number.Accession Number : 1010742
Human Factors : Situational Awareness

Events

Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Automation : Aircraft Other Automation
Detector.Person : Flight Crew

Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Flight Crew : Took Evasive Action
Result.Flight Crew : Became Reoriented
Result.Air Traffic Control : Issued Advisory / Alert



Assessments

Contributing Factors / Situations : Airport
Contributing Factors / Situations : Procedure
Contributing Factors / Situations : Human Factors
Primary Problem : Human Factors

Narrative: 1

We were cleared off the STAR to CALLS and cleared the visual approach, following a
runway change from 29R to 11L. Initially high on the path, we were correcting in
VNAV, and rolled the FAF altitude into the MCP when cleared the visual approach.
Descent rate was high and correcting, and as we approached 5,000 FT, it was
evident terrain would be a factor, and the Captain directed me to climb, as we got
the Terrain Caution and visual symbol on the Map display. Approach also alerted us
we were below MVA for the area as we were climbing. Once clear of the terrain, we
descended to 5,000 FT MSL and completed the visual approach without incident.
When faced with a time-sensitive change to the briefed approach, ensure fully re-
briefing the new game plan, not just loading the correct data into the FMC. Most
importantly here is verbalize the terrain issue and step-down altitudes because
they were not in the LEGS page due to being cleared direct the FAF, preventing a
safe VNAV descent path.

Synopsis

B737-700 First Officer reports descending below MVA during a night visual
approach to Runway 11L at TUS after a last minute runway change from Runway
29R. The reporter was attempting to descend to the FAF altitude prior to reaching
CALLS. The crew, ATC, and the EGPWS all became concerned at the same time and
corrective action was taken.



Time / Day

Date : 201205
Local Time Of Day : 1801-2400

Place

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

Environment

Flight Conditions : VMC
Light : Night

Aircraft

Reference : X

ATC / Advisory. TRACON : U90

Aircraft Operator : Air Carrier

Make Model Name : Regional Jet 200 ER/LR (CRJ200)
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Nav In Use.Localizer/Glideslope/ILS : Runway 11
Flight Phase : Initial Approach

Route In Use : Visual Approach

Airspace.Class C : TUS

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier
Function.Flight Crew : Pilot Flying
Function.Flight Crew : First Officer
Qualification.Flight Crew : Commercial

ASRS Report Number.Accession Number : 1010598
Human Factors : Confusion

Human Factors : Training / Qualification

Human Factors : Situational Awareness

Human Factors : Communication Breakdown
Communication Breakdown.Partyl : Flight Crew
Communication Breakdown.Party2 : ATC
Analyst Callback : Attempted

Person : 2



Reference : 2

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Pilot Not Flying
Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1010601
Human Factors : Communication Breakdown
Human Factors : Confusion

Human Factors : Situational Awareness

Human Factors : Training / Qualification
Communication Breakdown.Partyl : Flight Crew
Communication Breakdown.Party2 : ATC

Events

Anomaly.ATC lIssue : All Types

Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew

Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Flight Crew : Took Evasive Action
Result.Flight Crew : Became Reoriented
Result.Air Traffic Control : Issued Advisory / Alert

Assessments

Contributing Factors / Situations : Procedure

Contributing Factors / Situations : Manuals

Contributing Factors / Situations : Environment - Non Weather Related
Contributing Factors / Situations : Chart Or Publication

Contributing Factors / Situations : Airport

Primary Problem : Ambiguous

Narrative: 1

We crossed MAVVA at 11,000 on the DINGO 5 arrival for TUS Runway 11L.
Controller issued [us] direct to CALLS descend to 7,000 FT. Approximately half way
to CALLS at about 7,500 the Controller asked if we had the field, | could see the
field perfectly and answered yes, Controller cleared us for the visual to 11L. | set
5,000 in the altitude alerter for CALLS and continued on the previous track to
CALLS. | was set up to level off at 5,000 FT approximately 2 miles prior to CALLS
(planning to level off, finish slowing and configure flaps 20 by CALLS). At
approximately 5,200 FT and 2 miles prior to CALLS we got the terrain warning. |
immediately canceled autopilot and pitch up 10 degrees and added power to climb
to 6,500 FT. Just as | started to climb the Controller called and said we were a low
alt alert and that the MVA for that location was 5,900 FT. problems solved we
cleared CALLS at 5,900 FT and landed with no further issues. | NEVER LOST SIGHT
OF THE AIRPORT! It was a dark night the terrain was just another dark spot
amongst the other lights and dark spots. | had NO way of knowing that the MVA
was 5,900 FT. We briefed a VISUAL and only backed it up with the LOC frequency
and the approach starting at CALLS. | was completely unaware of the terrain that is
right under the approach path. | did not study the approach plate to 11L prior to
this event | was on a visual with the field in sight and because of the CAVU felt no



need to make a full brief that one would make if they were performing a complete
ILS approach in weather. After talking with the Captain, | more than agree we need
to have a note in the 10-7 communicating the tribal knowledge of the MVA and the
terrain at this and all the airports. Also | plan to make a full approach (ILS or
whatever) into all night approaches as the terrain is unseen to stay on the safety of
proven routes and altitudes. | would suggest that this become a policy as well.

Narrative: 2

I would suggest sending a one-time bulletin to all of our pilots about the hills on
ILS final to 11L at TUS. Include a short article in the Quarterly Bulletin about the
hills on ILS final to 11L at TUS. Add a comment to the 10-7 describing the hills
(small mountains) just to the right (about 1/2 mile) of and only about 1,000 FT
below the glide path for ILS 11L at TUS. Add the requirement for TUS Approach
Control the advised crews of the hills and tower just to the right of the ILS final to
11L at TUS. I'll make sure | review approach plates more carefully in the future
even though I'm on a visual approach.

Synopsis

A CRJ200 on a night visual to TUS Runway 11L received an EGPWS Terrain Warning
at about 5,200 FT 2 miles prior to CALLS and executed the escape maneuver just
as ATC called to notify them about that location's 5,900 FT MVA.



Time / Day

Date : 201205
Local Time Of Day : 0001-0600

Place

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

Relative Position.Distance.Nautical Miles : 5
Altitude.AGL.Single Value : 1500

Environment

Flight Conditions : Mixed

Weather Elements / Visibility.Visibility : 3
Light : Dawn

Ceiling.Single Value : 400

Aircraft

Reference : X

ATC / Advisory.Tower : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : B757 Undifferentiated or Other Model
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Cargo / Freight

Flight Phase : Landing

Route In Use : Visual Approach
Airspace.Class C : zZZ

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Pilot Not Flying
Function.Flight Crew : First Officer
Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 8487
Experience.Flight Crew.Last 90 Days : 114
Experience.Flight Crew.Type : 2948

ASRS Report Number.Accession Number : 1010007
Human Factors : Communication Breakdown
Human Factors : Confusion

Human Factors : Fatigue

Human Factors : Human-Machine Interface
Human Factors : Situational Awareness



Human Factors : Distraction
Communication Breakdown.Partyl : Flight Crew
Communication Breakdown.Party?2 : Flight Crew

Events

Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.ATC Issue : All Types

Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew

Were Passengers Involved In Event : N

When Detected : In-flight

Result.Flight Crew : Executed Go Around / Missed Approach

Assessments

Contributing Factors / Situations : Human Factors

Contributing Factors / Situations : Environment - Non Weather Related
Contributing Factors / Situations : Chart Or Publication

Contributing Factors / Situations : Airport

Primary Problem : Human Factors

Narrative: 1

The weather was reported as VFR although the Tower reported a low cloud layer
moving across airport. Captain elected to attempt a visual approach to Runway 4R.
| stated that | disagreed with the decision as | we couldn't see the airport at all.
Captain stated that we would take vectors to final and then try to see the runway.
On final approach, the airport was not visible, though The Captain declared that we
would continue. We received weather report which was clearly below visual
approach criteria. Captain began descent (still in VMC and above cloud layer) at
FAF. Because | was focused on his decision to attempt this approach, Captain and |
were not of a shared mental model. Therefore, the approach was never properly
set-up on the autopilot mode control panel. MDA was not set when in the altitude
window when we began the descent from FAF.

At approximately 1,500 AGL, I finally convinced Captain to go around. Again, the
altitude window wasn't set. Furthermore, go around altitude was never discussed or
briefed. After the go around was initiated, | attempted to notify the Tower, but as |
reached for the yoke mounted push to talk switch, | inadvertently hit the autopilot
disconnect switch. This was very distracting and confusing to both of us.

Though the Captain continued to fly the airplane, the go around call was never
issued. When the Tower realized that we had gone around, they called us and
issued an altitude which we had already exceeded. We reported that we would
return to the altitude which I believe was 2,000 FT. After discussion between
Captain and me, vectors and several missed communications with Tower and
Approach Control, we executed a localizer approach to the opposite runway.

Fatigue was a contributing factor. It was the end of a long duty night which had
begun on the West Coast the evening before. At the start of the duty period, The
Captain and | both noted that we hadn't slept well that day. Another contributing
factor was the First Officer's windshield began arcing while en-route and the heat
had to be turned off. This resulted in a fogged windshield that | had to keep wiping



off. A third factor was that the airport had no ILS available. The only approach to
the long runway available to us was a non-precision to a runway that had a
displaced threshold. This was an undesirable condition for a large jet to have no
vertical guidance. | believe this was why the Captain was so focused on attempting
a visual approach to the runway where there was a normal threshold.

Synopsis

Unanticipated IMC, no available ILS and fatigue combined to cause a breakdown in
CRM on the flight deck, an eventual poorly managed go around for a B757-200
flight crew.



Time / Day

Date : 201205
Local Time Of Day : 0601-1200

Place

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

Relative Position.Angle.Radial : 150
Relative Position.Distance.Nautical Miles : 4
Altitude.MSL.Single Value : 1500

Environment

Flight Conditions : Mixed

Weather Elements / Visibility.Visibility : 10
Light : Daylight

Ceiling.Single Value : 1000

Aircraft

Reference : X

ATC / Advisory.Tower : ZZZ
Aircraft Operator : Personal

Make Model Name : Bonanza 35
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Personal

Nav In Use.Localizer/Glideslope/ILS : Runway 33
Flight Phase : Final Approach
Airspace.Class D : ZzZZ

Component

Aircraft Component : Autoflight System
Aircraft Reference : X
Problem : Improperly Operated

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck
Reporter Organization : Personal
Function.Flight Crew : Pilot Flying
Function.Flight Crew : Single Pilot
Qualification.Flight Crew : Private
Qualification.Flight Crew : Instrument
Experience.Flight Crew.Total : 680
Experience.Flight Crew.Last 90 Days : 21



Experience.Flight Crew.Type : 225

ASRS Report Number.Accession Number : 1009804
Human Factors : Human-Machine Interface

Human Factors : Training / Qualification

Human Factors : Workload

Human Factors : Distraction

Events

Anomaly.Deviation - Altitude : Overshoot
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew

Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Flight Crew : Took Evasive Action
Result.Flight Crew : Returned To Clearance
Result.Flight Crew : Became Reoriented
Result.Air Traffic Control : Issued Advisory / Alert

Assessments

Contributing Factors / Situations : Weather
Contributing Factors / Situations : Human Factors
Contributing Factors / Situations : Aircraft
Primary Problem : Human Factors

Narrative: 1

Had been stepped down from 9,000 FT to 3,000 FT and was number 3 or 4 aircraft
for the approach. Approach vectored me to intercept ILS 33 at the IAF. Instructed
to 'turn to 360 degrees and maintain 2,500 FT until established, cleared for ILS 33,
contact Tower." | was using autopilot heading mode (steering with heading bug)
turning to 360 with HSI pointer to 332 degrees (final approach course) and
engaged vertical speed down and put landing gear down to get from 3,000 FT to
2,500 FT MSL. I then engaged NAV on S-Tec 60-2 which showed capture and
completed the intercept of the localizer. My practice from training is to keep hand
on landing gear until gear down and locked confirmation (single green and barber
pole). [I] confirmed autopilot capture and control of localizer course, thinking that
the autopilot would capture glide slope. Called Tower to report inbound on ILS 33,
and then noticed aircraft still descending rapidly and below target altitude.
Simultaneously, Tower called Altitude Alert at 1,500 FT and | should be at 2,500
FT. | immediately disengaged autopilot and climbed. At this point, was below ceiling
with runway in sight with VASI guidance and adjusted altitude to 2 white/2 red. No
issue landing. In reviewing post-flight, I should have controlled the aircraft by hand
to the intercept altitude of 2,500 FT rather than using vertical speed and confusing
NAV capture of Localizer with also engaging glide slope capture. | will fly with my
instructor to practice autopilot scenarios as most of my approaches are hand flown.

Synopsis

A BE35 pilot descended to 1,500 FT before crossing the initial approach fix 2,500 FT
constraint because he was using the autopilot Vertical Speed mode while managing
the landing gear and monitoring LOC capture, but with glideslope capture not
armed.



Time / Day

Date : 201205
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : T31.Airport
State Reference : TX
Altitude.MSL.Single Value : 1000

Environment

Flight Conditions : VMC

Weather Elements / Visibility.Visibility : 10
Light : Daylight

Ceiling.Single Value : 25000

Aircraft

Reference : X

ATC / Advisory.UNICOM : T31
Aircraft Operator : Personal

Make Model Name : PA-32 Cherokee Six/Lance/Saratoga/6X
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : None

Mission : Personal

Flight Phase : Final Approach
Route In Use : Direct
Airspace.Class E : T31

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck
Reporter Organization : Personal
Function.Flight Crew : Pilot Flying
Function.Flight Crew : Single Pilot
Qualification.Flight Crew : Instrument
Qualification.Flight Crew : Commercial
Experience.Flight Crew.Total : 1825
Experience.Flight Crew.Last 90 Days : 15
Experience.Flight Crew.Type : 1275
ASRS Report Number.Accession Number : 1008529
Human Factors : Situational Awareness

Events

Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Deviation - Procedural : FAR



Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew

When Detected : In-flight

Result.Flight Crew : Became Reoriented

Assessments

Contributing Factors / Situations : Human Factors
Primary Problem : Human Factors

Narrative: 1

On approach to landing on Runway 17 at T31 (Aero Country Airport), | misread my
chart for the Traffic Pattern Altitude. Instead of approaching at an altitude of 1,600
MSL, my altitude was 1,000 MSL, putting me only 200 FT above the ground and
surrounding homes. [This was] a mistake that will not happen again. A more
thorough pre-brief will prevent this from occurring in the future.

Synopsis

A PA-32R pilot reported misreading the chart and descending to 200 FT AGL in the
pattern at T31.



Time / Day

Date : 201205
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : MTN.Airport
State Reference : MD

Relative Position.Angle.Radial : 310
Relative Position.Distance.Nautical Miles : 7
Altitude.MSL.Single Value : 2200

Environment

Weather Elements / Visibility.Visibility : 7
Ceiling.Single Value : 9000

Aircraft

Reference : X

ATC / Advisory.TRACON : PCT
Aircraft Operator : Personal
Make Model Name : Bonanza 36
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Personal

Flight Phase : Initial Approach
Route In Use : Direct
Airspace.Class E : PCT

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Personal
Function.Flight Crew : Pilot Flying
Function.Flight Crew : Single Pilot
Qualification.Flight Crew : Flight Instructor
Qualification.Flight Crew : Multiengine
Qualification.Flight Crew : Instrument
Experience.Flight Crew.Total : 6000
Experience.Flight Crew.Last 90 Days : 37
Experience.Flight Crew.Type : 20

ASRS Report Number.Accession Number : 1008521
Human Factors : Distraction

Human Factors : Situational Awareness

Events



Anomaly.Deviation - Altitude : Overshoot
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Flight Crew : Became Reoriented
Result.Air Traffic Control : Issued Advisory / Alert

Assessments

Contributing Factors / Situations : Weather
Contributing Factors / Situations : Human Factors
Primary Problem : Human Factors

Narrative: 1

I was en route to MTN and was cleared to descend from 3,000 to 2,500 FT MSL. |
set the autopilot to descend at 500 FPM and checked the GPS to get the distance to
the airport. | then realized | was only 6.7 miles away and started searching for the
field through the mist at my altitude, forgetting entirely about the level-off at 2,500
MSL. The aircraft continued descending. | was then called and told by Potomac
Approach that |1 was only cleared to 2,500 MSL. | suddenly realized | was at 2,200
MSL. Naturally, I was embarrassed and frightened by the possible consequences
my error. Fortunately, the visibility at the time allowed me to see the ground and
spot the field. Had it happened in hard IMC, | could have been killed and possibly
hurt or killed others in the process. In the future | will be more alert during this
phase of flight and of descents in general.

Synopsis

BE36 pilot reported descending below clearance limit toward terrain on approach to
MTN.



Time / Day

Date : 201204
Local Time Of Day : 1201-1800

Place

Locale Reference.ATC Facility : ZZZ.ARTCC
State Reference : US
Altitude.MSL.Single Value : 10000

Environment
Weather Elements / Visibility : Icing
Aircraft

Reference : X

ATC / Advisory.Center : ZZZ

Make Model Name : Skyhawk 172/Cutlass 172
Crew Size.Number Of Crew : 1

Flight Plan : IFR

Flight Phase : Cruise

Airspace.Class E : 277

Person

Reference : 1

Location Of Person.Facility : ZZZ.ARTCC

Reporter Organization : Government

Function.Air Traffic Control : Enroute
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1007323

Events

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Procedural : Clearance

Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Air Traffic Control : Issued New Clearance

Assessments

Contributing Factors / Situations : Weather
Contributing Factors / Situations : Procedure
Primary Problem : Ambiguous

Narrative: 1

I was working the RADAR position on Sector X. | had precipitation displayed west of
the departure airport, but not along the route the C172 as traveling. The C172 was
en route from their departure airport direct to their destination at 100 in an area



with a 099 MIA (Minimum IFR Altitude). The C172 declared he was in icing
conditions and needed to descend. | stood up from my chair to check the MOCA
(Minimum Obstruction Clearance Altitude) the airway the C172 was over-flying. |
made the decision to turn the aircraft 30 degrees to the right which would direct
the aircraft to an area with a 072 MIA.

I began to issue the clearance when | noticed the MSAW (Minimum Safe Altitude
Warning) alert flashing. | issued a Low Altitude Alert as well as a 30 degree turn to
the aircraft. The C172 was descending without clearance so | restated the MIA
altitude and told the aircraft to maintain FL100. Soon after the aircraft entered the
area with the 072 MIA he advised he was returning to his departure airport and
canceled IFR. The weather that is displayed should be updated more often and
needs to be more accurate. If the precipitation was displayed | could have issued it
to the pilot and issued a heading around the area.

Synopsis

Enroute Controller described a below MIA event when IFR traffic encountered icing
and initiated a descent below the MIA, the reporter noting improved weather
information may have provided a heads-up on the existing condition.



Time / Day

Date : 201204
Local Time Of Day : 0001-0600

Place

Locale Reference.Airport : OGG.Airport
State Reference : HI
Altitude.MSL.Single Value : 6000

Aircraft

Reference : X

ATC / Advisory. TRACON : HCF
Aircraft Operator : Air Carrier

Make Model Name : Medium Transport, Low Wing, 2 Turbojet Eng
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Passenger

Flight Phase : Descent

Route In Use : Vectors
Airspace.Class C : OGG

Person

Reference : 1

Location Of Person.Facility : HCF.TRACON

Reporter Organization : Government

Function.Air Traffic Control : Approach

Function.Air Traffic Control : Departure
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1007315
Human Factors : Communication Breakdown
Communication Breakdown.Partyl : ATC
Communication Breakdown.Party2 : Flight Crew

Events

Anomaly.Deviation - Track / Heading : All Types
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew

Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Air Traffic Control : Issued New Clearance

Assessments



Contributing Factors / Situations : Procedure
Contributing Factors / Situations : Human Factors
Primary Problem : Human Factors

Narrative: 1

Air Carrier X was going to OGG from the southeast. He was at 8,000 descending,
number one to the field, with the field in sight. The second aircraft was on a right
downwind, level at 4,000. | was vectoring Air Carrier X to take him west and get
lateral separation for him to get below the aircraft on downwind. When Air Carrier X
was around 5,000 FT, | cleared him to fly heading 330 to join the localizer. The
pilot read back the instruction, and then I said, "Reaching 3,000 cleared visual
approach Runway 2." The pilot read this back as well. Air Carrier X flew right
through the localizer. Since there are mountains west of the localizer, | issued a
visual approach without questioning the pilot's actions. | just wanted to have him
turn away from the mountains. He was at about 3,700 FT and 1 mile west of the
localizer when | cleared him for a visual approach.

When | switched Air Carrier X to OGG Tower, the pilot informed me that my
heading "had almost sent him into the mountains.” | told the pilot that his
clearance had been to fly a 330 heading to join the localizer, then reaching 3,000,
he was cleared visual approach. | think the clearance he had taken was heading
330, and then reaching 3,000, cleared for a visual. He had not intended or
understood to join the localizer. The pilot should have listened better to my
instructions. If he had a question, he should have asked me. | will try to be sure
that my clearances are clear and not too complicated. 1 may have confused the
pilot.

Synopsis

HCF Controller described a below MVA event apparently a result of confusion with
regard to specifics issued during a visual approach.



Time / Day

Date : 201204
Local Time Of Day : 0001-0600

Place

Locale Reference.ATC Facility : SCT.TRACON
State Reference : CA
Altitude.MSL.Single Value : 3800

Aircraft

Reference : X

ATC / Advisory. TRACON : SCT
Make Model Name : Learjet 35
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 91
Flight Plan : IFR

Flight Phase : Descent

Route In Use : Vectors
Airspace.Class E : SCT

Person

Reference : 1

Location Of Person.Facility : SCT.TRACON

Reporter Organization : Government

Function.Air Traffic Control : Approach
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1006832
Human Factors : Communication Breakdown
Communication Breakdown.Partyl : ATC
Communication Breakdown.Party2 : Flight Crew

Events

Anomaly.ATC Issue : All Types
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Air Traffic Control

Result.Air Traffic Control : Issued New Clearance

Assessments

Contributing Factors / Situations : Human Factors
Contributing Factors / Situations : ATC Equipment / Nav Facility / Buildings
Primary Problem : Human Factors

Narrative: 1

I was working SDER. A Lear Jet was inbound to NZY, checked on and I told him
"Roger." | later issued him a descent to 6,000. | handed him off to SDZR who



would be working him into NZY. The SDZR RADAR Controller later called my
attention to the fact that the Lear Jet was below the 5,000 FT MVA to the East of
PGY. I issued a Low Altitude Alert to the Lear Jet and climbed him from
approximately 3,800 back to 5,000. I told him that he had been assigned 6,000. He
said he was cleared to 3,000. | later reviewed the audio of the event and although |
did issue 6,000, | missed his read back of 3,000. Recommendation: listen for read
back. When | first sat down at this sector, a few of the transmissions | made were
not acknowledged. | realized that | was transmitting on the primary frequency. |
have experienced this issue with this frequency on several occasions. | immediately
switched to the backup frequency which seems to work more reliably.

Synopsis

SCT Controller described a below MVA event when issuing the correct descent
clearance, but then failed to hear the incorrect read back by the pilot. The reporter
listed radio equipment as a possible contributing factor.



Time / Day

Date : 201204
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : RAP.Airport
State Reference : SD
Altitude.MSL.Single Value : 5300

Environment

Flight Conditions : Marginal

Weather Elements / Visibility : Turbulence
Weather Elements / Visibility : Rain

Weather Elements / Visibility : Thunderstorm
Light : Daylight

Aircraft

Reference : X

ATC / Advisory. TRACON : RAP

Aircraft Operator : Personal

Make Model Name : Small Transport, Low Wing, 2 Turbojet Eng
Crew Size.Number Of Crew : 1

Operating Under FAR Part : Part 91

Flight Plan : IFR

Mission : Personal

Flight Phase : Initial Approach

Airspace.Class D : RAP

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Personal

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Multiengine
Qualification.Flight Crew : Air Transport Pilot (ATP)
Qualification.Flight Crew : Instrument
Experience.Flight Crew.Total : 4950
Experience.Flight Crew.Last 90 Days : 27
Experience.Flight Crew.Type : 370

ASRS Report Number.Accession Number : 1006821
Human Factors : Workload

Human Factors : Situational Awareness

Human Factors : Distraction

Human Factors : Physiological - Other



Events

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Flight Crew

Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Result.Flight Crew : Became Reoriented

Result.Air Traffic Control : Issued Advisory / Alert

Assessments

Contributing Factors / Situations : Weather

Contributing Factors / Situations : Procedure

Contributing Factors / Situations : Human Factors

Contributing Factors / Situations : Environment - Non Weather Related
Primary Problem : Weather

Narrative: 1

[l was receiving] vectors to ILS Runway 32 at RAP. Thunderstorms and rain,
marginal VFR on IFR flight plan. Ellsworth, descend to 5,300 FT, heading 350
degrees, turbulence and rain downdraft. [I] disconnected autopilot. Arrested
descent at 4,800 FT, busting altitude restriction of 5,300 FT. Ellsworth Approach
called on low altitude, but already disconnected autopilot and corrected. [I] broke
out of rain, airport in sight. Visual approach [was] given, 500 FT low. [I] should
have corrected sooner.

Synopsis

The pilot of small jet reported that while on vectors for RAP Runway 32,
thunderstorms, rain, and down drafts caused him to descend to 4,800 FT, which
prompted ATC to issue a low altitude alert as he attempted to correct.



Time / Day

Date : 201204
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : CLE.Airport
State Reference : OH
Altitude.MSL.Single Value : 2000

Aircraft

Reference : X

ATC / Advisory.TRACON : CLE
Aircraft Operator : Air Carrier

Make Model Name : A319

Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Flight Phase : Descent

Route In Use : Vectors
Airspace.Class B : CLE

Person

Reference : 1

Location Of Person.Facility : CLE. TRACON

Reporter Organization : Government

Function.Air Traffic Control : Departure
Function.Air Traffic Control : Approach
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1006663
Human Factors : Situational Awareness

Events

Anomaly.ATC Issue : All Types

Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Air Traffic Control

Result.Air Traffic Control : Issued New Clearance

Assessments

Contributing Factors / Situations : Human Factors
Primary Problem : Human Factors

Narrative: 1

I instructed the aircraft to descend to 3,000 and | thought | heard him read back
descending to 3,000. | was verifying with another aircraft that he had the new ATIS
showing the new landing runway when | should have been turning the A319 to join



the localizer. The A319 went across the localizer and as | was turning him back to
join from the other side | noticed his altitude was below 3,000 and issued him a
climb to 2,600, gave a low altitude alert and a leaving the Bravo advisory. | failed
to issue a reentering the bravo airspace advisory. The low altitude alert goes off a
lot when it is not a factor but never went off even when the aircraft was 600 FT
below the MVA.

Synopsis

CLE Controller described a below MVA event when traffic vectored to the localizer
failed to intercept as expected. The reporter also listed a failure to provide
exit/entering Class B information during the occurrence.



Time / Day

Date : 201204
Local Time Of Day : 0601-1200

Place

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

Environment
Flight Conditions : VMC

Aircraft

Reference : X

ATC / Advisory.TRACON : SBGL

Aircraft Operator : Air Carrier

Make Model Name : Boeing Company Undifferentiated or Other Model
Crew Size.Number Of Crew : 3

Operating Under FAR Part : Part 121

Flight Phase : Descent

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1006554
Human Factors : Workload

Human Factors : Communication Breakdown
Human Factors : Situational Awareness
Communication Breakdown.Partyl : Flight Crew
Communication Breakdown.Party2 : Flight Crew

Person : 2

Reference : 2

Location Of Person.Aircraft @ X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1006739
Human Factors : Communication Breakdown



Communication Breakdown.Partyl : Flight Crew
Communication Breakdown.Party?2 : Flight Crew

Person : 3

Reference : 3

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1006736
Human Factors : Workload

Human Factors : Situational Awareness

Human Factors : Fatigue

Human Factors : Communication Breakdown
Communication Breakdown.Partyl : Flight Crew
Communication Breakdown.Party2 : Flight Crew

Events

Anomaly.Deviation - Altitude : Overshoot

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Deviation - Procedural : Clearance

Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew

When Detected : In-flight

Result.Flight Crew : Returned To Clearance

Assessments

Contributing Factors / Situations : Procedure
Contributing Factors / Situations : Human Factors
Contributing Factors / Situations : Company Policy
Contributing Factors / Situations : Airport

Primary Problem : Human Factors

Narrative: 1

Captain (pilot not flying) returned to the cockpit from rest break 1+15 before
landing. First Officer (pilot flying) had finished his rest break at 4+05 before
landing. Relief Pilot returned to cockpit from his 2nd rest break during initial
descent phase 25 minutes before landing. Landing occurred after 9 plus hours of
fling [dusk to dawn]. Upon returning to cockpit Captain reviewed NOTAMs and field
report. Crew specifically discussed 1,380 meter displaced threshold due to
construction on approach end Runway 28, and the ILS glidepath 28 and PAPI
Runway 28 out of service. Notably, there was no change to the minimums to any
approach to SBGL. Crew also checked the weather and noted low broken deck and
5,000 meter prevailing visibility, well above non-ILS minimums. Crew learned SBGL
was landing Runway 28 from Brasilia Center about 45 minutes before landing and
loaded Arena 1A Runway 28 arrival in FMC. At hand off to Curitiba Center at ARENA
Intersection crew was cleared the Arena 1A arrival as expected. Crew verified step
down fixes and airspeeds per the STAR, and specified a hard 2,500 FT at the last fix
(EUJE) instead of 2500A3500B. Setting the lowest allowable altitude was intended



to assist with transition to the RNAV Runway 28 approach, which began at EUJE. At
hand off to Rio Approach Control crew was cleared to "descend via the Arena 1A"
for the RNAV Runway 28 approach. At some point the Approach Controller gave the
local altimeter, which the pilot not flying (Captain) read back as "QNH 1024"(hp);
pilot not flying failed to check this against the ACARS weather printout which was
(est.) 1014 hp. Failing to verify the altimeter setting was a significant error; as a
habit pilot not flying (Captain) normally does verify ATC vs. ACARS weather at non-
US destinations to compensate for heavily accented English and/or poor radios. The
pilot flying (First Officer) briefed the RNAV Runway 28 approach during the descent
while above 10,000 FT. As had been the case during previous flights using this
arrival, it is difficult to keep auto flight/FMC in VNAV Path when reaching each step
down fix. Nonetheless, Captain had flown the arrival previously without difficulty
both as pilot flying and pilot not flying to a stabilized final. During the descent Rio
Approach Control directed crew to slow prematurely to 170 KTS when passing
about 7,000 FT which complicated energy management and required speed
intervene to override FMC speeds. To comply, the pilot flying called for gear down
passing through 5,000 FT when starting the turn at ERNA Intersection. Up to this
point the arrival had gone normally. After rolling out of the 110 degree turn at
ERNA, the aircraft was once again out of VNAV Path in a descent to the
programmed ERNA crossing altitude of 2,500 FT. The pilot not flying (Captain),
trying to be helpful, reengaged VNAV as the aircraft was on the path, but pilot not
flying did not immediately speed intervene. Consequently, the auto-throttles very
quickly moved forward to attain the FMC programmed speed of 220 KTS. This
caused the nose to pitch up, airspeed loss as throttles were disengaged and
retarded, and an unstable condition for the pilot flying (First Officer) who clicked off
the autopilot to regain control. The pilot flying (First Officer) resumed the descent
to EUJE, but just over 2 NM prior to that fix at about 2,700 FT altitude the
controller stated that we needed to cross EUJE at 1,700 FT. The controller was
using the EUJE crossing altitude published on the RNAV Runway 28 IAP, while the
crew was using the min crossing altitude published on the STAR since we had been
cleared to "descend via" the Arena 1A arrival. The Captain had flown this arrival
previously to ILS, VOR, and RNAYV finals and had, for safety, always used the higher
EUJE crossing altitude on the arrival without eliciting any comment from Rio
Approach Control. The Captain reset the altitude window to 1,700 FT and directed
the pilot flying to descend to meet the restriction, stating to the pilot flying, "She's
trying to tell you that you have 2 miles to descend 1,000 FT." Captain assisted by
deploying spoilers as pilot flying lowered the nose. While pilot flying (First Officer)
met the 1,700 FT crossing restriction performing a hand flown descent, he overshot
and descended 200-300 FT below (as indicated on the altimeter). The mandatory
altitude from EUJE-to-FAF is 1,600 FT. At this point Captain took control of the
aircraft and became the pilot flying until landing.

Captain's decision to intervene was based on his knowledge of First Officer's normal
flying skills vs. the observed fatigue-induced task saturation and channelized
attention that resulted in an altitude deviation. Further, Captain realized he had
contributed to the First Officer's task saturation by trying to assist for what he
perceived as slower than normal situational awareness by First Officer (pilot flying)
after passing ERNA. In retrospect, the appropriate response to the Controller's
altitude clearance at EUJE should have been "unable", "go around", or *'going
missed approach” (although we were not yet on the final approach segment).
Captain's decision to continue approach was based on: 1) VMC conditions (hazy, 4
miles visibility and ground contact), and familiarity with the flat terrain/water from
EUJE to Runway 28. (However, Captain was not familiar with a very small



prohibited area (SB (P)-319) directly beneath the final approach, just inside the
FAF. The Relief Pilot pointed this area out in the debrief. The altitude deviation
occurred about 5 miles prior to this prohibited area.) 2) Deviation occurring 5-6
miles outside the FAF allowing plenty of time to recover by the FAF and still fly a
stabilized approach. Had this deviation occurred in IMC or in unfamiliar terrain,
Captain would have gone around. Failure to do so in this case may be attributable
to either complacency (due to familiarity) and/or mission hacking. While neither
was intentional or premeditated, both are unacceptable. Further, at the time of the
altitude deviation and the Captain assuming control of the aircraft, the Relief Pilot
suggested: "We could go around..." Captain did not take this comment as directive,
but still should have given it greater consideration. Between EUJE and FAF Captain
climbed back to 1,600 FT until FAF and then descended via the VNAV path, but
purposely stayed high to account for the displaced threshold, and verbalized this to
the crew. Runway 28 was visually acquired at about four miles. As we neared the
runway and saw the displaced threshold it was apparent that the Captain (pilot
flying) had not compensated enough for the displaced threshold, resulting in a
stabilized, shallow, dragged-in final. While the aircraft was continuously in a safe
position to land with the runway in sight, this was non-standard. A safe touchdown
occurred beyond the displaced threshold in the touchdown zone, followed by
normal rollout and taxi-in.

During taxi-in the Relief Pilot noted the altimeters reading about 250 FT above field
elevation using 1024 hp. When crew reset the ACARS altimeter of 1014 hp (est.),
the altimeters read field elevation. This means that we may have deviated up to
400 FT below the EUJE-to-FAF restriction of 1,600 FT due to two separate errors:
(1) the Captain copying and reading back the wrong altimeter setting to Rio
Approach Control; and, (2) the First Officer flying below the EUJE 1,700 FT
restriction. This was a serious deviation and would have been avoided if the Captain
had directed a go around or stated "unable" when the controller made the radio call
to cross EUJE at 1,700 FT. Fatigue, VNAV automation limitations (ergonomics),
VNAV crew proficiency, ATC radio comprehension, and ATC STAR/IAP design and
task saturation channelized attention during descent outside the FAF, resulting in
an altitude deviation. 1) Captain accepted clearance for the RNAV Runway 28
approach because the aircraft was capable and we are encouraged to practice
RNAV procedures when possible. However, given the temporary displaced threshold
Captain should have requested the LOC Z Runway 28 approach, which has higher
minima and the same crossing altitude restriction at EUJE (2500A3500B) as the
Arena 1A STAR. This would have avoided both the altitude deviation and possibly
mitigated the dragged-in final. 2) Captain asked the Station Operations Agent to
confer with the SBGL Tower or Rio Approach Control Supervisor to ascertain their
expectations regarding the EUJE crossing altitude differences between the Arena 1A
arrival (STAR) vs. the RNAV Runway 28 approach (I1AP). 3) Fleet Captain and
training staff should address how they want crews to deal with an RNAV/VNAV
approach to a temporary displaced threshold. The Training Department currently
teaches crews to fly the VNAV path, and to not use VDP procedures or to drive
toward the runway once reaching the DA/MDA. However, the only way VNAV path
will work with a large displaced threshold (1,380 meters in this case) would be to
adjust the FMC Runway XX crossing height upward (higher) to create a normal
threshold crossing at the temporary displaced threshold. However, we have no
procedures for making this adjustment. 4) Consider whether higher RNAV Runway
28 minimums would be appropriate during the period of construction and
temporary displaced threshold to Runway 28. The current RNAV/VNAV minimums
are 298 FT AGL; LNAV minimums are 302 FT AGL. These minimums occurred 1.7



NM from the temporary displaced threshold if the VNAV path is flown. Otherwise,
crews might be restricted to using the ILS/LOC Z Runway 28, which has non-ILS
minimums of 502 FT AGL. I believe the RNAV Runway 28 minimums should be no
lower than the Localizer Z Runway 28 minimums while the temporary displaced
threshold is in effect.

Narrative: 2

On RNAV (GNSS) Runway 28 to SBGL | observed altitude deviation from VNAV
path. | did call deviations and suggested go around and that we have ample fuel for
go around, but I haven't been assertive to the level | should have been.

Narrative: 3

Even though | (pilot flying) disconnected the auto-throttles several times during an
inappropriately large throttle movement, they re-engaged unexpectedly.
Autothrottle with VNAV caused an unstable situation due to ATC issuing a much
lower altitude during a late phase of approach. Due to fatigue, ATC late phase
altitude re-clearance to lower altitude, and both pilots continuing to accommodate
FMC and MCP duty commands during a 120 degree right LNAV turn. Combining the
ATC's unexpected 800 FT lower altitude crossing in less than 2 miles, Vnav miss-
managed, and fatigue of an all-night flight which distracted and lowered the
situational awareness and an overall loss of the "big picture", thus failing to
respond with an "unable" to ATC's altitude re-clearance just outside the FAF; this is
an obvious and regretful conclusion.

Maintain your "situational awareness" when things become busy. Be ready to reject
ATC, etc... when tasks and solutions seem unexpected, or imposed. Especially
during non-U.S. operations, and any other compromising situation when your guard
is down (unexpectedly, unaware, and/or without your permission).

Synopsis

Flight crew describes an arrival and RNAV 28 approach to a displaced threshold at
SBGL. A mis-set altimeter and ATC adjustments to speed and altitude result in
deviations below the initial approach fix altitude and the Captain assuming pilot
flying duties.



Time / Day

Date : 201204
Local Time Of Day : 0601-1200

Place

Locale Reference.Airport : SAN.Airport
State Reference : CA

Relative Position.Distance.Nautical Miles : 1
Altitude.AGL.Single Value : 500

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Tower : SAN

Aircraft Operator : Air Carrier

Make Model Name : B737-300

Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Nav In Use.Localizer/Glideslope/ILS : Runway 27
Flight Phase : Initial Approach

Airspace.Class B : SAN

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Last 90 Days : 256

ASRS Report Number.Accession Number : 1006246
Human Factors : Situational Awareness

Person : 2

Reference : 2

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Not Flying

ASRS Report Number.Accession Number : 1006242



Events

Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Automation : Aircraft Terrain Warning
Detector.Person : Flight Crew

When Detected : In-flight

Result.Flight Crew : Became Reoriented

Assessments

Contributing Factors / Situations : Human Factors
Primary Problem : Human Factors

Narrative: 1

While on the LOC 27 Approach into San Diego, the Tower told us that we would
break out right at minimums. Concerned about getting down, | left REEBO at 800
to 1,000 FPM descent to the Derived Decision Altitude (DDA). The base of the layer
was ragged and just prior to the DDA | saw the PAPI appear, disappear, and
reappear. At DDA, | had the PAPI and immediately noticed an area of lower
visibility north of the runway. | called "landing". Concerned that the area of lower
visibility may move over the runway, | allowed the aircraft to descend at the higher
rate of descent than | had started from the FAF. With it being daylight and the
terrain and obstacles insight, | was lulled into focusing on the area of low visibility.
This was apparent when the First Officer correctly called "airspeed"” when | allowed
the airspeed to drop more than five knots below target. | corrected, but was still
focused on the area of low visibility.

Then we received the alert "Terrain Too Low". That got my attention and |
corrected immediately. At the same moment of the alert, | saw the PAPI had turned
four red. | brought the aircraft up to the PAPI glide path and the rest of the
approach and landing was uneventful. The area of lower visibility stayed to the
north of the runway and never became a factor. The first thing |1 did wrong was
forgetting my first priority to fly the aircraft. The second thing | did wrong was
[that | was] too lulled into a sense of security by having the terrain in sight. The
third thing | did wrong was to focus on the area of low visibility which caused me to
lose focus on the first two priorities. | allowed myself to be distracted. Ironically
this area of focus, the low visibility never became a factor, yet it brought other
more serious factors into play. Fly the airplane!

Narrative: 2
[Narrative 2 had no additional information]
Synopsis

A B737-300 flight crew reported receiving a GPWS alert for terrain on approach to
SAN.



Time / Day

Date : 201204
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : CRW.Airport
State Reference : WV
Altitude.MSL.Single Value : 2200

Environment

Flight Conditions : IMC

Weather Elements / Visibility : Turbulence
Weather Elements / Visibility : Icing

Light : Daylight

Ceiling.Single Value : 600

Aircraft

Reference : X

ATC / Advisory. TRACON : CRW

Aircraft Operator : Air Carrier

Make Model Name : Medium Transport, Low Wing, 2 Turbojet Eng
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Flight Phase : Initial Approach

Airspace.Class C : CRW

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier
Function.Flight Crew : First Officer
Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Commercial

ASRS Report Number.Accession Number : 1006147
Human Factors : Communication Breakdown
Human Factors : Distraction

Human Factors : Time Pressure

Human Factors : Training / Qualification

Human Factors : Workload

Human Factors : Confusion

Communication Breakdown.Partyl : Flight Crew
Communication Breakdown.Party?2 : Flight Crew
Communication Breakdown.Party2 : ATC



Events

Anomaly.Deviation - Altitude : Overshoot
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew

When Detected : In-flight

Result.Flight Crew : Took Evasive Action
Result.Flight Crew : Returned To Clearance
Result.Flight Crew : Became Reoriented

Assessments

Contributing Factors / Situations : Procedure

Contributing Factors / Situations : Human Factors

Contributing Factors / Situations : Environment - Non Weather Related
Primary Problem : Human Factors

Narrative: 1

On approach into CRW we were given a late descent from cruise. | noticed the
unusually high altitude and inquired to the Captain what his plans were. The
Captain stated that we would be fine once he lowered the gear. At that time ATC
asked if were needed vectors and since | had just asked the Captain | said no it
would be fine. The Captain called for the gear to come down and we started a good
rate of descent. | noted our altitude was approximately 8,500 FT at SHOAL, and we
should have been at 3,000 FT per the approach chart. Sometime between SHOAL
and KANCO on the ILS Runway 5 into CRW the Captain realized we were way too
high. He told me to," ask for a 360". | then asked ATC for vectors back around to
rejoin the approach. As soon as ATC came back with new vectors they told us to
maintain 3,100 FT and turn left to heading 270 degrees. We were passing 3,000 FT
at a high rate of descent and | read back the instructions. The Captain started
adding power to arrest the descent and begin a climb back up to 3,100, but the
illusion from adding the power must have sent a conflicting pitch-up sense because
he only barely leveled off at 2,600 FT. I then told the Captain to watch his
altimeter.

ATC came on right after | did and told us to climb and maintain 3,100 FT again and
turn left to heading 240 degrees. | again read this back to ATC and right at the
moment | noticed the Captain was in a steady descent still and | last read 2,200 FT
on the altimeter. | said,"” Altitude" quite sternly and remember him turning off the
autopilot to initiate the climb and | simultaneously reached for the yoke to pitch up
more. The EGPWS never went off, but | was concerned about the terrain
regardless. We then started a healthy climb and leveled off at 3,100 FT. We did a
vector approach to ILS Runway 5 again into CRW with no further incident. The
weather was IMC and this airport was in mountainous terrain. The Captain had put
the aircraft in a relatively high rate of descent to join a glide slope in a
mountainous terrain airport which should not have been done. While in this high
rate of descent ATC asked for an altitude we were currently at in the descent.
Between the automation confusion and delayed reaction time we passed through
the altitude. | would voice my opinions more to keep the crew communication
flowing. | thought we were too high on the approach and | should have said how
many miles we were from the airport to possibly give the Captain more information
to make a better informed decision or at least have all the information | had.



Synopsis

After a late descent clearance from cruise into CRW, a Captain lowered the landing
gear to regain the profile and at a high rate descended 900 FT below the ATC
cleared 3,100 FT.



Time / Day

Date : 201204
Local Time Of Day : 0001-0600

Place

Locale Reference.ATC Facility : ZZZ. TRACON
State Reference : US
Altitude.MSL.Single Value : 8000

Aircraft : 1

Reference : X

ATC / Advisory. TRACON : ZZZ

Make Model Name : PA-46 Malibu/Malibu Mirage/Malibu Matrix
Crew Size.Number Of Crew : 1

Flight Plan : IFR

Flight Phase : Descent

Route In Use : Vectors

Airspace.Class E : ZZZ

Aircraft : 2

Reference : Y

ATC / Advisory. TRACON : ZZZ

Make Model Name : Cessna Citation Undifferentiated or Other Model
Crew Size.Number Of Crew : 2

Flight Plan : IFR

Flight Phase : Descent

Airspace.Class E : ZZZ

Person

Reference : 1

Location Of Person.Facility : ZZZ. TRACON

Reporter Organization : Government

Function.Air Traffic Control : Departure
Function.Air Traffic Control : Approach
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1006062
Human Factors : Distraction

Human Factors : Situational Awareness

Events

Anomaly.ATC Issue : All Types

Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Air Traffic Control : Issued New Clearance



Assessments

Contributing Factors / Situations : Human Factors
Primary Problem : Human Factors

Narrative: 1

PA44 was inbound to ZZZ airport from the South. When the aircraft checked on
frequency, | picked up the strip for a different aircraft and put it in front of me. The
strip | was looking at said VFR, so | had it in my mind that PA44 was VFR.
Obviously | wasn't looking at either the strip or the Data Block on the aircraft
closely enough. After flying about 10 or 15 miles toward ZZZ Airport at 100, PA44
said they had the airport in sight and asked if they could descend to 8,000. That's
when the light came on and | realized that the aircraft was IFR. | had another
aircraft, an IFR Citation coming in fast from the southeast and became focused on
how | was going to make the sequence work. Without thinking, | gave PA44 what
he had asked for, descent to 8,000 and a vector to follow the Citation. Several
minutes later | realized what | had done: this guy was at 8,000 in a 9,000 foot
MVA! | was horrified. By that time, PA44 was about to exit the 9,000 foot MVA for
an 8,000 MVA. PA44 landed behind the Citation without incident. I'm not sure why |
didn't have my head fully in the game, but I intend to be more vigilant from now
on.

Synopsis

TRACON Controller described a below MVA event when handling an IFR aircraft as a
VFR and issuing a descent to below MVA limitations. The reporter listed lack of
vigilance as the primary contributing factor.



Time / Day

Date : 201204
Local Time Of Day : 1801-2400

Place

Locale Reference.Airport : ABQ.Airport
State Reference : NM
Altitude.MSL.Single Value : 9000

Environment

Flight Conditions : VMC
Weather Elements / Visibility : Windshear

Aircraft

Reference : X

ATC / Advisory. TRACON : ABQ

Aircraft Operator : Air Carrier

Make Model Name : Commercial Fixed Wing
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121
Mission : Passenger

Flight Phase : Initial Approach
Airspace.Class C : ABQ

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 12000
Experience.Flight Crew.Last 90 Days : 160
Experience.Flight Crew.Type : 6000

ASRS Report Number.Accession Number : 1005647
Human Factors : Situational Awareness

Events

Anomaly.Inflight Event / Encounter : Unstabilized Approach
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Automation : Aircraft Terrain Warning
Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Result.Flight Crew : Became Reoriented



Assessments

Contributing Factors / Situations : Human Factors
Primary Problem : Human Factors

Narrative: 1

Prior to top of descent we briefed ABQ Runway 08 ILS with backup Runway 21
visual. During descent at about 40 NM we got new ATIS showing winds 250 at 20
and Runway 26 visual approach in use. We briefed the Runway 26 visual approach
and loaded Runway 26 Center Field (with 1,500 AGL altitude crossing) in FMGC. We
were cleared for the Miera2 arrival to cross MIERA at 15,000 MSL. ABQ Approach
cleared us for the visual approach to Runway 26. We crossed MIERA at 15,000 MSL
and proceeded direct to Runway 26 Center Field. We monitored the radar altitude
and descent profile. We were at 1,500 radar altitude and 9,000 MSL 11 NM from
runway and shortly after Tower called, "minimum vectoring altitude in that area is
9,200". Shortly thereafter, we got an EGPWS terrain warning. We executed the
escape maneuver and in 2-3 seconds First Officer called "1,500 FT climbing" and
the terrain warning was resolved. We were able to return to a stabilized descent
profile and complete the visual approach to Runway 26 and land.

Synopsis

An air carrier Captain reported receiving an altitude alert from Approach Controller
and EGPWS on visual approach to ABQ. Escape maneuver was executed and a
normal visual approach and landing followed.



Time / Day

Date : 201204
Local Time Of Day : 0001-0600

Place

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

Environment

Flight Conditions : VMC
Light : Night

Aircraft

Reference : X

ATC / Advisory. TRACON : ABQ
Aircraft Operator : Air Carrier

Make Model Name : A319

Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Passenger

Flight Phase : Initial Approach
Airspace.Class C : ABQ

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Pilot Flying

Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1005393
Human Factors : Situational Awareness

Human Factors : Training / Qualification

Events

Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Automation : Aircraft Terrain Warning

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Result.Flight Crew : Executed Go Around / Missed Approach
Result.Flight Crew : Became Reoriented

Result.Air Traffic Control : Issued New Clearance

Assessments



Contributing Factors / Situations : Procedure
Contributing Factors / Situations : Human Factors
Contributing Factors / Situations : Airport
Primary Problem : Ambiguous

Narrative: 1

Before the top of descent, | reviewed the ABQ charts. Since | hadn't been to ABQ at
night with a landing to the west in several years (or possibly longer), |1 again paid
attention to the advisory pages. | didn't really see anything outstanding. | also
looked to see if there was any RNAV approach to Runway 26 in the chart book. |
didn't see any to help in guidance. | was concerned about the strong westerly wind
that would probably be present on downwind pushing our ground speed higher than
our TAS as we approached the rising terrain east of the airport. | proceeded to brief
a visual approach with emphasis on being down to a 1,500 FT pattern altitude
(approximately 7,300 FT MSL) and slowed up to about 180 KTS on left downwind.
We also both selected our "TERR ON" pushbuttons to display terrain on our
Navigation Display's (ND). When we checked in with Approach, we were told to
expect a visual approach to Runway 26. We were also given an altitude assignment
of 11,000 FT and a heading that would put us on a course to be about 5-6 miles
south of the airport on downwind. That was further from the airport than I wanted
to be, especially with the 20-30 KT tailwind we had at that altitude. As we got
within about 8-10 miles of the midpoint of left downwind we were still at 11,000.
We requested lower and were eventually given 9,000 FT. | felt we were still too
high, considering where we could not go at this airport (i.e. no extended downwind
to lose excess altitude).

Due to our higher than expected altitude | had slowed to 180 KIAS and had gone to
flaps 2. I also had the First Officer tell Approach Control we had the airport in sight.
We finally got clearance for a visual approach at 9,000 FT on downwind. | set 7,300
in the altitude window selected an open descent and deployed the speed brakes
and slowed to 170 KIAS. | knew from past experience and the note in the advisory
pages that | couldn't go much beyond 3 miles east of the approach end of the
runway, so as we approached abeam that point on final, | turned north, retracted
the speed brakes, called for gear down and flaps 3. | also selected 160 KIAS. |
could see the lights of the terrain below us, not dense like city lights, but not
sparse either. |1 thought we might be OK, but the green terrain on the ND was now
turning amber at a fairly rapid pace. It was also closer to our location than | liked.
At that point | began to think we very well could have to go around. | was about
ready to angle a bit toward the approach end of the runway (a heading of 330-340
degrees) when we got one "caution... terrain” followed about 1 - 2 seconds later by
"whoop, whoop, pull up, terrain”. Although | could see the terrain, being dark, |
immediately disconnected the autopilot and initiated a standard go-around. | also
turned the aircraft directly toward the runway.

We advised the Tower that we had gone around due to a terrain warning. We were
assigned 8,000 FT and arrived at that altitude in short order. We stayed at 210
KIAS and | re-engaged the autopilot. We were offered an approach to Runway 3 or
8, but I felt the tailwind on final would exceed safe limits. We asked for and
received another visual approach to Runway 26 with our request to keep the
downwind in tight to the airport. This time, everything worked out. As we rolled on
to final approach, we were right on the PAPI glide slope just inside 3 miles from the
runway, stable at 1,000 FT. This is where | wanted to be on the first approach, but
felt how we had been vectored and held up high prevented us from being



successful. After shutdown at the gate, | reviewed what had happened with my
First Officer. | was frustrated by having to go-around and felt | had been set up by
the wide vector and late descent given by ABQ Approach. | also knew a Sim
Instructor was on board. | wanted to see if he had any insight into what had
happened. He was one of the last off the aircraft and was more than willing to talk
with us. He asked if we had done the RNAV to Runway 26. | said | hadn't seen that
approach. Plus, there is no mention of it in the books. Had | seen it (one way or the
other), | would have selected this approach without hesitation. Had | selected this
approach, | feel we would have been successful and would have had a safer
operation. Right before we got the terrain warning, | was starting to feel that | was
going into the yellow.

We ended up higher on downwind and farther from the airport than planned due to
the handling by ABQ Approach. | never saw or heard another aircraft in our vicinity,
so | don't know why Approach was so reluctant to let us get closer to the airport at
a lower altitude. And then | wasn't aware of the RNAV visual approach to Runway
26. There is no mention of this in the advisory pages. Since this airport has such a
chart and has high terrain in its eastern quadrant, being a "Special Airport" seems
to be a natural fit. [We should have conducted] a thorough search of ALL approach
plates from front to back, especially at airports at night where | have not been in
some time. | also think a night approach with strong winds out of the west might
make for a good training spot in a future training cycle.

Synopsis

A319 Captain describes receiving a terrain warning during a night visual approach
to Runway 26 at ABQ and executing a go around. The second approach is
successful.



Time / Day

Date : 201204
Local Time Of Day : 0001-0600

Place

Locale Reference.Airport : ZZZ . Airport
State Reference : US
Altitude.MSL.Single Value : 6500

Environment
Flight Conditions : Marginal
Aircraft

Reference : X

ATC / Advisory.Tower : ZZZ

Make Model Name : PA-31 Navajo/Chieftan/Mojave/T1040
Crew Size.Number Of Crew : 1

Flight Plan : IFR

Flight Phase : Descent

Airspace.Class D : ZZZ

Person

Reference : 1

Location Of Person.Facility : ZZZ.Tower

Reporter Organization : Government

Function.Air Traffic Control : Local

Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1004920
Human Factors : Communication Breakdown
Human Factors : Situational Awareness
Communication Breakdown.Partyl : ATC
Communication Breakdown.Party2 : Flight Crew

Events

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Air Traffic Control

Result.Air Traffic Control : Issued Advisory / Alert

Assessments

Contributing Factors / Situations : Weather
Contributing Factors / Situations : Procedure
Contributing Factors / Situations : Human Factors
Primary Problem : Weather



Narrative: 1

A few minutes prior to the event, | observed a PA31 tagged inbound from the
northeast, shown to be receiving VFR flight following, but also tagged for ILS
approach. | coordinated with TRACON to confirm the aircraft was indeed IFR, since
our latest weather observation put us below basic VFR minimums, and the TRACON
Controller confirmed he was, and that he was trying to figure out how to remove
the VFR entries from the Data Block. When the PA31 checked on frequency with
"on approach" a few minutes later, | observed him descending out of 070
approaching the FAF and the Low Altitude Alert immediately sounded. As TRACON
called over the shout line for the Low Altitude Alert, | immediate issued a Low
Altitude Alert to the PA31 while another Controller was on the shout line to
TRACON. | issued the pilot the decision height of 5,750 FT for the 29R ILS
Approach with the alert. The pilot acknowledged the safety alert and shortly
thereafter | realized he was continuing to descend further. | suddenly realized, that
based on the decision height I issued in my Low Altitude Alert, the pilot might not
understand he was supposed to be established at/above 070 prior to the FAF, and
when | realized this | suggested that the pilot immediately climb to 070, advising
that's where he should be for the ILS approach. I am not certain, but his altitude
may have shown as low as 065 or 063 prior to the pilot starting a climb. Once |
saw that the pilot was back at a safe altitude just inside the FAF, | requested he
"say intentions", to which he replied he wanted to land. At this point, | responded
by asking him if he was established on the ILS approach, to which replied that he
was not. | was about to start coordinating missed approach instructions with
TRACON, but then I heard someone in the cab suggest that | might see if he had
the airport in sight, there was a low layer of clouds estimated around 800 FT AGL
east of the airport, but otherwise visibility was unrestricted. When asked, the pilot
reported that he did have the airport in sight and | decided that based on that
information, the safest course of action was to clear the pilot to land 29R. Because
of the pilot's response of "airport in sight" at that position, | believe the airport was
back above basic VFR minimums at that time. From this point on, | had the PA31 in
sight, and the rest of the approach and landing were uneventful. | was thankful
that other team members assisted with lower priority items (coordination, watching
for changes in the weather, etc.) during the event while | focused on the PA31.
Once | was relieved from position, | later on began to wonder what led the PA31 to
descend out of 070 and why he didn't seem overly concerned of his altitude or not
being established on the ILS or advising ATC of any difficulties/intentions to do
something other than an ILS approach. Based on the weather at the time, | suspect
he might have had ground contact and was perhaps attempting to remain in VFR
conditions below the clouds for a Contact Approach/SVFR-type operation. However,
no request of this nature was ever received from the pilot, or at least it was never
relayed to me. Now that | think about it, though the Data Block and TRACON
Controller both confirmed the aircraft was IFR, perhaps the pilot was still
attempting to remain in VMC based on the VFR advisories he was receiving on the
rest of his trip inbound. As | replay the event in my head, the one thing that I am
incredibly thankful for is that it was made clear to me during my OJT of how
important it is to issue safety alerts immediately and utilizing correct phraseology.
Sometimes we go for long periods of time without going IMC in this area, so when
IMC weather does come into play, | make it a point to review the approach plates
under the Plexiglas at the Local Control 1 position, especially reviewing DH/MDA
numbers in case a safety alert is needed. However, this event illustrated that
though issuing decision height might be of the highest priority when the pilot is
VERY close to the ground, it's also important to be ready to immediately issue the



FAF crossing altitude in situations when that applies. Thinking back, | remember
that | started getting a "gut feeling" that something didn't seem right, and that's
when | went with my instinct and told the pilot to immediately climb to 7,000. This
event reminds me of something one of my OJTIs told me once: when you start
getting a "gut feeling" that some thing's wrong or not going to work in ATC, don't
fight those feelings but rather investigate so you can take action to fix things.

Synopsis

Tower Controller described a "Low Altitude™ alert event when traffic on the ILS
descended below the published mandatory altitudes, the reporter listing possible
confusion regarding flight plan status and weather conditions as contributing
factors.



Time / Day

Date : 201102
Local Time Of Day : 1801-2400

Place

Locale Reference.Airport : NO7.Airport
State Reference : NJ
Altitude.AGL.Single Value : 48

Environment

Flight Conditions : VMC
Light : Night

Aircraft

Reference : X

ATC / Advisory.CTAF : NO7
Aircraft Operator : Personal

Make Model Name : Small Aircraft
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : None

Mission : Personal

Flight Phase : Final Approach
Route In Use : Visual Approach
Airspace.Class G : NO7

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck
Reporter Organization : Personal
Function.Flight Crew : Single Pilot
Qualification.Flight Crew : Private
Experience.Flight Crew.Total : 1020
Experience.Flight Crew.Last 90 Days : 32
Experience.Flight Crew.Type : 740

ASRS Report Number.Accession Number : 996655
Human Factors : Situational Awareness

Events

Anomaly.Inflight Event / Encounter : Object
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew

When Detected : In-flight

Result.General : Maintenance Action
Result.Aircraft : Aircraft Damaged



Assessments

Contributing Factors / Situations : Human Factors

Contributing Factors / Situations : Environment - Non Weather Related
Contributing Factors / Situations : Airport

Primary Problem : Environment - Non Weather Related

Narrative: 1

Very high tree branches on approach to Runway 01, Lincoln Park, NJ. Aircraft
contacted branches causing denting of flaps and abrasion marks to wings and
cowling. Glare from runway lighting made pilot unable to distinguish branches until
too late to evade contact. Landed normally and parked plane. Recommend trees be
cut to allow normal 3 degree approach angle.

Synopsis

Small aircraft pilot reports striking trees during night visual approach to NO7. Glare
from runway lights affected the pilot's ability to see the trees until too late to
evade.



Time / Day

Date : 201202
Local Time Of Day : 1801-2400

Place

Locale Reference.Airport : ZZZ . Airport
State Reference : US
Altitude.MSL.Single Value : 2500

Environment
Flight Conditions : IMC

Aircraft : 1

Reference : X

ATC / Advisory.TRACON : ZzzZZ

Aircraft Operator : Air Carrier

Make Model Name : B757 Undifferentiated or Other Model
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Flight Phase : Landing

Airspace.Class B : ZzZzZ

Aircraft : 2

Reference : X

ATC / Advisory. TRACON : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : EMB ERJ 135 ER&LR
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Flight Phase : Cruise

Route In Use : Vectors

Airspace.Class B : ZzZZ

Person

Reference : 1

Location Of Person.Facility : ZZZ. TRACON
Reporter Organization : Government

Function.Air Traffic Control : Departure
Function.Air Traffic Control : Approach

ASRS Report Number.Accession Number : 994079
Human Factors : Communication Breakdown
Human Factors : Situational Awareness
Communication Breakdown.Party?2 : Flight Crew

Events



Anomaly.ATC Issue : All Types

Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Deviation - Procedural : FAR

Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Air Traffic Control

Result.Air Traffic Control : Issued New Clearance

Assessments

Contributing Factors / Situations : Human Factors
Primary Problem : Human Factors

Narrative: 1

Training; approach procedure; widely spaced weather conditions: IFR, The weather
caused for longitudinal compression thus requiring extra spacing on final approach.
My trainee vectored a B757 a little too close behind another B757 causing me to
concentrate on that scenario and | missed the initial check of an E135 on the
frequency. | did not hear the E135's assigned altitude of 3,000; towards the 3,500
MVA. My trainee initiated a frequency change of the B757 to Tower with insufficient
wake turbulence spacing. | called Local Control to initiate a go-around. My trainee
then noticed the E135 at 3,000 and issued a climb. | then issued an "expedite
climb" to the E135. The audio data indicates that the Feeder Controller assigned
the Embraer 5,000 MSL but the pilot read back 3,000.

Synopsis

TRACON Controller providing OJT described an event where they cleared an aircraft
to descend below the MVA while distracted by an overtake "wake" situation on final
and then failing to note an incorrect altitude assignment.





