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MEMORANDUM FOR: Recipients of Aviation Safety Reporting System Data 
 
SUBJECT: Data Derived from ASRS Reports 
 
The attached material is furnished pursuant to a request for data from the NASA Aviation Safety 
Reporting System (ASRS). Recipients of this material are reminded when evaluating these data 
of the following points. 
 
ASRS reports are submitted voluntarily. The existence in the ASRS database of reports 
concerning a specific topic cannot, therefore, be used to infer the prevalence of that problem 
within the National Airspace System. 
 
Information contained in reports submitted to ASRS may be amplified by further contact with 
the individual who submitted them, but the information provided by the reporter is not 
investigated further. Such information represents the perspective of the specific individual who is 
describing their experience and perception of a safety related event. 
 
After preliminary processing, all ASRS reports are de-identified and the identity of the individual 
who submitted the report is permanently eliminated. All ASRS report processing systems are 
designed to protect identifying information submitted by reporters; including names, company 
affiliations, and specific times of incident occurrence. After a report has been de-identified, any 
verification of information submitted to ASRS would be limited. 
 
The National Aeronautics and Space Administration and its ASRS current contractor, Booz 
Allen Hamilton, specifically disclaim any responsibility for any interpretation which may be 
made by others of any material or data furnished by NASA in response to queries of the ASRS 
database and related materials. 
 
 

 
 
Linda J. Connell, Director 
NASA Aviation Safety Reporting System 



CAVEAT REGARDING USE OF ASRS DATA 
 
Certain caveats apply to the use of ASRS data. All ASRS reports are voluntarily submitted, and 
thus cannot be considered a measured random sample of the full population of like events. For 
example, we receive several thousand altitude deviation reports each year. This number may 
comprise over half of all the altitude deviations that occur, or it may be just a small fraction of 
total occurrences. 
 
Moreover, not all pilots, controllers, mechanics, flight attendants, dispatchers or other 
participants in the aviation system are equally aware of the ASRS or may be equally willing to 
report. Thus, the data can reflect reporting biases. These biases, which are not fully known or 
measurable, may influence ASRS information. A safety problem such as near midair collisions 
(NMACs) may appear to be more highly concentrated in area “A” than area “B” simply because 
the airmen who operate in area “A” are more aware of the ASRS program and more inclined to 
report should an NMAC occur.  Any type of subjective, voluntary reporting will have these 
limitations related to quantitative statistical analysis. 
 
One thing that can be known from ASRS data is that the number of reports received 
concerning specific event types represents the lower measure of the true number of such 
events that are occurring. For example, if ASRS receives 881 reports of track deviations in 
2010 (this number is purely hypothetical), then it can be known with some certainty that at 
least 881 such events have occurred in 2010. With these statistical limitations in mind, we 
believe that the real power of ASRS data is the qualitative information contained in report 
narratives. The pilots, controllers, and others who report tell us about aviation safety 
incidents and situations in detail – explaining what happened, and more importantly, why it 
happened. Using report narratives effectively requires an extra measure of study, but the 
knowledge derived is well worth the added effort. 
 



 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 

Report Synopses 
 



ACN: 1006820 (1 of 50)  

Synopsis 
When advised by Approach Control he had violated the floor of the San Diego Class 
B when transiting to SDM, the pilot of a GPS equipped C150 advised he had not 
and suggested the accuracy of local area charts compared to ATC radar be 
examined. 

ACN: 1003384 (2 of 50)  

Synopsis 
IFR corporate aircraft inbound to HSA voiced concern regarding ATC's handling with 
regard to timely descent opportunities because of apparent airspace constrictions. 
The reporter noted that, allegedly, air carriers are having the same issues. 

ACN: 1003355 (3 of 50)  

Synopsis 
SR22 Instructor reports inadvertently entering a TFR beneath ORD Class B during a 
VFR flight to PWK. No TFR information appeared on the Garmin Perspective System 
until after several reboots, after the fact. 

ACN: 1002994 (4 of 50)  

Synopsis 
TRACON Controller described a Low Altitude Alert when clearing an aircraft for an 
approach outside his airspace, the reporter not issuing a climb because the aircraft 
in question had already pasted to obstructing antenna. 

ACN: 1001640 (5 of 50)  

Synopsis 
Trapped by IMC conditions as he approached his destination the pilot of a PA28, 
who had previously lost radio reception capability, elected to divert to another 
airport where he was able to maintain ground contact long enough to make a safe 
landing. 

ACN: 1000831 (6 of 50)  

Synopsis 
M20 pilot, distracted by trying to call up the airport diagram on his iPad, taxied 
onto an active runway without clearance. 

ACN: 1000815 (7 of 50)  

Synopsis 



VFR traffic watch aircraft encountered IMC conditions after being instructed to 
maintain VFR, weather, higher terrain, MVA minimums and ATC failed coordination 
all playing a part in this event, resulting in an ATC declared emergency. 

ACN: 999603 (8 of 50)  

Synopsis 
Vertigo combined with either a malfunctioning or improperly operated GPS in IMC 
had to be overcome by the instrument rated Instructor pilot in command of a BE58 
to affect a safe landing. Assistance from ATC, her multiengine rated student and 
another CFII in the back seat contributed to a safe recovery from the event. 

ACN: 999174 (9 of 50)  

Synopsis 
A pilot reported flying through R-4812 southeast of FLX after he did not see the 
restriction between R-4810 and R-4804A because of MOA chart clutter even though 
his GPS gave him advanced warning. 

ACN: 997865 (10 of 50)  

Synopsis 
A Corporate pilot on the SRC RNAV GPS 19 approach misread the BOLLU to DINGE 
altitude and descended but was advised by ATC of his error and climbed back to 
2,000 FT. 

ACN: 997019 (11 of 50)  

Synopsis 
Light twin pilot reports falling asleep at 9,000 FT approaching his destination from 
the south. Upon waking he is well north of destination. The headset plugs had 
become disconnected resulting in a further delay in contacting ATC. Adrenalin from 
an emergency situation on a previous leg is thought to be involved in the sudden 
onset of sleep. 

ACN: 996703 (12 of 50)  

Synopsis 
R90 Controller described a Class C airspace incursion, the reporter alleging that a 
remote receiver/transmitter at CBF is need to accommodate aircraft attempting to 
make required communications. Allegedly, this has been a known problem for 
many years. 

ACN: 995263 (13 of 50)  

Synopsis 



C172 pilot discovers that his new iPAD moving map application does not include 
TFR's, after the fact. 

ACN: 994954 (14 of 50)  

Synopsis 
A B737-300 crew reported a partial EGPWS TERRAIN warning at 4,400 FT near a 
charted 2,709 FT hilltop north of the SAN LOC 27 VYDDA intersection while the 
aircraft was on profile and in a slight descent. 

ACN: 994861 (15 of 50)  

Synopsis 
An EMB135 Captain began his descent early on a GPS approach because of fatigue 
or complacency, but his First Officer did not correct his error although the Captain 
had expected him to. 

ACN: 993875 (16 of 50)  

Synopsis 
A PA28 possibly entered a TFR east of PHX that he was not aware of. The top of the 
TFR was into the base of the Class B making a flight to FFZ from the northwest 
difficult. 

ACN: 992446 (17 of 50)  

Synopsis 
A Line Mechanic describes his efforts to locate information that would show a Multi-
Mode Receiver (MMR) he installed on an A300 aircraft in March 2011 was 
"Effective" for that aircraft, at that time. 

ACN: 992441 (18 of 50)  

Synopsis 
Pilot departing SQL on a special VFR clearance reports inadvertently entering IMC 
and initially losing control. Control is regained using flight instruments and 
assistance from ATC is requested. With ATC assistance the reporter returns to VMC 
and a visual approach and landing is accomplished at SQL. 

ACN: 992359 (19 of 50)  

Synopsis 
SR22 pilot discovers after a flight that she may have penetrated a law enforcement 
TFR earlier in the day. The FAA map did not display the TFR but a NOTAM did exist. 

ACN: 991815 (20 of 50)  



Synopsis 
A BE58 pilot was given a late runway change vector while flying on autopilot with a 
GPS. The pilot became distracted after failing to select the new ILS frequency, 
which resulted in confusion and additional vectors. 

ACN: 991347 (21 of 50)  

Synopsis 
An A320 Captain discovered that although all of his Company's airbus aircraft have 
GPS installed, not all of the systems have been connected. The Flight Manual does 
not reflect this and appropriate MEL actions are not being accomplished. 

ACN: 991277 (22 of 50)  

Synopsis 
C162 pilot reports misinterpreting his Garmin300 while departing the DC SFRA to 
the north and exiting the Leesburg maneuvering area. ATC announces the error on 
guard and the reporter turns back on course. 

ACN: 991216 (23 of 50)  

Synopsis 
CE650 First Officer reports a track deviation during the RUUDY 4 departure from 
TEB. The FMC did not appear correct prior to departure and was steering the 
aircraft to LANNA after TASCA. ATC commented and corrected the course. 

ACN: 988349 (24 of 50)  

Synopsis 
CE750 First Officer described a dual IRS/GPS failure at FL410 and attempted 
realignment, which is unsuccessful. Flight continues to destination with ATC 
assistance. 

ACN: 987840 (25 of 50)  

Synopsis 
A B737-800 Captain reported that the number 2 NAV radio head failed precluding 
an ILS and subsequently the APP mode would not arm for the RNAV (GPS) 
approach so a visual approach was completed.  

ACN: 986988 (26 of 50)  

Synopsis 
General Aviation pilot described a very confused event regarding an IFR flight into 
L18 while being handled by SCT. Pilot indicating possible entry into a restricted 
area because of the IFR routing and confusion regarding a Visual Approach.  



ACN: 986985 (27 of 50)  

Synopsis 
A Citation First Officer reported his Captain failed to cross TASCA at 2,000 FT as 
required by the RUUDY SID from TEB. 

ACN: 986656 (28 of 50)  

Synopsis 
MD83 First Officer describes compass system anomalies during descent resulting in 
map display failure and autopilot disengagement. Captain assumes the flying duties 
while the First Officer attempts to reset the system unsuccessfully. Radar vectors to 
a visual approach are requested and received. 

ACN: 985624 (29 of 50)  

Synopsis 
BTV Controller reported that an aircraft cleared for the RNAV (GPS) Z Runway 33 
approach descended below depicted altitudes. The pilot indicated that aircraft 
equipment was not properly receiving navigational information. 

ACN: 984427 (30 of 50)  

Synopsis 
A pilot reported confusion about his clearance reroute from ZTL which included the 
words DIFFI ONE which he heard as Victor 51. 

ACN: 983982 (31 of 50)  

Synopsis 
ZBW Controller was advised of a significant wake turbulence encounter by a B767 
passing below and behind an A380 aircraft. 

ACN: 983927 (32 of 50)  

Synopsis 
PA34 pilot reports being initially cleared via the EMOLA 4E departure from TFFF. 
After taxi the instructions are changed to "right turn direct EMOLA climb to 7,000 
FT." A right turn is initiated at 1,000 FT and the pilot is later advised that he should 
have turned at 2,000 FT, as the early turn activated a terrain warning. 

ACN: 983730 (33 of 50)  

Synopsis 
A BE36 pilot departed HEF on the ARSNL2 departure, but his lack of familiarity with 
the GPS and lack of confidence because of low recent experience caused a track 
deviation as ATC questioned his route after takeoff. 



ACN: 983616 (34 of 50)  

Synopsis 
A Cessna pilot became distracted by a burning smell after turning on his heater and 
transited TKI Class D airspace but did not realize his error until after landing. 

ACN: 983027 (35 of 50)  

Synopsis 
RSW Air Carrier departure described confused SID/Route assignment listing less 
than clear communications with ATC as a causal factor. 

ACN: 982887 (36 of 50)  

Synopsis 
C210 pilot describes an ATC request to cancel IFR prior to landing at LDJ so as not 
to impact EWR arrivals. Extra time spent communicating with ATC prevents 
monitoring CTAF resulting in a go around on short final due to traffic landing 
opposite direction. 

ACN: 982841 (37 of 50)  

Synopsis 
When a BE-400 flight diverted to TWF due to weather below minimums at their 
destination, an unanticipated late clearance for the VOR Runway 7 approach caused 
substantial confusion because their FMS database included only one of the two 
available VOR approaches for which they had approach plates. The one in their 
database, a VOR DME with arc transitions, was not viable due to their position well 
inside the transition arcs. 

ACN: 981748 (38 of 50)  

Synopsis 
King Air pilot discovers a HSI heading error shortly after takeoff but not before 
making a heading correction using the faulty instrument. ATC issues a heading 
correction and the HSI is adjusted to the magnetic heading with no further 
problems reported. 

ACN: 981585 (39 of 50)  

Synopsis 
A Lancair 360's alternator failed at night. After shedding electrical load the pilot 
continued to the home airport. In communication with ATC, but after a navigation 
error, the pilot flew into military airspace. 

ACN: 981384 (40 of 50)  



Synopsis 
A Corporate pilot reported that a newly paved Miller Drive on the 260 bearing 1.8 
NM from C65 could be mistaken for the C65 Runway and he recommended a note 
on the approach plate to alert pilots. 

ACN: 980805 (41 of 50)  

Synopsis 
A11 Controller lost separation between an IFR GPS-A arrival to MRI and an aircraft 
on the ILS 7L Approach to ANC. The MRI arrival flew through the final approach 
course. 

ACN: 979067 (42 of 50)  

Synopsis 
When confronted with FMS database runway selections at ASE that exceeded the 
number of available runways by a factor of three, a Citation XL flight crew elected 
to fly a raw data VOR DME approach which was followed by a missed approach and 
diversion to their alternate when they were unable to continue to a landing. 

ACN: 978938 (43 of 50)  

Synopsis 
A320 Captain experiences an FMC/GPS position disagree at FL290 at the same time 
ATC informs the crew they appear to be 500 FT low. After three minutes the ECAM 
disappeared, and Center informed the crew they were back on altitude, and the 
TCAS showed all traffic in the vicinity back at cruise altitudes. 

ACN: 978620 (44 of 50)  

Synopsis 
Dispatched with no FMS and, thus, no moving map, vertical or lateral nav data, the 
flight crew of a CRJ-700 miscalculated their top of descent point and were unable to 
comply with ATC restrictions. A contributing factor was the repeated failure of ATC 
to recognize that they, unlike all the other inbound traffic, were flying a non-RNAV 
arrival. This resulted in repeated distractions as clearances needing to be rephrased 
consistent with their cleared arrival procedure. 

ACN: 976415 (45 of 50)  

Synopsis 
A B737-800 flight crew reported being cleared direct to a fix that is not part of the 
VOR DME 29 approach at MDST. The Captain then requests direct to EMBEN and 
improvised a procedure turn in order to establish on the in bound course. The 
unstabilized approach resulted in a successful landing. 

ACN: 976320 (46 of 50)  



Synopsis 
Upon receipt of a revised airways clearance via J-79, a PA46T pilot mis-
programmed his GPS with the identifier for HPW VOR vice FKN and suffered a track 
deviation until corrected by ATC. The reporter cited confusing NACO enroute 
charting as a contributing factor. 

ACN: 975867 (47 of 50)  

Synopsis 
Following the loss of ILS guidance on two attempted approaches at their 
destination, the flight crew of a B717-200 diverted to their alternate where the 
weather permitted them to perform a successful GPS approach. 

ACN: 975764 (48 of 50)  

Synopsis 
EMB100 pilot on IFR flight plan reports requesting the RNAV (GPS)-B approach to 
HND and is told by LAS Approach that the approach is unavailable due to the 
missed approach conflicting with LAS arrivals. IFR is canceled but the VFR approach 
is botched and results in a go around to a left downwind. Turning base a TAWS 
alert results in an aggressive climb and penetration of the Class B above. Reporter 
elects to divert to LAS. 

ACN: 975038 (49 of 50)  

Synopsis 
An IMC CE525 single Pilot on a VOR/DME approach vector noticed that the First 
Officer side compass was frozen, so he was uncertain about his actual heading and 
requested ATC's assistance. 

ACN: 973791 (50 of 50)  

Synopsis 
A CRJ-701 Captain tried to reset the IRS in cruise flight when it annunciated some 
errors, resulting in the loss of attitude and heading information. An emergency was 
declared, and they were vectored to a safe landing. 
 



 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 

Report Narratives 
 



 

ACN: 1006820 (1 of 50) 

Time / Day 

Date : 201204 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : SAN.Airport 
State Reference : CA 
Altitude.MSL.Single Value : 1400 

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility.Visibility : 20 
Light : Daylight 
Ceiling.Single Value : 20000 

Aircraft 

Reference : X 
Aircraft Operator : Personal 
Make Model Name : Cessna 150 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : None 
Mission : Personal 
Nav In Use : GPS 
Flight Phase : Cruise 
Route In Use : Direct 
Airspace.Class B : SAN 
Airspace.Class E : SCT 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Qualification.Flight Crew : Commercial 
Qualification.Flight Crew : Multiengine 
Experience.Flight Crew.Total : 12466 
Experience.Flight Crew.Last 90 Days : 39.7 
Experience.Flight Crew.Type : 1890 
ASRS Report Number.Accession Number : 1006820 
Human Factors : Confusion 
Human Factors : Human-Machine Interface 
Human Factors : Situational Awareness 



Human Factors : Communication Breakdown 
Communication Breakdown.Party1 : ATC 
Communication Breakdown.Party2 : Flight Crew 

Events 

Anomaly.Airspace Violation : All Types 
Anomaly.ATC Issue : All Types 
Detector.Person : Air Traffic Control 
Were Passengers Involved In Event : N 
When Detected : In-flight 
Result.Air Traffic Control : Issued Advisory / Alert 

Assessments 

Contributing Factors / Situations : Procedure 
Contributing Factors / Situations : Human Factors 
Contributing Factors / Situations : Chart Or Publication 
Contributing Factors / Situations : ATC Equipment / Nav Facility / Buildings 
Primary Problem : Ambiguous 

Narrative: 1 

A routine flight was made to SDM. This was one of nine flights performed to SDM 
for the month, tracking basically the same flight path as the previous flights. A 
Garmin 430 (certified for IFR flight with a current card) with a moving map display 
was programmed and activated to go GPS direct to SDM; the VOR (POGGI-109.8) 
radial 350 (170 heading). Upon departing we proceeded southbound to SDM via the 
eastern side over Sweetwater Reservoir. The course was flown underneath Class 
Bravo Airspace with the floor varying between 4,800 MSL and 1,800 MSL and 300 
MSL. At all the times the aircraft was operated below the floor of class Bravo 
Airspace. Upon landing at SDM, the Controller asked that I contact the Approach 
Control Supervisor.  
 
I complied and contacted him via phone. I informed Approach Control that I 
remained clear of the Class Bravo Airspace at all times and had checked my 
position via GPS and VFR waypoints to ensure an incursion into the airspace would 
not and did not occur. As a result of events of the day, I retraced the flight later 
that evening with a Class Bravo clearance. Upon passing north of Sweetwater 
Reservoir, a VFR waypoint, and the point at which the floor of Class Bravo Airspace 
changes from 1,800 MSL to 3,000 MSL, the Controller was asked the verify the 
floor of the airspace above. The Controller stated 1,800 MSL. I verified my position 
via GPS and the VFR waypoint (Sweetwater Reservoir) and confirmed that pursuant 
to the marking of Class Bravo Airspace on the VFR chart, San Diego that the floor 
of Class Bravo Airspace indicated to be 3,000 MSL at that position. The overlay of 
Class Bravo Airspace as shown on the VFR terminal chart, San Diego with respect 
to ATC radar and GPS receiver should be verified. 

Synopsis 

When advised by Approach Control he had violated the floor of the San Diego Class 
B when transiting to SDM, the pilot of a GPS equipped C150 advised he had not 
and suggested the accuracy of local area charts compared to ATC radar be 
examined. 

  



 

ACN: 1003384 (2 of 50) 

Time / Day 

Date : 201203 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.ATC Facility : ZHU.ARTCC 
State Reference : TX 
Altitude.MSL.Single Value : 16000 

Environment 

Flight Conditions : Mixed 
Weather Elements / Visibility : Rain 
Weather Elements / Visibility.Visibility : 5 
Light : Daylight 
Ceiling.Single Value : 5000 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZHU 
Aircraft Operator : Corporate 
Make Model Name : Falcon 20FJF/20C/20D/20E/20F 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Descent 
Route In Use : Vectors 
Airspace.Class E : ZHU 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Corporate 
Function.Flight Crew : Captain 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Qualification.Flight Crew : Multiengine 
Experience.Flight Crew.Total : 13500 
Experience.Flight Crew.Last 90 Days : 90 
Experience.Flight Crew.Type : 8000 
ASRS Report Number.Accession Number : 1003384 
Human Factors : Other / Unknown 

Events 



Anomaly.ATC Issue : All Types 
Anomaly.Inflight Event / Encounter : Unstabilized Approach 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.General : None Reported / Taken 

Assessments 

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

Narrative: 1 

On a flight to HSA our aircraft was assigned a RADAR vector on descent when 
transitioning airspace boundaries to avoid a conflict with opposite direction traffic. 
After landing I was asked to call the Houston Center about a possible deviation of 
instruction. This descent profile into HSA on this route has given us plenty of 
problems in the past, resulting not being able to get down in an orderly fashion. 
The airspace we are over flying into HSA is controlled by New Orleans Approach 
and the Houston Center attempts to make a single hand off to Gulfport Approach 
who works the aircraft down from Center controlled airspace to the HSA control 
zone east of New Orleans airspace. After numerous phone discussions with both 
Houston Center and also New Orleans Approach regarding this issue in the past it 
was suggested that the crew request from the Houston low altitude Controller a 
hand off to New Orleans Approach whose airspace would be utilized to make a 
normal descent profile into HSA. This was attempted on previous flights and has 
worked when the Center did transfer control to MSY Approach. This seems to be 
the only way that a normal descent profile can be accomplished. The problem is 
that the time/distance flown into MSY airspace is of such short duration that New 
Orleans doesn't want the hand off since it must begin transfer of control to Gulfport 
almost immediately and the Houston Center would rather make only the one hand 
off to Gulfport Approach. This flight experienced the usual problem of being too 
high, to close to destination airport and a refusal of the center to hand off to New 
Orleans even when requested to do so on this descent by me. I was informed that 
New Orleans was to busy to take the hand off. I know the approach frequencies by 
memory so I called New Orleans on the second radio while the Co-Captain 
maintained contact with Houston and abided by their instruction of a heading 
vector of 090 degrees and maintain 16,000 FT. I asked New Orleans if they were 
indeed too busy to take the hand off and was informed that they were not. I was 
then given instructions to turn directly to HSA by the New Orleans Approach 
Controller as he assumed that we were handed off to him by my radio call. I 
immediately informed him that we were still being controlled by Houston Center 
and on a RADAR vector and could not follow his clearance as a hand off had not 
been given to us. He said he would call Houston and tell them that he could take 
the hand off and would control us. At that time Houston handed us off to Gulfport 
Approach who cleared us for lower and direct to the airport. After the flight I had a 
long phone discussion with the New Orleans Approach Control shift supervisor who 
suggested that we ask for lower earlier in the flight and get down early to the 
16,000 FT Houston Center airspace limit so they (Houston) would "have" to hand 
us off to New Orleans instead of flying a good distance at that altitude before 
handing us off to Gulfport. He also confided that they would rather not take the 
hand off and would rather Houston switch directly to Gulfport as this would only 
add to their workload. He said that we were a fish trying to swim upstream and 



that it will be a problem into the future and sometimes it will work and depending 
upon traffic sometimes it won't. The problem is the late hand off directly to Gulfport 
results in an uncomfortable steep descent with air brakes extended to avoid having 
to circle to make a descent into HSA. Forget about being stabilized when making 
the RNAV GPS 36 into the airport as was the approach in use at this time. This day 
we put a second flight plan on file that would have taken us north of the New 
Orleans Approach airspace over BTR VOR then direct but the Center denied the 
route and issued us the usual direct HRV direct HSA clearance after the departure 
SID limit of SBI out of SGR. Even enroute we requested direct BTR direct due to 
convective weather and the controlled checked and said that we can get in over 
HRV and denied the request 30 minutes prior to reaching HRV. This problem is 
being ignored by the controlling agencies even after numerous requests to do 
something to correct the problem. Even filing a different route to avoid this trap is 
being denied. I learned from the New Orleans Supervisor that air carrier commuter 
flights into GPT are experiencing similar problems with their descent profiles. 

Synopsis 

IFR corporate aircraft inbound to HSA voiced concern regarding ATC's handling with 
regard to timely descent opportunities because of apparent airspace constrictions. 
The reporter noted that, allegedly, air carriers are having the same issues. 

  



 

ACN: 1003355 (3 of 50) 

Time / Day 

Date : 201203 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : GYY.Airport 
State Reference : IN 
Altitude.MSL.Single Value : 1600 

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility.Visibility : 20 
Light : Daylight 

Aircraft 

Reference : X 
ATC / Advisory.Tower : GYY 
Aircraft Operator : Personal 
Make Model Name : SR22 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : None 
Mission : Training 
Flight Phase : Cruise 
Airspace.Class E : ZAU 

Component 

Aircraft Component : GPS & Other Satellite Navigation 
Aircraft Reference : X 
Problem : Malfunctioning 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Instructor 
Function.Flight Crew : Pilot Not Flying 
Qualification.Flight Crew : Commercial 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Glider 
Qualification.Flight Crew : Sea 
Qualification.Flight Crew : Instrument 
Experience.Flight Crew.Total : 9800 
Experience.Flight Crew.Last 90 Days : 125 



Experience.Flight Crew.Type : 3200 
ASRS Report Number.Accession Number : 1003355 
Human Factors : Communication Breakdown 
Human Factors : Human-Machine Interface 
Human Factors : Situational Awareness 
Communication Breakdown.Party1 : Flight Crew 
Communication Breakdown.Party2 : ATC 
Analyst Callback : Completed 

Events 

Anomaly.Airspace Violation : All Types 
Detector.Person : Air Traffic Control 
When Detected : In-flight 
Result.General : None Reported / Taken 

Assessments 

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

Narrative: 1 

Flew through TFR about 1 hour after it became active along Chicago shoreline in an 
SR22 with its owner/customer. IFR training to GYY; flight plan remarks and ATC 
informed of intention to fly VFR on to PWK as part of training mission. ATC said 
nothing about the TFR before or after reaching GYY (Chicago Approach or GYY 
Tower). After shooting ILS at GYY canceled IFR and continued up lake shore; GYY 
Tower dumped us without any comment on TFR (and they were not busy). Listened 
to Approach briefly, but because of speed and training discussions didn't call 
Approach again and switched to PWK ATIS (which had nothing on the TFR until 
AFTER our incident - then they added it to the ATIS info). Switched to PWK Tower 
frequency around downtown area; no one tried to call us. Called PWK at shoreline 
east of PWK inbound; again, no comments until approach called them after we 
landed and had us contact them by phone. That was our first information that we'd 
penetrated an active TFR. No TFR info appeared on the Garmin Perspective System. 
This info did appear later (the rings on the map) after a number of reboots and 
another 30 minutes of flying it farther north; a full 3 hours into the TFR period. 
Nothing was there after over an hour of flying previously on the way to Chicago. 
This data appeared immediately in ForeFlight and on another SR22 Avidyne system 
with XM booted up a few minutes after landing at PWK. I am contacting Garmin to 
see why this info was not displayed on the Perspective system properly - it doesn't 
make any sense; have not been able to reach tech support yet. 
 
Customer and aircraft owner is a licensed and current Private pilot working on 
instrument rating. I usually call FSS to check NOTAMs and customer's briefing data 
(almost every day!). The plane ran 4 hours late getting out of shop (not avionics 
related) and I was interrupted at least three times trying to call FSS. First time in a 
long time I didn't check via phone. Met customer at his plane and asked him for 
NOTAM info. He said there wasn't anything pertinent; saw DUATS info on his iPad 
and nothing there appeared to be pertinent to a training flight in good VMC. 
Scanned NOTAMS but missed TFRs embedded in FDC section (I thought they would 
be listed separately, so saw usual list of approach items but missed TFR entry - 



took 10 minutes to find it after landing at PWK). Didn't get any graphical TFR data 
via customer briefing data. Unfortunately chose this day to teach VOR/VHF 
navigation. Left iPad under the seat and didn't put waypoints into GPS, though it 
showed position and XM weather was otherwise working. But we didn't have 
ForeFlight up with its depiction of the TFR. We called XM right away. They could not 
confirm that TFR info was broadcast, but it did show up on other systems (Avidyne 
MFD in another SR22 and ForeFlight on an iPad). 
 
Summary: 
1) Missed personal voice briefing and trusted customer's DUATS briefing - after 
previously coaching him on why calling FSS is a better option. Didn't find TFR info 
buried in huge FDC NOTAM section. 
2) No display of TFR on Garmin Perspective - and it usually works. Need 
explanation of this! 
3) No mention of TFR by Chicago Approach or Gary Tower, etc. 
4) Didn't pull out iPad with ForeFlight because of training scenario. 
 
TFRs should not be part of FDC NOTAMS! They should be shown separately and 
more easily found. I never thought I'd even come close to busting a TFR - I am 
very aware of these and the frequency with which they pop up. I get briefings all 
the time; I use XM to confirm known TFRs and catch any surprises (they are 
usually displayed at least a day or two in advance). This situation is very frustrating 
- we really thought we were looking at necessary data to fly safely and 
appropriately. This was a hard way to learn about DUATS FDC NOTAM's 
organization for the first time. I am also concerned that ATC knew our intentions 
and didn't take a few seconds to ask if we knew about the TFR. I know it isn't 
necessarily their job with VFR operations but it sure wouldn't hurt, especially when 
our communicated intentions clearly could put us in the TFR. 

Callback: 1 

Calls were made to Garmin and XM to try and determine the cause of the late 
update of the Perspective System on the SR22. No explanations were forthcoming. 

Synopsis 

SR22 Instructor reports inadvertently entering a TFR beneath ORD Class B during a 
VFR flight to PWK. No TFR information appeared on the Garmin Perspective System 
until after several reboots, after the fact. 

  



 

ACN: 1002994 (4 of 50) 

Time / Day 

Date : 201204 
Local Time Of Day : 1801-2400 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Relative Position.Distance.Nautical Miles : 25 
Altitude.MSL.Single Value : 3000 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : ZZZ 
Make Model Name : Skyhawk 172/Cutlass 172 
Crew Size.Number Of Crew : 1 
Flight Plan : IFR 
Nav In Use : GPS 
Flight Phase : Final Approach 
Airspace.Class E : ZZZ 

Person 

Reference : 1 
Location Of Person.Facility : ZZZ.TRACON 
Reporter Organization : Government 
Function.Air Traffic Control : Departure 
Function.Air Traffic Control : Approach 
Qualification.Air Traffic Control : Fully Certified 
ASRS Report Number.Accession Number : 1002994 
Human Factors : Situational Awareness 

Events 

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

Assessments 

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

Narrative: 1 

Center called me and APREQed a C172 at 030 for a GPS approach into ZZZ and I 
approved it. When the C172 checked in at 030 I cleared them to maintain 030 until 
established on a segment of the approach and cleared GPS approach. The C172 



was still 15 miles outside my boundary. A little later I noticed a Low Altitude 
warning on the C172 and did not know why. He was still about 10 miles outside my 
boundary. I am unfamiliar with the MVA in that area and I then pulled up the MVA 
map. It showed the MVA at 037. Since the C172 was well past the antennae, I took 
no action. 

Synopsis 

TRACON Controller described a Low Altitude Alert when clearing an aircraft for an 
approach outside his airspace, the reporter not issuing a climb because the aircraft 
in question had already pasted to obstructing antenna. 

  



 

ACN: 1001640 (5 of 50) 

Time / Day 

Date : 201203 
Local Time Of Day : 0601-1200 

Place 

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

Environment 

Flight Conditions : Marginal 
Weather Elements / Visibility : Fog 
Weather Elements / Visibility.Visibility : 6 
Light : Dusk 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : ZZZ 
Aircraft Operator : FBO 
Make Model Name : PA-28 Cherokee/Archer/Dakota/Pillan/Warrior 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : VFR 
Mission : Personal 
Flight Phase : Initial Approach 
Route In Use : Visual Approach 
Airspace.Class E : ZZZ 

Component 

Aircraft Component : Air/Ground Communication 
Aircraft Reference : X 
Problem : Failed 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : FBO 
Function.Flight Crew : Single Pilot 
Function.Flight Crew : Pilot Flying 
Qualification.Flight Crew : Private 
Experience.Flight Crew.Total : 90 
Experience.Flight Crew.Last 90 Days : 15 
Experience.Flight Crew.Type : 45 
ASRS Report Number.Accession Number : 1001640 
Human Factors : Communication Breakdown 



Human Factors : Confusion 
Human Factors : Fatigue 
Human Factors : Situational Awareness 
Human Factors : Troubleshooting 
Human Factors : Distraction 
Communication Breakdown.Party1 : Flight Crew 
Communication Breakdown.Party2 : ATC 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Inflight Event / Encounter : VFR In IMC 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
Were Passengers Involved In Event : Y 
When Detected : In-flight 
Result.General : Declared Emergency 
Result.Flight Crew : Landed in Emergency Condition 
Result.Flight Crew : Diverted 

Assessments 

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

Narrative: 1 

I had planned to make a VFR flight with my fiance. I left work a half hour early to 
give us plenty of time to complete the flight before dark. I called 1800-WX-Brief to 
obtain a standard weather briefing. I was told by the Briefer that the entire route of 
flight was showing unrestricted visibility. 
 
We departed that evening with full fuel. We had about 20 miles of visibility. I set 
my NAV 2 radio to the VOR, selected NAV 2 on the audio panel to confirm the ID of 
the VOR but could not make it out over the ATC chatter on COM 1. I deselected 
COM 1 so that I could just hear the VOR and only heard an identifier every 30 
seconds. I deselected NAV 2 and reselected COM 1. I heard a transmission from the 
ATC to another aircraft which cut out mid-sentence. My radio reception capability 
had just failed.  
 
Approaching my destination, about 15 miles out, I contacted Approach to see if I 
could get cleared through their Class C airspace instead of going around. I did not 
hear a response. I set my DME equipment to the airport VOR and kept an arc 
distance of 12 DME from the airport VOR which would keep me out of their airspace 
by two miles and bring me right to my destination.  
 
We were approximately 2 miles from our destination when the visibility dropped to 
about 6 miles. I was over the large channel of water leading into the mouth of the 
bay and had already started a descent. I could see the power plant situated in the 
bay about 1.5 miles from the field and could see the lights along the beach of our 
destination and set myself up for a right base to the runway. Approximately 1/2 
mile away from our destination, (the miniature airplane on my GPS's nose was 
touching the airport icon), at 600 FT AGL - (we were over water with an elevation 
of 0 AGL), The lights of our destination became hazy and about 5 seconds later the 



airplane entered a dense bank of fog sweeping in from the ocean. I could see the 
beam of my landing light able to penetrate about 5 FT into the fog. I entered the 
fog because my line of sight and visibility on the approach looking down from 600 
FT was steeper than my actual line of descent, and I could not see the fog against 
the background of the ocean. 
 
Going right to the instruments and calling upon my recent instrument experience, I 
stopped my descent and climbed 200 FT to 800 FT (a power plant at 500 AGL was 
on my left) before starting a left 180 degree, standard-rate turn. We returned to 
visual conditions about 15 seconds after reversing course. After coming out of the 
fog bank the visibility was deteriorating rapidly down to 5 miles and at that time I 
told my fiancÃ© that we were not going to make it to the beach tonight. As I 
climbed above 1,000 FT, I set a course back home. At about 1,100 FT I noticed 
that dense fog was quickly consuming the ground below me at an unimaginable 
rate. Within 10 minutes we were going to be trapped on top. Then, right on cue; 
my GPS quit. 
 
At this time I attempted to contact Approach again to see if they could provide me 
with the weather information at my home airport, and at the nearby Class C 
because if conditions were deteriorating as rapidly as they were at my home airport 
as they were here, it would be socked in IFR before we could get home. I did not 
hear the transmissions coming from Approach and at that time, so with a marginal 
safety window getting smaller and smaller, I told myself that I had to assume that 
my home airport was fogging up just as fast as it was where I am, and that a 
diversion to the Class C airport was the best option. It was the closest airport, had 
the longest runway around and had a VOR with DME. My DME was reading 11.0 
miles from the Class C airport and I tuned my NAV 2 VOR to take me directly to the 
airport which was on a heading of 050 from my present location. Other than the 
occasional hole big enough to see a baseball field or parking lot through in the 
intensifying clouds below me, I had no ground reference to navigate by. Thankfully 
the conditions above 1,500 FT were VMC. I attempted to contact Approach one 
more time stating just my N number and waiting for a response. At 10 miles I 
started to just give them advisory position reports in case they had other 
operations going on at the time hoping they could hear me. "Approach, this is 
N***** we are 9.2 DME at 2,000 FT heading 050 directly to the field, conditions 
are deteriorating and we are heading your way and will attempt to land. 
 
My next position report was at 7.2 miles to which I also did not hear the response 
(I later learned they were responding). At this time, I thought that the error might 
be on my end and getting into such close proximity to a large airport with 
commercial service, I decided the best course of action was to try them again on 
121.50 because I knew if anybody would hear me; it would be on that frequency. I 
stated my position and heading again this time 5 miles from the field. I informed 
them that my intentions were to over fly the field, and see if I could locate the 
runway through one of the last remaining holes in the solidifying layer while I 
circled. I also could not hear the Controller's attempts to communicate with me on 
that frequency. In a final attempt to communicate with the Approach Controllers 
and advise them of the urgency of the situation, I selected 7700 on my 
transponder, because I was told as a student pilot that doing this makes your radar 
return on their screen "jump out" and that they would see me coming if they had 
previously not. At about 1.0 mile DME I asked them to "turn the lights up as high 
as they would go, so I would have a better chance of seeing them through the 
cloud deck". As I watched the DME come within .2 miles and my VOR indicator 



switch from TO to FROM, I knew I was right over the field. I told my fiancÃ© to 
look out the windows on her side and look for runway lights. Within 15 seconds, 
she had spotted the first 1,000 FT of the runway (I could see the Green REIL) and 
pointed them out to me. I made a turn to the left and locked my eyes on the 
runway.  
 
My next transmission was "ATC, we have a runway in sight directly parallel to our 
present heading, were currently on a downwind and will make a 180 and attempt 
to land. As I slowed down to VFE and began to lower the flaps, I noticed my 
altimeter was reading 2,000 FT. To make a normal landing, I would have to fly a 
longer downwind, but the longer downwind I flew the view of the runway through 
the opening began to get fuzzier. I knew if I didn't turn now, I could possibly lose 
my chance to land VFR.  
 
I entered a left base and knew I would be high. I set the power to idle, applied full 
right rudder, threw in left aileron and put the airplane into a slip at 85 KTS. Lining 
up on final, we were coming in at about 85 KTS indicated. As I descended through 
1,000 FT, my angle to the lights was changing and my once crystal clear view of 
the runway lights began to disappear right in front of me. 600 FT was getting 
marginal again and at 400 FT AGL there was nothing more than a dim glow 
surrounding each light. Finally, passing through 300 FT, I broke out, everything 
came into view, extremely clear, I had about 3,000 FT of runway remaining and we 
had an uneventful landing.  
 
I taxied clear of the runway, pulled out my Airport Facility Directory and opened the 
back of the book to the airport's diagram to see where I would need to taxi once I 
received a light gun signal. About a minute later I saw flashing lights of an airport 
vehicle approaching the aircraft. I shut the engine down and the driver told me he 
would get in touch with the Tower and I could follow him to the FBO. We taxied to 
the FBO, shut the aircraft down and parked for the night. We got out of the plane, 
looked up and saw that all the holes in the sky were gone.  
 
I was told by an employee at the FBO that they had been shut down for the past 4 
nights due to dense fog and that the airport didn't have any operations going on at 
that time. A controller in the TRACON told me that recently they have been going 
from great visibility to solid IFR in a small window of 20-30 minutes for the past 
few nights. He had asked me why I didn't head back home, since they were still 
reporting 10 miles of visibility and clear skies. I had told the Controller that I was 
calling them to see if they could provide me with the weather at my home airport, 
but since I could not communicate, I erred on the side of caution and decided the 
best thing to do was to get the airplane on the ground considering rapidly 
deteriorating conditions. The only thing going through my mind was I've been to 
quite a few aviation safety FAAST seminars and have heard of so many fatal 
accidents in which pilots had multiple opportunities to get the airplane on the 
ground and chose to continue on or try the same approach that didn't work the last 
3 times because they didn't want to cause a commotion or get in trouble. The 
speaker in the presentation had a wonderful take on that mindset. "I'd rather be 
tried by 12 than carried by 6." So I told the Controller I tried everything I could to 
communicate with him, position reports, 121.5, 7700â€¦.really anything to make 
my intentions known.  
 
I decided right then and there that at the first safe opportunity, I was going to 
land. In short; I saw a runway through the clouds at the Class C airport and I had a 



100% opportunity to get on the ground, albeit with the possibility of having a few 
questions to answer when I landed. I chose that guaranteed lifeline over "hoping" 
that I would be able to get in when I got back home. 

Synopsis 

Trapped by IMC conditions as he approached his destination the pilot of a PA28, 
who had previously lost radio reception capability, elected to divert to another 
airport where he was able to maintain ground contact long enough to make a safe 
landing. 

  



 

ACN: 1000831 (6 of 50) 

Time / Day 

Date : 201203 
Local Time Of Day : 1201-1800 

Place 

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

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft 

Reference : X 
ATC / Advisory.Tower : ZZZ 
Aircraft Operator : Personal 
Make Model Name : M-20 M Bravo 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Personal 
Flight Phase : Taxi 
Route In Use : None 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Commercial 
Qualification.Flight Crew : Flight Instructor 
Experience.Flight Crew.Total : 4000 
Experience.Flight Crew.Last 90 Days : 25 
Experience.Flight Crew.Type : 1200 
ASRS Report Number.Accession Number : 1000831 
Human Factors : Situational Awareness 
Human Factors : Distraction 

Events 

Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Deviation - Procedural : FAR 
Anomaly.Ground Incursion : Runway 
Detector.Person : Flight Crew 



When Detected : Taxi 
Result.Flight Crew : Became Reoriented 

Assessments 

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

Narrative: 1 

After landing on 28R I was instructed to hold short of 28L. After slowing down and 
turning left on Taxiway F, I thought this would be an opportunity to test my newly 
acquired software with approach and taxi charts on my iPad. As I looked at it, it still 
was showing an approach chart and not the taxi diagram. I looked up and I was 
still some distance from the first set of yellow lines (solid first and then 
intermittent, so still in the area of 28R runway). I returned to try to display the taxi 
diagram on the iPad. I couldn't do it in a few seconds - I estimate around 3- so I 
looked out again. Just then I realized the short distance between the runways when 
one taxis perpendicular to it. At this time I was already over the other set of 
pavement markings - solid first and then intermittent- indicating I was entering the 
upwind threshold of 28L. I realized that braking now would stop me in the runway 
itself. I thought it safer to definitely cross without braking until I was completely 
out of the runway, since there was a Cessna on final to 28L and I would be out of 
the way by the time he touched down if I went through. By attempting to abruptly 
stop I would have stopped partially obstructing the runway itself.  
My essential mistake was complacency. I am familiar with [the airport] and I 
thought this would be an opportunity to test a GPS as an aid. But unfamiliarity with 
the device robbed my capacity for situational awareness and also to correctly 
interpret the significantly shorter time available for taxi on the less familiar 
perpendicular exit on F rather than on the diagonal parallel to Runway 23. I should 
have devoted complete attention to the tasks at hand - taxiing and confirming 
outside references- rather than thinking that because I am familiar with the airport 
I can maintain situational awareness despite distractions like the new iPad. 

Synopsis 

M20 pilot, distracted by trying to call up the airport diagram on his iPad, taxied 
onto an active runway without clearance. 

  



 

ACN: 1000815 (7 of 50) 

Time / Day 

Date : 201203 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Relative Position.Distance.Nautical Miles : 8.5 
Altitude.MSL.Single Value : 1500 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility.Visibility : 10 
Light : Daylight 
Ceiling.Single Value : 800 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : ZZZ 
Aircraft Operator : FBO 
Make Model Name : Skyhawk 172/Cutlass 172 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : None 
Mission : Passenger 
Flight Phase : Cruise 
Route In Use : Vectors 
Airspace.Class C : ZZZ 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : FBO 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Commercial 
Experience.Flight Crew.Total : 595 
Experience.Flight Crew.Last 90 Days : 20 
Experience.Flight Crew.Type : 95 
ASRS Report Number.Accession Number : 1000815 
Human Factors : Communication Breakdown 
Human Factors : Situational Awareness 
Human Factors : Confusion 
Communication Breakdown.Party1 : Flight Crew 



Communication Breakdown.Party2 : Flight Crew 
Communication Breakdown.Party2 : ATC 

Events 

Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Air Traffic Control 
Result.General : None Reported / Taken 

Assessments 

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

Narrative: 1 

The Controller declared an emergency on my behalf because I entered IMC under 
VFR and was not able to give me a clearance because I was below the MVA. I had 
just transitioned a Class C airport's airspace southbound over the bay to land at a 
nearby Class D airport. The Class C airport was VFR. My destination had just gone 
IFR with BKN008. I was flying traffic watch and the previous traffic watch pilot 
informed us that they had just landed at my destination under Special VFR. I told 
Class C's Tower that it was my intention to land at my destination under Special 
VFR. I was surprised that the Tower handed me off to Approach instead of the 
Class D Tower. I learned later on the ground that they also did not tell Approach of 
my intentions. When the Approach Controller gave me a vector across the Class C 
airport's final approach, I assumed that was the reason and they would then pass 
me to my destinations Tower. I learned on the ground that Approach thought I was 
going to continue traffic watch southbound down the interstate. Approach asked me 
to maintain VFR. I was watching the clouds carefully because on the assigned 
vector, I would be in the broken layer in a few minutes. I had my destination in 
sight about 5 miles away off to my left. Then the Controller asked me if I wanted to 
continue down the interstate, which surprised me, but I responded that I was going 
to my destination. The Controller pointed out that my destination had just gone 
below minimums, which I knew. At that point I should have reiterated that I 
wanted to request Special VFR at my destination. I am not sure whether I did point 
that out to the Controller, but since I was on a vector away from my destination 
and the conditions were deteriorating, I instead requested the localizer approach 
into my destination. The Controller asked me to standby and maintain VFR. I set up 
the instruments for the localizer approach. About a minute later I could see the 
approach course for my destination coming onto the GPS; my vector was 
perpendicular to the approach. Right as I crossed the approach course I told the 
Controller that I was crossing the approach course and asked if I he was going to 
turn me. I thought he might have forgotten about me due to the busy Class C 
airport's arrivals. The Controller again reiterated for me to remain VFR. I said 
unable to maintain VFR. This is where the Controller asked if I was going IMC and I 
responded yes. Being familiar with the rising terrain ahead, I said I needed to climb 
immediately and began a max rate climb. The Controller asked if I was declaring an 
emergency and I responded negative, I did not feel that I had an emergency 
because I was instrument current, the aircraft was IFR certified and I was in control 
of the aircraft. The Controller said he was declaring an emergency on my behalf 
and instructed me to climb to 4,000 FT. I got on top at 3,500 FT and notified the 



Controller. He vectored me around for a while for the Class C airport's traffic 
sequencing, and then cleared me for the approach [into my destination]. The rest 
of the flight proceeded without further incident. After the flight, I spoke with a 
supervisor at Approach who indicated that even when on a vector, if instructed to 
maintain VFR, the pilot must do whatever is necessary to maintain VFR, even if that 
means reversing course. I did not reverse course at the time because the Controller 
had just vectored me through the final approach course of the Class C airport and I 
felt that if I reversed course into the Class C airport's final that I would have 
created a serious separation problem. My error was going IMC without a clearance, 
especially below the MVA, because I learned that ATC cannot issue an IFR 
clearance below the MVA. My other error was not clarifying my intentions with the 
Controller early enough so that they had a chance to coordinate. The fact that Class 
C Tower did not relay my intentions on to the Approach Controller contributed to 
the confusion, but in marginal VFR and busy airspace I need to leave myself and 
the Controller more time to handle the situation. Not acting sooner put the 
Controller in a difficult situation. It also put me into a potential controlled flight into 
terrain situation. The instruction "Maintain VFR" must be followed, even if on an 
assigned vector or if it means crossing a final approach path. 

Synopsis 

VFR traffic watch aircraft encountered IMC conditions after being instructed to 
maintain VFR, weather, higher terrain, MVA minimums and ATC failed coordination 
all playing a part in this event, resulting in an ATC declared emergency. 

  



 

ACN: 999603 (8 of 50) 

Time / Day 

Date : 201203 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Relative Position.Distance.Nautical Miles : 15 
Altitude.MSL.Single Value : 5000 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Rain 
Weather Elements / Visibility : Turbulence 
Weather Elements / Visibility.Visibility : 5 
Light : Daylight 
Ceiling.Single Value : 800 

Aircraft 

Reference : X 
ATC / Advisory.Tower : ZZZ 
Aircraft Operator : FBO 
Make Model Name : Baron 58/58TC 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Training 
Nav In Use : GPS 
Nav In Use.Localizer/Glideslope/ILS : Runway XX 
Flight Phase : Initial Approach 
Route In Use : Direct 
Airspace.Class D : ZZZ 

Component : 1 

Aircraft Component : AC Generator/Alternator 
Aircraft Reference : X 
Problem : Malfunctioning 

Component : 2 

Aircraft Component : GPS & Other Satellite Navigation 
Aircraft Reference : X 
Problem : Improperly Operated 
Problem : Malfunctioning 

Person : 1 



Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : FBO 
Function.Flight Crew : Instructor 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Commercial 
Experience.Flight Crew.Total : 1025 
Experience.Flight Crew.Last 90 Days : 30 
Experience.Flight Crew.Type : 30 
ASRS Report Number.Accession Number : 999603 
Human Factors : Physiological - Other 
Human Factors : Confusion 
Human Factors : Workload 

Person : 2 

Reference : 2 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : FBO 
Function.Flight Crew : Pilot Not Flying 
Function.Flight Crew : Trainee 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Student 
Qualification.Flight Crew : Commercial 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Private 
ASRS Report Number.Accession Number : 999644 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Flight Deck / Cabin / Aircraft Event : Other / Unknown 
Anomaly.Deviation - Altitude : Excursion From Assigned Altitude 
Anomaly.Deviation - Track / Heading : All Types 
Anomaly.Deviation - Procedural : Clearance 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
Detector.Person : Passenger 
Detector.Person : Air Traffic Control 
Were Passengers Involved In Event : Y 
When Detected : In-flight 
Result.Flight Crew : Regained Aircraft Control 
Result.Flight Crew : Became Reoriented 
Result.Air Traffic Control : Provided Assistance 
Result.Air Traffic Control : Issued New Clearance 

Assessments 

Contributing Factors / Situations : Weather 
Contributing Factors / Situations : Human Factors 
Contributing Factors / Situations : Equipment / Tooling 



Contributing Factors / Situations : Aircraft 
Primary Problem : Human Factors 

Narrative: 1 

I was PIC and had a multi-engine rated student in the right seat. After departure 
and established direct to our destination while on top I turned the plane over to the 
student and was providing instrument instruction. We had a left alternator caution 
light come on, ran the check list and the light extinguished. In preparation for 
landing at the airport I picked up the ATIS and requested the ILS XX circle to land 
on YY. I was cleared to 5,000 FT and took controls since we were IMC. I selected 
the approach in the GPS and was cleared to intercept the localizer, report 
established. 
 
This is where it gets embarrassing; I couldn't intercept the localizer. According to 
the moving map I was right where I was supposed to be, but the HSI was showing 
the localizer and the glide slope were not coming in. Center asked if I was 
established to which I replied negative and he vectored me around to give it 
another shot. At this point I began having some spatial disorientation issues 
(vertigo) and it was taking almost all my attention to just fly the plane let alone 
troubleshoot the NAV/GPS issues.  
 
My student was unfamiliar with the aircraft and its instrumentation so I asked my 
backseater (A CFI with time in the aircraft) to talk her through setting up the 
approach. My altitudes got off by approximately 300 FT and my heading varied by 
20-30 degrees. I was fighting the leans [vertigo]. 
 
I [ultimately] appeared to be on course and established on the localizer and 
reported as such. I was cleared for the approach and told to contact Tower. After 
making contact with Tower I had a full scale deflection. I reported the situation to 
Tower and requested vectors to the VOR for the VOR YY approach. Of course he 
had me contact Center for that. At this point I knew that whether the GPS was not 
working, or I had it programmed incorrectly, I had no faith in it and thus used my 
NAV2 for navigation to the VOR. 
 
Meanwhile with the leans messing with me I opted to use the autopilot in altitude 
and heading mode to reduce the workload and get stabilized. Center asked if I 
wanted to immediately start the approach or if I wanted vectored out so another 
aircraft could get in. I opted to be vectored out. I used this time to regroup and get 
set up. We then got cleared direct to the VOR and proceeded towards it, were 
handed off to Tower and completed the approach and landed without incident. 
 
I believe the problem arose by being overconfident in my knowledge of the GPS 
unit, I would love to blame it on some solar flares, but even in hind sight, which is 
supposed to be 20/20, I do not know exactly why I was not able to get it to give 
me the information I needed. Secondly, I had never experienced the leans and that 
took me by surprise. I had a sinus infection and I wonder if that led to the leans. 
My training had taught about the leans and to trust my instruments. I did recognize 
I was being affected by the leans but I felt I could not trust my instruments.  
 
I am proud of my decisions to always plan for the missed approach, that decision is 
what had me set up to go to the VOR on NAV2 without having to mess the GPS 
unit. And pleased with the decision to utilize the auto pilot to help overcome the 
spatial disorientation. My decision to utilize the assistance of those in the cabin 



really taught me a lesson about the importance of CRM. I hate that this happened, 
but I did learn so much because of this flight and am a better pilot for having this 
experience. I will be receiving additional training in IMC to make sure I am 
proficient and capable of handling the instrumentation, and the aero medical 
factors, so that I never find myself in this situation again. 

Narrative: 2 

Everything was going smoothly but as we got closer, my instructor experienced the 
leans. Our altitude dipped below the assigned altitude and our heading was off a 
few degrees. ATC asked us to change heading. My instructor thought the wings 
were level but she was in a slight bank. I pointed to the attitude indicator and said, 
"Trust the instruments." She said, "Thanks."  
 
One possible contributing factor may have been that I was flying for the previous 
two hours and when my instructor took the controls, right before the approach, she 
was not quite in the mind set for the approach yet. 

Synopsis 

Vertigo combined with either a malfunctioning or improperly operated GPS in IMC 
had to be overcome by the instrument rated Instructor pilot in command of a BE58 
to affect a safe landing. Assistance from ATC, her multiengine rated student and 
another CFII in the back seat contributed to a safe recovery from the event. 

  



 

ACN: 999174 (9 of 50) 

Time / Day 

Date : 201203 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.Airport : NFL.Airport 
State Reference : NV 
Altitude.MSL.Single Value : 12500 

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility.Visibility : 12 
Light : Daylight 

Aircraft 

Reference : X 
Aircraft Operator : Personal 
Make Model Name : Amateur/Home Built/Experimental 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : None 
Mission : Personal 
Flight Phase : Cruise 
Route In Use : Direct 
Airspace.Special Use : R-4812 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Commercial 
Experience.Flight Crew.Total : 1800 
Experience.Flight Crew.Last 90 Days : 22.9 
Experience.Flight Crew.Type : 141 
ASRS Report Number.Accession Number : 999174 
Human Factors : Training / Qualification 
Human Factors : Confusion 
Analyst Callback : Completed 

Events 

Anomaly.Airspace Violation : All Types 
Anomaly.Deviation - Procedural : FAR 
Detector.Person : Air Traffic Control 



When Detected : Aircraft In Service At Gate 
Result.General : None Reported / Taken 

Assessments 

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

Narrative: 1 

I was on a VFR flight from LAS going north. VGT - BTY takeoff avoid restricted 
airspace north of Las Vegas. BTY - LOL with course deviations to west to avoid 
restricted air space east and southeast of Fallon NAS. I flew between R-4810 and 
R-4804. I was not aware at the time that these two restricted areas were attached 
creating a third restricted area in between them. After being informed by a Sheriff 
during a fuel stop that I had flown through restricted airspace, I checked the 
sectional and still didn't see the R-4812 space. I finally figured it out when I got 
home. I showed my flight path to two pilot friends and neither one could see where 
I was in restricted air space. In retrospect, this was pretty poor chart reading on 
my part. I even had a warning on my GPS, but I thought it was reading R-4804A, 
so I altered course to the west a little. 

Callback: 1 

The pilot reported that ATC radar tracked him through R-4812 and at his next fuel 
stop the Local Sheriff approached his aircraft to get his aircraft N number. His GPS 
gave him advance warning about approaching the Restricted area but he thought 
that because he was going between R-4810 and R-4804A that he could carefully 
navigate between the two and so ignored the warning. In retrospect chart clutter 
was probably the main reason he failed to detect that the entire area he flew 
through was restricted. 

Synopsis 

A pilot reported flying through R-4812 southeast of FLX after he did not see the 
restriction between R-4810 and R-4804A because of MOA chart clutter even though 
his GPS gave him advanced warning. 

  



 

ACN: 997865 (10 of 50) 

Time / Day 

Date : 201203 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.Airport : SRC.Airport 
State Reference : AR 
Relative Position.Angle.Radial : 350 
Relative Position.Distance.Nautical Miles : 8 
Altitude.MSL.Single Value : 1300 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Turbulence 
Weather Elements / Visibility : Rain 
Weather Elements / Visibility : Thunderstorm 
Weather Elements / Visibility.Visibility : 6 
Light : Daylight 
Ceiling.Single Value : 1000 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : LIT 
Aircraft Operator : Corporate 
Make Model Name : Small Transport 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Passenger 
Nav In Use : GPS 
Flight Phase : Initial Approach 
Route In Use.Other  
Airspace.Class D : SRC 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Corporate 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Qualification.Flight Crew : Flight Instructor 
Experience.Flight Crew.Total : 3850 
Experience.Flight Crew.Last 90 Days : 75 
Experience.Flight Crew.Type : 675 



ASRS Report Number.Accession Number : 997865 
Human Factors : Situational Awareness 
Human Factors : Confusion 
Human Factors : Distraction 

Events 

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude 
Anomaly.Deviation - Procedural : Clearance 
Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Inflight Event / Encounter : CFTT / CFIT 
Detector.Person : Air Traffic Control 
When Detected : In-flight 
Result.Flight Crew : Took Evasive Action 
Result.Flight Crew : Returned To Clearance 
Result.Flight Crew : Became Reoriented 
Result.Air Traffic Control : Issued Advisory / Alert 

Assessments 

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

Narrative: 1 

Was on RNAV GPS 19 approach into SRC. From intersection Bollu to Dinge I read 
the "descend to altitude" wrong and was advised by ATC of my low altitude. I took 
evasive action and climbed back up to the correct altitude of 2,000 FT and 
continued the approach from there uneventfully. 

Synopsis 

A Corporate pilot on the SRC RNAV GPS 19 approach misread the BOLLU to DINGE 
altitude and descended but was advised by ATC of his error and climbed back to 
2,000 FT. 

  



 

ACN: 997019 (11 of 50) 

Time / Day 

Date : 201202 
Local Time Of Day : 0001-0600 

Place 

Locale Reference.ATC Facility : ZZZ.ARTCC 
State Reference : US 
Altitude.MSL.Single Value : 9000 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Corporate 
Make Model Name : Small Aircraft, Low Wing, 2 Eng, Retractable Gear 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Cargo / Freight 
Flight Phase : Cruise 
Route In Use : Direct 
Airspace.Class E : ZZZ 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Corporate 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Experience.Flight Crew.Total : 6120 
Experience.Flight Crew.Last 90 Days : 100 
Experience.Flight Crew.Type : 2100 
ASRS Report Number.Accession Number : 997019 
Human Factors : Situational Awareness 
Human Factors : Fatigue 

Events 

Anomaly.Deviation - Track / Heading : All Types 
Anomaly.Deviation - Procedural : Clearance 
Detector.Person : Flight Crew 
When Detected : In-flight 



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

Assessments 

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

Narrative: 1 

[The reporter had experienced a hydraulic anomaly earlier on this night cargo flight 
and was worried that the gear might not extend.] Strangely I began to feel the 
effects of what can be described an increased level of anxiety. I kept telling myself 
that this is a non-issue but the adrenalin clearly had begun to flow. My heart rate 
was noticeably increased and my palms were damp with sweat. As confident I was 
this was likely an indication problem, the feelings continued. I kept telling myself 
the landing gear will extend as predicted. I read over the emergency checklist 
studying all the different methods to extend the gear if needed. Further along the 
checklist continues on about possible landing with gear up- scenarios. All of this 
was remote, but the level of anxiety continued to rise. I was pumped up ready for 
any obscure outcome. This was the moment of truth. I slowed the aircraft to the 
emergency gear extension speed. Would the gear extend? Of course it did- as I 
knew it would all along.  
 
I told Approach everything worked out and I was ready to land. I changed to the 
Tower frequency and landed as normal. There were a rash of phone calls and a 
length of time waiting to see how to proceed. I had already done a pre-flight 
inspection on the next aircraft anticipating the possibility of flying over the last 
hour, so when the call came I was feeling wired and ready departure. It was after 
midnight. On the flight north crossing the area this hour of night it is quiet on the 
radio. The prior hours adrenal rush is now gone and it is dull compared to the last 
flight. I know that I am about to start a descent so I prepare by checking the 
weather on my hand held Garmin GPS with XM and I tune in the ATIS, the weather 
is the same as when I departed several hours ago. I am anticipating a hand off to 
Approach at any time from Center. I am thinking about the descent through the 
ice. I am prepared, but feeling tired as the anxiety has completely gone in the 
drone of the engines. Thinking I will have to start my descent in just moments, a 
glance at the GPS (what I recall) is like 17 minutes out. I close my eyes for a few 
seconds. The next thing I know- I popped awake! - My arms and legs rose with a 
jolt as I snapped back. I realize I fell asleep but it seems to have only been a single 
minute. I am still level at 9,000 FT, on top of an overcast layer of clouds, still over 
the lake, the airplane is running fine. I can see the glow of the clouds below and 
ahead of what (I think) is the city approaching. I continue on my course. But I am 
looking at the GPS- just a minute ago it was just saying 17 minutes out of 
destination now was flashing a message with a new heading back to departure 
airport. I am wondering why it would sequence back when I have not yet gotten to 
destination? I am just puzzled but don't think it is an issue. A quick glance at the 
hand held Garmin GPS that has auto zoomed in and all that is in view is water (I 
assume still the lake) kind of confirming exactly where I am supposed to be. I 
continue present heading and just figure I would call Center. All of my calls to 
Center are unanswered. I know in the back of my mind that there have been 
occasions where Center has been difficult to hear in this area. I have seen this 
before and I am still not worried. I figure a safe bet would be to just call on Guard 
frequency. As I attempt to make more calls I notice now that I have no side tone in 



the headsets when I transmit. I can see that my mic is keying the radio (the "T" for 
transmit illuminates on the COMM) but I have no side tone. I physically pull the 
squelch knob on the radio and turn the volume all the way up. I cannot hear a 
thing! Now I am thinking I have an actual radio failure! How can I possibly have a 
glitch with a GPS and my radios at the exact same time? I go back to look at the 
GPS to identify my position. All the while flying north, wondering why it had 
sequenced to the next waypoint which is the departure point. I went to the flight 
plan and highlighted the destination again and hit direct! The result, SOUTH!?! This 
was the moment realized that I had overflown my destination! I had been over a 
second lake the last few minutes- not where I thought! I scanned the clear sky for 
traffic then turned towards a more southerly direction. The question now is long 
had I been asleep? I needed to talk to somebody NOW! I consider putting 7600 in 
the transponder. Instead, I take off my headsets and follow the wires all the way to 
the jacks. To my amazement both plugs were disconnected! I plugged them both in 
and made one more call to Center. This time I got an immediate response, "Hey 
there you are!" They asked if I was ok and I said yes and I confirmed I was 
returning to destination. They said told me to start my descent and fly direct to the 
field. They passed me over to another frequency and I re-explained what I could 
make of the situation at that moment. They said they were glad to talk to me 
again. Then they passed me over to Approach and upon landing they gave me the 
number to call Center on phone and explain what happened.  
 
It is documented that there is an actual physical crash and exhaustion experienced 
in hours after an adrenalin rush. This is what I believe happened to me in the 
minutes approaching destination. I had been alert all night with no sign of fatigue. 
All of the anxiety from a minor landing gear indication hours before had faded. I 
clearly fell asleep. I overflew the airport. The GPS had done exactly what it was 
programmed to do. The reason the heading changed very little is because the 
course needle stayed on the previous heading, it physically needs to be turned to 
the next heading. When I startled myself awake and just about jumped out of my 
seat, the wires from my headset had been wrapped around my leg. The sudden 
movement pulled the headphone and microphone cables from their respective 
jacks. This is what caused the communication failure. After I awoke I continued to 
fly heading while locating my position and establish communication with Center. All 
the while I was flying farther away. I think something we can take away from this 
is to really look and question the decision to continue a flight after having to 
perform some emergency procedures. Had this been any other airport in our 
system I would have been done flying and had to wait for a standby pilot and 
aircraft. It was unusual to have me in a position and have a spare airplane at my 
disposal. 

Synopsis 

Light twin pilot reports falling asleep at 9,000 FT approaching his destination from 
the south. Upon waking he is well north of destination. The headset plugs had 
become disconnected resulting in a further delay in contacting ATC. Adrenalin from 
an emergency situation on a previous leg is thought to be involved in the sudden 
onset of sleep. 

  



 

ACN: 996703 (12 of 50) 

Time / Day 

Date : 201203 
Local Time Of Day : 1801-2400 

Place 

Locale Reference.Airport : CBF.Airport 
State Reference : NE 
Altitude.MSL.Single Value : 3500 

Aircraft 

Reference : X 
Aircraft Operator : Personal 
Make Model Name : Amateur/Home Built/Experimental 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : VFR 
Flight Phase : Climb 
Airspace.Class C : OMA 

Person 

Reference : 1 
Location Of Person.Facility : R90.TRACON 
Reporter Organization : Government 
Function.Air Traffic Control : Approach 
Function.Air Traffic Control : Departure 
Qualification.Air Traffic Control : Fully Certified 
ASRS Report Number.Accession Number : 996703 

Events 

Anomaly.Airspace Violation : All Types 
Anomaly.Deviation - Procedural : FAR 
Detector.Person : Air Traffic Control 
When Detected : In-flight 
Result.General : None Reported / Taken 

Assessments 

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

Narrative: 1 

An experimental aircraft departed CBF and entered the OMA Charlie airspace 7 
miles east of OMA at 3,500 FT before establishing two-way radio communication 
with us (R90). The Charlie airspace in that area starts at 2,500 FT. We need a 
remote receiver/transmitter at CBF. This is a known issue and has been known for 
many years. CBF is very busy for an uncontrolled airport 7 miles east of OMA 



Eppley and barely 3 miles east of the primary runway finals. I'd estimate, given 
current traffic counting procedures, they'd run about 250 operations a day on nice 
weather days. They have an ILS, several GPS approaches, and a new runway. 
Failure to have a remote transmitter/receiver to our Approach Control is a factor in 
many of the CBF pilot deviations. 

Synopsis 

R90 Controller described a Class C airspace incursion, the reporter alleging that a 
remote receiver/transmitter at CBF is need to accommodate aircraft attempting to 
make required communications. Allegedly, this has been a known problem for 
many years. 

  



 

ACN: 995263 (13 of 50) 

Time / Day 

Date : 201202 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.Airport : AVX.Airport 
State Reference : CA 
Altitude.MSL.Single Value : 1000 

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility.Visibility : 20 
Light : Daylight 

Aircraft 

Reference : X 
Aircraft Operator : Personal 
Make Model Name : Skyhawk 172/Cutlass 172 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : None 
Mission : Personal 
Flight Phase : Cruise 
Route In Use : Direct 
Airspace.Class E : SCT 
Airspace.TFR : ZZZ 

Component 

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

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Private 
Experience.Flight Crew.Total : 408 
Experience.Flight Crew.Last 90 Days : 11 
Experience.Flight Crew.Type : 408 
ASRS Report Number.Accession Number : 995263 
Human Factors : Situational Awareness 
Human Factors : Human-Machine Interface 

Events 



Anomaly.Airspace Violation : All Types 
Detector.Person : Other Person 
When Detected.Other  
Result.General : None Reported / Taken 

Assessments 

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

Narrative: 1 

I rented a C-172 to fly out to Catalina Island (AVX). In the week prior to the trip, I 
purchased a new application for my iPhone/iPad and a GPS receiver for the device. 
This application provides moving map display of the aircraft on Sectional Charts 
and Displays positional data for various airspaces. I also utilized other iPhone/iPad 
apps as well as Internet data to obtain airport information, weather observations, 
forecasts, and flight planning data. This was my first trip using this new application 
and I was excited in knowing the situational awareness and relative position to 
airspace would be easily viewed. I was also able to plot my exact route using GPS 
coordinates and noted the various ATC agencies from which I would need to obtain 
clearances. I headed out over the open ocean to the south tip of Catalina Island. 
Visibility was 20 plus miles and I could see the island from the mainland. My 
altitude enroute varied between 800 FT and 1,200 FT. I landed Catalina and upon 
exiting the aircraft, a local pilot asked me from which direction I came and advised 
me of the nearby TFR. Upon reviewing my flight path and the TFR, I believe the 
incident occurred just south of Catalina Island as I may have penetrated the 60 NM 
diameter TFR which required ATC Clearance prior to transition. Based on my post 
flight review of my GPS Data and flight path, I likely entered the TFR on the 100 
degree radial of the Santa Catalina VOR (SXC) at approximately 34 NM and exited 
the TFR on the 110 radial of the Santa Catalina VOR (SXC) at approximately 7 NM. 
This would have placed me approximately 3.75 NM inside the 60 NM diameter TFR 
at the deepest point. The TFR was a 30 NM radius with center at 7 NM off the 229 
radial of the El Toro VOR on the mainland. Being excited about the new situational 
awareness capability of the device I was using, I made the error of assuming all 
airspace was portrayed, including any TFRs. Upon review of the application I used 
for navigation, I discovered my error in that it does NOT graphically display TFRs. 
The resolution to this problem is that I simply will never rely on new technology as 
the sole means of my flight planning data. Instead, I will continue the practice I 
used in my previous 25 years of flying and call Flight Service for a briefing. I will 
use the iPad/iPhone applications only as supplements to my flight planning data 
and not as the sole source of that data. 

Synopsis 

C172 pilot discovers that his new iPAD moving map application does not include 
TFR's, after the fact. 

  



 

ACN: 994954 (14 of 50) 

Time / Day 

Date : 201202 
Local Time Of Day : 1801-2400 

Place 

Locale Reference.Airport : SAN.Airport 
State Reference : CA 
Altitude.MSL.Single Value : 4400 

Environment 

Flight Conditions : Mixed 
Light : Night 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : SCT 
Aircraft Operator : Air Carrier 
Make Model Name : B737-300 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 121 
Flight Plan : IFR 
Mission : Passenger 
Nav In Use.Localizer/Glideslope/ILS : Runway 27 
Flight Phase : Initial Approach 
Airspace.Class B : SAN 

Component 

Aircraft Component : GPWS 
Aircraft Reference : X 

Person : 1 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Carrier 
Function.Flight Crew : Pilot Not Flying 
Function.Flight Crew : Captain 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Experience.Flight Crew.Last 90 Days : 152 
ASRS Report Number.Accession Number : 994954 
Human Factors : Situational Awareness 
Human Factors : Human-Machine Interface 
Human Factors : Confusion 

Person : 2 



Reference : 2 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Carrier 
Function.Flight Crew : First Officer 
Function.Flight Crew : Pilot Flying 
Experience.Flight Crew.Last 90 Days : 150 
ASRS Report Number.Accession Number : 996004 
Human Factors : Situational Awareness 
Human Factors : Human-Machine Interface 
Human Factors : Confusion 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Inflight Event / Encounter : CFTT / CFIT 
Detector.Automation : Aircraft Terrain Warning 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.General : None Reported / Taken 

Assessments 

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

Narrative: 1 

While being vectored to LOC 27 by SAN Approach Control, we received an 
abbreviated Terrain Warning. We were in a turn to a 240 heading to intercept 27 
LOC and descending to 4,000 FT MSL until established on final. Passing 
approximately 4,400 FT MSL, and in our right turn to final, we received an 
abbreviated "Terrain, Terrain" EGPWS Warning. We were just north of course 
between OKAIN and VYYDA, approximately near the 2,709 FT Tower area. We were 
aware of the terrain, and for that reason the First Officer was in a gradual descent. 
In this particular aircraft, the warning messages over the speaker system are very 
loud, so when the EGPWS Warning occurred, it definitely got both of our attention. 
At that moment, I was identifying the LOC frequency with my head down focused 
on the COMM panel. I immediately reached for the controls, but realized the First 
Officer was still flying, so I stopped. He started to bring the power up and 
disconnected the autopilot, but the warning never continued and stopped prior to 
him accomplishing these tasks. Clear of the conflict, we both then verified our 
altitude and looked at the terrain monitoring system, which showed 1,700 FT as a 
safe altitude and all terrain on the scope was green. We continued the approach 
without incident. In this case, the system may have performed as required. 
Although, our only concern is that we were well above minimum vectoring altitude 
and in a slow descending turn. I'm sure that being in a descent, turning into the 
rising terrain and maybe even some GPS error all contributed to the warning. We 
just wanted to let you know about the situation so that others would be aware 
and/or in case this aircraft had any history of this kind of previous event. Again, we 
respected the EGPWS Warning and were prepared to perform the terrain avoidance 
maneuver since it was at night. We did not complete the initial part of the terrain 
avoidance maneuver because before we could do it, the Terrain Warning had 
stopped even prior to "pull up" and terrain contact was no longer a factor. I think 



we do a very good job of highlighting these kinds of possible situations. Having 
flown into SAN over the last 12 years, having descended over that particular hill 
many times, and knowing it was there even at that moment, unexpected warnings 
do occur and every now and then we need to be made aware of these possible 
events. In the event, this was an erroneous EGPWS Warning do to software or GPS 
issues. We just wanted to highlight the aircraft in case it has had previous 
unexplained events. 

Narrative: 2 

I was the pilot flying on downwind vectors for the LOC 27 SAN abeam OKAIN in a 
slow descent above scattered/few clouds. Just prior to base turn, I noticed the 
lights to the right on top of a hill and crosschecked it with the known charted hilltop 
2,709 FT, just north of VYDDA and Terrain display of 2,800 FT. I am writing this up 
more as an informational report. We certainly believed terrain contact was no 
longer (or ever really) a factor and continued the approach. Check on the GPWS 
logic; perhaps a note on the 10-7 or approach chart. 

Synopsis 

A B737-300 crew reported a partial EGPWS TERRAIN warning at 4,400 FT near a 
charted 2,709 FT hilltop north of the SAN LOC 27 VYDDA intersection while the 
aircraft was on profile and in a slight descent. 

  



 

ACN: 994861 (15 of 50) 

Time / Day 

Date : 201202 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 2000 

Environment 

Flight Conditions : Mixed 
Weather Elements / Visibility.Visibility : 10 
Light : Daylight 
Ceiling.Single Value : 700 

Aircraft 

Reference : X 
ATC / Advisory.UNICOM : ZZZ 
Aircraft Operator : Air Taxi 
Make Model Name : Embraer Legacy 600 (EMB135BJ) 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 135 
Flight Plan : IFR 
Mission : Passenger 
Nav In Use : GPS 
Nav In Use.Localizer/Glideslope/ILS : Runway XX 
Flight Phase : Final Approach 
Route In Use : Vectors 
Airspace.Class E : ZZZ 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Taxi 
Function.Flight Crew : Captain 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Multiengine 
Experience.Flight Crew.Total : 5600 
Experience.Flight Crew.Last 90 Days : 75 
Experience.Flight Crew.Type : 3500 
ASRS Report Number.Accession Number : 994861 
Human Factors : Communication Breakdown 
Human Factors : Situational Awareness 
Human Factors : Other / Unknown 



Human Factors : Fatigue 
Communication Breakdown.Party1 : Flight Crew 
Communication Breakdown.Party2 : Flight Crew 

Events 

Anomaly.Deviation - Altitude : Crossing Restriction Not Met 
Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Deviation - Procedural : Clearance 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Flight Crew : Took Evasive Action 
Result.Flight Crew : Became Reoriented 

Assessments 

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

Narrative: 1 

ATC cleared us for the GPS [approach] and switched us over to the advisory 
frequency while just outside the final approach fix (which had a platform of 2,000 
FT MSL). I had my MFD range display on 25 NM instead of 2.5 NM. Due to fatigue 
or complacency I did not look at the GPS distance display on my MFD, but instead 
relied on the picture of the aircraft over the fix to begin my descent. This was a 
stupid, careless, rookie error. The weather was not bad. I had ground contact and 
could see all the way to the airport, but I did not have the VASI in sight at the time 
I started my descent. When I realized my error I was at 1,800 FT MSL and this is 
when I compounded my mistake. In my haste to correct the situation reached up to 
hit the ALT mode button to arrest my descent, but wound up pushing the wrong 
button then attempted to initiate a climb with the VSI knob. It wasn't until I had 
descended further (to approximately 1,500 FT MSL) that I reached the fix, picked 
up the VASI, and continued to a normal visual approach. The lack of discipline I 
displayed in this situation confounds me. I have never done something like this in 
my entire career. I can't explain why I did not look at the distance readout before 
starting my descent. It could be that because the conditions were quasi-visual I 
allowed myself to less vigilant than is customary. There were no charted obstacles; 
I could see the airport environment, the ground, and a clear flight path between my 
aircraft and the next cloud layer. These factors combined with a short, minimally 
legal, overnight rest period conspired against me. It is important that pilots remain 
alert and stick to procedures even when conditions make them think they won't 
matter. Take the extra second to look at the display readout. If you have the range 
on the MFD map set to something you don't expect it could bite you. Also, the pilot 
not flying should not hesitate to call out a mistake like this, and Captains should 
make certain their First Officers know to speak up. My pilot not flying did not say 
anything to me until we were at the fix. "You are OK to descend now." I would have 
appreciated his input sooner. 

Synopsis 

An EMB135 Captain began his descent early on a GPS approach because of fatigue 
or complacency, but his First Officer did not correct his error although the Captain 
had expected him to. 

  



 

ACN: 993875 (16 of 50) 

Time / Day 

Date : 201202 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : FFZ.Airport 
State Reference : AZ 
Altitude.MSL.Single Value : 4300 

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility.Visibility : 20 
Light : Daylight 
Ceiling.Single Value : 30000 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : P50 
Aircraft Operator : Personal 
Make Model Name : PA-28 Cherokee/Archer/Dakota/Pillan/Warrior 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : None 
Mission : Personal 
Flight Phase : Descent 
Route In Use : None 
Airspace.TFR : VIP 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Private 
Experience.Flight Crew.Total : 220 
Experience.Flight Crew.Last 90 Days : 25 
Experience.Flight Crew.Type : 160 
ASRS Report Number.Accession Number : 993875 
Human Factors : Situational Awareness 
Analyst Callback : Completed 

Events 

Anomaly.Airspace Violation : All Types 
Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Deviation - Procedural : FAR 



Detector.Person : Air Traffic Control 
When Detected : In-flight 
Result.General : None Reported / Taken 

Assessments 

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

Narrative: 1 

Upon landing, I was notified by the Tower operators at FFZ that I needed to contact 
Phoenix Approach Control due to a possible pilot deviation. I immediately parked, 
shut down the aircraft and contacted Phoenix at the number given by the FFZ 
Tower. I spoke with Mr. X and explained I had been instructed to call due to a 
possible pilot deviation. I was told I may have violated a TFR between Phoenix and 
Scottsdale. As requested, I gave my name, address, contact phone number and 
pilot certificate number to Mr. X. I explained I was unaware of any TFR in my flight 
path. I was told that a VIP transport TFR was in place up to 4,100 FT MSL. I had 
planned that day to just fly around the pattern and do some touch and go landings. 
However, it was a beautiful day and I decided to venture further than planned. I 
flew out toward Maricopa, Arizona and then decided to head to Gila Bend. I 
continued to E63. After landing I decided to head back to FFZ via BXK and then 
across the valley. I carry a Garmin 695 GPS and took great care to avoid the 
airspace of GYR and GEU and stay out of the Class B airspace surrounding PHX 
passing north of the airport without having to contact PHX Approach to transition 
their airspace. A trip I have made in the past without incident. On my way across 
the valley I monitored each airports Tower frequencies including PHX Approach. I 
contacted FFZ Tower after descending below the 4,000 FT floor of the Class B 
airspace northwest of Falcon Field for landing instructions. Later, Mr. X from 
Phoenix commented on the very nice job I had done staying out of their Class B 
airspace as they were tracking me across the valley. Unfortunately, in doing so, I 
may have caught the edge of the TFR while descending to get under the 4,000 FT 
floor on the east edge of the TFR. This I discovered after arriving home and looking 
up the information regarding the restrictions. I should have contacted FSS and 
been informed for my flight. Even after being airborne and changing my plan, I 
should have contacted Prescott radio before continuing. I have relied too much on 
the regular e-mails I receive regarding things like this such as the President's visit 
only a short time ago. It was a poor choice and, regardless of the late nature of this 
VIP visit, I should have known better. I do know better. I can assure you this is a 
mistake I will not repeat. Pre-flight planning and changes in flight plan during flight 
require more professional behavior than I exhibited that day and the resources are 
available to avoid situations like this. Since this occurrence, I have reacquainted 
myself with the FAA web site and its resources, the ADDS (Aviation Digital Data 
Service) web site, and even called the Prescott FSS about setting up my profile so 
they'll know who I am by the number I call from. I have purchased and installed 
the Foreflight application for my IPAD and IPHONE where the TFR's are shown quite 
clearly right on the sectional and with a tap of the finger all pertinent information is 
right there. 

Callback: 1 



Reporter states that his Garmin 695 is not data link capable and could not display 
TFR's. 

Synopsis 

A PA28 possibly entered a TFR east of PHX that he was not aware of. The top of the 
TFR was into the base of the Class B making a flight to FFZ from the northwest 
difficult. 

  



 

ACN: 992446 (17 of 50) 

Time / Day 

Date : 201103 
Local Time Of Day : 0601-1200 

Place 

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

Environment 

Light : Daylight 

Aircraft 

Reference : X 
Aircraft Operator : Air Carrier 
Make Model Name : A300 
Operating Under FAR Part : Part 121 
Mission : Cargo / Freight 
Flight Phase : Parked 
Maintenance Status.Maintenance Deferred : N 
Maintenance Status.Records Complete : N 
Maintenance Status.Released For Service : Y 
Maintenance Status.Maintenance Type : Unscheduled Maintenance 
Maintenance Status.Maintenance Items Involved : Testing 
Maintenance Status.Maintenance Items Involved : Repair 
Maintenance Status.Maintenance Items Involved : Installation 

Component 

Aircraft Component : GPS & Other Satellite Navigation 
Manufacturer : Collins 
Aircraft Reference : X 
Problem : Malfunctioning 

Person 

Reference : 1 
Location Of Person : Gate / Ramp / Line 
Reporter Organization : Air Carrier 
Function.Maintenance : Technician 
Qualification.Maintenance : Powerplant 
Qualification.Maintenance : Airframe 
Qualification.Maintenance : Avionics 
Experience.Maintenance.Avionics : 25 
Experience.Maintenance.Technician : 22 
ASRS Report Number.Accession Number : 992446 
Human Factors : Communication Breakdown 
Human Factors : Situational Awareness 



Human Factors : Troubleshooting 
Human Factors : Time Pressure 
Human Factors : Confusion 
Communication Breakdown.Party1 : Maintenance 
Communication Breakdown.Party2 : Maintenance 
Analyst Callback : Completed 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Detector.Person : Maintenance 
Were Passengers Involved In Event : N 
When Detected.Other  
Result.General : Maintenance Action 

Assessments 

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

Narrative: 1 

Company A300 aircraft, Pilot write-up was GPS-1 fault on descent. [I] troubleshot 
problem to the Multi-Mode Receiver (MMR). The MMR Manufacturer Part Number 
(P/N) removed was 822-1152-122. The P/N installed was 822-1152-002. The 
problem was just brought to my attention. The A300 Illustrated Parts Catalog (IPC) 
shows at this time that P/N 822-1152-002 is not effective for this aircraft. The 
A300 aircraft has been flying since March 2011 with no problems noted in the 
system.  
 
In doing research on the part in question, the two MMR parts are interchangeable 
as per Boeing B767 IPC, but not shown to be in the A300 IPC with the current 
revision. The cause of the problem may be as simple as the [MMR unit] -002, was 
removed from the A300 IPC in a Manual Revision (M/R) between March 2011 and 
January 2012. But getting access to the previous revision is proving to be difficult. 
The [MMR unit] 822-1152-002 was removed from the A300 aircraft in January 
2012 and replaced by P/N 822-1152-122; when part in question was discovered.  
 
If a suitable substitute part is installed on an aircraft the Revision Number/Date 
[should] be listed on Parts Tag so that if this issue arises again, there is additional 
reference to the part in question. If the cause of the problem was not a Manual 
Revision issue, I will take steps needed to ensure the correct part is being installed 
on any aircraft as I have done in the past 25-years without an incident. Please note 
if the past Revisions are found and [MMR] Part Number [-002] is on there, this will 
be a non-issue. 

Callback: 1 

Reporter stated he was informed about a possible incorrect part installation when a 
Stores/Parts employee noticed he could not order a new -002 MMR unit to replace 
the one he had installed from Stores. Reporter than decided to do some back 
tracking research and with help from one of his Supervisors, he located two other 
Illustrated Parts Catalog (IPC) Manual Revisions from Engineering that had been 



issued after he had installed the Multi-Mode Receiver (MMR) unit -002 in the A300 
aircraft in March 2011. The dates of the revisions clearly showed the MMR-002 unit 
he installed was "Effective" for the A300 aircraft at that time.  
 
Reporter stated he was later informed that upgrade modifications, possibly GPS 
upgrades, to Multi-Mode Receivers -121 and -122 by the Manufacturer, Collins 
Avionics, are the units they now install in their A300s. But, there are A300s still 
flying around with -002 MMRs, even though they are currently not considered 
"Effective" in their revised A300 IPC Manual. 
 
Reporter also stated that now, whenever they are installing a part that is 
considered a "suitable substitute" part, they must attach a copy of the Illustrated 
Parts Catalog (IPC) information to the log page they are signing-off. MMR units -
002, -121 and -122 are still "Effective" for installation on Boeing B767 aircraft. 

Synopsis 

A Line Mechanic describes his efforts to locate information that would show a Multi-
Mode Receiver (MMR) he installed on an A300 aircraft in March 2011 was 
"Effective" for that aircraft, at that time. 

  



 

ACN: 992441 (18 of 50) 

Time / Day 

Date : 201201 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.Airport : SQL.Airport 
State Reference : CA 
Relative Position.Distance.Nautical Miles : 5 
Altitude.MSL.Single Value : 500 

Environment 

Weather Elements / Visibility : Fog 
Weather Elements / Visibility.Visibility : 8 
Light : Daylight 
Ceiling.Single Value : 600 

Aircraft 

Reference : X 
ATC / Advisory.Tower : SQL 
Aircraft Operator : Personal 
Make Model Name : Small Aircraft, High Wing, 1 Eng, Fixed Gear 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : SVFR 
Mission : Personal 
Flight Phase : Initial Climb 
Route In Use : Direct 
Airspace.Class D : SQL 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Private 
Experience.Flight Crew.Total : 220.8 
Experience.Flight Crew.Last 90 Days : 9.8 
Experience.Flight Crew.Type : 220.8 
ASRS Report Number.Accession Number : 992441 
Human Factors : Training / Qualification 
Human Factors : Situational Awareness 

Events 

Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Anomaly.Inflight Event / Encounter : VFR In IMC 



Anomaly.Inflight Event / Encounter : Loss Of Aircraft Control 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Flight Crew : Returned To Departure Airport 
Result.Flight Crew : Requested ATC Assistance / Clarification 
Result.Flight Crew : Regained Aircraft Control 
Result.Flight Crew : Became Reoriented 
Result.Air Traffic Control : Provided Assistance 

Assessments 

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

Narrative: 1 

I arrived at the airport from San Francisco and although there was a cloud deck at 
approximately 600 FT I had noted a number of holes, which I had deemed 
sufficient to fly through and get on top for VFR conditions. In checking the 
conditions for the route the conditions were showing overcast at 600 FT with 8 
miles of visibility in the bay area and clear to the south and east with 12,000 few in 
the central valley. I had made the trip the day before under the same conditions 
with no issue. As I was looking to plan my route, I saw that there was a hole with 
clear sunlight over Coyote Hills, which meant asking for a special VFR clearance 
with a cement plant departure and climbing on top as soon as I reached the hole. 
This was exactly what I had done the day before. In the worst case I had 8 miles of 
visibility so even with the low ceiling I could always make a u-turn and come back 
to the airport if there was a problem. I performed the normal preflight and asked 
for my clearance from the Tower. Once I received this I taxied to the run up area 
and when I was ready I asked for a clearance.  
 
Just as I was taxiing onto the runway I was stopped by a large goose standing right 
on the 12 numbers which initiated a dialog with the Tower. Eventually the goose 
left the runway and I taxied onto the runway for a cement plant take off. In the 
time I was in the run up and paying attention to the goose I had not noticed that 
the conditions were changing rapidly and that the fog was moving very swiftly. 
Once I took off and made a 20-degree turn off the end of the runway, as is the 
normal procedure and then proceeded to turn towards the cement plant. At this 
point I was at approximately 400 FT and noticed there were a number of clouds 
below 600 FT that I needed to avoid. I began to weave around the clouds when the 
Tower called and inquired about my strange flight and if all was ok. I indicated that 
I was avoiding clouds and all was fine. At this time the Tower called to hand me 
NCT Approach. At about the same time I lost sight of the cement plant and the hole 
I was flying towards. The situation was rapidly getting worse. At that time I decided 
to turn back to San Carlos and radioed my intentions to the Tower.  
 
I told the Tower that I was turning back due to the clouds and proceeded to turn 
into a cloud. What I had not realized was the 8 miles of visibility had closed to 0 
behind me within a matter of minutes. I was in a cloud with no visibility in any 
direction. I told the Tower of my situation and tried to descend and see if I could 
get below the clouds. I was at 300 FT and could not see the water below me and 
remembered the power lines so I began a steep climb. I then tried turning left and 
right to see if I could find any visual reference. At this point being a VFR pilot in a 



cloud with complete white out conditions and no clue which way to go I began to 
panic. I tried to fly the plane and when I looked at the instruments I was 
descending at a rapid rate completely uncoordinated and given my height above 
the water did not have much time before I would crash. I stopped the descent at 
about 200 FT and remembered my flight instructor telling me to stare at the 
instruments, as you will have no idea what you are doing otherwise. I can honestly 
say that until I stared at the gauges I did not realize I was turning at a 45-degree 
bank while slipping. I immediately began to stabilize the plane and was reporting to 
the Tower my altitude to make sure there was no traffic that would be a factor.  
 
Once the plane was stable I began to fly coordinated with the instruments and 
realized that I had no clue of where I was and certainly could not find the airport. I 
decided to try and get the GPS set so I could use the moving map however after 5 
tries it would not accept my input of direct to San Carlos this may have been due to 
my hitting the wrong buttons in my state or a problem with the GPS. I was lost 
over the bay in the clouds with traffic and obstacles all around. The Tower was 
talking to me almost constantly and asking if I could see anything I reported that I 
was in total white out conditions. He asked if I was IFR certified and I reported I 
was not. He reported I was just about over Coyote Hills and that I should fly a 
westerly heading. I began to turn however I was still lost. I flew the heading and 
he told me there was an instructor in the Tower to help. He had me verify my 
altimeter with his and the heading I was flying at that point he directed me to fly a 
heading and report when I can see anything. I flew that heading for what seemed 
an eternity however could not have been more than a couple of minutes. Eventually 
the ground below came into sight. I reported seeing the power lines and was able 
to make sure I was above them however I still could not see the airport. I kept 
flying and then the 101 highway appeared almost instantly. I reported the highway 
in sight and then the airport. At that point there was a large hole above the airport 
and there was very good visibility and not a problem to land.  
 
I made my go no go decision without paying attention to how fast the conditions 
were changing. As my Hobbs meter indicted .6 from the time I started the 
conditions went from 600 with 8 miles visibility to complete white out within 
minutes. The visual reference points all disappeared including the ones behind me 
that would get me back to the airport in case I could not go forward. From a risk 
management standpoint the margin for error with a 600-foot ceiling was too 
narrow. In looking back the questions I should have asked myself were  
 
1. What is the margin for error in this situation?  
2. What are the consequences of failure if I am wrong? Given the answer to 1 is 
600 FT with power lines below and clouds all around the answer is very little. The 
answer to 2 is I will end up in a cloud and likely to crash into the Bay. An easy 
answer in hindsight I should have stayed on the ground. 

Synopsis 

Pilot departing SQL on a special VFR clearance reports inadvertently entering IMC 
and initially losing control. Control is regained using flight instruments and 
assistance from ATC is requested. With ATC assistance the reporter returns to VMC 
and a visual approach and landing is accomplished at SQL. 

  



 

ACN: 992359 (19 of 50) 

Time / Day 

Date : 201201 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.Airport : RFD.Airport 
State Reference : IL 
Altitude.MSL.Single Value : 2800 

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility : Haze / Smoke 
Light : Daylight 

Aircraft 

Reference : X 
Aircraft Operator : FBO 
Make Model Name : SR22 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : None 
Mission : Ferry 
Flight Phase : Cruise 
Route In Use : Direct 
Airspace.TFR : LAW ENFORCEMENT 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : FBO 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Commercial 
Qualification.Flight Crew : Flight Instructor 
Experience.Flight Crew.Total : 3150 
Experience.Flight Crew.Last 90 Days : 89 
Experience.Flight Crew.Type : 219 
ASRS Report Number.Accession Number : 992359 
Human Factors : Situational Awareness 
Analyst Callback : Completed 

Events 

Anomaly.Airspace Violation : All Types 
Anomaly.Deviation - Procedural : FAR 
Detector.Person : Flight Crew 



When Detected : Routine Inspection 
Result.Flight Crew : Became Reoriented 

Assessments 

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

Narrative: 1 

The aircraft owner and I had flown to his home airport that morning and I flew the 
aircraft solo on a north heading back to our FBO for servicing. Prior to his picking 
me up, I checked the FAA national map showing Temporary Flight Restrictions to 
see if anything would affect the ferry flight. I also checked local NOTAMs for the 
departure and destination airports, which is something I always do before such 
flights. No TFRs were indicated on the map along the route I was to fly. Enroute 
from Illinois, I followed the direct route as indicated on the GPS, flying between 
2,500 and 2,900 FT. Somewhere near the state line, the traffic watch on the 
aircraft indicated 2 or 3 aircraft ahead of my position, near and below my altitude. I 
altered my course to the left and did a slight climb, which seemed to be the best 
course of action at the time, as some of the traffic appeared to be descending to a 
nearby airport that was off to my right. It was hazy at altitude and difficult to 
visually see traffic, so I relied heavily on the traffic watch screen for avoidance. The 
rest of the 35-minute flight was uneventful. 
 
When I was preparing for a subsequent flight an hour later, I again checked the 
TFR map but for some reason I also pulled up the accompanying list and spotted 
one for northern Illinois, near the state line, 31 NM northeast of the Rockford VOR. 
It was posted by local law enforcement earlier in the day for a cadaver search in 
the area, and the TFR was for a 6-mile ring below 3,000 FT. I realized I might have 
inadvertently flown into the designated search area when I altered course for 
traffic, potentially interfering with said operations and causing a traffic hazard. I 
also realized that the TFR map has limitations in that it does not necessarily mark 
every single TFR. I plan to improve my preflight planning by checking multiple 
sources for TFR's. 

Callback: 1 

The reporter states that the aircraft had the capability to receive TFR updates to 
the map display in flight but it may not have been operating at the time. 

Synopsis 

SR22 pilot discovers after a flight that she may have penetrated a law enforcement 
TFR earlier in the day. The FAA map did not display the TFR but a NOTAM did exist. 

  



 

ACN: 991815 (20 of 50) 

Time / Day 

Date : 201201 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Relative Position.Distance.Nautical Miles : 10 
Altitude.MSL.Single Value : 3000 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility.Visibility : 1 
Light : Dusk 
Ceiling.Single Value : 400 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : ZZZ 
Aircraft Operator : Government 
Make Model Name : Baron 58/58TC 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Initial Approach 
Route In Use : Vectors 
Airspace.Class C : ZZZ 

Component 

Aircraft Component : GPS & Other Satellite Navigation 
Aircraft Reference : X 
Problem : Improperly Operated 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Government 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Experience.Flight Crew.Total : 10000 
Experience.Flight Crew.Last 90 Days : 90 
Experience.Flight Crew.Type : 4000 



ASRS Report Number.Accession Number : 991815 
Human Factors : Human-Machine Interface 
Human Factors : Situational Awareness 
Human Factors : Other / Unknown 
Human Factors : Distraction 

Events 

Anomaly.ATC Issue : All Types 
Anomaly.Deviation - Altitude : Excursion From Assigned Altitude 
Anomaly.Deviation - Track / Heading : All Types 
Anomaly.Deviation - Procedural : Clearance 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Flight Crew : Returned To Clearance 
Result.Flight Crew : Became Reoriented 

Assessments 

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

Narrative: 1 

Inbound [for landing], checked in and reported information W: 400 FT OVC 1.25 
visibility; although later it was reported as 400 FT OVC and 0.75 mile visibility. Was 
told to expect ILS Runway XXL, but will "pass on your request for XXR to the next 
Controller" (unsolicited; the Controller knew where we park). Turned over to Final 
Controller [who] said XXL would be faster due to traffic on the right side. Vectored 
on downwind and base, then given intercept heading inside the IF, cleared for ILS 
XXL, and given a descent to an intermediate altitude to maintain until established 
on the final approach course. Aircraft was being flown through the autopilot and 
Garmin 1000. The autopilot was initially in heading and altitude hold; later in 
approach mode. With the LOC coming alive, the same Controller offered XXR. I 
accepted and was given vector to turn right to intercept XXR localizer. With the 
about 20-30 KT left crosswind, shot right through the XXR localizer before it was 
tuned up. Controller then gave vector for a left turn to re-intercept. Unfortunately, 
localizer was inadvertently left tuned to XXL. When finally captured, aircraft was on 
the localizer for the wrong (XXL) runway. Complicating the directional issues was 
the assignment to descend to and maintain a preliminary altitude until established 
on the final approach course, so as to cross the FAF at 1,800 FT for XXL or 2,200 
FT for XXR. With the distraction and confusion of changing the approach procedure, 
altitude control was imprecise and may have resulted in significant deviations. With 
yet another vector, and selecting the correct procedure/localizer frequency, aircraft 
was finally stabilized on the correct (XXR) approach just inside the final approach 
fix. Conclusions: Accepting the challenge of switching runways in IMC between the 
IF and FAF is probably not a good idea. Automation dependency was a factor with 
the Garmin 1000. Be wary of too much "help" from controllers. 

Synopsis 

A BE58 pilot was given a late runway change vector while flying on autopilot with a 
GPS. The pilot became distracted after failing to select the new ILS frequency, 
which resulted in confusion and additional vectors. 



 

ACN: 991347 (21 of 50) 

Time / Day 

Date : 201201 
Local Time Of Day : 0001-0600 

Place 

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

Aircraft 

Reference : X 
Aircraft Operator : Air Carrier 
Make Model Name : A320 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 121 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Parked 

Component 

Aircraft Component : GPS & Other Satellite Navigation 
Aircraft Reference : X 

Person 

Reference : 1 
Location Of Person : Hangar / Base 
Reporter Organization : Air Carrier 
Function.Flight Crew : Captain 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Experience.Flight Crew.Total : 16300 
Experience.Flight Crew.Last 90 Days : 225 
Experience.Flight Crew.Type : 5060 
ASRS Report Number.Accession Number : 991347 
Human Factors : Situational Awareness 
Analyst Callback : Attempted 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Deviation - Procedural : MEL 
Anomaly.Deviation - Procedural : FAR 
Detector.Person : Flight Crew 
When Detected : Aircraft In Service At Gate 
Result.Flight Crew : Became Reoriented 

Assessments 



Contributing Factors / Situations : Aircraft 
Contributing Factors / Situations : Company Policy 
Primary Problem : Company Policy 

Narrative: 1 

Was approached in flight operations by a fellow Captain who wanted to provide me 
information about the aircraft I was to fly. It seems there are several aircraft in the 
Airbus fleet that have GPS installed, BUT IT IS NOT CONNECTED. She discovered 
this one day by pushing the Data button on the FMC and looking at the GPS data 
on an aircraft in flight. The data displayed was not there, indicating no GPS. That 
was this aircraft. According to her, she spent considerable time talking with 
Dispatch and Maintenance Control. She filed a report with her concerns and 
discoveries. She was told a bulletin would perhaps be issued. After speaking with 
this Captain, I called Dispatch and Maintenance Control. I had a lengthy discussion 
with them about the issue. He said there was a prior Captain a couple weeks ago 
who brought up the same issue (probably the one I talked with). After much 
discussion and digging he also found that THE PRIOR NIGHT the GPS had been 
connected on my aircraft, so all the navigation systems were fully operational for 
my flight into Mexico. He indicated that the Airbus fleet put out the GPS guidance 
prematurely, with no definite plans to connect the GPS on several aircraft. I 
thanked him for his time, went to the aircraft in the International terminal, and 
pushed back late.  
 
Enroute I asked Maintenance Control to ACARS me the aircraft that do not have 
GPS connected. There are currently eight aircraft in this category. According to the 
Flight Manual and the Airbus fleet, all aircraft now have GPS. Accordingly, pilot 
procedures have changed in the Flight Manual to reflect this. For example, we no 
longer have to load a runway shift for an intersection takeoff. Also, we no longer 
are required to perform a Nav Accuracy Check prior to the approach and arrival: 
GPS is installed on all the aircraft. This situation raises some questions in my mind: 
It appears that the Company has been dispatching aircraft without GPS (installed 
but not connected) on many revenue flights, both domestically and into Mexico. For 
these flights, nowhere on the release, flight plan, maintenance history, etc., is it 
documented that GPS is inoperative. The Captain is not informed of this inoperative 
equipment, yet signs the release. Is this legal per the FAR's? Pilots on these flights 
are conducting Normal Procedures per the FM that assume GPS is working on all 
Airbus aircraft. These flight crews have no idea that GPS is inoperative. Is this 
legal? --Maintenance Control responded via ACARS that the inoperative GPS 
wouldn't be on the flight plan, but if you were dispatched to an airport with only a 
GPS approach, dispatch would get you a different aircraft. However, we fly RNAV 
approaches on the line, and legally can do so. According to the FM, GPS is required 
for RNAV approaches. Have these aircraft flown RNAV approaches without an 
operative GPS? Maybe I am not informed or missing some information, but it 
appears that some questionable operations are being performed in the Airbus fleet. 
It would seem to me that when an aircraft is missing a key piece of navigational 
equipment, it should be properly documented and accounted for (CDL/MEL), with 
the crew being informed and following any "Flight Crew" procedures per the MEL. 
This doesn't seem to be the case. 

Synopsis 



An A320 Captain discovered that although all of his Company's airbus aircraft have 
GPS installed, not all of the systems have been connected. The Flight Manual does 
not reflect this and appropriate MEL actions are not being accomplished. 

  



 

ACN: 991277 (22 of 50) 

Time / Day 

Date : 201201 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.Airport : JYO.Airport 
State Reference : VA 
Relative Position.Angle.Radial : 360 
Relative Position.Distance.Nautical Miles : 3 
Altitude.MSL.Single Value : 2500 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : PCT 
Aircraft Operator : Personal 
Make Model Name : Cessna Aircraft Undifferentiated or Other Model 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : None 
Mission : Personal 
Nav In Use : GPS 
Flight Phase : Initial Climb 
Route In Use : Direct 
Airspace.Class E : PCT 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Sport / Recreational 
Experience.Flight Crew.Total : 95 
Experience.Flight Crew.Last 90 Days : 3 
Experience.Flight Crew.Type : 2 
ASRS Report Number.Accession Number : 991277 
Human Factors : Human-Machine Interface 
Human Factors : Situational Awareness 
Human Factors : Confusion 

Events 

Anomaly.Airspace Violation : All Types 
Anomaly.Deviation - Track / Heading : All Types 
Anomaly.Deviation - Procedural : Published Material / Policy 
Detector.Person : Passenger 
Detector.Person : Air Traffic Control 



When Detected : In-flight 
Result.Flight Crew : Returned To Clearance 
Result.Flight Crew : Exited Penetrated Airspace 
Result.Air Traffic Control : Issued Advisory / Alert 

Assessments 

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

Narrative: 1 

After completing checkout on the C162, I loaded up with a passenger for a flight to 
TEB. I have completed all of my flights to date near or within the SFRA and had a 
FRZ clearance, but this was my first time using the Leesburg maneuvering area as 
a solo pilot. I was familiar with the procedures and squawked the egress code, 
intending to request flight following once cruising. I intended to fly directly north 
from JYO until clear of the SFRA as shown on the Garmin G300 glass panel moving 
map GPS. I allowed my passenger, a student pilot, to assist with navigation and 
before departure, assisted him in inputting TEB as the destination. As we flew 
north, I allowed the passenger to utilize the G300 secondary display as well as 
Foreflight on his iPhone. Unbeknown to me until after the incident, the G300 was 
on the "weather" screen rather than the normal moving map GPS display. The 
weather screen displays the Class B rings but does not display the SFRA ring or the 
Leesburg maneuvering area. I mistakenly remembered from my preflight, however, 
that once I was past the second Class B ring I could turn toward TEB and clear the 
SFRA. In reality, this took me on a path that entered 1 mile into the SFRA. After 
clearing the second ring, I turned to direct TEB heading. Shortly after turning, I 
heard Potomac Control on the Guard frequency alerting the aircraft egressing 
Leesburg that they were entering the SFRA and to turn north. I replied and 
complied immediately. The passenger indicated afterward that he thought I might 
be leaving the maneuvering area based on what he saw on Foreflight but didn't say 
anything out of deference and hesitation. I informed him that he should never 
hesitate to highlight a potential error to a pilot. While the G300 is a standard 
Garmin system and easy to use, I should have taken the time to display the desired 
screen before departure. Additionally, I should have input a waypoint clear of the 
SFRA to display a flightplan that would have clearly marked the necessary flight 
path. Finally, while moving map GPS greatly aids navigation, I should have 
established a clear visual landmark to remain clear of the SFRA. Highway 15 and 
the river island at Point of Rocks, MD provide an excellent landmark and I will use 
them in the future. Garmin might consider displaying the SFRA boundaries in 
addition to B/C/D airspace by default on the weather screen in addition to the 
moving map. 

Synopsis 

C162 pilot reports misinterpreting his Garmin300 while departing the DC SFRA to 
the north and exiting the Leesburg maneuvering area. ATC announces the error on 
guard and the reporter turns back on course. 

  



 

ACN: 991216 (23 of 50) 

Time / Day 

Date : 201201 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.ATC Facility : ZNY.ARTCC 
State Reference : NY 
Altitude.MSL.Single Value : 5000 

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility : Turbulence 
Weather Elements / Visibility.Visibility : 6 
Ceiling.Single Value : 3000 
RVR.Single Value : 5000 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZNY 
Aircraft Operator : Corporate 
Make Model Name : Citation III, VI, VII (C650) 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Initial Climb 
Route In Use.SID : RUUDY FOUR 
Airspace.Class B : EWR 

Component 

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

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Corporate 
Function.Flight Crew : First Officer 
Function.Flight Crew : Pilot Not Flying 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Instrument 



Experience.Flight Crew.Total : 4300 
Experience.Flight Crew.Last 90 Days : 50 
Experience.Flight Crew.Type : 260 
ASRS Report Number.Accession Number : 991216 
Human Factors : Training / Qualification 
Human Factors : Situational Awareness 
Human Factors : Human-Machine Interface 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Deviation - Track / Heading : All Types 
Anomaly.Deviation - Procedural : Clearance 
Anomaly.Deviation - Procedural : Published Material / Policy 
Detector.Person : Flight Crew 
Detector.Person : Air Traffic Control 
When Detected : In-flight 
Result.Flight Crew : Returned To Clearance 
Result.Flight Crew : Became Reoriented 
Result.Air Traffic Control : Issued Advisory / Alert 
Result.Air Traffic Control : Issued New Clearance 

Assessments 

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

Narrative: 1 

I was acting as SIC and pilot not flying on this flight from TEB. Our assigned route 
was TEB RUUDY FOUR LANNA J48... After entering the flight plan into our FMS I 
expressed concern that we were unable to view the RUUDY FOUR departure 
procedure waypoints in the FMS even though we had selected the RUUDY FOUR 
departure procedure when the unit prompted us. For a backup and great situational 
awareness in case the FMS malfunctions during the initial climb, I manually entered 
the RUUDY FOUR waypoints into an aviation program Foreflight on an iPad. With an 
external GPS, I am able to view the aircraft's position in real time on a map. After 
departure, the Captain began to execute the RUUDY FOUR departure procedure. 
Upon reaching TASCA and climbing through about 3,000 MSL, I noticed on the FMS 
the current waypoints in progress was Runway 24-LANNA. This was not correct; the 
FMS had dropped the departure procedure and had the flight director tracking a 
course from the runway to LANNA which was further southwest on our route. 
Meanwhile, I am watching our aircraft's position parallel and drift further south and 
southeast of our required course on my iPAD. I encouraged the Captain to fly 
heading 280 for a longer period of time to prevent drifting and reach RUUDY before 
turning southwest to LANNA, but he was confused and continued to fly about a 240 
degree heading towards LANNA. During this time, New York Center asks to state 
our heading and if we were flying the RUUDY FOUR. ATC then issues us a heading 
of 280 to fly and begins questioning what procedure we were flying and when I 
have time, to study the RUUDY FOUR. I responded appropriately to fly heading 280 
and confirmed we were flying the RUUDY FOUR. To prevent this from occurring 
again, I will ensure the FMS is functioning properly and will be more firm and 
urgent with the PIC regarding the aircraft's position and route of flight. 

Synopsis 



CE650 First Officer reports a track deviation during the RUUDY 4 departure from 
TEB. The FMC did not appear correct prior to departure and was steering the 
aircraft to LANNA after TASCA. ATC commented and corrected the course. 

  



 

ACN: 988349 (24 of 50) 

Time / Day 

Date : 201201 
Local Time Of Day : 1801-2400 

Place 

Altitude.MSL.Single Value : 41000 

Environment 

Flight Conditions : VMC 
Ceiling : CLR 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Fractional 
Make Model Name : Citation X (C750) 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 91 
Mission : Passenger 
Flight Phase : Cruise 
Airspace.Class A : ZZZ 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Fractional 
Function.Flight Crew : Pilot Not Flying 
Function.Flight Crew : First Officer 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
ASRS Report Number.Accession Number : 988349 
Human Factors : Human-Machine Interface 
Human Factors : Situational Awareness 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Flight Crew : Requested ATC Assistance / Clarification 
Result.Air Traffic Control : Issued New Clearance 
Result.Air Traffic Control : Provided Assistance 

Assessments 

Contributing Factors / Situations : Manuals 
Contributing Factors / Situations : Human Factors 



Contributing Factors / Situations : Aircraft 
Primary Problem : Aircraft 

Narrative: 1 

Equipment failures resulted in navigation and heading errors that required no-gyro 
vectors to final approach at planned destination. Weather was clear sky and 
unlimited visibility for duration of flight and the left seat was the pilot flying. 
Approximately 15 minutes after level off at FL410, IRS-1 began to drift from the 
aircraft's blended solution of lateral position. Maximum drift indications from the 
FMS indicated a drift rate of >10 and a total drift of 71 NM after 30 minutes. 
Additionally, wind speed and direction from IRS-1 were highly irregular in bearing 
and strength. We considered re-aligning IRS-1 and reviewed the checklist. Instead, 
we decided to monitor IRS-1 and utilized PFD SEL-right for the A-Autopilot to follow 
guidance since IRS-2's navigation was operating normally. One hour and 15 
minutes after the first indications, the drift improved from 71 NM to 4.9 NM with 
drift rate of 1.0. A few minutes later, IRS-1 drifted back out again (ultimately back 
to 70 nm+). Ten minutes later IRS-2 drifted to 12.0 NM and increasing with 
subsequent FMS messages saying GPS-1 and GPS-2 FAILED. Max drift indications 
for IRS-2 reached 49 NM and 25 NM for both GPS-1 and GPS-2. When IRS-2 
started to drift, we informed ATC of our predicament and that we were not RVSM 
capable. Additionally, we requested to join the J10 airway between OBH and DSM 
VORTAC's in order to follow raw-data (green needles) between the two stations and 
an altitude block of FL410 to FL430 to begin realignment of both IRS's. We 
descended about 250 FT when IRS alignment began while flying on standby gauges 
for 20-30 seconds IAW with the checklist (DUAL IRS FAILURE). We attempted to 
update the true heading in the FMS (button 3R on the IRS status page) from the 
magnetic compass but primary headings were about 20-30 degrees off in flight. 
Neither IRS returned to display lateral (lat-long) position information for the 
remainder of the flight. We continued to navigate point-point using the green 
needles; however, due to our lack of confidence in our heading system, we 
requested no-gyro vectors for a visual approach during arrival to our destination. 
On final approach and during landing rollout on Runway 31C, the primary headings 
read 275 degrees (magnetic compass was oscillating +/-10 degrees from 310). We 
confirmed the Standby-PWR switch was on throughout the flight and there were no 
off-flags on the PFD's/MPD's.  
 
We recommend the following for further investigation: -Review IRS in flight 
alignment checklist for completeness (DUAL IRS FAILURE and IN FLIGHT 
ALIGNMENT OF ONE IRS; during an in flight alignment, the current checklist directs 
to set IRS to ATT position and remain there (not return back to NAV mode). Based 
on system descriptions in the Cessna Operating Manual (OM) Model 750 and our 
Initial Pilot Training Manual (IPTM), the IRS will not regain alignment until the IRS 
rotary knob is placed in the OFF position for at least 3 seconds then NAV (ref: 
Cessna OM, pg 3-83 and our IPTM). The current checklist may be incomplete. 

Synopsis 

CE750 First Officer described a dual IRS/GPS failure at FL410 and attempted 
realignment, which is unsuccessful. Flight continues to destination with ATC 
assistance. 

  



 

ACN: 987840 (25 of 50) 

Time / Day 

Date : 201201 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : BOS.Airport 
State Reference : MA 
Relative Position.Angle.Radial : 040 
Relative Position.Distance.Nautical Miles : 010 
Altitude.AGL.Single Value : 3000 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : A90 
Aircraft Operator : Air Carrier 
Make Model Name : B737-800 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 121 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Final Approach 
Route In Use : Visual Approach 
Airspace.Class B : BOS 

Component : 1 

Aircraft Component : VHF 
Aircraft Reference : X 
Problem : Failed 

Component : 2 

Aircraft Component : Navigational Equipment and Processing 
Aircraft Reference : X 
Problem : Malfunctioning 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Carrier 
Function.Flight Crew : Captain 
Function.Flight Crew : Pilot Flying 
Qualification.Flight Crew : Air Transport Pilot (ATP) 



Experience.Flight Crew.Total : 11000 
Experience.Flight Crew.Last 90 Days : 200 
Experience.Flight Crew.Type : 1317 
ASRS Report Number.Accession Number : 987840 
Human Factors : Situational Awareness 
Human Factors : Training / Qualification 
Human Factors : Human-Machine Interface 
Human Factors : Workload 
Human Factors : Confusion 
Human Factors : Distraction 
Human Factors : Troubleshooting 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Deviation - Procedural : Other / Unknown 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Flight Crew : Became Reoriented 
Result.Aircraft : Automation Overrode Flight Crew 

Assessments 

Contributing Factors / Situations : Manuals 
Contributing Factors / Situations : Company Policy 
Contributing Factors / Situations : Aircraft 
Primary Problem : Aircraft 

Narrative: 1 

Enroute to BOS, #2 Navigation radio head failed [to] tune. The new frequency on 
the right side would change but would not switch to the active side. Since the left 
ILS frequency could not be set, the RNAV (GPS) 22L was selected, briefed, 
requested and flown. When we were cleared for the approach, the approach mode 
would not select. Despite numerous attempts to select approach, no guidance was 
achieved. Fortunately, we were in VFR conditions and an uneventful visual 
approach to touchdown was flown. The FOM briefing flow charts and briefing cards 
were utilized during the brief. Neither the First Officer nor I could figure out why 
the approach mode would not engage. A maintenance entry was made but the 
autopilot systems checked normally. I still have no idea why the approach was not 
successful. Systems training on the 737 is poor to nonexistent. I feel ill equipped to 
understand or predict what the aircraft will do in any degraded system mode. A 
modern multimedia systems training course should be designed and implemented 
to increase pilot systems knowledge of the aircraft.  

Synopsis 

A B737-800 Captain reported that the number 2 NAV radio head failed precluding 
an ILS and subsequently the APP mode would not arm for the RNAV (GPS) 
approach so a visual approach was completed.  

  



 

ACN: 986988 (26 of 50) 

Time / Day 

Date : 201112 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.ATC Facility : SCT.TRACON 
State Reference : CA 
Relative Position.Distance.Nautical Miles : 18 
Altitude.MSL.Single Value : 5000 

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility.Visibility : 50 
Light : Daylight 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : SCT 
Aircraft Operator : Personal 
Make Model Name : Cessna Single Piston Undifferentiated or Other Model 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Personal 
Flight Phase : Cruise 
Route In Use : Direct 
Airspace.Special Use : R2503 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Captain 
Function.Flight Crew : Pilot Flying 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Private 
Qualification.Flight Crew : Instrument 
Experience.Flight Crew.Total : 4500 
Experience.Flight Crew.Last 90 Days : 35 
Experience.Flight Crew.Type : 1100 
ASRS Report Number.Accession Number : 986988 
Human Factors : Confusion 
Human Factors : Communication Breakdown 
Communication Breakdown.Party1 : ATC 
Communication Breakdown.Party2 : Flight Crew 



Events 

Anomaly.Airspace Violation : All Types 
Anomaly.ATC Issue : All Types 
Anomaly.Deviation - Track / Heading : All Types 
Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Deviation - Procedural : Clearance 
Detector.Person : Air Traffic Control 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Air Traffic Control : Issued New Clearance 

Assessments 

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

Narrative: 1 

Departed the Bay Area, cleared via airways to AVE VOR, then direct L18. Upon 
hand off to LA Center, clearance was amended to via SLI VOR, OCN VOR, direct. I 
noted that this routing took me through Camp Pendleton's R2503 (multiple 
sectors), but since IFR, I presumed ATC would handle coordination, or perhaps the 
restricted area was cold. After hand off to the SOCAL sector overlying L18, I arrived 
at OCN VOR, and turned direct L18. About five minutes later, SOCAL called, asking 
me where I was going? I replied that I was cleared OCN direct L18. SOCAL 
responded, somewhat agitatedly, that I was in the restricted area and gave me a 
90 degree right turn to clear the restricted area. I complied and asked him how he 
thought I was cleared? SOCAL replied that he didn't know, but not through the 
restricted area. I guess that made two of us that didn't know what my clearance 
was SUPPOSED to be, not a good circumstance. I then received a clearance direct 
L18, once direct would keep me clear of the restricted area. The Controller advised 
I was on a three mile downwind, did I have the airport in sight? I replied negative, 
I was unfamiliar with the airport, and was planning the GPS 18 Approach. SOCAL 
replied that the ONLY approach available was the visual, so I had to see the airport. 
I advised SOCAL that I didn't see a NOTAM, either published or in my briefing, that 
made the approach unavailable. SOCAL did not reply. I remain curious as to how I 
could have been on a visual approach though never having been notified by SOCAL 
that I was on a visual approach. I guess I was meant to infer that from his question 
about whether I saw the airport. SOCAL advised that I had flown past the airport, 
so I turned back toward the airport as illustrated by my IFR-approved GPS. SOCAL 
complained that I could not turn since I was on an IFR clearance. Made we wonder 
what happened to that IFR clearance when I was flying through the restricted area, 
apparently unbidden. I then canceled IFR, and continued toward the airport, 
spotting it when about 2 miles away, and 3,000 AGL above. I descended in the 
pattern, in coordination with other pattern traffic, and landed uneventfully.  

Synopsis 

General Aviation pilot described a very confused event regarding an IFR flight into 
L18 while being handled by SCT. Pilot indicating possible entry into a restricted 
area because of the IFR routing and confusion regarding a Visual Approach.  

  



 

ACN: 986985 (27 of 50) 

Time / Day 

Date : 201201 
Local Time Of Day : 0001-0600 

Place 

Locale Reference.Airport : TEB.Airport 
State Reference : NJ 
Relative Position.Distance.Nautical Miles : 10 
Altitude.MSL.Single Value : 2560 

Environment 

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

Aircraft 

Reference : X 
ATC / Advisory.TRACON : N90 
Aircraft Operator : Corporate 
Make Model Name : Citation II S2/Bravo (C550) 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Initial Climb 
Route In Use.SID : RUUDY 4 
Airspace.Class B : EWR 
Airspace.Class D : TEB 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Corporate 
Function.Flight Crew : Pilot Not Flying 
Function.Flight Crew : First Officer 
Qualification.Flight Crew : Flight Engineer 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Commercial 
Qualification.Flight Crew : Instrument 
Experience.Flight Crew.Total : 2600 
Experience.Flight Crew.Last 90 Days : 100 
Experience.Flight Crew.Type : 90 
ASRS Report Number.Accession Number : 986985 
Human Factors : Distraction 
Human Factors : Situational Awareness 
Human Factors : Workload 



Human Factors : Communication Breakdown 
Communication Breakdown.Party1 : Flight Crew 
Communication Breakdown.Party2 : Flight Crew 

Events 

Anomaly.Flight Deck / Cabin / Aircraft Event : Other / Unknown 
Anomaly.Deviation - Altitude : Crossing Restriction Not Met 
Anomaly.Deviation - Altitude : Overshoot 
Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Deviation - Procedural : Clearance 
Detector.Person : Air Traffic Control 
Were Passengers Involved In Event : N 
When Detected : In-flight 
Result.Flight Crew : Returned To Clearance 
Result.Air Traffic Control : Issued Advisory / Alert 

Assessments 

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

Narrative: 1 

While flying the RUUDY 4 departure, upon reaching TASCA the pilot flying reached 
approximately 2,560 FT before ATC instructed the aircraft to descend back down to 
2,000 FT. At the time of the incident I was acting as the pilot not flying and was 
simultaneously talking to ATC and programming the GPS. The correct altitude of 
2,000 FT was properly entered into the altitude selector and the flight director was 
operational and indicating accurately. The departure procedure along with specific 
altitudes were discussed thoroughly prior to departure and all company procedures 
and call outs were made in accordance with the company's general operations 
manual.  
 
I believe this event to be the direct result of both pilot negligence and the Captain's 
poor Crew Resource Management [CRM] skills. I feel additional training with 
emphasis on CRM could prevent this from happening again. 

Synopsis 

A Citation First Officer reported his Captain failed to cross TASCA at 2,000 FT as 
required by the RUUDY SID from TEB. 

  



 

ACN: 986656 (28 of 50) 

Time / Day 

Date : 201112 
Local Time Of Day : 1801-2400 

Place 

Locale Reference.Airport : MIA.Airport 
State Reference : FL 

Environment 

Flight Conditions : VMC 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZMA 
Aircraft Operator : Air Carrier 
Make Model Name : MD-80 Series (DC-9-80) Undifferentiated or Other Model 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 121 
Flight Phase : Descent 
Airspace.Class A : ZMA 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Carrier 
Function.Flight Crew : First Officer 
Function.Flight Crew : Pilot Flying 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
ASRS Report Number.Accession Number : 986656 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Detector.Automation : Aircraft Other Automation 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.General : Maintenance Action 
Result.Flight Crew : Requested ATC Assistance / Clarification 
Result.Air Traffic Control : Issued New Clearance 
Result.Air Traffic Control : Provided Assistance 

Assessments 

Contributing Factors / Situations : Aircraft 
Primary Problem : Aircraft 

Narrative: 1 



While on FISEL 2 arrival at intersection FATHR with First Officer flying and autopilot 
engaged, we got a heading comparator indication on both FMA's. Shortly there 
after the First Officer map failed and displayed HDG in red. The autopilot kicked off 
and I hand flew the aircraft. The heading flag and map reset only to fail within a 
few minutes and not reset. We had decided that the Captain should fly the 
remainder of the leg due to the First Officer map and heading malfunction being 
intermittent. I transferred control of the aircraft to the Captain and ATC gave us 
proceed direct to JALOP. At this time the Captain had no fail indications but no 
waypoints or data were on his MFD after the positive transfer of controls. The 
Captain advised ATC of the situation and asked for heading vectors off the arrival 
and ATC complied with our request. All other indications were normal. While the 
Captain flew the aircraft, I ran the appropriate QRC checklist which led us to 
attempt a reset on the Number 2 gyro. The HDG flag remained and as directed by 
the QRC, I attempted to transfer Captain's data to my MFD without success. At this 
time the Captain's MFD map and way points had reset. We proceeded to a visual 
approach to Runway 27R and my HSI was approximately 100 degrees off from the 
Captain's HSI and the stand-by compass when it displayed a compass rose. While 
on final the Captain's FD command bars stowed themselves all with a positive ID on 
LOC 27 right in both NAV radios. The Captain shot a raw data visual approach and 
landed without further incident. 

Synopsis 

MD83 First Officer describes compass system anomalies during descent resulting in 
map display failure and autopilot disengagement. Captain assumes the flying duties 
while the First Officer attempts to reset the system unsuccessfully. Radar vectors to 
a visual approach are requested and received. 

  



 

ACN: 985624 (29 of 50) 

Time / Day 

Date : 201112 
Local Time Of Day : 1801-2400 

Place 

Locale Reference.ATC Facility : BTV.TRACON 
State Reference : VT 
Altitude.MSL.Single Value : 4100 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : BTV 
Make Model Name : British Aerospace Undifferentiated or Other Model 
Crew Size.Number Of Crew : 2 
Flight Plan : IFR 
Flight Phase : Final Approach 
Route In Use.Other  
Airspace.Class C : BTV 

Person 

Reference : 1 
Location Of Person.Facility : BTV.TRACON 
Reporter Organization : Government 
Function.Air Traffic Control : Departure 
Function.Air Traffic Control : Approach 
Qualification.Air Traffic Control : Fully Certified 
ASRS Report Number.Accession Number : 985624 
Human Factors : Situational Awareness 
Human Factors : Confusion 

Events 

Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Inflight Event / Encounter : CFTT / CFIT 
Detector.Person : Air Traffic Control 
When Detected : In-flight 
Result.Flight Crew : Returned To Clearance 
Result.Air Traffic Control : Issued New Clearance 

Assessments 

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

Narrative: 1 



Aircraft X was cleared for the RNAV Z Runway 33 approach. When the aircraft 
turned from the "T" fix DONGY to join the final approach course at JANUD, the last 
time I saw his Mode C it was at 5,600 FT estimated and then gave me a short LA 
then the target went coast. I issued the low altitude alert and the MVA and told the 
pilot he was RADAR contact lost. The MVA in this area is 5,400 FT and the minimum 
altitude on that segment of the approach is the same. A couple of sweeps after this 
I picked up the primary and then shortly after the beacon which showed an altitude 
of 4,100 FT estimated. What this means is that the aircraft was below this altitude 
before the RADAR began to pick him up again. This is an incredibly dangerous 
situation because he was below the level of nearby mountain peaks in mountainous 
terrain. The closest mountain peak that is depicted was less than three miles away 
with a height of 4,088 FT MSL. When I issued the report, the pilot said something 
along the lines of "it pushed us through." Then when informed that RADAR contact 
was lost he said, "We're climbing." The RADAR picked up the target again within a 
couple of sweeps. I was sure that it was the same target because of the position 
and did not re-identify the aircraft. The aircraft went out for the approach again 
and landed without further incident. While on the ground, during a conversation 
with the pilot on the Ground Control frequency, the pilot informed that the GPS 
never "locked in correctly" or something along those lines. This implies to me that 
the WAAS altitude information was not going through correctly and the pilot was 
under the impression he could descend lower than 5,400 FT. WAAS approaches are 
still fairly new to many pilots and I think some may not fully understand some of 
the issues at hand. This event was scary because I was able to alert the pilot to 
something that his equipment may have been telling him was safe, but was most 
definitely not. This approach is available when the Tower is closed and the Center 
would not normally have maintained communications with the aircraft long enough 
to inform him of the unsafe situation. I believe making this approach not applicable 
when the BTV TRACON is closed is one option, but really the problem in my mind 
has to do with the reliability of the WAAS equipment. 

Synopsis 

BTV Controller reported that an aircraft cleared for the RNAV (GPS) Z Runway 33 
approach descended below depicted altitudes. The pilot indicated that aircraft 
equipment was not properly receiving navigational information. 

  



 

ACN: 984427 (30 of 50) 

Time / Day 

Date : 201112 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.ATC Facility : ZTL.ARTCC 
State Reference : GA 
Altitude.MSL.Single Value : 8000 

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility.Visibility : 30 
Light : Night 
Ceiling.Single Value : 25000 
RVR.Single Value : 12000 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZTL 
Aircraft Operator : Personal 
Make Model Name : Small Aircraft, Low Wing, 1 Eng, Retractable Gear 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Personal 
Nav In Use : GPS 
Flight Phase : Cruise 
Route In Use : Direct 
Airspace.Class E : ZTL 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Commercial 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Instrument 
Experience.Flight Crew.Total : 2900 
Experience.Flight Crew.Last 90 Days : 30 
Experience.Flight Crew.Type : 2400 
ASRS Report Number.Accession Number : 984427 
Human Factors : Communication Breakdown 
Human Factors : Situational Awareness 
Human Factors : Workload 



Human Factors : Confusion 
Communication Breakdown.Party1 : Flight Crew 
Communication Breakdown.Party2 : ATC 

Events 

Anomaly.ATC Issue : All Types 
Anomaly.Deviation - Procedural : Published Material / Policy 
Detector.Person : Flight Crew 
Detector.Person : Air Traffic Control 
When Detected : In-flight 
Result.Flight Crew : Became Reoriented 
Result.Air Traffic Control : Issued New Clearance 

Assessments 

Contributing Factors / Situations : Human Factors 
Contributing Factors / Situations : Chart Or Publication 
Contributing Factors / Situations : Airspace Structure 
Primary Problem : Ambiguous 

Narrative: 1 

I am sending this because of naming issue of an "Arrival" which did not result in 
any problem or conflicts, but to make a recommendation on the naming of that 
arrival. I was on an IFR flight plan at 8,000 FT, about 50 miles south of Atlanta 
VOR (ATL) and outside the Class B. I was in contact with Atlanta Center and 
following a clearance of direct to my destination airport 4A4 (Polk County - 
Cedartown). ATC contacted me for a change in clearance. What I thought I heard 
was "You are cleared to the NANCY Intersection, join V51, direct (4A4)." I had the 
ATC Controller spell out the intersection, which was really NANNC. I entered it in 
the GPS as he spelled it, and it found it immediately so and I replied with "Cleared 
to NANNC (spelling it out), intercept V51, Direct". The NANNC Intersection was 
approximately 40 miles away, so steered toward it. It was at night, so I started 
scanning my Enroute Chart to find the intersection and how it was going to 
intercept V51. I couldn't find either the intersection or V51 nearby (although I was 
familiar with the airway, but couldn't place where), even though my Garmin 530W 
clearly showed the intersection location with no problem. There was only about a 
couple of minutes after receiving this clearance, when the Controller came back and 
said that it wouldn't work, and would give a new one in a couple of minutes. I 
figured it was due the same problem I was having with V51. I suggested that after 
NANNC, go direct to 4A4, which he replied he was working on. About minute later, 
he gave me a new clearance "After NANNC, direct 4A4." This was no problem, so I 
ended my search V51. After the flight, I wanted to know why I couldn't find the 
intersection or V51 on my Enroute Maps right away. When that didn't work, I finally 
figured out that since the GPS found it, it must be on a STAR, SID or Approach 
Plate. It turned out that NANNC is a fix for the "DIFFI ONE ARRIVAL" Atlanta 
arrival. I don't know why I thought I heard "Victor", but the DIFFI ONE, sounded 
like "51", and I don't remember ever hearing the word "Arrival" in the clearance. 
Interesting enough, I repeated the instructions as "After NANNC Intersection, 
intercept V51, then direct", which ATC Controller didn't catch the Victor or the 
missing word "Arrival" either. I guess, by the book, I shouldn't have accepted the 
clearance until I found it on the map, or responded that I couldn't find it, but since 
I clearly had the intersection and almost 20 minutes to find V51, it wouldn't be a 
problem, and the ATC Controller didn't question my reply either. It was resolved so 



quickly, it became a non-issue. Bottom line, I think the name "DIFFI One" sounds 
too close to "51", which started and caused the confusion in the first place, so I 
would recommend that the name be changed. As a side note, on my side, reception 
of ATC radio was very clear, as was the Controller's speech. I had no problem 
understanding instructions. Thank You for your help. 

Synopsis 

A pilot reported confusion about his clearance reroute from ZTL which included the 
words DIFFI ONE which he heard as Victor 51. 

  



 

ACN: 983982 (31 of 50) 

Time / Day 

Date : 201111 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.ATC Facility : ZBW.ARTCC 
State Reference : NH 
Altitude.MSL.Single Value : 37000 

Aircraft : 1 

Reference : X 
ATC / Advisory.Center : ZBW 
Aircraft Operator : Air Carrier 
Make Model Name : B767-300 and 300 ER 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 121 
Flight Plan : IFR 
Flight Phase : Cruise 
Airspace.Class A : ZBW 

Aircraft : 2 

Reference : X 
ATC / Advisory.Center : ZBW 
Aircraft Operator : Air Carrier 
Make Model Name : A380 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 129 
Flight Plan : IFR 
Flight Phase : Cruise 
Airspace.Class A : ZBW 

Person 

Reference : 1 
Location Of Person.Facility : ZBW.ARTCC 
Reporter Organization : Government 
Function.Air Traffic Control : Handoff / Assist 
Qualification.Air Traffic Control : Fully Certified 
ASRS Report Number.Accession Number : 983982 
Human Factors : Other / Unknown 

Events 

Anomaly.ATC Issue : All Types 
Anomaly.Inflight Event / Encounter : Wake Vortex Encounter 
Detector.Person : Air Traffic Control 
Result.General : None Reported / Taken 

Assessments 



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

Narrative: 1 

A B767 reported significant wake turbulence event. He inquired about an A380 
because he was the nearest aircraft to the B767's altitude. The B767 was on a 
crossing course approximately 18 NM miles behind the A380. The A380 was 1,000 
FT above the B767. The B767 was crossing behind the A380 course at a 12 degree 
convergence. The B767 did not appear to have passed through the center-line of 
the A380's flight path when he reported the wake turbulence. The pilot of the B767 
asked if we should have advised him of the potential of wake turbulence in this 
situation, and he asked how ATC would feel if he had requested to deviate from his 
altitude by plus or minus 500 FT. There was more to the discussion on the 
frequency but I had to answer a land line and did not hear the full exchange 
between the B767 and the RADAR Controller. I can not think of any reasonable 
change to prevent this from happening. In this high altitude sector we routinely 
have aircraft much closer than 18 NM in trail, and separated by only 1,000 FT. In 
fact it's not uncommon to have three or four aircraft separated by 1,000 FT and all 
within 5 NM of one another, on the precise same track due to the use of GPS 
navigation. I reported this event since there has been concern about the potential 
for significant wake turbulence behind the Airbus A380. 

Synopsis 

ZBW Controller was advised of a significant wake turbulence encounter by a B767 
passing below and behind an A380 aircraft. 

  



 

ACN: 983927 (32 of 50) 

Time / Day 

Date : 201112 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.Airport : TFFF.Airport 
State Reference : FO 
Relative Position.Distance.Nautical Miles : 2 
Altitude.MSL.Single Value : 1500 

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility.Visibility : 25 
Light : Daylight 
Ceiling.Single Value : 10000 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : TFFF 
Aircraft Operator : Personal 
Make Model Name : PA-34-200 Seneca I 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Personal 
Flight Phase : Initial Climb 
Route In Use : Oceanic 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Private 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Instrument 
Experience.Flight Crew.Total : 1080 
Experience.Flight Crew.Last 90 Days : 12 
Experience.Flight Crew.Type : 250 
ASRS Report Number.Accession Number : 983927 
Human Factors : Confusion 
Human Factors : Communication Breakdown 
Communication Breakdown.Party1 : ATC 
Communication Breakdown.Party2 : Flight Crew 

Events 



Anomaly.ATC Issue : All Types 
Anomaly.Deviation - Track / Heading : All Types 
Anomaly.Deviation - Procedural : Published Material / Policy 
Detector.Automation : Aircraft Terrain Warning 
Detector.Person : Air Traffic Control 
When Detected : In-flight 
Result.Air Traffic Control : Issued Advisory / Alert 

Assessments 

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

Narrative: 1 

When I received my clearance I was given the EMOLA 4E and I had read the 
departure and programmed the GPS. It was clear I had to fly up to 2,000 FT on a 
098 from FOF, then turn right and inbound on [the FOF 142 radial] to FOF, passing 
FOF, I had to follow 326 [radial] of FOF. I was given 7,000 FT. After taxi though, 
Tower called and changed my clearance. After departure turn right direct EMOLA. 
[They] gave me 7,000 FT as climb restriction and the QNE 1013. I thought this 
meant no restriction on takeoff altitude in the turn. I climbed through 1,000 then 
turned right on course. Tower advised me to go to Lamentin Control. Lamentin 
gave me a 270 degree vector. A few minutes later the Controller called me asking if 
I had read the departure procedures. He said I had triggered the low altitude 
alerter, that all departures had to turn only after 2,000 FT. I explained that I had 
indeed but Tower had given me instructions to turn right, I assumed no altitude 
turn restriction. He said, ok I understand, no problem you did turn right not left. I 
learned that next time I am given a change from a standard departure procedure I 
will question the altitude restrictions according to the departure procedure. 

Synopsis 

PA34 pilot reports being initially cleared via the EMOLA 4E departure from TFFF. 
After taxi the instructions are changed to "right turn direct EMOLA climb to 7,000 
FT." A right turn is initiated at 1,000 FT and the pilot is later advised that he should 
have turned at 2,000 FT, as the early turn activated a terrain warning. 

  



 

ACN: 983730 (33 of 50) 

Time / Day 

Date : 201112 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : HEF.Airport 
State Reference : VA 
Relative Position.Angle.Radial : 340 
Relative Position.Distance.Nautical Miles : 4 
Altitude.MSL.Single Value : 2000 

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility.Visibility : 50 
Light : Daylight 
Ceiling.Single Value : 25000 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : PCT 
Aircraft Operator : Personal 
Make Model Name : Bonanza 36 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Personal 
Flight Phase : Initial Climb 
Route In Use.SID : ARSNL.2 
Airspace.Class B : IAD 

Component 

Aircraft Component : GPS & Other Satellite Navigation 
Aircraft Reference : X 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Flight Engineer 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Multiengine 
Experience.Flight Crew.Total : 19000 
Experience.Flight Crew.Last 90 Days : 180 



Experience.Flight Crew.Type : 11 
ASRS Report Number.Accession Number : 983730 
Human Factors : Workload 
Human Factors : Confusion 
Human Factors : Human-Machine Interface 
Human Factors : Situational Awareness 

Events 

Anomaly.Deviation - Track / Heading : All Types 
Anomaly.Deviation - Procedural : Clearance 
Detector.Person : Air Traffic Control 
When Detected : In-flight 
Result.Flight Crew : Returned To Clearance 
Result.Flight Crew : Became Reoriented 
Result.Air Traffic Control : Issued New Clearance 

Assessments 

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

Narrative: 1 

From HEF Clearance Delivery I was assigned Arsenal 2 departure, MOL transition. 
On takeoff, began left turn to intercept CSN 056R and contacted Potomac 
Departure. Checked in, told to maintain 2,000 FT and was immediately asked about 
my routing. Having not flown the procedure, I became concerned that I had 
misunderstood the departure clearance and stopped my turn toward CSN. After 
confirming my written clearance I read it back to ATC and was told that I missed 
the turn to CSN and to turn immediately to heading 190. I made the turn and 
leveled at 2,000 FT. After a few moments I was cleared direct to MOL and to climb 
to 8,000 FT. Using the RNAV system, I entered MOL which gave me a course of 
approximately 330 degrees. As I began making the turn, I realized that this was 
not the correct course and by the time I realized my error, the Controller came 
back asking me where I was going. I responded "direct MOL" as I was turning 
toward the correct course. This was my first IFR flight plan in a small aircraft in 
several years, having only recently returned to general aviation. I did review the 
appropriate procedures and was familiar with the relative geographic position of the 
airport, CSN, MOL and Class B airspace having flown in the area for many years. 
Unfortunately, I did not account for my own uncertainty when queried by ATC for 
my route. My relative lack of experience in the aircraft and, more significantly, with 
the Garmin GPS demanded more of me than expected. The result was that as I 
focused on flying the aircraft and attempting to derive the necessary information 
from the navigation system, I lost basic situational awareness allowing the 
Controller's question to cast doubt in my plan (which it was not intended to do) and 
the GPS to lead me in a direction that I knew was not correct. To prevent future 
occurrences, I must increase my familiarity with the aircraft and the navigation 
system to reduce the considerable workload of flying single pilot. 

Synopsis 

A BE36 pilot departed HEF on the ARSNL2 departure, but his lack of familiarity with 
the GPS and lack of confidence because of low recent experience caused a track 
deviation as ATC questioned his route after takeoff. 



 

ACN: 983616 (34 of 50) 

Time / Day 

Date : 201112 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.Airport : TKI.Airport 
State Reference : TX 
Altitude.MSL.Single Value : 2500 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft 

Reference : X 
ATC / Advisory.Tower : TKI 
Aircraft Operator : Personal 
Make Model Name : Cessna Single Piston Undifferentiated or Other Model 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : None 
Mission : Personal 
Flight Phase : Cruise 
Flight Phase : Climb 
Route In Use : Direct 
Airspace.Class D : TKI 

Component 

Aircraft Component : Aircraft Heating System 
Aircraft Reference : X 
Problem : Malfunctioning 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Experience.Flight Crew.Total : 13000 
Experience.Flight Crew.Last 90 Days : 10 
Experience.Flight Crew.Type : 500 
ASRS Report Number.Accession Number : 983616 



Human Factors : Physiological - Other 
Human Factors : Situational Awareness 
Human Factors : Troubleshooting 
Human Factors : Workload 
Human Factors : Distraction 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Flight Deck / Cabin / Aircraft Event : Smoke / Fire / Fumes / Odor 
Anomaly.Deviation - Procedural : Published Material / Policy 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Flight Crew : Became Reoriented 
Result.Flight Crew : Took Evasive Action 

Assessments 

Contributing Factors / Situations : Equipment / Tooling 
Contributing Factors / Situations : Airspace Structure 
Contributing Factors / Situations : Aircraft 
Primary Problem : Ambiguous 

Narrative: 1 

Took off from ADS planning 3,500 FT cruise altitude when clear of DFW restrictions. 
With dog-leg around TKI airspace pending attained altitude when transitioning the 
D [airspace]. First cold weather (heater) use of season; while adjusting 
temperature and at the same time programming GPS, smelled strong acrid odor in 
cabin. Immediately turned off heater and started checking for hot or burning 
objects. [I] forgot about GPS and airspace issues while trying to determine if I was 
on fire. Smell finally abated, and I later found some dried 'goop' in the heater duct, 
presumably from a windshield replacement completed earlier this year. 
Embarrassed by distraction but things happened so quickly that I was totally 
focused on primary task and didn't think about airspace issues until much later. 

Synopsis 

A Cessna pilot became distracted by a burning smell after turning on his heater and 
transited TKI Class D airspace but did not realize his error until after landing. 

  



 

ACN: 983027 (35 of 50) 

Time / Day 

Date : 201112 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.ATC Facility : RSW.TRACON 
State Reference : FL 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : RSW 
Aircraft Operator : Air Carrier 
Make Model Name : MD-83 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 121 
Flight Phase : Climb 
Airspace.Class C : RSW 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Carrier 
Function.Flight Crew : Captain 
Function.Flight Crew : Pilot Not Flying 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
ASRS Report Number.Accession Number : 983027 
Human Factors : Communication Breakdown 
Communication Breakdown.Party1 : ATC 
Communication Breakdown.Party2 : Flight Crew 

Events 

Anomaly.ATC Issue : All Types 
Anomaly.Deviation - Track / Heading : All Types 
Anomaly.Deviation - Procedural : Clearance 
Detector.Person : Air Traffic Control 
Result.General : None Reported / Taken 

Assessments 

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

Narrative: 1 

This was my third trip out of RSW in the last month. It was my second to depart off 
Runway 06. The CSHEL4 RNAV Departure is primarily designed to fly off Runway 



24. When assigned off Runway 06 it is RADAR vectors to CSHEL to join the 
departure. When loading the GPS/FMS selecting the CSHEL4 and Runway 
06...CSHEL does not appear on the legs page and must be entered manually...(you 
will only realize this if you have done it before since CSHEL is NOT on the flight plan 
when checking points as we are NEVER filed for the CSHEL departure when using 
Runway 06). Today we were filed: J75 TAY J85 AMG etc. Our Clearance, which was 
"revised" read: CSHEL4 LAL Transition CORSU TAY flight plan route. We had 
Clearance Delivery read it twice to make sure we heard it correctly. I interpreted 
the clearance to mean that once on the LAL transition, we were cleared direct 
CORSU and loaded the GPS accordingly...since the verbiage was not after LAL 
direct CORSU. After airborne and cleared direct CSHEL, the First Officer asked if we 
should follow the LAL transition and then go direct CSHEL. I then queried departure 
for clarification asking "after CSHEL, are we cleared direct CORSU"? The answer 
was "affirmative" so we proceeded accordingly. Shortly after switching to MIA 
Center we were asked if we were going to LAL...I advised we were thought to be 
cleared direct CORSU. We were then told go LAL then CORSU...and we complied. 
Suggestions, I believe communications between ATC and pilots has deteriorated 
over the last few years. As the new controllers have arrived it's almost like we 
speak different languages. Often times I feel we have to interpret things that 
should be clear. I have no problem asking for clarification. Obviously, this 
time...asking twice, I still got it wrong...and I accept responsibility. We must strive 
to be ABSOLUTELY correct so we and ATC are on the same page. 

Synopsis 

RSW Air Carrier departure described confused SID/Route assignment listing less 
than clear communications with ATC as a causal factor. 

  



 

ACN: 982887 (36 of 50) 

Time / Day 

Date : 201112 
Local Time Of Day : 1201-1800 

Place 

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

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility.Visibility : 10 
Light : Dusk 
Ceiling.Single Value : 25000 
RVR.Single Value : 5000 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : N90 
Aircraft Operator : Personal 
Make Model Name : Cessna 210 Centurion / Turbo Centurion 210C, 210D 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Personal 
Flight Phase : Initial Approach 
Route In Use : Vectors 
Airspace.Class B : EWR 
Airspace.Class E : LDJ 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Private 
Qualification.Flight Crew : Multiengine 
Experience.Flight Crew.Total : 2500 
Experience.Flight Crew.Last 90 Days : 40 
Experience.Flight Crew.Type : 700 
ASRS Report Number.Accession Number : 982887 
Human Factors : Situational Awareness 
Human Factors : Confusion 

Events 



Anomaly.ATC Issue : All Types 
Anomaly.Conflict : Airborne Conflict 
Detector.Person : Flight Crew 
Miss Distance.Horizontal : 5000 
Miss Distance.Vertical : 200 
When Detected : In-flight 
Result.Flight Crew : Took Evasive Action 
Result.Flight Crew : Executed Go Around / Missed Approach 

Assessments 

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

Narrative: 1 

I was on an IFR flight plan to LDJ. I had never flown into LDJ before and it was 
going to be dusk at the time of arrival and I wanted an approach to find the airport. 
The flight was fine and I was told conditions were VFR at Linden but I stated I 
wanted an approach to see the airport at that time of night. I was given vectors to 
the GPS A approach and while on the approach I was monitoring the UNICOM 
frequency at Linden. While [I was] executing the approach the Controller asked me 
if I could do the visual and if I new the cancellation procedures for Linden. He told 
me that if I did the full approach traffic into and out of Newark would need to be 
stopped. That surprised me as I had no idea (nor can I find any information that 
states that occurs). He briefed me on the cancellation procedure which needed to 
be done prior to BAUTZ. When I got to BAUTZ I canceled and saw the airport. 
During this discussing I remained above the approach angle but was low enough to 
safely make the approach. I canceled and announced my intentions on the UNICOM 
to land Runway 9. I did not hear any response and continued. On final a plane 
announced it was on final to Runway 27. I did see it and at about 200 FT executed 
missed approach and entered a downwind to 27. I landed uneventfully and there 
was no issue. 
 
I felt the lack of information available stating issues with Newark's traffic causes a 
lot of discussion and may have diverted my attention from listening to traffic in the 
pattern at Linden. Upon landing I spoke with the landing aircraft pilot who stated 
that these issues are not entirely uncommon especially with pilots who's native 
language is not English as well as when there is a lot of traffic to watch. I also 
called the New York TRACON and spoke to a Controller who explained to me the 
need to protect the missed approach procedure for IFR traffic landing Linden. I 
think in visual conditions it should be mentioned that the IFR procedure may not be 
advised. This is very busy airspace and if a procedure is going to affect major traffic 
it should be easily seen on a chart. I could not find it. The Controllers at Newark 
were great, I think this is just a busy place with a lot going on and being so close to 
an uncontrolled airport adds to the busyness. 

Synopsis 

C210 pilot describes an ATC request to cancel IFR prior to landing at LDJ so as not 
to impact EWR arrivals. Extra time spent communicating with ATC prevents 



monitoring CTAF resulting in a go around on short final due to traffic landing 
opposite direction. 

  



 

ACN: 982841 (37 of 50) 

Time / Day 

Date : 201112 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : TWF.Airport 
State Reference : ID 

Environment 

Flight Conditions : IMC 
Light : Daylight 

Aircraft 

Reference : X 
ATC / Advisory.Tower : TWF 
Aircraft Operator : Fractional 
Make Model Name : Beechjet 400 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Training 
Flight Phase : Initial Approach 
Airspace.Class D : TWF 

Component 

Aircraft Component : FMS/FMC 
Manufacturer : Collins AMS 5000 
Aircraft Reference : X 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Fractional 
Function.Flight Crew : Captain 
Function.Flight Crew : Check Pilot 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
ASRS Report Number.Accession Number : 982841 
Human Factors : Confusion 
Human Factors : Human-Machine Interface 
Human Factors : Time Pressure 
Human Factors : Workload 
Human Factors : Communication Breakdown 
Communication Breakdown.Party1 : Flight Crew 
Communication Breakdown.Party2 : ATC 
Analyst Callback : Completed 



Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.ATC Issue : All Types 
Anomaly.Flight Deck / Cabin / Aircraft Event : Other / Unknown 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
Were Passengers Involved In Event : N 
When Detected : In-flight 
Result.Flight Crew : Became Reoriented 
Result.Aircraft : Equipment Problem Dissipated 

Narrative: 1 

I was conducting an enroute check ride for the flight crew. [Our destination] 
weather had dropped well below approach minimums. This was unforecasted and 
not known until the crew was running the descent and/or approach checklist(s). 
The flight crew had me call the company who said to proceed to the filed alternate, 
which was TWF. It was only about a 10 minute flight to the alternate and the crew 
was busy but managing effectively.  
 
The crew was instructed to descend to 7,000 FT and to expect a visual approach. At 
7,000 FT we were in IMC conditions and about 5 NM from the TWF VOR. The crew 
notified ATC and they were assigned "direct to the TWF VOR and cleared for the 
VOR 7 approach." They selected the VOR7 approach in the FMS and were surprised 
when none of the transition fixes or IAFs that were on the approach plate were in 
the FMS. The VOR7 approach is the only VOR type approach in the FMS, although 
there is also a [published] VOR DME 7 approach at TWF.  
 
The two FMS database options available to the crew for transition fixes were 
ODCUY and D314J. D314J is a 10 DME arc. ODCUY does not exist on the VOR7 
chart and there is no DME arc on the VOR7 chart. At this point we were IMC. The 
crew had the EGPWS display up and it was clear there was no immediate danger 
from terrain but there was plenty of terrain showing on the screen.  
 
The crew quickly started setting up raw data for the approach when we broke out 
into good VMC conditions and the airport was right in front of us, they made a 
normal visual approach from that point. After landing we did a thorough debrief of 
the flight and spent some time on this issue. The VOR DME Runway 7 approach has 
a 10 DME counterclockwise arc that begins at the 314 radial. This is D314J in a 
Collins box. On the SNAKO ONE departure ODCUY exists. It is at the intersection of 
the TWF 177 radial and the 10 DME arc. This same location is the beginning of a 
clockwise 10 DME arc on the VOR DME 7 approach, although it is not labeled as a 
fix. This same location is also HOLIT on the VOR Runway 7 approach. I notified 
safety and other operations employees about this issue and they have started 
working on it at the time I am writing this report. 
 
This safety issue was the result of a database error in the Collins AMS-5000 so 
there isn't much a crew can do to avoid this issue. The database was correct and 
current. Workload was high and the TWF Controller told them to expect a visual 
which didn't work out as well as expected. Then, this FMS issue further complicated 
matters. They didn't have the luxury of early planning. In a more normal scenario, 
the database issue would have been identified early and could have been dealt 
with. My recommendations in the short term are to identify if this is only a Collins 



issue. Identify if it applies to all Collins airplanes.  
 
There is a GPS 7 approach and an ILS25 approach; alert crews to try and utilize 
these approaches, as appropriate, and stay away from the VOR type approaches 
unless absolutely necessary. If flying a VOR type approach into TWF do not use the 
FMS. Fly the approach in raw data and possibly use the FMS and MFD for situational 
awareness. 
 
Without question this FMS coding issue started an error chain in a high workload 
environment. With continued IMC, closer proximity to terrain, and/or a less skilled 
crew this could have easily resulted in a CFIT accident. 

Callback: 1 

The reporter clarified what was initially a quite confusing confluence of conflicting 
information. The bottom line appears to be the fact the flight crew has no clear 
indication of which of the two VOR 7 approach plates in their airways manuals was 
the one available to them as a line selected FMS displayed approach. As it turned 
out the VOR DME approach that was in their database (although identified only as 
VOR 7 due to the restricted number of characters available in the display) was not 
tenable due to their location inside the 10 DME arc transitions. Technically, the 
clearance from ATC was for the DME Runway 7 approach--not the VOR DME--
almost certainly because that approach could be readily accomplished from their 
position once cleared direct TWF. It was only after accepting the unanticipated IAP 
clearance and then selecting the only available VOR 7 approach, however, that they 
discovered the problem. Their confusion was, of course, amplified by the existence 
of an ODCUY arc transition in their database but no ODCUY fix/arc identified on the 
chart. 

Synopsis 

When a BE-400 flight diverted to TWF due to weather below minimums at their 
destination, an unanticipated late clearance for the VOR Runway 7 approach caused 
substantial confusion because their FMS database included only one of the two 
available VOR approaches for which they had approach plates. The one in their 
database, a VOR DME with arc transitions, was not viable due to their position well 
inside the transition arcs. 

  



 

ACN: 981748 (38 of 50) 

Time / Day 

Date : 201111 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Relative Position.Distance.Nautical Miles : 15 
Altitude.MSL.Single Value : 2000 

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility : Turbulence 
Weather Elements / Visibility.Visibility : 7 
Light : Dusk 
Ceiling.Single Value : 8000 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Corporate 
Make Model Name : King Air C90 E90 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Initial Climb 
Route In Use : Vectors 
Airspace.Class E : ZZZ 

Component 

Aircraft Component : Compass (HSI/ETC) 
Aircraft Reference : X 
Problem : Malfunctioning 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Corporate 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Commercial 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Instrument 
Experience.Flight Crew.Total : 3450 



Experience.Flight Crew.Last 90 Days : 65 
Experience.Flight Crew.Type : 700 
ASRS Report Number.Accession Number : 981748 
Human Factors : Troubleshooting 
Human Factors : Confusion 
Human Factors : Human-Machine Interface 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Deviation - Track / Heading : All Types 
Anomaly.Deviation - Procedural : Clearance 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.General : Maintenance Action 
Result.Flight Crew : Overcame Equipment Problem 
Result.Flight Crew : Became Reoriented 
Result.Air Traffic Control : Issued New Clearance 
Result.Aircraft : Equipment Problem Dissipated 

Assessments 

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

Narrative: 1 

The flight that day was Part 91 with the aircraft full of passengers consisting of one 
non flying pilot in the front right seat as per company policy. Upon completion of all 
pre-takeoff checklists take off clearance was given and we took off. The initial 
clearance was to maintain a heading of 130 and climb to 2,000 FT and the flight 
proceeded accordingly. On Climb out while completing the after takeoff checklist I 
noticed on my primary instrument for heading, my HSI 1, that my heading had 
deviated to the left I corrected back to a heading of 130 degrees, thinking I must 
have inadvertently turned while completing the checklist items. Finishing the turn, 
crosschecking HSI 1 with my RMI and HSI 2 on the copilot side I found a 
discrepancy. My GPS track was not as apparent due to the high winds aloft that day 
so it wasn't of much help. Upon completing the turn after the compass had settled 
down from its turning error I was able to find that it was most likely my HSI 1 that 
was showing the discrepancy and my instruments slaved to the secondary heading 
system were showing the correct heading. Immediately after I had realized this 
discrepancy, Center requested a turn of 25 degrees to the left which I immediately 
complied with. Continuing to fly the airplane while complying with Center I re-
slaved, in other words reset the slave of my HSI 1 and the indication immediately 
swung 20 degrees, correcting itself to 130 which is the direction Center had cleared 
us and turned us back to what my secondary heading instruments depicted. Having 
fixed the discrepancy in my instrumentation and taking into consideration the 
aircraft's HSI 2 and RMI I chose to proceed with the flight. Also, we were soon 
given a turn to the west and then the north, both of which allowed for visual 
reference to the ground and surrounding terrain (in other words VFR conditions) all 
the way to destination as another means of crosschecking. On our initial climb out 
we had been pointed directly at a building layer of clouds to the south. With our 
pitch up attitude at that time visual reference to the ground was difficult if at all 
possible. The HSI discrepancy did not repeat itself for the rest of the flight. We 



continued to destination, canceling our IFR flight plan and landed under VFR. I have 
since had an A&P Mechanic check into the Instrument's heading discrepancy finding 
nothing wrong with the instrument or system. We are still not sure what 
magnetic/electrical disturbance could have caused the discrepancy. I had informed 
all my passengers to turn off their electronic devices but you can never be sure if 
someone had forgotten a phone in their purse or just plain managed to sneak one 
by me.  
 
Looking back at this situation as to what would have helped catch and correct the 
error earlier I will make a few observations. Upon finding the initial heading 
deviation checking my back up HSI a little sooner might have helped. At that time I 
was trying to comply with my clearance which was a heading but seeing the error 
on both sides along with the RMI would have helped me to see that there was a 
discrepancy sooner but still wouldn't have verified which instrument was in error. 
Checking my instruments against the compass sooner would also have helped 
although in a nose up attitude and beginning a correcting turn, there are some 
inherent errors in a compass to consider. Checking the compass was really the only 
real reliable way to find out which system was the one in error, which did become 
apparent after the plane was rolled wings level. 

Synopsis 

King Air pilot discovers a HSI heading error shortly after takeoff but not before 
making a heading correction using the faulty instrument. ATC issues a heading 
correction and the HSI is adjusted to the magnetic heading with no further 
problems reported. 

  



 

ACN: 981585 (39 of 50) 

Time / Day 

Date : 201111 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Relative Position.Distance.Nautical Miles : 2 
Altitude.MSL.Single Value : 2500 

Environment 

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

Aircraft 

Reference : X 
ATC / Advisory.TRACON : ZZZ 
Aircraft Operator : Personal 
Make Model Name : Lancair 200 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : None 
Mission : Personal 
Flight Phase : Descent 
Airspace.Class B : ZZZ 

Component 

Aircraft Component : AC Generator/Alternator 
Aircraft Reference : X 
Problem : Failed 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Instrument 
Experience.Flight Crew.Total : 6900 
Experience.Flight Crew.Last 90 Days : 250 
Experience.Flight Crew.Type : 300 
ASRS Report Number.Accession Number : 981585 



Human Factors : Situational Awareness 
Human Factors : Confusion 
Human Factors : Distraction 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Airspace Violation : All Types 
Anomaly.Deviation - Track / Heading : All Types 
Anomaly.Deviation - Procedural : Clearance 
Detector.Person : Air Traffic Control 
When Detected : In-flight 
Result.Flight Crew : Became Reoriented 
Result.Air Traffic Control : Issued Advisory / Alert 
Result.Air Traffic Control : Provided Assistance 

Assessments 

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

Narrative: 1 

The flight under VFR with ATC flight following in my Lancair 360 became abnormal 
when the aircraft's alternator failed. When recycling the alternator switch did not 
resolve the problem I shed the electrical load on the aircraft as much as possible, 
including turning off my GPS and VOR receivers. I was less than 30 minutes from 
my destination and home airport, so decided to continue to this airport on battery 
power and navigating at night via pilotage. Once I was switched to the TRACON, I 
notified them of my equipment failure and asked them to notify the Control Tower 
at my destination in case I lost radio communication capability before landing. I 
was given a clearance into the Class B, direct a prominent navigation point and to 
descend to 3,500 FT. I was instructed to maintain 3,500 FT until navigation point at 
which time I could descend for the airport. I began to feel like the Controller was 
late in giving me a frequency change to Tower, because I felt I was over the point, 
so announced to the TRACON that I had the airport in sight. The TRACON told me 
that my altitude restriction was canceled and to contact Tower. I established two-
way radio communications with the Tower, but did not receive my approach 
instructions right away. The Tower Controller then cleared me to enter a right 
downwind for the only runway available for night operations. I was expecting a left 
downwind entry, so turned northeast to fly on the north side of what I thought was 
the airport. Soon thereafter, the Tower asked if I was flying north, which I 
answered in the affirmative. They told me to immediately fly south and asked if I 
had the airport in sight. I then realized that I was north of the navigation point and 
had turned east too soon, putting me in military airspace just to the north of the 
airport. When I told the TRACON that I had the airport in sight, I now know that it 
was a military airport that I saw. The Tower turned up the runway lights to help me 
locate the airport. Once I realized my error I entered a right downwind and landed 
without further incident. While I have flown in this area for more than 15 years, the 
distraction of knowing that I was on limited battery power with an inoperative 
alternator light flashing in my dark cockpit lead me to misidentify a common 
landmark on my arrival and descent into my home base airport. 

Synopsis 



A Lancair 360's alternator failed at night. After shedding electrical load the pilot 
continued to the home airport. In communication with ATC, but after a navigation 
error, the pilot flew into military airspace. 

  



 

ACN: 981384 (40 of 50) 

Time / Day 

Date : 201111 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.Airport : C65.Airport 
State Reference : IN 
Relative Position.Angle.Radial : 080 
Relative Position.Distance.Nautical Miles : 1.8 
Altitude.MSL.Single Value : 1400 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility.Visibility : 4 
Light : Daylight 
Ceiling.Single Value : 600 

Aircraft 

Reference : X 
ATC / Advisory.CTAF : C65 
Aircraft Operator : Corporate 
Make Model Name : Light Transport, Low Wing, 2 Turbojet Eng 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Passenger 
Nav In Use : GPS 
Flight Phase : Final Approach 
Airspace.Class E : ZAU 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Corporate 
Function.Flight Crew : Captain 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Experience.Flight Crew.Total : 8000 
Experience.Flight Crew.Last 90 Days : 100 
Experience.Flight Crew.Type : 1800 
ASRS Report Number.Accession Number : 981384 
Human Factors : Situational Awareness 
Human Factors : Confusion 
Human Factors : Distraction 
Analyst Callback : Completed 



Events 

Anomaly.No Specific Anomaly Occurred : All Types 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Flight Crew : Became Reoriented 

Assessments 

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

Narrative: 1 

Exactly on the inbound course of 080 degrees on the VOR or GPS Runway 10 at 
C65 (Plymouth, IN.) inside the final approach fix NALDS, and approximately 1.8 NM 
from C65, a new industrial park on a nearby street has a new asphalt road with the 
same width and orientation as Runway 10. Warehouses that can be mistaken for 
hangars and a cul-de-sac on the east end that can be mistaken for the east end 
aircraft turn around for Runway 10/28. Since C65 has only MIRL which may not be 
easily visible in low IMC daylight conditions even if activated, considering the angle 
of the approach and south side trees, pilots searching for asphalt and an airport 
environment could easily mistake this nearby street for the C65 runway. An 
extreme mis-identification combined with a southerly circle to (and 'left downwind' 
to 'Runway 28') could bring tower hazards into play. Discussions with C65 airport 
personnel indicated this hazard has been mentioned by several other pilots. I 
request approach charts for Runway 10 at C65 have a note added to warn pilots of 
this false runway hazard.  

Callback: 1 

The Reporter was a transient pilot at this airport and was distracted enough by the 
newly paved road that he discussed it with C65 Airport personnel who responded 
that seven or eight other pilots had asked about it previously. The Reporter 
suggested a NOTAM or a Runway 10 approach chart note about the road may alert 
pilots about the possible confusion.  

Synopsis 

A Corporate pilot reported that a newly paved Miller Drive on the 260 bearing 1.8 
NM from C65 could be mistaken for the C65 Runway and he recommended a note 
on the approach plate to alert pilots. 

  



 

ACN: 980805 (41 of 50) 

Time / Day 

Date : 201111 
Local Time Of Day : 0001-0600 

Place 

Locale Reference.ATC Facility : A11.TRACON 
State Reference : AK 
Altitude.MSL.Single Value : 1600 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Snow 
Weather Elements / Visibility.Visibility : 1 

Aircraft : 1 

Reference : X 
ATC / Advisory.TRACON : A11 
Make Model Name : PA-31 Navajo/Chieftan/Mojave/T1040 
Crew Size.Number Of Crew : 1 
Flight Plan : IFR 
Nav In Use : GPS 
Flight Phase : Final Approach 
Airspace.Class E : ANC 

Aircraft : 2 

Reference : Y 
ATC / Advisory.TRACON : A11 
Aircraft Operator : Air Carrier 
Make Model Name : Beech 1900 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 121 
Flight Plan : IFR 
Nav In Use.Localizer/Glideslope/ILS : Runway 7L 
Flight Phase : Final Approach 
Route In Use : Vectors 
Airspace.Class E : ANC 

Person : 1 

Reference : 1 
Location Of Person.Facility : A11.TRACON 
Reporter Organization : Government 
Function.Air Traffic Control : Approach 
Function.Air Traffic Control : Departure 
Qualification.Air Traffic Control : Fully Certified 
ASRS Report Number.Accession Number : 980805 
Human Factors : Other / Unknown 



Person : 2 

Reference : 2 
Location Of Person.Facility : A11.TRACON 
Reporter Organization : Government 
Function.Air Traffic Control : Approach 
Function.Air Traffic Control : Departure 
Qualification.Air Traffic Control : Fully Certified 
ASRS Report Number.Accession Number : 980808 

Events 

Anomaly.Airspace Violation : All Types 
Anomaly.ATC Issue : All Types 
Anomaly.Conflict : Airborne Conflict 
Anomaly.Deviation - Procedural : Published Material / Policy 
Detector.Person : Air Traffic Control 
When Detected : In-flight 
Result.General : None Reported / Taken 

Assessments 

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

Narrative: 1 

I was working a Navajo inbound to Merrill Field from the northwest. The weather 
was IFR at Anchorage International but VFR at Merrill, and the pilot requested the 
GPS-A Approach to MRI. When the Navajo was about 10 miles from YOHOE (IF), I 
cleared him for his approach into Merrill. I was watching the South Controller who 
was working a Beech 1900 in sequence to Anchorage International for the ILS 
Runway 7L. The Beech 1900 was on, basically, an opposing base to the Navajo, 
though to different airports, the IF and FAF's are closely spaced so I was keeping 
an eye on how close they would get. YOHOE is placed only about 2.5 miles from the 
ANC 7L/7R finals. Knowing they are close, I looked at the Beech 1900 on right base 
descending to 1,600 from 3,000 FT. I noted the Beech 1900's speed and saw he 
was not going to be ahead of the Navajo at YOHOE to sufficiently stay 3 miles away 
from him, so I canceled and re-cleared the Navajo to intercept the GPS-A to MRI 
inside YOHOE which would ensure we kept 3 miles between our two finals. I 
brought this to the attention of the South Controller who was watching the situation 
evolve as well.  
 
The Navajo took the new approach clearance and flew a few miles before went right 
through the final approach course for the GPS-A to MRI and continued on the 090 
degrees heading I gave him to intercept. This put him back on a converging course 
with the Beech 1900 abeam him, on final for ANC 7L ILS, at the same altitude and 
less than 3 miles away; I'm guessing about 2.5 miles or so. As the Navajo "went 
through" I told the South Controller about it and he immediately canceled the 
Beech 1900's approach clearance and turned them south for re-sequencing as I 
turned the Navajo to a 040 heading to join the GPS-A final approach course. Wake 
turbulence was not an issue. Visual separation would not have been an option as an 
"out" because we were IFR in that area with -SN 1SM advertised visibility and 
RVR's. It would be nice if either YOHOE was moved closer to RICKR so it didn't 
impede on the ANC final(s) or create a new fix altogether that was closer to RICKR 



to prevent this kind of set-up for conflict. Also, I could have and should have just 
cleared the Navajo north of YOHOE on an intercept closer to RICKR so that if he did 
go through, I wouldn't lose separation with the ANC final! 

Narrative: 2 

I was working South RADAR. I vectored the Beech 1900 for an ILS Runway 7L 
approach. I was trying to keep him close to field because I had Heavy traffic on the 
downwind and I wanted to turn the Heavy in behind the Beech 1900. North had a 
Navajo inbound from the north for a GPS to MRI. I turned the Beech 1900 to a 
heading of 050 to join final and to help keep him away from the GPS approach. 
North turned the Navajo to a 090 heading to join the final approach course for the 
MRI GPS. The Navajo went through the final approach course for the GPS. I broke 
the Beech 1900 out to the south. I believe that separation was less then 3 miles. 
The only thing I can think of would be to move the fix YOHOE further east to avoid 
a conflict with approaches to ANC. 

Synopsis 

A11 Controller lost separation between an IFR GPS-A arrival to MRI and an aircraft 
on the ILS 7L Approach to ANC. The MRI arrival flew through the final approach 
course. 

  



 

ACN: 979067 (42 of 50) 

Time / Day 

Date : 201110 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.ATC Facility : ASE.TRACON 
State Reference : CO 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility.Visibility : 10 
Ceiling.Single Value : 6000 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : ASE 
Aircraft Operator : Fractional 
Make Model Name : Citation Excel (C560XL) 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Flight Phase : Initial Approach 
Airspace.Class D : ASE 

Component 

Aircraft Component : FMS/FMC 
Aircraft Reference : X 
Problem : Design 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Fractional 
Function.Flight Crew : Pilot Not Flying 
Function.Flight Crew : First Officer 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
ASRS Report Number.Accession Number : 979067 
Human Factors : Confusion 
Human Factors : Distraction 
Human Factors : Human-Machine Interface 
Human Factors : Situational Awareness 
Human Factors : Workload 
Human Factors : Communication Breakdown 
Communication Breakdown.Party1 : Flight Crew 



Communication Breakdown.Party2 : Flight Crew 
Analyst Callback : Completed 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
Were Passengers Involved In Event : N 
When Detected : In-flight 
Result.Flight Crew : Executed Go Around / Missed Approach 

Assessments 

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

Narrative: 1 

On arrival into ASE, we copied the ATIS and I began to set up for the VOR DME C 
approach. The localizer was NOTAM'd out so the LOC DME E (our preferred 
approach) was unavailable. The weather was reporting light winds, 10 SM visibility 
and 6,000 broken. We expected to get in with the approach.  
 
I reviewed the approach plate and went to enter the approach in the FMS. When I 
called up the runway in the FMS it gave me 6 options: 15, 15C, 15R, 33, 33C and 
33R. I went through the Runway 15 options and in the three Runway 15 options, 
there was no LOC DME E. I think the VOR DME C was under 15C. I selected the 
VOR DME C and reviewed the points. The database reflected the correct waypoints 
up to the Missed Approach Point. After that point all the waypoints in the database 
were not on the Approach Plate. I informed the pilot flying what I discovered and 
told him to fly the approach green needles. As you can imagine, he was not happy. 
 
We crossed the DBL VOR inbound with the CDI centered and he pointed to the MFD 
and said we were left of the line displayed. I put my hand on the MFD and said that 
I did not trust the course it depicted and pointed to the CDI and said that we had to 
fly it the old way, with the CDI centered. He did an excellent job keeping the CDI 
centered and following the step-downs. We knew that we were not going to see the 
runway in time and continued the approach to the Missed Approach point. We were 
IMC with heavy snow. We did see the airport just prior to the MAP. Now we had to 
execute the Missed green needles.  
 
The workload went from very busy to intense. It was lucky that both of us were old 
school and stepping away from the automation and flying the VOR was easy. It was 
uncomfortable not having the approach with GPS accuracy displayed as a backup. 
The Captain and I have flown a number of times together in the Ultra and now in 
the XL and have excellent CRM. I believe this was a contributing factor to the 
successful outcome. I sent an email to the Chief Pilot when I got home from this 
tour outlining the Database and asked it be looked into. I have not heard back. 
Flying the actual missed at ASE in IMC is NOTHING like doing it in the SIM. 
 



I suggest that this be addressed as a recurrent subject. I can see someone more 
dependent upon the automation getting in trouble. 

Callback: 1 

The reporter clarified that his narrative references to 15, 15C, 15R etc. were six 
individual FMS selectable runways. ASE has only a single runway, 15/33. In the 
limited time available he was unable to investigate to his satisfaction which to 
select and was, thus, unable to line select the appropriate IAP. As a result he 
advocated flying the VOR DME approach using raw data, a perfectly acceptable 
alternative. The Captain agreed although with some reluctance being loath to 
abandon the comfort of the moving map display. Both pilots displayed raw data on 
the PFDs and the moving map display was selected on the MFD for reference. After 
completing the MAP they proceeded to their flight plan alternate. 
 
Although their Chief Pilot promised to investigate and report back his/her findings 
on the "number of runways in the database" issue, as of the date of the callback 
this had not happened. 

Synopsis 

When confronted with FMS database runway selections at ASE that exceeded the 
number of available runways by a factor of three, a Citation XL flight crew elected 
to fly a raw data VOR DME approach which was followed by a missed approach and 
diversion to their alternate when they were unable to continue to a landing. 

  



 

ACN: 978938 (43 of 50) 

Time / Day 

Date : 201111 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.ATC Facility : ZZZ.ARTCC 
State Reference : US 
Altitude.MSL.Single Value : 29000 

Environment 

Ceiling : CLR 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Air Carrier 
Make Model Name : A320 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 121 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Cruise 
Airspace.Class A : ZZZ 

Component 

Aircraft Component : GPS & Other Satellite Navigation 
Aircraft Reference : X 
Problem : Malfunctioning 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Carrier 
Function.Flight Crew : Captain 
Function.Flight Crew : Pilot Flying 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Experience.Flight Crew.Total : 12000 
Experience.Flight Crew.Last 90 Days : 200 
Experience.Flight Crew.Type : 5000 
ASRS Report Number.Accession Number : 978938 
Human Factors : Situational Awareness 
Human Factors : Confusion 

Events 



Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Deviation - Altitude : Overshoot 
Detector.Person : Flight Crew 
Detector.Person : Air Traffic Control 
When Detected : In-flight 
Result.Air Traffic Control : Issued Advisory / Alert 
Result.Aircraft : Equipment Problem Dissipated 

Assessments 

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

Narrative: 1 

At cruise, had a FMC/GPS position disagree come up on the ECAM, lasted for about 
3 minutes. Difference in GPS latitude position of about 1.5 minutes, longitude was 
the same, didn't note what the GPS altitude read. Center calls us for an altitude 
check, says he was showing us 500 FT low, and TCAS also showed 500 FT low 
(compared to other cruise traffic in the area). All three altimeters never left FL290. 
Is this a known Airbus glitch? Does the Mode C normally get altitude input from the 
GPS? I see where this could have easily led to a TCAS RA with our aircraft reporting 
the wrong altitude, leading to an erroneous RA, and possibly having two aircraft 
both responding to RA's coming closer together,(worse yet, midair) instead of 
moving apart. After the ECAM disappeared, Center said he showed us back on 
altitude, and the TCAS showed all traffic in the vicinity back at cruise altitudes. 

Synopsis 

A320 Captain experiences an FMC/GPS position disagree at FL290 at the same time 
ATC informs the crew they appear to be 500 FT low. After three minutes the ECAM 
disappeared, and Center informed the crew they were back on altitude, and the 
TCAS showed all traffic in the vicinity back at cruise altitudes. 

  



 

ACN: 978620 (44 of 50) 

Time / Day 

Date : 201111 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.Airport : PHX.Airport 
State Reference : AZ 

Environment 

Light : Daylight 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZAB 
Aircraft Operator : Air Carrier 
Make Model Name : Regional Jet 700 ER/LR (CRJ700) 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 121 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Descent 
Airspace.Class E : ZAB 

Component 

Aircraft Component : FMS/FMC 
Aircraft Reference : X 
Problem : Failed 

Person : 1 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Carrier 
Function.Flight Crew : First Officer 
Function.Flight Crew : Pilot Flying 
Qualification.Flight Crew : Commercial 
ASRS Report Number.Accession Number : 978620 
Human Factors : Training / Qualification 
Human Factors : Situational Awareness 
Human Factors : Human-Machine Interface 
Human Factors : Distraction 
Human Factors : Confusion 
Human Factors : Workload 
Human Factors : Communication Breakdown 
Communication Breakdown.Party1 : Flight Crew 
Communication Breakdown.Party2 : Flight Crew 



Person : 2 

Reference : 2 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Carrier 
Function.Flight Crew : Captain 
Function.Flight Crew : Pilot Not Flying 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
ASRS Report Number.Accession Number : 978619 
Human Factors : Communication Breakdown 
Human Factors : Situational Awareness 
Human Factors : Workload 
Communication Breakdown.Party1 : Flight Crew 
Communication Breakdown.Party2 : ATC 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.ATC Issue : All Types 
Anomaly.Deviation - Altitude : Crossing Restriction Not Met 
Anomaly.Deviation - Speed : All Types 
Anomaly.Deviation - Procedural : Clearance 
Detector.Person : Flight Crew 
Were Passengers Involved In Event : N 
When Detected : In-flight 
Result.Flight Crew : Requested ATC Assistance / Clarification 
Result.Air Traffic Control : Issued New Clearance 

Assessments 

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

Narrative: 1 

We had no FMS at all and we were on green needles [(no RNAV capability)] the 
entire flight. The controllers kept giving us the MAIER 4 RNAV STAR--for which we 
were not equipped--and that caused confusion for both us and the controllers since 
we were on the COYOT 2 arrival. We were finally given BRUSR at 13,000 FT and 
250 KTS. I misjudged the descent point and so we started down late. We asked 
ATC to lift the restriction and the Controller told us not to worry about the altitude. 
I misunderstood and thought both restrictions had been lifted and so when we 
arrived at BRUSR, we were still going over 250 KTS. I believe we were about 300 
KTS or so. The Captain made it clear to me that the speed had not been lifted and 
that it was still a hard speed, so we slowed down, but we were a few miles past 
BRUSR before we slowed to 250 KTS. The Controller never said anything about it 
and he continued to give us descent clearances. When we were within 10 NM of the 
airport, the Controller still thought we were on the MAIER 4 and we told him again 
that we were not and he then vectored us to final for an ILS approach to [Runway] 
26. 
 
Being on green needles and having no information at all on ETA, vertical descent, 
or position info, except for the DME off the VORs, was taking a lot of our attention 



and I misread the distances on the approach chart. I was using the wrong distances 
to plan my descent and my mistake was realized late, leading to the confusion of 
the BRUSR intersection clearance. 
 
It had been some years since I had to fly green needles and my IFR chart reading 
was a little degraded so I need to keep up a little better on my chart reading. I had 
tried to tell the Captain when I was going to start down, but he was distracted with 
getting the weather and I had not double checked to see if he heard my plan. So, I 
should confirm my descent planning with the other pilot. 

Narrative: 2 

We were trying to calculate our descent point with no FMS and ended up a bit late 
beginning the descent. Upon descending, it looked as if we were not going to make 
our restriction at BRUSR, so I asked for some relief on that restriction and we were 
then told, "Don't worry if you are high at BRUSR." But, ATC did not say anything 
about our speed which is charted at BRUSR at 250 KTS. 

Synopsis 

Dispatched with no FMS and, thus, no moving map, vertical or lateral nav data, the 
flight crew of a CRJ-700 miscalculated their top of descent point and were unable to 
comply with ATC restrictions. A contributing factor was the repeated failure of ATC 
to recognize that they, unlike all the other inbound traffic, were flying a non-RNAV 
arrival. This resulted in repeated distractions as clearances needing to be rephrased 
consistent with their cleared arrival procedure. 

  



 

ACN: 976415 (45 of 50) 

Time / Day 

Date : 201110 
Local Time Of Day : 1801-2400 

Place 

Locale Reference.Airport : MDST.Airport 
State Reference : FO 
Relative Position.Angle.Radial : 297 
Relative Position.Distance.Nautical Miles : 12 
Altitude.MSL.Single Value : 4300 

Environment 

Flight Conditions : VMC 
Light : Night 

Aircraft 

Aircraft Operator : Air Carrier 
Make Model Name : B737-800 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Initial Approach 

Person : 1 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Carrier 
Function.Flight Crew : Pilot Flying 
Function.Flight Crew : Captain 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
ASRS Report Number.Accession Number : 976415 
Human Factors : Human-Machine Interface 
Human Factors : Confusion 
Human Factors : Communication Breakdown 
Communication Breakdown.Party1 : ATC 
Communication Breakdown.Party2 : Flight Crew 

Person : 2 

Reference : 2 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Carrier 
Function.Flight Crew : First Officer 
Function.Flight Crew : Pilot Not Flying 
ASRS Report Number.Accession Number : 976414 

Events 



Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Inflight Event / Encounter : Unstabilized Approach 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.General : None Reported / Taken 

Assessments 

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

Narrative: 1 

Upon checking in with Santo Domingo Control, we were assigned the VOR DME 
Runway 29 approach. ATC then cleared us to a fix that does not appear anywhere 
on the procedure, therefore I asked the First Officer to request direct to the EMBEN 
Intersection. ATC approved our request and cleared us to fly the VOR DME 29 
approach with no reference to altitude. As we approached from the northwest, I 
immediately realized that we would need extra turning room to join the final 
approach course of 297 degrees because of the approximately 120 degree angle 
from our heading to the final approach course. I slowed the airplane as much as 
possible to decrease the turn radius and began a descent from 4,300 FT when on 
an intercept heading to the final approach course of about 45 degrees. I used poor 
judgment here because we were not yet established on the 297 degree radial. 
Flight conditions were VMC with scattered clouds and clear visibility with the 
ground. I was concerned with making the 2,200 FT altitude at PITIK. We did 
intercept the final approach course before PITIK, fully configured and leveling off at 
2,200 FT. The auto throttles did a poor job of maintaining airspeed so I advanced 
power and mistakenly pressed the TOGA button once. To prevent the throttles from 
going to TOGA power, I disconnected the auto throttles just as we began our 
descent for the DDA of 1,200 FT. Now we were fast. I made the necessary 
corrections and landed without incident in the landing zone. I did consider going 
around because of the unstable approach rule but thought the better of it because I 
able to correct the deviations in a timely fashion. Throughout the approach, I 
always knew exactly where we were and in fact I noticed that we stayed inside of 
the 130 degree radial. I know this because I had the POS button pushed for 
situational awareness which shows on the navigational display what radial you are 
on. Both of us had terrain selected. I am disappointed in my performance and vow 
to never allow myself to be set up for such an occurrence ever again. The correct 
course of action would have been to either proceed directly to the SGO VOR and fly 
the procedure turn or fly directly to the PERPA Intersection and fly the arc. I have 
learned from this and will never improvise an approach ever again. 

Narrative: 2 

[We were on the] VOR/DME 29 approach. Right turn at initial approach fix instead 
of published procedure. Advised Captain we could not start descent until 
established on inbound radial. He replied we were in protected airspace and it was 
ok. Right turn descended from 4,300 to 2,200 in the turn intercepted radial then 
down to next step down altitude. Captain had some confusion with flight director 
and auto-throttles. A bit slow then a bit fast but manually flew the airplane to a 
successful approach and landing. The approach controller twice cleared us to a fix 
on a different approach. This led the Captain to request direct to the initial 
approach fix instead of the VOR. The approach should have started at the VOR. 



Synopsis 

A B737-800 flight crew reported being cleared direct to a fix that is not part of the 
VOR DME 29 approach at MDST. The Captain then requests direct to EMBEN and 
improvised a procedure turn in order to establish on the in bound course. The 
unstabilized approach resulted in a successful landing. 

  



 

ACN: 976320 (46 of 50) 

Time / Day 

Date : 201110 
Local Time Of Day : 0001-0600 

Place 

Locale Reference.ATC Facility : ZDC.ARTCC 
State Reference : VA 
Altitude.MSL.Single Value : 22000 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZDC 
Aircraft Operator : Personal 
Make Model Name : PA-46 Malibu Meridian 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Personal 
Nav In Use : GPS 
Flight Phase : Cruise 
Airspace.Class A : ZDC 

Component 

Aircraft Component : GPS & Other Satellite Navigation 
Aircraft Reference : X 
Problem : Improperly Operated 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Private 
Experience.Flight Crew.Total : 700 
Experience.Flight Crew.Last 90 Days : 16 
Experience.Flight Crew.Type : 82 
ASRS Report Number.Accession Number : 976320 
Human Factors : Human-Machine Interface 
Human Factors : Time Pressure 
Human Factors : Confusion 



Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Flight Deck / Cabin / Aircraft Event : Other / Unknown 
Anomaly.Deviation - Track / Heading : All Types 
Anomaly.Deviation - Procedural : Clearance 
Detector.Person : Air Traffic Control 
Were Passengers Involved In Event : N 
When Detected : In-flight 
Result.Flight Crew : Returned To Clearance 
Result.Flight Crew : Became Reoriented 
Result.Air Traffic Control : Issued Advisory / Alert 

Assessments 

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

Narrative: 1 

During cruise phase, I received an amendment to my route from SBY VOR. The 
route was changed from J209 to the ORF VOR to a new route departing SBY on J79 
to CHS VOR. While inputting the revised routing into the FMS (Garmin 530W) I 
referenced government jet route charts. Tracing down the route I saw what I 
believed to be the next VOR in the leg, HPW, which I programmed into the system. 
However, the next VOR was, in fact, FKN. 
 
The error was a result of misreading the labels on the chart. The HPW information 
box on the chart depicting the frequency and identifier is directly above and 
adjacent to the compass rose of the FKN VOR on J79, and is actually quite far away 
on the chart from the compass rose for the actual HPW VOR. Further the North 
symbol on the compass rose of the FKN VOR is pointing to the HPW info box which, 
in my haste to program the change, I mistook for a directional arrow indicating for 
which VOR the information box referred. Ideally, the high altitude chart would 
reposition the HPW label to be a little further away from the FKN VOR compass 
rose. 
 
My reading error was compounded by fact that the confusion was not about which 
VOR on the map to use but rather where the labeling was, as I continued to believe 
that HPW was the right code for the VOR on J79 as depicted on the map. However, 
in reviewing the situation on the map displays in the cockpit and upon query by 
ATC I realized the error and took the appropriate action to correct back to J79. 
 
Clearly, the problem was my interpretation of the map, however, in this case, some 
modest editing to reduce confusion regarding the labeling of those VORs would be 
helpful. 

Synopsis 

Upon receipt of a revised airways clearance via J-79, a PA46T pilot mis-
programmed his GPS with the identifier for HPW VOR vice FKN and suffered a track 
deviation until corrected by ATC. The reporter cited confusing NACO enroute 
charting as a contributing factor. 

  



 

ACN: 975867 (47 of 50) 

Time / Day 

Date : 201110 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.ATC Facility : ZZZ.Tower 
State Reference : US 
Altitude.MSL.Single Value : 3000 

Aircraft 

Reference : X 
ATC / Advisory.Tower : ZZZ 
Aircraft Operator : Air Carrier 
Make Model Name : B717 (Formerly MD-95) 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 121 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Initial Approach 

Component 

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

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Reporter Organization : Air Carrier 
Function.Flight Crew : Captain 
Function.Flight Crew : Pilot Flying 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
ASRS Report Number.Accession Number : 975867 
Human Factors : Time Pressure 
Human Factors : Distraction 
Human Factors : Human-Machine Interface 
Human Factors : Situational Awareness 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Anomaly.Inflight Event / Encounter : Fuel Issue 
Detector.Person : Flight Crew 
Were Passengers Involved In Event : N 
When Detected : In-flight 
Result.Flight Crew : Diverted 



Result.Flight Crew : Overcame Equipment Problem 
Result.Flight Crew : Executed Go Around / Missed Approach 

Assessments 

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

Narrative: 1 

We were cleared for the ILS approach to Runway XXR, intercepted and track the 
LOC and G/S until approximately 400 AGL where the autopilot disconnected. I 
noticed we had no LOC guidance and the frequency for the LOC was missing so we 
executed a missed approach and were cleared to climb to 4000 FT and maintain 
runway heading. We asked ATC if there were any issues with the LOC frequency 
from previous aircraft and he responded "no". So we elected to try another 
approach to ILS Runway XXL. The ILS was the only option due to low visibility and 
ceilings.  
 
As we were approaching the outer marker the autopilot again disconnected and we 
lost LOC guidance and the frequency display. We executed a missed approach and 
due to "bingo" fuel and deteriorating weather we elected to proceed to our 
alternate where the weather was such that we could do a GPS approach and land 
safely. We did so and the flight ended without further event.  

Synopsis 

Following the loss of ILS guidance on two attempted approaches at their 
destination, the flight crew of a B717-200 diverted to their alternate where the 
weather permitted them to perform a successful GPS approach. 

  



 

ACN: 975764 (48 of 50) 

Time / Day 

Date : 201110 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.ATC Facility : L30.TRACON 
State Reference : NV 

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility.Visibility : 10 
Light : Night 
Ceiling.Single Value : 25000 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : L30 
Aircraft Operator : Personal 
Make Model Name : Embraer Phenom 100 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Personal 
Nav In Use : GPS 
Flight Phase : Landing 
Route In Use : Visual Approach 
Route In Use.STAR : NOOTN ONE 
Airspace.Class B : LAS 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Pilot Flying 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Commercial 
Experience.Flight Crew.Total : 1215 
Experience.Flight Crew.Last 90 Days : 70 
Experience.Flight Crew.Type : 181 
ASRS Report Number.Accession Number : 975764 
Human Factors : Fatigue 
Human Factors : Situational Awareness 
Human Factors : Other / Unknown 
Human Factors : Confusion 



Events 

Anomaly.Airspace Violation : All Types 
Anomaly.ATC Issue : All Types 
Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Inflight Event / Encounter : CFTT / CFIT 
Detector.Automation : Aircraft Terrain Warning 
When Detected : In-flight 
Result.Flight Crew : Took Evasive Action 
Result.Flight Crew : Executed Go Around / Missed Approach 
Result.Flight Crew : Diverted 
Result.Air Traffic Control : Issued New Clearance 

Assessments 

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

Narrative: 1 

Flying into HND, an unfamiliar airport, at night after an afternoon departure on the 
east coast, we were on an IFR flight plan. We were on the NOOTN One arrival when 
we asked for the RNAV (GPS)-B approach. We were told by ATC that she could not 
give it to us because the missed would conflict with arrivals at LAS. She did not 
offer an alternate missed approach procedure. We asked if the Tower and airport 
were open and we were informed that the airport was open but that the Tower was 
closed. ATC then asked if we would like to cancel and complete our flight VFR which 
we did. It took several attempts before we were able to activate the pilot controlled 
lighting at HND. When we finally did, we discovered that we were too high and too 
close to the airport to make a stabilized approach to landing and decided to go 
around. We made a left turn, climbed in a spiral and headed upwind [downwind?] 
parallel to the approach track. On turning base we got a TAWS alert to pull up. We 
did so rapidly and climbed. This put us into Class B airspace. We contacted ATC to 
let them know about our terrain warning and request IFR clearance to LAS. When 
taxiing to the FBO, we were asked to call the TRACON. Contributing factors were 
night conditions; fatigue; unfamiliar, mountainous terrain; failing to insist on an 
instrument approach. Human factors included the Air Traffic Controller's failure to 
give an instrument approach to an instrument rated pilot in an instrument equipped 
airplane on an instrument flight plan. 

Synopsis 

EMB100 pilot on IFR flight plan reports requesting the RNAV (GPS)-B approach to 
HND and is told by LAS Approach that the approach is unavailable due to the 
missed approach conflicting with LAS arrivals. IFR is canceled but the VFR approach 
is botched and results in a go around to a left downwind. Turning base a TAWS 
alert results in an aggressive climb and penetration of the Class B above. Reporter 
elects to divert to LAS. 

  



 

ACN: 975038 (49 of 50) 

Time / Day 

Date : 201110 
Local Time Of Day : 1801-2400 

Place 

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

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Windshear 
Weather Elements / Visibility : Rain 
Weather Elements / Visibility : Turbulence 
Weather Elements / Visibility.Visibility : 6 
Light : Dusk 
Ceiling.Single Value : 2600 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : ZZZ 
Aircraft Operator : Personal 
Make Model Name : Citationjet (C525/C526) - CJ I / II / III / IV 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Personal 
Flight Phase : Initial Approach 
Route In Use : Vectors 
Airspace.Class B : ZZZ 

Component 

Aircraft Component : Compass (HSI/ETC) 
Aircraft Reference : X 
Problem : Malfunctioning 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Experience.Flight Crew.Total : 4500 



Experience.Flight Crew.Last 90 Days : 20 
Experience.Flight Crew.Type : 950 
ASRS Report Number.Accession Number : 975038 
Human Factors : Human-Machine Interface 
Human Factors : Situational Awareness 
Human Factors : Training / Qualification 
Human Factors : Troubleshooting 
Human Factors : Workload 
Human Factors : Distraction 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Deviation - Track / Heading : All Types 
Anomaly.Deviation - Procedural : Clearance 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Flight Crew : Requested ATC Assistance / Clarification 
Result.Air Traffic Control : Provided Assistance 

Assessments 

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

Narrative: 1 

I was being vectored from the north to Runway 36L from a left downwind and 
assigned the GPS 36L since Runway 36R and its ILS were out of service. I twice 
attempted to load the GPS 36L approach in the GNS-XLS and was unsuccessful 
since it was not listed. I am unsure why this was the case. I informed ATC that I 
could not accept the GPS 36L approach who then assigned me to the VOR/DME 36L 
and I set up that approach. As I was vectored into a base leg of 90 degrees to 
intercept the final approach course, I checked the display on the co-pilot HSI to 
confirm that it agreed with the pilot's HSI.  
 
At this time I noticed that the copilot HSI indicated a heading of 150 degrees while 
the pilot's HSI indicated the assigned heading of 90 degrees. There were no error 
indications on any of my flight instruments. I informed ATC that I had an 
instrument problem and because there was a lot of traffic landing on the parallel 
runway to the east, Runway 35R, I asked for vectors to break off the approach so 
that I would not interfere with landing traffic on the east runway. I was very 
concerned that I might have lost situational awareness not being sure exactly what 
heading I had been on and would cause a conflict with landing traffic on the parallel 
runway. ATC said I was a mile west of my final approach course and was very 
helpful and gave me vectors back to the west and eventually set me up for an 
uneventful landing on 35R.The error chain had started when I was unable to load 
the originally assigned GPS approach and was elevated when I recognized the 
failure of the copilot heading which repeats on the pilot side RMI, which we are 
trained to use as the backup heading source. There simply was not enough time to 
confirm heading, and be sure I was not entering the landing traffic flow on the 
parallel runway.  
 
With the clarity of hindsight, I could have confirmed my pilot side heading with the 



wet compass, but in my ten years of recurrent training, I have never been given 
such a failure scenario, and it did not occur to me quickly enough. Given the 
turbulence and the strong crosswind, the wet compass would probably have given 
an inconclusive confirmation anyway. I think I did the proper action under the 
circumstances and alerted ATC to the problem which allowed them to assist in 
preventing a conflict. It is possible also that the avionics in the CE525 has a 
weakness in that no error alerting was observed to indicate that one compass 
system was inoperative, which meant that I didn't know how long the right side 
compass system had been stuck at 150 degrees, and that the pilot's side was in 
fact correct. 

Synopsis 

An IMC CE525 single Pilot on a VOR/DME approach vector noticed that the First 
Officer side compass was frozen, so he was uncertain about his actual heading and 
requested ATC's assistance. 

  



 

ACN: 973791 (50 of 50) 

Time / Day 

Date : 201110 
Local Time Of Day : 0601-1200 

Place 

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

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Air Carrier 
Make Model Name : Regional Jet 700 ER/LR (CRJ700) 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 121 
Flight Phase : Cruise 
Airspace.Class A : ZZZ 

Component 

Aircraft Component : FMS/FMC 
Aircraft Reference : X 
Problem : Improperly Operated 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Carrier 
Function.Flight Crew : Captain 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
ASRS Report Number.Accession Number : 973791 
Human Factors : Confusion 
Human Factors : Training / Qualification 
Human Factors : Human-Machine Interface 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Inflight Event / Encounter : Other / Unknown 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.General : Declared Emergency 

Assessments 



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

Narrative: 1 

We were at FL360 and ATC had just slowed us to 250 KTS. The left side FMS 
started to display IRS reverted MSG. After I scaled down on my MFD the left and 
right IRS cross displays were more than five miles ahead and to our left from our 
GPS position. We were in straight and level flight and now at a speed of 250 KTS. I 
thought I remembered reading something in our initial Tech Briefing that the IRS 
could be reset in those conditions. I conferred with my First Officer. He agreed that 
under that condition it can be reset. We verified our position with the arrival and 
were prepared with VOR backup, just in case. I reset the IRS and we lost all 
attitudes and heading information and the autopilot kicked off. I assumed manual 
control of the aircraft. We requested descent out of RVSM airspace. As I descended 
and turned, I knew I would need protection for altitude and heading deviation. I 
told my First Officer to declare an emergency. We were vectored into [destination] 
with no further incident. 

Synopsis 

A CRJ-701 Captain tried to reset the IRS in cruise flight when it annunciated some 
errors, resulting in the loss of attitude and heading information. An emergency was 
declared, and they were vectored to a safe landing. 




