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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: 1042848 (1 of 50)  

Synopsis 
BE36 pilot encounters icing conditions on an IFR flight from OMA to AMA. With ATC 
assistance the route and altitude are adjusted to avoid most ice and the flight lands 
safely at AMA. 

ACN: 1034280 (2 of 50)  

Synopsis 
A PA-28 Instructor pilot experienced poor climb performance shortly after takeoff, 
leading to a declaration of emergency and return to field for a safe landing. 
Reporter thinks that carb ice was a possibility. 

ACN: 1033692 (3 of 50)  

Synopsis 
Enroute Controller described an icing event that prohibited a PA28 from holding 
altitude and entering a below MIA situation. The reporter noted he should have 
declared an emergency for the aircraft in this situation. 

ACN: 1032614 (4 of 50)  

Synopsis 
A C421 pilot at 14,000 FT IMC with unforecast icing thought the right engine was 
malfunctioning and so shut it down only to realize the left engine quit. He later 
found out the left engine oil pressure dropped causing it to fail and he mistakenly 
shut his good engine down. 

ACN: 1028755 (5 of 50)  

Synopsis 
Enroute Controller described a weather encounter that prompted an immediate 
descent because of hail and resulted in an emergency with aircraft damage. 

ACN: 1028599 (6 of 50)  

Synopsis 
A CE-560 pressurization failed at FL450 so an immediate descent was begun, an 
emergency declared, and while navigating around thunderstorms the crew diverted 
to a nearby airport. 

ACN: 1027896 (7 of 50)  

Synopsis 
Long EZ pilot experiences loss of engine power during descent in humid conditions. 
Carb heat does not solve the problem and the reporter elects to divert to a suitable 



airport. The engine continues to run and full power is restored once on the ground. 
Carb ice is strongly suspected. 

ACN: 1024942 (8 of 50)  

Synopsis 
G-IV Captain is informed of damage to the radome at the conclusion of the second 
leg of flying, that likely occurred on the first leg and was not detected due to a 
preflight inspection that did not include the radome. A window heat failure that 
occurred on the first leg also was not entered into the logbook until the end of the 
second leg. 

ACN: 1023073 (9 of 50)  

Synopsis 
AC690 Captain reports entering a developing thunderstorm while IMC at FL240 with 
no indications on Radar or Nexrad. ATC communications are lost at the same time 
and the reporter elects to turn 180 degrees and descend to FL210. 

ACN: 1022976 (10 of 50)  

Synopsis 
C206 pilot reports an altitude deviation while attempting to descend to 9,000 FT 
and deviate around buildups using a Storm scope and Nexrad with limited success. 
The autopilot was set to capture 9,000 FT but did not do so and the reporter was 
alerted by ATC at 8,200 FT. 

ACN: 1021444 (11 of 50)  

Synopsis 
BE40 flight crew experiences a dual engine failure at FL430 after starting a descent 
due to stick shaker activation while deviating around thunderstorms. The engines 
are unresponsive resulting in a flaps up dead stick landing at the nearest suitable 
airport. 

ACN: 1018031 (12 of 50)  

Synopsis 
An M-7 pilot flying IFR in rain was unable to maintain power and requested ATC 
vectors to a nearby airport where a safe landing was accomplished. 

ACN: 1016976 (13 of 50)  

Synopsis 
SD3 First Officer reports loosing 400 feet from FL190 while passing between 
thunderstorms in IMC with with some moderate down drafts. The engines were 
operating near their limits, delaying the return to assigned altitude. 



ACN: 1013972 (14 of 50)  

Synopsis 
A P46T pilot reported engine flame out at FL240 from what appeared to be fuel line 
icing. Engine was restarted successfully and flight continued to destination. 

ACN: 1013907 (15 of 50)  

Synopsis 
C172 pilot experiences a rough running engine upon leveling off at 10,500 FT and 
leaning the engine for cruise. The reporter elects to spiral down over a nearby 
airport but when the engine returns to normal he decides to climb back up to 
10,500 and return to the departure airport. This is accomplished successfully with 
no further engine troubles. 

ACN: 1012995 (16 of 50)  

Synopsis 
CE510 pilot inadvertently entered a thunderstorm during RNAV approach to SUN. 
Evasive action was taken by turning off the approach course away from the airport 
without advising ATC. Once contacted Tower advised to initiate a right turn back to 
PRESN, climb to 10,000 FT, and contact Salt Lake Center. 

ACN: 1012632 (17 of 50)  

Synopsis 
King air pilot discovers post flight that the right engine intake plug was in the right 
intake wedged in the ice vane. 

ACN: 1012090 (18 of 50)  

Synopsis 
A PA34 lost the airspeed indicator in descent probably due to pitot icing. The 
indicator returned to normal after leaving icing conditions. 

ACN: 1011091 (19 of 50)  

Synopsis 
A-139 flight crew experienced inflight failure of tail rotor deicing system. Post flight 
inspection revealed electrical arcing in tail rotor assembly. 

ACN: 1010141 (20 of 50)  

Synopsis 
A CE560XL flight crew discovered evidence of frozen water inside the tailcone of 
their aircraft after a short flight that encountered little or no precipitation. It 



appeared that a service bulletin concerning the installation of drain holes in that 
area had not yet been complied with. 

ACN: 1009779 (21 of 50)  

Synopsis 
A C152 on a maintenance test flight suffered fluctuating RPMs, declared an 
emergency and landed safely. 

ACN: 1009774 (22 of 50)  

Synopsis 
Required to extend his downwind pattern leg due to preceding traffic, the pilot of a 
J3 Cub failed to employ carburetor heat at his usual point abeam the numbers. The 
engine subsequently failed to respond to the throttle on short final and the pilot 
diverted to a gravel area short of the runway. Some damage was incurred due to 
contact with power lines. 

ACN: 1009207 (23 of 50)  

Synopsis 
A Champ 7ECA pilot landed after his engine quit while in the landing pattern and 
the aircraft had minor propeller damage. Water or icing suspected. 

ACN: 1006408 (24 of 50)  

Synopsis 
A FA20 pitot/static system malfunctioned after takeoff in IMC making the aircraft's 
airspeed and altimeters were vastly divergent so an emergency was declared and 
the flight diverted to a nearby airport. 

ACN: 1006400 (25 of 50)  

Synopsis 
A B-25 First Officer reported that at an 800 FT cruise altitude the aircraft deviated 
from the planned track for weather and then encountered a wind farm, which 
forced a climb into IMC with icing and an IFR clearance. 

ACN: 1002530 (26 of 50)  

Synopsis 
C177RG pilot reports a power loss while cruising at 12,000 FT in IMC and elects to 
continue to destination. Post flight reveals the engine air filter to be completely iced 
over. 

ACN: 998743 (27 of 50)  



Synopsis 
Enroute Controller described a loss of separation event when he/she failed to note 
the fact that the surrounding low altimeter settings precluded the use of certain 
flight levels. 

ACN: 998348 (28 of 50)  

Synopsis 
A CE550 flight crew experienced a rapid decompression as they began descent to 
their destination. They declared an emergency and were expedited to a safe 
landing by ATC. 

ACN: 997102 (29 of 50)  

Synopsis 
After an aircraft engine stalled during the preflight engine run up, the pilot failed to 
contact RHV Ground for taxi clearance back to the FBO. 

ACN: 997084 (30 of 50)  

Synopsis 
A solo single engine pilot departed ROA on an IFR training flight and was 
unexpectedly caught in a weather system which arrived in airport vicinity hours 
earlier than forecast so he requested ATC's assistance for an immediate return. 

ACN: 997019 (31 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: 995450 (32 of 50)  

Synopsis 
The pilot of turbine engine converted Cessna 207 suffered a flame out in IMC while 
on an ILS approach. After declaring an emergency he was able to restart the 
engine and complete the approach and landing. 

ACN: 995449 (33 of 50)  

Synopsis 
A PA31 pilot departed on a one hour flight into icing conditions with forecast snow 
and low visibilities at destination. Ice formed on areas of the aircraft that are not 



deiced and airspeed dropped. Descent was required to maintain airspeed and an 
ILS approach and landing was made with visibility reported as one quarter mile. 

ACN: 995074 (34 of 50)  

Synopsis 
C172 pilot taking off on an ice runway reports loosing directional control when full 
throttle is applied too early. Control is regained and the takeoff is rejected. 

ACN: 995062 (35 of 50)  

Synopsis 
A BE35 lost primary guidance systems (attitude, HSI, airspeed, altimeter, VSI) in 
flight during unforecast icing conditions on and IFR flight plan. His backup ASPEN 
PFD did provide partial information. 

ACN: 993559 (36 of 50)  

Synopsis 
A PA32 compass system became inaccurate on an ILS vector so the clearance was 
canceled. Then the landing gear indicated unsafe at the same time as the airspeed 
and altimeter became erratic because of a popped circuit breaker in icing. Finally, 
an ATC NO GYRO approach go them below the clouds where the became 
reoriented. 

ACN: 993556 (37 of 50)  

Synopsis 
A pilot reported that after landing on FAR Runway 36 he was instructed to exit right 
on Taxiway C but because of ice slid past Charlie and made a tight left turn back to 
exit on C but did not notify the Tower of the incursion. 

ACN: 993355 (38 of 50)  

Synopsis 
BE400 Captain describes a reoccurring series of failures of the Horizontal Stabilizer 
(HSTAB) de-ice system of aircraft in his company's fleet. 

ACN: 992639 (39 of 50)  

Synopsis 
An Enroute Controller reported that an IFR aircraft was below MIA and unable to 
hold altitude in an emergency situation due to icing. 

ACN: 992346 (40 of 50)  

Synopsis 



An Aircraft Inspector reports a maintenance practice has developed in their facility 
during C-Checks and become a "NORM" when working on Fuel Systems. After an 
aircraft is defueled, Maintenance is started right away, without regard to the Fuel 
General Maintenance Practices and the Fire Safety Precautions listed in the Cessna 
560XL Maintenance Manual Chapter 28. 

ACN: 991283 (41 of 50)  

Synopsis 
A pilot hand propped a C172RG engine because of a dead battery but even with the 
brakes set on an icy ramp the aircraft moved forward and hit a building post and 
window. 

ACN: 990770 (42 of 50)  

Synopsis 
An inexperienced Private pilot with one passenger aboard the C-172 found himself 
unable to continue his cross country flight VFR and diverted to fly an ILS to a 
nearby airport where tail winds and low clouds forced a go around during which he 
was unable to climb due to ice accumulation. Fortuitously, he broke out of the 
clouds and was able to make a scud run return to the airport where he and his sick 
passenger landed safely. 

ACN: 989395 (43 of 50)  

Synopsis 
Lancair pilot reports planning an IFR flight to HEF to avoid IMC and in flight icing 
conditions. The forecast does not hold up but the reporter continues to HEF in IMC 
and freezing temperatures and lands after an instrument approach. Minimal 
enroute icing is actually encountered. 

ACN: 989351 (44 of 50)  

Synopsis 
A B747-200 Captain required a Contract De-icing Crew to reapply Type IV fluid 
because the hold-over time expired after extensive application of Type IV to deice 
the aircraft. 

ACN: 988543 (45 of 50)  

Synopsis 
An HS-125 flight crew encountered moderate to severe airframe vibration while in 
cruise at FL400. The vibration ceased following a descent and disconnecting the 
autopilot, subsequently diverting to a nearby airport. 

ACN: 988041 (46 of 50)  



Synopsis 
PC12 pilot experiences propeller vibrations at 15,000 FT in icing conditions and 
requests descent. Other problems had been experienced with this propeller, which 
is a five blade design manufactured by MT Propellers. 

ACN: 987609 (47 of 50)  

Synopsis 
A C208 STBY PWR ON caution alerted while at cruise accompanied by popped 
circuit breakers. Shortly thereafter the cockpit filled with smoke so the pilot 
declared an emergency and landed at nearby airport. 

ACN: 985588 (48 of 50)  

Synopsis 
PA31 pilot describes a takeoff from a high altitude airport in a snowstorm with snow 
on the wings. The expectation was that the snow would shed during the takeoff 
roll. It did not and a very low speed low altitude return to the field is successfully 
accomplished. 

ACN: 984244 (49 of 50)  

Synopsis 
A low time Flight Instructor flying a PA28R-200 VFR on top with an IFR clearance 
experienced problems with icing, unfamiliarity with the aircraft's automatic landing 
gear extension system, increasing altitude of the undercast and possible oxygen 
deprivation due to sustained flight above 10,000 MSL without oxygen. 

ACN: 983932 (50 of 50)  

Synopsis 
An SA227 Captain reported landing in a freezing drizzle, with braking action 
reported as fair, to find braking action. Maximum reverse and braking was not 
sufficient to prevent the aircraft from going off the end of the runway at a very 
slow speed. No damage reported. 
 



 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 

Report Narratives 
 



 

ACN: 1042848 (1 of 50) 

Time / Day 

Date : 201210 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.ATC Facility : ZKC.ARTCC 
State Reference : KS 
Altitude.MSL.Single Value : 4000 

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility.Visibility : 10 
Light : Daylight 
Ceiling.Single Value : 6000 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZKC 
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 : Cruise 
Route In Use : Direct 
Airspace.Class E : ZKC 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Pilot Flying 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Commercial 
Experience.Flight Crew.Total : 2182.7 
Experience.Flight Crew.Last 90 Days : 47 
Experience.Flight Crew.Type : 1461 
ASRS Report Number.Accession Number : 1042848 
Human Factors : Situational Awareness 

Events 



Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Flight Crew : Took Evasive Action 
Result.Air Traffic Control : Issued New Clearance 

Assessments 

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

Narrative: 1 

I was flying from Omaha to Amarillo. The Midwest was experiencing its first strong 
cold snap of the season, and the Flight Service Briefer reported a large area of light 
rain and snow moving from northwest Kansas toward the east. No PIREPS were 
available. The forecast called for 10,000 scattered along the Nebraska portion of 
my route, dropping to 6,000-7,000 broken with possible light rain and light snow in 
Kansas, and 3,000-4,000 broken in Texas. The Briefer agreed with my 
interpretation that it would be best to stay low and stay away from precipitation. 
Although I had filed for 6,000, I requested 4,000 as I climbed out because it looked 
like a higher altitude could put me in the clouds. As I approached the Kansas state 
line, the Kansas City Center Controller suggested I take up a western heading. As I 
rolled out on the new heading, my satellite down link showed that I was moving 
towards a band of heavy precipitation. I requested and was issued a revised 
clearance, direct SLN, direct AMA. The Controller also advised that I would have to 
climb higher as I flew southwest so he could keep me in radar contact. 
 
Up to this point, I had been cruising in VMC under a broken-to-overcast layer, with 
an outside air temperature of 37 Fahrenheit (as measured by my air data computer 
and displayed on my engine data monitor). About 50 NM southwest of SLN, the 
Controller asked me to climb to 6,000. If I remember the sequence correctly, I 
attempted to comply, but soon had to advise the Controller that the OAT was 
dropping rapidly and 6,000 would probably put me in the clouds. He then cleared 
me to maintain 5,000 FT. (Up to this point, I'd been relying on my autopilot. Given 
the lower OAT and increased cloud proximity at 5,000, I decided to hand-fly the 
plane to improve my ability to sense and respond to inadvertent icing. Due to the 
increased workload, my notes regarding the rest of the trip are not very detailed, 
so I can't be certain of the exact sequence of events.) At some point, I must have 
requested lower, because I was cleared down to 4,200, which I believe was the off-
route obstruction clearance altitude (OROCA) [MORA] in that area. Soon after that, 
the Controller reported that radar contact was lost. While I would have gladly 
accepted an airways routing, one was never offered, and I forgot that radar contact 
is required for an off-route clearance. As I continued southwest, the Controller 
again asked me to climb (I believe to 6,000 FT). I replied that I didn't think I would 
be able to avoid ice at that altitude, but would give it a try. Just as I feared, I 
inadvertently began to pick up ice. I told the Controller I needed a lower altitude 
and suggested 5,200 (the OROCA for that area). He cleared me down to that 
altitude and asked what kind of ice I had encountered. Since I don't have a lot of 
experience giving icing reports, all I could think to say was that it was clear ice, 
and inadvertently omitted any mention of severity. Sometime after that, radio 
reception deteriorated to the point that a passing aircraft had to relay messages to 
me.  



 
As I continued southwest, both the weather and the radio reception began to slowly 
improve. I asked the Controller if he still needed me to climb to 6,000 and he said I 
could maintain 5,200 for the rest of my flight. He soon handed me off to AMA 
Approach. The remainder of my flight was uneventful.  
 
Lessons learned: In retrospect, I should have headed southeast from Omaha to 
circumvent the precipitation and low ceilings in Western Kansas. When it looked 
like radar contact would be lost, I should have requested an airway routing. I 
should have respectfully declined the Controller's request that I climb into a cloud 
layer with an OAT near freezing. 

Synopsis 

BE36 pilot encounters icing conditions on an IFR flight from OMA to AMA. With ATC 
assistance the route and altitude are adjusted to avoid most ice and the flight lands 
safely at AMA. 

  



 

ACN: 1034280 (2 of 50) 

Time / Day 

Date : 201209 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.AGL.Single Value : 150 

Environment 

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

Aircraft 

Reference : X 
ATC / Advisory.Tower : ZZZ 
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 : Training 
Flight Phase : Initial Climb 
Airspace.Class D : ZZZ 

Component 

Aircraft Component : Engine 
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 : Flight Instructor 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Commercial 
Experience.Flight Crew.Total : 480 
Experience.Flight Crew.Last 90 Days : 38 
Experience.Flight Crew.Type : 200 
ASRS Report Number.Accession Number : 1034280 



Human Factors : Situational Awareness 
Human Factors : Training / Qualification 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.General : Declared Emergency 
Result.Flight Crew : Returned To Departure Airport 

Assessments 

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

Narrative: 1 

The purpose of this flight was to provide a joint introductory lesson for two people 
(an adult and a male child of 12). The Piper Warrior III had full fuel and three 
people on-board, but was within the weight-and-balance. The taxi to the runway 
and run-up was normal and consistent with prior flights in this particular aircraft. 
The shorter runway was in use, so a flaps-10 takeoff was performed. The takeoff 
roll was slow, but consistent with past performance of the aircraft at this weight. 
The student performed the takeoff and initial climb, assisted by me (verifying full 
power and proper control inputs). However, at approximately 150-250 FT AGL, it 
became apparent to me that our airspeed and climb rate was not normal. I took 
control of the aircraft from the student and attempted to level off to gain some 
forward speed to prevent a stall. I was only able to get about 300 FPM maximum 
climb rate and about 100-150 RPM short of a normal full-power climb. I informed 
the Tower that we would be circling back for landing, and that the engine was not 
producing full power. Tower asked if I wanted to declare an emergency, and I 
responded in the affirmative. I attempted a landing back on the departure runway, 
but experienced a lot of thermal lift over short final, and had to perform a go-
around due to the short runway length. I then attempted a landing on the longer 
cross runway and was eventually able to landing without incident. Equipment was 
standing by upon landing, but a normal taxi back to the FBO was uneventful and 
emergency services were not required. 
 
A full-power run-up after deplaning was performed and the aircraft didn't exhibit 
any usual behavior. A possible theory for the poor performance was the near-
gross-weight of the aircraft, the density altitude, and the low-performance engine. 
Additionally, the temperature and dew point was conducive to carb icing, so the 
relatively long taxi to the runway and time spent at low power could have caused 
some carb icing to occur. At the time I didn't attempt full troubleshooting of the 
engine issue given the poor performance during the climb and need to climb above 
rising terrain. However, the aircraft wasn't exhibiting any of the other usual signs of 
carb icing (the RPM was lower than expected, but it wasn't decreasing), and all 
other engine parameters were in their normal ranges. In the future, I will give 
more consideration to possible carb icing on the ground prior to takeoff, and alter 
my run-up procedures to include an extended test of the carb heat control to see if 
the RPM fluctuates at all suggesting possible icing. Use of the longer runway when 
wind conditions allow when at similarly high gross weights and density altitudes will 
also be another consideration. 



Synopsis 

A PA-28 Instructor pilot experienced poor climb performance shortly after takeoff, 
leading to a declaration of emergency and return to field for a safe landing. 
Reporter thinks that carb ice was a possibility. 

  



 

ACN: 1033692 (3 of 50) 

Time / Day 

Date : 201208 
Local Time Of Day : 1801-2400 

Place 

Locale Reference.ATC Facility : ZZZ.ARTCC 
State Reference : US 
Altitude.MSL.Single Value : 14000 

Environment 

Weather Elements / Visibility : Icing 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
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 : IFR 
Flight Phase : Cruise 
Route In Use : Vectors 
Airspace.Class E : ZZZ 

Person 

Reference : 1 
Location Of Person.Facility : ZZZ.ARTCC 
Reporter Organization : Government 
Function.Air Traffic Control : Enroute 
Qualification.Air Traffic Control : Fully Certified 
ASRS Report Number.Accession Number : 1033692 
Human Factors : Situational Awareness 

Events 

Anomaly.ATC Issue : All Types 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Air Traffic Control 
Result.Air Traffic Control : Issued New Clearance 

Assessments 

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

Narrative: 1 



A PA28 [was] traveling westbound on a vector to avoid high MIA's. He was level at 
FL140 when the MSAW started to flash. I told SME we had a faulty MSAW alert. 
When I finished my traffic scan I noticed that he was at FL135, the MIA is FL138. I 
told him he was low and gave him the area's altimeter. He said he was picking up 
moderate icing and could not hold altitude and said he needed to turn around. I 
recommended a right 360 and issued the low altitude alert phraseology. He asked 
for a vector and I recommended a turn to the west which I misspoke then 
recommended an easterly heading. He wanted a vector to a nearby airport and I 
gave that to him when he cleared the high MIA. He then proceeded to the airport 
and landed. Nothing could prevent the situation, but I should have declared an 
emergency to better help him out. 

Synopsis 

Enroute Controller described an icing event that prohibited a PA28 from holding 
altitude and entering a below MIA situation. The reporter noted he should have 
declared an emergency for the aircraft in this situation. 

  



 

ACN: 1032614 (4 of 50) 

Time / Day 

Date : 201208 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 14000 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Icing 
Light : Daylight 
Ceiling.Single Value : 9000 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Corporate 
Make Model Name : Golden Eagle 421 
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.Class E : ZZZ 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Corporate 
Function.Flight Crew : Pilot Flying 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Commercial 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Flight Engineer 
Experience.Flight Crew.Total : 15419 
Experience.Flight Crew.Last 90 Days : 30 
Experience.Flight Crew.Type : 10 
ASRS Report Number.Accession Number : 1032614 
Human Factors : Training / Qualification 
Human Factors : Workload 
Human Factors : Troubleshooting 



Human Factors : Situational Awareness 
Human Factors : Time Pressure 
Analyst Callback : Completed 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.General : Declared Emergency 
Result.Flight Crew : Diverted 
Result.Flight Crew : Landed in Emergency Condition 
Result.Flight Crew : Requested ATC Assistance / Clarification 
Result.Flight Crew : Inflight Shutdown 

Assessments 

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

Narrative: 1 

Conducted a normal preflight a Cessna 421C, fuel tanks had been topped-off the 
night before and both engines had 13 quarts on the dipstick. I got a clearance for 
an IFR flight and was "cleared as filed". Departed at midday on Runway 31 with all 
engine indications mostly normal - noted the right-hand engine only reaching 37" 
MP (39" max). Climb-out was normal and the autopilot and yaw damper was 
engaged. ATC gave me vectors to course with steady step-climbing to 14,000 FT. I 
was attentive to cylinder head temperatures on climb-out and kept the climb speed 
up to enhance cooling at climb power. We entered IMC at 9,000 with outside temp 
at 2 degrees Celsius and decreasing, so I turned on pitot heat, stall warning heat, 
window heat, and checked amps to verify loads. At about 12,000 FT the right-hand 
engine made a slight bump in the RPM and MP. The fuel pumps were re-verified in 
the low position. Leveled off at 14,000 FT and began trimming and adjusting power 
gradually for cruise. About two and a half hours after takeoff the airplane started 
shaking and jerking just before the nose yawed to the right and then down 
(autopilot in HDG and ALT). Initial indications at this point were a problem with the 
right-hand engine, so it was feathered, and I declared an emergency. Airspeed was 
decaying so I established the best glide speed while trying to secure the airplane 
and troubleshoot the problem. I declared an emergency and asked Center for 
vectors to nearest airport and was given a heading. I told them that was too far 
away and asked for a nearer airport so they sent me to a military Approach 
Control. The TRACON was slow to recognize my urgency and I had to directly ask 
for help several times before getting a heading to a nearby airport. Descending 
through 11,000 FT I realized that the left-hand engine was not running. The RPM 
had reduced from 1,900 to less than a 1,000 RPM. I tried two re-starts but was not 
successful. It was VMC at 9,000 FT so I turned off all electrical switches except for 
the avionics master. The airport became visual at about 6 miles when I was at 
6,000 FT so I knew that I would make this airport. I landed uneventfully, cleared 
the runway and had the airplane towed to the FBO. Later I called the TRACON and 
canceled my IFR flight plan. Airplane was not damaged in the descent and landing. 

Callback: 1 



The Reporter stated that the dual engine failure was the result of a left engine 
malfunction followed by him mistakenly shutting down the right engine. The events 
leading up to the error included the unexpected icing and his passengers asking 
that cabin be warmer because the temperature dropped and they were 
uncomfortable. The ice completely covered his windscreen during the climb and he 
was perplexed because no icing was forecast. As he was focused the icing issue, he 
thought the right engine malfunctioned, but in fact the left engine oil pressure 
dropped which opened the turbo waste gate and damaged the propeller gear box 
which disconnected the propeller. So he felt very fortunate to have an airport 
nearby. 

Synopsis 

A C421 pilot at 14,000 FT IMC with unforecast icing thought the right engine was 
malfunctioning and so shut it down only to realize the left engine quit. He later 
found out the left engine oil pressure dropped causing it to fail and he mistakenly 
shut his good engine down. 

  



 

ACN: 1028755 (5 of 50) 

Time / Day 

Date : 201208 
Local Time Of Day : 0001-0600 

Place 

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

Environment 

Weather Elements / Visibility : Hail 
Weather Elements / Visibility : Rain 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Corporate 
Make Model Name : Cessna 402/402C/B379 Businessliner/Utiliner 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Flight Phase : Cruise 
Route In Use : Vectors 
Route In Use : Direct 
Airspace.Class E : ZZZ 

Person 

Reference : 1 
Location Of Person.Facility : ZZZ.ARTCC 
Reporter Organization : Government 
Function.Air Traffic Control : Enroute 
Qualification.Air Traffic Control : Fully Certified 
ASRS Report Number.Accession Number : 1028755 
Human Factors : Other / Unknown 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Air Traffic Control 
Result.Aircraft : Aircraft Damaged 

Assessments 

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



Narrative: 1 

I received the hand off from Approach and saw that the aircraft had routing 
through an area of extreme precipitation. I informed the pilot of the area of 
weather and told him to let me know if he needed to deviate. He said he would 
appreciate vectors to the left of the weather. I told him he was cleared to deviate 
to the left and direct when able. The aircraft was going through the very bottom 
portion of the weather we showed on the scope when I got relieved. In my briefing 
I mentioned that the weather must have moved from what we showed since he 
was going right through it. The relieving Controller had barely got settled when the 
C402 began a precipitous descent. He went down about 1,500 FT and said he had 
just encountered severe hail and had a cracked ice viewing shield. While the R-Side 
got information from the pilot, I got onto the D-Side and coordinated with Approach 
for a divert. The pilot said that he was in the clear when the hail began. The aircraft 
had dents on the leading edges of the wings and the nose in addition to the cracked 
ice viewing shield. The pilot did not declare an emergency or request equipment at 
the airport. He did land safely. 

Synopsis 

Enroute Controller described a weather encounter that prompted an immediate 
descent because of hail and resulted in an emergency with aircraft damage. 

  



 

ACN: 1028599 (6 of 50) 

Time / Day 

Date : 201208 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.ATC Facility : ZZZ.ARTCC 
State Reference : US 
Altitude.MSL.Single Value : 45000 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Fractional 
Make Model Name : Citation V/Ultra/Encore (C560) 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Cruise 
Airspace.Class A : ZZZ 

Component 

Aircraft Component : Pressurization Control System 
Aircraft Reference : X 
Problem : Malfunctioning 

Person : 1 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Fractional 
Function.Flight Crew : Captain 
Function.Flight Crew : Pilot Flying 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
ASRS Report Number.Accession Number : 1028599 
Human Factors : Training / Qualification 
Human Factors : Physiological - Other 
Human Factors : Time Pressure 
Human Factors : Workload 

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 : 1028601 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.General : Declared Emergency 
Result.Flight Crew : Diverted 
Result.Flight Crew : Took Evasive Action 
Result.Flight Crew : FLC complied w / Automation / Advisory 

Assessments 

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

Narrative: 1 

En route we were at FL450 in order to top weather and provide a smooth ride for 
passengers. The cabin pressure suddenly began to climb at approximately 1,000 FT 
per minute. We donned the O2 mask, dropped the mask for our passengers and 
began a rapid descent to the requested and assigned altitude of FL340. We 
performed the checklist in accordance with Company SOP's and continued the 
descent to 10,000 FT and then with the Company's input, diverted and made a 
normal landing. 

Narrative: 2 

We were filed at and flying at FL400 as we approached a line of thunderstorms. I 
(pilot not flying) discussed with pilot flying and we decided to climb. I requested 
and was cleared to FL430. As we continued several minutes later the ride began to 
deteriorate again, so we discussed and requested FL450. About 15 minutes after 
this, while flying over some thunderstorms, my inner ear felt discomfort and my 
partner noticed it as well, he stated "I think we've got a pressurization issue." We 
both scanned the pressurization system and noticed that the cabin had begun to 
climb at about 600-1,000 FPM (the rate was varying quite a bit as we commenced 
the descent.) I was wearing my mask, and ordered my co-pilot to put his on and 
commence a descent. We both realized that we would be descending into severe 
weather, so we hesitated while he scanned the radar for the best route down, and I 
called ATC. I told them we had a pressurization issue and needed an emergency 
descent. She said "Standby." I replied that no, we were starting down now. She 
cleared us immediately to FL340. Pilot flying set that, I acknowledged, and he 
accomplished the memory items for the emergency descent. I dropped the O2 
masks in the cabin, seat belt sign was already on, and turned to brief the 
passengers to don them immediately, and explained what was happening. We 
activated the anti-ice systems as we descended through the weather, but could not 



keep the wing anti-ice lights out without adding power, which pilot flying handled 
expertly. ATC then cleared us to 10,000 FT, and asked us where we wanted to go. I 
was in the process of finishing up the checklist for the pressurization event and 
assessing that question. I asked about nearby airports with 5,000 FT or better 
runways. We conferred with him and decided between Controller, myself, and the 
pilot flying on a nearby International Airport. I set about pulling the approach 
charts and weather. Once we descended to 10,000 FT, then, I believe, to 7,000 FT 
as cleared we removed our masks. I handed off my duties to the pilot flying then I 
briefed passengers on they could remove theirs, and of our plan to go to a divert 
airport, reassured them that everything was safe. I then called the Company 
Assistant Chief Pilot on the aircraft phone to bring company into the loop, effect a 
recovery flight, and to assess with him our landing choice. At this point everything 
was stabilized, safe, plenty of fuel. Assistant Chief Pilot assessed weather radar and 
suggested that we were at an equal distant between two suitable airports, and that 
the weather at another one was considerably better. I had pulled up weather after 
this suggestion, and agreed with him. I then conferred with pilot flying, and we 
decided the other airport was the better choice. Notified ATC, and were re-cleared. 
We landed without further incident. 

Synopsis 

A CE-560 pressurization failed at FL450 so an immediate descent was begun, an 
emergency declared, and while navigating around thunderstorms the crew diverted 
to a nearby airport. 

  



 

ACN: 1027896 (7 of 50) 

Time / Day 

Date : 201208 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 5200 

Environment 

Weather Elements / Visibility : Haze / Smoke 
Weather Elements / Visibility.Visibility : 4 
Ceiling.Single Value : 1000 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : ZZZ 
Aircraft Operator : Personal 
Make Model Name : Amateur/Home Built/Experimental 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Personal 
Flight Phase : Descent 
Route In Use : Vectors 
Airspace.Class E : ZZZ 

Component 

Aircraft Component : Reciprocating Engine Assembly 
Aircraft Reference : X 
Problem : Malfunctioning 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Pilot Flying 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Flight Engineer 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Multiengine 
Experience.Flight Crew.Total : 12000 
Experience.Flight Crew.Last 90 Days : 8 



Experience.Flight Crew.Type : 1030 
ASRS Report Number.Accession Number : 1027896 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Flight Crew : Diverted 
Result.Flight Crew : Landed in Emergency Condition 
Result.Aircraft : Equipment Problem Dissipated 

Assessments 

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

Narrative: 1 

I flew most of the flight VFR at 11,500 FT, OAT gauge indicated 46 F. Later in the 
flight I needed to air file and received an IFR clearance due to low ceilings at 
destination. While descending into very hot and humid conditions, I was instructed 
to descend from 6,000 MSL to 5,000 MSL. Passing approximately 5,200 MSL I 
noticed a considerable loss in engine power. I also noticed the #2 EGT had gone to 
zero on GEM 602 engine monitor. Other EGT's were lower than normal but still 
indicated something on the engine monitor. [I] could not maintain the assigned 
5,000 FT without a significant reduction in airspeed. I attempted to apply carb heat 
but this seemed to reduce engine RPM even further. I also increase the mixture to 
a more rich setting but this also reduced engine RPM. Found best power with carb 
heat off and a very lean mixture. I then notified Approach that I could not maintain 
altitude and needed to proceed direct to destination. Further noticed that I was 
passing over an en route airport and advised Approach that I would like to land 
there. Approach cleared me to proceed as requested and advised me of the runway 
direction, length and width. I asked if I should switch to the airport's UNICOM 
frequency or stay with them, they advised that they showed no traffic in the area 
and to stay with them, and to radio them when safely on the ground. I set up for 
an engine out approach, but the engine continued to give partial power throughout 
the landing. I landed and taxied to parking without incident. While parked I 
preformed a mag check and adjusted the throttle and mixture to restore full static 
power. After adjusting these controls a few minutes I managed to restore full static 
engine power. I suspect the root problem was carb icing which melted out within a 
few minutes of landing. Further suspect the carb heat might have eventually 
melted the ice while in the air, had I given it more time. I called Approach from the 
FBO. 

Synopsis 

Long EZ pilot experiences loss of engine power during descent in humid conditions. 
Carb heat does not solve the problem and the reporter elects to divert to a suitable 
airport. The engine continues to run and full power is restored once on the ground. 
Carb ice is strongly suspected. 

  



 

ACN: 1024942 (8 of 50) 

Time / Day 

Date : 201207 
Local Time Of Day : 0001-0600 

Place 

Locale Reference.Airport : ZZZZ.Airport 
State Reference : FO 
Relative Position.Angle.Radial : 010 
Relative Position.Distance.Nautical Miles : 75 
Altitude.MSL.Single Value : 24000 

Environment 

Flight Conditions : Mixed 
Weather Elements / Visibility : Turbulence 
Weather Elements / Visibility.Visibility : 1 
Light : Night 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZZ 
Aircraft Operator : Air Carrier 
Make Model Name : Gulfstream IV / G350 / G450 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 135 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Climb 
Route In Use : Direct 

Component : 1 

Aircraft Component : Fuselage Nose Cone 
Aircraft Reference : X 

Component : 2 

Aircraft Component : Window Ice/Rain System 
Aircraft Reference : X 
Problem : Failed 

Person 

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



Qualification.Flight Crew : Air Transport Pilot (ATP) 
Qualification.Flight Crew : Flight Instructor 
Experience.Flight Crew.Total : 9700 
Experience.Flight Crew.Last 90 Days : 75 
Experience.Flight Crew.Type : 1300 
ASRS Report Number.Accession Number : 1024942 
Human Factors : Other / Unknown 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Deviation - Procedural : FAR 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.General : Maintenance Action 
Result.Aircraft : Aircraft Damaged 

Assessments 

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

Narrative: 1 

Preflight review of radar showed widespread isolated thunderstorms over the sea. 
Takeoff and initial climb and associated checklists were completed uneventfully. 
The autopilot and auto throttles were being used as I flew the aircraft and the First 
Officer monitored. We both had our radar selected on at varying ranges and tilt 
angles, no echoes were noted in the departure path. A fuel balance transfer was 
underway as we approached FL240. As we climbed through FL240 we both noted 
the appearance of St. Elmo's fire on the radome. Shortly thereafter, we 
encountered moderate chop and liquid precipitation. I asked the First Officer to 
secure the fuel transfer and place the cowl and wing anti-ice systems on, which he 
did simultaneously, the autopilot disengaged and the left hand windshield heat shut 
itself off. I advised that, "I have control of the aircraft" and proceeded to fly the 
aircraft with the auto throttles still engaged. After approximately 2-3 minutes, I re-
engaged the autopilot when the chop subsided. The aircraft and its systems were 
functioning normally with the exception of the left-hand windshield heat, which 
could not be reset. I consulted the MEL, which noted that the aircraft could be 
dispatched with one side inoperative provided flight into known icing was avoided. 
We agreed that we could continue safely and proceeded to do so. We landed at 
destination uneventfully and disembarked our passengers. After the passengers 
boarded their bus at the base of the aircraft stairs, I proceed inside the FBO to pay 
our bill. After exiting the FBO, I proceed to walk around the aircraft from the front 
right side, (nearest the FBO) in a clockwise direction, ending at the boarding stairs. 
In my haste to depart, I neglected to notify Maintenance of the inoperative 
windshield heat and flew the aircraft [on one more leg]. After arriving, while 
completing post flight duties, it was brought to my attention by the First Officer 
that there was damage to the radome. Logbook entries and Maintenance 
notifications were made at this time. 

Synopsis 



G-IV Captain is informed of damage to the radome at the conclusion of the second 
leg of flying, that likely occurred on the first leg and was not detected due to a 
preflight inspection that did not include the radome. A window heat failure that 
occurred on the first leg also was not entered into the logbook until the end of the 
second leg. 

  



 

ACN: 1023073 (9 of 50) 

Time / Day 

Date : 201207 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.ATC Facility : ZLC.ARTCC 
State Reference : UT 
Altitude.MSL.Single Value : 24000 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Thunderstorm 
Weather Elements / Visibility : Icing 
Weather Elements / Visibility : Turbulence 
Light : Daylight 
Ceiling.Single Value : 17000 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZLC 
Aircraft Operator : Air Taxi 
Make Model Name : Turbo Commander 690 Series 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 135 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Cruise 
Route In Use : Direct 
Airspace.Class A : ZLC 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Taxi 
Function.Flight Crew : Captain 
Function.Flight Crew : Pilot Flying 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Qualification.Flight Crew : Instrument 
Experience.Flight Crew.Total : 4700 
Experience.Flight Crew.Last 90 Days : 100 
Experience.Flight Crew.Type : 200 
ASRS Report Number.Accession Number : 1023073 
Human Factors : Situational Awareness 
Human Factors : Training / Qualification 



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

Events 

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 
When Detected : In-flight 
Result.Flight Crew : Took Evasive Action 
Result.Air Traffic Control : Issued New Clearance 

Assessments 

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

Narrative: 1 

While in cruise at FL240, Radar showed a line of precipitation as scattered. Center 
did not report any significant weather ahead. The flight had included route 
deviations for thunderstorms here and there. We entered clouds at FL240 and in 
about 30 seconds sustained significant altitude changes and airspeed fluctuations. I 
also temporarily lost radio communications with Center. I made a 180 degree 
heading change and descended to FL210. The aircraft had accumulated 
approximately 1/4 inch of ice. I was able to re-contact Center who provided vectors 
and altitudes. It is my belief that we entered an embedded, rapidly developing 
thunderstorm that was not painted on our radar and not shown on the weather 
radar. I took necessary actions to protect the crew and aircraft.  

Synopsis 

AC690 Captain reports entering a developing thunderstorm while IMC at FL240 with 
no indications on Radar or Nexrad. ATC communications are lost at the same time 
and the reporter elects to turn 180 degrees and descend to FL210. 

  



 

ACN: 1022976 (10 of 50) 

Time / Day 

Date : 201207 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.ATC Facility : ZMP.ARTCC 
State Reference : MN 
Relative Position.Distance.Nautical Miles : 50 
Altitude.MSL.Single Value : 9000 

Environment 

Flight Conditions : Mixed 
Weather Elements / Visibility : Turbulence 
Weather Elements / Visibility : Rain 
Weather Elements / Visibility : Windshear 
Light : Daylight 
Ceiling.Single Value : 8000 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZMP 
Aircraft Operator : Personal 
Make Model Name : Cessna Stationair/Turbo Stationair 6 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Personal 
Flight Phase : Cruise 
Route In Use : Direct 
Airspace.Class E : ZMP 

Component 

Aircraft Component : Altitude Hold/Capture 
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 : Commercial 
Qualification.Flight Crew : Multiengine 
Experience.Flight Crew.Total : 1660 



Experience.Flight Crew.Last 90 Days : 38 
Experience.Flight Crew.Type : 1020 
ASRS Report Number.Accession Number : 1022976 
Human Factors : Human-Machine Interface 

Events 

Anomaly.Aircraft Equipment Problem : Less Severe 
Anomaly.Deviation - Altitude : Overshoot 
Anomaly.Deviation - Procedural : Clearance 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Air Traffic Control 
When Detected : In-flight 
Result.Flight Crew : Returned To Clearance 
Result.Air Traffic Control : Issued Advisory / Alert 

Assessments 

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

Narrative: 1 

Direct IFR to MSN at 11,000 FT. The buildups were going higher than 11,000 FT. I 
requested and was assigned 13,000 due to cloud buildups. The buildups were 
getting bigger and more numerous as the flight progressed. The top of the cloud 
deck was also rising. Nexrad showed small areas of moderated precipitation about 
40 NM ahead, Storm Scope showed no discharges nearby. I entered one relatively 
benign looking build up. The turbulence was more than expected. One of bumps 
upset the contents of the cabin. I requested descent to 7,000 to get out of the 
clouds. MSP Center assigned me 9,000 and I set 9,000 FT in the C206 autopilot 
and programmed the descent rate and slowed the plane down. During the descent, 
I asked for and was given deviations left and right of course to stay out of the 
darker more turbulent clouds. I was looking at the Nexrad and Storm Scope 
displays to avoid additional surprises. There were notable updrafts and down drafts. 
The autopilot made moderate changes to the pitch attitude to maintain the descent 
rate. I was transferred to Volk approach. Shortly after the transfer, Volk reiterated 
9,000 was my assigned altitude. I looked at the altimeter and my altitude was 
8,200 FT. The autopilot did not capture the 9,000 FT setting. I immediately 
disconnected the autopilot and initiated a climb back to 9,000 FT. I did not monitor 
the altitude adequately, due turbulence and preoccupation using the Nexrad and 
Storm Scope to avoid further upsets. The autopilot did have 9,000 FT set. I do not 
known why it did not capture 9,000 FT. I have many hours using the C206. 
Occasionally it will not arm when climbing to a pre-selected altitude and this is 
something I watch for. I had not ever had it fail to arm and capture a descent 
altitude. The autopilot seemed to function fine for the duration of the flight. 
Perhaps I double pressed or hit another button during the set due to turbulence? 
Switching frequencies happened during a high workload part of the flight, while I 
was assessing the clouds (did not want to be surprised again). Check, check and 
recheck even in high workload phases of flight. 

Synopsis 



C206 pilot reports an altitude deviation while attempting to descend to 9,000 FT 
and deviate around buildups using a Storm scope and Nexrad with limited success. 
The autopilot was set to capture 9,000 FT but did not do so and the reporter was 
alerted by ATC at 8,200 FT. 

  



 

ACN: 1021444 (11 of 50) 

Time / Day 

Date : 201206 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.ATC Facility : ZZZ.ARTCC 
State Reference : US 
Altitude.MSL.Single Value : 45000 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Thunderstorm 
Weather Elements / Visibility.Visibility : 10 
Light : Daylight 
Ceiling.Single Value : 45000 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Corporate 
Make Model Name : Beechjet 400 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Flight Phase : Cruise 
Route In Use : Direct 
Airspace.Class A : ZZZ 
Passengers On Board.Number : 1 

Component 

Aircraft Component : Turbine Engine 
Aircraft Reference : X 
Problem : Failed 

Person : 1 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Corporate 
Function.Flight Crew : Pilot Flying 
Function.Flight Crew : Captain 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Qualification.Flight Crew : Flight Instructor 
Experience.Flight Crew.Total : 4974 



Experience.Flight Crew.Last 90 Days : 60 
Experience.Flight Crew.Type : 3228 
ASRS Report Number.Accession Number : 1021444 
Human Factors : Troubleshooting 
Analyst Callback : Completed 

Person : 2 

Reference : 2 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Corporate 
Function.Flight Crew : Relief Pilot 
Function.Flight Crew : Pilot Not Flying 
Function.Flight Crew : First Officer 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Experience.Flight Crew.Total : 5900 
Experience.Flight Crew.Last 90 Days : 40 
Experience.Flight Crew.Type : 1250 
ASRS Report Number.Accession Number : 1027906 
Human Factors : Troubleshooting 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.General : Maintenance Action 
Result.Flight Crew : Landed in Emergency Condition 
Result.Flight Crew : Diverted 
Result.Flight Crew : Took Evasive Action 
Result.Air Traffic Control : Provided Assistance 

Assessments 

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

Narrative: 1 

Cleared as filed, climb to FL230. Step climb as instructed by ATC to FL400. At 
FL400 we were on top until thunderstorm cells approximately 100 NM ahead 
showed on radar. Climbed to FL430 to stay on top of cloud layer. Deviated 20 
degrees right to avoid thunderstorm cell in flight path. Climbed to FL450 to stay on 
top as we deviated west around back side of thunderstorm cell. ATC advised 
another aircraft topped the weather at FL450. At FL450 we were on top and past 
the thunderstorm cell with another thunderstorm cell approximately 50 NM to the 
southwest of our position. We started the turn back on course behind the 
thunderstorm cell and approximately 50 NM in front of the other thunderstorm cell. 
ATC advised an MD80 experienced a 30 KT drop in airspeed at FL370. We were at 
FL450 starting to go in and out of the tops of the clouds (-40 degrees C) when the 
stick shaker activated. We advised ATC we could not maintain FL450 and requested 
lower. Engine heats were turned on as we were descending from FL450 through 
FL430. I heard a thud and we entered intense rain. Before reaching FL400 both 



engines flamed out. I asked the First Officer to change seats with a company 
Captain (riding in the cabin). We performed the checklist for an air start. It 
appeared we did not have rotation on the engines. We tried a starter assisted start 
to no avail. Requested vectors to nearest airport. Broke out of clouds at 
approximately 8,000-6,000 MSL and landed. 

Callback: 1 

When the starter assist was attempted the load of attempting to turn the frozen 
engine apparently killed the battery resulting in the loss of both PFD's and MFD's. 
During approach with the gear down it was noted that both engines were turning 
again and the gear doors closed unassisted. Landing with flaps up on the 5,400 foot 
runway was challenging using the emergency braking system (nitrogen bottle). 
Reporter stated there have been previous reports of engine failures of this type and 
as a result dead stick landings are routinely practiced in the simulator. Our incident 
added IMC and descent using standby attitude indicators and no hydraulics until 
low altitude. Several temperature fluctuations between minus 40 and minus 30 
degrees OAT were noted just prior to stick shaker. In hind sight the thud was 
thought to be ice shedding from the engine and also after landing the ATC Radar 
track showed decreasing ground speed just prior to the stick shaker incident. 

Narrative: 2 

I was non-flying pilot, sitting in the rear. We departed with no problems and we 
were Part 91 with no passengers. Flight was smooth on takeoff. About 30 minutes 
into the flight the ride started to get rough, then moderate turbulence. Seated in 
the rear, I heard a loud thump, but I thought it was some cargo in the tail cone 
shifting. After a few minutes later, I heard 2 thumps followed by the engines 
spooling back. I had thought pilot flying had brought the engines to idle. Then the 
Co-Captain looks back at me and motioned for me to come up front and take his 
seat. About that time the turbulence went from moderate to severe. The co-Captain 
struggled to get out of his seat. Mean while the O2 masks dropped. The Co-Captain 
made it to his seat and got strapped in. I was pinned in mine for a second or two 
with the turbulence. We donned our masks, and then made an attempt to get into 
the co-pilots seat. Finally I got into the seat and donned O2 mask and seat belts. 
Captain was already on O2 at that time. He was talking to ATC getting vectors to 
the nearest airport and was visually deviating around thunderstorms. We were 
descending through FL280. I tried to do an engine restart as per checklist. As I hit 
the starter, everything blacks out. I turned off the avionics since we had the 
standby power for the radio. I hit the start switch again and nothing. I noticed that 
the N1 gauges were not spinning or wind milling. We surmised that the engines 
were coated with ice. So it was time to find the airport. We were passing through 
the teens and then out of 10,000 FT. The airport was approximately 10 miles away, 
the pilot flying lost some altitude. We started to do an alternate gear extension 
procedure. He couldn't find the C/B because we were busy with the emergency. So 
we dropped the gear and it came down with 3 greens and no reds. I put Batt and 
GENs to emergency. We landed and utilized emergency braking. The plane came to 
a stop about 2/3rds down the runway. After the walk around we noticed water 
dripping from the engines. Left brake was smoking, and fuse plug blew on right 
wheel and the right tire started to deflate. 

Synopsis 

BE40 flight crew experiences a dual engine failure at FL430 after starting a descent 
due to stick shaker activation while deviating around thunderstorms. The engines 



are unresponsive resulting in a flaps up dead stick landing at the nearest suitable 
airport. 

  



 

ACN: 1018031 (12 of 50) 

Time / Day 

Date : 201206 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Relative Position.Angle.Radial : 270 
Relative Position.Distance.Nautical Miles : 15 
Altitude.MSL.Single Value : 4000 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Rain 
Weather Elements / Visibility : Thunderstorm 
Weather Elements / Visibility.Visibility : 2 
Light : Daylight 
Ceiling.Single Value : 040 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Personal 
Make Model Name : M-7 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Ferry 
Flight Phase : Cruise 
Route In Use : Vectors 
Airspace.Class E : ZZZ 

Component 

Aircraft Component : Engine 
Aircraft Reference : X 
Problem : Design 
Problem : Improperly Operated 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Function.Flight Crew : Pilot Flying 
Qualification.Flight Crew : Commercial 



Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Multiengine 
Experience.Flight Crew.Total : 630 
Experience.Flight Crew.Last 90 Days : 120 
Experience.Flight Crew.Type : 5 
ASRS Report Number.Accession Number : 1018031 
Human Factors : Situational Awareness 
Human Factors : Training / Qualification 
Human Factors : Troubleshooting 
Human Factors : Workload 
Human Factors : Confusion 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Deviation - Altitude : Excursion From Assigned Altitude 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
Detector.Person : Air Traffic Control 
When Detected : In-flight 
Result.Flight Crew : Diverted 
Result.Flight Crew : Landed As Precaution 
Result.Flight Crew : Requested ATC Assistance / Clarification 
Result.Flight Crew : Took Evasive Action 
Result.Air Traffic Control : Issued Advisory / Alert 

Assessments 

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

Narrative: 1 

I was flying a Maule into IMC and light rain while being vectored around 
thunderstorms at 4,000 MSL. As I began flying through the clouds I turned on the 
carb heat in order to keep ice from forming in the carburetor. As soon as the rain 
began, the engine ran a little rough and progressively began choking. At full 
throttle it was only putting out 1,500 RPM. This was not sufficient thrust to 
maintain altitude. Throughout this incident I lost 500 FT from my on course 
altitude. The Controller mentioned that my altitude was indicating lower than 4,000 
FT. I told the Controller I was unable to maintain altitude and that I wanted vectors 
to the nearest airport. The Controller did a fantastic job redirecting me to the 
nearest airport and I was able to land the aircraft without incident. 

Synopsis 

An M-7 pilot flying IFR in rain was unable to maintain power and requested ATC 
vectors to a nearby airport where a safe landing was accomplished. 

  



 

ACN: 1016976 (13 of 50) 

Time / Day 

Date : 201206 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.ATC Facility : ZFW.ARTCC 
State Reference : TX 
Altitude.MSL.Single Value : 19000 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Turbulence 
Weather Elements / Visibility : Icing 
Weather Elements / Visibility : Rain 
Weather Elements / Visibility : Thunderstorm 
Weather Elements / Visibility.Visibility : 0 
Light : Daylight 
Ceiling.Single Value : 2000 
RVR.Single Value : 0 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZFW 
Aircraft Operator : Air Taxi 
Make Model Name : Shorts SD-360 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 135 
Flight Plan : IFR 
Mission : Cargo / Freight 
Flight Phase : Cruise 
Route In Use : Vectors 
Airspace.Class A : ZFW 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Taxi 
Function.Flight Crew : First Officer 
Function.Flight Crew : Pilot Flying 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Commercial 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Multiengine 
Experience.Flight Crew.Total : 4700 
Experience.Flight Crew.Last 90 Days : 120 



Experience.Flight Crew.Type : 380 
ASRS Report Number.Accession Number : 1016976 
Human Factors : Other / Unknown 

Events 

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Flight Crew : Returned To Clearance 

Assessments 

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

Narrative: 1 

On a typical, hot, Texas day I was flying a relatively light payload of cargo with 
building thunderstorms near Dallas and Houston. Our original flight plan was 
scheduled to make a fuel stop in Houston Hobby, then continue to destination. 
Upon looking at the current radar summary and satellite, the captain and I decided 
to change our flight plan to Shreveport as the cells appeared to be moving in 
separate directions. Houston appeared to be in the path of the largest part of the 
storm. I had an XM weather display as well as the on-board WX radar to monitor 
the storms as we approached. The movement of the storms changed as they were 
growing rapidly, and the gap between them was getting smaller. About 50 miles to 
the south of the storms Houston Center advised that the gap was closed and 
aircraft had not penetrated the line for almost an hour. After discussing with the 
Captain, the on-board radar still showed almost a 15 mile gap in the cells with 
heavy precipitation. The tops in all the adjacent areas were reported 24,000 FT and 
lower. We were cruising at 17,000 FT and requested a block altitude of 16,000 to 
18,000 FT in case of turbulence. Houston Center handed us off to Ft. Worth Center, 
who subsequently climbed us to FL190, deleting our block altitude clearance. We 
were told that the area was clear and we were given "Deviations as necessary for 
Weather". I slowed the plane to our turbulence penetration speed before entering 
the area between the cells "painted" on the radar. The flight conditions included 
some light and moderate precipitation, trace rime ice, and light to moderate chop. 
The Captain issued a PIREP to the Controller as light chop, however, for just a 
moment or two we were caught in a moderate down draft and lost about 400 feet 
of altitude. We were close to the company limit on our Turbine Temps, and I 
elected that it was not necessary to add power. This resulted in slightly more time 
spent in our altitude deviation. Fort Worth acknowledged our deviation and advised 
us to return to FL190 when able. I returned to FL190 as soon as the aircraft was 
able, and within 15 more minutes we were out of IMC and descending for 
Shreveport. We continued the rest of the way to destination without further 
incident and delivered out freight. 

Synopsis 

SD3 First Officer reports loosing 400 feet from FL190 while passing between 
thunderstorms in IMC with with some moderate down drafts. The engines were 
operating near their limits, delaying the return to assigned altitude. 



 

ACN: 1013972 (14 of 50) 

Time / Day 

Date : 201206 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.ATC Facility : ZZZ.ARTCC 
State Reference : US 
Altitude.MSL.Single Value : 24000 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Haze / Smoke 
Weather Elements / Visibility : Icing 
Light : Daylight 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
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 
Flight Phase : Cruise 
Route In Use : Direct 
Airspace.Class A : ZZZ 

Component 

Aircraft Component : Turbine Engine 
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 : Private 
Experience.Flight Crew.Total : 1779 
Experience.Flight Crew.Last 90 Days : 38.3 
Experience.Flight Crew.Type : 1206 
ASRS Report Number.Accession Number : 1013972 

Events 



Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.General : Declared Emergency 
Result.Flight Crew : Overcame Equipment Problem 

Assessments 

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

Narrative: 1 

This was a routine flight on an IFR flight plan. I had flown earlier that day at 17,000 
uneventfully, along essentially the same route. On this return trip, initial clearance 
was for cruise at FL200. There were areas of moderate to severe precipitation along 
the route of flight that had moved in during the day, with forecast icing from 8,000 
FT to FL200. This airplane is a PA46 conversion with a PT6A engine ("JetProp" by 
Rocket Engineering). Fuel resides in both wing tanks, each with a wing fuel pump 
that pumps via fuel lines into an 11 gallon header tank just behind the engine 
(warm conditions). Twenty-five minutes into the flight, while approaching an area 
of precipitation, I spoke with the Center Controller, who volunteered that recent 
flights had reported tops at FL200-210; I requested, and was cleared to FL220. 
Shortly thereafter, as I approached the area more closely, I requested, and was 
cleared, for an additional climb to FL240. I was IMC in thin haze/cloud conditions at 
-20 degree C, with anti-ice systems enabled, but no visible ice on wings or 
windshield.  
 
I was just leveling at FL240 when my engine flamed out, with zero fuel flow and 
near zero torque, and minimal fuel in the header tank. I switched off the autopilot 
and hand-flew to establish best glide while going thru the engine loss checklist, and 
reported to Center that I lost my engine and was gliding and would likely need an 
immediate descent. Over approximately the next 90 seconds, I switched tanks, 
switched on the emergency fuel pump, got some fuel into the header tank, and was 
able to restart the engine. I reached a minimum altitude of approximately FL226. I 
promptly began a climb back to 240, and informed Center that I had restarted the 
engine and was climbing back to my assigned altitude. The decision I then needed 
to make was whether to make a precautionary landing immediately, or continue.  
 
Below me at that time was 20+ thousand FT of ice-filled IMC, moderate to severe 
precipitation, with IMC or MVFR at nearby airports. The engine was now running 
smoothly, and the header tank was filling nicely. I could only imagine that there 
might have been some water in the fuel line which froze at altitude and fuel-
starved the engine; at lower power settings (non-climb) and with the emergency 
fuel pump running, I had good fuel pressure and fuel flow. I thought I should 
descend to slightly warmer temperatures, but not into the icing region. I requested 
a descent to FL190, which was promptly granted. Closer to my destination, weather 
was good VFR, while in the area I was in there were multiple areas of IMC. Since 
the engine was stable, and there were plenty of fields nearby, I continued.  
 
A later Controller asked for fuel time remaining and souls on board - I answered 
"150 minutes and 3 people on board." The remainder of the flight was uneventful. 



On landing, there was no water in the wing sumps or the engine sump; both wing 
fuel pumps were working normally. Nevertheless, the only explanation I have is 
possible fuel line ice that was bypassed by switching tanks and adding the pressure 
of the emergency fuel pump. I had sumped the fuel prior to my first flight that 
morning, but did not do so prior to this second flight of the day, since the plane had 
just been fueled, and I have read that it takes several hours for any water 
suspended in Jet-A to settle. In retrospect, I wish I had sumped prior to this flight, 
but I don't know if it would have prevented this occurrence.  

Synopsis 

A P46T pilot reported engine flame out at FL240 from what appeared to be fuel line 
icing. Engine was restarted successfully and flight continued to destination. 

  



 

ACN: 1013907 (15 of 50) 

Time / Day 

Date : 201205 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.ATC Facility : P50.TRACON 
State Reference : AZ 
Altitude.MSL.Single Value : 10500 

Environment 

Flight Conditions : VMC 
Light : Daylight 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : P50 
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 
Airspace.Class E : P50 

Component 

Aircraft Component : Reciprocating Engine Assembly 
Aircraft Reference : X 
Problem : Malfunctioning 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Pilot Flying 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Private 
Experience.Flight Crew.Total : 372.8 
Experience.Flight Crew.Last 90 Days : 15.2 
Experience.Flight Crew.Type : 293.1 
ASRS Report Number.Accession Number : 1013907 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Detector.Person : Flight Crew 



When Detected : In-flight 
Result.General : Maintenance Action 
Result.Flight Crew : Diverted 
Result.Flight Crew : Returned To Departure Airport 
Result.Flight Crew : Landed As Precaution 
Result.Air Traffic Control : Provided Assistance 
Result.Aircraft : Equipment Problem Dissipated 

Assessments 

Contributing Factors / Situations : Aircraft 
Primary Problem : Aircraft 

Narrative: 1 

I was in contact with Phoenix Approach for flight following. I was about 25 miles 
southwest of Sky Harbor and had reached my cruising altitude of 10,500 FT, and 
had leaned the mixture for this new altitude. About 30 seconds later, the engine 
began losing power. At first, I believed this to be due to over-leaning the engine, so 
I richened the mixture. This did not clear the issue, so I added full mixture and full 
power and still had intermittent power from the engine. I contacted Phoenix 
Approach to announce the engine issue and turned back to Mobile airport, which 
was just a couple of miles behind me. While troubleshooting the engine, I circled 
the airport as we descended to around 5,000 FT. At that point, full power returned 
to the engine. I continued to circle over Mobile airport until I was able to climb back 
up to 10,500 FT. After the engine power remained stable at full power for about 20 
minutes, I requested a return to my departure airport and was cleared to go 
directly there and chose to remain at 10,500 FT for as long as possible, because 
while I believed the engine issue to be resolved, I wanted to have sufficient altitude 
to reach any airport just in case. I was cleared to descend through Bravo airspace 
and then handed off to my departure airport's Tower, and was able to land without 
incident. The engine made full power and appeared to have no problems after the 
point where power was restored. The fuel tanks had been topped off the night prior 
to the flight, and no water was seen when sampling the fuel on the day of the flight 
just prior to departure. It was a hot dry day, so water and carb ice were not 
suspected. I have since contacted my mechanic, and he is currently checking the 
engine and fuel system to see if any issue is seen. 

Synopsis 

C172 pilot experiences a rough running engine upon leveling off at 10,500 FT and 
leaning the engine for cruise. The reporter elects to spiral down over a nearby 
airport but when the engine returns to normal he decides to climb back up to 
10,500 and return to the departure airport. This is accomplished successfully with 
no further engine troubles. 

  



 

ACN: 1012995 (16 of 50) 

Time / Day 

Date : 201205 
Local Time Of Day : 0001-0600 

Place 

Locale Reference.Airport : SUN.Airport 
State Reference : ID 
Altitude.MSL.Single Value : 11500 

Environment 

Flight Conditions : Mixed 
Weather Elements / Visibility : Turbulence 
Weather Elements / Visibility : Icing 
Weather Elements / Visibility : Rain 
Weather Elements / Visibility : Thunderstorm 
Weather Elements / Visibility.Visibility : 10 
Light : Daylight 
Ceiling.Single Value : 5000 

Aircraft 

Reference : X 
ATC / Advisory.Tower : SUN 
Aircraft Operator : Personal 
Make Model Name : Cessna Citation Mustang (C510) 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Personal 
Nav In Use : GPS 
Flight Phase : Initial Approach 
Route In Use.Other  
Airspace.Class D : SUN 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Pilot Flying 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Private 
Qualification.Flight Crew : Instrument 
Experience.Air Traffic Control.Radar : 12 
Experience.Air Traffic Control.Non Radar : 12 
Experience.Flight Crew.Total : 1533 



Experience.Flight Crew.Last 90 Days : 16 
Experience.Flight Crew.Type : 326 
ASRS Report Number.Accession Number : 1012995 
Human Factors : Situational Awareness 
Human Factors : Training / Qualification 

Events 

Anomaly.Deviation - Track / Heading : All Types 
Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Deviation - Procedural : Clearance 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
Detector.Person : Air Traffic Control 
When Detected : In-flight 
Result.Flight Crew : Took Evasive Action 
Result.Air Traffic Control : Issued New Clearance 
Result.Air Traffic Control : Issued Advisory / Alert 

Assessments 

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

Narrative: 1 

During a flight to SUN, I was in contact with Salt Lake Center while descending 
toward SOLDE and thence PRESN Intersections to begin the RNAV (GPS) W Runway 
31 approach into SUN airport. There was a GIII aircraft several minutes ahead of 
me on the approach that reported a cell of weather in the vicinity of the WTSOX 
Intersection (after PRESN on the approach profile). They further reported the 
airport was in sight and requested a visual approach into SUN in order to avoid the 
weather cell. The GIII crew warned ATC that any aircraft should avoid the cell as it 
was very intense and could be dangerous. I was in and out of IMC but I could see 
the tops of the cell they were referencing. I had my engine anti-ice system 
activated but was not picking up any airframe ice in the clouds. I also had acquired 
the cell painting yellow and red on my radar and NEXRAD displays in the cockpit. 
The cell appeared to be moving to the north-northeast and out of the RNAV 
approach profile so while I was concerned about the cell's proximity to my aircraft I 
thought I could safely fly the approach profile into visual conditions as did the GIII 
before me. As I neared PRESN I was cleared by ATC to begin the RNAV approach, 
told that radar services were terminated and to contact the Hailey Tower. I 
complied with these instructions and informed the Tower that I was on the GPS 
approach.  
 
Shortly after that, while passing PRESN and flying on autopilot towards WTSOX 
descending out of approximately 11,500 FT in IMC, I must have entered the storm 
cell. I encountered extreme turbulence, precipitation, and heavy icing. Fearing for 
the safety of the airplane I immediately engaged the autopilot heading mode and 
initiated a turn to the southeast, away from the center of the cell and towards what 
I knew to be visual conditions and lower terrain. My wing leading edges were 
loading up with ice and I turned on the airframe deice systems and monitored the 
activation of the system. I then increased my heading further towards the south in 
order to expedite my escape from the dangerous conditions. After a minute or two 



I exited the weather safely into visual conditions and began a turn back towards 
WTSOX and the airport. I was about to contact the Hailey Tower and inform them 
of the situation when they contacted me and requested my position and altitude. I 
gave them the information and told them I had deviated south of the approach 
path to escape the weather. I did not declare an emergency at that point because 
having safely exited the storm cell the emergency no longer existed. At that point I 
had the airport in sight and was about to request the visual approach when they 
instructed me to initiate a right turn back to PRESN, climb to 10,000 FT, and 
contact Salt Lake Center. I could see there were clouds and some virga over the 
south end of the airport so I decided it was prudent to fly back to PRESN as 
instructed by ATC to restart the RNAV approach.  
 
I then contacted Salt Lake Center with my position and they cleared me direct to 
PRESN at 10,000 FT and then a left 360 degree turn back to PRESN if needed 
before starting the RNAV GPS Runway 31 approach again. I was told by ATC I 
should not have been deviating to the south while on the approach earlier. I was 
too busy concentrating on safely flying the airplane and setting up for the new 
approach to explain to Center the exact nature of the emergency and sequence of 
events that caused me to deviate. I was cleared again for the approach, contacted 
the Tower as requested, and flew the approach into visual conditions. At this point 
the storm cell was no factor. I called the airport in sight just outside the LIBYO 
Intersection at 7,900 FT and landed safely. In hindsight I would have been better 
off if I had requested or been instructed to hold at the SOLDE Intersection or 
possibly PRESN (as published) to give more time for the weather cell to move away 
from the approach profile before at tempting to fly it.  
 
I was influenced to instead proceed with the approach by a few factors:  
a) The successful approach flown by the GIII just a few minutes ahead of me.  
b) The view outside the cockpit in the descent that appeared to indicate to me that 
visual conditions would be encountered shortly after beginning the approach. 
c) By the indications on my radar/NEXRAD display that the cell appeared to be 
moving off to the north of my flight path. I would have been helped greatly also if 
Salt Lake Center had been able to provide more assistance with respect to the 
position, movement, and intensity of the storm cell but I believe their radar 
coverage is not good in the vicinity of the Hailey airport. I also could have taken 
the time to talk to the GIII crew directly before initiating the approach to get a 
more complete description of the weather but I was too busy flying the airplane 
and they sounded as if they hand their hands full as well. This encounter is a good 
example of how dangerous even relatively small storm cells can be to the safe 
operation of aircraft. Even though I fly a multi engine turbine airplane equipped 
with excellent storm avoidance tools and anti-ice/deice systems, I was still taxed to 
nearly the limits of myself as PIC and those of the aircraft by inadvertently flying 
into this weather. Once I entered the storm cell I was so completely focused on 
safely escaping the conditions that I was unable initially to contact Hailey Tower 
and inform them of my situation and declare an emergency. I understand the 
serious requirement to inform ATC of any deviation from a clearance as per FAR 
91.123, but in this emergency situation as pilot-in-command I had to first insure 
the safety and survival of the airplane and its occupants before any other 
distractions including a radio call. I was just at the point of being able to call the 
Tower when they contacted me first. I do not believe I could have called ATC 
sooner than I did and still be able to safely escape the conditions. 

Synopsis 



CE510 pilot inadvertently entered a thunderstorm during RNAV approach to SUN. 
Evasive action was taken by turning off the approach course away from the airport 
without advising ATC. Once contacted Tower advised to initiate a right turn back to 
PRESN, climb to 10,000 FT, and contact Salt Lake Center. 

  



 

ACN: 1012632 (17 of 50) 

Time / Day 

Date : 201205 
Local Time Of Day : 1201-1800 

Place 

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

Environment 

Flight Conditions : Mixed 
Weather Elements / Visibility.Visibility : 10 
Light : Daylight 
Ceiling.Single Value : 10500 

Aircraft 

Reference : X 
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 : Ferry 
Flight Phase : Parked 

Component 

Aircraft Component : Turbine Engine 
Aircraft Reference : X 
Problem : Improperly Operated 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Corporate 
Function.Flight Crew : Pilot Flying 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Commercial 
Qualification.Flight Crew : Multiengine 
Experience.Flight Crew.Total : 2200 
Experience.Flight Crew.Last 90 Days : 125 
Experience.Flight Crew.Type : 1200 
ASRS Report Number.Accession Number : 1012632 
Human Factors : Human-Machine Interface 

Events 



Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Deviation - Procedural : Published Material / Policy 
Detector.Person : Flight Crew 
When Detected : Routine Inspection 
Result.General : None Reported / Taken 

Assessments 

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

Narrative: 1 

Upon post flight and securing aircraft it was discovered that the right engine intake 
plug was in the right intake wedged in the ice vane. As I reviewed the flight after 
discovering the plug, several things were noted. Start temperature on the right 
engine was 670 degrees (still within start limits), battery voltage was 23.0 volts. 
Start temperature on the left engine was 530 degrees. Takeoff temperatures and 
performance were within normal limits. It was noted that during all phases of flight 
the right engine ran 100 degrees hotter than the left but no more than 600 
degrees. Left engine during all phases of flight ran approximately 500 degrees. 
Cruising altitude was 11,000. No temperature excursions were noted in the right 
engine that were out of limits. When I looked at the intake plug it was wedged 
longitudinally in the ice vane. 

Synopsis 

King air pilot discovers post flight that the right engine intake plug was in the right 
intake wedged in the ice vane. 

  



 

ACN: 1012090 (18 of 50) 

Time / Day 

Date : 201205 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Relative Position.Angle.Radial : 270 
Relative Position.Distance.Nautical Miles : 25 
Altitude.MSL.Single Value : 12000 

Environment 

Weather Elements / Visibility : Snow 
Weather Elements / Visibility.Visibility : 10 
Light : Daylight 
Ceiling.Single Value : 6000 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Personal 
Make Model Name : PA-34 Seneca Undifferentiated 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Personal 
Flight Phase : Descent 
Route In Use : Direct 
Airspace.Class E : ZZZ 

Component 

Aircraft Component : Airspeed Indicator 
Aircraft Reference : X 
Problem : Failed 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Function.Flight Crew : Pilot Flying 
Qualification.Flight Crew : Multiengine 
Experience.Flight Crew.Total : 4400 
Experience.Flight Crew.Last 90 Days : 100 
Experience.Flight Crew.Type : 325 



ASRS Report Number.Accession Number : 1012090 
Human Factors : Situational Awareness 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Flight Crew : Became Reoriented 
Result.Aircraft : Equipment Problem Dissipated 

Assessments 

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

Narrative: 1 

While descending from 17,000 FT in IMC we passed through a snow storm and lost 
the air speed indicator. While in the descent the airspeed fell to 120 KTS and 
continued decreasing to 60 KTS and I became concerned with an imminent stall 
and lost altitude awareness. When the airspeed went to zero I looked at the GPS 
airspeed which was nearly 200 KTS ground speed and realized we had a faulty 
airspeed indication and slowed our descent. I had checked the pitot heat operation 
before take off and my mechanic checked it post landing. Both times pitot heat was 
operational. After descending below the clouds the airspeed indicator became 
operational again. 

Synopsis 

A PA34 lost the airspeed indicator in descent probably due to pitot icing. The 
indicator returned to normal after leaving icing conditions. 

  



 

ACN: 1011091 (19 of 50) 

Time / Day 

Date : 201205 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 5000 

Environment 

Flight Conditions : Marginal 
Weather Elements / Visibility.Visibility : 6 
Light : Daylight 
Ceiling.Single Value : 35 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : ZZZ 
Aircraft Operator : Corporate 
Make Model Name : Agusta Undifferentiated or Other Model 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Training 
Flight Phase : Cruise 
Route In Use : Direct 
Airspace.Class E : ZZZ 

Component 

Aircraft Component : Ice/Rain Protection System 
Aircraft Reference : X 
Problem : Malfunctioning 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Corporate 
Function.Flight Crew : Captain 
Function.Flight Crew : Pilot Not Flying 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Experience.Flight Crew.Total : 8000 
Experience.Flight Crew.Last 90 Days : 35 
Experience.Flight Crew.Type : 75 
ASRS Report Number.Accession Number : 1011091 

Events 



Anomaly.Aircraft Equipment Problem : Less Severe 
Detector.Person : Flight Crew 
Were Passengers Involved In Event : N 
When Detected : In-flight 
Result.General : Maintenance Action 
Result.Flight Crew : FLC complied w / Automation / Advisory 

Assessments 

Contributing Factors / Situations : Aircraft 
Primary Problem : Aircraft 

Narrative: 1 

While on leg one of an eight leg training flight, utilized the Ice Protection System. 
We had a Tail Rotor Degraded (half the tail rotor blades not being heated) caution 
light and switched system off. Turned system on again after 10 minutes; system 
operated OK then Tail Rotor Degraded Caution light again. Switched system off and 
left off for remaining seven legs. No other cockpit indications. Between leg three 
and leg four stopped for fuel. No abnormalities seen during walk around pre-flight. 
Continued leg four through leg eight. Subsequent maintenance post flight 
inspection revealed electrical arcing to the tail rotor assembly. 

Synopsis 

A-139 flight crew experienced inflight failure of tail rotor deicing system. Post flight 
inspection revealed electrical arcing in tail rotor assembly. 

  



 

ACN: 1010141 (20 of 50) 

Time / Day 

Date : 201205 
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 
Aircraft Operator : Fractional 
Make Model Name : Citation Excel (C560XL) 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 91 
Mission : Passenger 
Flight Phase : Parked 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Fractional 
Function.Flight Crew : Pilot Flying 
Function.Flight Crew : Captain 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
ASRS Report Number.Accession Number : 1010141 
Analyst Callback : Attempted 

Events 

Anomaly.Other  
Detector.Person : Flight Crew 
Were Passengers Involved In Event : N 
When Detected : Routine Inspection 
Result.General : Maintenance Action 

Assessments 

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

Narrative: 1 



The flight was uneventful. After take-off and during the descent, we had to fly 
through some clouds but did not encounter significant precipitation. The weather 
radar was on, but it did not detect any returns. Upon post-flight inspection I 
noticed a fairly large area of frost (12 inches x 6 inches) forming under the fuselage 
in the tail cone area; beginning roughly 24 inches after the tail stand placard (end 
of the rear most inspection panel on the belly) and continuing aft for about 6 
inches.  
 
When I wiped the frost off I noticed a dramatic temperature difference of the skin 
of the aircraft, between the affected area and the surrounding areas. The airplane 
was practically dry, except for that area. We suspected a block of ice had formed 
inside the tail cone and it was slowly melting. Roughly an hour after landing (with 
temperatures on the ground exceeding 20ÂºC) the skin still felt cold to the touch 
and it was still collecting moisture. We spoke to the Chief Pilot and Maintenance 
Control and decided to write up the airplane so as to create a record. We were not 
able to determine whether the airplane was in compliance with a related Cessna 
service bulletin but if I remember correctly there were no drain holes under the 
belly of this XL. The flight controls were not affected at all. 

Synopsis 

A CE560XL flight crew discovered evidence of frozen water inside the tailcone of 
their aircraft after a short flight that encountered little or no precipitation. It 
appeared that a service bulletin concerning the installation of drain holes in that 
area had not yet been complied with. 

  



 

ACN: 1009779 (21 of 50) 

Time / Day 

Date : 201205 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 6000 

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility.Visibility : 10 
Light : Daylight 
Ceiling.Single Value : 12000 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : ZZZ 
Aircraft Operator : FBO 
Make Model Name : Cessna 152 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : VFR 
Mission : Test Flight 
Flight Phase : Descent 
Route In Use : Direct 
Airspace.Class D : ZZZ 

Component 

Aircraft Component : Engine 
Aircraft Reference : X 
Problem : Malfunctioning 

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 : Flight Instructor 
Qualification.Flight Crew : Commercial 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Instrument 
Experience.Flight Crew.Total : 445 
Experience.Flight Crew.Last 90 Days : 90 



Experience.Flight Crew.Type : 390 
ASRS Report Number.Accession Number : 1009779 
Human Factors : Troubleshooting 
Human Factors : Human-Machine Interface 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Detector.Person : Flight Crew 
Were Passengers Involved In Event : N 
When Detected : In-flight 
Result.General : Declared Emergency 
Result.General : Maintenance Action 
Result.Flight Crew : Landed in Emergency Condition 
Result.Flight Crew : Landed As Precaution 

Assessments 

Contributing Factors / Situations : Aircraft 
Primary Problem : Aircraft 

Narrative: 1 

I was performing a maintenance test flight in an aircraft that had had a rough 
running engine the prior day. The previous day's event occurred in cruise about 10 
minutes after departure when the engine started fluctuating back and forth about 
250 RPM at about 4 second intervals. I landed at the nearest suitable airport. 
 
Maintenance replaced all 4 of the lower plugs stating that they were so bad when 
pulled out of the cylinder head the carbon/lead build up could be heard hitting the 
lower cowling. Maintenance returned it to flight pending a test flight which I did 
today.  
 
I did a runup with no issues and after departure stayed in the pattern and climbed 
to 6,000 MSL prior to turning for the aircraft's home airport and advised Approach I 
would be descending East of the airport. I was handed off to Tower about 6 miles 
out. Prior to this I had noted slight RPM fluctuations as in the day prior, but this 
time only about 50 RPM. After flying over midfield, however, the fluctuations had 
grown to 250 RPM drops.  
 
I advised Tower of the issue and that I needed to spiral over the left downwind leg 
for Runway 25 but they asked for me to spiral to the South. They asked if I was 
going to declare an emergency. I did so, they cleared me to land and I made a 
descent with power and carb heat on as the fluctuations were less at higher 
settings, I made an uneventful landing and was able to taxi in under my own 
power. 

Synopsis 

A C152 on a maintenance test flight suffered fluctuating RPMs, declared an 
emergency and landed safely. 

  



 

ACN: 1009774 (22 of 50) 

Time / Day 

Date : 201205 
Local Time Of Day : 1801-2400 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Relative Position.Angle.Radial : 040 
Relative Position.Distance.Nautical Miles : 200 
Altitude.AGL.Single Value : 250 

Environment 

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

Aircraft 

Reference : X 
Aircraft Operator : Personal 
Make Model Name : J3 Cub 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : None 
Mission : Personal 
Flight Phase : Initial Approach 
Route In Use : Visual Approach 
Airspace.Class E : ZZZ 

Component : 1 

Aircraft Component : Engine 
Aircraft Reference : X 
Problem : Failed 

Component : 2 

Aircraft Component : Intake Ice System 
Problem : Improperly Operated 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Pilot Flying 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Commercial 



Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Instrument 
Experience.Flight Crew.Total : 1178 
Experience.Flight Crew.Last 90 Days : 15 
Experience.Flight Crew.Type : 10 
ASRS Report Number.Accession Number : 1009774 
Human Factors : Human-Machine Interface 
Human Factors : Situational Awareness 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Detector.Person : Flight Crew 
Were Passengers Involved In Event : N 
When Detected : In-flight 
Result.Flight Crew : Landed in Emergency Condition 
Result.Aircraft : Aircraft Damaged 

Assessments 

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

Narrative: 1 

Traffic ahead of us was a Cessna 150 conducting primary training. The 150 was 
flying a long wide down wind leg; airline style. Keeping close to the airport I flew 
the down wind leg behind the 150 but half the distance inside the 150. Abeam the 
numbers of Runway 22 a landing checklist was completed. Carb heat was not 
elected due to the fact we needed to extend with power to follow the 150.  
 
After the Cessna landed and was not a factor, we made our base turn at about 2 
miles. Continuing inbound power was reduced to idle. On about a mile final I 
attempted to add power to continue the approach but none was available. At about 
250 AGL, after attempts to obtain power, I decided to land in a large gravel parking 
lot prior to the runway, thus avoiding property and buildings. The landing was only 
100 FT short of the runway, but the airport security fence prevented me from 
selecting the runway as an option.  
 
The aircraft received only minor damage to the propeller and right wing tip due to 
lightly clipping power lines during the approach. No injuries occurred. Possible 
cause was carb ice due to the power being at idle on final and the temp due point 
spread being close together. Corrective action could be to implement a landing 
checklist at each segment of the pattern instead of just my downwind landing 
check. Contributing factor may have been the distraction of the other aircraft in the 
pattern; however this is not an excuse. 

Synopsis 

Required to extend his downwind pattern leg due to preceding traffic, the pilot of a 
J3 Cub failed to employ carburetor heat at his usual point abeam the numbers. The 
engine subsequently failed to respond to the throttle on short final and the pilot 
diverted to a gravel area short of the runway. Some damage was incurred due to 
contact with power lines. 



 

ACN: 1009207 (23 of 50) 

Time / Day 

Date : 201205 
Local Time Of Day : 1201-1800 

Place 

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

Environment 

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

Aircraft 

Reference : X 
Aircraft Operator : Personal 
Make Model Name : Champion Citabria 7ECA 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : VFR 
Mission : Training 
Flight Phase : Landing 
Route In Use : Visual Approach 
Airspace.Class G : ZZZ 

Component 

Aircraft Component : Engine 
Aircraft Reference : X 
Problem : Malfunctioning 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Pilot Flying 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Student 
Experience.Flight Crew.Total : 117 
Experience.Flight Crew.Last 90 Days : 70.3 
Experience.Flight Crew.Type : 117 
ASRS Report Number.Accession Number : 1009207 
Human Factors : Training / Qualification 
Human Factors : Troubleshooting 
Human Factors : Workload 
Human Factors : Situational Awareness 



Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Flight Crew : Inflight Shutdown 
Result.Flight Crew : Landed in Emergency Condition 
Result.Aircraft : Aircraft Damaged 

Assessments 

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

Narrative: 1 

[I was] landing on right base leg for Runway 31. Engine stopped, forced landing. 
Minor damage, bent prop. Reason [could possibly be] water or icing? 

Synopsis 

A Champ 7ECA pilot landed after his engine quit while in the landing pattern and 
the aircraft had minor propeller damage. Water or icing suspected. 

  



 

ACN: 1006408 (24 of 50) 

Time / Day 

Date : 201204 
Local Time Of Day : 1801-2400 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Relative Position.Angle.Radial : 203 
Relative Position.Distance.Nautical Miles : 25 
Altitude.MSL.Single Value : 3000 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Icing 
Weather Elements / Visibility : Rain 
Weather Elements / Visibility.Visibility : 5 
Light : Night 
Ceiling.Single Value : 900 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : ZZZ 
Aircraft Operator : Air Taxi 
Make Model Name : Falcon 20FJF/20C/20D/20E/20F 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 135 
Flight Plan : IFR 
Mission : Cargo / Freight 
Flight Phase : Initial Climb 
Route In Use : Vectors 
Airspace.Class E : ZZZ 

Component 

Aircraft Component : Pitot/Static Ice System 
Aircraft Reference : X 
Problem : Malfunctioning 

Person 

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



Qualification.Flight Crew : Instrument 
Experience.Flight Crew.Total : 4833 
Experience.Flight Crew.Last 90 Days : 30 
Experience.Flight Crew.Type : 1799 
ASRS Report Number.Accession Number : 1006408 
Human Factors : Human-Machine Interface 
Human Factors : Situational Awareness 
Human Factors : Workload 
Human Factors : Troubleshooting 
Human Factors : Distraction 
Human Factors : Confusion 
Human Factors : Training / Qualification 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Deviation - Altitude : Excursion From Assigned Altitude 
Anomaly.Deviation - Speed : All Types 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.General : Declared Emergency 
Result.Flight Crew : Diverted 
Result.Flight Crew : FLC complied w / Automation / Advisory 
Result.Flight Crew : Landed in Emergency Condition 

Assessments 

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

Narrative: 1 

My First Officer and I were flying the new Falcon 20. On the takeoff roll, all panel 
instruments were reading correctly. At Vr, I rotated. The plane did not seem to be 
heavy (slower than indicated) or light (faster) for the weight we were at. Our initial 
assigned heading and altitude was 300 @ 3,000 FT. Due to the temperature (6C) 
and in IMC, we had all anti-ice on. Up to 3,000, the indications of a slightly 
shallower climb were indicated but I credited this to the wing/engine anti-ice being 
operated. We leveled at 3,000 FT. Shortly after, we were assigned 13,000 FT. The 
First Officer entered 13,000 FT into the alt bug. At that time, I noticed a great 
increase in the erratic information being displayed. Even though the temps were set 
for climb, and my pitch was at no more than 5 degrees, the IAS was reading 180 
KTS with the gear and flaps up. Knowing this was not a likely scenario, I cross 
referenced the First Officer's instruments. My altimeter was indicating 
approximately 4,000 FT, IAS 160 KTS - 180 KTS, VSI was descending for a 
moment while the speed was slowing.  
 
The First Officer's instruments were reading 260 KTS, approximately 10,000 FT, 
and the VSI was showing a full deflected climb at 6,000 FT+/minutes. I maintained 
approximately 5 degrees pitch up to keep climbing while maintaining speed. I 
asked ATC what they were indicating for our speed, and the Controller stated 350 
KTS. We also asked what altitude he had, and I do not remember his answer but 
the Captain's side altimeter was off by thousands of feet. The First Officer's 



altimeter was off but not nearly as much. Within a few minutes he told us that he 
had lost our Mode C. Switching it to the number 2 transponder did not resolve the 
problem. We notified ATC that we had lost our primary altitude indication. He asked 
if we had a back up, in which we responded yes, and it does seem more accurate 
but we were not sure how accurate. I told him to stand by. He asked if we wanted 
to do a 360 to stay in his sector we said yes. We then declared an emergency, and 
asked the Controller if he knew of any airports with better conditions. 
Unfortunately, all airports in the area had ceiling of 900 FT AGL except a fairly close 
one which was initially 1,300 AGL. We then told him to stand by while we 
troubleshoot the situation. After talking with the First Office, we asked the 
Controller that we would like vectors for an extended ILS.  
 
We ran the checklist for Pitot/Static failure. The checklist had me switch to 
Emergency on the Static Select, and then the First Officer select Panel Only option 
on his side. Neither remedied the situation at all. We double checked all circuit 
breakers and heats (all on) multiple times. During this process, the pilot's IAS had 
slowly bled to 0; my altimeter displayed an OFF flag. And my VSI was fairly level 
with occasional erratic indications. The First Officer side, IAS was indicating around 
250 KTS, altimeter and standby altimeter were close at 13,000 FT, and the VSI still 
showed a climb from time to time but I believe it had leveled out for the majority of 
the time. Since the standby altimeter and First Officer's altimeter were 
approximately the same we figured they were accurate. The Controller asked for 
our souls on board, fuel available, and if any HAZMAT was aboard. After the 
checklist was run, we briefed the approach. We then were established on the ILS, 
and then both sides had a VOR flag appear. The First Officer reset the frequencies 
and flags cleared. At approximately 1,000 FT AGL we were able to see the runway. 
As we descended, my airspeed indicator began to show speed. It stabilized at 160 
KTS, and the First Officer's side showed 150 KTS. Since we did not trust the 
accuracy of the pitot static system, I was able to visually fly the rest of the 
approach on the ILS, and flew the airspeed by familiar power settings for the given 
aircraft configuration. We touched down safely with no event. The emergency crews 
were standing by. I believe due to the slow development of the malfunction of the 
Captain's side pitot/static system, we may have busted assigned altitude and in the 
initial troubleshooting we may have deviated off heading. Initially, I believed a leak 
in the pitot/static system was the cause of the malfunction. 

Synopsis 

A FA20 pitot/static system malfunctioned after takeoff in IMC making the aircraft's 
airspeed and altimeters were vastly divergent so an emergency was declared and 
the flight diverted to a nearby airport. 

  



 

ACN: 1006400 (25 of 50) 

Time / Day 

Date : 201204 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 800 

Environment 

Flight Conditions : Marginal 
Weather Elements / Visibility : Icing 
Weather Elements / Visibility : Rain 
Weather Elements / Visibility.Visibility : 10 
Light : Daylight 
Ceiling.Single Value : 1000 

Aircraft 

Reference : X 
Aircraft Operator : Personal 
Make Model Name : Military Bomber 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 91 
Flight Plan : VFR 
Mission : Passenger 
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 : Personal 
Function.Flight Crew : First Officer 
Function.Flight Crew : Pilot Not Flying 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Multiengine 
Experience.Flight Crew.Total : 1710 
Experience.Flight Crew.Last 90 Days : 100 
Experience.Flight Crew.Type : 38 
ASRS Report Number.Accession Number : 1006400 
Human Factors : Communication Breakdown 
Human Factors : Time Pressure 
Human Factors : Workload 



Human Factors : Other / Unknown 
Human Factors : Situational Awareness 
Communication Breakdown.Party1 : Flight Crew 
Communication Breakdown.Party2 : Flight Crew 

Events 

Anomaly.Deviation - Procedural : FAR 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Anomaly.Inflight Event / Encounter : VFR In IMC 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Flight Crew : Took Evasive Action 
Result.Flight Crew : Requested ATC Assistance / Clarification 

Assessments 

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

Narrative: 1 

We were planning a flight and had been monitoring a line of weather from the 
Midwest to the Gulf of Mexico. We found what looked to be the lowest spot but 
improving, and when it got to 1,500 FT ceilings, we launched. En route the ceilings 
were going lower, but we could still see light below them with good visibility. The 
pilot flying elected to press on. I was looking at the sectional, noticed that up ahead 
was a wind farm, and notified the pilot. He had gone off the planned track to vector 
around weather, so I wasn't exactly sure where we were. I thought the wind farm 
was about 5-10 miles ahead. About 30 seconds after I notified the pilot, he saw the 
supports of one turbine ahead, with the tops in the clouds. He added power and 
began to climb. We were immediately in IMC. The pilot flying is very experienced, 
but not recently on round dials. As he climbed, I attempted to call Center for a pop-
up. There were 4 frequencies nearby on the chart, but no one answered. Another 
non-flying pilot onboard noticed we were picking up ice and ran the carburetor heat 
and other engine controls for me as I dealt with radios. As we neared 9,500 FT, we 
broke out between layers. I was able to get Approach for a pop-up, although we 
remained in VMC the rest of the way to our filed destination. Several contributing 
factors were involved in this event. One, we had departed late, and there was 
pressure to make it to base for a planned demo and static display. Two, there was 
a steep authority gradient in the cockpit. The pilot flying is also the owner of the 
airplane and we do things his way. I suggested returning to an en route airport for 
landing, but was dismissed. I did not feel I could speak up again. Three, the pilot 
flying had lots of bush experience in Alaska and felt we could make it. We did right 
in climbing immediately, but I am not proud we flew into these conditions with 
passengers onboard. 

Synopsis 

A B-25 First Officer reported that at an 800 FT cruise altitude the aircraft deviated 
from the planned track for weather and then encountered a wind farm, which 
forced a climb into IMC with icing and an IFR clearance. 

  



 

ACN: 1002530 (26 of 50) 

Time / Day 

Date : 201203 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.ATC Facility : ZSE.ARTCC 
State Reference : WA 
Altitude.MSL.Single Value : 12000 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Icing 
Weather Elements / Visibility : Turbulence 
Light : Daylight 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZSE 
Aircraft Operator : Personal 
Make Model Name : Cardinal 177/177RG 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Personal 
Flight Phase : Cruise 
Airspace.Class E : ZSE 

Component : 1 

Aircraft Component : Engine 
Aircraft Reference : X 
Problem : Malfunctioning 

Component : 2 

Aircraft Component : Intake Ice System 
Aircraft Reference : X 
Problem : Improperly Operated 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Private 
Experience.Flight Crew.Total : 525 



Experience.Flight Crew.Last 90 Days : 20 
Experience.Flight Crew.Type : 340 
ASRS Report Number.Accession Number : 1002530 
Human Factors : Situational Awareness 
Human Factors : Human-Machine Interface 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Deviation - Altitude : Excursion From Assigned Altitude 
Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Deviation - Procedural : Clearance 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
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 

Assessments 

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

Narrative: 1 

I was in cruise flight at 12,000 ft IMC with no evident airframe icing. I initially lost 
power and manifold pressure was restored to 10-15 inches by adjusting the 
mixture. My primary focus was flying the airplane and I likely violated altitude on a 
number of occasions for the duration of the flight. I did request and was assigned a 
block to help. However, there were occasions that I was flirting with the lowest 
assigned altitude to maintain flight. By continuing to manage mixture I was able to 
continue on and subsequently land at destination. Upon landing I discovered that 
my air filter was completely iced over in addition to other icing within the cowling. 
Again, there was no airframe icing. One option to avoid busting my assigned 
altitude would have been to declare an emergency and to land instead of continuing 
flight. However, given the power issues I was not comfortable with the current 
weather at my potential divert airport and looking at my on-board XM weather it 
appeared conditions were more favorable to the North. I'm currently working with 
my mechanic to better understand the induction icing issues specific to the Cardinal 
RG aircraft and researching similar issues. 

Synopsis 

C177RG pilot reports a power loss while cruising at 12,000 FT in IMC and elects to 
continue to destination. Post flight reveals the engine air filter to be completely iced 
over. 

  



 

ACN: 998743 (27 of 50) 

Time / Day 

Date : 201203 
Local Time Of Day : 1801-2400 

Place 

Locale Reference.ATC Facility : ZZZ.ARTCC 
State Reference : US 
Altitude.MSL.Single Value : 18000 

Aircraft : 1 

Reference : X 
ATC / Advisory.Center : ZZZ 
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 
Flight Phase : Descent 
Airspace.Class A : ZZZ 

Aircraft : 2 

Reference : Y 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Fractional 
Make Model Name : Super King Air 350 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Flight Phase : Descent 
Airspace.Class A : ZZZ 

Person 

Reference : 1 
Location Of Person.Facility : ZZZ.ARTCC 
Reporter Organization : Government 
Function.Air Traffic Control : Enroute 
Qualification.Air Traffic Control : Fully Certified 
ASRS Report Number.Accession Number : 998743 
Human Factors : Situational Awareness 

Events 

Anomaly.ATC Issue : All Types 
Anomaly.Deviation - Procedural : Published Material / Policy 
Detector.Person : Air Traffic Control 
Result.Air Traffic Control : Issued New Clearance 

Assessments 



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

Narrative: 1 

A C550 was descending north east bound from FL210 down to FL180 because I had 
a B350 level at 170 north east bound as well. The B350 had pilot discretion descent 
to 110 issued but wanted to remain at 170. As the C550 was descending through 
FL194, I realized I had low altimeters all around me (I believe 29.86) and I 
instructed the C550 to amend altitude and maintain FL190. He advised he had just 
went though FL190 and asked should he go back up. I told him it wasn't necessary 
since he seemed to have leveled off. I then decided to descend and turn the B350 
to avoid any closer conflict. I descended the C550 to 160 and turned him 20 
degrees left. I am not sure if I ever broke altitude separation but lateral separation 
was around 4 miles. I should have had some visual indicator to remind myself 
FL180 was unusable and non-assignable. 

Synopsis 

Enroute Controller described a loss of separation event when he/she failed to note 
the fact that the surrounding low altimeter settings precluded the use of certain 
flight levels. 

  



 

ACN: 998348 (28 of 50) 

Time / Day 

Date : 201203 
Local Time Of Day : 0001-0600 

Place 

Locale Reference.ATC Facility : ZZZ.ARTCC 
State Reference : US 
Altitude.MSL.Single Value : 28000 

Environment 

Flight Conditions : Mixed 
Weather Elements / Visibility : Icing 
Weather Elements / Visibility.Visibility : 10 
Light : Night 
Ceiling.Single Value : 1800 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Air Taxi 
Make Model Name : Citation II S2/Bravo (C550) 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 135 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Descent 
Route In Use : Direct 
Airspace.Class A : ZZZ 

Component 

Aircraft Component : Pressurization System 
Aircraft Reference : X 
Problem : Failed 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Taxi 
Function.Flight Crew : Captain 
Function.Flight Crew : Pilot Flying 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Multiengine 
Experience.Flight Crew.Total : 3200 



Experience.Flight Crew.Last 90 Days : 100 
Experience.Flight Crew.Type : 850 
ASRS Report Number.Accession Number : 998348 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Detector.Person : Flight Crew 
Were Passengers Involved In Event : N 
When Detected : In-flight 
Result.General : Maintenance Action 
Result.General : Declared Emergency 

Assessments 

Contributing Factors / Situations : Aircraft 
Primary Problem : Aircraft 

Narrative: 1 

Our aircraft experienced a rapid decompression while descending from FL300 to 
12,000. The decompression occurred around FL280. We recognized the situation 
and initiated an emergency descent to 10,000. Upon reaching a safe altitude of 
12,000 FT we advised ATC of the decompression, and declared an emergency. At 
this time ATC cleared us to descend to 2,800 and proceed to an IAF at our 
destination. The crew did so and landed safely. 
 
The rapid decompression was thought to have been caused by a build up of 
moisture in the door seal which turned to ice crystals at altitude. This blocked the 
airflow into the door seal causing a leak that allowed the cabin to rapidly 
depressurize. This was corrected by draining the door seal and lines to it more 
frequently during maintenance checks. 

Synopsis 

A CE550 flight crew experienced a rapid decompression as they began descent to 
their destination. They declared an emergency and were expedited to a safe 
landing by ATC. 

  



 

ACN: 997102 (29 of 50) 

Time / Day 

Date : 201202 
Local Time Of Day : 0601-1200 

Place 

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

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility.Visibility : 10 
Light : Daylight 
Ceiling.Single Value : 12000 

Aircraft 

Reference : X 
ATC / Advisory.Tower : RHV 
Aircraft Operator : FBO 
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 : None 
Mission : Training 
Flight Phase : Taxi 
Route In Use : None 

Component 

Aircraft Component : Engine 
Aircraft Reference : X 
Problem : Malfunctioning 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : FBO 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Commercial 
Qualification.Flight Crew : Instrument 
Experience.Flight Crew.Total : 490 
Experience.Flight Crew.Last 90 Days : 7 
Experience.Flight Crew.Type : 145 
ASRS Report Number.Accession Number : 997102 
Human Factors : Communication Breakdown 
Human Factors : Situational Awareness 



Human Factors : Training / Qualification 
Human Factors : Distraction 
Communication Breakdown.Party1 : Flight Crew 
Communication Breakdown.Party2 : ATC 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Ground Incursion : Taxiway 
Detector.Person : Flight Crew 
Detector.Person : Air Traffic Control 
When Detected : Taxi 
Result.General : Maintenance Action 
Result.Flight Crew : Became Reoriented 
Result.Air Traffic Control : Issued Advisory / Alert 

Assessments 

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

Narrative: 1 

I pre-flighted my aircraft for pattern work at RHV. Everything was normal with 
engine start, taxing, magneto check, carburetor heat check and taxiing into takeoff 
position. But when I was cleared to takeoff and advanced the throttle, the engine 
stalled. The problem may have been carburetor ice. The temperature was 53 
degrees and the dew point 31 degrees, for a relative humidity of 43 percent. This 
indicates a marginal risk for carburetor ice, but it's certainly possible. I left 
carburetor heat off. It also may have been that I advanced the throttle too quickly, 
on a cool day, with an engine that has no acceleration pump, causing a too lean 
mixture and a subsequent stall. I called the Tower and got permission to push the 
plane off the runway into the runup area, pointing toward Taxiway Zulu. The FBO's 
Mechanic came out in a golf cart to hand prop, accompanied by an airport 
employee in another cart. The Mechanic was angry and spoke intemperately, 
ordering me to return and tie the plane down at the FBO. I should have answered, 
"We'll talk later." But instead, I respond vehemently to his unprovoked attack. He 
was too angry to hand prop safely, but fortunately I had the presence of mind to do 
my part safely. The plane started easily and the Mechanic headed back to the FBO 
on Taxiway Zulu. Unfortunately, I did not have the presence of mind to call Ground 
Control for permission to taxi. Instead, still upset, I unthinkingly followed the 
Mechanic onto Taxiway Zulu, followed by the airport employee. My radio was still 
on Tower frequency so I couldn't hear any call from Ground Control and I didn't 
hear any call from Ground Control and I didn't hear any call from the Tower. A 
moment later I noticed a high wing single engine airplane about a quarter of a mile 
ahead taxing toward me, and immediately recognized my error. I stopped and 
contacted Ground Control. The plane ahead turned off to a parallel taxiway. Ground 
Control cleared me to the FBO and a few minutes later asked me to call the Tower 
Supervisor. I had had previous difficult interactions with this Mechanic, and thus 
had good reason to ignore his anger. Instead, rather than acting, I reacted. If I 
could do this over, I would relax, ignore his provocation and focus entirely on the 



safety of the hand propped restart and on correct taxi procedures. It also occurs to 
me that aircraft routinely taxi within runup areas without requiring permission of 
either Ground Control or the Tower. It would have helped me in this situation if 
there had been a yellow marker on the tarmac delineating the runup area/taxiway 
boundary - perhaps the yellow Dashed Taxiway Edge marking. I doubt I would 
have taxied onto Taxiway Zulu if I had seen a yellow tarmac marker ahead. 
In future, I will also pay more attention to atmospheric conditions regarding 
carburetor heat and will advance the throttle more carefully in all circumstances. 
Note: While I am a commercial pilot, I earned that rating over forty years ago, 
never flew for hire and did not fly as pilot in command between April 1972 and 
November 2007. I'm currently flying under Sport Pilot rules and believe I have 
achieved "experienced private pilot" capability. I worked hard to be a safe, 
competent pilot and get great satisfaction when I fly safely. 

Synopsis 

After an aircraft engine stalled during the preflight engine run up, the pilot failed to 
contact RHV Ground for taxi clearance back to the FBO. 

  



 

ACN: 997084 (30 of 50) 

Time / Day 

Date : 201203 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : ROA.Airport 
State Reference : VA 
Altitude.MSL.Single Value : 5000 

Environment 

Flight Conditions : Mixed 
Weather Elements / Visibility : Rain 
Weather Elements / Visibility : Thunderstorm 
Weather Elements / Visibility.Visibility : 8 
Light : Daylight 
Ceiling.Single Value : 2300 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : ROA 
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 : IFR 
Mission : Personal 
Flight Phase : Initial Approach 
Route In Use : Vectors 
Airspace.Class C : ROA 

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 : Instrument 
Experience.Flight Crew.Total : 1120 
Experience.Flight Crew.Last 90 Days : 27 
Experience.Flight Crew.Type : 1022 
ASRS Report Number.Accession Number : 997084 
Human Factors : Distraction 
Human Factors : Situational Awareness 
Human Factors : Time Pressure 



Human Factors : Workload 
Human Factors : Confusion 

Events 

Anomaly.ATC Issue : All Types 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Flight Crew : Took Evasive Action 
Result.Flight Crew : Became Reoriented 
Result.Air Traffic Control : Provided Assistance 

Assessments 

Contributing Factors / Situations : Weather 
Primary Problem : Weather 

Narrative: 1 

I went for a short flight, weather came up much faster and worse than forecast, 
and I ended up in weather I shouldn't have been in. ROA ATC helped me a lot, and 
I really appreciate it. I checked weather radar and DUATS late morning including 
TAFs for ROA and BCB, which is near the beginning of the LDA 6 into ROA. Storms 
were not forecast until late afternoon, ceiling was 2,300 at and 6,000 at BCB, so I 
headed to the ROA airport to fly my aircraft since it had been sitting unused for 
almost two weeks. I decided to eat lunch first, so it was afternoon before I was 
ready for takeoff. It started raining but was good VFR. Instead of doing touch and 
goes I decided to ask for an IFR clearance for an LDA 6 in case the visibility 
lowered due to the rain. Heading out Departure told me of light to moderate rain 
but no reports of a bad ride. A few minutes later planes on the approach were 
asking for vectors around a storm and I was seeing the clouds around me light up. 
I realized that, had I been planning a trip, I would have postponed it for weather 
half this bad. I was third for the approach and the strikefinder and communications 
of other aircraft indicated that the lightning was ahead so I slowed down. I had 
strong up and down drafts, which are normal with the wind and the mountains, but 
I also got my first carb ice ever. I was IMC and it took me a while to notice the loss 
of engine power, mistaking it for a downdraft at first, but I put on the carb heat in 
time with classic symptoms of a rough engine then it returned to full power. ROA 
Approach gave me vectors away from the storm and I commented that I wished I 
hadn't taken this flight. I think Approach could tell that I was feeling a bit worried. I 
lost track of the first plane on the approach, but the second diverted to a hold. 
Then Approach put me in front of him despite my 50 KT ground speed while 
heading outbound to the IAF. I never encountered much turbulence. I asked for a 
tight turn onto the LDA in part to stay away from the storm and in part because I 
was feeling bad that I was in the way of pilots hauling passengers. The approach 
went well, but the deep puddles on the ground during taxi surprised me. The 
weather was a LOT worse than I had expected. I cannot say enough about the ROA 
Approach Controller. I was a bit confused as to exactly where the storm was. ATC 
gave me enough information and offered vectors around the storm, but also gave 
me time to concentrate on flying the plane. I think he put me on the approach in 
front of another plane because he sensed I was nervous. I could have flown 
outbound faster and caused less of a traffic jam, but I was flying slow on purpose 
since I thought I was still waiting my turn at the approach. Maybe the Controller 
could have asked me to speed up, but maybe he was keeping my workload down 



by not bothering me. In the future I will double check the weather as close to 
takeoff time as I can. I do this for long trips but let my guard down for a local 
flight. Filing IFR seemed safer when I did it, but only getting in a few touch and 
goes before calling it quits due to weather would have been better. 

Synopsis 

A solo single engine pilot departed ROA on an IFR training flight and was 
unexpectedly caught in a weather system which arrived in airport vicinity hours 
earlier than forecast so he requested ATC's assistance for an immediate return. 

  



 

ACN: 997019 (31 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: 995450 (32 of 50) 

Time / Day 

Date : 201202 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Relative Position.Distance.Nautical Miles : 18 
Altitude.MSL.Single Value : 7000 

Environment 

Flight Conditions : IMC 
Light : Daylight 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : ZZZ 
Aircraft Operator : Personal 
Make Model Name : Cessna Stationair/Turbo Stationair 7/8 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Personal 
Flight Phase : Final Approach 
Airspace.Class E : ZZZ 

Component 

Aircraft Component : Turbine Engine 
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 : Commercial 
Experience.Flight Crew.Total : 1275 
Experience.Flight Crew.Last 90 Days : 15 
Experience.Flight Crew.Type : 180 
ASRS Report Number.Accession Number : 995450 
Human Factors : Training / Qualification 

Events 



Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
Were Passengers Involved In Event : N 
When Detected : In-flight 
Result.General : Declared Emergency 
Result.Aircraft : Equipment Problem Dissipated 

Assessments 

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

Narrative: 1 

I was cleared for the ILS approach into ZZZ. The conditions were IMC and outside 
air temperature near freezing. The aircraft turbine engine lost power. I declared an 
emergency to ATC. I applied the alternate induction and intake anti-icing system 
and unsuccessfully attempted to restart the turbine. Losing altitude at a high rate I 
feathered the propeller and established best glide speed. A second attempt to 
restart was successful. I re-established altitude and position to complete the 
approach. 
 
On the ground when reviewing the potential causes I called the [turbine engine 
conversion] Company to review the flameout occurrence. The procedure when 
flying in visual moisture and near freezing temperatures is to have the alternate 
induction open and the intake anti-icing on. Because I was not seeing any ice 
formation on the airframe I didn't activate the procedure. The Company 
representative reminded me that activation of the system should be applied when 
outside air temperatures get down to 40 degrees Fahrenheit. 
 
The flame out most likely occurred due to disruption of airflow into the turbine 
compressor inlet due to ice formation. This occurred because I did not have the 
alternate induction open and the intake anti-icing on. On previous occasions in 
nearly the same conditions I successfully completed the flights with no indication of 
adverse turbine operation.  
 
The procedure for activation of the anti-icing system was covered in the initial 
aircraft training I received. I had not recalled the call out for the activation of the 
system in temperatures as high as 40 degrees until I reviewed the event with the 
Company representative. I hadn't employed the system prior to this event. 
 
I now employ the system as specified by the company's procedure. 

Synopsis 

The pilot of turbine engine converted Cessna 207 suffered a flame out in IMC while 
on an ILS approach. After declaring an emergency he was able to restart the 
engine and complete the approach and landing. 

  



 

ACN: 995449 (33 of 50) 

Time / Day 

Date : 201202 
Local Time Of Day : 0601-1200 

Place 

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

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Snow 
Weather Elements / Visibility : Icing 
Light : Dawn 
Ceiling.Single Value : 400 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Air Taxi 
Make Model Name : PA-31 Navajo/Chieftan/Mojave/T1040 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 135 
Flight Plan : IFR 
Mission : Cargo / Freight 
Flight Phase : Descent 
Route In Use : Direct 
Airspace.Class E : ZZZ 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Taxi 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Private 
Qualification.Flight Crew : Multiengine 
Experience.Flight Crew.Total : 5200 
Experience.Flight Crew.Last 90 Days : 120 
Experience.Flight Crew.Type : 2000 
ASRS Report Number.Accession Number : 995449 
Human Factors : Situational Awareness 

Events 



Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
When Detected : In-flight 

Assessments 

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

Narrative: 1 

I was flying on a scheduled freight route. A snow storm had entered the area and 
was across the entire route. Upon leaving, I entered IMC almost immediately and 
was IMC during the entire flight. The temperatures were -1 C entering IMC and -10 
C at 8,000 FT. I immediately started to pick up ice after leaving. About 30 miles 
into the flight I entered an area of moderate ice and went up to 8,000 to try and 
slow the progression. It helped but I still continued to get light ice with small 
pockets of moderate. All the deice equipment on the airplane was operational but 
the ice continued to form on the parts of the airplane not equipped with deice 
equipment. As a rule of thumb, if the airplane airspeed falls below 150, the pilot 
needs to take evasive action to get out of it. I was actually down to 140 KTS in 
level flight but I was close enough to destination that I needed to start a descent to 
get set up for the approach. I was 40 miles out when I got the weather and it was 
1 1/4 miles and 600 FT overcast; shortly after that Center advised me that the 
weather was going down. At this point, I had already started my descent and was 
maintaining 140 KTS. I had started to run out of options at this point because the 
airplane had picked up enough ice I did not think I would be able to climb back up. 
I was maintaining airspeed only because I was descending. The visibility had 
dropped to 1/4. I elected to do the ILS approach rather than hold due to the ice the 
airplane had already encountered. I landed without incident with the actual visibility 
almost one mile. The trucks were plowing the runway and the wind was blowing in 
the right direction so that the snow off the runway was moving over the sensor. 
The snowstorm was the actual cause of the problem and the inaccurate TAF. While 
the weather was supposed to come down it was not supposed to drop below 1 1/2 
according to the TAF. I was fully aware of the snowstorm and possible icing 
condition but also had many options for most of the flight. 

Synopsis 

A PA31 pilot departed on a one hour flight into icing conditions with forecast snow 
and low visibilities at destination. Ice formed on areas of the aircraft that are not 
deiced and airspeed dropped. Descent was required to maintain airspeed and an 
ILS approach and landing was made with visibility reported as one quarter mile. 

  



 

ACN: 995074 (34 of 50) 

Time / Day 

Date : 201202 
Local Time Of Day : 0601-1200 

Place 

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

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility.Visibility : 6 
Light : Daylight 
Ceiling.Single Value : 10000 
RVR.Single Value : 5000 

Aircraft 

Reference : X 
ATC / Advisory.CTAF : ZZZ 
Aircraft Operator : Personal 
Make Model Name : Skyhawk 172/Cutlass 172 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : VFR 
Mission : Personal 
Flight Phase : Takeoff 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Pilot Flying 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Commercial 
Experience.Flight Crew.Total : 450 
Experience.Flight Crew.Last 90 Days : 8 
Experience.Flight Crew.Type : 325 
ASRS Report Number.Accession Number : 995074 
Human Factors : Other / Unknown 
Human Factors : Training / Qualification 

Events 

Anomaly.Ground Excursion : Runway 
Anomaly.Ground Event / Encounter : Object 
Anomaly.Ground Event / Encounter : Loss Of Aircraft Control 



Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Flight Crew : Rejected Takeoff 
Result.Flight Crew : Regained Aircraft Control 

Assessments 

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

Narrative: 1 

We were taking off on the ice runway. The wind was down the runway at 
approximately 5-7 KTS. The ice was clear with no snow. As I accelerated and 
pushed the throttle to the firewall I began to feel the loss of directional control. The 
plane began to yaw left and started skidding off the runway surface. After realizing 
I did not have the airspeed or directional control to rotate and lift the plane off the 
ice safely, I pulled the power and tapped the right brake. The tail of the aircraft 
then once again began to align with the nose. We rolled/skidded to a stop on the 
west side of the runway, but not until we had hit a stick that was standing up in the 
ice with our wing strut. This may have been a stick left by an ice fisherman, I'm not 
really sure. It was not a runway marker. The runway was marked by yellow cones. 
While there was no property damage or injury, there was a pickup truck on the ice. 
This vehicle was close to the runway and, for a short time, was in the path of our 
skidding plane. Fortunately some directional control was re-established before any 
contact was made. 
 
My mistake during this takeoff was applying the throttle too quickly. Instead I 
should have applied the throttle gradually and let the airspeed build slowly. This is 
the technique I used on the next attempt and the takeoff was smooth and 
uneventful. After successfully taking off I started to wonder if that stick had in 
anyway damaged the aircraft. So we quickly landed to do a complete visible 
inspection. No damage was found and the remainder of the flight home was also 
uneventful. In hindsight, while I was sure that the stick we hit did not impact the 
propeller, I should have shut the plane down and conducted a visual inspection of 
the plane prior to the next takeoff attempt. My recommendation to other pilots 
would be, in addition to applying the throttle gradually, be very aware of the 
runway environment outside of the runway surface. There are many spectators, ice 
fisherman, and vehicles on the ice while planes are taking off and landing. The 
ground crew does a great job of marshaling the arriving and departing aircraft but 
they cannot completely control all spectators! In my opinion the gentleman in the 
pickup truck was too close to the active runway. 

Synopsis 

C172 pilot taking off on an ice runway reports loosing directional control when full 
throttle is applied too early. Control is regained and the takeoff is rejected. 

  



 

ACN: 995062 (35 of 50) 

Time / Day 

Date : 201202 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.ATC Facility : ZZZ.ARTCC 
State Reference : US 
Altitude.MSL.Single Value : 6000 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Icing 
Light : Daylight 
Ceiling.Single Value : 2500 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Personal 
Make Model Name : Bonanza 35 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Personal 
Flight Phase : Cruise 
Route In Use : Direct 
Airspace.Class E : ZZZ 

Component 

Aircraft Component : Ice/Rain Protection System 
Aircraft Reference : X 
Problem : Improperly Operated 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Private 
Experience.Flight Crew.Total : 1400 
Experience.Flight Crew.Last 90 Days : 20 
Experience.Flight Crew.Type : 500 
ASRS Report Number.Accession Number : 995062 
Human Factors : Other / Unknown 



Human Factors : Situational Awareness 
Human Factors : Workload 
Analyst Callback : Completed 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Deviation - Altitude : Excursion From Assigned Altitude 
Anomaly.Deviation - Procedural : Clearance 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.Flight Crew : Overcame Equipment Problem 
Result.Flight Crew : Became Reoriented 
Result.Air Traffic Control : Issued New Clearance 

Assessments 

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

Narrative: 1 

Aircraft was assigned 6,000 FT when on IFR flight plan. Aircraft encountered trace 
ice (which was not in forecast as per flight briefing) in IMC conditions and pilot 
turned on pitot heat. Shortly thereafter, pilot lost primary guidance system 
(attitude indicator, HSI, airspeed indicator, electronic altimeter and VSI) and 
autopilot malfunctioned. Pilot reported loss of instruments to Center. Plane began 
descent when instruments lost and autopilot malfunctioned. Pilot then began 
navigation using secondary instruments. Pilot lost about 600 FT while transitioning 
to secondary instruments. Pilot then climbed back to assigned altitude Center very 
helpful during incident. 

Callback: 1 

The pilot stated that he simply forgot to turn the pitot heat on until after he was 
IMC. By then the moisture had accumulated in the pitot tube and had become 
frozen enough that it was apparently solid and so would take time to thaw and exit 
the aft pitot tube. In the mean time he was flying on his ASPEN PFD system which 
should have warned him about the pitot tube status but he does not remember 
seeing it and so the ASPEN lost input also. His standby altitude did indicate 
accurately but he did not know if he could trust it until after verifying with ATC that 
in fact he was at 5,400 FT which coincided with that instrument. The ASPEN did 
indicate a right descending turn but again the Reporter was not certain it should be 
trusted. The HSI shut down when it sensed a discrepancy between inputs develop. 

Synopsis 

A BE35 lost primary guidance systems (attitude, HSI, airspeed, altimeter, VSI) in 
flight during unforecast icing conditions on and IFR flight plan. His backup ASPEN 
PFD did provide partial information. 

  



 

ACN: 993559 (36 of 50) 

Time / Day 

Date : 201202 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Relative Position.Distance.Nautical Miles : 7.6 
Altitude.MSL.Single Value : 2500 

Environment 

Flight Conditions : Mixed 
Weather Elements / Visibility : Icing 
Weather Elements / Visibility.Visibility : 6 
Light : Daylight 
Ceiling.Single Value : 1200 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : ZZZ 
Aircraft Operator : Personal 
Make Model Name : PA-32 Cherokee Six/Lance/Saratoga/6X 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Training 
Nav In Use.Localizer/Glideslope/ILS : XX 
Flight Phase : Initial Approach 
Route In Use : Vectors 
Airspace.Class C : ZZZ 

Component : 1 

Aircraft Component : Pitot/Static Ice System 
Aircraft Reference : X 
Problem : Malfunctioning 

Component : 2 

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

Component : 3 

Aircraft Component : Landing Gear Indicating 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 : Instructor 
Function.Flight Crew : Pilot Not Flying 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Commercial 
Experience.Flight Crew.Total : 7500 
Experience.Flight Crew.Last 90 Days : 75 
Experience.Flight Crew.Type : 1000 
ASRS Report Number.Accession Number : 993559 
Human Factors : Situational Awareness 
Human Factors : Training / Qualification 
Human Factors : Confusion 
Human Factors : Workload 
Human Factors : Human-Machine Interface 
Human Factors : Distraction 
Human Factors : Troubleshooting 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Deviation - Track / Heading : All Types 
Anomaly.Deviation - Procedural : Clearance 
Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
Detector.Person : Air Traffic Control 
When Detected : In-flight 
Result.Flight Crew : Took Evasive Action 
Result.Flight Crew : Requested ATC Assistance / Clarification 
Result.Flight Crew : Overcame Equipment Problem 
Result.Flight Crew : Became Reoriented 
Result.Air Traffic Control : Issued New Clearance 

Assessments 

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

Narrative: 1 

On approach we were given radar vectors for the ILS 13 approach and instructed to 
maintain present speed, due to other inbound traffic. We were cleared down to 
4,000 FT which put us in the clouds and we started picking up rime ice. Shortly 
after we entered the clouds on the 250 degree vector, the Controller gave us a new 
vector of 190 degrees. We flew that for awhile and then were told to fly 130 and 
down to 3,200 FT. Our Directional Gyro must have been precessed because that 
vector turned us inside the localizer and we never got the needle to come alive, so 
we delayed the descent to 3,200 FT. The Controller canceled our clearance and had 



us climb to 4,000 FT on a heading of 040 degrees. We reported that we were 
picking up ice and he cleared us up to 5,000 FT. As we were climbing up the gear 
warning came on and the main landing gear lights came on. We recycled the gear 
and leveled of at where the altimeter said was 5,000 FT. The airspeed and the 
altimeter were acting strange so we checked the pitot heat switch and found it on 
but the breaker was popped. We reset the breaker and were vectored back to the 
localizer and cleared back down to 4,000 FT. The vector took us across the localizer 
so we questioned the Controller, and he started giving us "NO GYRO" vectors for 
the approach and a descent to 3,200 FT. As we were being vectored in, the 
airspeed indication dropped to zero and the altimeter stopped moving. That lasted 
for about 10 to 15 seconds, but during that time the gear horn came on again and 
the main gear dropped. We got distracted by the gear and airspeed problems we 
flew across the localizers' and descended below 3,200 FT. We broke out into clear 
air at 2,700 FT on the north east side of the localizer. We reported "in the clear" to 
the Controller and he gave us a left 360 to back on the localizer. We were about 6 
to 7 miles from the airport at the time. The rest of the approach and landing were 
uneventful. Our problems were not recognizing the gyro precision error, not 
checking circuit breakers, and not over riding the "Auto Gear Extension system." 
We should have also informed the Controller of the issues we were dealing with. 

Synopsis 

A PA32 compass system became inaccurate on an ILS vector so the clearance was 
canceled. Then the landing gear indicated unsafe at the same time as the airspeed 
and altimeter became erratic because of a popped circuit breaker in icing. Finally, 
an ATC NO GYRO approach go them below the clouds where the became 
reoriented. 

  



 

ACN: 993556 (37 of 50) 

Time / Day 

Date : 201202 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.Airport : FAR.Airport 
State Reference : ND 
Altitude.AGL.Single Value : 0 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Icing 
Weather Elements / Visibility : Fog 
Weather Elements / Visibility.Visibility : 0.5 
Light : Daylight 
Ceiling.Single Value : 200 
RVR.Single Value : 2400 

Aircraft 

Reference : X 
ATC / Advisory.Tower : FAR 
Aircraft Operator : Air Taxi 
Make Model Name : Light Transport, Low Wing, 2 Turboprop Eng 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 135 
Flight Plan : IFR 
Mission : Cargo / Freight 
Flight Phase : Landing 
Flight Phase : Taxi 
Route In Use : Direct 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Taxi 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Commercial 
Qualification.Flight Crew : Multiengine 
Experience.Flight Crew.Total : 9900 
Experience.Flight Crew.Last 90 Days : 150 
Experience.Flight Crew.Type : 550 
ASRS Report Number.Accession Number : 993556 
Human Factors : Time Pressure 



Human Factors : Distraction 
Human Factors : Situational Awareness 

Events 

Anomaly.Deviation - Procedural : Other / Unknown 
Anomaly.Ground Incursion : Runway 
Anomaly.Inflight Event / Encounter : Loss Of Aircraft Control 
Detector.Person : Flight Crew 
When Detected : Taxi 
Result.Flight Crew : Regained Aircraft Control 
Result.Flight Crew : Became Reoriented 

Assessments 

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

Narrative: 1 

I was on an IFR flight to FAR flying freight on board. Conditions at FAR was IMC 
with ATIS reporting Â½ mile visibility and 200 overcast with fog. The Tower 
reported 4,400 RVR when I was cleared to land on Runway 36. I saw the runway at 
minimums and landed safely. While taxing on the runway the Tower requested a 
breaking action report and cleared me to exit right onto Charlie. I reported the 
breaking action as fair to good, but upon reaching Charlie and starting my right 
turn the plane started to slide past the taxiway. I noticed that I had gone too far 
past the taxiway to continue a right turn onto it and applied left break and 
differential power to make a tight left turn that allowed me to get on Taxiway 
Charlie. I was so relieved that I did not go off the runway that I failed to inform the 
Tower. I thought I was taxiing at a safe speed but failed to take into account that 
the edge of the runway might be slicker than the center of the runway. There was 
no other plane waiting to takeoff at the time or on approach to the runway. 

Synopsis 

A pilot reported that after landing on FAR Runway 36 he was instructed to exit right 
on Taxiway C but because of ice slid past Charlie and made a tight left turn back to 
exit on C but did not notify the Tower of the incursion. 

  



 

ACN: 993355 (38 of 50) 

Time / Day 

Date : 201202 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.ATC Facility : ZZZ.ARTCC 
State Reference : US 

Environment 

Flight Conditions : VMC 
Weather Elements / Visibility : Icing 
Light : Daylight 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Fractional 
Make Model Name : Beechjet 400 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Cruise 
Airspace.Class A : ZZZ 

Component 

Aircraft Component : Aerofoil Ice System 
Aircraft Reference : X 
Problem : Failed 

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 : Captain 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
ASRS Report Number.Accession Number : 993355 
Analyst Callback : Completed 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Automation : Aircraft Other Automation 
Detector.Person : Flight Crew 



When Detected : In-flight 
Result.General : Maintenance Action 
Result.Flight Crew : Diverted 
Result.Flight Crew : Took Evasive Action 

Assessments 

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

Narrative: 1 

The initiating event for this report is the failure of the Horizontal Stabilizer (HSTAB) 
de-ice system on this aircraft. Crew was flying Aircraft X with a high profile 
passenger. At altitude we encountered the tops of the weather and turned on 
HSTAB de-ice, only to have it fail. Weather was unacceptable to continue to 
destination, with potential icing conditions present all the way to the surface. We 
diverted back to the east and were able to descend while remaining clear of clouds, 
but not without considerable difficulty and assistance from ATC. The checklist calls 
for the crew to remain clear of icing conditions, but given the definition we have for 
icing conditions, this is nearly impossible while flying IFR in the flight levels except 
on the clearest of days. Had we not encountered the high altitude cloud deck, we 
would not have discovered the failed system until much closer to destination, 
possibly without the option of remaining clear of clouds while diverting back to the 
east. We were able to coordinate a recovery trip on another aircraft and diverted in 
order to meet that aircraft. But the following day, we were assigned another 
aircraft, Aircraft Y. This aircraft had a long history of issues with the HSTAB de-ice 
system, and had a heater mat replaced just before we flew it. This mat showed 
signs of having been burned while on the tail of the aircraft. On the maintenance 
line was the following entry (paraphrased) "Aircraft has recurring issue with HSTAB 
de-ice and needs to be ferried for evaluation." But apparently the mat was replaced 
and we were the first to fly it. The system tested good on the ground check but 
failed immediately the first time we turned it on in flight, with passengers on board.  
 
These two events are but symptoms of a much larger problem. Every pilot flying 
the 400XP knows the failure rate of the HSTAB system, yet every winter we 
continue to fly in icing conditions and accept the likelihood of it failing to function 
properly. This is no longer an acceptable way to operate. The aircraft accumulates 
ice quite quickly, and the buildup of ice on the tail could result in an unrecoverable 
situation during approach and landing. There was a relevant event in the New York 
area a few years ago which I am certain all involved in safety are aware of. We 
have a long history of problems with the HSTAB de-ice system on the 400XP, and 
to date no good fix has been identified. While writing up one aircraft we were told 
by MX control, "well at least we're not doing as bad as last year." This is a 
disturbing thing to hear, that our measure of success is simply comparing failure 
rates to last year, especially when this has been an extremely mild winter season. 
Maintenance now sends a form for crews to fill out following every HSTAB failure in 
order to collect more data on the nature of the failure. My flying partner has filed 
another report involving repeated issues on Aircraft Z, and this was evaluated as 
being an isolated problem with a single aircraft. But he has had failures in no less 
than THREE different aircraft, including these two while flying with me, in the past 
three weeks. While I am sure the company is tracking this from a reliability 
standpoint, it is obvious to crews on the line that this is more of a design and 



certification issue than one of proper maintenance. We all realize this is not an easy 
thing to fix, but it must be addressed. The aircraft will be in our fleet for several 
more years and we will continue to operate with undue risk. We should move away 
from looking at these failures as simply maintenance issues and start looking at the 
more serious implications. Our Maintenance folks are doing an admirable job 
addressing the individual events, but are unfortunately chasing ongoing problems 
with a poor design.  
 
As I understand it, this is the third attempt over the history of the Hawker 400XP to 
implement a reliable HSTAB de-ice system on the aircraft. The complexity of this 
current design cannot be overstated. Barring another manufacturer design change 
or modification, I feel that the following options should be considered for 
implementation by the company:  
1. Restrict the aircraft from operating in icing conditions, or  
2. Following ANY maintenance on the HSTAB de-ice system, require the aircraft to 
be evaluated in flight (preferably in visible moisture) prior to releasing it for 
passenger flights. Rarely does the system fail the test on the ground, but it has 
been my experience that the failures occur in the air, especially once in a high-
moisture environment or precipitation.  
3. The above mentioned change should be inclusive of any "unable to duplicate" 
maintenance findings. This system is critical to the safe operation of the Hawker 
400XP, yet time and again it fails to provide the protection needed to ensure this 
safety. If it continues unaddressed, we are inviting real danger.  

Callback: 1 

The reporter has been flying the BE400 for about seven years and the HSTAB deice 
system has been an ongoing problem with several attempts to correct the 
problems, none of which has been successful. The control system seems to be the 
cause of the failures with the heating elements themselves not being implicated. 
The control system is complex and receives sensor inputs concerning altitude, 
airspeed, temperature, dynamic pressure, flap position, and a flap delay sensor. 
This system is essential on this aircraft during approach in icing conditions and tail 
stalls are likely when it is inoperative.  

Synopsis 

BE400 Captain describes a reoccurring series of failures of the Horizontal Stabilizer 
(HSTAB) de-ice system of aircraft in his company's fleet. 

  



 

ACN: 992639 (39 of 50) 

Time / Day 

Date : 201202 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.ATC Facility : ZZZ.ARTCC 
State Reference : US 
Altitude.MSL.Single Value : 13000 

Environment 

Weather Elements / Visibility : Icing 
Light : Daylight 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Make Model Name : Golden Eagle 421 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Flight Phase : Descent 

Person 

Reference : 1 
Location Of Person.Facility : ZZZ.ARTCC 
Reporter Organization : Government 
Function.Air Traffic Control : Enroute 
Qualification.Air Traffic Control : Fully Certified 
ASRS Report Number.Accession Number : 992639 
Human Factors : Other / Unknown 

Events 

Anomaly.Inflight Event / Encounter : VFR In IMC 
Detector.Person : Air Traffic Control 
Result.General : None Reported / Taken 

Assessments 

Contributing Factors / Situations : Weather 
Primary Problem : Weather 

Narrative: 1 

While at the Sector, I was receiving numerous icing reports. Aircraft X departed 
northbound, requesting 18,000 FT. Eighteen thousand feet was not usable due to 
low altimeters, so I asked the pilot if he wanted 16,000 FT or 20,000 FT. He chose 
16,000 FT. The aircraft turned around in the adjacent airspace due to severe icing 
and was handed back to me at 13,000 FT, my control. I descended him to 11,300 
FT, my lowest MIA, but he could not maintain altitude due to icing. I asked him if 



he had the terrain in site, and he said no. He was IMC. I informed my supervisor 
that I had an emergency situation. I kept the pilot updated on the MIA and when 
he would be able to get lower. At one point he was 1,500 FT below my MIA. I 
advised him that we have a 2,000 FT buffer in mountainous terrain so he could be 
as close as 500 FT to an obstacle. I issued a heading for him to fly to get to lower 
terrain sooner. I then asked my supervisor to pull up a terrain chart so I could 
estimate his proximity to the closest obstacle. I informed him that he was south of 
the highest obstacle that we depicted on the chart and kept assigning the lowest 
altitudes possible. He was able to get his departure airport in sight about six miles 
out. He chose to do a visual approach.  

Synopsis 

An Enroute Controller reported that an IFR aircraft was below MIA and unable to 
hold altitude in an emergency situation due to icing. 

  



 

ACN: 992346 (40 of 50) 

Time / Day 

Date : 201202 
Local Time Of Day : 1801-2400 

Place 

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

Environment 

Light : Night 

Aircraft 

Reference : X 
Aircraft Operator : Fractional 
Make Model Name : Citation Excel (C560XL) 
Operating Under FAR Part : Part 91 
Mission : Passenger 
Flight Phase : Parked 
Maintenance Status.Maintenance Type : Scheduled Maintenance 
Maintenance Status.Maintenance Items Involved : Inspection 
Maintenance Status.Maintenance Items Involved : Installation 
Maintenance Status.Maintenance Items Involved : Repair 
Maintenance Status.Maintenance Items Involved : Testing 
Maintenance Status.Maintenance Items Involved : Work Cards 

Component : 1 

Aircraft Component : Fuel Tank 
Manufacturer : Cessna Citation 
Aircraft Reference : X 

Component : 2 

Aircraft Component : Fuel System 
Manufacturer : Cessna Citation 
Aircraft Reference : X 

Component : 3 

Aircraft Component : Company Operations Manual 
Aircraft Reference : X 
Problem : Improperly Operated 

Person 

Reference : 1 
Location Of Person : Hangar / Base 
Reporter Organization : Air Carrier 
Function.Maintenance : Inspector 



Qualification.Maintenance : Airframe 
Qualification.Maintenance : Powerplant 
ASRS Report Number.Accession Number : 992346 
Human Factors : Confusion 
Human Factors : Distraction 
Human Factors : Training / Qualification 
Human Factors : Workload 
Human Factors : Communication Breakdown 
Communication Breakdown.Party1 : Maintenance 
Communication Breakdown.Party2 : Maintenance 
Analyst Callback : Attempted 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Deviation - Procedural : Maintenance 
Anomaly.Deviation - Procedural : FAR 
Detector.Person : Maintenance 
Were Passengers Involved In Event : N 
When Detected : Routine Inspection 
Result.General : None Reported / Taken 

Assessments 

Contributing Factors / Situations : Procedure 
Contributing Factors / Situations : Manuals 
Contributing Factors / Situations : Human Factors 
Contributing Factors / Situations : Environment - Non Weather Related 
Contributing Factors / Situations : Equipment / Tooling 
Contributing Factors / Situations : Company Policy 
Contributing Factors / Situations : Chart Or Publication 
Contributing Factors / Situations : Aircraft 
Primary Problem : Human Factors 

Narrative: 1 

It has become a "Norm" when working on Fuel Systems, that the Aircraft is 
defueled and maintenance is started right away; without regard to the Fuel 
General-Maintenance Practices as listed in the Cessna 560XL Maintenance Manuals, 
Chapter 28-00-01 [section noting]: WARNING: Prior to performing Fuel Systems 
Maintenance, personnel should read and thoroughly understand all Fuel System 
Maintenance, Fire and Safety practices. Refer to General - Maintenance Practices. 
As examples: 
1) We as a Company, have no metal pail's that can be grounded. We are currently 
using plastic five gallon buckets (which have and cause static build up) listed in 
Manual One, General Step-J.  
2) Electrical power carts are plugged in and being used when fuel access panel's 
are opened.  
3) Almost all steps listed under........ [Section] "2" for Fire Safety Precautions", are 
not being followed.  
 
Suggest as a safety precaution, all personnel working in the hangar (including 
Supervisor's), should have a training or "refresher course" on Fuel Systems General 
Maintenance Practices and the dangers involved. We need to have our Leads and 



Supervisor's take more of an initiative to STOP the "Normal" practices and 
encourage worker's to comply with Tasks as per defined in Aircraft Maintenance 
Manuals (AMM) without being "chided" for doing it "the right way" and not "the 
Company way". As a Company, the example needs to be set by supplying the right 
equipment (metal, groundable buckets) and [recognize that] safety guidelines are 
there to protect the whole facility and need to be followed to protect everyone 
working here. 

Synopsis 

An Aircraft Inspector reports a maintenance practice has developed in their facility 
during C-Checks and become a "NORM" when working on Fuel Systems. After an 
aircraft is defueled, Maintenance is started right away, without regard to the Fuel 
General Maintenance Practices and the Fire Safety Precautions listed in the Cessna 
560XL Maintenance Manual Chapter 28. 

  



 

ACN: 991283 (41 of 50) 

Time / Day 

Date : 201201 
Local Time Of Day : 1801-2400 

Place 

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

Environment 

Weather Elements / Visibility : Icing 
Light : Night 

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 Phase : Parked 

Component 

Aircraft Component : DC Battery 
Aircraft Reference : X 
Problem : Failed 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Personal 
Function.Flight Crew : Pilot Not Flying 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Commercial 
Qualification.Flight Crew : Multiengine 
Experience.Flight Crew.Total : 2500 
Experience.Flight Crew.Last 90 Days : 40 
Experience.Flight Crew.Type : 200 
ASRS Report Number.Accession Number : 991283 
Human Factors : Training / Qualification 
Human Factors : Situational Awareness 

Events 

Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Inflight Event / Encounter : Loss Of Aircraft Control 
Detector.Person : Flight Crew 



When Detected : Pre-flight 
Result.Aircraft : Aircraft Damaged 

Assessments 

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

Narrative: 1 

[I] went out to airport to load aircraft/check plane for an early departure the next 
morning. Found no power when Master was turned on. Decided to hand prop 
airplane to start and charge. The aircraft was positioned on an icy ramp. The 
brakes did not hold after the aircraft started and the wheel chocks were ineffective. 
The aircraft traveled several feet and impacted a building post and window. I think 
in the future, it would help greatly on under used or limited hours of service type 
airports, if a rope or chain with hooks were available in a standard location outside 
the facility with which to tie off an aircraft. 

Synopsis 

A pilot hand propped a C172RG engine because of a dead battery but even with the 
brakes set on an icy ramp the aircraft moved forward and hit a building post and 
window. 

  



 

ACN: 990770 (42 of 50) 

Time / Day 

Date : 201201 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.ATC Facility : ZLA.ARTCC 
State Reference : CA 
Altitude.MSL.Single Value : 13500 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Turbulence 
Weather Elements / Visibility : Icing 
Weather Elements / Visibility : Rain 
Weather Elements / Visibility : Snow 
Weather Elements / Visibility.Visibility : 1 
Light : Daylight 
Ceiling.Single Value : 200 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZLA 
Aircraft Operator : Personal 
Make Model Name : Skyhawk 172/Cutlass 172 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : VFR 
Mission : Personal 
Flight Phase : Cruise 
Airspace.Class E : ZLA 

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 : 200 
Experience.Flight Crew.Last 90 Days : 60 
Experience.Flight Crew.Type : 10 
ASRS Report Number.Accession Number : 990770 
Human Factors : Situational Awareness 
Human Factors : Distraction 

Events 



Anomaly.Deviation - Procedural : FAR 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Anomaly.Inflight Event / Encounter : VFR In IMC 
Detector.Person : Flight Crew 
Were Passengers Involved In Event : Y 
When Detected : In-flight 
Result.Flight Crew : Landed As Precaution 
Result.Flight Crew : Diverted 

Assessments 

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

Narrative: 1 

I departed LAS, VFR, with a final destination of MKC. The Cessna 172N contained 
full fuel, 40 gallons usable and one passenger. The planned route was LAS to PGS 
VOR to E80 where the first fuel stop was planned. The calculated time enroute was 
2 hours 45. We initially climbed to 11,500 MSL and later continued to 13,500 to fly 
over the scattered clouds and maintain VFR. Approximately 1 hour into the flight I 
realized continuing on to my destination VFR was not possible as the cloud tops 
were building faster than expected and the clouds were broken to overcast. Initially 
a 180 degree turn to the west was proposed, but the cloud tops looked to be 
building above my current altitude. The clouds below and to the north were now 
broken and a VFR descent was possible.  
 
High clouds appeared to block my route to my planned alternate. I decided to 
descend below the clouds, and possibly land at GCN or airports to the west as 
visual contact had been made earlier during the flight. Upon descending below the 
cloud layer, continuing VFR was not possible. I requested landing at GCN with an 
instrument approach and was advised that the ILS approach had a greater than 25 
knot tail wind and sky conditions were 200 overcast.  
 
I then declared an emergency, climbed to the IFR MDA of 9,000 since I expected 
severe icing, and requested vectors for the ILS approach into GCN. At 8,000 MSL 
and entering IMC the ice accumulation was rapid. The LOC 03 approach was flown 
and a missed approach was made. Upon climb out the missed approach procedure 
could not be flown due to degraded aircraft performance. I was able to make visual 
ground contact and turned back toward the airport while staying clear of clouds. I 
located the airport visually and landed without further incident.  
 
Looking back, I should have never made the decision to descend since I was in 
VMC, maintaining VFR. Instead I should have consulted with ATC/FSS and made a 
more informed decision with updated weather. Once I realized that that continuing 
on VFR was not possible I could have also opened an IFR flight plan to continue on 
to my destination or diverted south to Flagstaff/Phoenix where weather was 
predicted to be better. I did not want to fly into IMC since I suspected icing in the 
clouds. 
 
A contributing factor to my quick decision to descend was my passenger began 



experiencing symptoms of severe motion sickness and I may have rushed my 
decision to land at the closest field. 

Synopsis 

An inexperienced Private pilot with one passenger aboard the C-172 found himself 
unable to continue his cross country flight VFR and diverted to fly an ILS to a 
nearby airport where tail winds and low clouds forced a go around during which he 
was unable to climb due to ice accumulation. Fortuitously, he broke out of the 
clouds and was able to make a scud run return to the airport where he and his sick 
passenger landed safely. 

  



 

ACN: 989395 (43 of 50) 

Time / Day 

Date : 201201 
Local Time Of Day : 1801-2400 

Place 

Locale Reference.Airport : HEF.Airport 
State Reference : VA 
Relative Position.Distance.Nautical Miles : 30 
Altitude.MSL.Single Value : 5000 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility.Visibility : 1 
Light : Night 
Ceiling.Single Value : 800 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : PCT 
Aircraft Operator : Personal 
Make Model Name : Lancair ES 
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 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 : Instrument 
Qualification.Flight Crew : Commercial 
Experience.Flight Crew.Total : 1600 
Experience.Flight Crew.Last 90 Days : 40 
Experience.Flight Crew.Type : 260 
ASRS Report Number.Accession Number : 989395 
Human Factors : Other / Unknown 

Events 

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



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

Assessments 

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

Narrative: 1 

[I] conducted an IFR flight to HEF. Precipitation was forecast for my direct route of 
flight, so instead, I filed a route taking me much further west and clear of 
precipitation. I was concerned about the possibility of icing, but the briefer reported 
the freezing level at FL080. I wanted to stay low and filed for FL070. As I continued 
northbound at FL070 I was in the clear above a layer with OAT at 40 degrees, but 
dropping to 34 degrees as I continued northbound. Charleston was reporting 45 
degrees and scattered ceiling at 8,500 MSL, a good alternate if I needed it. As I got 
closer to HEF, I was cleared direct CSN. Conditions at Manassas (HEF) were 
forecast to be scattered at FL055 starting at XA:00 (early evening), but conditions 
were much worse with visibility below 1 mile and low ceiling with snow. At XB:00, 
however, ceilings were not rising and visibility was still reported at 1/4 mile. I was 
concerned about icing, and even spoke to ATC about this while I was still at FL070 
in the clear and with temperatures at 32 degrees. I assumed that temperatures 
would increase as I descended, but once I got closer to CSN and entered IMC, 
temperatures actually dropped. I was cleared to FL050 and temperatures were 
30...yet no icing.  
 
ATC queried traffic cleared to CHO, and they did not report any icing. I continued 
on. I started feeling really uncomfortable with the situation (IMC in below freezing 
temperatures) and couldn't understand how I found myself in the position. Why did 
temperatures decrease as I descended and why were conditions much worse at 
HEF than the XM Weather reported throughout my flight. ATC cleared me to FL030 
and I shot the GPS Runway 16L approach with visibility reported at 1 mile and 800 
FT ceiling. I popped out at about 900 FT and probably 2 miles visibility, with no 
trace of ice. Temperatures on the ground were 34 degrees. I was happy to make it 
safely on the ground, but I had a sick feeling in my gut. I should have not trusted 
the forecast as much as I did, and I should have diverted to Charleston at the first 
hint of dropping temps as I descended from FL070 (when I still had the ability to 
climb and stay in VMC). Big lesson learned! 

Synopsis 

Lancair pilot reports planning an IFR flight to HEF to avoid IMC and in flight icing 
conditions. The forecast does not hold up but the reporter continues to HEF in IMC 
and freezing temperatures and lands after an instrument approach. Minimal 
enroute icing is actually encountered. 

  



 

ACN: 989351 (44 of 50) 

Time / Day 

Date : 201201 
Local Time Of Day : 1201-1800 

Place 

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

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Snow 
Weather Elements / Visibility : Icing 
Weather Elements / Visibility : Rain 
Work Environment Factor : Temperature - Extreme 
Light : Dusk 

Aircraft 

Reference : X 
ATC / Advisory.Ramp : ZZZ 
Aircraft Operator : Air Carrier 
Make Model Name : B747-200 
Crew Size.Number Of Crew : 3 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Ferry 
Flight Phase : Parked 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Carrier 
Function.Flight Crew : Captain 
Function.Flight Crew : Pilot Flying 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
ASRS Report Number.Accession Number : 989351 
Human Factors : Situational Awareness 
Human Factors : Time Pressure 
Human Factors : Training / Qualification 
Human Factors : Communication Breakdown 
Communication Breakdown.Party1 : Flight Crew 
Communication Breakdown.Party2 : Ground Personnel 

Events 



Anomaly.Deviation - Procedural : Published Material / Policy 
Detector.Person : Flight Crew 
When Detected : Pre-flight 
Result.General : Flight Cancelled / Delayed 
Result.General : Maintenance Action 
Result.General : Release Refused / Aircraft Not Accepted 

Assessments 

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

Narrative: 1 

Forecast indicated snow storm at time of departure. Maintenance requested crew to 
have doors closed and ready for de-icing ready one hour prior to departure. Doors 
were closed on the hour. Twenty five minutes later, contract Maintenance contacted 
crew regarding commencing of spraying. Fifty five minutes later, deadheading 
maintenance personnel indicated both de-ice truck were still trouble getting snow 
off the aircraft. As we'd already calculated our holding time (1 hour), and based on 
the commencement of anti-icing, I determined the de-ice crew was improperly de-
icing and anti-icing the aircraft. Communications with the Contract Ground 
Maintenance indicated low pressure Type IV fluid was being used to de-ice the 
aircraft, with poor results.  
 
I determined that improper procedures were being utilized. Upon completion of de-
icing, contract Ground Maintenance asked me if I was satisfied. I informed that no, 
I wasn't and we couldn't depart as we'd exceeded our holdover time and hadn't 
been properly anti-iced with Type IV fluid. I also asked for a new start time with a 
full spraying of Type IV. I Contract de-icing company was attempting to de-ice the 
aircraft during the period when it was supposed to be applying anti-ice type IV. 
Contract Company not on the listed on Company NOTAMS of approved vendors. 
Maintenance was directed to coordinate the proper application of Type IV fluid, with 
the correct commencement of timing. Crew made visual checks of all surfaces to 
ensure they were free of ice/snow/contamination. Provide proper 
training/certification of vendor and its employees. 

Synopsis 

A B747-200 Captain required a Contract De-icing Crew to reapply Type IV fluid 
because the hold-over time expired after extensive application of Type IV to deice 
the aircraft. 

  



 

ACN: 988543 (45 of 50) 

Time / Day 

Date : 201201 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.ATC Facility : ZZZ.ARTCC 
State Reference : US 
Altitude.MSL.Single Value : 40000 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Turbulence 
Weather Elements / Visibility.Visibility : 10 
Light : Night 
Ceiling.Single Value : 4000 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Corporate 
Make Model Name : BAe 125 Series 800 
Crew Size.Number Of Crew : 2 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Cruise 
Route In Use : Direct 
Airspace.Class A : ZZZ 

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 : Air Transport Pilot (ATP) 
Experience.Flight Crew.Total : 11876 
Experience.Flight Crew.Last 90 Days : 20 
Experience.Flight Crew.Type : 35 
ASRS Report Number.Accession Number : 988543 
Analyst Callback : Completed 

Events 

Anomaly.Inflight Event / Encounter : Other / Unknown 
Detector.Person : Flight Crew 



Were Passengers Involved In Event : Y 
When Detected : In-flight 
Result.General : Declared Emergency 
Result.Flight Crew : Diverted 

Assessments 

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

Narrative: 1 

Cruising in occasional light chop at FL400 at Mach .74 = 220 KIAS. The airframe 
started to vibrate at a rate similar to moderate to severe chop. We thought we had 
an airframe flutter or automated flight control system malfunction. We requested a 
lower altitude and were cleared to FL350. In the descent we declared an 
emergency. The Captain used the autopilot to descend and level off at FL350 where 
he turned off the autopilot. The aircraft stopped vibrating. The Captain flew the rest 
of the flight by hand. We asked Center for a clearance to a nearby airport. They 
cleared us to the airport. In the descent we experienced some turbulence, but no 
more airframe vibration. We told Center fuel and souls on board, and that the 
aircraft was under control and we no longer considered it to be an emergency. We 
landed uneventfully. The passengers said the wing tips fluctuated up and down 
about 3 FT at a rate of about 3 oscillations per second. This lasted for about 3 to 4 
minutes. 

Callback: 1 

During a callback conversation the reporter stated Maintenance had determined 
there was a service bulletin regarding reported vibrations due to deteriorated 
aileron bearings and/or the manner in which sealant to spanwise wing skin seams 
associated with wing anti-ice is applied. The aircraft had been recently repainted 
and the sealant reapplied in a manner inconsistent with the requirements of that 
service bulletin. The sealant was removed and re-applied and one or more aileron 
mildly suspicious bearings replaced. Subsequent test flights were unable to 
reproduce the events which precipitated the report. 

Synopsis 

An HS-125 flight crew encountered moderate to severe airframe vibration while in 
cruise at FL400. The vibration ceased following a descent and disconnecting the 
autopilot, subsequently diverting to a nearby airport. 

  



 

ACN: 988041 (46 of 50) 

Time / Day 

Date : 201111 
Local Time Of Day : 1201-1800 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 15000 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Icing 
Light : Daylight 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Corporate 
Make Model Name : PC-12 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Passenger 
Flight Phase : Cruise 
Route In Use : Direct 
Airspace.Class E : ZZZ 

Component 

Aircraft Component : Propeller Ice System 
Aircraft Reference : X 
Problem : Malfunctioning 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Corporate 
Function.Flight Crew : Captain 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Multiengine 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Qualification.Flight Crew : Flight Instructor 
Experience.Flight Crew.Total : 3800 
Experience.Flight Crew.Last 90 Days : 175 
Experience.Flight Crew.Type : 1300 



ASRS Report Number.Accession Number : 988041 
Analyst Callback : Completed 

Events 

Anomaly.Aircraft Equipment Problem : Critical 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.General : Maintenance Action 
Result.Flight Crew : Took Evasive Action 
Result.Air Traffic Control : Issued New Clearance 
Result.Aircraft : Equipment Problem Dissipated 

Assessments 

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

Narrative: 1 

Upon level off at 15,000 FT MSL for cruise, I encountered propeller vibration while 
in icing conditions. I immediately asked for a lower altitude and reduced engine 
power at which point the vibration went away. Center at first would not clear me 
down to an altitude I desired unless I declared an emergency due to other aircraft. 
I told them if that was what I needed to do to get lower, I would. They eventually 
cleared me down to 5,000 FT. During my descent, I encountered VMC conditions 
with no precipitation present at 11,000 FT. I told them I wanted to maintain that 
altitude as long as I could. When engine power was returned to cruise setting, the 
vibration was no longer there. There was no indication of deice boot failure on the 
prop. The aircraft had experienced prior issues within the last 1-1/2 months with 
the prop deice, with numerous parts being replaced in the system. The aircraft has 
a 5 bladed MT Propeller installed on it. The STC installation was completed in 
January 2011 and the propeller had accumulated around 700 hours on it since 
installation. The propeller blades were scheduled to be replaced by MT Propeller in 
December, 2011 due to the owner not being satisfied with erosion wear on what is 
considered the first generation blade. In addition to erosion wear, 2 blades had 
experienced bubbling in the composite blade, which upon inspection I was told that 
it was sap coming out of the wood core. When the propeller blades were replaced 
to the second generation blades, I asked MT Propeller to have the deice boots on 
the old propeller blades checked. Three out of the five blades were found to have 
resistance values lower than what was considered normal and in my opinion, could 
have been the cause of my propeller vibration in flight. 
 
I believe that the installation of this propeller on this aircraft needs to be 
researched further. For example, with the standard 4 bladed Hartzell propeller 
installed, when the power is reduced to flight idle the blades would change pitch to 
a lower value. The 5 bladed MT propeller does not on this aircraft and when power 
is reduced to flight idle during landing, it seems to still carry too much power. To 
reduce the amount of power, the condition lever has to be brought out of flight idle 
to ground idle. This is abnormal and is not something done with the standard 4 
bladed installation. 

Callback: 1 



The reporter states that the second generation propeller blades were an 
improvement over the first generation in both performance and design. He has 
moved on to another flying job and cannot comment on the longer term durability 
of the new design. 

Synopsis 

PC12 pilot experiences propeller vibrations at 15,000 FT in icing conditions and 
requests descent. Other problems had been experienced with this propeller, which 
is a five blade design manufactured by MT Propellers. 

  



 

ACN: 987609 (47 of 50) 

Time / Day 

Date : 201201 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Altitude.MSL.Single Value : 5000 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Icing 
Light : Daylight 

Aircraft 

Reference : X 
ATC / Advisory.TRACON : ZZZ 
Aircraft Operator : Air Taxi 
Make Model Name : Caravan 208B 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 91 
Flight Plan : IFR 
Mission : Ferry 
Flight Phase : Cruise 
Airspace.Class B : ZZZ 

Component 

Aircraft Component : Generator Drive 
Aircraft Reference : X 
Problem : Failed 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Taxi 
Function.Flight Crew : Captain 
Function.Flight Crew : Pilot Flying 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
ASRS Report Number.Accession Number : 987609 
Human Factors : Workload 
Human Factors : Situational Awareness 
Human Factors : Time Pressure 
Human Factors : Training / Qualification 
Human Factors : Troubleshooting 

Events 



Anomaly.Aircraft Equipment Problem : Critical 
Detector.Automation : Aircraft Other Automation 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.General : Declared Emergency 
Result.Flight Crew : Landed in Emergency Condition 
Result.Flight Crew : Diverted 

Assessments 

Contributing Factors / Situations : Aircraft 
Primary Problem : Aircraft 

Narrative: 1 

I was flying a repositioning leg. I was flying at 5,000 FT in IMC when my STBY PWR 
ON caution light came on (GEN FAILURE and STBY ELEC PWR OFF warning/caution 
lights did not illuminate). Since I was in cruise and was being vectored around for 
the ILS 22L, I knew I had the time to try and diagnose any problem I might have. 
So I got out the emergency checklist only to find out that there is not a checklist 
for this specific situation. Looking at my generator, the amps showed around 50 
(keep in mind I had just received a trace of rime ice, so all my de-ice systems were 
on), while my alternator amps showed around 30. Knowing there had to be reason 
for the caution light; I decided to test my alternator to see if it would take the 
entire electrical load (as it did successfully in my Before Takeoff checklist). I 
proceeded to monitor my alternator amps and tripped my generator offline. The 
alternator took the load and rose to about 50 AMPS. I then reset my generator to 
see if the generator would take the load and extinguish the light. However, the 
STBY PWR ON caution light remained illuminated. Since I had proven my alternator 
was working, I reduced my electrical load further down to about 30 AMPS to keep a 
healthy margin below the alternator's 75 AMP maximum. It was also at this time 
that I noticed that two circuit breakers had tripped, both being BUS 2 PWR circuit 
breakers (I found out there was more when I got on the ground). As I reached for 
my emergency checklist to see what it might say about BUS circuit breakers 
tripping, I saw, out of the corner of my eye, another circuit breaker tripping (turned 
out to be the STBY PWR circuit breaker) and some light smoke rising out of the 
circuit breaker panel coming toward me. As a result, I immediately donned my 
oxygen mask and declared an emergency with ATC. Approach responded by giving 
me vectors to a nearby airport and descent down to 2,000 FT. As I looked to my 
right to find the airport, I also noticed some of my engine gauges had stopped 
working since I had seen the smoke. The failed gauges were: Torque gauge, ITT 
gauge, fuel flow gauge, and right fuel quantity indicator. Leveling off at 2,000 and 
a heading of 130 (it was an emergency descent at 165-170 KTS), I was given a 
new heading of 170 for the airport and I saw it shortly thereafter. I then proceeded 
to land without incident. There was smoke in the cockpit. Therefore, I declared an 
emergency and landed the plane at the nearest suitable airport. 

Synopsis 

A C208 STBY PWR ON caution alerted while at cruise accompanied by popped 
circuit breakers. Shortly thereafter the cockpit filled with smoke so the pilot 
declared an emergency and landed at nearby airport. 

  



 

ACN: 985588 (48 of 50) 

Time / Day 

Date : 201112 
Local Time Of Day : 1801-2400 

Place 

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

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Icing 
Weather Elements / Visibility : Snow 
Ceiling.Single Value : 600 
RVR.Single Value : 3800 

Aircraft 

Reference : X 
ATC / Advisory.CTAF : ZZZ 
Aircraft Operator : Air Taxi 
Make Model Name : PA-31 Navajo/Chieftan/Mojave/T1040 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 135 
Flight Plan : IFR 
Mission : Cargo / Freight 
Flight Phase : Takeoff 
Airspace.Class E : ZZZ 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Taxi 
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 : 1600 
Experience.Flight Crew.Last 90 Days : 120 
Experience.Flight Crew.Type : 300 
ASRS Report Number.Accession Number : 985588 
Human Factors : Training / Qualification 
Human Factors : Situational Awareness 

Events 



Anomaly.Deviation - Procedural : Published Material / Policy 
Anomaly.Inflight Event / Encounter : Weather / Turbulence 
Detector.Person : Flight Crew 
When Detected : In-flight 
Result.General : Declared Emergency 
Result.Flight Crew : Landed in Emergency Condition 
Result.Flight Crew : Returned To Departure Airport 

Assessments 

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

Narrative: 1 

After having the plane pulled from the hangar I quickly boarded and started 
engines. I taxied quickly to the end of the runway and while taxiing called for my 
clearance. There was an extended delay receiving the clearance which left me 
holding short of the runway for more than 15 minutes. During that time the heavy 
snow fall began to accumulate on the aircraft. To be honest I did not think about 
the warm plane melting the snow and then allowing it to refreeze as the airframe 
cooled. Once I received my clearance I taxied into position and began my take off 
roll. Airspeed built normally and I lifted off at approximately the half way point on 
the runway. I noticed my climb rate was much lower than normally expected at my 
weight ( 

  



 

ACN: 983932 (50 of 50) 

Time / Day 

Date : 201112 
Local Time Of Day : 0601-1200 

Place 

Locale Reference.Airport : ZZZ.Airport 
State Reference : US 
Relative Position.Distance.Nautical Miles : 0 
Altitude.AGL.Single Value : 0 

Environment 

Flight Conditions : IMC 
Weather Elements / Visibility : Rain 
Weather Elements / Visibility : Fog 
Weather Elements / Visibility : Icing 
Weather Elements / Visibility.Visibility : 1 
Light : Dawn 
Ceiling.Single Value : 200 

Aircraft 

Reference : X 
ATC / Advisory.Center : ZZZ 
Aircraft Operator : Air Taxi 
Make Model Name : SA-227 AC Metro III 
Crew Size.Number Of Crew : 1 
Operating Under FAR Part : Part 135 
Flight Plan : IFR 
Mission : Cargo / Freight 
Nav In Use.Localizer/Glideslope/ILS : Runway XX 
Flight Phase : Landing 

Person 

Reference : 1 
Location Of Person.Aircraft : X 
Location In Aircraft : Flight Deck 
Reporter Organization : Air Carrier 
Function.Flight Crew : Pilot Flying 
Function.Flight Crew : Single Pilot 
Qualification.Flight Crew : Instrument 
Qualification.Flight Crew : Air Transport Pilot (ATP) 
Qualification.Flight Crew : Flight Instructor 
Qualification.Flight Crew : Multiengine 
Experience.Flight Crew.Total : 3500 
Experience.Flight Crew.Last 90 Days : 200 
Experience.Flight Crew.Type : 300 



ASRS Report Number.Accession Number : 983932 
Human Factors : Other / Unknown 

Events 

Anomaly.Ground Excursion : Runway 
Detector.Person : Flight Crew 
When Detected.Other  
Result.General : Maintenance Action 

Assessments 

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

Narrative: 1 

Virtually the entire State [was] experiencing freezing drizzle/freezing rain. Weather 
reported as 1 SM, OVC 200, winds 200/6, temperature -3/dewpoint -4. Center 
advised braking action "fair." Flew ILS and broke out at decision altitude. [I] landed 
on the 1,000 FT bars at Vref. [I] slowed aircraft with prop reverse through 40 KTS. 
Relaxed prop reverse and started applying brakes to slow to taxi speed. At this 
point, I had 2,000 FT to 3,000 FT of runway remaining. Got on the brakes, and 
quickly realized that I had zero braking action. Given a speed of 30 KTS and 2,000 
FT remaining, aborting the landing was not an option. I went to full reverse on the 
props again and tried to add whatever deceleration that I could with the brakes. As 
the end got closer I realized that I was either going to barely stop on the runway or 
that I would overrun. To minimize damage to the aircraft and airport equipment if I 
did overrun, I did not even try to make the turn off at the end, but allowed the 
aircraft to slide straight into the grass. [I was] literally at a walking speed and 
missing taxi lights, localizer antenna, etc. Aircraft came to a stop with the mains 
approximately five feet off the end of the runway. [I] did not hit a taxi light, 
antenna, no prop strike. Only visible damage was to main tires, where it appeared 
that as the aircraft hit the dirt/grass, chunks of tread were ripped from them.  
 
Airport Manager came out to meet me at the runway end. As he got out of his truck 
he almost fell, as we were both standing on a sheet of ice. He stated he was just 
about to drive the runway again after I landed, but that he was closing the airport 
immediately, given the then-current conditions. He mentioned that he drove the 
runway forty minutes prior, and reported the braking action as "fair," and that the 
conditions that I landed in had rapidly worsened since his last report. 

Synopsis 

An SA227 Captain reported landing in a freezing drizzle, with braking action 
reported as fair, to find braking action. Maximum reverse and braking was not 
sufficient to prevent the aircraft from going off the end of the runway at a very 
slow speed. No damage reported. 




