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

 
 
Linda J. Connell, Director 
Aviation Safety Reporting System 



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



 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 

Report Synopses 
 



ACN: 821902 (1 of 50)  

Synopsis 
An HS125-800 pilot turned the digital electronic engine control (SYNCH) switch off 
at 600 ft after takeoff causing an over temp. the SYNCH switch is a three position 
switch next to an identical engine synchronizer switch which the pilot intended to 
turn on. 

ACN: 815347 (2 of 50)  

Synopsis 
CRJ900 flight crew experiences high ITT and associated EICAS warnings shortly 
after engine start. Reporter addresses ambiguity of response as a result of 
inconsistent training regarding dealing with engine start abnormalities. 

ACN: 815086 (3 of 50)  

Synopsis 
DURING PREFLIGHT A B737 CREW TURNED THE 'B' HYDRAULIC PUMPS OFF AND 'A' 
HYDRAULIC PUMPS ON DUE TO WIND CONDITIONS. DURING ENGINE START THE 
TOW BAR BROKE WHEN THE 'A' SYSTEM PRESSURIZED. 

ACN: 814232 (4 of 50)  

Synopsis 
B737-700 FAILS TO PRESSURIZE WHEN FLIGHT CREW DOES NOT NOTE ENGINE 
BLEEDS WERE CLOSED. 

ACN: 812740 (5 of 50)  

Synopsis 
DHC-6 DIVERTS TO ANOTHER AIRPORT WITH LONGER RUNWAYS DUE TO NOSE 
GEAR NOT CENTERING AFTER EXTENSION. 

ACN: 812047 (6 of 50)  

Synopsis 
A B767-300 CREW FAILED TO RESET THE AIRCRAFT'S ALTIMETER TO 29.92 WHILE 
CLIMBING AND TROUBLESHOOTING A HYDRAULIC SYSTEM FAILURE. ATC 
REPORTED THE FLIGHT 400 FT OFF ALTITUDE. 

ACN: 811693 (7 of 50)  

Synopsis 
AN AIR CARRIER CREW DESCRIBES A POSITION AND HOLD CLEARANCE 
CANCELLATION AND THE CONFUSION THAT OCCURRED WHEN MULTIPLE ATC 
CLEARANCES WERE MIXED WITH MULTIPLE RAAS ALERTS. 



ACN: 809746 (8 of 50)  

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

ACN: 809647 (9 of 50)  

Synopsis 
A B757 CAPT REPORTS TERRAIN PULL UP WARNINGS ON FINAL AND ASSUMED A 
GPWS ERROR. HE WAS LATER NOTIFIED THE ALTIMETER WAS SET INCORRECTLY. 

ACN: 809060 (10 of 50)  

Synopsis 
A B737-700 STAB TRIM MOTOR FAILED AT THE START OF THE ARRIVAL DSCNT. 
AN EMER WAS DECLARED AND THE FLT DIVERTED TO A NEARBY ARPT WITH A 
LONG RWY. 

ACN: 808791 (11 of 50)  

Synopsis 
A MD11 CREW REPORTS TWO LOW SPD REJECTED TKOF'S, FIRST FOR FLAPS NOT 
SET AND THEN A GEN DRIVE WARNING. THE CREW WAS DISTRACTED BY A TIRE 
PRESS LOW ALERT. 

ACN: 808651 (12 of 50)  

Synopsis 
AN A319 UNDERSTOOD LAX LCL CTLR TO SAY POSITION AND HOLD RWY 24R. THE 
CREW WAS PERFORMING THE TKOF CHKLIST AND MISUNDERSTOOD. ACFT ON 
FINAL GIVEN GAR. 

ACN: 808192 (13 of 50)  

Synopsis 
A B757 FO RPTS THAT FOLLOWING AN EMER RETURN TO LAND BECAUSE OF HYD 
PUMP FAILURE HE WAS DISTR BY CRF PERSONNEL AND RETRACTED THE FLAPS 
EARLY. 

ACN: 808127 (14 of 50)  

Synopsis 
DASH 8 FO REPORTS CABIN ALTITUDE WARNING AT 10000 FEET ON CLIMB OUT. 
PACKS ARE DISCOVERED OFF DURING THE RETURN TO LAND. 



ACN: 807821 (15 of 50)  

Synopsis 
A B747-400 EQUIPMENT COOLING EICAS ALERTED AT CRUISE. THE QRH 
PROCEDURE REMOVED THE ALERT UNTIL NEAR THE DEST WHEN THE ALERT WAS 
RE-ISSUED. 

ACN: 807007 (16 of 50)  

Synopsis 
INEXPERIENCED C411 PLT ENGAGES AUTOPLT VICE YAW DAMPER SHORTLY AFTER 
TKOF AND NOSE PITCHES DOWN IN RESPONSE TO SETTINGS RETAINED FROM 
THE PREVIOUS APCH. 

ACN: 806939 (17 of 50)  

Synopsis 
DHC8-400 EXPERIENCES LOSS OF #1 HYDRAULIC SYSTEM. 

ACN: 805346 (18 of 50)  

Synopsis 
A PC12 LANDED WITH THE NOSE GEAR UP. THE NOSE GEAR LODGED IN THE UP 
POSITION BECAUSE THE STRUT DID NOT FULLY EXTEND AND STOW IN THE 
CORRECT POS. 

ACN: 804365 (19 of 50)  

Synopsis 
LJ35 DIVERTS TO NEAREST SUITABLE ARPT DUE TO SMOKE IN CABIN. 

ACN: 804325 (20 of 50)  

Synopsis 
A B737-300 CREW DID NOT COMPLETE THE AFTER START CHKLIST BEFORE TKOF 
WHEN THE APU WAS TURNED OFF. ELECTRICAL POWER WAS LOST BECAUSE THE 
ENG GENS WERE OFF. 

ACN: 804068 (21 of 50)  

Synopsis 
DHC8 FLT CREW ENCOUNTERS PRESSURIZATION PROBLEM AFTER TKOF. 
REPORTER INDICATES MAINT MAY HAVE LEFT THE PRESSURIZATION MODE 
SELECTOR IN THE DUMP POSITION FOLLOWING A MAINT RUN-UP. 

ACN: 803272 (22 of 50)  



Synopsis 
BE23 ON LCL TRAINING FLT EXPERIENCED ENG FAILURE ON DOWNWIND, POST 
INSPECTION REVEALED FUEL STARVATION. 

ACN: 803072 (23 of 50)  

Synopsis 
A CRJ700 WAS PUSHED BACK FROM THE GATE WITH THE NOSEWHEEL STEERING 
ARMED. THE TOW BAR SHEAR PINS BROKE. 

ACN: 802774 (24 of 50)  

Synopsis 
CAPT REPORTS RAAS UNACCEPTABLY BLOCKS RADIO CALLS AND SHOULD BE 
REMOVED OR HAVE AN OFF SWITCH INSTALLED. 

ACN: 802732 (25 of 50)  

Synopsis 
B737-300 SUFFERS PRESSURIZATION FAILURE AT FL360. PERFORMANCE OF 
EMERGENCY DESCENT PROCEDURE IS FLAWED WHEN CAPT TURNS PACKS OFF 
VICE HIGH AS DIRECTED BY QRH. SUBSEQUENTLY OVER PRESSURIZE THE CABIN 
AND, AFTER LNDG, MUST PARK AND BLEED OFF PRESSURE PRIOR TO OPENING 
DOORS. 

ACN: 800972 (26 of 50)  

Synopsis 
A B777-200 FLT CREW FAILED TO FINISH THE FINAL DESCENT CHECK LIST 
BECAUSE OF DISTRACTIONS. 

ACN: 800754 (27 of 50)  

Synopsis 
B737 FLT CREW REPORTS INADVERTENT CROSSING OF RWY 17 HOLD LINE AT 
MHT. 

ACN: 798500 (28 of 50)  

Synopsis 
B737-500 SUFFERS LOSS OF CABIN PRESSURIZATION AND MAKES EMERGENCY 
DESCENT. 

ACN: 797948 (29 of 50)  

Synopsis 



CLRED TO HOLD SHORT, B737-800 FLT CREW EXPERIENCES RWY INCURSION AT 
COS, RWY 12 DEP END WHILE TAXIING TO RWY 17L VIA FOX TROT. 

ACN: 797135 (30 of 50)  

Synopsis 
B737-300 FO IS CONCERNED PERFORMING THE PRE-TKOF CHKLIST WHILE BACK-
TAXIING ON THE RWY TO THE DEP END SUBJECTED THE FLT TO A CONFLICT WITH 
AN INBOUND ACFT. 

ACN: 795650 (31 of 50)  

Synopsis 
B737-300 GAR WHEN GEAR SAFE LIGHTS FAIL TO ILLUMINATE. RESET CIRCUIT 
BREAKER AND LAND WITHOUT INCIDENT. 

ACN: 795307 (32 of 50)  

Synopsis 
E145 FLT CREW DEPART THEIR ACFT WITH THE RIGHT ENGINE STILL RUNNING. 

ACN: 795096 (33 of 50)  

Synopsis 
DUE TO A WING SPAR VALVE MALFUNCTION, A FUEL IMBALANCE DEVELOPED 
WHEN THE B737-700'S LT FUEL TANK BEGAN SUPPLYING BOTH ENGINES. AN 
EMER WAS DECLARED FOLLOWED BY A LNDG AT A NEARBY ARPT. 

ACN: 794947 (34 of 50)  

Synopsis 
CAPT OF B737-400 DISCOVERS RIGHT ENGINE SPINNING AT HIGH REVOLUTIONS 
WHILE FUELING AND GND SERVICING CONTINUE UNABATED. DISCOVERS ENGINE 
START SWITCH HAD STUCK IN THE GND POSITION DURING THE PREVIOUS 
START. 

ACN: 794932 (35 of 50)  

Synopsis 
AN A320 HIGH PRESS FUEL SHUT OFF VALVE (HP FUEL SOV) CIRCUIT BREAKER 
POPPED IN FLT. ACFT RETURNED TO DEP ARPT WHERE THE ENG WAS SHUT DOWN 
WITH THE #1 FIRE SWITCH. 

ACN: 794879 (36 of 50)  

Synopsis 



AN A319'S L MAIN LNDG GEAR DID NOT RETRACT AFTER TKOF BECAUSE AN 
UNFLAGGED GEAR PIN WAS NOT REMOVED BEFORE FLT. 

ACN: 794877 (37 of 50)  

Synopsis 
AN EMB 190'S TKOF CONFIG WARNING SOUNDED BECAUSE THE ACR TKOF FLAP 
SETTING PROCEDURE CHANGED REQUIRING FLT CREW MANUAL INPUT WHERE 
PREVIOUSLY THE MCDU FLAP POSITIONS WERE AUTOMATIC. 

ACN: 794772 (38 of 50)  

Synopsis 
AN A320 ENG CONTINUED RUNNING AFTER SHUTDOWN BECAUSE THE HIGH 
PRESSURE FUEL SHUT-OFF VALVE (HP FUEL SOV) CIRCUIT BREAKER POPPED IN 
FLT AND VALVE DID NOT CLOSE AT THE GATE. 

ACN: 794536 (39 of 50)  

Synopsis 
MD80 FLT CREW TAKES OFF WITH INCORRECT PRESENT POSITION LAT/LONGS IN 
FMS. CONTINUES TO DESTINATION USING ALTERNATE NAV SYSTEMS. 

ACN: 794278 (40 of 50)  

Synopsis 
A B737-500 #1 ENG HAD A TAILPIPE FIRE AFTER LNDG WHEN THE FO, MEANING 
TO SECURE THE #2 ENG, ACCIDENTALLY MOVED THE #1 ENG FUEL CTRL LEVER 
OFF THEN BACK ON. 

ACN: 793635 (41 of 50)  

Synopsis 
A B737-300'S #3 AND #4 LEADING EDGE FLAPS DID NOT RETRACT AFTER TKOF. 
AN EMER LNDG WAS MADE AT A NEARBY ARPT WITH TRAILING EDGE FLAPS ONLY. 

ACN: 793579 (42 of 50)  

Synopsis 
AN A320 PILOT FAILED TO LOWER THE LNDG GEAR UNTIL 1000 FT. A GAR WAS 
EXECUTED. FATIGUE WAS AN ISSUE, THIS WAS THE END OF AN 8 FLT HR DAY 
WITH TSTMS. 

ACN: 793535 (43 of 50)  

Synopsis 



AN ACR PILOT DESCRIBES THE FATIGUE AND RESULTING ERROR AFTER THE 
FIRST LEG OF AN INTERNATIONAL TRIP AT THE DESTINATION. 

ACN: 793398 (44 of 50)  

Synopsis 
A B757-200'S RT HYDRAULIC QTY DECREASED IN FLT. SYSTEM SECURED UNTIL 
LNDG CHK LIST. AN EMER WAS DECLARED FOLLOWED BY A DIVERSION TO A 
NEARBY ARPT. 

ACN: 763934 (45 of 50)  

Synopsis 
A CRJ200 FLAPS FAILED AT 30 DEGREES DURING FLAP SELECTION FOR LNDG. A 
GAR WAS EXECUTED AND AN EMER DECLARED. AFTER THE QRH WAS CONSULTED 
A NORMAL LNDG FOLLOWED. 

ACN: 763797 (46 of 50)  

Synopsis 
B757-200 SUFFERS LOSS OF RIGHT ENGINE DRIVEN HYDRAULIC PUMP AND 
RETURNS TO DEP ARPT. 

ACN: 761629 (47 of 50)  

Synopsis 
AN EMB145 CREW REJECTED A TKOF WHEN THEY DISCOVERED AN ENG HAD NOT 
BEEN STARTED AS THRUST WAS ADVANCED ON THE TKOF ROLL. 

ACN: 760781 (48 of 50)  

Synopsis 
A B737 CREW REPORTS THAT AFTER DECLARING AN EMER AND DIVERTING TO A 
FOREIGN ARPT THEY DISCOVERED THEY MISAPPLIED AN ENG COWL ANTI-ICE 
VALVE CHECKLIST. 

ACN: 760585 (49 of 50)  

Synopsis 
A B737-300 PILOT REPORTS AN APU AUTO SHUTDOWN WITH A FIRE INDICATION 
DURING TAXI OUT. THEY DID NOT HAVE THE FA'S PREP FOR POSSIBLE 
EVACUATION. ACFT RETURNED TO GATE AFTER CFR INSPECTION. 

ACN: 760527 (50 of 50)  

Synopsis 



AN EMB135 PILOT REPORTS STARTING THE TKOF ROLL WITH AN ENG NOT 
STARTED BECAUSE ATC DISTRACTED THEM WITH TAXI INSTRUCTIONS AND COM 
INFO REQUESTS. 
 



 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 

Report Narratives 
 



 

ACN: 821902 

Time / Day 

Date : 200901 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Single Value : 600 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Make Model Name : BAe 125 Series 800 
Operating Under FAR Part : Part 91 
Flight Phase.Climbout : Initial 

Component : 1 

Aircraft Component : Instrument and Control Panels 

Person : 1 

Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
ASRS Report : 821902 

Events 

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

Assessments 

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

Situations 

Narrative 

After performing the 'after takeoff' checklist flow at 600 ft AGL, I noticed the right 
engine ITT was in the red. I notified the Captain and the right thrust lever was 



reduced to within limits. I then noticed the red engine computer light on the MWS. 
I found that the right engine computer switch was in the off position. I returned the 
switch to the correct position and we returned the thrust lever back to normal 
operation. The engine indications were now normal, so we continued to our 
destination. Once there, the Captain notified the ACP and maintenance of the 
situation. I believe the cause of this event was that while completing the 'after 
takeoff' checklist, I accidently bumped the right engine computer switch to the off 
position. Turning on the engine SYNCH at such a critical time is not appropriate. A 
change of this part of the checklist is in order. Also, the proximity of the SYNCH 
switch to the right engine computer switch is of poor design. This switch should be 
moved or redesigned, so that it is different than the engine computer switch. 
Callback conversation with reporter revealed the following information: The 
reporter states that his company's requirement to complete the after takeoff 
checklist flow at 600 ft was a major contributor to his error. This particular takeoff 
was from a high altitude airport in mountainous terrain at night. Completed the 
checklist flow that included turning the engine synchronizer on at a very busy time 
can lead to errors as in this case. A contributing factor was the engine synchronizer 
switch position being identical and adjacent to the left and right SYNCH (digital 
electronic engine control) switches, which are also three position switches. Because 
of other tasks he did not look up to select the engine synchronizer switch and 
instead turned right engine SYNCH off causing the over temp. 

Synopsis 

An HS125-800 pilot turned the digital electronic engine control (SYNCH) switch off 
at 600 ft after takeoff causing an over temp. the SYNCH switch is a three position 
switch next to an identical engine synchronizer switch which the pilot intended to 
turn on. 

  



 

ACN: 815347 

Time / Day 

Date : 200812 
Local Time Of Day : 1201 To 1800 

Place 

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

Environment 

Flight Conditions : IMC 

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : CRJ 900 (all) Canadair Regional Jet 900 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Taxi 

Component : 1 

Aircraft Component : Turbine Engine 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 815347 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : EICAS 
Resolutory Action.Other  
Consequence.Other  

Assessments 

Problem Areas : Aircraft 
Problem Areas : Chart Or Publication 
Problem Areas : Company 

Narrative 

After pushing back and completing the first flight of the day checks, we did the 
After Start Checklist to and below the line. Called Ground to begin our taxi to the 
runway de-ice pad. Just after bringing the power up to start moving, I was looking 
to my left outside making sure the area was clear. It was shortly after we started 
moving forward and turning left that the First Officer said, 'look at the left ITT.' The 
left engine ITT was climbing steadily and might have already touched in the red 



section of the gauge. It was fluctuating in the high green and low red. Within a 
couple of seconds of the First Officer calling it out, we received a 'Left Engine bleed' 
caution followed immediately by a 'Left FADEC' caution message. At first I thought 
the cause might be due to our tail facing into the wind since the winds were gusty 
up to I believe 25 kts. I kept the turn going to get out of the tailwind thinking that 
might bring things back into a more normal range. Once I stopped the aircraft, I 
had the First Officer get his manual out to find a solution. We started with 'Left 
Engine Bleed' figuring that was the first message and that it could be a Bleed Leak. 
That check didn't help so we moved immediately to the 'Left FADEC' and used the 
in-flight condition since there was none for on the ground. During this time, the ITT 
was fluctuating up and down. How many degrees, I don't remember, but the other 
indications were green. As I said, we followed the inflight procedures as that was 
our best guidance. We shut the engine down and taxied back to the gate and wrote 
it up. Outside of the flashing ITT and the yellow cautions, there were no other 
visual or aural warnings that came on. During training, it seemed to me that a lot 
of emphasis was placed on not going out of the manual, approved procedures or 
checklists. We do not 'Cowboy' anything. On part of my training I was given 
conflicting information. Early on, I recognized a hot start and aborted it by shutting 
the engine down and was commended by the Instructor. On a separate occasion, I 
shut an engine down and was told to let the FADEC and the aircraft take care of it, 
you don't do it on your own, you go to the manual. During my check ride, I was 
reprimanded for aborting what I thought was a hung start and told you have 
FADEC, you let the aircraft take care of it. I do realize that we cannot train for 
every possibility or scenario but when the emphasis is placed and stressed about 
use of the manual or the checklist, it tends to make it an absolute in what you can 
and cannot do. 

Synopsis 

CRJ900 flight crew experiences high ITT and associated EICAS warnings shortly 
after engine start. Reporter addresses ambiguity of response as a result of 
inconsistent training regarding dealing with engine start abnormalities. 

  



 

ACN: 815086 

Time / Day 

Date : 200812 
Local Time Of Day : 0601 To 1200 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

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

Component : 1 

Aircraft Component : Hydraulic System 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 208 
ASRS Report : 815086 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 245 
ASRS Report : 815088 

Events 

Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : FAR 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : Hydraulic 
Pressure 
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.None Taken : Detected After The Fact 

Assessments 



Problem Areas : Flight Crew Human Performance 
Problem Areas : Weather 

Narrative 

WINDY CONDITIONS LED TO AN ELECTRIC HYD PUMP BEING TURNED ON PRIOR 
TO PREPPING THE AIRPLANE FOR THE NEXT LEG. THE 'A' ELECTRIC PUMP WAS 
TURNED ON. DURING THE CAPT'S FLOW, I ACCIDENTALLY TURNED OFF THE 'B' 
PUMP WHILE LEAVING BOTH 'A' PUMPS ON. THIS RESULTED IN AN 'A' ON AND 'B' 
OFF CONDITION. DURING THE BEFORE START CHKLIST, BOTH THE FO AND I SAW 
2 PUMPS ON AND 2 PUMPS OFF. WE FAILED TO XCHK THE HYD PRESSURE GAUGE 
OR THE SWITCH LABELS. WHEN THE ACFT WAS BEING PUSHED BACK, THE 
TOWBAR BROKE. THERE WAS NO OTHER DAMAGE AND NO ONE WAS INJURED. 
VERIFY CORRECT SWITCH POS AND XCHK THE PRESSURE GAUGE. DON'T RUSH 
THE CHKLIST. 

Synopsis 

DURING PREFLIGHT A B737 CREW TURNED THE 'B' HYDRAULIC PUMPS OFF AND 'A' 
HYDRAULIC PUMPS ON DUE TO WIND CONDITIONS. DURING ENGINE START THE 
TOW BAR BROKE WHEN THE 'A' SYSTEM PRESSURIZED. 

  



 

ACN: 814232 

Time / Day 

Date : 200812 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 10000 

Environment 

Light : Daylight 

Aircraft : 1 

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

Component : 1 

Aircraft Component : Compressor Bleed Valve 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 174 
Experience.Flight Time.Type : 3000 
ASRS Report : 814232 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : Cabin Altitude 
Warning 
Resolutory Action.Other  

Assessments 

Problem Areas : Aircraft 
Problem Areas : Flight Crew Human Performance 

Narrative 

WE WERE DEPARTING ZZZ AND HAD A LAST MIN CAPT CHANGE DUE TO 
SCHEDULING ISSUES AND WE STARTED OFF BEHIND THE TIME LINE. WE PUSHED 
14 MINS LATE AND WERE HUSTLING TO GET THINGS DONE. THE WX IN ZZZ WAS 
POOR. THE VISIBILITY WAS DOWN DUE TO FOG AND WAS RIGHT AT MINIMUMS 
FOR TKOF. THE TWR COULD NOT SEE THE RAMP AND ISSUED A CLRNC AROUND 



CONSTRUCTION AREAS TO RWY XXR. WE HAD PLANNED FOR RWY XXL. THE GND 
CTLR ALSO ASKED US TO RPT SEVERAL LOCATIONS ALONG OUR TAXI RTE SO 
THAT HE COULD CONFIRM OUR LOCATION. OTHER ACFT WERE ALSO TAXIING BUT 
COULD NOT BE SEEN BY THE TWR OR US. THE TAXI WAS SLOW, WITH BOTH PLTS 
STRAINING TO SEE CONSTRUCTION AREAS AND ARPT SIGNAGE AND TO FOLLOW 
THE CTLR'S DIRECTIONS. WE WERE ALSO MAKING TAXI POSITION RPTS AND 
LOOKING FOR THE OTHER ACFT THAT WE KNEW WERE OUT THERE. WHEN WE 
FINALLY ARRIVED AT THE END OF RWY XXR, WE CAME UP ON ANOTHER CARRIER. 
WE WERE UNAWARE OF HIS PRESENCE DURING THE TAXI AND WERE SURPRISED 
TO SEE HIM. WE WERE GIVEN AN IMMEDIATE TKOF CLRNC, COMPLETED THE 
CHKLIST, AND DEPARTED. AT 10000 FT MSL, I CALLED FOR THE CLB CHKLIST. 
ALMOST SIMULTANEOUSLY, WE GOT THE CABIN ALT WARNING HORN. BOTH PLTS 
IMMEDIATELY PERFORMED THE BOXED PROCS. SIMULTANEOUSLY, I LEVELED OFF 
(ABOUT 11000 FT MSL) AND NOTED THE CABIN ALT WAS AT 10000 FT. WE 
IMMEDIATELY ASKED FOR AND RECEIVED A CLRNC DOWN TO 10000 FT AND THEN 
GOT A SUBSEQUENT CLRNC DOWN TO 9000 FT MSL. WE ASKED FOR A VECTOR TO 
WORK THE ISSUE. THE CAPT RAN THE CHKLIST AND IMMEDIATELY NOTICED THAT 
THE ENG BLEED SWITCHES WERE OFF. HE TURNED THEM ON IN ACCORDANCE 
WITH THE CHKLIST AND THE ACFT PRESSURIZED NORMALLY. THE MASKS IN THE 
BACK DID NOT DROP AND THE CABIN ALT DID NOT GO MUCH ABOVE 10000 FT. 
WE BRIEFED THE FLT ATTENDANTS THAT EVERYTHING WAS BACK TO NORMAL 
AND TOLD ATC THE SAME. WE CONTINUED ON OUR RTE OF FLT AT PLANNED 
CRUISE ALT. THE REMAINDER OF THE FLT WAS UNEVENTFUL. THIS SITUATION 
WAS AVOIDABLE. WE WERE DEALING WITH SEVERAL DISTRS DURING THE 
MORNING THAT SHOULD HAVE NOT LEFT BLEED SWITCHES 'OFF' THE NIGHT 
BEFORE AND GONE UNNOTICED. WE ARE SO ACCUSTOMED TO THEM ALWAYS 
BEING 'ON' THAT IT WAS MISTAKENLY OVERLOOKED. THE CAPT CHANGE, BEING 
LATE, THE RWY CHANGE AFTER PUSH, THE LOW VISIBILITY TAXI, POSITION 
RPTING, AND OTHER ACFT THAT WE COULD NOT SEE, ALL WERE VERY 
DISTRACTING AND LED US TO MISS THIS ITEM ON THE BEFORE TKOF CHKLIST. 
WE WERE SO FOCUSED ON THE TAXI CONCERNS AND EXTERNAL THREATS THAT 
THE CHKLIST WAS NOT PROPERLY RUN. SIMPLY PUT, STRICT CHKLIST DISCIPLINE 
WOULD HAVE PREVENTED THIS ISSUE. WE CLEARLY NEEDED TO SLOW THINGS 
DOWN EVEN MORE TO ENSURE THAT EVERYTHING WAS SET PROPERLY. ANOTHER 
FACTOR WAS THAT THE BLEED SWITCHES WERE LEFT OFF. AFTER LITERALLY 
HUNDREDS OF ACFT STARTUPS, I HAVE NEVER SEEN THIS ISSUE. I HAVE NEVER 
HAD TO TURN ON THE ENG BLEEDS WHEN PREFLTING BEFORE. AGAIN, PREFLT 
DISCIPLINE WOULD HAVE CAUGHT THIS. NOTHING CAN BE TAKEN FOR GRANTED. 
WHEN DISTRS ARE PULLING YOU AWAY FROM NORMAL HABIT PATTERNS AND 
PROCS -- STOP! SLOW DOWN AND MAKE THINGS RIGHT! 

Synopsis 

B737-700 FAILS TO PRESSURIZE WHEN FLIGHT CREW DOES NOT NOTE ENGINE 
BLEEDS WERE CLOSED. 

  



 

ACN: 812740 

Time / Day 

Date : 200811 
Local Time Of Day : 1201 To 1800 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Dusk 

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Operator.Common Carrier : Air Taxi 
Make Model Name : Twin Otter DHC-6-300 
Operating Under FAR Part : Part 135 
Flight Phase.Descent : Approach 

Component : 1 

Aircraft Component : Gear Extend/Retract Mechanism 

Person : 1 

Affiliation.Company : Air Taxi 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Experience.Flight Time.Last 90 Days : 120 
Experience.Flight Time.Total : 4100 
Experience.Flight Time.Type : 2740 
ASRS Report : 812740 

Person : 2 

Function.Observation : Observer 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Maintenance Problem : Improper Maintenance 
Anomaly.Non Adherence : Published Procedure 
Resolutory Action.Flight Crew : Declared Emergency 
Resolutory Action.Flight Crew : Executed Go Around 
Resolutory Action.Flight Crew : Landed In Emergency Condition 

Maintenance Factors 

Maintenance.Performance Deficiency : Inspection 



Assessments 

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

Narrative 

WE BOARDED OUR PAX AT ZZZ1. I THEN DID A PREFLT WALKAROUND PAYING 
PARTICULAR ATTN TO THE MAIN TIRES AND ASSEMBLIES AS MAINT HAD JUST 
CHANGED THE L MAIN TIRE. I TAXIED TO RWY 21 FOR DEP MAKING A 90 DEG 
TURN TO THE R AND A SMALL S-TURN TO FOLLOW THE TAXI LINE TO THE RWY. 
AFTER BEING CLRED FOR TKOF, I TAXIED ONTO THE RWY MAKING A 90 DEG TURN 
TO THE L. I TAXIED A FEW FT DOWN THE RWY MAKING SURE THE NOSEWHEEL 
WAS CTRED. I VERIFIED ON BOTH THE AFTER TKOF CHKLIST AND THE FINAL 
LNDG CHKLIST THE TILLER WAS CTRED IN ACCORDANCE WITH THE COMPANY 
PROC. AT NO TIME DID I FEEL OR DID THE ACFT INDICATE TO ME THAT THERE 
WAS A NOSEWHEEL ISSUE. DURING THE FLARE FOR LNDG ON RWY XL AT ZZZ, 
WE WERE ALERTED BY A RADIO XMISSION FROM AN AIRPLANE HOLDING SHORT 
OUR NOSEWHEEL WAS TURNED 90 DEGS. AN IMMEDIATE GAR WAS EXECUTED. 
WE MADE ANOTHER PASS FLYING OVER THE RWY TO HAVE GND PERSONNEL 
CONFIRM OUR NOSEWHEEL WAS INDEED TURNED 90 DEGS. ON THE DOWNWIND 
AND FLY-BY I MOVED THE TILLER TO SEE IF IT WAS MOVING THE NOSEWHEEL. 
AFTER COMPLETE CONFIRMATION THE NOSEWHEEL WAS STILL TURNED 90 DEGS, 
WE DECIDED ZZZ WOULD BE THE LONGEST, WIDEST AND SAFEST PLACE TO 
LAND. THE FO CALLED ZZZ APCH DECLARING OUR EMER. WE DISCUSSED THE 
BEST WAY TO LAND AND CONFERRED WITH DISPATCH. WE LANDED 
UNEVENTFULLY ON RWY XR. THE PAX WERE DEPLANED AND THE AIRPLANE WAS 
TOWED OFF THE RWY. AT NO TIME DURING THIS INCIDENT WERE THE CREW OR 
PAX INJURED OR ENDANGERED IN ANY WAY. THE FO DID AN EXCELLENT JOB 
SUPPORTING THE CAPT (PF). ALL COMPANY PROCS AND CHKLISTS WERE 
FOLLOWED. CALLBACK CONVERSATION WITH RPTR REVEALED THE FOLLOWING 
INFO: THE REPORTER ADVISED THAT THE LANDING WAS MADE AT MINIMUM 
AIRSPEED -- APPROXIMATELY 37 KNOTS -- AND MAX BRAKING AND REVERSE 
WERE EMPLOYED AFTER TOUCHDOWN. THE LANDING ROLL WAS THUS LIMITED 
TO ABOUT 25 FEET. THE TIRES REMAINED INTACT AND THE WHEEL CASTERED TO 
THE CORRECT POSITION QUICKLY. AFTER LANDING, MAINTENANCE DETERMINED 
THAT GROUND CREW HAD TOWED THE AIRPLANE DURING THE LAYOVER PRIOR 
TO THE EVENT AND HAD FAILED TO PROPERLY REINSTALL THE NOSE GEAR 
STEERING PIN. THE GEOMETRY OF THE SYSTEM ALLOWED APPARENTLY NORMAL 
STEERING AS LONG AS THE WEIGHT REMAINED ON THE GEAR. ONCE AIRBORNE 
THE OLEO EXTENDED RENDERING THE GEOMETRY INCORRECT TO RE-CENTER 
ITSELF. 

Synopsis 

DHC-6 DIVERTS TO ANOTHER AIRPORT WITH LONGER RUNWAYS DUE TO NOSE 
GEAR NOT CENTERING AFTER EXTENSION. 

  



 

ACN: 812047 

Time / Day 

Date : 200811 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Bound Lower : 18000 
Altitude.MSL.Bound Upper : 33000 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.ARTCC : ZZZZ.ARTCC 
Operator.Common Carrier : Air Carrier 
Make Model Name : B767-300 and 300 ER 
Operating Under FAR Part : Part 121 
Flight Phase.Cruise : Level 

Component : 1 

Aircraft Component : Hydraulic Main System 

Component : 2 

Aircraft Component : Altimeter 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Qualification.Pilot : Flight Engineer 
Qualification.Pilot : Private 
Experience.Flight Time.Last 90 Days : 200 
Experience.Flight Time.Total : 21100 
Experience.Flight Time.Type : 3100 
ASRS Report : 812047 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
Qualification.Pilot : Flight Engineer 
Qualification.Pilot : Private 
Experience.Flight Time.Last 90 Days : 150 



Experience.Flight Time.Total : 11900 
Experience.Flight Time.Type : 5000 
ASRS Report : 812048 

Person : 3 

Affiliation.Government : Foreign 
Function.Controller : Radar 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Altitude Deviation : Overshoot 
Anomaly.Non Adherence : Clearance 
Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : FAR 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Other.ControllerA : 3 
Resolutory Action.Controller : Issued Alert 
Resolutory Action.Flight Crew : Returned To Assigned Altitude 

Assessments 

Problem Areas : Aircraft 
Problem Areas : Flight Crew Human Performance 

Narrative 

DURING CLBOUT THE L HYD LOW PRESSURE LIGHT ILLUMINATED WITH 
ASSOCIATED EICAS MESSAGE. DURING THE DISCUSSION OF THE PROB WE 
FAILED TO RESET OUR ALTIMETERS GOING THROUGH 18000 FT. AFTER LEVELOFF 
AT FL330, CTR CALLED AND SAID OUR ALT WAS OFF BY 400 FT. WE THEN RESET 
OUR ALTIMETERS. WE FAILED TO FINISH THE CLB CHKLIST DUE TO OUR DISTR 
WITH THE HYD PROB LEADING TO THE FAILURE TO RESET OUR ALTIMETERS 
GOING THROUGH 18000 FT. 

Synopsis 

A B767-300 CREW FAILED TO RESET THE AIRCRAFT'S ALTIMETER TO 29.92 WHILE 
CLIMBING AND TROUBLESHOOTING A HYDRAULIC SYSTEM FAILURE. ATC 
REPORTED THE FLIGHT 400 FT OFF ALTITUDE. 

  



 

ACN: 811693 

Time / Day 

Date : 200811 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : Commercial Fixed Wing 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Position And Hold 
Flight Phase.Ground : Taxi 

Component : 1 

Aircraft Component : GPWS 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 180 
Experience.Flight Time.Type : 6800 
ASRS Report : 811693 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 140 
Experience.Flight Time.Type : 6000 
ASRS Report : 811694 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.None Taken : Unable 

Assessments 



Problem Areas : Aircraft 
Problem Areas : Company 

Situations 

Narrative 

WE WERE #2 BEHIND ACR X SHORT OF RWY XX. TWR ADVISED US AND ACR X BE 
READY FOR IMMEDIATE TKOFS. ACR X WAS CLRED FOR TKOF. THIS IS THE RADIO 
AND CREW COM AS BEST I COULD REMEMBER THEM. ZZZ TWR: ACR Y POS AND 
HOLD RWY BE READY FOR AN 'UNKNOWN.' RAAS: APCHING RWY XX. ZZZ TWR: 
ACR Y CANCEL TKOF CLRNC IMMEDIATELY CLR RWY XX 'UNKNOWN.' RAAS: ON 
RWY XX. ZZZ TWR: ACR Y CLR XX ON C1 DO A 180 AND HOLD SHORT OF RWY XX. 
ACR Y: WILCO, CLR XY. 180 ON C1, HOLD SHORT OF XX, AGAIN. RAAS: APCHING 
RWY XX. ZZZ TWR: ACR Y POS AND HOLD XX. ACR Y: POS AND HOLD ZZ. ZZZ 
TWR: LNDG ACFT CLR RWY ASAP. ZZZ TWR: ACR Y CLRED FOR 'UNKNOWN.' 
RAAS: ON RWY XX. ACR Y CREW: DID HE CLR US FOR TKOF? ACR Y: TWR SAY 
AGAIN FOR ACR Y. ZZZ TWR: ACR Y CLR FOR AN IMMEDIATE TKOF ON RWY XX. 
AS YOU CAN SEE WE HAD 4 DIFFERENT RAAS EVENTS HAPPEN TO US WITHIN 
ABOUT A 1:30 TIME FRAME WHEN ATC AND CREW COMS WERE OF THE UTMOST 
IMPORTANCE. AS A SIDE NOTE, LATER ON IN THE FLT WE CAUGHT AND 
MITIGATED SEVERAL OTHER MINOR EVENTS THAT ORDINARILY WE WOULD NOT 
HAVE HAD TO, BECAUSE AT THE TIME, ONE OR BOTH OF US WAS STILL THINKING 
ABOUT THE EVENTS THAT TOOK PLACE WITH THE EARLIER RAAS EVENT. 1) I'M 
NEITHER IN FAVOR OR OPPOSED TO RAAS. 2) I THINK IT HAS THE ABILITY TO 
EITHER SAVE A CREW AND ITS PAX OR POTENTIALLY BE THE ROOT CAUSE OF A 
SERIOUS ACCIDENT FOR A CREW AND ITS PAX IN ITS CURRENT FORM. 3) ON/OFF 
SWITCH! ZZZ SINGLE RWY, VMC, DO I REALLY NEED RAAS? ZZZ1 1/4 VISIBILITY 
DO I REALLY NEED RAAS? YOU CAN SEE HOW THIS WOULD LEAVE THE CREW 
WITH THE DISCRETION TO USE IT WHEN THE CREW FELT IT WAS NEEDED. 4) 
RAAS IS GOING TO TAKE TIME. AT THE VERY LEAST THE CREW HAS TO HAVE THE 
ABILITY TO TURN IT ON OR OFF. IF THIS IS NOT AN OPTION, THEN I STRONGLY 
FEEL THAT RAAS SHOULD BE TAKEN OFF THE ACFT IMMEDIATELY. IT IS AN 
ACCIDENT WAITING TO HAPPEN! SUPPLEMENTAL INFO FROM ACN 811694: THE 
POTENTIAL FOR RAAS TO INTERFERE WITH TIME-CRITICAL COMS WITH TWR IS 
FAR TOO HIGH TO SAFELY ACCEPT SUCH A CLRNC. AS A PLT: 1) I WILL NOT 
ACCEPT A 'BE READY FOR IMMEDIATE TKOF' CLRNC ON AN RAAS EQUIPPED ACFT. 
2) TO MITIGATE THE RAAS HAZARD ON A STANDARD POS AND HOLD CLRNC, I 
WILL HOLD IN POS 30 DEGS OFF THE RWY AXIS, TO PREVENT RAAS FROM 
INTERFERING WITH OUR TKOF CLRNC. NOTE THAT AFTER THAT I WILL HAVE TO 
ALIGN THE ACFT WITH THE RWY TO TAKE OFF, RAAS WILL BLARE, AND THEN HAS 
THE POTENTIAL TO COVER A 'CANCEL TKOF CLRNC' CALL FROM TWR. 3) SHOULD 
MEASURE 2 PROVE INADEQUATE, I MAY NEED TO REFUSE ALL POS AND HOLD 
CLRNCS ON RAAS EQUIPPED ACFT. FOR THE RAAS ITSELF: 1) IMMEDIATELY 
REMOVE THE SYS FROM OUR ACFT BEFORE IT CAUSES AN ACCIDENT. 2) 
REINSTALL THE SYS ONLY IF IT HAS AN ON/OFF SWITCH, DEFAULTED TO OFF, SO 
THE FLT CREW CAN DETERMINE, BASED ON THEIR PROFESSIONAL JUDGEMENT OF 
THE FLT CONDITIONS, WHETHER THE HAZARDS OF RAAS-CAUSED INTERFERENCE 
WITH COMS ARE WORTH ANY POTENTIAL BENEFITS. 

Synopsis 

AN AIR CARRIER CREW DESCRIBES A POSITION AND HOLD CLEARANCE 
CANCELLATION AND THE CONFUSION THAT OCCURRED WHEN MULTIPLE ATC 
CLEARANCES WERE MIXED WITH MULTIPLE RAAS ALERTS. 



 

ACN: 809746 

Time / Day 

Date : 200810 
Local Time Of Day : 1201 To 1800 

Place 

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

Environment 

Flight Conditions : IMC 
Light : Daylight 

Aircraft : 1 

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

Component : 1 

Aircraft Component : Altimeter 

Person : 1 

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

Events 

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

Assessments 

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

Narrative 

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



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

Synopsis 

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

  



 

ACN: 809647 

Time / Day 

Date : 200810 
Local Time Of Day : 0601 To 1200 

Place 

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

Environment 

Aircraft : 1 

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

Component : 1 

Aircraft Component : Altimeter 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 180 
Experience.Flight Time.Total : 18000 
Experience.Flight Time.Type : 4000 
ASRS Report : 809647 

Events 

Anomaly.Altitude Deviation : Overshoot 
Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Spatial Deviation  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Detected After The Fact 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

DURING OUR APCH TO RWY 16R WE RECEIVED A 'TERRAIN, TERRAIN' WARNING 
FOLLOWED BY A 'PULL UP, PULL UP.' ACFT WAS IN FINAL APCH CONFIGN AND 
WAS STABILIZED. WE ASCERTAINED THAT THE GPWS WAS IN ERROR AND 
CONTINUED THE APCH AND LANDED UNEVENTFULLY. WE WROTE UP THE GPWS 



AND DEBRIEFED THE CREW. I RECEIVED A CALL FROM THE OUTBOUND CAPT 
ADVISING ME THAT ALL 3 ALTIMETERS WERE INCORRECTLY SET TO 29.59 AND 
SHOULD HAVE BEEN 30.59 WHICH WAS NO DOUBT THE CAUSE OF THE GPWS 
TELLING US TO PULL UP. WE DID NOT LEVEL BUT IF WE HAD, WE WOULD HAVE 
BEEN ABOUT 900 FT LOW WITH THAT ALTIMETER. BOTH THE COPLT AND I DID 
NOT SET THE ALTIMETER CORRECTLY AND I CANNOT RECOLLECT IF THAT IS 
WHAT WE HEARD FROM THE CTLR OR NOT. WE SHOULD HAVE DOUBLECHKED IT 
AGAINST THE ATIS AND WE WOULD HAVE BEEN SURE. 

Synopsis 

A B757 CAPT REPORTS TERRAIN PULL UP WARNINGS ON FINAL AND ASSUMED A 
GPWS ERROR. HE WAS LATER NOTIFIED THE ALTIMETER WAS SET INCORRECTLY. 

  



 

ACN: 809060 

Time / Day 

Date : 200810 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.TRACON : ZZZ.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : B737-700 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 

Component : 1 

Aircraft Component : Horizontal Stabilizer Trim Motor 
Aircraft Component : Horizontal Stabilizer Trim Motor 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 120 
Experience.Flight Time.Type : 120 
ASRS Report : 809060 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 245 
Experience.Flight Time.Type : 11100 
ASRS Report : 809059 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : Stab Out Of 
Tram Light 
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.Flight Crew : Declared Emergency 
Resolutory Action.Flight Crew : Diverted To Another Airport 



Resolutory Action.Flight Crew : Landed In Emergency Condition 
Consequence.Other  

Assessments 

Problem Areas : Aircraft 

Narrative 

ON FLT ZZZ1-ZZZ2, WE INITIATED OUR DSCNT INTO ZZZ2. UPON VACATING OUR 
CRUISE ALT, THE 'STABILIZER OUT OF TRIM' LIGHT ILLUMINATED. WE HAD 
NOTED A REPEAT WRITE-UP ON THIS LIGHT PRIOR TO OUR DEP FROM ZZZ1. WE 
COMPLETED THE 'STABILIZER OUT OF TRIM' QRH CHKLIST. AFTER 
DISCONNECTING THE 'B' AUTOPLT, PER THE QRH, WE DISCOVERED NEITHER 
PLT'S CTL YOKE ELECTRIC TRIM SWITCHES OPERATED. FROM THIS CONCLUSION, 
THE QRH DIRECTED US TO THE 'STABILIZER TRIM INOP' QRH CHKLIST. WE 
CONFIRMED THAT THE MANUAL TRIM OPERATED NORMALLY AND THAT NO 
CIRCUIT BREAKERS WERE POPPED. MAINT CTL AND DISPATCH WERE CONTACTED 
OVER THE RADIO AND ADVISED OF OUR MALFUNCTION AND THE CHKLISTS BEING 
RUN. AT THIS TIME WE ELECTED A ZZZ DIVERSION DUE TO THE FLAPS 15 DEG 
LNDG. DISPATCH SENT US NON-NORMAL LNDG DATA VIA ACARS. THE CAPT 
DECLARED AN EMER WITH APCH AND REQUESTED A LONG FINAL. THE CAPT 
ADVISED THE CABIN CREW THAT OUR ELECTRIC TRIM WAS NOT OPERATING, BUT 
OUR MANUAL TRIM SYS WORKED NORMALLY. HE INFORMED THEM OF OUR 
DECISION TO DIVERT TO ZZZ FOR THE LONGER RWY AND APCH SEGMENT. HE 
TOLD THE FLT ATTENDANTS WE WOULD BE LNDG IN 20-25 MINS AND THE LNDG 
ITSELF WOULD BE NORMAL WITH NO SPECIAL INSTRUCTIONS NECESSARY. 
FOLLOWING THIS BRIEF, HE GAVE A PA TO THE PAX INFORMING THEM OF OUR 
DECISION TO GO TO ZZZ AND THAT A PORTION OF OUR TRIM SYS WAS NOT 
OPERATING PROPERLY, BUT THAT OUR MANUAL TRIM SYS OPERATED NORMALLY. 
WE HAD AN UNEVENTFUL FLAPS 15 DEG APCH AND LNDG. WE WERE PROVIDED 
WITH A LONG FINAL AND AMPLE TIME TO CONFIGURE EARLY PER THE CHKLIST. 
THE LNDG WAS NORMAL WITH NO UNUSUAL ATTITUDES OR DSCNT RATES. UPON 
EXITING, TWR QUERIED US AS TO WHETHER WE NEEDED FURTHER ASSISTANCE. 
WE INFORMED THEM WE DID NOT, AND TAXIED TO THE GATE AND DEPLANED. 
AFTER THE PAX DEPLANED, THE CAPT GAVE THE FLT ATTENDANTS A DEBRIEF AND 
WAS TOLD THAT THERE HAD NOT BEEN ANY ADVERSE PAX REACTION TO THE 
DIVERSION. THE CAPT THEN PHONED SCHEDULING FOLLOWING A CALL TO THE 
OPS DUTY OFFICER TO DETERMINE WHAT WAS PLANNED FOR THE FOLLOWING 
DAY. SCHEDULING ASKED IF WE WERE WILLING TO WAIVE OUR 8 HRS TO FLY TO 
ZZZ2. THE DUTY DAY WAS SCHEDULED AT 12 HRS 18 MINS WITH 7 HRS 32 
BLOCK TIME. WHEN WE ARRIVED AT THE GATE, WE HAD FLOWN 8 HRS 11 MINS 
AND HAD BEEN ON DUTY, LESS RELEASE TIME OF 12 HRS 34 MINS. ADDING CHK-
IN TIMES, I HAD BEEN ON DUTY FOR 6 MINS SHY OF 14 HRS. WE DECIDED WE 
WERE DONE IN ZZZ. 

Synopsis 

A B737-700 STAB TRIM MOTOR FAILED AT THE START OF THE ARRIVAL DSCNT. 
AN EMER WAS DECLARED AND THE FLT DIVERTED TO A NEARBY ARPT WITH A 
LONG RWY. 

  



 

ACN: 808791 

Time / Day 

Date : 200809 
Local Time Of Day : 1801 To 2400 

Place 

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

Environment 

Flight Conditions : VMC 
Weather Elements : Rain 
Light : Night 

Aircraft : 1 

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

Aircraft : 2 

Component : 1 

Aircraft Component : Nose Gear Tire 

Component : 2 

Aircraft Component : Generator Drive 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 219 
Experience.Flight Time.Total : 7800 
Experience.Flight Time.Type : 1600 
ASRS Report : 808791 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 140 
Experience.Flight Time.Total : 9000 
Experience.Flight Time.Type : 480 
ASRS Report : 808624 



Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : FAR 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : Aircraft 
Annunciations 
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.Flight Crew : Rejected Takeoff 

Assessments 

Problem Areas : Aircraft 
Problem Areas : Flight Crew Human Performance 

Narrative 

DURING TAXI OUT, A LEVEL 1 'TIRE DIFFERENTIAL PRESSURE' ILLUMINATED 
CONCERNING THE NOSEWHEELS. THE ALERT WAS TURNING ON AND OFF, BUT I 
DECIDED TO CONSULT THE ACFT OPERATING MANUAL ANYWAY IN CASE THE 
ALERT STAYED ON. THIS HAPPENED AT THE SAME TIME THAT THE CAPT WOULD 
CALL FOR THE FLAPS AND TO DO THE CTL CHK. I HAD ALREADY SELECTED THE 
CONFIGN PAGE TO OBSERVE THE TIRE PRESSURES. WHILE I WAS READING THE 
ACFT OPERATING MANUAL, THE CAPT DID HIS CTL CHK. ONCE I WAS FINISHED 
READING AND EXPLAINING WHAT THE AOM SAID ABOUT THE TIRE DIFFERENTIAL 
ALERT, I COMPLETED MY CTL CHK. MOST OF MY TKOF BRIEFING WAS DONE IN 
THE BLOCKS SO I HAD A FEW OTHER THINGS TO ADD AND THAT WAS IT. AT THIS 
TIME GND CTL GAVE US A CLRNC TO USE RWY 25R TO ACCESS RWY 25L. IT WAS 
DARK, RAINING AND I WAS MORE CONCERNED ABOUT HELPING THE CAPT WATCH 
OUTSIDE SO WE DO NOT MAKE A WRONG TURN ON AN ACTIVE RWY. DURING 
THIS TIME THE TIRE DIFFERENTIAL PRESSURE ALERT WAS GOING ON AND OFF. I 
WAS ALSO WATCHING THE PRESSURE AND TRYING TO KEEP THE ALERT LIGHT 
FROM BLINDING THE CAPT, MAKING A DIFFICULT NONSTANDARD TAXI WORSE. 
THE TIRE DIFFERENTIAL PRESSURE IS A 'NO TKOF' ALERT AND WHILE IT WAS OUT 
WE WERE IN A POS TO TAKE OFF. THE LIGHT WAS OUT AS WE MADE OUR TURN 
ONTO RWY 25L AND WERE CLRED FOR TKOF. AS TKOF PWR WAS APPLIED, THE 
CONFIGN WARNING ALERTED US THAT THE FLAPS WERE NOT SET FOR TKOF. WE 
REALIZED ALSO THAT WE NEVER DID THE BEFORE TKOF CHKLIST. WE REJECTED 
AT NO MORE THAN 40 KTS AND CLRED THE RWY. AFTER REVIEWING THE COCKPIT 
SETUP, SELECTING THE FLAPS AND COMPLETING THE CHKLIST, WE WERE READY 
FOR TKOF. WE WERE STILL OCCASIONALLY GETTING THE TIRE DIFFERENTIAL 
PRESSURE BUT NOT AS OFTEN AS BEFORE (ONCE THE TIRES WARMED UP THE 
ALERT SEEMED TO GO AWAY). ATC CLRED US FOR TKOF AGAIN AND WE 
PROCEEDED. DURING THE SECOND TKOF WE GOT A LEVEL 2 'GENERATOR DRIVE 
FAULT.' THIS ALERT CAME ON IN THE LOW SPD REGIME OF OUR TKOF ROLL AND 
WE REJECTED AGAIN. OUR SPD WAS AROUND 60 KTS. WE TAXIED TO THE END OF 
THE RWY AND BY THE TIME WE WERE CLR, THE ALERT HAD CLRED ITSELF. THE 
TIRE DIFFERENTIAL PRESSURE ALERT WAS ALSO CLR. WE CONSULTED MAINT 
AND THEY BELIEVED THAT SINCE THERE WERE NO CURRENT ALERTS THAT THERE 
WAS 'NOT MUCH THEY COULD DO FOR US.' WE TOOK OUR TIME REVIEWING THE 
COCKPIT SETUP AND I COMPLETED THE CHKLIST FROM AFTER START THROUGH 
BEFORE TKOF, EVEN CHKING THE BRAKE TEMPS. ALL ALERTS WERE OUT AND THE 
EAD WAS BLANK FOR OUR THIRD TKOF. WHILE ON CLBOUT (400 FT) WE GOT A 



LEVEL 2 'GENERATOR 2 DRIVE FAULT' FOLLOWED BY 'GENERATOR 2 OFF.' BY 3000 
FT, THE GENERATOR HAD RESET ITSELF AND THE ALERT WAS CLR. THE EPGS 
FAULT ILLUMINATED AND STAYED THAT WAY FOR THE REST OF THE FLT. IN 
LOOKING BACK AT THE EVENT, I REALIZED THAT I MAY HAVE BEEN REMOVED OUT 
OF MY NORMAL FLOW SEQUENCE DUE TO TAXIING THE ACFT IN A CONSTRUCTION 
AREA. I AM AWARE THAT RWY INCURSIONS ARE A SIGNIFICANT CAUSE OF ACFT 
ACCIDENTS. I ALWAYS TRY TO REMAIN HEADS UP WHEN TAXIING IN 
CONSTRUCTION AREAS OR UNFAMILIAR ARPTS. IN TRYING TO MAINTAIN 
VIGILANCE WHILE TAXIING, IN THIS SITUATION, IT MAY HAVE BEEN A 
CONTRIBUTING FACTOR IN NOT SELECTING FLAPS FOR TKOF. I PRIDE MYSELF ON 
BEING A PROFESSIONAL AIRMAN AND ALWAYS COMPLETE EACH AND EVERY 
CHKLIST. A POSSIBLE PROC CHANGE IS TO SET TKOF FLAPS PRIOR TO ACFT 
MOVEMENT UNDER ITS OWN PWR. THIS MAY HELP TO ELIMINATE FURTHER 
EVENTS. 

Synopsis 

A MD11 CREW REPORTS TWO LOW SPD REJECTED TKOF'S, FIRST FOR FLAPS NOT 
SET AND THEN A GEN DRIVE WARNING. THE CREW WAS DISTRACTED BY A TIRE 
PRESS LOW ALERT. 

  



 

ACN: 808651 

Time / Day 

Date : 200810 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : LAX.Airport 
State Reference : CA 
Altitude.AGL.Single Value : 0 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

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

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
ASRS Report : 808651 

Person : 2 

Affiliation.Government : FAA 
Function.Controller : Local 

Events 

Anomaly.Conflict : Ground Less Severe 
Anomaly.Incursion : Runway 
Anomaly.Non Adherence : Clearance 
Independent Detector.Other.ControllerA : 2 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Controller : Issued Alert 
Resolutory Action.Controller : Issued New Clearance 
Resolutory Action.Flight Crew : Executed Go Around 

Assessments 

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



Narrative 

TAXI FOR TAKEOFF RWY 24R FLT LAX-ZZZ HOLD SHORT TXWY V. STOPPED SHORT 
OF TXWY V WE WERE NOT READY YET STARTING #1 AND LOADING FMC. TWR 
TOLD US TO MOVE UP CLOSER TO TXWY V AND WE DID. AS WE WERE FINISHING 
CHECKLIST WE HEARD, 'ACR 1234, TAXI POSITION AND HOLD TO WAIT FOR 
TAKEOFF I NEED THAT TAXIWAY.' AS WE PULLED UP NOSE JUST OVER HOLD 
SHORT LINE, WE OBSERVED AN ACFT ON 3/4 MI FINAL, WE STOPPED AS TOWER 
TOLD US ALSO TO STOP. TWR SENT THE ACFT ON FINAL AROUND. LAX TWR WAS 
TRYING TO TELL US SOMETHING, BUT DUE TO US BEING IN CHECKLIST WE 
HEARD A CLEARANCE TO POSITION AND HOLD. WE ACKNOWLEDGED THE 
POSITION AND HOLD BUT GOT NO CORRECTION FROM TWR UNTIL THE HOLD 
SHORT CALL AS WE STARTED TO CROSS THE HOLD SHORT LINE. CONFUSING 
INSTRUCTIONS/STATEMENTS FROM LAX TWR IN A HIGH WORKLOAD SITUATION 
WAS TAKEN AS A CLEARANCE BY US AND NOT CORRECTED BY TWR. CONFUSING 
CLEARANCE, ACKNOWLEDGE AND NOT CORRECTED IN A HIGH WORKLOAD 
SITUATION. ACKNOWLEDGE NOTHING UNTIL WE ARE READY. 

Synopsis 

AN A319 UNDERSTOOD LAX LCL CTLR TO SAY POSITION AND HOLD RWY 24R. THE 
CREW WAS PERFORMING THE TKOF CHKLIST AND MISUNDERSTOOD. ACFT ON 
FINAL GIVEN GAR. 

  



 

ACN: 808192 

Time / Day 

Date : 200810 
Local Time Of Day : 0601 To 1200 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

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

Component : 1 

Aircraft Component : Hydraulic System Pump 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
ASRS Report : 808192 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Other.Flight CrewA : 2 
Independent Detector.Other.Flight CrewB : 1 
Resolutory Action.Flight Crew : Declared Emergency 
Resolutory Action.Flight Crew : Diverted To Another Airport 
Resolutory Action.Flight Crew : Landed In Emergency Condition 

Assessments 

Problem Areas : Aircraft 
Problem Areas : Flight Crew Human Performance 

Narrative 

WE HAD LOST OUR R ENG HYD PUMP AFTER DEP, AND DECLARED THE EMER FOR 
OUR RETURN TO ZZZ AS WE ANTICIPATED AN OVERWT LNDG. LNDG WAS 
UNEVENTFUL. TAXIED TO GATE IMMEDIATELY WITH NO FURTHER PROBS. CAPT 



INFORMED ME, AS WE WALKED UP THE JETBRIDGE TO JOIN OUR REPLACEMENT 
ACFT, THAT HE BELIEVED I HAD BEGUN FLAP RETRACTION BEFORE WE HAD 
COMPLETELY EXITED THE RWY. THIS CAME AS A SURPRISE TO ME, AS IT IS MY 
POLICY TO NEVER START ANY AFTER LNDG CHKLIST ITEMS BEFORE COMPLETELY 
CLRING THE RWY. IF THIS INDEED HAPPENED, IT MAY HAVE OCCURRED DUE TO A 
DISTR OF CFR EQUIP POSITIONED JUST TO OUR R AS WE EXITED THE RWY, AS 
WE WERE TAKING PRECAUTIONS TO ALLOW THEM TO BACK AWAY BEFORE 
COMPLETELY EXITING THE RWY. 

Synopsis 

A B757 FO RPTS THAT FOLLOWING AN EMER RETURN TO LAND BECAUSE OF HYD 
PUMP FAILURE HE WAS DISTR BY CRF PERSONNEL AND RETRACTED THE FLAPS 
EARLY. 

  



 

ACN: 808127 

Time / Day 

Date : 200810 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 10000 

Aircraft : 1 

Controlling Facilities.ARTCC : ZZZ.ARTCC 
Operator.Common Carrier : Air Carrier 
Make Model Name : Q400 (Formerly Dash 8-400) 
Operating Under FAR Part : Part 121 
Navigation In Use.Other.VORTAC  
Flight Phase.Climbout : Intermediate Altitude 
Route In Use.Enroute : Direct 

Component : 1 

Aircraft Component : Air Conditioning and Pressurization Pack 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : Commercial 
ASRS Report : 808127 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : Cabin Alt 
Warning 
Resolutory Action.Flight Crew : Diverted To Another Airport 
Resolutory Action.Flight Crew : Landed As Precaution 
Resolutory Action.Flight Crew : Overcame Equipment Problem 

Assessments 

Problem Areas : Company 
Problem Areas : Flight Crew Human Performance 

Narrative 

DURING GND OPS, PACKS WERE CYCLED OFF TO ATTEMPT TO WORK THE 
HEATING-AIR CONDITIONING SYS. THEY WERE NEVER DISCOVERED AS OFF 
PRIOR TO FLT. THERE IS NOT PROCS FOR VERIFYING THIS, NOR IS IT A CHKLIST 
ITEM AT ANY TIME. FLT DEPARTED AND EXECUTED TURN FOR DEP. CLRED DIRECT 
THROUGH ABOUT 8500 FT, AND PROCEEDED ON COURSE. BECAUSE OF QUICK 



CLB, AND HIGH DEP ALT, THE 'AFTER TKOF CHKLIST' WAS COMPLETED AS WE 
PASSED THROUGH 10000 FT. JUST AFTER, THE CABIN PRESSURE WARNING 
ILLUMINATED, AND WE IMMEDIATELY LEVELED OFF, AND FOLLOWED THE EMER 
ITEMS CHKLIST. WE NOTIFIED ATC AND WERE IMMEDIATELY GIVEN DSCNT, AND 
TURN TOWARD ZZZ. CAPT QUICKLY INFORMED THE FLT ATTENDANTS THAT IT 
WOULD BE A RETURN TO FIELD, NORMAL LNDG, 5 MINS. REACHING ABOUT 18 
DME WE WERE CLRED VISUAL APCH. DURING THIS TIME, I FLEW THE PLANE, AS 
CAPT FINISHED THE CHKLIST, AND RECALCULATED FOR OVERWT LNDG. IT WAS 
AT THIS TIME (AFTER ALREADY ON DOWNWIND) THAT HE REACHED THE ITEM 
REGARDING PACKS. I BELIEVE HE CYCLED THEM ON AT THAT POINT, AND 
SHORTLY AFTER THE ACFT BEGAN TO PRESSURIZE. COMPLETING THE NORMAL 
DSCNT AND LNDG CHKLISTS, WE LANDED WITHOUT INCIDENT, AT LESS THAN 
200 FPM DSCNT, AND TAXIED TO THE GATE. I CONTACTED DISPATCH TO ANSWER 
THEIR QUESTIONS, AND CAPT CONTACTED MAINT. IT WAS DETERMINED THAT 
THE ACFT WAS SAFE, AND WE THEN CONTINUED ON. 1 PAX RPTED FEELING A 
LITTLE NAUSEOUS, BUT NOT SURE THAT IT WAS RELATED. I BELIEVE SHE WAS 
THE ONE WHO DEPARTED THE PLANE, FOR FEAR SHE WOULD NOT BE ABLE TO 
MAKE HER CONNECTION AND NOT BECAUSE OF ILLNESS. NO OTHER PAX RPTED 
ANY PROBS, MEDICAL OR OTHERWISE, AND SEEMED REALLY ONLY CONCERNED 
WITH THE DELAY TO CATCH A CONNECTION. FLT DEPARTED WITHOUT FURTHER 
INCIDENT. PACKS SELECTED 'AUTO/MAN' IS NOT LISTED ON ANY PROC OR 
CHKLIST TO RECHK PRIOR TO TKOF. THE ONLY TIME IT IS DISCUSSED IS IN THE 
CAPT'S ORIGINATING CHKLIST, AND THIS WAS OUR SECOND LEG WITH THAT 
ACFT THAT DAY, SO THIS CHK WAS NOT ACCOMPLISHED. DURING MY SHORT 
TIME HERE, I HAVE HAD MORE THAN 10 DIFFERENT EXPLANATIONS AS TO THE 
WORKINGS OF THE AIR CONDITIONING SYS FROM DIFFERENT CHK AIRMEN, 
CAPTS, AND FO'S. THERE IS NO CLR GUIDANCE AS THE OP OF THIS SYS FROM 
THE COMPANY, WE JUST HAVE TO FIGURE IT OUT. FURTHER, I SUGGEST A LINE 
BE ADDED TO THE 'TAXI CHKLIST' RIGHT BEFORE 'BLEEDS ON': 'PACK -- 
AUTO/MAN' TO ALLOW SUCCESSFUL OP OF THE AIR CONDITIONING, AS WELL AS 
PRESSURIZATION OF THE ACFT. I BELIEVE THIS WOULD HAVE PREVENTED THIS 
RETURN TO FIELD, AND THE FURTHER DELAYS -- DISRUPTIONS TO PAX, ACFT, 
AND CREWS. 

Synopsis 

DASH 8 FO REPORTS CABIN ALTITUDE WARNING AT 10000 FEET ON CLIMB OUT. 
PACKS ARE DISCOVERED OFF DURING THE RETURN TO LAND. 

  



 

ACN: 807821 

Time / Day 

Date : 200810 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Single Value : 36000 

Environment 

Weather Elements : Thunderstorm 

Aircraft : 1 

Controlling Facilities.ARTCC : ZZZZ.ARTCC 
Operator.Common Carrier : Air Carrier 
Make Model Name : B747-400 
Operating Under FAR Part : Part 121 
Flight Phase.Cruise : Level 
Flight Phase.Descent : Approach 

Component : 1 

Aircraft Component : Aircraft Cooling System 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 200 
Experience.Flight Time.Total : 24000 
Experience.Flight Time.Type : 5000 
ASRS Report : 807821 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : EICAS 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Took Evasive Action 
Consequence.Other  

Assessments 

Problem Areas : Aircraft 
Problem Areas : Company 

Narrative 



AFTER TKOF AT CRUISE 'EQUIP COOLING EICAS' APPEARED. CAPT DID CHKLIST 
REQUIRING SYS TO GO TO OVERRIDE MODE OF OP. SINCE EICAS EXTINGUISHED 
CAPT NOTIFIED DISPATCH AND MAINT AND GOT OK TO CONTINUE. DURING 
DSCNT BEFORE APCH IN IFR CONDITIONS AND DEVIATING AROUND STORMS 
EICAS MESSAGE 'EQUIP COOLING' REAPPEARED. CHKLIST NOTED THAT 
AVIONICS/ELECTRONIC EQUIP AND DISPLAY MAY BE UNRELIABLE OR FAIL AND 
'REQUIRED ACFT TO LAND AT NEAREST SUITABLE ARPT.' FLT HURRIED AND 
CONTINUED TO ZZZ ARPT, PASSING ZZZ1 ON ARR. ZZZ DEEMED BEST SUITABLE 
ARPT AND LANDED SAFELY. CAPT CALLED ZZZ OPS AND MAINT ON GND AFTER 
LNDG. AN EMER WAS NOT ANNOUNCED TO ATC. MAINT CALLED CAPT WHEN ACFT 
ARRIVED AT GATE AND IRS WARNING HORN WAS SOUNDING. DISPATCH WAS 
NOTIFIED BY CAPT IN OPS. POOR MAINT ISSUES NOTED ON THIS ACFT. THERE 
WAS A PREVIOUS WRITE-UP ON THIS PROB AND GND TESTED OK, BUT NO MAINT 
OR SYS REPAIRING. 

Synopsis 

A B747-400 EQUIPMENT COOLING EICAS ALERTED AT CRUISE. THE QRH 
PROCEDURE REMOVED THE ALERT UNTIL NEAR THE DEST WHEN THE ALERT WAS 
RE-ISSUED. 

  



 

ACN: 807007 

Time / Day 

Date : 200810 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 250 

Environment 

Flight Conditions : IMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Operator.General Aviation : Personal 
Make Model Name : Cessna 411 
Operating Under FAR Part : Part 91 
Flight Phase.Climbout : Initial 

Component : 1 

Aircraft Component : Flight Director 

Person : 1 

Affiliation.Other : Personal 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : CFI 
Qualification.Pilot : Commercial 
Qualification.Pilot : Instrument 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 114 
Experience.Flight Time.Total : 2400 
Experience.Flight Time.Type : 14 
ASRS Report : 807007 

Events 

Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Anomaly  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Controller : Issued Advisory 
Resolutory Action.Flight Crew : Overcame Equipment Problem 
Resolutory Action.Flight Crew : Regained Aircraft Control 

Assessments 

Problem Areas : Flight Crew Human Performance 



Narrative 

I HAD COMPLETED FLT TRAINING IN A C441 SIMULATOR 2 MONTHS PRIOR TO THE 
INCIDENT. I HAD FLOWN SEVERAL FLTS IN THE R SEAT TO GAIN EXPERIENCE IN 
THE 441. THIS WAS MY FIRST FLT SITTING L SEAT, WITH AN EXPERIENCED 441 
PLT IN THE R SEAT. WE WENT THROUGH THE CHKLIST, HOWEVER, THE CHKLIST 
DIDN'T HAVE SPECIFIC PRE-TKOF CHK ITEMS. I FAILED TO SET THE AUTOPLT 
PRIOR TO TKOF. IT WAS SET FOR PITCH FROM THE PREVIOUS APCH. WE 
DEPARTED AND AT ABOUT 200 FT I WENT TO ENGAGE THE YAW DAMPER, 
HOWEVER, I FLIPPED THE SWITCH UP INSTEAD OF DOWN. THIS ENGAGED THE 
AUTOPLT, WHICH CAUSED THE PLANE TO START A DSCNT. AS SOON AS I 
REALIZED WE WERE DSNDING, I PULLED UP ON THE YOKE AND GOT THE PLANE 
IN A CLB ATTITUDE. WHEN I REALIZED I WAS FIGHTING THE AUTOPLT, I 
DISENGAGED IT AND STARTED A CLB. THE SINK RATE WARNING AND TERRAIN 
WARNING WERE GOING OFF. I THEN REALIZED I DIDN'T HAVE THE FLT DIRECTOR 
SET PROPERLY AND SET IT FOR A CLB AND ENGAGED THE AUTOPLT. THE CTLR 
QUERIED US ABOUT OUR ALT, BUT BY THAT TIME WE WERE AT 700 FT MSL AND 
BREAKING ABOVE THE OVCST. THE 2 PROBS WERE THAT I DIDN'T SET THE FLT 
DIRECTOR PROPERLY BEFORE TKOF AND ACCIDENTALLY ENGAGING THE AUTOPLT 
INSTEAD OF THE YAW DAMPER. I WILL MAKE SURE I DO A COMPLETE 'FLOW' FOR 
PRE-TKOF CHK AND MAKE SURE THAT THE FLT DIRECTOR IS SET PROPERLY 
BEFORE APPLYING PWR FOR TKOF. 

Synopsis 

INEXPERIENCED C411 PLT ENGAGES AUTOPLT VICE YAW DAMPER SHORTLY AFTER 
TKOF AND NOSE PITCHES DOWN IN RESPONSE TO SETTINGS RETAINED FROM 
THE PREVIOUS APCH. 

  



 

ACN: 806939 

Time / Day 

Date : 200810 
Local Time Of Day : 0601 To 1200 

Place 

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

Aircraft : 1 

Controlling Facilities.ARTCC : ZZZ.ARTCC 
Operator.Common Carrier : Air Carrier 
Make Model Name : Q400 (Formerly Dash 8-400) 
Operating Under FAR Part : Part 121 
Flight Phase.Cruise : Level 

Component : 1 

Aircraft Component : Hydraulic System 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : Commercial 
ASRS Report : 806939 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : Master 
Caution 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Landed As Precaution 
Consequence.Other  

Assessments 

Problem Areas : Aircraft 

Narrative 

IN CRUISE FLT, THE MASTER CAUTION WENT OFF. HYD QUANTITY ON THE #1 
SIDE INDICATED ABOUT 25%. I CALLED FOR THE #1 HYD ISOLATION VALVE 
CHKLIST AND WE PROCEEDED WITH THE CHKLIST. AFTER COMPLETING THE 
CHKLIST AND NOTIFYING ATC, THE FLT ATTENDANTS, AND TALKING TO DISPATCH 
AND MAINT CTL, WE REVIEWED THAT WE WOULD LAND WITH NO BRAKES AND 
ANTISKID. WE NOTIFIED THE STATION AS WELL AS ATC THAT WE WOULD NEED 
TO BE TOWED OFF THE RWY. PRIOR TO COMMENCING THE APCH, WHILE ON THE 
RADIO WITH MAINT, THE 2 CAUTION LIGHTS EXTINGUISHED AND THE #1 ENG 
HYD PUMP CAUTION LIGHT ILLUMINATED. HYD PRESSURE WAS STILL FULL, BUT 
BEGINNING TO FLUCTUATE. #1 HYD QUANTITY WAS 0. THE FLT ATTENDANTS 



INFORMED US THEY WERE READY, AND WE COMMENCED A VISUAL APCH, LNDG 
WITHOUT INCIDENT. WE CAME TO A COMPLETE STOP ON THE RWY THROUGH USE 
OF MAX REVERSE AND THE EMER PARK BRAKE. WE WERE THEN TOWED TO THE 
GATE. 

Synopsis 

DHC8-400 EXPERIENCES LOSS OF #1 HYDRAULIC SYSTEM. 

  



 

ACN: 805346 

Time / Day 

Date : 200809 
Local Time Of Day : 0601 To 1200 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Dawn 

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Operator.Common Carrier : Air Taxi 
Make Model Name : PC-12 
Operating Under FAR Part : Part 135 
Flight Phase.Landing : Roll 

Component : 1 

Aircraft Component : Nose Gear 

Person : 1 

Affiliation.Company : Air Taxi 
Function.Flight Crew : Single Pilot 
Qualification.Pilot : Commercial 
Qualification.Pilot : Instrument 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 123 
Experience.Flight Time.Total : 6726 
Experience.Flight Time.Type : 159 
ASRS Report : 805346 

Person : 2 

Affiliation.Company : Air Taxi 
Qualification.Technician : Airframe 
Qualification.Technician : Inspection Authority 
Qualification.Technician : Powerplant 
Experience.Maintenance.Technician : 25 
ASRS Report : 805668 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Ground Encounters : Gear Up Landing 
Independent Detector.Other.Flight CrewA : 1 



Resolutory Action.Flight Crew : Declared Emergency 
Resolutory Action.Flight Crew : Landed In Emergency Condition 
Consequence.Other : Aircraft Damaged 
Consequence.Other  

Assessments 

Problem Areas : Aircraft 

Narrative 

DURING MY INITIAL CLBOUT AND GEAR RETRACTION ENRTE FROM ZZZ1-ZZZ2 I 
NOTICED THE LNDG GEAR DID NOT PROPERLY RETRACT AND LOCK IN THE UP 
POS. NOSE GEAR HAD A RED LIGHT AND THE MAIN GEAR HAD NO LIGHTS 
ILLUMINATED. I RECYCLED THE LNDG GEAR, I HAD 3 GREEN AND NO RED IN THE 
DOWN POS, SO I ASSUMED IT WAS AN INDICATION ISSUE. I RETRACTED THE 
GEAR FOR THE BAL OF OUR FLT TO ZZZ2 AND GOT THE SAME INDICATION: NOSE 
GEAR RED, MAIN GEAR HAD NO LIGHTS ILLUMINATED. THE CHIEF MAINT 
INSPECTOR WAS RIDING AS A PAX AND I DISCUSSED THE EVENTS WITH HIM. 
APPROX 25-50 MI FROM ZZZ2 I EXTENDED THE LNDG GEAR AND OBSERVED 3 
GREEN AND NO RED, A NORMAL INDICATION. SO I LANDED AND TAXIED TO THE 
RAMP. WHILE I UNLOADED THE ACFT OF MY CARGO I REQUESTED OUR CHIEF 
MAINT INSPECTOR INSPECT THE NOSE GEAR LNDG ASSEMBLY. I RECEIVED A RPT 
OF A LARGE AMOUNT OF GREASE ON THE UPLOCK SWITCH AND EVERYTHING 
ELSE APPEARED NORMAL. I TAXIED OUT FOR DEP AND ALL SEEMED FINE UNTIL 
THE GEAR RETRACTION DURING TKOF. DURING MY INITIAL CLBOUT AND GEAR 
RETRACTION ENRTE FROM ZZZ2-ZZZ THE RUDDER PEDALS VIBRATED FOLLOWED 
BY A BANG. THEN THE HYD PUMP STARTED AGAIN FOR APPROX 1-2 SECONDS. I 
NOTICED I HAD A DISCREPANCY OUT OF THE ORDINARY. THE NOSE GEAR 
INDICATED IT WAS NOT UP AND LOCKED INDICATED BY A RED LIGHT. I 
CONTINUED MY FLT TO ZZZ FOR MY FINAL LEG OF THE DAY. OVER THE ZZZ VOR I 
EXTENDED THE LNDG GEAR AND GOT THE INDICATION OF 2 GREEN ON THE 
MAIN'S BUT A RED INDICATION ON THE NOSE GEAR. I RECONFIGURED THE 
AUTOPLT TO ASSIST IN THE BAL OF THE 5 MIN FLT TO ZZZ AND REFED THE 
CHKLISTS. THE NOSE GEAR INDICATION WAS SUCH THAT THE NOSE WAS NOT 
DOWN AND LOCKED. I CONTACTED DISPATCH OVER THE COMPANY FREQ TO 
INFORM THEM OF MY PROB. I REQUESTED GND PERSONNEL COME OUTSIDE TO 
SEE IF THEY WOULD BE ABLE TO VISUALLY CHK THE POS OF THE LNDG GEAR AS I 
MAKE A LOW PASS. THEY INFORMED ME THAT NO NOSE GEAR WAS VISIBLE. I 
CLBED BACK TO A SAFE MANEUVERING ALT SO WE COULD ESTABLISH A PLAN OF 
ACTION. MAINT AND ADMINISTRATIVE PERSONNEL WERE CALLED TO ASSIST IN 
THE SOLUTION. I CIRCLED WITH NO LUCK IN THE EXTENSION OF THE NOSE 
GEAR. AT THIS TIME I LANDED FOLLOWING THE GUIDELINES AND 
RECOMMENDATIONS OF OUR STAFF AND THE KNOWLEDGE I GAINED THROUGH 
SCHOOL AND FLT EXPERIENCE. THE ZZZ TWR PERSONNEL AND ARPT AUTH 
ASSISTED IN THE FINAL EXECUTION OF MY LNDG. THE WINDS WERE APPROX 5 
KTS AND I CHOSE RWY XX DUE TO THE DIRECTION OF GND HAZARDS AND RWY 
LENGTH. I TOUCHED DOWN SLIGHTLY FARTHER DOWN THE RWY BECAUSE I WAS 
NOT AWARE THAT WHEN I FEATHERED AND SHUT DOWN THE ENG OVER THE 
THRESHOLD THE SPD WOULD INCREASE SO MUCH (APPROX 10+ KTS). AT THIS 
POINT I MAINTAINED DIRECTIONAL CTL AND LANDED THE ACFT AND BROUGHT 
THE PLANE TO A STOP. WE EXITED THE ACFT UPON IT STOPPING. SUPPLEMENTAL 
INFO FROM ACN 805668: SEVERAL PASSES WERE MADE OVER THE ARPT AND DUE 
TO THE TIME OF DAY NO VISUAL CONFIRMATION OF THE NOSE GEAR BEING 



DOWN WAS POSSIBLE BUT ALL INDICATIONS WERE THAT IT HAD NOT EXTENDED. 
ALL PUBLISHED EMER EXTENSION PROCS WERE ATTEMPTED BUT NONE WERE 
SUCCESSFUL. AN EMER LNDG WITH NOSE GEAR NOT EXTENDED WAS EXECUTED 
PER THE AFM PROC AND THE AIRPLANE LANDED WITH DAMAGE PRIMARILY TO 
THE PROP WHICH KEPT THE FUSELAGE FROM STRIKING THE RWY. FAA WAS 
NOTIFIED AND THE EVENT WAS CLASSIFIED AS AN INCIDENT. THE CAUSE OF THE 
GEAR FAILURE WAS DETERMINED TO BE THE INABILITY OF THE NOSE STRUT TO 
COMPLETELY EXTEND IN ITS CYLINDER AND THEREFORE DID NOT STOW IN THE 
CORRECT POS IN THE WHEELWELL. THIS WAS ALSO THE PROBABLE CAUSE OF 
THE GEAR UNSAFE LIGHT THAT WAS WITNESSED PREVIOUS TO THE INCIDENT 
FLT LEG. I FELT THAT SINCE THE GEAR HAD CYCLED SUCCESSFULLY TWICE THAT 
LIKELY THIS WAS AN INDICATOR PROB ESPECIALLY AFTER HAVING FOUND THE 
UPLOCK PROX SWITCH DIRTY WITH GREASE. I REMOVED THE GREASE WITH A 
RAG PRIOR TO THE INCIDENT FLT. NO OTHER MALFUNCTIONS WERE DETECTABLE 
IN THE NOSE GEAR WHEELWELL. 

Synopsis 

A PC12 LANDED WITH THE NOSE GEAR UP. THE NOSE GEAR LODGED IN THE UP 
POSITION BECAUSE THE STRUT DID NOT FULLY EXTEND AND STOW IN THE 
CORRECT POS. 

  



 

ACN: 804365 

Time / Day 

Date : 200809 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : BOI.Airport 
State Reference : ID 
Altitude.MSL.Single Value : 41000 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.ARTCC : ZLC.ARTCC 
Operator.General Aviation : Corporate 
Make Model Name : Learjet 35 
Operating Under FAR Part : Part 91 
Flight Phase.Cruise : Level 

Person : 1 

Affiliation.Company : Corporate 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
Qualification.Pilot : CFI 
Qualification.Pilot : Commercial 
Qualification.Pilot : Flight Engineer 
Qualification.Pilot : Instrument 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 200 
Experience.Flight Time.Total : 4300 
Experience.Flight Time.Type : 600 
ASRS Report : 804365 

Events 

Anomaly.Other Anomaly  
Independent Detector.Other.Flight CrewA : 2 
Resolutory Action.Aircraft : Evacuated 
Resolutory Action.Flight Crew : Declared Emergency 
Resolutory Action.Flight Crew : Diverted To Another Airport 

Assessments 

Problem Areas : Aircraft 

Narrative 



CRUISING AT FL410 5 MINS PRIOR TO BEGINNING THE DSCNT INTO BOI THE PIC 
TURNED ON THE WINDSHIELD HEAT AS PREPARATION FOR THE DSCNT. APPROX 
90 SECONDS LATER THE AFT WENT INTO EMER PRESSURIZATION AND SMOKE 
BEGAN FILLING THE BACK OF THE CABIN. THE CREW IMMEDIATELY INFORMED 
ZLC OF THE PROB, DECLARED AN EMER, AND REQUESTED VECTORS TO THE 
NEAREST ARPT WITH A 5000 FT RWY. THE CREW BEGAN THE DSCNT FOR AN EMER 
LNDG AND PROCEEDED WITH THE CHKLIST FOR SMOKE IN THE ACFT. ONCE THE 
CHKLIST WAS COMPLETED, THE CREW BEGAN TROUBLESHOOTING THE SOURCE 
OF THE FAILURE BY TURNING OFF 1 BLEED AIR SWITCH AT A TIME AS WELL AS A 
REDUCTION OF PWR. NO CHANGE IN THE POS OF THE BLEED AIR SWITCHES 
WOULD ELIMINATE THE SOURCE OF THE SMOKE FROM THE AIR DUCTS FROM THE 
R SIDE OF THE ACFT. THE CREW LANDED WITHOUT ADDITIONAL INCIDENT AND 
IMMEDIATELY EGRESSED THE ACFT. 

Synopsis 

LJ35 DIVERTS TO NEAREST SUITABLE ARPT DUE TO SMOKE IN CABIN. 

  



 

ACN: 804325 

Time / Day 

Date : 200809 
Local Time Of Day : 1801 To 2400 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : B737-300 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Taxi 

Component : 1 

Aircraft Component : APU 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 88 
ASRS Report : 804325 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 152 
ASRS Report : 804196 

Events 

Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : FAR 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : Elec System 
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.Flight Crew : Regained Aircraft Control 

Assessments 



Problem Areas : Flight Crew Human Performance 

Narrative 

START UP AND TAXI WERE NORMAL UNTIL WE REACHED THE DEP END OF RWY XL. 
I CALLED FOR THE BEFORE TKOF CHKLIST IN ANTICIPATION OF BEING CLRED FOR 
TKOF, AND AT ABOUT THAT SAME TIME, WE WERE IN FACT CLRED FOR TKOF. 
BEFORE THE FO RESPONDED TO ATC AND ACCEPTED THE CLRNC, I TURNED THE 
APU OFF, RESULTING IN A LOSS OF ELECTRICAL PWR. I IMMEDIATELY TURNED ON 
BOTH ENG GENERATORS, RESTORING PWR. THE FO TOLD TWR WE NEEDED TO 
HOLD SHORT FOR JUST A MOMENT AND TWR CANCELED OUR TKOF CLRNC. WE 
HAD NOT MOVED ACROSS THE HOLD SHORT LINE. WE CHKED ALL SYS AND RE-
RAN THE BEFORE TAXI AND BEFORE TKOF CHKLISTS, DISCUSSED THE 
SITUATION, AND WERE BOTH COMFORTABLE THAT WE COULD CONTINUE, HAVING 
RE-RUN THE APPROPRIATE CHKLISTS. WE CONTACTED TWR READY TO DEPART 
AND DEP AND REMAINDER OF FLT WAS NORMAL. THE FO AND I DISCUSSED 
WHETHER OR NOT THIS WAS AN ABANDONED TKOF, AND SINCE WE HAD NOT 
ACCEPTED THE CLRNC, WE BOTH FEEL IT WAS NOT. HOWEVER, WE CONCUR THAT 
FILING AN ASAP IS WARRANTED, IN THE EVENT THAT TWR RPTS IT AS AN 
ABANDONED TKOF, AND MORE IMPORTANTLY, TO PROVIDE THE DATA ON A 
FLOW/CHKLIST XCHK ERROR. I ATTRIBUTE THIS EVENT TO MY NOT PLACING THE 
ENG GENERATORS ON LINE AFTER THE GND CREW WAS CLR, PER NORMAL SOP 
AND FLOWS. I THEN DID NOT CONFIRM THAT THE GENERATORS WERE ON LINE 
DURING THE BEFORE TAXI CHKLIST (WHICH WE DID RUN PER SOP), EVEN 
THOUGH THE BLUE LIGHTS WERE STARING ME IN THE FACE. CLOSER ADHERENCE 
TO SOP, FLOWS, AND CONTINUED VIGILANCE IN XCHKS DURING CHKLISTS. 
OMISSION OF A FLOW STEP, FOLLOWED BY MISSING IT ON THE CHKLIST. 

Synopsis 

A B737-300 CREW DID NOT COMPLETE THE AFTER START CHKLIST BEFORE TKOF 
WHEN THE APU WAS TURNED OFF. ELECTRICAL POWER WAS LOST BECAUSE THE 
ENG GENS WERE OFF. 

  



 

ACN: 804068 

Time / Day 

Date : 200809 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : DEN.Airport 
State Reference : CO 
Altitude.MSL.Single Value : 12000 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.TRACON : D01.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : Dash 8-200 
Operating Under FAR Part : Part 121 
Flight Phase.Climbout : Intermediate Altitude 
Route In Use.Departure : On Vectors 

Component : 1 

Aircraft Component : Pressurization Outflow Valve 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Qualification.Pilot : CFI 
Experience.Flight Time.Last 90 Days : 240 
Experience.Flight Time.Total : 2800 
Experience.Flight Time.Type : 1600 
ASRS Report : 804068 

Events 

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

Maintenance Factors 

Maintenance.Contributing Factor : Schedule Pressure 
Maintenance.Performance Deficiency : Inspection 

Assessments 



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

Narrative 

ON CLBOUT, WE EXPERIENCED A CABIN PRESSURIZATION WARNING LIGHT AT 
12000 FT. WE REQUESTED A DSCNT TO 10000 FT FROM APCH AND INFORMED 
THEM WE HAD A PRESSURIZATION ISSUE. WE PERFORMED THE APPROPRIATE 
CHKLISTS AND FOUND THE AUTO/MANUAL/DUMP SWITCH TO BE IN THE DUMP 
POS. WE RETURNED IT TO AUTO AND CONTINUED WITHOUT FURTHER INCIDENT. 
PRIOR TO THIS FLT, WE HAD A MAINT ISSUE WHICH REQUIRED MAINT TO 
PERFORM AN ENG RUN-UP. WHEN MAINT DOES THIS, THEY OFTEN PLACE THE 
AUTO/MANUAL/DUMP IN DUMP. WHEN THEY FINISHED THEIR RUN-UP, THEY MUST 
NOT HAVE RETURNED IT TO AUTO. AS A CREW, WE SHOULD HAVE CAUGHT THE 
AUTO/MANUAL/DUMP WASN'T IN AUTO DURING OUR BEFORE START CHK WITH 
THE ITEM, 'CABIN ALT CTLS...SET.' OFTEN TIMES, WE ONLY CHK TO MAKE SURE 
THE ALT IS CORRECT AND THE CORRECT BAROMETRIC PRESSURE IS IN. DURING 
THE AFTER TKOF AND CLB CHKS, THE PLANE WAS PRESSURIZING, BUT AT A 
SLOWER RATE THAN NORMAL, BUT GOING TO ASE IT WILL TAKE THE CABIN TO 
8000 FT BEFORE INCREASING THE INTERNAL PRESSURE DIFFERENTIAL. AT 10000 
FT, IT SHOWED 8000 FT WHICH WOULD APPEAR NORMAL. IT TOOK THE EXTRA 
2000 FT TO GET IT OVER 10000 FT. WE REVIEWED WHAT CABIN ALT CTLS SET 
MEANS IN THE FLT MANUAL AND RECOMMEND THAT OTHERS DO AS WELL. 
PERHAPS, PRESSURIZATION CONTROLLER WOULD BE A BETTER WAY TO WORD 
THIS ITEM SO CREW CHK MORE THAN THE ALT. ALSO, MAINT SHOULD RETURN 
THE ACFT TO THE CONDITION THEY FOUND IT IN, OR CREWS SHOULD BE 
REQUIRED TO DO AN ACCEPTANCE CHK AFTER ENG RUN-UPS. 

Synopsis 

DHC8 FLT CREW ENCOUNTERS PRESSURIZATION PROBLEM AFTER TKOF. 
REPORTER INDICATES MAINT MAY HAVE LEFT THE PRESSURIZATION MODE 
SELECTOR IN THE DUMP POSITION FOLLOWING A MAINT RUN-UP. 

  



 

ACN: 803272 

Time / Day 

Date : 200809 
Local Time Of Day : 0601 To 1200 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Operator.General Aviation : Personal 
Make Model Name : Sundowner 23 
Operating Under FAR Part : Part 91 
Flight Phase.Descent : Approach 
Route In Use.Approach : Traffic Pattern 

Person : 1 

Affiliation.Other : Personal 
Function.Flight Crew : Single Pilot 
Function.Instruction : Instructor 
ASRS Report : 803272 

Events 

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

Assessments 

Problem Areas : Aircraft 
Problem Areas : Flight Crew Human Performance 

Narrative 

DURING A LCL TRAINING FLT AT AN UNCTLED FIELD (AEG) THE TRAINING ACFT 
LOST ENG PWR DUE TO FUEL MISMGMNT. THE ACFT WAS BURNING FUEL OFF ITS 
R FUEL TANK WHICH ACCORDING TO FUEL GAUGE INDICATIONS CONTAINED 
NEARLY 1/4 TANK OF FUEL. PREFLT INSPECTION OF THE FUEL LEVELS CONFIRMED 
SUFFICIENT FUEL FOR THE HR LONG FLT. TRAINING WAS BEING CONDUCTED IN 
THE TFC PATTERN AND UPON REACHING THE DOWNWIND LEG OF THE 5TH 
CIRCUIT IN THE PATTERN, THE ENG SPUTTERED AND LOST PWR. THE 
INSTRUCTOR (RPTR) TOOK CTLS OF THE ACFT AND IMMEDIATELY BEGAN A 
GLIDING TURN FOR RWY 22. THERE WAS A MOONEY IN THE FLARE ON THE SAME 



RWY. THE INSTRUCTOR PLT REQUESTED THAT THE MOONEY GO AROUND AND HE 
COMPLIED. THE EMER ACFT LANDED UNEVENTFULLY WITHOUT ENG PWR AND 
COASTED CLR OF RWY 22 WHERE IT WAS RETRIEVED BY A TOW VEHICLE. UPON 
INSPECTION AFTER LNDG, IT APPEARS THAT THE R FUEL TANK WAS RUN DRY AND 
THAT RETURN FUEL FROM THE R TANK WAS PUMPED INTO THE L TANK AND WAS 
UNAVAILABLE TO THE ENG INFLT. FUTURE PREFLT MEASURES WILL BE EXTRA 
THOROUGH IN DETERMINING THE ACCURATE FUEL LEVEL OF THE ACFT TO 
ENSURE FUEL WILL BE AVAILABLE TO THE ACFT FROM BOTH FUEL TANKS. THE 
STUDENT'S IMPROPER FUEL MGMNT AND THE INSTRUCTOR PLT'S FAILURE TO 
NOTICE OR CORRECT THE PROB WILL ALSO BE ADDRESSED AND REMEDIED. 

Synopsis 

BE23 ON LCL TRAINING FLT EXPERIENCED ENG FAILURE ON DOWNWIND, POST 
INSPECTION REVEALED FUEL STARVATION. 

  



 

ACN: 803072 

Time / Day 

Date : 200809 

Place 

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

Environment 

Weather Elements.Other  

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : Regional Jet 700 ER&LR 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Pushback 

Component : 1 

Aircraft Component : Nosewheel Steering 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 803072 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Other Personnel : Vehicle Driver 
ASRS Report : 802768 

Events 

Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Other.Flight CrewB : 1 
Resolutory Action.None Taken : Detected After The Fact 

Assessments 

Problem Areas : Company 
Problem Areas : Flight Crew Human Performance 

Narrative 

DURING PUSHBACK, I NOTICED THE TUG OPERATOR WATCHING THE TOW BAR 
CLOSELY, AFTER JUST STARTING THE PUSH. WHEN WE HAD MOVED ABOUT 10-15 
FT, HE STOPPED THE PUSH. I ASKED WHAT THE PROB WAS WHILE 



SIMULTANEOUSLY REALIZING THAT THE NOSEWHEEL STEERING WAS ARMED. I 
ASKED THE TUG OPERATOR WHAT HAD HAPPENED AND HE SAID THAT 1 OF THE 2 
SHEAR PINS ON THE TOW BAR HAD BROKEN. I TOLD HIM THAT THE NOSE 
STEERING WAS ARMED AND TOLD HIM TO HAVE ALL PERSONNEL STAND CLR TO 
MAKE SURE THERE WAS NO ONE IN HARM'S WAY, THEN DEACTIVATED THE 
STEERING. WE HAD BEEN PUSHED MOSTLY STRAIGHT BACK, BUT I DIDN'T WANT 
TO TAKE THE CHANCE THAT THERE MIGHT BE ANY UNCOMMANDED STEERING OR 
DEFLECTION WHEN DEACTIVATED. ONCE THE BRAKES HAD BEEN SET, I EXITED 
THE ACFT AND ASSESSED THE TOW BAR AND ACFT. THERE WAS NO VISIBLE 
DAMAGE TO THE TOW BAR, EXCEPT THE BROKEN SHEAR PIN, AND OBVIOUSLY NO 
DAMAGE TO THE ACFT. I TOLD THE GND PERSONNEL THAT I HAD ACCIDENTALLY 
LEFT THE STEERING ARMED, AND THAT I WAS SORRY I HAD CAUSED THE PROB. A 
NEW TOW BAR WAS ATTACHED AND WE PUSHED BACK AND CONTINUED WITH 
OUR FLT. SOMEHOW I HAD OVERLOOKED THE NOSEWHEEL STEERING DURING 
THE CHKLISTS. I AM VERY PRIDEFUL OF MY PROFESSIONAL APCH TO SAFE ACFT 
OPS, AND ESPECIALLY CHKLIST USAGE. I DON'T TAKE IT LIGHTLY, THAT I MISSED 
A CHKLIST ITEM, (ONE WHICH CAN BE VERY HAZARDOUS). I AM VERY AWARE OF 
THE POSSIBLE DANGERS ASSOCIATED WITH HYDRAULICALLY ACTUATED 
COMPONENTS. DAMAGE TO THE TOW BAR APPEARED VERY MINOR. AFTER 
RERUNNING THE SCENARIO IN MY MIND AND CONTEMPLATING WHAT DISTR ME 
FROM DEACTIVATING THE STEERING, I CALLED THE DUTY OFFICER AND RELATED 
THE EVENT. AFTER FURTHER THOUGHT ON THE SUBJECT, I BELIEVE NEW FLT 
DECK FLOWS DUE TO FUEL CONSERVATION, MAY HAVE DISRUPTED MY NORMAL 
FLOWS. THINGS SUCH AS SHUTTING DOWN 1 ENG FIRST, THROWS IN DIFFERENT 
IN CHOCKS SHUTDOWN PROCS, AS WELL AS USING DIFFERENT SHUTDOWN 
PROCS WHEN USING GATE PWR AS OPPOSED TO APU PWR: DIFFERENT 
SHUTDOWN FLOWS FOR DIFFERING SITUATIONS MAY HAVE ADDED TO MISSING 
THE NOSEWHEEL STEERING. I HAVE LEARNED FROM THIS, AND WILL REDOUBLE 
MY EFFORTS TO ASSURE CHKLISTS ARE NEVER DONE DURING TIMES OF DISTR, 
OR ARE REDONE IN AN ATMOSPHERE CONDUCIVE TO EFFECTIVE CHKLIST 
COMPLETION IF INTERRUPTED. 

Synopsis 

A CRJ700 WAS PUSHED BACK FROM THE GATE WITH THE NOSEWHEEL STEERING 
ARMED. THE TOW BAR SHEAR PINS BROKE. 

  



 

ACN: 802774 

Time / Day 

Date : 200808 

Environment 

Light : Daylight 

Aircraft : 1 

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

Component : 1 

Aircraft Component : GPWS 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 240 
Experience.Flight Time.Type : 9000 
ASRS Report : 802774 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Unable 

Assessments 

Problem Areas : Aircraft 
Problem Areas : Company 

Narrative 

RAAS BLOCKS RADIO CALLS -- NOT ACCEPTABLE. RAAS SHOULD BE UNINSTALLED 
BEFORE IT CAUSES A MISHAP. IF NOT REMOVED, IT SHOULD HAVE AN 'OFF' 
SWITCH. REMOVE RAAS. 

Synopsis 

CAPT REPORTS RAAS UNACCEPTABLY BLOCKS RADIO CALLS AND SHOULD BE 
REMOVED OR HAVE AN OFF SWITCH INSTALLED. 

  



 

ACN: 802732 

Time / Day 

Date : 200809 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.ATC Facility : ZZZ.ARTCC 
State Reference : US 
Altitude.MSL.Single Value : 36000 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.ARTCC : ZZZ.ARTCC 
Operator.Common Carrier : Air Carrier 
Make Model Name : B737-300 
Operating Under FAR Part : Part 121 
Flight Phase.Cruise : Level 
Route In Use.Enroute : On Vectors 

Component : 1 

Aircraft Component : Pressurization System 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
Qualification.Pilot : Flight Engineer 
Experience.Flight Time.Last 90 Days : 240 
Experience.Flight Time.Total : 10000 
Experience.Flight Time.Type : 4000 
ASRS Report : 802732 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : Cabin Alt 
Warning 
Resolutory Action.Flight Crew : Declared Emergency 
Resolutory Action.Flight Crew : Landed In Emergency Condition 

Assessments 



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

Narrative 

LEVEL AT FL360 DURING CRUISE AND SOME 40-50 MINS OF FLT, THE 
INTERMITTENT WARNING HORN FOR CABIN ABOVE 10000 FT WENT OFF. MY FO 
THOUGHT WE MIGHT HAVE A GEAR HORN, BUT HE NOTICED ME PERFORMING 
EMER ACTION ITEMS FOR LOSS OF PRESSURE AND DURING WHICH I SHOWED 
HIM THE CABIN ALT, HE THEN QUICKLY FOLLOWED SUIT. QRH PROCS WERE 
STARTED, ATC WAS INFORMED THAT WE NEEDED EMER DSCNT FOR A 
PRESSURIZATION PROB. I'M DOING THE QRH AND TAKING THE PACKS TO HIGH, I 
SHOWED AND PHYSICALLY TOUCHED MY FO TO LOOK AT MY ACTIONS. QRH TO 
THE LINE WE NOTED THE CABIN COMING BACK AND BELOW 10000 FT THEN 9000 
FT. I SUGGESTED TO THE FO TO STOW SPD BRAKES SO AS NOT TO ALARM PAX 
AND SHOWED HIM THE CABIN OK. DURING THE CONTINUED DSCNT, A MASTER 
CAUTION FOR OVERHEAD WENT OFF. LOOKING UP, WE NOTICED PAX OXYGEN 
DEPLOYED. PRIOR TO THE MASTER CAUTION AND DURING DSCNT, I WAS RE-
DOING MY QRH STEPS AND NOTICED I HAD PUT THE PACKS TO OFF AND NOT 
HIGH. FINDING THIS PROB, THEY WERE PUT TO THE CORRECT POS AS PER QRH. 
IT WAS BOTH OUR RECOLLECTIONS THAT WE CAUGHT THE ERROR PRIOR TO PAX 
OXYGEN MASKS DEPLOYING. WE THEN RE-COMMENCED OUR FULL EMER DSCNT. 
ATC DID NOT MOVE TFC FOR US, WE WERE GIVEN UP TO 3 HDG CHANGES, AND 
SMALL ALT CHANGES UNTIL AREA WAS CLR FOR OUR DSCNT. AROUND 12000-
10000 FT, MASSIVE CABIN PRESSURE BUMPS AND EARS POPPING, I NOTICED 
CABIN AT 24 AND DIFFERENTIAL AT 8.65. I STATED TO THE FO 'WE GOT TO GET 
THIS ACFT LOWER' AND I TOOK MY ATTN TO ACFT AND QRH. MY FO TOOK THIS 
LITERALLY AND GOT US 6000 FT THEN 5000 FT APPROVED BY ATC. LEVEL AT 5000 
FT, EARS AND PRESSURE NORMAL. WE DECIDED MEA, MOCA ALL OK, ACFT 
WORKING GOOD, LET'S STAY HERE (DON'T CHANGE WHAT WORKS). PROBS 
GETTING COMPANY AND MAINT, THEN SOLVED, RETURNED TO ZZZ. AFTER LNDG, 
ACFT STILL PRESSURIZED FOR SAFETY, WENT TO AN AREA WELL CLR OF 
TERMINAL. BRIEFED FLT ATTENDANT NOT TO TOUCH DOORS TO KEEP ALL SAFE, 
PARKED, USED MAINT AND DEPRESSURIZED ACFT. ALL OK. TOOK PAX TO GATE. 

Synopsis 

B737-300 SUFFERS PRESSURIZATION FAILURE AT FL360. PERFORMANCE OF 
EMERGENCY DESCENT PROCEDURE IS FLAWED WHEN CAPT TURNS PACKS OFF 
VICE HIGH AS DIRECTED BY QRH. SUBSEQUENTLY OVER PRESSURIZE THE CABIN 
AND, AFTER LNDG, MUST PARK AND BLEED OFF PRESSURE PRIOR TO OPENING 
DOORS. 

  



 

ACN: 800972 

Time / Day 

Date : 200808 
Local Time Of Day : 1801 To 2400 

Place 

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

Environment 

Flight Conditions : VMC 

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : B777-200 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 170 
Experience.Flight Time.Total : 17000 
Experience.Flight Time.Type : 250 
ASRS Report : 800972 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 100 
Experience.Flight Time.Total : 10000 
Experience.Flight Time.Type : 900 
ASRS Report : 800973 

Person : 3 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Relief Pilot 
Experience.Flight Time.Last 90 Days : 250 
Experience.Flight Time.Total : 12000 
Experience.Flight Time.Type : 250 
ASRS Report : 800953 

Events 



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

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

BLOCKED IN WITH OPEN ITEM ON FINAL DSCNT CHKLIST. ALL ITEMS WERE 
COMPLETED HOWEVER DUE TO THESE CONTRIBUTING FACTORS THE LIST WAS 
NOT FINISHED. 250 HR CAP, SEVERAL TWR COMS INCLUDING REQUEST TO KEEP 
THE SPD UP, HOT AFTERNOON, FO HAND FLYING AND BEING CLOSE TO SPD, ALT 
GUIDELINES HAD ME VERY TASK SATURATED AND CLOSE PARALLEL TFC. I FEEL 
ALL THE ABOVE CONTRIBUTED TO THIS OVERSIGHT AND THE ISSUE WAS 
DISCUSSED IN DETAIL LATER AT DINNER WITH ALL THE CREW. SUPPLEMENTAL 
INFO FROM ACN 800973: I WAS PF HAND FLYING A VISUAL APCH TO RWY XXL, 
ATC KEPT US HIGH AND FAST. ON APCH CLRNC I ASKED FOR 'GEAR DOWN, FINAL 
DSCNT CHK.' ATC ADVISED US OF PARALLEL TFC THEN ASKED US TO MAINTAIN 
SPD 170 KTS OR ABOVE. CAPT BECAME TASK OVERLOADED WHILE I WAS TRYING 
TO SLOW DOWN AND DSND ON THE APCH. ALL ITEMS OF THE CHKLIST WERE 
ACCOMPLISHED, BUT AFTER PARKING, WE DISCOVERED THAT THE CHKLIST 
ITEMS WERE NOT PHYSICALLY CHKED OFF. HAND FLYING IS RECOMMENDED BUT 
WHEN 1 CREW MEMBER BECOMES TASK OVERLOADED, THE PF SHOULD USE MORE 
AUTOMATION AND SHARE MORE OF THE WORKLOAD. SUPPLEMENTAL INFO FROM 
ACN 800953: ALL ITEMS ON CHKLIST COMPLETED, HOWEVER AFTER LNDG WE 
SHOWED THAT WE HAD NOT COMPLETED THE ELECTRONIC CHKLIST, WE ALL 
LEARNED AFTER A GOOD DISCUSSION IN DEBRIEF THAT WE WILL IN FUTURE NOT 
ALLOW OURSELVES TO BE BOXED IN AGAIN BY ATC AND RUSHED, AND I 
SPECIFICALLY LEARNED TO BE MORE VOCAL FROM THE JUMPSEAT SOONER IF I 
SEE SOMETHING THAT NEEDS TO BE DONE. 

Synopsis 

A B777-200 FLT CREW FAILED TO FINISH THE FINAL DESCENT CHECK LIST 
BECAUSE OF DISTRACTIONS. 

  



 

ACN: 800754 

Time / Day 

Date : 200808 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : MHT.Airport 
State Reference : NH 
Altitude.AGL.Single Value : 0 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.Tower : MHT.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : B737-300 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Taxi 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 240 
Experience.Flight Time.Total : 15000 
Experience.Flight Time.Type : 2000 
ASRS Report : 800754 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 220 
Experience.Flight Time.Total : 7500 
Experience.Flight Time.Type : 500 
ASRS Report : 800753 

Events 

Anomaly.Incursion : Runway 
Anomaly.Non Adherence : Clearance 
Anomaly.Non Adherence : FAR 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Controller : Issued New Clearance 
Resolutory Action.None Taken : Detected After The Fact 
Consequence.FAA : Assigned Or Threatened Penalties 
Consequence.FAA : Reviewed Incident With Flight Crew 



Assessments 

Problem Areas : Airport 
Problem Areas : Flight Crew Human Performance 

Narrative 

WE WERE CLRED TO TAXI TO RWY 17 IN MHT. THE COMPANY BRIEFING PAGE 
WARNS ABOUT THE HOLD SHORT LINE BEING FARTHER THAN NORMAL FROM THE 
END OF RWY 17 AND THAT IT IS DIFFICULT TO SEE AND I WAS EXPECTING THIS. 
AS WE WERE NEARING THE RWY, I BRIEFLY LOOKED UP TO CHK THE BLEED 
CONFIGN BECAUSE WE WERE PLANNING A BLEEDS OFF TKOF. WHEN I LOOKED 
BACK, I SAW THE HOLD SHORT LINE AND STOPPED SMOOTHLY BUT 
AGGRESSIVELY ALLOWING OUR NOSE TO JUST CROSS THE LINE. I NOTIFIED TWR 
THAT WE HAD CROSSED THE HOLD SHORT LINE. TWR RESPONDED BY CLRING US 
FOR TKOF. THEN AS WE WERE APCHING THE RWY, TWR CAME BACK WITH A 
PHONE NUMBER TO CALL. I CANNOT EXPLAIN WHY I DID NOT SEE THE LINE 
COMING PRIOR TO BRIEFLY LOOKING AT THE BLEED PANEL. THE BRIEFING PAGE 
SAYS THE LINE IS DIFFICULT TO SEE BUT IT DOES NOT SAY WHY. PERHAPS 
BECAUSE OF THE HILLY TERRAIN. IN ADDITION, A HOT SPOT CIRCLE DOES NOT 
EXIST ON THE ARPT GRAPHIC AND PROBABLY SHOULD. ESPECIALLY 
CONSIDERING THAT WHEN I SPOKE TO THE TWR VIA PHONE LATER THAT DAY 
THE CTLR SAID THAT THEY ARE #3 IN THE COUNTRY FOR RWY INCURSIONS 
BECAUSE OF THE LINE'S POS. I ASKED WHY THE LINE WAS LOCATED SO FAR 
AWAY FROM THE RWY AND HE WAS UNSURE BUT INDICATED THAT THEY WOULD 
LIKE THE LINE MOVED OR MARKED MORE CLEARLY. CALLBACK CONVERSATION 
WITH RPTR REVEALED THE FOLLOWING INFO: THE REPORTER COULD NOT 
EXPLAIN HOW THE HOLD LINE WAS NOT NOTICED EARLY ENOUGH TO PREVENT 
CROSSING, BUT FOR SOME REASON IT DID NOT REGISTER IN HIS 
CONSCIOUSNESS UNTIL IT WAS TOO LATE. HE BELIEVES THAT A HOT SPOT 
CIRCLE SHOULD BE ADDED TO THE ARPT DIAGRAM AND POSSIBLY A NOTE OF 
WARNING. SUPPLEMENTAL INFO FROM ACN 800753: WE WERE CLRED TO TAXI 
FROM THE GATE TO RWY 17 VIA TXWY G, TXWY D, CROSS RWY 35, TXWY H, 
CROSS RWY 24. AFTER XING RWY 24, I ASKED THE CAPT IF HE THOUGHT OUR 
FINAL WTS WERE STILL GOOD. SEVERAL PEOPLE HAD INQUIRED ABOUT BEING 
REBOOKED AFTER OUR 1 HR MAINT DELAY. I SENT A MESSAGE TO LOAD 
PLANNING AND HE CONFIRMED THAT THE WTS WERE GOOD. WE WERE JUST 
OVER OUR PLANNED TKOF WT FOR RWY 17 FLAPS 1 DEG, BLEEDS ON, SO I 
PULLED UP NEW NUMBERS FOR BLEEDS OFF TKOF. AS I PRINTED THAT OUT AND 
CONFIGURED THE BLEEDS FOR TKOF, THE CAPT STOPPED THE PLANE AND SET 
THE BRAKE. WE HAD GONE BEYOND THE HOLD SHORT LINE FOR RWY 17 WHICH 
WAS MUCH FURTHER FROM THE END OF THE RWY THAN WE HAD ANTICIPATED. 
THE NOSE OF THE AIRPLANE WAS ABOUT 5-10 FT BEYOND THE LINE. THERE WAS 
NO TFC TAXIING IN FRONT OF US AND NEITHER THE CAPT NOR MYSELF SAW THE 
HOLD SHORT LINE IN TIME TO STOP. WE WEREN'T SURE IF THE TWR REALIZED 
THAT WE WERE SLIGHTLY BEYOND THE LINE, SO WE OPTED TO CALL THE TWR 
AND TOLD THEM WHAT HAD HAPPENED. TWR CLRED US FOR TKOF ON RWY 17 
AND AS WE CONTINUED TO THE RWY, SHE GAVE US THE TWR'S PHONE NUMBER 
TO CALL WHEN WE GOT TO ZZZ. 

Synopsis 

B737 FLT CREW REPORTS INADVERTENT CROSSING OF RWY 17 HOLD LINE AT 
MHT. 



 

ACN: 798500 

Time / Day 

Date : 200808 
Local Time Of Day : 0601 To 1200 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.ARTCC : ZZZ.ARTCC 
Operator.Common Carrier : Air Carrier 
Make Model Name : B737-500 
Operating Under FAR Part : Part 121 
Flight Phase.Cruise : Level 

Component : 1 

Aircraft Component : Pressurization System 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 232 
ASRS Report : 798500 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 250 
Experience.Flight Time.Type : 6500 
ASRS Report : 798501 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Cabin Event : Passenger Illness 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : Cabin Alt 
Warning 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Exited Adverse Environment 
Consequence.Other : Physical Injury 



Assessments 

Problem Areas : Aircraft 
Problem Areas : Cabin Crew Human Performance 
Problem Areas : Passenger Human Performance 

Narrative 

SHORTLY AFTER LEVELOFF, CRUISING AT FL340, THE CABIN ALT WARNING HORN 
SOUNDED. THE CABIN ALTIMETER INDICATED AROUND 10000 FT AND WAS 
CLBING. WE PERFORMED THE CABIN ALT WARNING CHKLIST ACCORDING TO THE 
QRH. THE OUTFLOW VALVE INDICATED CLOSED, BUT BY THEN THE CABIN 
ALTIMETER SHOWED 11000 FT. WE PERFORMED THE EMER DSCNT CHKLIST 
ACCORDING TO THE QRH, DSNDING INITIALLY TO 14000 FT, THEN TO 10000 FT 
MSL, AND EVENTUALLY TO 4000 FT. A PAX RPTED EAR DISCOMFORT. WE CALLED 
FOR MEDICAL SUPPORT UPON OUR ARR. THE MEDICS TALKED TO THE PAX, WHO 
INFORMED THEM SHE HAD A SINUS INFECTION. THE 'C' FLT ATTENDANT ALSO 
HAD EAR PAIN AND WAS REPLACED UPON LNDG. 

Synopsis 

B737-500 SUFFERS LOSS OF CABIN PRESSURIZATION AND MAKES EMERGENCY 
DESCENT. 

  



 

ACN: 797948 

Time / Day 

Date : 200807 
Local Time Of Day : 1201 To 1800 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.Tower : COS.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : B737-800 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Taxi 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
Qualification.Pilot : CFI 
Qualification.Pilot : Flight Engineer 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 165 
Experience.Flight Time.Total : 7600 
Experience.Flight Time.Type : 2170 
ASRS Report : 797948 

Events 

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

Assessments 

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

Narrative 



I WAS THE FO DEPARTING COS. NEITHER I NOR THE CAPT WAS VERY FAMILIAR 
WITH THE ARPT. I HAD BEEN TO THE ARPT ONCE BEFORE BUT NEITHER OF US 
HAD PREVIOUSLY USED TXWY F. WE WERE HVY AND REQUIRED A NO-ENG-BLEED 
TKOF TO DEPART ON RWY 17L. AFTER PUSHING BACK FROM GATE, I STARTED 
BOTH ENGS IN THE RAMP AREA TO ALLOW TIME TO DO THE NO-ENG-BLEED TKOF 
CHKLIST. AFTER STARTING BOTH ENGS, WE RECEIVED A CLRNC TO TAXI TO RWY 
17L VIA TXWY M, TXWY F, TXWY E, HOLD SHORT OF RWY 12. AFTER IDENTING 
THE RTE ON THE COMMERCIAL CHART PAGE AND THE CORRECT TXWY OUT OF 
THE RAMP, WE BEGAN TAXIING. I COMPLETED THE AFTER START CHKLIST WHILE 
IN THE RAMP AREA APCHING TXWY M, THEN COMPLETED THE TAXI CHKLIST ON 
TXWY M APCHING TXWY H. I BEGAN THE NO-ENG-BLEED TKOF CHKLIST ON TXWY 
M AT APPROX THE INTXN OF TXWYS M AND G. ON COMPLETION OF THE CHKLIST, 
I LOOKED UP AND SAW US XING AN INTXN AND SAID TO THE CAPT SOMETHING 
TO THE EFFECT OF 'HOLD SHORT OF THE RWY!' I WAS NOT SURE OF OUR 
LOCATION AND THERE WAS NO RWY SIGN IN SIGHT AT THE MOMENT. THE CAPT 
BRAKED AS WE LOOKED ABOUT TO CONFIRM OUR LOCATION BUT WE WERE 
ALREADY ACROSS THE RWY 12/30 HOLD SHORT LINE AND WE WERE ALMOST 
HALF WAY ACROSS THE RWY BEFORE WE WERE CERTAIN THAT IT WAS INDEED A 
RWY WHICH WE WERE XING. I IMMEDIATELY REACHED UP TO CALL TWR BUT 
THEY CALLED US BEFORE I KEYED THE MIKE. THEY CONFIRMED THAT THERE WAS 
NO CONFLICTING TFC AND CLRED US TO CONTINUE TO RWY 17L. FACTORS 
WHICH CONTRIBUTED TO THIS INCIDENT WERE: 1) OUR UNFAMILIARITY WITH 
COS ARPT, AND 2) THE NECESSITY TO COMPLETE AN ADDITIONAL CHKLIST FROM 
OUR OPS MANUAL WHICH REQUIRED HEADS-DOWN TIME READING THE MANUAL 
AND MOVING SWITCHES ON THE OVERHEAD PANEL, AND 3) THE APPEARANCE OF 
THE RWY INTXN. TXWY F CROSSES THE END OF RWY 12/30 OUTSIDE OF THE 
DISPLACED THRESHOLD. TXWY F IS A CONTINUOUS LIGHT-COLORED SURFACE 
WHILE THE DARK ASPHALT OF RWY 12 IS PAVED UP TO (NOT OVER) THE TXWY. 
THIS IS READILY APPARENT FROM OVERHEAD PICTURES. THE CAUSE OF THIS 
INCIDENT WAS OUR FAILURE TO MAINTAIN AWARENESS OF OUR LOCATION. I 
HAVE CHANGED MY TECHNIQUES TO PREVENT A RECURRENCE OF THE INCIDENT. 
I NOW WAIT UNTIL THE ACFT IS STOPPED BEFORE COMPLETING THE NO-ENG-
BLEED TKOF CHKLIST. THIS MAY DELAY TKOF, BUT THE SAFETY-CONSCIOUS 
ATTITUDE AMONG CAPTS ALLOWS ME TO DO THIS WITHOUT CONFLICT. 

Synopsis 

CLRED TO HOLD SHORT, B737-800 FLT CREW EXPERIENCES RWY INCURSION AT 
COS, RWY 12 DEP END WHILE TAXIING TO RWY 17L VIA FOX TROT. 

  



 

ACN: 797135 

Time / Day 

Date : 200807 
Local Time Of Day : 0601 To 1200 

Place 

Locale Reference.Airport : GEG.Airport 
State Reference : WA 
Altitude.AGL.Single Value : 0 

Environment 

Aircraft : 1 

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

Aircraft : 2 

Controlling Facilities.Tower : GEG.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : Dash 8 Series Undifferentiated or Other Model 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 160 
Experience.Flight Time.Total : 6000 
Experience.Flight Time.Type : 500 
ASRS Report : 797135 

Person : 2 

Affiliation.Government : FAA 
Function.Controller : Local 

Events 

Anomaly.Conflict : Ground Less Severe 
Independent Detector.Other.ControllerA : 2 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Anomaly Accepted 

Assessments 

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



Narrative 

GEG DEP TXWY A (ON THE TERMINAL SIDE OF RWY 21) WAS CLOSED FROM A3-
A6. GND ADVISED US TO BACK-TAXI ON RWY 21 AND CONTACT TWR. I FIGURED 
THEY WOULD HAVE US PULL OFF THE END TO FINISH CHKLISTS. WE CONTACTED 
TWR RIGHT AWAY AND SHE INSTRUCTED US TO TAXI INTO POS AND HOLD. AT 
THIS POINT WE HAD JUST ENTERED THE RWY AND WERE MAYBE 3000 FT FROM 
THE END. I ASKED THE CAPT IF HE WANTED TO DO THE CHKLIST ON THE RWY. I 
REMEMBERED THAT CHKLISTS SHOULDN'T BE DONE WHILE XING A RWY, BUT 
WASN'T SURE ABOUT 'BACK-TAXIING.' THE CAPT SAID YES, IT WAS FINE. ABOUT 
1/2 WAY THROUGH THE CHKLIST, THE TWR CTLR INTERRUPTED AND SAID 'I'VE 
GOT A DASH 8 ON 3(?) MI BASE, FLY RWY HDG, CLRED FOR TKOF RWY 21.' AND 
WE WERE STILL BACK-TAXIING NEBOUND! BOTTOM LINE: THE CHKLIST WAS 
FINISHED AND THE TKOF WAS COMPLETED WITHOUT AN ADVERSE EVENT. I 
COULD SEE FROM THE TCAS THOUGH, THAT THE DASH WAS NEAR FLARE AS WE 
ROTATED (TCAS SHOWED RELATIVE ALT DIFFERENCE OF 100 FT (YELLOW 01) 
BEHIND US). I THOUGHT ABOUT SAYING SOMETHING TO THE CTLR AS WE 
DEPARTED, BUT DIDN'T. SUGGESTIONS: THERE WAS A PERFECTLY GOOD TXWY 
(TXWY G) ON THE OTHER SIDE OF THE RWY WE COULD HAVE USED, OR EVEN 
BETTER, USED TXWY F TO TXWY A TO GET BEYOND THE CLOSURES AFTER A 
SHORT BACK-TAXI. WHILE WE KNEW PRIOR TO TAXI THAT A3-A6 WAS CLOSED, 
ASKING GND WHAT WE COULD EXPECT FOR TAXI PRIOR TO PUSHBACK WOULD 
ALSO HAVE BEEN HELPFUL. NEXT TIME I WILL ADVOCATE TO THE CAPT THAT WE 
NOT DO THE CHKLIST WHILE OF ANY RWY, XING OR BACK-TAXIING. I WOULD 
RECOMMEND THE FOM BE UPDATED TO INCLUDE NOT COMPLETING CHKLISTS 
WHILE BACK-TAXIING (I COULDN'T FIND A REF TO THIS). LASTLY, TWR CTLRS 
NEED TO BE EDUCATED ON AIRLINERS AND THEIR CHKLIST/TAXI PROCS. 

Synopsis 

B737-300 FO IS CONCERNED PERFORMING THE PRE-TKOF CHKLIST WHILE BACK-
TAXIING ON THE RWY TO THE DEP END SUBJECTED THE FLT TO A CONFLICT WITH 
AN INBOUND ACFT. 

  



 

ACN: 795650 

Time / Day 

Date : 200807 
Local Time Of Day : 0001 To 0600 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 7000 

Environment 

Flight Conditions : VMC 

Aircraft : 1 

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

Component : 1 

Aircraft Component : Indicating and Warning - Landing Gear 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 180 
Experience.Flight Time.Total : 8000 
Experience.Flight Time.Type : 1400 
ASRS Report : 795650 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : Gear Safe 
Lights 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Executed Go Around 
Resolutory Action.Flight Crew : Overcame Equipment Problem 

Assessments 

Problem Areas : Aircraft 

Narrative 

DID NOT GET GREEN LIGHTS INDICATING GEAR DOWN AND LOCKED. EXECUTED 
MISSED APCH AND PERFORMED FLT MANUAL PROC. DURING TROUBLESHOOTING, 



I RESET LNDG GEAR CIRCUIT BREAKER WHICH WAS POPPED ON CIRCUIT 
BREAKER PANEL. INDICATIONS RETURNED TO NORMAL, AND WE EXECUTED A 
NORMAL APCH AND LNDG. ORIGINALLY HAD DECLARED EMER DURING INITIAL 
TROUBLESHOOTING BECAUSE IT DID NOT APPEAR WE WERE GOING TO GET THE 
PROPER INDICATIONS AND WOULD HAVE TO VERIFY THE GEAR DOWN VISUALLY. 
AFTER INDICATIONS TO NORMAL, HOWEVER, I CANCELED THE EMER WITH ATC 
AND LANDED NORMALLY. 

Synopsis 

B737-300 GAR WHEN GEAR SAFE LIGHTS FAIL TO ILLUMINATE. RESET CIRCUIT 
BREAKER AND LAND WITHOUT INCIDENT. 

  



 

ACN: 795307 

Time / Day 

Date : 200807 
Local Time Of Day : 1201 To 1800 

Place 

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

Aircraft : 1 

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

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 795307 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
ASRS Report : 795308 

Person : 3 

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

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Maintenance Problem : Improper Maintenance 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Other.Flight CrewA : 3 
Resolutory Action.None Taken : Detected After The Fact 

Assessments 

Problem Areas : Aircraft 
Problem Areas : Flight Crew Human Performance 

Narrative 



WE HAD JUST PULLED INTO THE GATE. WITH THE CURRENT FUEL SAVINGS 
INITIATIVES IN MIND WE CHOOSE NOT TO START THE APU. WE EXPECTED TO 
RECEIVE GND PWR VERY SHORTLY AFTER ARR. UNTIL SUCH TIME WE DECIDED TO 
LEAVE ENG #2 RUNNING IN ORDER TO KEEP THE AIRPLANE PWRED WHILE THE 
PAX DEPLANED. WE COMPLETED THE SHUTDOWN CHKLIST TO THE POINT OF THE 
#2 ENG SHUTDOWN HAVING PREVIOUSLY DECIDED TO LEAVE IT RUNNING. AFTER 
DEPLANING MY FO LEFT THE FLT DECK TO CONDUCT THE POSTFLT INSPECTION. I 
KNEW THAT THE AIRPLANE HAD A RELATIVELY SHORT TURN TIME AND THERE 
WOULD BE NECESSARY CREW SWAP. IN ORDER TO EXPEDITE MATTERS I 
DECIDED I SHOULD START THE APU AND SHUT DOWN THE ENG. HOWEVER DUE 
TO DISTR AT THE TIME I NEVER DID THIS. I MADE AN ERROR IN THINKING THIS 
HAD BEEN DONE AND LEFT THE FLT DECK WITH THE ACFT IN GND SAFE MODE. 
THE NEXT CREW ARRIVED WITHIN MINS, DISCOVERED THE ENG, AND SHUT IT 
DOWN WITHOUT FURTHER EVENT. MY CREW AND I PASSED THE NEW CREW IN 
THE TERMINAL ON THEIR WAY TO THE AIRPLANE. ONCE THEY ARRIVED AT THE 
AIRPLANE THE NEW CAPT DISCOVERED THE ENG RUNNING AND SHUT IT DOWN. 
HE LATER CALLED ME AND TOLD ME. SUPPLEMENTAL INFO FROM ACN 795308: 
ALSO, FROM NOW ON, THE SHUTDOWN CHKLIST SHOULD NOT BE COMPLETED 
TILL BOTH ENGS ARE ACTUALLY FULLY SHUTDOWN. 

Synopsis 

E145 FLT CREW DEPART THEIR ACFT WITH THE RIGHT ENGINE STILL RUNNING. 

  



 

ACN: 795096 

Time / Day 

Date : 200807 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 39000 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.ARTCC : ZZZ.ARTCC 
Operator.Common Carrier : Air Carrier 
Make Model Name : B737-700 
Operating Under FAR Part : Part 121 
Navigation In Use.Other : FMS or FMC 
Flight Phase.Cruise : Level 

Component : 1 

Aircraft Component : Fuel Distribution System 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 163 
Experience.Flight Time.Type : 8500 
ASRS Report : 795096 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 184 
ASRS Report : 794983 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : Fuel 
Annunciator 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Declared Emergency 
Resolutory Action.Flight Crew : Diverted To Another Airport 
Resolutory Action.Flight Crew : Landed In Emergency Condition 
Consequence.Other  



Assessments 

Problem Areas : Aircraft 

Narrative 

AT A CRUISE ALTITUDE OF 39000 FT ON FLIGHT TO ZZZ1 APPROXIMATELY 100 NM 
WEST OF ZZZ, I NOTICED A BLUE LIGHT IN FULL BRIGHT ON THE OVERHEAD FUEL 
CONTROL PANEL. THE LIGHT WAS A BRIGHT BLUE STARBOARD SPAR-VALVE-
CLOSED LIGHT. I QUICKLY GLANCED AT THE ENGINE INSTRUMENTS BUT 
EVERYTHING APPEARED TO BE NORMAL: N1, N2, FUEL FLOW, ETC, WERE ALL 
READING THE SAME FOR BOTH ENGINES. AT FIRST GLANCE, THE FIRST OFFICER 
AND I DISCUSSED THE SIGNIFICANCE OF THE INDICATION AND SURMISED THAT 
THE BRIGHT BLUE INDICATION MEANT THAT EITHER THE VALVE WAS IN TRANSIT 
OR THAT IT INDICATED SOME SORT OF DISAGREEMENT BETWEEN THE ACTUAL 
VALVE POSITION AND THE DETECTED VALVE POSITION. I DECIDED TO MAINTAIN 
CONTROL OF THE AIRCRAFT SINCE IT WAS STILL MY LEG, AND DIRECTED THE 
FIRST OFFICER TO PULL OUT THE QRH AND LOOK FOR ANY POPPED CIRCUIT 
BREAKERS. WE COULD NOT FIND ANYTHING IN THE QRH TO HELP WITH THE 
SPAR-VALVE INDICATION, SO I INSTRUCTED THE FIRST OFFICER TO SEND AN 
ACARS MESSAGE TO DISPATCH TO INFORM THEM OF OUR SITUATION AND SEE IF 
THEY HAD ANYTHING TO OFFER. AFTER A COUPLE OF MINUTES WENT BY, I 
NOTICED THAT WE HAD DEVELOPED A 300 LB SPLIT BETWEEN THE LEFT AND 
RIGHT FUEL TANKS. THIS WAS A BIT DISCONCERTING AND WE WERE BOTH 
AMAZED AT HOW QUICKLY THE SPLIT HAD DEVELOPED. THE RIGHT (#2) FUEL 
TANK SHOWED (6.1) WHILE THE LEFT (#1) FUEL TANK HAD DECREASED TO (5.8). 
THE FUEL CROSS-FEED VALVE WAS STILL CLOSED AND THE NUMBER 2 ENGINE 
WAS STILL PERFORMING NORMALLY BUT THE NUMBER 2 FUEL TANK SHOWED NO 
INDICATION OF FUEL CONSUMPTION. NOW WE WERE FACED WITH A SITUATION 
INVOLVING EITHER MULTIPLE FAILURES OR MORE LIKELY A SINGLE FAILURE THAT 
SOMEHOW HAS AFFECTED THESE TWO DIFFERENT SYSTEMS: RIGHT FUEL 
QUANTITY INDICATION SYSTEM AND RIGHT WING SPAR VALVE POSITION LIGHT. 
NOT KNOWING THE ACTUAL CONDITION OF THE AIRCRAFT, I HAD TO ASSUME 
THAT WE WERE AT RISK WITH POSSIBLE MULTIPLE FAILURES. ASSUMING THAT 
THE #2 SPAR VALVE WAS ONLY PARTIALLY CLOSED, I DECIDED TO OPEN THE 
FUEL CROSS-FEED VALVE TO ENSURE THAT THE NUMBER 2 ENGINE WAS GETTING 
POSITIVE FUEL PRESSURE FROM EITHER TANK. MY MAIN CONCERN WAS TO 
PROVIDE POSITIVE FUEL PRESSURE FOR THE NUMBER 2 ENGINE. AS THE SPLIT 
CONTINUED TO DEVELOP, I DIRECTED THE FIRST OFFICER TO SEND AN ACARS 
MESSAGE TO DISPATCH AND TO HAVE THEM CONTACT US ON THE NUMBER 2 
RADIO SO THAT WE COULD TALK TO THEM OF OUR FUEL SPLIT SITUATION. AT 
THE SAME TIME, I CONTACTED CENTER TO INFORM THEM THAT WE WERE 
DECLARING AN EMERGENCY WITH A FUEL PROBLEM AND REQUESTED AN 
IMMEDIATE DESCENT FOR DIVERT TO ZZZ 80 NM AHEAD. I COULD NOT RISK 
OVER FLIGHT OF A PERFECTLY GOOD AIRFIELD BASED ON AN ASSUMPTION OF A 
SERIES OF FALSE INDICATIONS. THE SAFEST THING WAS TO LAND AND 
INVESTIGATE THE PROBLEM. AS THE SPLIT CONTINUED IN THE DESCENT, WE 
STILL COULD NOT UNDERSTAND WHY THE NUMBER 2 FUEL TANK WOULD NOT 
SHOW AN INDICATION OF FUEL CONSUMPTION WHILE ALL FOUR FUEL BOOST 
PUMPS APPEARED TO BE OPERATING NORMALLY. THERE WAS NO INDICATION OF 
A LOW FUEL PRESSURE OR FUEL FILTER BYPASS LIGHT FROM ANY OF THE FOUR 
MAIN FUEL BOOST PUMPS. THE FIRST OFFICER AND I WERE SOMEWHAT 
HESITANT TO ATTEMPT THE FUEL BALANCE BY SWITCHING THE FWD AND AFT 
FUEL BOOST PUMPS IN THE NUMBER 1 TANK TO THE OFF POSITION. WE THOUGHT 



IT SAFER NOT TO RISK REMOVING POSITIVE FUEL PRESSURE FROM THE 'GOOD' 
NUMBER 1 TANK SINCE BOTH ENGINES APPEARED TO BE RUNNING NORMALLY IN 
THIS CONFIGURATION (WITH THE FUEL CROSS-FEED VALVE OPEN). WE ALSO 
FIGURED THAT IF THE RIGHT (#2) FUEL QUANTITY INDICATOR WAS INOPERATIVE 
OR READING ERRONEOUSLY, THEN ANY ATTEMPT TO BALANCE WOULD PRODUCE 
A SELF-INDUCED FUEL SPLIT ANYWAY. THERE WERE TOO MANY UNKNOWNS IN 
THIS SITUATION TO BEGIN DOWN A PATH OF INVESTIGATION IN FLIGHT WITH 
PASSENGERS ON BOARD. THEREFORE, WE STUCK TO OUR ORIGINAL PLAN TO 
DIVERT, LAND, AND INVESTIGATE BEFORE SOMETHING UNFORESEEN OR 
CATASTROPHIC OCCURRED. IN THE DESCENT, I COORDINATED WITH OUR FLIGHT 
ATTENDANTS TO EXPLAIN THE SITUATION AND TOLD THEM THAT AS A 
PRECAUTION, WE WERE DECLARING A FUEL EMERGENCY WITH CENTER DUE TO A 
POSSIBLE LOW FUEL SITUATION. I EMPHASIZED THAT EVERYTHING WAS OK AND 
WE WOULD BE SAFELY ON THE GROUND SHORTLY, BUT THAT WE WERE 
EXTREMELY BUSY AND WOULD GET BACK WITH THEM IN A MINUTE. THE A FLIGHT 
ATTENDANT ASKED IF I WAS GOING TO MAKE AN ANNOUNCEMENT TO THE 
PASSENGERS OR IF HE SHOULD INFORM THEM. I RESPONDED THAT I WOULD 
MAKE A P.A. IN A LITTLE BIT BUT AM VERY BUSY RIGHT NOW, SO I AUTHORIZED 
HIM TO GO AHEAD AND LET THEM KNOW WHY WE WERE DESCENDING AND TO 
INFORM THEM THAT I WOULD MAKE MY P.A. SHORTLY. WHEN APPROACH OFFERED 
EMERGENCY VEHICLES TO BE PUT ON STANDBY, WE WEREN'T GOING TO REFUSE 
BECAUSE IT WAS THE SAFEST THING TO DO IN THIS UNKNOWN SITUATION. I 
THEN ASKED THE FIRST OFFICER TO EXPLAIN TO THE PASSENGERS OVER THE 
P.A. THAT WE WOULD HAVE EMERGENCY VEHICLES STANDING BY AS A ROUTINE 
PROCEDURE SO AS TO ALLEVIATE ANY CONCERNS WHEN THE PASSENGERS SAW 
THE VEHICLES APPROACHING THE AIRCRAFT. NOTE: IT WAS A VERY BUSY 10 
MINUTES AS WE DESCENDED FROM FL390 APPROXIMATELY 80 NM FROM ZZZ FOR 
A VISUAL APCH TO RWY. THE ISSUES MENTIONED ABOVE WERE ALL BEING 
HANDLED IN CONJUNCTION WITH THE CHAOTIC DUTIES OF PULLING OUT THE 
APPROPRIATE CHARTS, SETTING THE PRESSURE CONTROLLER TO THE CORRECT 
ALTITUDE, GETTING ATIS, SETTING UP THE NAVIGATIONAL AIDS FOR THE 
APPROACH, BRIEFING THE APPROACH, RUNNING CHECKLISTS, AND GENERATING 
THE OPC DATA AS WELL AS PROGRAMMING THE FMC. DURING THE ENTIRE IDLE 
DESCENT WITH THE CROSS FEED VALVE OPEN, THE SPLIT IN THE FUEL TANKS 
CONTINUED TO DIVERGE AND WE WERE COMING UP ON A 1000 POUND SPLIT 
WITH THE IMBAL WARNING INDICATION AS WE APPROACHED FINAL. THEREFORE, 
I DECIDED TO MAKE A WIDER THAN NORMAL APPROACH IN ORDER TO HAVE 
WINGS LEVEL TIME TO TRIM THE AIRCRAFT BEFORE INTERCEPTING THE GLIDE 
PATH. WE FULLY CONFIGURED THE AIRCRAFT FOR LANDING, INTERCEPTED THE 
GLIDE PATH, AND AT APPROXIMATELY 1000 FT AGL THE BRIGHT BLUE 
STARBOARD SPAR-VALVE-CLOSED LIGHT EXTINGUISHED. AT THE VERY LEAST, A 
CREW BRIEF MESSAGE NEEDS TO BE SENT TO ALL CREWMEMBERS ADVISING 
THEM OF THE POSSIBILITY OF THIS HAPPENING IN FLIGHT AND SOME GUIDANCE 
ISSUED SINCE NONE OF IT IS COVERED IN THE QRH. MAINTENANCE SEEMS TO 
THINK THAT THERE IS SOME PROBLEM WITH THE HMU GIVING ERRONEOUS SPAR 
VALVE LIGHTS. MAYBE THE HMU IS AFFECTING THE FUEL QUANTITY INDICATOR 
AS WELL. I DON'T KNOW, BUT HOPEFULLY BOEING WILL HAVE AN ANSWER. IN 
THE MEANTIME LET'S PUT OUT A CREW BRIEF MESSAGE TO DISCUSS THE RISKS 
AND PROCEDURES TO FOLLOW. SUPPLEMENTAL INFO FROM ACN 794983: AT THIS 
POINT, WE WERE ON ABOUT A 10 MILE RIGHT BASE TO RUNWAY AND WE HAD 
THE AIRPORT IN SIGHT. I GLANCED OVER AT THE FUEL QUANTITY INDICATORS 
AND NOTICED ABOUT A 950-1000 LB SPLIT. THE CAPTAIN TURNED ABOUT A 9 
MILE FINAL WHEN WE RECEIVED THE FUEL IMBALANCE MESSAGE ON THE LEFT 



QUANTITY INDICATOR. WE DISCUSSED THIS EARLIER SO WE EXPECTED IT PRIOR 
TO LANDING. THE CAPTAIN DISENGAGED THE AUTOPILOT PRIOR TO TURNING 
FINAL. I ASKED HIM IF IT FELT OUT OF TRIM AND HE STATED THAT IT DID. AT 
THIS POINT, WE BOTH KNEW THAT THIS WAS NOT AN INDICATION PROBLEM IF 
THE AIRCRAFT REACTED TO THE IMBALANCE. THE LANDING WAS NORMAL AND 
UNEVENTFUL EXCEPT THAT WE LANDED WITH A 1500 LB FUEL IMBALANCE SPLIT. 
CALLBACK CONVERSATION WITH RPTR 794983 REVEALED THE FOLLOWING INFO: 
THE REPORTER STATED THAT THE B737-NG ACFT ENG SPAR VALVE OPENING AND 
CLOSING OPERATION IS AUTOMATIC DURING CROSSFEED OPERATION. THE FLT 
CREW CONTROLS THE CENTER TANK VALVES AND PUMPS BUT THE SPAR VALVE 
FUNCTION IS CONTROLLED BY THE SYSTEM. THE SPAR VALVE BLUE LIGHT IS 
ONLY AN AGREE/DISAGREE INDICATOR. IN THIS EVENT THE SPAR LIGHT 
ILLUMINATED BRIGHT BLUE INDICATING A DISAGREEMENT WITH THE FUEL 
SYSTEM'S DESIRED POSITION. THE ACR'S MAINTENANCE PERSONNEL WERE 
UNABLE TO THE TELL THE REPORTER WHAT HAD OCCURRED AND COULD NOT 
EXPLAIN WHY THE ENG DID NOT SUCTION FEED FROM THE TANK. THE REPORTER 
COULD ONLY GUESS THAT IN FACT THE VALVE DID NOT OPEN AND SO THE 
OPPOSITE WING TANK FED FUEL TO BOTH ENGINES.  

Synopsis 

DUE TO A WING SPAR VALVE MALFUNCTION, A FUEL IMBALANCE DEVELOPED 
WHEN THE B737-700'S LT FUEL TANK BEGAN SUPPLYING BOTH ENGINES. AN 
EMER WAS DECLARED FOLLOWED BY A LNDG AT A NEARBY ARPT. 

  



 

ACN: 794947 

Time / Day 

Date : 200807 
Local Time Of Day : 0601 To 1200 

Place 

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

Aircraft : 1 

Operator.Common Carrier : Air Carrier 
Make Model Name : B737-400 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Preflight 

Component : 1 

Aircraft Component : Engine Control 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 794947 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Overcame Equipment Problem 
Consequence.Other  

Assessments 

Problem Areas : Aircraft 
Problem Areas : Company 

Narrative 

I ARRIVED AT THE GATE FOR DEP TO NAS. TOLD THE PLANE WAS BROKEN AND 
BEING TAKEN TO THE HANGAR. AFTER A WHILE THE MECHS BROUGHT ANOTHER 
PLANE FROM THE HANGAR. I WENT DOWN TO THE ACFT. FO SAYS SOMEONE 
OUTSIDE ACFT IS BANGING ON SIDE STATING R (#2) ENG IS STILL RUNNING. I 
LOOK DOWN TO SEE PARKING BRAKE SET AND START LEVERS IN CUTOFF POS. I 
GO DOWN ONTO RAMP TO SEE WHAT IS GOING ON. I SEE FUELER HOOKED UP 
AND BAGGAGE HANDLERS IN REAR COMPARTMENT, ALL WHILE THE ENG APPEARS 
TO BE RUNNING AT ABOUT HALF SPD. I TELL THE FUELER TO DISCONNECT AND 
ALL RAMP PERSONNEL TO GET AWAY FROM ACFT TILL I FIGURE OUT WHAT IS 
GOING ON. I LEAVE RAMP AND WHILE WALKING BACK TO COCKPIT REALIZE 



WHAT I AM LOOKING AT IS PROBABLY A STARTER LEFT ENGAGED. MY 
SUSPICIONS ARE CONFIRMED WHEN I RETURN TO COCKPIT TO SEE START 
SWITCH IN GND. I REACH UP TAKE START SWITCH FROM GND TO OFF AND ENG 
WINDS TO A STOP. ACFT WAS APPARENTLY STARTED AT HANGAR ENG WAS RUN 
ALL THE WAY TO GATE AND THEN SHUT DOWN, ALL WHILE STARTER WAS 
ENGAGED. I WROTE UP THE EVENT IN THE MAINT LOG. MECHS THEN REPLACED 
THE STARTER FOR ENGAGEMENT TIME EXCEEDANCE. 

Synopsis 

CAPT OF B737-400 DISCOVERS RIGHT ENGINE SPINNING AT HIGH REVOLUTIONS 
WHILE FUELING AND GND SERVICING CONTINUE UNABATED. DISCOVERS ENGINE 
START SWITCH HAD STUCK IN THE GND POSITION DURING THE PREVIOUS 
START. 

  



 

ACN: 794932 

Time / Day 

Date : 200807 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 38000 

Environment 

Flight Conditions : VMC 

Aircraft : 1 

Controlling Facilities.ARTCC : ZZZ.ARTCC 
Operator.Common Carrier : Air Carrier 
Make Model Name : A319 
Operating Under FAR Part : Part 121 
Flight Phase.Cruise : Level 

Component : 1 

Aircraft Component : Powerplant Fuel Valve 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 794932 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Overcame Equipment Problem 
Consequence.Other  

Assessments 

Problem Areas : Aircraft 
Problem Areas : Chart Or Publication 

Narrative 

WE RECEIVED AN ECAM MESSAGE 'CIRCUIT BREAKER TRIPPED ON OVD PANEL.' 
DISCOVERED #1 ENG HIGH PRESSURE FUEL SHUTOFF VALVE CIRCUIT BREAKER 
OPEN. INITIATED PHONE PATCH VIA COMRDO WITH DISPATCH. DURING 
CONFERENCE WITH DISPATCH AND MAINT CTL, DECISION WAS MADE TO RETURN 
TO ZZZ. NO EMER WAS DECLARED, ATC CLRNC WAS RECEIVED, AND ACFT WAS 
LANDED IN ZZZ UNDER MAX LNDG WT. AT GATE, #1 ENG DID NOT SHUT DOWN 



WITH ENG MASTER SWITCH AND HAD TO BE SHUT DOWN WITH #1 FIRE SWITCH. 
THE DECISION WAS MADE NOT TO RESET THE HP FUEL SOV CIRCUIT BREAKER 
DUE TO A POSSIBLE ELECTRICAL SHORT IN THE FUEL SYS, AND TO NOT 
CONTINUE TO DEST. NOTHING CAN BE DONE TO PREVENT MAINT ISSUES LIKE 
THIS. WHENEVER A NON-NORMAL EVENT OCCURS, IT IS IMPERATIVE TO 
COMMUNICATE WITH ALL AVAILABLE RESOURCES TO ASSURE A POSITIVE 
OUTCOME. 

Synopsis 

AN A320 HIGH PRESS FUEL SHUT OFF VALVE (HP FUEL SOV) CIRCUIT BREAKER 
POPPED IN FLT. ACFT RETURNED TO DEP ARPT WHERE THE ENG WAS SHUT DOWN 
WITH THE #1 FIRE SWITCH. 

  



 

ACN: 794879 

Time / Day 

Date : 200806 
Local Time Of Day : 0601 To 1200 

Place 

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

Environment 

Light : Dawn 

Aircraft : 1 

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

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 794879 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Maintenance : Technician 

Events 

Anomaly.Maintenance Problem : Improper Maintenance 
Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : FAR 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Diverted To Another Airport 
Consequence.Other  

Assessments 

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

Narrative 

ECAM 'L MAIN LNDG GEAR FAILED TO RETRACT' ALERT. FO CONTINUED FLYING 
RESPONSIBILITIES. CAPT RAN ECAM, QRH AND FOLLOW UP ACTIONS. RETURNED 



TO FIELD NORMAL APCH AND LNDG. FO LEG. NORMAL PRE-DEP AND TAXI. AFTER 
TKOF L LNDG GEAR WOULD NOT RETRACT. ACCOMPLISHED ECAM, QRH AND 
FOLLOW UP PROCS (RECYCLE GEAR). AFTER RECYCLE GEAR WAS DOWN 3 GREEN 
NORMAL. ADVISED ZZZ A RETURN TO FIELD, NORMAL OPS. REQUESTED BOX 
PATTERN TO BURN BELOW MAX LNDG WT. APCH AND LNDG NORMAL. MET MAINT 
AT GATE. MAINT INFORMED US GEAR LOCK WITHOUT FLAP STREAMER WAS LEFT 
IN ACFT AFTER OVERNIGHT MAINT. APOLOGIZED FOR MISCUE ATTACHED 
STREAMER FLAG TO GEAR LOCK CLRED LOGBOOK AND PROCEEDED TO ZZZ1. 
EVEN THOUGH THIS WAS A FIRST FLT OF DAY IT MIRRORS THE MANY HARRIED 
AND UNNECESSARY ACFT CHANGES IN 1 DAY. COME IN LATE CHANGE ACFT DO IT 
QUICK BE NOT ON TIME BUT 10 MINS PRIOR TO DEP. ONLY TO GET THE SAME 
ACFT BACK THE NEXT TIME THROUGH. NOT MAKING EXCUSES BUT POINTING OUT 
THAT IN TRYING TO KEEP THIS AIRLINE ON TIME WE RUSH OURSELVES INTO 
MISSTEPS AND A PATTERN OF MISSTEPS. IF ONLY WE HAD THE TIME ON THE LINE 
TO OPERATE LIKE WE DO IN THE SIMULATOR. 

Synopsis 

AN A319'S L MAIN LNDG GEAR DID NOT RETRACT AFTER TKOF BECAUSE AN 
UNFLAGGED GEAR PIN WAS NOT REMOVED BEFORE FLT. 

  



 

ACN: 794877 

Time / Day 

Date : 200806 
Local Time Of Day : 1201 To 1800 

Place 

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

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : EMB ERJ 190/195 ER&LR 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Taxi 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
ASRS Report : 794877 

Events 

Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : FAR 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Became Reoriented 
Resolutory Action.Flight Crew : Rejected Takeoff 

Assessments 

Problem Areas : Company 
Problem Areas : Flight Crew Human Performance 

Narrative 

AT THE GATE WE DISCUSSED THAT IT WOULD BE A FLAPS 1 DEG TKOF. 
HOWEVER, OUT OF HABIT THE CAPT CALLED FOR 'FLAPS 2 TAXI' AND I ALSO 
SELECTED FLAPS 2 DEGS (ON THE E190 FLAPS 2 DEGS IS NORMAL SETTING 
ALMOST EVERY ARPT AND RWY SERVED BY THE ACFT). AFTER RECEIVING FINAL 
WT AND BAL I ENTERED THE DATA INTO THE MCDU BUT FAILED TO NOTICE THAT 
THE DATA WAS FOR FLAPS 1 DEG. I COMPLETED MY TAXI FLOW BY PRESSING THE 
'TKOF CONFIGN' BUTTON. SINCE THE MCDU DEFAULTS TO FLAPS 2 DEGS AND THE 
FLAPS WERE AT 2 DEGS WE RECEIVED A 'TKOF CONFIGN OK' AURAL MESSAGE. I 
RAN THE TAXI CHKLIST AFTER THE CAPT CALLED FOR IT. THE LAST ITEM IS 
REVIEWING THE TKOF DATA. AS I WAS READING THE TKOF DATA FROM THE 
FINAL WT AND BAL PRINTOUT I THEN NOTICED IT WAS FLAPS 1 DEG. I BROUGHT 



THIS TO THE CAPT'S ATTN AND SELECTED FLAPS 1 DEG (USING THE FLAP HANDLE 
BUT NOT CHANGING THE SETTING IN THE MCDU). IT WAS MY TKOF AND WHEN I 
ADVANCED THE THRUST LEVERS TO SOMEWHERE BTWN 1/2 AND 3/4 OF TKOF 
THRUST WE RECEIVED A 'NO TKOF FLAPS' WARNING. I PULLED THE PWR BACK TO 
IDLE, GAVE CTL OF THE ACFT BACK TO THE CAPT, AND INFORMED THE TWR. 
SINCE WE MOST LIKELY DIDN'T MAKE IT ABOUT 20 OR 30 KTS WE TURNED OFF 
AT A VERY EARLY TURNOFF. AFTER PULLING ON TO THE TXWY WE DISCOVERED 
THAT THE WARNING WAS DUE TO THE FACT THAT WE DIDN'T HAVE THE CORRECT 
FLAP SETTING ON THE MCDU 'TKOF' PAGE. WE CORRECTED THE ERROR, PRESSED 
THE TKOF CONFIGN BUTTON, RERAN THE CHKLIST AND TOOK OFF WITHOUT 
FURTHER INCIDENT. HABIT OF NORMAL FLAP SETTING CAUSED BOTH MYSELF 
AND CAPT TO START TAXI WITH FLAP 2 DEGS. ALSO CAUSED ME TO INITIALLY 
MISS FLAP SETTING ON FINAL WT AND BAL. AFTER CATCHING ERROR, NOT 
CORRECTING FLAP SETTING IN MCDU CAUSED WARNING. 2 AREAS CAN BE 
IMPROVED. CONCERNING THE HUMAN ELEMENT -- WE BOTH SHOULD HAVE 
CAUGHT OUR ERROR AT THE GATE CONCERNING FLAP SETTING. CONCERNING 
AUTOMATION, THE TKOF SETTING IN THE MCDU COULD BE CHANGED SO THAT IT 
AUTOMATICALLY DETECTS THE FLAP SETTING UNLESS IT WOULD BE DETERMINED 
THAT THIS WOULD ACTUALLY BE MORE DETRIMENTAL TO SAFETY THAN POSITIVE. 
WE HAD THE CORRECT FLAP SETTING AND CORRECT V SPDS ENTERED. THE ONLY 
REASON FOR THE TKOF WARNING (FROM AN AUTOMATION SIDE) WAS AN 
INCORRECT SETTING IN THE MCDU. THE MCDU DOES AUTOMATICALLY DETECT 
EITHER TKOF-1 DEG OR TKOF-2 DEGS FROM THE TRS PAGE. ANOTHER 
POSSIBILITY FROM THE AUTOMATION SIDE WOULD BE TO SET UP THE MCDU TO 
HAVE NO DEFAULT SETTING. THEREFORE, A FLAP SETTING WOULD ALWAYS HAVE 
TO BE ENTERED. HAVING FLAPS 2 DEGS AS DEFAULT DOESN'T REALLY PROVIDE A 
BARRIER AS THIS SETTING IS USED 90% OR MORE OF THE TIME. THEREFORE, IF 
WE SET THE FLAPS TO 2 DEGS OUT OF HABIT IT WILL MATCH THE MCDU. FLAPS 1 
DEG COULD ALSO BE THE DEFAULT FORCING THE FO TO CHANGE IT TO FLAPS 2 
DEGS ALMOST EVERY LEG. IN THE CASE OF A NON-NORMAL FLAP SETTING SUCH 
AS 1 DEG THE TKOF CONFIGN TEST WOULD WARN US OF A MISMATCH SHOULD 
WE SELECT FLAPS 2 DEGS OUT OF HABIT AS WE DID IN ZZZ. 

Synopsis 

AN EMB 190'S TKOF CONFIG WARNING SOUNDED BECAUSE THE ACR TKOF FLAP 
SETTING PROCEDURE CHANGED REQUIRING FLT CREW MANUAL INPUT WHERE 
PREVIOUSLY THE MCDU FLAP POSITIONS WERE AUTOMATIC. 

  



 

ACN: 794772 

Time / Day 

Date : 200807 
Local Time Of Day : 1201 To 1800 

Place 

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

Environment 

Aircraft : 1 

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

Component : 1 

Aircraft Component : UHF 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 180 
Experience.Flight Time.Total : 15000 
Experience.Flight Time.Type : 2100 
ASRS Report : 794772 

Person : 2 

Events 

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

Assessments 

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

Narrative 

DURING FLT WE HAD AN ECAM COME UP FOR THE '#1 HP FUEL SOV' CIRCUIT 
BREAKER OPEN. WE SENT AN ACARS MESSAGE TO MAINT CTL ADVISING THEM OF 
THIS AND ASKED FOR THEIR INPUT, BUT NEVER RECEIVED A REPLY. A LOG ENTRY 



WAS MADE FOR THE POPPED CIRCUIT BREAKER. DURING THIS TIME, I ALSO 
CHKED OUR FLT MANUAL TO SEE IF THERE WAS ANY INFO ABOUT THIS CIRCUIT 
BREAKER, BUT COULD NOT FIND ANY. UPON ARR AT THE GATE, WE SHUT THE 
ENGS DOWN AS WE NORMALLY DO AND COMMENCED THE PARKING CHKLIST, BUT 
SOON FOUND OUT THE #1 ENG WAS STILL RUNNING. RAMP PERSONNEL TRIED 
TO SIGNAL ME AS THEY DIDN'T UNDERSTAND WHY THE ENG WAS STILL 
RUNNING. I FINALLY CAME TO THE CONCLUSION THAT MAYBE THE POPPED 
CIRCUIT BREAKER WAS AT FAULT AND RESET IT MOMENTARILY AT WHICH TIME 
THE ENG SHUT DOWN. LATER, A MECH CHASED US DOWN AT OUR NEXT GATE TO 
FIND OUT HOW WE GOT THE ENG TO SHUT DOWN AS ACCORDING TO HIM THE HP 
FUEL SHOULD HAVE REMAINED OPEN WITH THE CIRCUIT BREAKER OPEN. THE 
POINT OF THIS RPT IS THE FACT THAT I COULD FIND NO INFO ABOUT THE OP OF 
THIS CIRCUIT BREAKER AND WHAT IS AFFECTED, AND UPON ASKING MAINT CTL 
FOR THEIR INPUT, I RECEIVED NO REPLY. THIS INFO WOULD HAVE BEEN VERY 
HELPFUL. AT THE END OF THE DAY, I DIDN'T EVEN KNOW IF THE ENG WOULD 
HAVE SHUT DOWN IF I HAD PUSHED THE FIRE SWITCH. ON IMPORTANT ISSUES 
SUCH AS THIS, I FEEL THAT MAINT CTL SHOULD HAVE DEFINITELY GOTTEN BACK 
TO ME WITH THE INFO. 

Synopsis 

AN A320 ENG CONTINUED RUNNING AFTER SHUTDOWN BECAUSE THE HIGH 
PRESSURE FUEL SHUT-OFF VALVE (HP FUEL SOV) CIRCUIT BREAKER POPPED IN 
FLT AND VALVE DID NOT CLOSE AT THE GATE. 

  



 

ACN: 794536 

Time / Day 

Date : 200807 
Local Time Of Day : 0001 To 0600 

Place 

Locale Reference.Airport : SFO.Airport 
State Reference : CA 
Altitude.AGL.Single Value : 0 

Environment 

Flight Conditions : VMC 
Light : Dusk 

Aircraft : 1 

Controlling Facilities.Tower : SFO.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : MD-83 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Preflight 
Flight Phase.Ground : Takeoff Roll 

Component : 1 

Aircraft Component : FMS/FMC 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
ASRS Report : 794536 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Overcame Equipment Problem 
Resolutory Action.Flight Crew : Overrode Automation 

Assessments 

Problem Areas : Aircraft 
Problem Areas : Flight Crew Human Performance 

Narrative 

FO HAD LOADED POS AND I CHKED IT ON THE POS PAGE VERSUS MY 10-9 SFO 
PLATE. I SWEAR THAT I SAW THE CORRECT COORDS AND THEN I LOADED THE 
RTE. CHKED THE PROGRESS PAGE AND MILEAGE WAS OFF ABOUT 90 MI OUT BUT 
I THOUGHT THAT WASN'T THAT UNUSUAL. CHKED THE LEGS PAGES AND WE 
ACTUALLY DISCUSSED THE NEW HIGH ALT RTE STRUCTURE FIXES AS THE FO 



WAS NEWLY RECALLED AND HAD NOT SEEN THESE BEFORE. I CHKED MY 
DISTANCE ON THESE FIXES AS A BACKUP TO AVOID ANY INPUT ERROR. LEGS 
PAGE CHKED OK. HOWEVER, AS THE FO ASKED ABOUT THE NAV DISPLAY CHK 
JUST PRIOR TO TKOF I COULD NOT SEE THE RWY DISPLAYED BECAUSE I WAS IN 
A HIGH RANGE AND THE EGPWS DISPLAY WAS CLUTTERING THE DISPLAY. THE 
DEP WAS NOT AN RNAV DEP AND WE HAD DISCUSSED THE ROUTING BEFORE WE 
TAXIED, THAT WAS A GOOD THING BECAUSE THE FMS WAS OFF AND I DID NOT 
CATCH IT JUST PRIOR TO TKOF. I HAD ALWAYS THOUGHT THAT FMS ACFT 
UPDATED THEIR POS AS THE THROTTLES WERE ADVANCED SO I THOUGHT WE 
WOULD BE OK. WE WERE NOT. AT ROTATION WE GOT A TERRAIN WARNING THAT 
CONTINUED FOR SEVERAL SECONDS AND THE FO FLEW THE DEP WITH THE VOR 
INFO THAT WE HAD DISCUSSED EARLIER. I ADVISED DEP CTL THAT WE WERE 
UNABLE TO FLY RNAV ROUTING AND THEY COORDINATED WITH CTR. THE TRIP 
CONTINUED TO ZZZ UNEVENTFULLY. WE REVIEWED EVERYTHING WE HAD DONE 
ON THE PREFLT AND I CAN REMEMBER CHKING THE 10-9 PAGE WITH THE POS 
PAGE, N37 37 AND W122 22 STUCK IN MY MIND. THE DEP RWY 1R WAS CORRECT, 
THE SID WAS CORRECT, THE TRANSITION WAS CORRECT. THE ONLY THING I CAN 
POSSIBLY SEE BEING WRONG WAS THE INITIAL POS ENTERED INTO THE FMS AND 
I THOUGHT I HAD CHKED THAT MYSELF. I DID FAIL TO CHK THE RWY DISPLAY 
JUST PRIOR TO TKOF AND THAT SURELY ALLOWED THIS SITUATION TO OCCUR. 
JUST BECAUSE YOU THINK YOU PUT EVERYTHING IN CORRECTLY AND HAD CHKED 
IT BEFORE TKOF DOES NOT MEAN YOU DON'T HAVE TO CHK THAT RWY DISPLAY. 
THE FO DID HIS JOB JUST FINE, IT APPEARS THAT I DIDN'T. 

Synopsis 

MD80 FLT CREW TAKES OFF WITH INCORRECT PRESENT POSITION LAT/LONGS IN 
FMS. CONTINUES TO DESTINATION USING ALTERNATE NAV SYSTEMS. 

  



 

ACN: 794278 

Time / Day 

Date : 200807 
Local Time Of Day : 1801 To 2400 

Place 

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

Aircraft : 1 

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

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 250 
Experience.Flight Time.Total : 14520 
Experience.Flight Time.Type : 3478 
ASRS Report : 794278 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 270 
Experience.Flight Time.Total : 9200 
Experience.Flight Time.Type : 1800 
ASRS Report : 794285 

Person : 3 

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

Events 

Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Anomaly  
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.Flight Crew : Overcame Equipment Problem 
Resolutory Action.None Taken : Detected After The Fact 

Assessments 



Problem Areas : Flight Crew Human Performance 

Narrative 

UPON LNDG AT ZZZ ON RWY XX AND EXITING ON TXWY XX, INTO THE RAMP AREA 
VIA Y LINE TOWARD GATE X. THE FO WAS MULTI-TASKING DOING THE AFTER 
LNDG FLOW, SPEAKING WITH RAMP CTL AND THEN COMPANY RADIO. I ASKED 
THE FO TO SHUT DOWN ENG #2. AT WHICH POINT HE WAS CLRING THE R SIDE 
FOR THE PENDING TURN INTO THE GATE, HE GRABBED THE #1 FUEL LEVER BY 
MISTAKE. AS HE TURNED HIS HEAD INSIDE TO VERIFY THE LEVER, HE ALSO 
STARTED TO LOWER THE FUEL LEVER. UPON IMMEDIATELY REALIZING THAT HE 
HAD STARTED TO LOWER THE WRONG LEVER, HE RAISED THE LEVER BACK UP. A 
FEW SECONDS LATER RAMP CTL ADVISED US OF A FIRE/FLAMES COMING OUT OF 
OUR #1 ENG. ALTHOUGH THERE WERE NO INDICATIONS OF ANY ENG FIRE IN THE 
COCKPIT, THE FO PERFORMED THE QRC MEMORY ITEMS FOR TAILPIPE-FIRE AND 
SHUT DOWN THE #1 ENG. RAMP THEN CONFIRMED NOT SEEING ANY FURTHER 
FLAMES OUT OF THE #1 ENG. AS A PRECAUTION I REQUESTED THAT CRASH/FIRE 
RESCUE MEET US AT THE GATE. AS A SIDE NOTE AND AS ANY GOOD PLT WILL 
DO, WE HAVE REVIEWED THE EVENTS MANY TIMES. TO THIS END WE CAN ONLY 
ADD SOME POSSIBLE CONTRIBUTING FACTORS: 1) A LONG DAY FOR THE FO, 
THAT STARTED BY A COMMUTE AT 11 AM. WHICH LED TO 2 CANCELED FLTS AND 
FINALLY GETTING ON HIS LAST FLT, MAKING FOR A LONG FATIGUING BY XA40 
WHEN THE EVENT OCCURRED. 2) A LONG DAY FOR THE CAPT THAT STARTED 
WITH A WAKE UP CALL BY THE CREW DESK BY 6 AM, TO BE NOTIFIED FOR 'A 6 PM 
TRIP.' 3) GETTING TO ZZZ1 AND THEN HAVING TO WAIT FOR OUR LATE ARRIVING 
INBOUND ACFT. WAITED 1 HR. 4) MENTAL STRESS DUE TO THE FO POSSIBLY 
BEING FURLOUGH AGAIN. 5) DISTR OF MULTI-TASKING 2 RADIO CALLS, AFTER 
LNDG FLOW, LOW LIGHT CONDITIONS IN THE COCKPIT AND CLRING TFC. 

Synopsis 

A B737-500 #1 ENG HAD A TAILPIPE FIRE AFTER LNDG WHEN THE FO, MEANING 
TO SECURE THE #2 ENG, ACCIDENTALLY MOVED THE #1 ENG FUEL CTRL LEVER 
OFF THEN BACK ON. 

  



 

ACN: 793635 

Time / Day 

Date : 200807 
Local Time Of Day : 1201 To 1800 

Place 

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

Environment 

Flight Conditions : VMC 

Aircraft : 1 

Controlling Facilities.TRACON : ZZZ.TRACON 
Operator.Common Carrier : Air Carrier 
Make Model Name : B737-300 
Operating Under FAR Part : Part 121 
Flight Phase.Climbout : Initial 
Route In Use.Departure.SID : ZZZ 

Component : 1 

Aircraft Component : Wing Flight Control Surface 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 170 
Experience.Flight Time.Total : 12000 
Experience.Flight Time.Type : 3500 
ASRS Report : 793635 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Declared Emergency 
Resolutory Action.Flight Crew : Diverted To Another Airport 
Resolutory Action.Flight Crew : Landed In Emergency Condition 

Assessments 

Problem Areas : Aircraft 

Narrative 

FO CALLED FOR FLAPS UP, AMBER LEADING EDGE FLAP LIGHT ON FORWARD 
PANEL REMAINED AMBER. CONFIRMED ON THE OVERHEAD FLAP POS INDICATOR 
THAT LEADING EDGE FLAP 3 DEGS WAS EXTENDED. ASKED FOR A HOLD AND 



KEEP SPD AT 210 KTS. WORKED THE CHKLIST WHILE FO CONTINUED TO FLY AND 
TALK WITH ATC. CHKLIST PROCS DID NOT ALLEVIATE PROB. GOT DISPATCH AND 
MAINT CTL ON PHONE. THEY HAD NO ADDITIONAL SUGGESTIONS. HAD MY 
DEADHEADING PLT CHK THE LEADING EDGE FLAP HE RPTED BACK TO ME THAT IT 
WAS EXTENDED. COORD WITH DISPATCH TO DECLARE AN EMER (ACTUAL FLAP 
PROB). COORD WITH THE PURSER FOR A CABIN ADVISORY. MADE AN 
ANNOUNCEMENT TO THE PAX. ELECTED TO LAND AT ZZZ DUE TO LONG RWY INTO 
THE WIND. MADE A FLAPS 15 DEG LNDG. TRAILING EDGE FLAPS ALL WORKED. NO 
LEADING EDGE DEVICES EVER EXTENDED ON THE L WING. ON R WING, HAD 
LEADING EDGE FLAP #3 EXTENDED AND LEADING EDGE FLAP #4 PARTIAL 
EXTENDED. CHKED THE ABNORMAL LNDG CONFIGN DISTANCE IN FLT MANUAL. 
ALL LEGAL. MADE UNEVENTFUL LNDG ON LONGEST RWY AT ZZZ. 

Synopsis 

A B737-300'S #3 AND #4 LEADING EDGE FLAPS DID NOT RETRACT AFTER TKOF. 
AN EMER LNDG WAS MADE AT A NEARBY ARPT WITH TRAILING EDGE FLAPS ONLY. 

  



 

ACN: 793579 

Time / Day 

Date : 200807 
Local Time Of Day : 1801 To 2400 

Place 

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

Aircraft : 1 

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

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 793579 

Events 

Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : FAR 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Anomaly : Unstabilized Approach 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Executed Go Around 
Resolutory Action.Flight Crew : Took Evasive Action 

Assessments 

Problem Areas : Flight Crew Human Performance 
Problem Areas : Weather 

Narrative 

ON APCH TO ZZZ WE WERE VECTORED ONTO FINAL ABOUT 8 MI FROM ARPT (RWY 
3) AND CLRED FOR A VISUAL APCH ON SPD APPROX 190 KTS AND FLAPS 2 DEGS. 
AS WE TURNED FINAL, I CALLED FLAPS 3 DEG GEAR DOWN, SIMULTANEOUSLY 
TWR CLRED US TO LAND. FO SET FLAPS TO 3 DEGS AND WE CONTINUED. I 
CALLED FOR FLAPS TO FULL AND FO SET FLAPS TO FULL, AND WE SLOWED TO 
FINAL APCH SPD. WE BOTH NOTICED THAT WE HAD APPROX 20 KT TAILWIND AND 
BRIEF DISCUSSION ENSUED. TWR WAS STILL RPTING NE WIND AT APPROX 3 KTS. 
AS WE APCHED APPROX 1000 FT I REALIZED THE LNDG CHKLIST HAD NOT BEEN 
COMPLETED, I SCANNED THE INSTS AND ECAM AND REALIZED THE GEAR WAS 
NOT YET EXTENDED. I INSTINCTUALLY CALLED FOR GEAR DOWN AND HANDLE 



WAS PLACED IN DOWN POS. AS GEAR WAS EXTENDING THE 'TOO LOW GEAR' 
WARNING WAS ACTIVATED AND WE EXECUTED A MISSED APCH. WE RETURNED 
IMMEDIATELY FOR A NORMAL LNDG ON RWY 3. AS A SIDE NOTE, I WOULD LIKE 
TO ADD THAT WE HAD JUST FLOWN AN 8 HR DAY. THE FIRST TURN WAS MEXICO 
CITY WITH TSTMS ENRTE AND ON THE FIELD BEFORE DEP AND THEN 3 RERTES 
BEFORE AND 1 ENRTE, WITH EXTENSIVE DEVS TO ZZZ. NO EXCUSES BUT JUST 
WHEN I THOUGHT WE WERE IN THE GREEN, WE WERE EVEN DEEPER INTO THE 
YELLOW, APCHING RED. AS THE CAPT, I SHOULD HAVE DOUBLE-CHKED ALL 
ACTIONS PERFORMED, AND MADE SURE CHKLISTS WERE COMPLETED IN A MORE 
TIMELY MANNER. I HAVE BEEN FLYING OVER 30 YRS ALWAYS TRY TO RUN AS 
STANDARD A COCKPIT AS I POSSIBLY CAN, I DO THINK FATIGUE, ESPECIALLY 
THIS DAY, PLAYED A LARGE PART IN THIS INCIDENT. EXTRA VIGILANCE DURING 
DAYS IDENTED AS HIGH WORKLOAD. THOUGH IT WAS VFR AND WE WERE RIGHT 
AT 1000 FT I SHOULD HAVE JUST EXECUTED THE MISSED IMMEDIATELY AND NOT 
GIVEN THE GEAR DOWN COMMAND. 

Synopsis 

AN A320 PILOT FAILED TO LOWER THE LNDG GEAR UNTIL 1000 FT. A GAR WAS 
EXECUTED. FATIGUE WAS AN ISSUE, THIS WAS THE END OF AN 8 FLT HR DAY 
WITH TSTMS. 

  



 

ACN: 793535 

Time / Day 

Date : 200807 
Local Time Of Day : 0601 To 1200 

Place 

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

Environment 

Aircraft : 1 

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

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 200 
Experience.Flight Time.Total : 14500 
Experience.Flight Time.Type : 1500 
ASRS Report : 793535 

Events 

Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : FAR 
Anomaly.Non Adherence : Published Procedure 
Anomaly.Other Anomaly.Other  
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Took Evasive Action 

Assessments 

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

Narrative 

WITH FATIGUE ISSUES COMING MORE AND MORE TO THE FOREFRONT OF OUR 
ATTN I AM REALIZING JUST HOW BIG A PROB THIS REALLY IS. AFTER WALKING 
OFF THE AIRPLANE IN ZZZ2 IT OCCURRED TO ME THAT WE HAD NOT READ A 
PARKING CHKLIST. FLT HAS A SCHEDULED DEP TIME OF XA27 CENTRAL TIME. I 
HAD BEEN UP SINCE XA00 AM LCL TIME AFTER AN EXCELLENT NIGHT'S SLEEP. I 
WORKED OUT ABOUT XB00. GOING TO WORK I FELT GOOD. ON THE ACFT I TOOK 
THE LAST BREAK BECAUSE THE FO WAS FLYING AND WANTED THE MIDDLE 
BREAK. I GOT INTO THE BUNK ABOUT 3 HRS AND 15 MINS BEFORE LNDG WITH 



INSTRUCTIONS TO THE FO'S TO WAKE ME UP ABOUT AN HR AND 15 MINS BEFORE 
LNDG. I IMMEDIATELY FELL ASLEEP AND WAS IN A DEEP SLEEP WHEN THE FO'S 
RANG THE CALL CHIME. I WAS STARTLED AND DISORIENTED BECAUSE OF THE 
DEEP LEVEL OF SLEEP. I ALMOST FELT WORSE THAN I WOULD HAVE IF I HADN'T 
GONE TO SLEEP. IT WAS NOW ABOUT XU00 AM MY TIME. I COULD TELL THAT MY 
MIND WAS SLOW AND I FELT IRRITABLE. ON THE ARR AND APCH THE FLYING FO 
MADE SEVERAL SMALL ERRORS WHICH I WAS ABLE TO CATCH INCLUDING AT ONE 
POINT SOMEHOW SELECTING HDG HOLD WHILE WE WERE SUPPOSED TO BE ON 
LNAV AND HE DIDN'T NOTICE IT. I CAUGHT IT JUST BEFORE WE WERE TO MAKE A 
TURN ON THE ARR. WE ALSO MISSED A COUPLE OF RADIO CALLS I THINK 
BECAUSE OF WHAT COULD BEST BE DESCRIBED AS FEELING LIKE I WAS IN A 
HAZE FROM FATIGUE. ONCE AT THE GATE I RECALL SETTING THE PARKING 
BRAKE, CALLING FOR AND WATCHING THE FO CUT OFF THE START LEVERS AND 
WATCHING THE ENGS SPOOL DOWN, AND THEN PERFORMING MY FLOW AND 
TURNING EVERYTHING OFF. AT THIS TIME SOMEONE FROM THE RAMP CALLED 
THE COCKPIT AND STARTED INQUIRING ABOUT THE STATE OF THE AIRPLANE, 
WHAT WRITE-UPS HE RECEIVED, AND IF WE HAD ANYMORE. THIS WAS 
DEFINITELY A DISTR AND OUT OF THE NORMAL COURSE OF GND TO COCKPIT 
COMS AND MAY HAVE CONTRIBUTED TO THE PROB. AT THE END OF THIS 
DISCUSSION I GATHERED MY BELONGINGS AND WALKED OFF THE AIRPLANE. 
NEITHER COPLT CAUGHT THE FACT THAT WE MISSED THE PARKING CHKLIST. 
WHEN I WAS STANDING IN THE TERMINAL AT THE END OF THE JETBRIDGE 
SOMETHING IN THE BACK OF MY MIND KEPT TELLING ME THAT I MISSED 
SOMETHING. THEN IT STRUCK ME, WE DIDN'T READ THE CHKLIST. I ADVISED THE 
FO AND WE THEN TOOK ACTION TO CORRECT THE MISTAKE. WHILE WE ACTUALLY 
ACCOMPLISHED ALL OF THE PROPER PROCS IN TERMS OF SHUTTING DOWN THE 
AIRPLANE, IT IS WORTH NOTING HOW FATIGUE CAN AFFECT OUR PROCESSES. 
WHEN I THINK BACK ON THE YRS I'VE SPENT IN AIRPLANES WE OFTEN FEEL THIS 
HIGH LEVEL OF FATIGUE WHEN FLYING INTERNATIONAL TRIPS. 

Synopsis 

AN ACR PILOT DESCRIBES THE FATIGUE AND RESULTING ERROR AFTER THE 
FIRST LEG OF AN INTERNATIONAL TRIP AT THE DESTINATION. 

  



 

ACN: 793398 

Time / Day 

Date : 200806 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : ZZZ2.Airport 
State Reference : US 
Altitude.MSL.Single Value : 39000 

Environment 

Light : Daylight 

Aircraft : 1 

Controlling Facilities.ARTCC : ZZZ2.ARTCC 
Operator.Common Carrier : Air Carrier 
Make Model Name : B757-200 
Operating Under FAR Part : Part 121 
Flight Phase.Cruise : Level 
Route In Use.Enroute : Atlantic 

Component : 1 

Aircraft Component : Hydraulic Main System 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
ASRS Report : 793398 

Person : 2 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Declared Emergency 
Resolutory Action.Flight Crew : Diverted To Another Airport 
Resolutory Action.Flight Crew : Landed In Emergency Condition 
Consequence.Other  

Assessments 

Problem Areas : Aircraft 

Narrative 

ENRTE TO ZZZ TO ZZZ1 EXPERIENCED LOSS OF R HYD QUANTITY AT CRUISE 
FL390/MACH .80 AND APPROX 120 NM SW OF XXXXX INTXN. RECEIVED R HYD 
QUANTITY CAUTION ACCOMPANIED BY R RESERVOIR LIGHT ON HYD OVERHEAD 



PANEL. R SYS PRESSURE OBSERVED AS NORMAL AND QUANTITY INDICATED .52 
MACH WITH RF ILLUMINATED. STABILIZED SYS AS PER QRH PROC AND TURNED 
OFF R ENG AND ELECTRIC HYD PUMPS. NOTIFIED ATC AND REQUESTED DIVERT 
DIRECT ZZZ2 WHICH WAS DEEMED AS BEST SUITABLE ALTERNATE 35 MINS AWAY 
USING NORMAL DSCNT PROCS. NOTIFIED DISPATCH. DECLARED EMER WITH ATC. 
COORDINATED WITH FLT ATTENDANTS FOR EMER LNDG PREPARATION AND 
BRIEFING OF PAX. PRIORITY HANDLING RECEIVED WITH ATC VECTORS TO 
UNEVENTFUL ILS RWY 9 LNDG. AS PER QRH RECOMMENDATION, RESTORED R 
HYD ELECTRIC PUMP AT 1000 FT AGL FOR STABILITY AND BRAKING. R SYS 
QUANTITY DECREASED TO .42 MACH AND NORMAL PRESSURE WAS OBSERVED 
THROUGHOUT LNDG ROLLOUT. STOPPED AND SHUTDOWN ACFT ON RWY AND 
HAD ARFF CAPT INSPECT BRAKES AND RECEIVED ALL CLR. STAYED ON RWY FOR 
MAINT TOW TO GATE. 

Synopsis 

A B757-200'S RT HYDRAULIC QTY DECREASED IN FLT. SYSTEM SECURED UNTIL 
LNDG CHK LIST. AN EMER WAS DECLARED FOLLOWED BY A DIVERSION TO A 
NEARBY ARPT. 

  



 

ACN: 763934 

Time / Day 

Date : 200711 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 2200 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : Regional Jet 200 ER&LR 
Operating Under FAR Part : Part 121 
Flight Phase.Descent : Approach 
Route In Use.Approach : Visual 

Component : 1 

Aircraft Component : Flap/Slat Control System 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 45 
Experience.Flight Time.Total : 850 
Experience.Flight Time.Type : 120 
ASRS Report : 763934 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 90 
Experience.Flight Time.Total : 6500 
Experience.Flight Time.Type : 4500 
ASRS Report : 763932 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.Flight Crew : Declared Emergency 



Resolutory Action.Flight Crew : Executed Go Around 
Resolutory Action.Flight Crew : Landed In Emergency Condition 
Consequence.Other  

Assessments 

Problem Areas : Aircraft 

Narrative 

WHILE ON A VISUAL APPROACH TO ZZZ I CALLED FOR FLAPS 30 AND WHEN THE 
CAPTAIN SELECTED THE FLAP SETTING, THE FLAPS MOVED TO 30 DEGREES AND 
WHEN THEY GOT THERE, WE RECEIVED A FLAPS FAIL MESSAGE. IMMEDIATELY WE 
WENT AROUND, INFORMING ATC THAT WE WOULD NEED SOME TIME TO WORK 
OUT OUR PROBLEM. AS I FLEW THE PLANE AND HANDLED THE RADIOS, THE 
CAPTAIN RAN THE FLAPS FAIL QRH PROCEDURE. HE ALSO INFORMED THE FLT 
ATTENDANT AS TO WHY WE HAD GONE AROUND. THE CAPTAIN CALCULATED THE 
APPROPRIATE NUMBERS AND CONFIRMED WITH DISPATCH THAT THE NUMBERS 
WERE SAFE AND CORRECT. THE CAPTAIN TALKED TO MAINT AND AGREED THAT IT 
WAS SAFE TO CONTINUE TO LAND. BY THIS POINT, WE HAD DECLARED AN 
EMERGENCY WITH ATC. ONCE EVERYONE HAD BEEN CONTACTED AND ALL THE 
NUMBERS CROSSCHECKED WE COMMENCED ANOTHER VISUAL APPROACH AND 
HAD AN UNEVENTFUL LANDING. ONCE WE WERE CLEAR OF THE RUNWAY WE 
INFORMED ATC THAT WE NO LONGER NEEDED ASSISTANCE AND TAXIED TO THE 
GATE. THE CAPTAIN HAD ME LEAVE THE FLAPS IN THE FLAP 30 POSITION 
INSTEAD OF RETRACTING THEM. ONCE WE GOT TO THE GATE THE PASSENGERS 
DEPLANED AND THANKED US FOR THE GOOD FLIGHT AND LANDING AND DID NOT 
SEEM SCARED. THE CAPTAIN AND I ASKED THE FA HOW SHE WAS DOING AND 
SHE INDICATED THAT EVERYONE HAD BEEN CALM AND SHE WAS FINE HERSELF. 
WE LEFT THE PLANE WITH MAINT PERSONNEL THAT ARRIVED AND WENT TO THE 
HOTEL. 

Synopsis 

A CRJ200 FLAPS FAILED AT 30 DEGREES DURING FLAP SELECTION FOR LNDG. A 
GAR WAS EXECUTED AND AN EMER DECLARED. AFTER THE QRH WAS CONSULTED 
A NORMAL LNDG FOLLOWED. 

  



 

ACN: 763797 

Time / Day 

Date : 200711 
Local Time Of Day : 1201 To 1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 35000 

Environment 

Flight Conditions : VMC 
Light : Dusk 

Aircraft : 1 

Controlling Facilities.ARTCC : ZZZ.ARTCC 
Operator.Common Carrier : Air Carrier 
Make Model Name : B757-200 
Operating Under FAR Part : Part 121 
Flight Phase.Cruise : Level 

Component : 1 

Aircraft Component : Hydraulic System Pump 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Qualification.Pilot : ATP 
ASRS Report : 763797 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
ASRS Report : 764331 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : EICAS 
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.Flight Crew : Diverted To Another Airport 
Resolutory Action.Flight Crew : Overcame Equipment Problem 

Assessments 

Problem Areas : Aircraft 



Narrative 

APPROX 45 MINS AFTER DEPARTING AT FL350, THE R ENG HYD PUMP LIGHT 
ILLUMINATED WITH THE ASSOCIATED R HYD ENG PUMP EICAS MESSAGE. 
PERFORMED THE QRH PROC AND TURNED OFF THE AFFECTED PUMP SWITCH. NO 
LOSS OF SYSTEM QUANTITY OR PRESSURE OCCURRED. DECIDED TO RETURN TO 
DEP ARPT. LANDED AND MADE AN ACFT CHANGE. SUPPLEMENTAL INFO FROM ACN 
764331: DID NOT DECLARE EMER, WE DID NOT NEED PRIORITY HANDLING AND 
ALL HYD SYSTEMS WERE NORMAL DUE TO THE BACK-UP ELEC PUMP. WE ALSO 
NEEDED TO REDUCE OUR LNDG WEIGHT TO AVOID OVERWT LNDG. 

Synopsis 

B757-200 SUFFERS LOSS OF RIGHT ENGINE DRIVEN HYDRAULIC PUMP AND 
RETURNS TO DEP ARPT. 

  



 

ACN: 761629 

Time / Day 

Date : 200711 
Local Time Of Day : 1801 To 2400 

Place 

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

Environment 

Light : Daylight 

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : EMB ERJ 145 ER&LR 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Takeoff Roll 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : Commercial 
ASRS Report : 761629 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
ASRS Report : 761477 

Events 

Anomaly.Non Adherence : Company Policies 
Anomaly.Non Adherence : FAR 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.None Taken : Detected After The Fact 

Assessments 

Problem Areas : Flight Crew Human Performance 

Narrative 

UPON ATTEMPTING TO SET TKOF THRUST, IT WAS IDENTED THAT THE #1 ENG 
HAD NOT BEEN STARTED. AN ABORTED TKOF WAS IMMEDIATELY EXECUTED, 
BEFORE ACFT STARTED ROLLING. NOTIFIED ATC OF ABORT AND RECEIVED 
INSTRUCTIONS TO CLR RWY, FOLLOWED BY OFFER OF ASSISTANCE. ASSISTANCE 



WAS DECLINED AND RECEIVED INSTRUCTIONS TO REJOIN LINE FOR TKOF. THIS 
EVENT MOST LIKELY OCCURRED BECAUSE OF COMPLACENCY AND DISTR IN THE 
COCKPIT. DURING TAXI OUT, THE FINAL ENG START FLOW AND CHKLISTS 
WEREN'T ACCOMPLISHED. OUR FIRST ENG START CAME A BIT OUT OF SEQUENCE, 
AFTER THE PUSH CREW HAD DISCONNECTED AND LEFT. PERHAPS WE SENSED 
BOTH ENGS HAD BEEN STARTED AS THE FIRST ENG START SEQUENCE BEGAN 
WHEN A NORMAL SECOND ENG START OCCURS, IF TAXIING ON 2 ENGS. WHILE IN 
LINE FOR TKOF, SOME NON ESSENTIAL CONVERSATION TOOK PLACE, CREATING 
DISTR FROM COMPLETING PRETKOF DUTIES. SUPPLEMENTAL INFO FROM ACN 
761477: TAXIED INTO POSITION ON RUNWAY WITH NUMBER 1 ENGINE NOT 
STARTED. WE REALIZED NUMBER 1 WAS NOT STARTED AS WE TAXIED INTO 
POSITION AND REQUESTED CLEARANCE TO EXIT THE RUNWAY. THE ENGINE WAS 
STARTED AFTER EXITING THE RUNWAY AND THE REST OF THE FLIGHT 
PROCEEDED NORMALLY. FOLLOW SOP STRICTLY AND PAY CLOSE ATTENTION TO 
ALL CHECKLIST ITEMS. 

Synopsis 

AN EMB145 CREW REJECTED A TKOF WHEN THEY DISCOVERED AN ENG HAD NOT 
BEEN STARTED AS THRUST WAS ADVANCED ON THE TKOF ROLL. 

  



 

ACN: 760781 

Time / Day 

Date : 200711 
Local Time Of Day : 1801 To 2400 

Place 

Locale Reference.Airport : ZZZZ.Airport 
State Reference : FO 
Altitude.MSL.Single Value : 40000 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft : 1 

Controlling Facilities.ARTCC : ZZZZ.ARTCC 
Operator.Common Carrier : Air Carrier 
Make Model Name : B737 Undifferentiated or Other Model 
Operating Under FAR Part : Part 121 
Navigation In Use.Other : FMS or FMC 
Flight Phase.Cruise : Level 
Route In Use.Enroute : Direct 

Component : 1 

Aircraft Component : Pneumatic Control Valves 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Experience.Flight Time.Last 90 Days : 150 
Experience.Flight Time.Type : 5000 
ASRS Report : 760781 

Person : 2 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 250 
Experience.Flight Time.Type : 4500 
ASRS Report : 760780 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Other.Flight CrewA : 1 
Independent Detector.Other.Flight CrewB : 2 
Resolutory Action.Flight Crew : Declared Emergency 



Resolutory Action.Flight Crew : Landed In Emergency Condition 
Consequence.Other  

Assessments 

Problem Areas : Aircraft 
Problem Areas : Flight Crew Human Performance 

Narrative 

THIS WAS DAY 3 OF A 19:19 SCHEDULED TRIP. DUE TO MECHANICAL DELAYS ON 
DAY 2 WE ARRIVED IN ZZZ2 AT XA27 LCL, APPROX 2 HRS LATE. WE FLEW 7:43 
AND WERE SCHEDULED FOR OVER 7 HRS ON DAY OF EVENT. WE ARRIVED IN OUR 
HOTEL ROOMS APPROX XB30 AM. SLEPT FITFULLY DUE TO ARRIVING ACFT, 
BARKING DOGS AND NOISY HOUSEKEEPERS AND WERE AWAKENED REPEATEDLY 
BTWN XG00 AM AND XI00 AM. IN CRUISE AT FL400 ENRTE FROM ZZZZ1-ZZZZ2 
DURING A DARK NIGHT, THE #2 ENG COWL VALVE OPEN LIGHT ILLUMINATED 
WITH THE RESPECTED SWITCH IN THE OFF POS. THE CAPT PULLED THE QRH 
WHILE THE FO SIMULTANEOUSLY ACARS DISPATCH TO COME UP ON FREQ. 
DURING THE DIAGNOSIS OF THE PROB, WE EVALUATED THE ENG COWL VALVE 
OPEN/TAI INDICATION AND THE ENG COWL ANTI-ICE CHKLIST TITLES. SINCE 
THERE WAS NO TAI INDICATION ON THE INST PANEL ASSOCIATED WITH THE 
LIGHT ON THE OVERHEAD WE THOUGHT WE MAY HAVE A BLEED AIR LEAK OR 
DUCT OVERPRESSURE AND USED THE ENG COWL ANTI-ICE CHKLIST. THIS 
CHKLIST SAYS TO DISENGAGE THE AUTOTHROTTLE AND RETARD THE THRUST 
LEVER UNTIL THE COWL ANTI-ICE LIGHT EXTINGUISHES. WE RECEIVED CLRNC TO 
DSND, BEGAN A DSCNT, AND FOLLOWED THE ENG COWL ANTI-ICE CHKLIST. 
WHILE DSNDING, WE CHKED COMMERCIAL RADIO AND FOUND A MESSAGE THAT 
DISPATCH COULD NOT CALL US AND FOR US TO CALL THEM. WE MADE 2 
ATTEMPTS TO CALL DISPATCH, BUT BOTH CALLS FAILED. EACH CALLING ATTEMPT 
TOOK IN EXCESS OF A MIN. WE LOOKED UP COMMERCIAL RADIO AND QUICKLY 
REACHED THEM. THEY PATCHED US TO DISPATCH (SEVERAL MINS). CAPT 
EXPLAINED SITUATION TO DISPATCH/MAINT. INFORMED THEM WE REDUCED PWR 
ON AN ENG AND QUERIED THEM AS TO THEIR TAKE ON THE SITUATION. 
DISPATCH SAID THEY WOULD GET MAINT ON THE LINE. FOR THE NEXT SEVERAL 
MINS WE HEARD BACKGND NOISE. WE HEARD THE DISPATCHER ASK FOR MAINT 
TO SPEAK WITH US. WE HEARD MAINT ASK HOW TO USE THE RADIO. DURING 
THIS TIME THEY WOULD PERIODICALLY CALL US, BUT COULD NOT HEAR OUR 
REPLIES. WE SENT 2 COMMERCIAL RADIO MESSAGES. ONE TELLING THEM WE 
COULD HEAR THEM AND THE SECOND TELLING THEM ABOUT A POSSIBLE HOT 
MIKE. WE THEN HEARD DISPATCH CALL COMMERCIAL RADIO AND ASK IF WE 
WERE STILL THERE. COMMERCIAL RADIO ASKED FOR A SELCAL NUMBER AND 
THEN WE WERE SELCALED. HOWEVER, WE COULD NOT ESTABLISH COMS. AFTER 
A WHILE THE RADIO WAS SILENT. WE ATTEMPTED TO REESTABLISH WITH 
COMMERCIAL RADIO BUT WERE UNSUCCESSFUL. WE ATTEMPTED TO CALL VIA 
DTMF 2 ADDITIONAL TIMES, BUT WERE UNSUCCESSFUL. AT THIS POINT WE WERE 
UNABLE TO CONTACT THE COMPANY. WHAT WE BELIEVED TO BE THE COWL ANTI-
ICE LIGHT (ENG COWL VALVE OPEN LIGHT) HAD NOT EXTINGUISHED PER STEP 2 
OF THE COWL ANTI-ICE LIGHT CHKLIST. AT THAT MOMENT WE DISCUSSED OUR 
SITUATION AND AGREED WE HAD A BLEED AIR LEAK/OVERPRESSURE CONDITION. 
THE CHKLIST ENDS WITHOUT GUIDANCE WHETHER TO CONTINUE OR TERMINATE 
THE FLT. WE FELT THE SAFEST COURSE OF ACTION WAS TO DIVERT TO THE 
NEAREST SUITABLE ARPT. (WE WERE APPROX 100 MI N OF VOR. WE WERE 
ENTERING AN AREA OF SEVERAL HUNDRED MI THAT DID NOT HAVE A SUITABLE 



ARPT. WE DISCOUNTED ZZZZ3 AND ZZZZ4 DUE TO DISTANCE AND HAVING TO 
TRAVEL OVER WATER TO GET THERE. WE FELT ZZZZ5 WAS THE BEST CHOICE.) 
WE DECLARED AN EMER WITH CTR AND STATED OUR INTENTIONS TO DIVERT TO 
ZZZZ5. WE RECEIVED A CLRNC, PROGRAMMED THE RTE, AND COMMERCIAL 
RADIO OUR INTENTIONS TO DIVERT TO THE COMPANY. CAPT BRIEFED THE FLT 
ATTENDANTS AND PAX. WE CHKED PERFORMANCE DATA. WE REVIEWED THE 1 
ENG INOP DSCNT, APCH, AND LNDG CHKLIST. WE APPLIED THE APPROPRIATE 
ELEMENTS SINCE BOTH ENGS CONTINUED TO OPERATE ALTHOUGH ONE AT IDLE 
THRUST. WE BRIEFED AND REVIEWED THE CHARTS. NEITHER ONE OF US HAD 
EVER BEEN TO ZZZZ5. IT WAS A DARK NIGHT WITH HIGH TERRAIN 
CONSIDERATION. WE ELECTED TO FLY THE VOR/DME APCH. APCHING VOR WE 
WENT TO COMMERCIAL RADIO TO SEND A MESSAGE OF OUR ETA. WE OBSERVED 
A MESSAGE ASKING US TO COME UP ON FREQ. ABOUT THE SAME TIME WE HEARD 
DISPATCH TRYING TO CALL US ON FREQ. THE DISPATCHER ASKED IF WE WOULD 
CONTINUE TO ZZZZ1 BECAUSE THEY HAVE MAINT THERE. WE INFORMED THEM 
WE WERE PREPARING TO LAND IN ZZZZ5. THE ACFT WAS CONFIGURED TO LAND 
AT FLAPS 15 DEGS MAX BRAKE. APCH AND LNDG WERE UNEVENTFUL. AFTER 
LNDG WHEN SPEAKING WITH THE FODO, WE DISCOVERED WE HAD 
ACCOMPLISHED THE ENG COWL ANTI-ICE CHKLIST IN ERROR. SEVERAL HRS 
PASSED. MAINT ARRIVED AND APPLIED MEL XX-X. WE THEN DEPARTED TO ZZZ2 
AND ARRIVED UNEVENTFULLY. WE SHOULD HAVE TAKEN MORE TIME TO 
CAREFULLY DIAGNOSE AND DISCUSS THE SITUATION BEFORE DETERMINING A 
COURSE OF ACTION. THE LACK OF AVAILABLE SUPPORT DUE TO COM PROBS VIA 
COMPANY RADIO AND COMMERCIAL RADIO HAMPERED OUR ATTEMPTS TO 
PROPERLY EVAL AND MANAGE THE PROB WHILE OPERATING THE ACFT SAFELY. 
THE RESOURCES WE ARE ASSURED EXIST PER THE FOM WERE NOT AVAILABLE TO 
US. OUR FOCUS WAS ON RESOLVING THE SITUATION AND THEN TERMINATING 
THE FLT SUCCESSFULLY. OUR WORKLOAD WAS VERY HIGH IN PART DUE TO THE 
INABILITY TO COMMUNICATE. IMPROPER DIAGNOSIS OF MECHANICAL ISSUE. 

Synopsis 

A B737 CREW REPORTS THAT AFTER DECLARING AN EMER AND DIVERTING TO A 
FOREIGN ARPT THEY DISCOVERED THEY MISAPPLIED AN ENG COWL ANTI-ICE 
VALVE CHECKLIST. 

  



 

ACN: 760585 

Time / Day 

Date : 200711 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : B737-300 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Holding 

Component : 1 

Aircraft Component : Indicating and Warning - APU 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : Captain 
Function.Oversight : PIC 
Experience.Flight Time.Last 90 Days : 137 
Experience.Flight Time.Type : 2100 
ASRS Report : 760585 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Non Adherence : Company Policies 
Anomaly.Other Anomaly  
Independent Detector.Aircraft Equipment.Other Aircraft Equipment : APU Fire 
Warning 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Aircraft : Equipment Problem Dissipated 
Resolutory Action.Other  
Consequence.Other  

Assessments 

Problem Areas : Aircraft 
Problem Areas : Flight Crew Human Performance 

Narrative 



TAXIING OUT WE RECEIVED FIRST AN APU FAULT/DETENT FAILURE WARNING, 
AND THEN WE RECEIVED AN APU FIRE LIGHT WITH A MASTER WARNING LIGHT 
AND FIRE HORN. WE PULLED THE HANDLE AND DISCHARGED THE BOTTLE, RAN 
THE CHKLIST, ASKED ACFT BEHIND US TO CONFIRM NO FIRE, DECLARED AN 
EMER AND CALLED FOR TRUCKS, INFORMED FLT ATTENDANTS AND PAX. WE TOLD 
THE FLT ATTENDANTS THAT WE THOUGHT IT WAS JUST AN INDICATION PROB 
BUT WE DID NOT TELL THEM TO BE PREPARED TO EVAC OR TAKE ANY FURTHER 
ACTION. I BELIEVED THAT IT WAS JUST AN INDICATION, BUT SHOULD HAVE 
GONE FURTHER TO PREPARE THE FLT ATTENDANTS. FIRE TRUCKS CONFIRMED NO 
SIGN OF FIRE SO WE PROCEEDED BACK TO THE GATE. TAKE MORE TIME TO 
ENSURE THAT ALL THE CREW IS PROPERLY PREPARED FOR THE INDICATIONS WE 
HAVE. 

Synopsis 

A B737-300 PILOT REPORTS AN APU AUTO SHUTDOWN WITH A FIRE INDICATION 
DURING TAXI OUT. THEY DID NOT HAVE THE FA'S PREP FOR POSSIBLE 
EVACUATION. ACFT RETURNED TO GATE AFTER CFR INSPECTION. 

  



 

ACN: 760527 

Time / Day 

Date : 200710 
Local Time Of Day : 0601 To 1200 

Place 

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

Environment 

Flight Conditions : VMC 

Aircraft : 1 

Controlling Facilities.Tower : ZZZ.Tower 
Operator.Common Carrier : Air Carrier 
Make Model Name : EMB ERJ 135 ER&LR 
Operating Under FAR Part : Part 121 
Flight Phase.Ground : Takeoff Roll 

Person : 1 

Affiliation.Company : Air Carrier 
Function.Flight Crew : First Officer 
Qualification.Pilot : ATP 
Qualification.Pilot : CFI 
Qualification.Pilot : Multi Engine 
Experience.Flight Time.Last 90 Days : 130 
Experience.Flight Time.Total : 16600 
Experience.Flight Time.Type : 2400 
ASRS Report : 760527 

Events 

Anomaly.Non Adherence : FAR 
Anomaly.Non Adherence : Published Procedure 
Independent Detector.Other.Flight CrewA : 1 
Resolutory Action.Flight Crew : Became Reoriented 
Resolutory Action.Flight Crew : Regained Aircraft Control 

Assessments 

Problem Areas : Flight Crew Human Performance 

Situations 

Narrative 

TAXI OUT WITH NEW CONSTRUCTION SINCE MY LAST FLT. GND CTL ADVISED 
'TAXI-SLOW' FOR UNKNOWN REASON. WE DID. APCHING ACTIVE DEP RWY, 
ADVISED TO SWITCH TO TWR. ENTERING RWY WE WERE ASKED TO 'TAXI-FAST.' 



APPEARED WE WOULD BE RELEASED SHORTLY. OUR CUE TO STARTING #2. (SE 
TAXI, NORMAL TO MINIMIZE EXCESSIVE FUEL BURN -- A DELAY PRONE ARPT FOR 
US.) FOLLOWING REQUEST TO 'TAXI-FAST' LCL CTLR ASKED US TO COME UP ON 
122.75. HE HAD INFO FOR US. THE NIGHT BEFORE WE HAD BEEN DELAYED 1 HR 
DUE TO A RWY CONFIGN AT OUR DEST THAT SHUTS DOWN DEPS FROM AN ON-
GOING FRUSTRATING EXPERIENCE FOR US. THIS CTLR IS SYMPATHETIC AND HAS 
TRIED TO HELP OUR CAUSE. HE WAS ON DUTY THE NIGHT PRIOR DURING OUR 
DELAY. HE WANTED OUR PHONE NUMBER FOR CONTACTING US LATER WITH 
FURTHER INFO. SO, WE ARE SE TAXIING ON ACTIVE (BACK TAXIING DUE TO 
CONSTRUCTION). PLT MONITORING (CAPT IN R SEAT) IS OFF FREQ AND I BECAME 
CONCERNED WE WERE OFF TWR FREQ DUE TO HIS SWITCHING HIS COM TO 
OTHER RADIO CONFIGN. I COULD NOT SEE ACTIVE FREQ. WE RESOLVED THAT 
ISSUE. HE CAME BACK ON TWR FREQ, TWR CLRED US FOR TKOF REACHING RWY 
END. A CONFUSING, RUSHED SITUATION WITH MANY DISTRS. WE COMPLETED 
CHKLIST, I TURNED AROUND AND BEGAN ADVANCING PWR. IMMEDIATELY I WAS 
AWARE SOMETHING NOT RIGHT. ACFT SLUGGISH, PULLING TO R. PLT 
MONITORING (CAPT, R SEAT) NOTED #2 ENG NOT RUNNING. WE SLOWED -- A 
LITTLE PROGRESS (100-200 FT) ADVISED TWR WE NEEDED TO RESET EQUIP 
TURNED AROUND, STARTED #2 ENG AND REACHING RWY GND ONCE AGAIN, WE 
COMPLETED CHKLIST AGAIN AND TOOK OFF UNEVENTFULLY. AN EMBARRASSING 
SCENE. I HAVE HEARD RUMORS OF OTHERS IN SAME SITUATION, BUT HAVE 
NEVER EXPERIENCED THIS BEFORE MYSELF. OUR ACFT HAS NO 
ANNUNCIATOR/EICAS LIGHTS IF ENG IS SHUT DOWN NORMALLY OR IS NOT 
STARTED IN THIS SE TAXI CONFIGN. WE MODIFIED OUR CHKLIST THE NEXT DAY 
TO ADD A CONFIRMATION OF 2ND ENG STARTED TO LINE UP CHKLIST. 

Synopsis 

AN EMB135 PILOT REPORTS STARTING THE TKOF ROLL WITH AN ENG NOT 
STARTED BECAUSE ATC DISTRACTED THEM WITH TAXI INSTRUCTIONS AND COM 
INFO REQUESTS. 




