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Update NUMDEr ... 15.0

Date of Update.......ccccovevvvveeiieieciece e, May 20, 2009

Number of Records in Report Set...........c.ccenee... 50
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TH: 262-7
MEMORANDUM FOR: Recipients of Aviation Safety Reporting System Data
SUBJECT: Data Derived from ASRS Reports

The attached material is furnished pursuant to a request for data from the NASA Aviation
Safety Reporting System (ASRS). Recipients of this material are reminded of the
following points, which must be considered when evaluating these data.

ASRS reports are submitted voluntarily. The existence in the ASRS database of reports
concerning a specific topic cannot, therefore, be used to infer the prevalence of that
problem within the National Airspace System.

Reports submitted to ASRS may be amplified by further contact with the individual who
submitted them, but the information provided by the reporter is not investigated further.
Such information represents the reporting of a specific individual who is describing their
experience and perception of a safety related event.

After preliminary processing, all ASRS reports are de-identified. Following de-
identification, there is no way to identify the individual who submitted a report. All
ASRS report processing systems are designed to protect identifying information
submitted by reports, such as, names, company affiliations, and specific times of incident
occurrence. There is, therefore, no way to verify information submitted in an ASRS
report after it has been de- identified.

The National Aeronautics and Space Administration and its ASRS contractor, Booz Allen
Hamilton, specifically disclaim any responsibility for any interpretation which

may be made by others of any material or data furnished by NASA in response to queries
of the ASRS database and related materials.

Feneln ) Counntd

Linda J. Connell, Director
Aviation Safety Reporting System



CAVEAT REGARDING STATISTICAL USE OF ASRS INFORMATION

Certain caveats apply to the use of ASRS statistical data. AIl ASRS reports are
voluntarily submitted, and thus cannot be considered a measured random sample of the
full population of like events. For example, we receive several thousand altitude
deviation reports each year. This number may comprise over half of all the altitude
deviations that occur, or it may be just a small fraction of total occurrences.

Moreover, not all pilots, controllers, air carriers, or other participants in the aviation
system, are equally aware of the ASRS or equally willing to report to us. Thus, the data
reflect reporting biases. These biases, which are not fully known or measurable, may
influence ASRS statistics. A safety problem such as near midair collisions (NMACs) may
appear to be more highly concentrated in area “A” than area “B” simply because the
airmen who operate in area “A” are more supportive of the ASRS program and more
inclined to report to us should an NMAC occur.

One thing that can be known from ASRS statistics is that they represent the lower
measure of the true number of such events that are occurring. For example, if ASRS
receives 881 reports of track deviations in 1999 (this number is purely hypothetical), then
it can be known with some certainty that at least 881 such events have occurred in 1999.
Because of these statistical limitations, we believe that the real power of ASRS lies in
the report narratives. Here pilots, controllers, and others, tell us about aviation safety
incidents and situations in detail. They explain what happened, and more importantly,
why it happened. The values of these narrative reports lie in their qualitative nature.
Using report narratives effectively requires an extra measure of study, but the knowledge
derived is well worth the added effort.



Report Synopses



ACN: 829038 @ of50)

Synopsis
P180 flight crew failed to comply with altitude restrictions on the TEB 5 SID from
TEB.

ACN: 826854 (2 of50)

Synopsis
An air carrier crew was told by MHT ATC that they may have crossed the Runway
17 hold short line on Taxiway E. The crew disputes ATC's claim. However, the
reporter believes that the runway hold short and taxiway marking could be clearer.

ACN: 822930 of50)

Synopsis
A CRJ 200 departed DTW Runway 4R. During the takeoff roll an 'EFIS COMP MON'
message alerted. The crew continued the takeoff on the assigned heading and was
told by ATC that the flown track was 10 degrees in error.

ACN: 821837 @4ofs0)

Synopsis
SCT controller described separation event at 4500 FT with LAX arrival and
overflight aircraft, resulting from missed incorrect altitude assignment readback.

ACN: 821629 (5o0f50)

Synopsis
Controller voiced concern regarding new detailed taxi instruction requirements,
claiming new procedures causes more confusion than it resolves.

ACN: 817007 (6of50)

Synopsis
Approach Controller advises Beechcraft 35 pilots they began descent for an
approach fix without clearance. Pilots believe the clearance was given and forgotten
by the Controller. Cite language barrier.

ACN: 816232 (7of50)

Synopsis
MD11 flight crew reports ATC directed go around that results in an altitude
deviation and a declaration of emergency fuel. Aircraft lands with 5500 LBS of fuel
on board.



ACN: 815286 (sofs0)

Synopsis
WIDEBODY CAPT RPTS SPEED RESTR NOTE FOR DEPS TO THE S ON THE ORD3
SPELLS THE CMSKY FIX AS CEMSKY ON HIS COMMERCIAL CHARTS AND LEADS TO
EXCEEDING SPEED LIMIT.

ACN: 814831 (90of50)

Synopsis
ZAB controller voiced concern regarding new arrival procedure that reportedly will
increase an already high workload for sector controllers.

ACN: 814800 (10 of 50)

Synopsis
AIR CARRIER FIRST OFFICER REPORTS EXCEEDING 7000 FOOT RESTRICTION ON
POM7 DEPARTING ONT CITING MISCOMMUNICATION WITH ATC.

ACN: 814480 @11 of50)

Synopsis
SINGLE PLT OF CESSNA CITATION EXPERIENCES NUMEROUS ATC AND SID
COMPLIANCE ANOMALIES ON DEP FROM TEB.

ACN: 813049 (120f50)

Synopsis
PILOT LEAD OF FLIGHT OF TWO MILITARY FIGHTERS REPORTS
MISCOMMUNICATION AND ASSUMPTIONS THAT LEAD TO DESCENT FROM
ASSIGNED ALTITUDE IN ZLA AIRSPACE.

ACN: 810482 @130f50)

Synopsis
FLIGHT CREW APPARENTLY MISSES CROSSING RESTRICTION ON SA3A ARRIVAL
TO RCTP. CONTROLLER INSTRUCTIONS ARE NOT CLEAR AND THE CREW
READBACK DOES NOT ELICIT A RESPONSE. REPORTER ALSO LAMENTS LAYOUT OF
COMMERCIAL CHARTS.

ACN: 803240 (14 0f50)

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



ACN: 800886 (15 of50)

Synopsis
ZBW RADAR ASSOC DESCRIBED OPERROR AT 11000 FT, CLAIMING VAGUE DEV
CLRNC CONTRIBUTED TO EVENT.

ACN: 796915 @6 ofs0)

Synopsis
DA40 INSTRUCTOR AND STUDENT LOSE CONTACT WITH APCH CTL DURING
PRACTICE IFR FLT.

ACN: 796639 @17 of50)

Synopsis
COM BREAKDOWN BETWEEN GND CTL AND BIZJET RESULTS IN RWY INCURSION
AT CLT.

ACN: 794851 (8 of50)

Synopsis
ZJX CTLR CHRONICLES INTRAFAC COORD FAILURE WHEN SUPVR DID NOT INFORM
ALL NECESSARY SECTORS OF WX BALLOON ACTIVITY.

ACN: 794682 (19 of50)

Synopsis
VNY CTLR DESCRIBED PLT DEV WHEN ACFT CLEARED FOR DEP ON RWY 16L
DEPARTED RWY 16R, FLYING OVER LNDG ACFT ON RWY 16R EXITING RWY.

ACN: 793228 (200f50)

Synopsis
SNA CTLR VOICED CONCERN REGARDING NEW DETAILED TAXI CLRNCS, LISTING
FREQ CONGESTION, CONFUSION, AND READBACK ERRORS AS CONSEQUENCE.

ACN: 791167 (21 0f50)

Synopsis
ZSU APCH CTLR QUESTIONED FAC'S INTERPRETATION OF REQUIRED SEPARATION
BETWEEN IFR AND SVFR ACFT WITHIN CLASS C AIRSPACE.

ACN: 790991 (22 0f50)

Synopsis



CTLR EXPERIENCED SEPARATION EVENT WHEN TRAINEE FAILED TO ENSURE
VISUAL SEPARATION, LISTING LACK OF TRAINING RESOURCES AS
CONTRIBUTORY.

ACN: 789920 (230f50)

Synopsis
B737 FLT CREW REPORT AUDIO QUALITY ISSUES WITH COMPANY SUPPLIED
HEADSET, CAUSING RWY MIX-UP AND GAR.

ACN: 787822 (24 of 50)

Synopsis
MD80 FLT CREW IS CLEARED FOR VISUAL RWY 36L AT MEM AND IS ISSUED GAR
WHEN UNABLE TO ACCEPT CHANGE TO RWY 36R.

ACN: 787648 (5 of 50)

Synopsis
TWR CTLR VOICED CONCERN REGARDING NEW FAA TAXIING PROCS THAT
ALLEGEDLY ADDS TO CTLR WORKLOAD AND USER CONFUSION.

ACN: 787590 (26 of 50)

Synopsis
CE550 FLT CREW INADVERTENTLY ENTERED INCORRECT FIX LEWKEY VERSUS
LUKEY INTO THE FMC. SIMILAR FIX WAS ENTERED AND WHEN TURNING TOWARD
THE FIX, ATC NOTIFIED THE FLT CREW OF THE DEV.

ACN: 787144 27 of50)

Synopsis
AIR CARRIER FLT CREW MISTAKENLY PROGRAMMED AND FLEW THE FILED ROUTE
RATHER THAN THE AMENDED CLRNC RECEIVED IN THE PDC.

ACN: 786053 (28 0f50)

Synopsis
ZOB CTLR EXPERIENCED OPERROR AT APPROX FL340 WHEN FAILING TO HEAR
WRONG ALT READBACK RESULTING IN TFC CLIMBING TO OCCUPIED ALT.

ACN: 784845 (29 of 50y

Synopsis
FLT CREW FAILS TO HEED REVISED SEGMENT OF PDC CLRNC TO FLY ST JOHNS
SID VICE MAXXO.



ACN: 776138 00f50)

Synopsis
GIV FLT CREW RPTS ALT DEV DEPARTING TEB AFTER CAPT COMPLIES WITH
CLRNC INTENDED FOR ANOTHER ACFT WITH SIMILAR SOUNDING CALL SIGN.

ACN: 775414 31 0f50)

Synopsis
CONFUSED BY THE EXISTENCE OF BOTH A FILED RTE THEY SHOULDN'T FLY AND
CLEARED RTE THEY SHOULD HAVE ON THEIR ACARS DELIVERED PDC, MLG FLT
CREW PICKS THE WRONG ONE AND HAS A TRACK DEV.

ACN: 766081 32 0f50)

Synopsis
B737 FLT CREW RECEIVES MULTIPLE CHANGES TO RWY ASSIGNMENT DURING
SEAVU 1 INTO LAX, WHICH THE FLT CREW COMPLY WITH.

ACN: 765547 330f50)

Synopsis
MISCOMMUNICATION AND UNFAMILIARITY WITH FDC NOTAMS FOR ATL RESULT
IN ALT DEV ON LA GRANGE STAR FOR ACR FLT CREW.

ACN: 760159 (34 0f50)

Synopsis
B717 FLT CREW LANDS 25L IN IMC AT LAX AFTER TWO RWY CHANGES WITH
CLEARANCE FOR ILS 25R.

ACN: 758814 (35 0f50)

Synopsis
PRC TWR CTLR FAILED TO COMMUNICATE WITH TFC ON BASE, RESULTING IN
DIRECTED TURN AWAY FROM THE TFC PATTERN, TIPH PROCS CITED AS
CONTRIBUTORY.

ACN: 758668 (36 of 50)

Synopsis
ZLA CTLR DESCRIBED NEAR LOSS OF SEPARATION WHEN FLT CREW RESPONDED
TO WRONG ALT CLRNC, CTLR FAILED TO HEAR INCORRECT READBACK.

ACN: 754433 37 0f50)



Synopsis
A CE560 FLT CREW ON THE TEB 5 WAS GIVEN AN EARLY HDG CHANGE TO 280
DEG AND WERE TOLD TO MAINTAIN 1500 FT. THE CREW EXPERIENCED AN
EXCURSION FROM ASSIGNED ALT AS THEY BEGAN A SLOW CLB WITHOUT CLRNC.

ACN: 753886 (380f50)

Synopsis
B737-400 FLT CREW CLIMBED THROUGH ASSIGNED ALT. PF FAILED TO SET 29.92
DURING CLIMBOUT.

ACN: 753385 39 0f50)

Synopsis
PHL CTLR EXPRESSED CONCERN REGARDING INCREASED LCL CTL TAXI
WORKLOAD WHEN LNDG 9R AND DEP 9L DURING CURRENT CONSTRUCTION.

ACN: 753124 (40 0f50)

Synopsis
ISP CTLR DESCRIBED WRONG RWY DEP, ALLEGING THAT TIPH RESTRICTIONS
WERE A CAUSAL FACTOR IN THIS PLTDEV.

ACN: 749180 (41 of 50)

Synopsis
CONFLICT DEVELOPS BETWEEN SKY DIVER JUMP PLANE AND IFR CITATION WHEN
AN UNEXPECTED DESCENT IS INITIATED BY JUMP ACFT.

ACN: 748855 42 of 50

Synopsis
ZTL CTLR DESCRIBED TCAS RA AT FL320, RESULTING IN CONFLICT WITH THIRD
ACFT, CTLR QUESTIONING TCAS RA INSTRUCTIONS.

ACN: 748441 43 o0f50)

Synopsis
GULFSTREAM 5 WAS ESTABLISHED SHORT FINAL WHEN AN ACFT CROSSED THE
RWY MIDFIELD. FLT CREW EXECUTED GO-AROUND.

ACN: 746053 44 of50)

Synopsis
C560XL FLT CREW RPTS MISUNDERSTANDING AND/OR CONFLICT WITH ANOTHER
ACFT DURING VISUAL APCH TO RWY 17 AT SLC.



ACN: 741162 @4sofs0)

Synopsis
DIFFERENCE OF OPINION ON WHICH RWY WAS ASSIGNED FOR AN ARR AT LAX.

ACN: 740862 @46 of50)

Synopsis
CE750 FLT CREW MAKES IMPROPER INITIAL CONTACT WITH N90 WITH THE CTLR
READING THE TEB 5 OVER THE RADIO, CAUSING THE RPTR TO MISS THE TURN TO
280 DEGS AT 1500 FT.

ACN: 740766 47 ofs50)

Synopsis
ZFW CTLR EXPRESSED CONCERN REGARDING SID NAMES/NUMBERS POSSIBLY
CAUSING CONFUSION BETWEEN THE NUMBER TWO AND ROUTING TO.

ACN: 740740 (48 of 50)

Synopsis
B767 FLT CREW RECEIVES CLRNC TO CLB FROM SBGR CTLR, USING
NONSTANDARD TERMINOLOGY THAT THE CREW DOESN'T UNDERSTAND.

ACN: 740437 (49 of50)

Synopsis
C208 PLT FLIES TEB SID ALTS VICE DALTON OFF RWY 19 AT TEB.

ACN: 740433 (50 0f50)

Synopsis
AIR CARRIER ARRIVING IN EGLL FINDS WORKLOAD INCREASED BY RWY
ASSIGNMENT CONFUSION.



Report Narratives



Time / Day

Date : 200903
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Single Value : 3000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Corporate

Make Model Name : P180

Operating Under FAR Part : Part 91
Navigation In Use.Other : FMS or FMC
Navigation In Use.Other.NDB

Flight Phase.Climbout : Takeoff

Route In Use.Departure.SID : TEB

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP
Qualification.Pilot : Commercial
Qualification.Pilot : Flight Engineer
Qualification.Pilot : Instrument
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 150
Experience.Flight Time.Total : 25500
Experience.Flight Time.Type : 1200
ASRS Report : 829038

Person : 2

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Altitude Deviation : Crossing Restriction Not Met
Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Published Procedure



Independent Detector.Other.ControllerA : 2
Resolutory Action.None Taken : Detected After The Fact
Consequence.FAA : Reviewed Incident With Flight Crew

Assessments

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

Narrative

Clearance was given for departure off Runway 24 TEB as stated by clearance
delivery. Cleared to MMU via TEB 5 departure vectors visual 23 at MMU. Maintain
3000 FT departure frequency 119.2. The terminology used was to maintain 3000 FT
not expect 3000 FT. Each frequency change included passing altitude and climbing
to 3000 FT in the phraseology. We were questioned on the last contact about our
passing altitude and final altitude as 'did | clear you to 3000 FT?'

Synopsis

P180 flight crew failed to comply with altitude restrictions on the TEB 5 SID from
TEB.



Time / Day

Date : 200903
Local Time Of Day : 0601 To 1200

Place

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

Environment

Flight Conditions : IMC
Weather Elements : Rain
Light : Night

Aircraft : 1

Controlling Facilities.Tower : MHT.Tower
Operator.Common Carrier : Air Carrier

Make Model Name : B737 Undifferentiated or Other Model
Operating Under FAR Part : Part 121

Flight Phase.Ground : Taxi

Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : Captain
Function.Oversight : PIC
Experience.Flight Time.Last 90 Days : 145
Experience.Flight Time.Type : 7000

ASRS Report : 826854

Person : 2

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
Function.Observation : Company Check Pilot
Experience.Flight Time.Last 90 Days : 204
Experience.Flight Time.Type : 16000

ASRS Report : 826856

Person : 3

Affiliation.Government : FAA
Function.Controller : Ground

Events

Anomaly.Incursion : Runway

Anomaly.Non Adherence : Clearance

Independent Detector.Other.ControllerA : 3
Resolutory Action.None Taken : Anomaly Accepted



Assessments

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

Situations

Airport.Markings : MHT.Airport
Airport.Signage : MHT.Airport

Narrative

MHT ATIS 150/08 VIS 2-RA 007BKN 0120VC ALT 30.16 Departure Runway 17.
Runway and taxiways clear, snow piled on all non-movement areas. Check Airman
in right seat. On taxi out at Manchester (MHT), Ground Control instructed us to taxi
to Runway 17 via Delta and Hotel hold short of Runway 17 on Delta. MHT Ground
Control revised clearance to 'turn left on Alpha and hold short of Runway 17 on
Bravo.' Pilot flying followed instructions exactly and turned right on Bravo and held
well short of Runway 17. Ground Control then issued clearance to 'cross Runway 17
at Bravo and left on Hotel hold short of Runway 24.' No conflict with other aircraft
at anytime. Ground Control indicated that we might have crossed the hold short
line for Runway 17 on Bravo. From my perspective | followed instructions correctly
and held short of Runway 17 on Bravo. | recommend better taxiway lighting, paint,
and markings. Also, a warning note on airport page. ATC phraseology can be
clearer for example 'taxi on Alpha and hold short of Bravo' if indeed there is not
enough room to make the turn onto Bravo. Supplemental info from ACN 826856:
Ground Control indicated we may have encroached on the hold short line for
Runway 17 on Bravo. We followed instructions exactly and held short of Runway 17
on Bravo. Snow was obscuring some taxiway lights and there was at least 12
inches on side of taxiway. Possibly better taxiway lighting for hold short (wig/wag).
ATC phraseology could be improved (i.e. hold short of Taxiway Bravo instead of
'hold short of Runway 17 on Bravo.' A note indicating where the hold short line is
for Bravo might be helpful.

Synopsis

An air carrier crew was told by MHT ATC that they may have crossed the Runway
17 hold short line on Taxiway E. The crew disputes ATC's claim. However, the
reporter believes that the runway hold short and taxiway marking could be clearer.



Time / Day
Date : 200902
Place

Locale Reference.Airport : DTW.Airport
State Reference : Ml
Altitude.MSL.Single Value : 2500

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : D21.TRACON
Operator.Common Carrier : Air Carrier

Make Model Name : Regional Jet 200 ER&LR
Operating Under FAR Part : Part 121
Navigation In Use.Other : FMS or FMC

Flight Phase.Climbout : Initial

Flight Phase.Climbout : Intermediate Altitude
Flight Phase.Climbout : Takeoff

Route In Use.Departure : On Vectors

Component : 1
Aircraft Component : AHRS/ND
Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
Qualification.Pilot : Commercial
Experience.Flight Time.Last 90 Days : 230
Experience.Flight Time.Total : 2250
Experience.Flight Time.Type : 1800

ASRS Report : 822930

Person : 2

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

Experience.Flight Time.Last 90 Days : 250
Experience.Flight Time.Total : 15000
Experience.Flight Time.Type : 5000

ASRS Report : 822790

Person : 3



Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Non Adherence : Clearance

Anomaly.Other Spatial Deviation

Independent Detector.Other.ControllerA : 3

Resolutory Action.None Taken : Detected After The Fact
Consequence.FAA : Reviewed Incident With Flight Crew

Assessments

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

Situations
Airport.Other Physical Facility
Narrative

Takeoff Runway 4R in DTW. At approximately 400 FT AGL commenced turn to ATC
assigned heading of 020 degrees. At approximately 2500 FT MSL DTW Departure
Control asked our heading and we responded in kind with 'heading 020." Nothing
else was said by ATC or ourselves about a heading. After cleared on course and
level at 10000 FT MSL ATC alerted us of a possible 'pilot deviation' and gave us a
phone number to call upon landing in ZZZ. The Captain called after arriving in ZZZ
and the on-duty Supervisor said they were processing the paperwork for a pilot
deviation. He said that the separation between the preceding aircraft and ourselves
was never less than 1000 FT vertically (no mention of horizontal separation), but
that our track was 10 degrees left of that of the preceding aircraft assigned the
same heading. It was noted by the crew while on the roll on Runway 4R we
received an 'EFIS COMP MON' caution message and a heading flag. As directed by
our SOP's concerning this specific 'nuisance message,' we continued our normal
duties during this high work-load phase of flight. As stated above, when ATC
queried our heading we replied with, and continued to fly a heading of 020 degrees,
as the flying pilot's side and the standby heading indicator both matched at 020
degrees. Within the one minute or so that we had lifted off the runway until ATC
asked our heading, and then cleared us on course, the heading flag and EFIS
miscompare message cleared itself. This situation concerning a question of aircraft
separation that was never in doubt could have been caused by a number of factors.
1) The magnetic anomaly near Runway 4R in DTW caused the heading indicator(s)
to read incorrectly, and although the crew flew the exact assigned heading, the
track was different than the plane ahead. 2) DTW Tower was operating with
extreme efficiency in clearing traffic for takeoff and a safe window between
departing aircraft was not emphasized. 3) Human Factors have lead (and for good
reason) the company to create an SOP that considers this message a nuisance
message while on the takeoff roll so that the crew can maintain a level of vigilance
necessary to deal with more important concerns. Because there was neither time
nor reason to correct the heading miscompare during the short time after beginning
the takeoff roll until reaching 2500 FT, the aircraft could actually be tracking
something other than desired. In an attempt to prevent this from happening again,
the following could be applied. 1) As was the case for the preceding aircraft, an
adequate time holding in position on Runway 4R could allow for the detection and



correction of a heading miscompare before the takeoff roll begins and the pilots are
workload saturated. 2) If ATC observes an undesirable track at any time, the
controller should not ask what heading is being flown, but rather assign a new and
more desirable heading in the interest of safety.

Synopsis

A CRJ 200 departed DTW Runway 4R. During the takeoff roll an 'EFIS COMP MON'*
message alerted. The crew continued the takeoff on the assigned heading and was
told by ATC that the flown track was 10 degrees in error.



Time / Day
Date : 200902

Place

Locale Reference.Navaid : SMO.VOR
State Reference : CA
Altitude.MSL.Bound Lower : 4500
Altitude.MSL.Bound Upper : 5000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : SCT.TRACON
Operator.General Aviation : Personal

Make Model Name : Citation Il S2/Bravo
Operating Under FAR Part : Part 91
Navigation In Use.Other : FMS or FMC
Flight Phase.Descent : Intermediate Altitude
Route In Use.Arrival : On Vectors

Route In Use.Arrival.STAR : SADDE

Aircraft : 2

Controlling Facilities.TRACON : SCT.TRACON

Operator.General Aviation : Personal

Make Model Name : Cessna Aircraft Undifferentiated or Other Model
Flight Phase.Descent : Intermediate Altitude

Person : 1

Affiliation.Government : FAA
Function.Controller : Approach
Qualification.Controller : Radar
Experience.Controller.Military : 3
Experience.Controller.Non Radar : 5
Experience.Controller.Radar : 24
ASRS Report : 821837

Person : 2

Affiliation.Other : Personal
Function.Flight Crew : Captain
Function.Oversight : PIC
Experience.Flight Time.Last 90 Days : 48
Experience.Flight Time.Total : 1571
Experience.Flight Time.Type : 290

ASRS Report : 822564



Events

Anomaly.Conflict : Airborne Less Severe
Anomaly.Non Adherence : Required Legal Separation
Independent Detector.Aircraft Equipment : TCAS
Independent Detector.Other.ControllerA : 1
Independent Detector.Other.Flight CrewA : 2
Resolutory Action.Controller : Issued New Clearance
Consequence.FAA : Investigated

Miss Distance.Vertical : 500

Assessments
Problem Areas : ATC Human Performance
Narrative

I was working Stadium Arrival sector into Los Angeles Airport. Citation came in on
the SADDE Arrival, and had been assigned descent to 7,000 FT. He was direct SMO,
then heading 070 degrees. | instructed, 'after Santa Monica, maintain 2,500 FT."' He
read back the altitude. There was an overflight being worked by another sector at
4,000 FT northwestbound over LAX. | looked up, and the Citation had descended
through 5,900 FT. | told him to stop his descent, then to maintain 5,000 FT. |
issued a traffic alert, and instructed him to climb back to 5,000 FT now since | saw
that he was continuing descent as | was speaking. | again issued traffic and asked
if he had it in sight. He did, and | told him to maintain visual. The other Controller
had also noticed the conflict, and obtained visual separation with his aircraft. Since
the clearance was a 4 word instruction after his call sign, | had no reason to believe
that if he had heard his call sign, heard the altitude, that he had not heard the 2
word instruction in the middle (after Santa Monica). | do not know if he is
unfamiliar with LAX, but the 7,000 FT altitude to SMO, then lower 'after’ SMO is
standard. The sector prior, ZUMA, issues maintain 7,000 FT when the aircraft
reaches SADDE Intersection. This is a standard rate descent from 10,000 FT, which
will remain above 8,000 FT in departure airspace, be at 9,000 FT by 1 1/2 mile
west of SMO, below 8,000 FT 1 1/2 mile east of SMO, and at 7,000 FT by the time
it enters Stadium Airspace. If the instruction was 'cross SMO at or above 7,000 FT,
maintain 2,500 FT,' then the aircraft would have descent Pilot's Discretion until
SMO, then standard descent, which could result in airspace deviation. If the aircraft
is given 'after SMO, descend and maintain 2,500 FT," then the aircraft is expected
to continue previous standard rate descent to 7,000 given by previous Controller,
then standard rate descent after SMO to 2,500 FT. This would separate from other
airspace, and be at 7,000 FT by Stadium Airspace, which would comply with the
SOP. | think that if the SADDE Arrival were to be extended to include SMO 278
degree radial to SMO, then 068 degree radial, with a crossing restriction between
80 and 70 at SMO, pilots may more clearly understand the restriction and altitude
violations would be less likely to occur. This arrival also should have a more clear
lost communication instruction to include if NORDO transmissions received by SMO
068 15 DME, fly heading 220 degrees to join Runway 24R LOC, maintain XXX
altitude, and proceed with the ILS. | also am unclear what descent rate this aircraft
was using, since he descended from about 10,000 FT to 4,400 FT between SADDE
Intersection and SMO. Normally, even if aircraft are low at SMO, they are not below
6,800 FT. The problem we would more often have is that the aircraft would be too
high at SMO. It was curious that he descended so very quickly. Supplemental
information from ACN 822564: We were on a short trip to LAX. Upon reaching
Ventura (VTU) VOR, ZLA had cleared us to descend to 5,000 FT MSL from 9,000 FT



MSL and direct to SMO VOR. We were also given a speed to maintain -- | believe it
was 210 KTS but it may have been higher. After that we got handed over to
another Controller (which I believe was Socal Approach Control but not 100% sure)
and he/she told us to descend to 2,500. Unfortunately, that is exactly what | heard
and so did my co-Pilot so, he repeated back the exact instruction 'descend to 2,500
FT, Citation X' as expected. However, descending from 5,000 FT, we got a Traffic
Alert and at the same time, ATC contacted us requesting us to get back to 5,000
FT. | saw my altitude at that point and it was just above 4,640 FT. | immediately
climbed back to 5,000 FT. At that point ATC told us that we were supposed to
maintain 5,000 FT until SMO VOR and then descend to 2,500 FT. However, we did
not hear the first part of that communications and only thing we heard thus
repeated back was, 'descend to 2,500 FT.' I really didn't know where the
miscommunications occurred but upon landing at LAX, we did contact the ATC
Supervisor and apologized for the situation. We told him that neither one of us
thought that such misunderstanding had occurred since we repeated the exact
clearance back to the Controller and the Controller did not correct us. He agreed
that Controller should have corrected us since this is a busy airspace.

Synopsis

SCT controller described separation event at 4500 FT with LAX arrival and
overflight aircraft, resulting from missed incorrect altitude assignment readback.



Time / Day

Date : 200901
Local Time Of Day : 1201 To 1800

Place

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

Environment

Flight Conditions : VMC
Light : Daylight

Person : 1

Affiliation.Government : FAA

Function.Controller : Ground

Function.Controller : Local

Qualification.Controller : Radar

Qualification.Pilot : Instrument
Experience.Controller.Limited Radar : 9
Experience.Controller.Radar : 2
Experience.Controller.Time Certified In Position1 : 11
ASRS Report : 821629

Events

Anomaly.Non Adherence : Published Procedure
Anomaly.Other Anomaly.Other

Independent Detector.Other.ControllerA : 1
Resolutory Action.None Taken : Anomaly Accepted

Assessments
Problem Areas : FAA

Situations
ATC Facility.Procedure Or Policy : ZZZ.Tower

Narrative

Regarding ATC issuing taxi routes to every aircraft to every runway, it creates more
confusion than it helps. | have had numerous air carriers, air taxies, trainers, and
GA aircraft get completely bewildered when | issue the taxi instructions with the
exact route versus taxi to runway without the route. We have a simple set-up at
this airport. It was apparently made complex by this new rule. It ties up the
frequency while you correct all the mistakes and takes your eyes off of more
important things. | think we should go back to what it was before, and only issue
an exact route when necessary/requested. At least, at this airport, we should do
that because of our problems now with it whereas before we didn't have any.



Synopsis

Controller voiced concern regarding new detailed taxi instruction requirements,
claiming new procedures causes more confusion than it resolves.



Time / Day

Date : 200812
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : RMG.Airport
State Reference : GA
Altitude.MSL.Bound Lower : 3000
Altitude.MSL.Bound Upper : 4000

Environment

Flight Conditions : IMC
Light : Daylight

Aircraft : 1

Controlling Facilities.ARTCC : ZTL.ARTCC
Operator.General Aviation : Personal
Make Model Name : Bonanza 36
Operating Under FAR Part : Part 91
Navigation In Use.ILS.Localizer Only : 1
Flight Phase.Descent : Approach

Person : 1

Affiliation.Other : Instructional
Function.Instruction : Instructor
Qualification.Pilot : ATP
Qualification.Pilot : CFI

Experience.Flight Time.Last 90 Days : 75
Experience.Flight Time.Total : 2300
Experience.Flight Time.Type : 30

ASRS Report : 817007

Person : 2

Affiliation.Government : FAA
Function.Controller : Radar

Events

Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Anomaly.Non Adherence : Clearance

Independent Detector.Other.ControllerA : 2

Resolutory Action.Controller : Issued Advisory

Resolutory Action.Controller : Issued New Clearance
Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments



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

Narrative

The flight, on an IFR flight plan, was a training flight with an experienced pilot in an
airplane he was inspecting for purchase. | was serving as the CFl and pilot in
command for the flight, though the other pilot was performing all flying and
communication duties. | was holding the checklists, charts and continuously
monitoring the instruments to track attitude and position to back up the pilot flying.
We requested the ILS 1 approach with a circuit of the holding pattern. We were
cleared direct KAREL intersection on the ILS Runway 1 approach at RMG. We were
instructed to maintain 3000 feet until established and report crossing KAREL
inbound. When approximately 1 mile from KAREL, we began a descent out of 4000
feet. ATC asked us to confirm 4000 feet and we said, 'Negative, we are 3700 feet
for 3000 feet as previously cleared.” ZTL responded, 'negative, maintain 4000 feet
until established and report KAREL inbound.' When ATC corrected themselves, we
immediately pitched up to return to 4000 feet. Then, shortly thereafter, were
cleared down to 3000 feet and established in the hold and proceeded to execute a
normal ILS approach to landing. We canceled IFR in the air once in VMC with the
runway in sight on short final. ATC made no comment about the miscommunication
and we do not suspect any deviation as a result of the miscommunication nor any
traffic conflict. All communications were clearly read back by the pilot flying with
aircraft N-Number. A contributing factor may have been the slow, southern accent
of the ZTL Controller.

Synopsis

Approach Controller advises Beechcraft 35 pilots they began descent for an
approach fix without clearance. Pilots believe the clearance was given and forgotten
by the Controller. Cite language barrier.



Time / Day

Date : 200812
Local Time Of Day : 0001 To 0600

Place

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

Environment

Flight Conditions : IMC
Light : Night

Aircraft : 1

Controlling Facilities. TRACON : ZZZ.TRACON
Operator.Common Carrier : Air Carrier
Make Model Name : MD-11

Operating Under FAR Part : Part 121

Flight Phase.Descent : Approach

Route In Use.Arrival : On Vectors

Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : Captain
Function.Oversight : PIC
Experience.Flight Time.Last 90 Days : 60
Experience.Flight Time.Total : 9000
Experience.Flight Time.Type : 60

ASRS Report : 816232

Person : 2

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
Experience.Flight Time.Last 90 Days : 150
Experience.Flight Time.Total : 8000
Experience.Flight Time.Type : 2000

ASRS Report : 816231

Person : 3

Affiliation.Government : FAA
Function.Controller : Approach

Events

Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Anomaly.Non Adherence : Clearance
Anomaly.Other Anomaly.Other



Independent Detector.Other.Flight CrewA : Low Fuell
Resolutory Action.Controller : Issued New Clearance
Resolutory Action.Flight Crew : Declared Emergency
Resolutory Action.Flight Crew : Executed Go Around

Resolutory Action.Flight Crew : Landed In Emergency Condition

Assessments

Problem Areas : ATC Human Performance
Problem Areas : Aircraft

Narrative

Redispatch flight plan. Arrived. Redispatch point with 27.0, required 26.1. We
arrived in pattern with enough fuel for approach and landing, approximately 23.0.
ATC vectored to parallel wide 360 degree heading to get into line with arrival
stream. ATC then vectored us to a tighter parallel outbound to approach course.
We slowed to 230 Knots on downwind. ATC then progressively slowed us with the
stream to 170 KTS on base turn. At base turn we had 17.7 fuel. We were told to
hold 170 KTS then we were transferred to Tower. Tower directed that we slow 20
KTS. We told ATC we were unable. | told ATC we could give them 162 KT approach
speed. Tower cleared us to land behind Airbus. Then upon our asking for reconfirm
of landing clearance, ATC reconfirmed. We continued our descent on GS. We were
about 2400 FT when ATC directed we go around and climb runway heading to 4000
FT. We checked in with Approach. Upon turn to downwind, we had approximately
13.0 at the missed level altitude. We determined we could continue to approach
and landing without declaring fuel if we were given expeditious handling. At that
point, | told ATC we needed expeditious handling. Then I called again and told
them our Vapp 162 and if we had to go around we were be Emergency Fuel. ATC
asked if we were declaring Minimum Fuel and | said 'Yes, we are declaring
Minimum Fuel." Moments later, ATC directed we slow to 170 KTS then descend to
3000 FT. I read back this clearance to ATC. We then began to configure to allow
lower airspeed. After achieving speed, we started descent. Descending past 3600
FT, asked why we were descending. | told them we had understood and read back
that we were to slow to 170 Knots THEN descend to 3000 FT. ATC said | may have
read that back, but they did not clear us for that. We did not discuss the
miscommunication. We immediately climbed back to 4000 FT. No interference to
other aircraft perceived 'from our cockpit' -- no vectors to other aircraft, etc. At this
point we realized we would expect to be below 9.0 emergency at landing
(approximately 12.0 at this point). We declared Emergency Fuel -- this occurred
almost simultaneously with airspeed and descent due insertion into ATC
communications. ATC continued our downwind track. We had numerous aircraft on
approach in front and to our left. We continued to follow ATC vectors. Considering
the need to turn to airport NOW on our own and advise ATC of our urgent state,
before we had to make the turn to airport, ATC turned us towards the approach
course. However, when we rolled out we were still about 25+ miles from the
runway. At this point the only thing we could do is delay configuration and reduce
fuel consumption. We configured flaps 28 degrees at 2000 FT (1500 FT AGL), and
gear at 1500 FT (1000 FT AGL). Then final flaps of 35 degrees at approximately
1100 FT (600 FT AGL). We landed with 5.5 fuel. Blocked in with 5.0 (tanks: left =
1100 LBS, center = 1900 LBS, right = 1500 LBS, auxiliary = 400 LBS, Tip = 100
LBS).

Synopsis



MD11 flight crew reports ATC directed go around that results in an altitude
deviation and a declaration of emergency fuel. Aircraft lands with 5500 LBS of fuel
on board.



Time / Day

Date : 200812
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : ORD.Airport
State Reference : IL
Altitude.MSL.Single Value : 12000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.ARTCC : ZAU.ARTCC
Operator.Common Carrier : Air Carrier

Make Model Name : Widebody Transport
Operating Under FAR Part : Part 121
Navigation In Use.Other : FMS or FMC

Flight Phase.Climbout : Intermediate Altitude
Route In Use.Departure.SID : ORD

Person : 1

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

Experience.Flight Time.Last 90 Days : 550
Experience.Flight Time.Total : 3500
Experience.Flight Time.Type : 250

ASRS Report : 815286

Person : 2

Affiliation.Company : Air Carrier
Function.Controller : Radar
Function.Flight Crew : First Officer
Qualification.Pilot : ATP

Qualification.Pilot : Commercial
Qualification.Pilot : Flight Engineer
Experience.Flight Time.Last 90 Days : 120
Experience.Flight Time.Total : 4000
Experience.Flight Time.Type : 400

ASRS Report : 815455

Person : 3

Affiliation.Government : FAA



Events

Anomaly.Non Adherence : Published Procedure
Anomaly.Other Anomaly : Speed Deviation
Independent Detector.Other.ControllerA : 3
Resolutory Action.Controller : Issued Advisory
Resolutory Action.Controller : Issued New Clearance

Assessments

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

Narrative

ON CLBOUT FROM ORD CENTER CTLR QUESTIONED US ABOUT OUR SPEED. WE
WERE DOING 310 KTS IN THE CLB FROM 10000 FT TO 14000 FT. HE INFORMED US
WE HAD NOT BEEN CLEARED TO ACCELERATE PAST 250 KTS. WE WERE
INSTRUCTED TO MAINTAIN 270 KTS. CTLR SAID THE SPEED RESTR WAS ON THE
SID (ORD3). THIS IS A RADAR VECTOR SID. THE CTLR STATED THAT A LOT OF FLT
CREW WERE MISSING THE RESTR. A FURTHER REVIEW OF THE SID SHOWED THE
RESTR AIRSPEEDS WERE FOR SOUTHERLY SID WAYPOINTS, THE ONE IN
QUESTION BEING CEMSKY. WE WERE CLEARED OVER AND WERE FLYING TO
CMSKY. THIS IS THE ONLY WAYPOINT IN THE RESTR BOX THAT IS SPELLED WITH
SIX LETTERS AND NOT THE STANDARD FIVE LETTER FORMAT. THIS DEV FROM
STANDARD PRACTICES LED DIRECTLY TO THE CONFUSION ON SPEED RESTRS.

Synopsis

WIDEBODY CAPT RPTS SPEED RESTR NOTE FOR DEPS TO THE S ON THE ORD3
SPELLS THE CMSKY FIX AS CEMSKY ON HIS COMMERCIAL CHARTS AND LEADS TO
EXCEEDING SPEED LIMIT.



Time / Day
Date : 200812

Place

Locale Reference.ATC Facility : ZAB.ARTCC
State Reference : NM

Person : 1

Affiliation.Government : FAA

Function.Controller : Radar

Qualification.Controller : Radar
Experience.Controller.Radar : 15
Experience.Controller.Time Certified In Positionl : 4.8
ASRS Report : 814831

Events

Anomaly.Other Anomaly.Other
Independent Detector.Other.ControllerA : 1
Resolutory Action.None Taken : Anomaly Accepted

Assessments

Problem Areas : FAA
Situations

ATC Facility.Procedure Or Policy : ZAB.ARTCC
Narrative

I am writing because of an unsafe procedure about to be implemented at ZAB. |
work in the Southwest Specialty. Sector 46, an extremely complex and procedurally
high workload demanding sector, is about to implement a descend via procedure on
the KOOLY 1 arrival (as of Dec/XA) into PHX. Descend via procedures in isolation
are a good procedure: there aren't any hearback/readback issues and the
phraseology is comparatively simple. The problem with this procedure on Sector 46
is the amount of workload the sector already incurs. The sector lies between PHX
and TUS and works both TUS and PHX arrivals and departures, overflights,
numerous VFRs including jump operations on the only airway in the sector AND on
the arrival, and multiple military MOAs. The sector incurs a lot of workload due to
the unproceduralized operations in the sector: TUS arrivals do not separate from
PHX departures without turns, TUS departures and PHX departures climb through
each other, PHX arrivals on the KOOLY and SUNSS arrivals do not coincide. There
are more (space limits explanations). In addition, unlike most descend via sectors,
46 actually blends 3 streams in PHX, the KOOLY arrival stream over ITEMM, the
arrivals from VYLLA, and the TUS departures into PHX. Additionally, there are
turboprops to contend with AND satellite arrivals that go into TRACON's airspace at
9,000 FT (PHX jets 15 11,000 FT, TPs at 10,000 FT, a 3-way stack). Because of the
massive amount of workload and operations on the sector, someone is going to



forget or miss a traffic situation and we are going to have an Operational Error as a
result. These issues (and other procedural issues involving the PHX LOA) have been
brought up to the airspace office, and the southwest Operational Manager to no
avail. It's too bad the FAA does not understand the ramifications of a poor safety
culture or they would suspend this operations until they can fully evaluate this
procedure. At no time was this problem negotiated with the union, not necessary all
the time, however, none of the 35 CPCs in the southwest area were consulted on
the viability of this procedure and then were summarily, albeit unofficially,
dismissed when stressing their displeasure. Unfortunately, the FAA believes that if
nothing untoward happens, the procedure is a success. They do not realize that the
absence of failure does not necessarily make a thing safe.

Synopsis

ZAB controller voiced concern regarding new arrival procedure that reportedly will
increase an already high workload for sector controllers.



Time / Day

Date : 200812
Local Time Of Day : 0001 To 0600

Place

Locale Reference.Navaid : POM.VORTAC
State Reference : CA
Altitude.MSL.Single Value : 7400

Environment

Flight Conditions : VMC
Light : Night

Aircraft : 1

Controlling Facilities.TRACON : SCT.TRACON
Operator.Common Carrier : Air Carrier

Make Model Name : MD-11

Operating Under FAR Part : Part 121
Navigation In Use.Other : FMS or FMC

Flight Phase.Climbout : Intermediate Altitude
Route In Use.Departure.SID : POM

Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
Experience.Flight Time.Last 90 Days : 150
Experience.Flight Time.Total : 8000
Experience.Flight Time.Type : 2000

ASRS Report : 814800

Person : 2

Affiliation.Government : FAA
Function.Controller : Departure

Events

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

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

Assessments

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



Narrative

DEPARTING ONT, RWY 8R, ON THE POM 7 DEP, ACFT WAS VERY LIGHT AND WAS
ENJOYING GOOD CLB PERFORMANCE. WE HAD BRIEFED THAT WE WOULD
REQUEST UNRESTR CLB TO 14000 FT ON INITIAL CONTACT WITH SOCAL APCH
(THIS WAS OUR DEP CLRNC ALT). WE HAD ALSO BRIEFED THAT WE WOULD LEAVE
7000 FT IN THE ALT WINDOW (POM RESTR) UNTIL CLRED FOR UNRESTR CLB TO
14000 FT. (INSTEAD OF ALLOWING THE FMS TO LEVEL OFF AT 7000 FT AT POM
WHICH WAS ALSO HARD TUNED INTO THE ALT RESTRAINT FOR POM IN THE FMS.)
IMMEDIATELY AFTER DEP FROM RWY 8R WHILE IN OUR R TURN CLBING OUT OF
APPROX 2500 FT WE WERE SWITCHED TO SOCAL. SOCAL TOLD US TO CONTINUE
R TURN DIRECT TO POM AND CLB AND MAINTAIN 14000 FT. CAPT CONFIRMED
THIS ON THE RADIO, TURNED HDG BUG TO POM, SET UP FMS FOR DIRECT POM
AND TURNED ALT WINDOW TO 14000 FT. DURING HIS READBACK HE AND | BOTH
HEARD HIM REQUEST UNRESTR CLB TO 14000 FT. WE BOTH THOUGHT WE HEARD
THIS CONFIRMED BY ATC. ACFT STARTED TO LEVEL AT 7000 FT APPROX 10 MI
FROM POM. I POINTED AT THE ALT WINDOW AND STATED TO THE CAPT THAT WE
WERE NOW CLRED UNRESTR TO 14000 FT, PLEASE REMOVE XING RESTR
POM/7000 FT FROM FMS. (WE WERE IN PROF AND AC WAS LEVELING.) HE
CONFIRMED THIS TO ME, CLRED POM/7000 FT AND WE SLOWLY STARTED TO CLB.
AT ABOUT 7400 FT SOCAL CALLED AND SAID WE ARE RESTR TO 7000 FT AT POM.
HE TOLD US TO MAINTAIN 8000 FT. | STOPPED CLB AT 8000 FT. CAPT ASKED HIM
TO CONFIRM WE HAD BEEN GIVEN UNRESTR CLB TO 14000 FT. HE SAID HE HAD
NOT.

Synopsis

AIR CARRIER FIRST OFFICER REPORTS EXCEEDING 7000 FOOT RESTRICTION ON
POM7 DEPARTING ONT CITING MISCOMMUNICATION WITH ATC.



Time / Day

Date : 200812
Local Time Of Day : 1201 To 1800

Place

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

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON

Operator.General Aviation : Personal

Make Model Name : Cessna Citation Undifferentiated or Other Model
Operating Under FAR Part : Part 91

Navigation In Use.Other : FMS or FMC

Flight Phase.Climbout : Initial

Route In Use.Departure.SID : TEB

Component : 1

Aircraft Component : Autopilot
Component : 2

Aircraft Component : Altimeter
Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Single Pilot
Qualification.Pilot : CFI

Qualification.Pilot : Commercial
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 50
Experience.Flight Time.Total : 14000
Experience.Flight Time.Type : 2100
ASRS Report : 814480

Person : 2

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.Altitude Deviation : Crossing Restriction Not Met



Anomaly.Altitude Deviation : Overshoot
Anomaly.Incursion : Taxiway

Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Published Procedure
Anomaly.Other Spatial Deviation

Independent Detector.Other.ControllerA : 2
Independent Detector.Other.Flight CrewA : 1
Resolutory Action.Controller : Issued Advisory
Resolutory Action.Controller : Issued New Clearance
Resolutory Action.Controller : Provided Flight Assist
Resolutory Action.Flight Crew : Overcame Equipment Problem
Consequence.FAA : Reviewed Incident With Flight Crew

Assessments

Problem Areas : Aircraft

Problem Areas : Airport

Problem Areas : Chart Or Publication

Problem Areas : Environmental Factor

Problem Areas : Flight Crew Human Performance

Narrative

| HAD ARRIVED AT TEB THE PREVIOUS EVENING AND WAS TO DEPART AROUND
XAOO LOCAL TIME. | WAS OPERATING THE CITATION JET AS A SINGLE PLT FOR
THE PRIVATE OWNER. AS | HAD NOT BEEN TO TEB IN MANY YEARS, I CALLED FOR
AND RECEIVED MY CLRNC PRIOR TO THE ARR OF MY PAX AND CAREFULLY
REVIEWED THE ASSIGNED SID. IN FACT, AS AN EXERCISE AND SAFEGUARD, |
WROTE OUT THE DEP PROC ON MY FLT LOG, WHICH WOULD BE AVAILABLE TO ME
IN ADDITION TO THE CHART. THE RWY 24 PROC REQUIRED AN INITIAL CLB TO
1500 FT MSL ON THE RWY HDG, THEN A TURN TO 280 DEGS AND CLB TO AND
MAINTAIN 2000 FT AFTER CROSSING 4.5 DME FROM TEB. AT THIS SAME TIME, I
COPIED THE ATIS AND ALSO SET THE STANDBY ALTIMETER TO THE CURRENT
SETTING. THE PRESSURE HAD RISEN SIGNIFICANTLY DURING THE NIGHT. I DID
NOT SET THE PLT'S AND CO-PLT'S ALTIMETERS AT THIS TIME AS THEY ARE
INTEGRAL TO THE EFIS/PFDS AND REQUIRE THE SHIP'S POWER AND AVIONICS
MASTER BE ON. THE FBO RAMP WAS EXTREMELY CONGESTED AND MY PLANE WAS
PARKED CLOSE TO THE FBO ENTRANCE, WHICH WAS IN THE BLAST ZONE OF MY
EXHAUST. AFTER BOARDING MY PAX AND STARTING ENGINES, | MOVED AWAY
FROM THE ENTRANCE AS SOON AS POSSIBLE. THERE WAS NO ROOM ON THE
RAMP TO LOITER, SO | REQUESTED TAXI CLRNC TO RWY 24 BEFORE COMPLETING
MY 'BEFORE TAXI' CHECKS. THIS WAS MY BIG MISTAKE, BUT THAT DIDN'T
BECOME APPARENT UNTIL LATER. I WAS INSTRUCTED TO CROSS THE APCH END
OF RWY 19 AND PROCEED TO RWY 24. AS | APCHED THE END OF RWY 19, IT
APPEARED THAT THE TXWY WAS CLOSED ON THE OTHER SIDE. THERE WERE A
LARGE NUMBER OF ORANGE TFC CONES BLOCKING VARIOUS AREAS AND MEN
AND EQUIPMENT WERE WORKING IN THE AREA. THIS CONFUSED ME AND I
INITIATED A PREMATURE TURN AT TXWY L, WHICH WAS JUST SHORT OF THE
APCH END OF RWY 19. | IMMEDIATELY REALIZED MY MISTAKE, THOUGH STILL
CONFUSED ABOUT THE TFC CONES, AND TURNED BACK TOWARD THE APCH END
OF RWY 19. AT THE SAME TIME, TEB GND ISSUED A REPRIMAND TO ME. |
RESPONDED THAT | HAD CAUGHT MY ERROR, BUT THAT THE CONES WERE
CONFUSING FROM GND LEVEL IN THAT AREA. (JUST AFTER PASSING TXWY L, IT
BECAME APPARENT, DUE TO THE CHANGING ANGLE OF VIEW, THAT THERE



ACTUALLY WAS A NARROW LANE OPEN BETWEEN THE CONES THAT PERMITTED
NORMAL TAXI.) UNFORTUNATELY, THIS CONFUSION ON THE TAXI RTE HAPPENED
AT THE SAME TIME THAT | WAS PERFORMING THE INSTRUMENT CROSS CHECK ON
THE PRE-TAXI CHECK. WHEN I RESUMED THE CHECKLIST, | DIDN'T REALIZE THAT
I HAD MANAGED TO SKIP THE ALTIMETER CROSS CHECK. | HAD NEVER RESET
THE PLT'S AND CO-PLT'S ALTIMETERS, BUT | DIDN'T CATCH THIS ERROR UNTIL
AIRBORNE. UPON TKOF, | CONCENTRATED ON BOTH THE NOISE ABATEMENT
PROC (HAVING BEEN MET BY AN ARPT OFFICIAL UPON ARR THE EVENING BEFORE,
WHO WAS VERY INSISTENT UPON THE CONSEQUENCES OF FAILING TO MEET THE
NOISE STANDARD) AND THE VERTICAL/LATERAL SID REQUIREMENTS. | WAS
SURPRISED WHEN TEB TOWER, BEFORE HANDING ME OFF, ASKED ME IF I
FREQUENTED TEB AND ADVISED THAT THERE WAS AN 'ADDITIONAL ALTITUDE
RESTRICTION' (THAT | HAD MISSED) TO 'KEEP YOU CLEAR OF EWR TRAFFIC
OVERHEAD.' THIS ALARMED ME, BECAUSE | THOUGHT | HAD COMPLETELY
MISREAD THE SID. | REALIZED ONLY LATER THAT | HAD FLOWN TOO HIGH
(ABOVE 1500 FT) DUE TO A MISSSET ALTIMETER. FRANKLY, THE CALL BY TOWER
RATTLED ME A LITTLE AND AS | SWITCHED TO NY DEP, | COULDN'T UNDERSTAND
HOW | MISSED A STEP ON THE SID. IT WASN'T UNTIL ATC QUESTIONED ME A
COUPLE OF MINUTES LATER ABOUT WHETHER | WAS LEVEL AT 6000 FT THAT I
REALIZED MY ALTIMETER ERROR. MEANWHILE, MY AUTOPLT HAD DISENGAGED
AND WOULDN'T REENGAGE (L/R ATTITUDE MISCOMPARE DUE TO AN AHRS
PRECESSION ISSUE -- | TOOK IT TO MAINT THE NEXT DAY). THEN | WAS GIVEN A
VECTOR TO INTERCEPT THE COL '350 DEG RADIAL INBOUND AND RESUME THE
SID." | WASN'T EXPECTING THE VECTOR AND RADIAL AND WHEN | PROGRAMMED
THE FMS | INCORRECTLY ENTERED THE RECIPROCAL OF 350 AS 190 INSTEAD OF
170. 1 SOON REALIZED THAT THE COMMANDED TURN TO INTERCEPT WAS
WRONG, BUT AS | TRIED TO SORT IT OUT, DEP ISSUED ME A VECTOR. (I HAD
JUST SWITCHED FROM VOR MODE TO FMS MODE ON THE PFD. | COULD HAVE
SWITCHED BACK TO VOR AND DIALED IN THE RADIAL, BUT SINCE THE FMS
ALREADY HAD THE REST OF THE SID AFTER COL PROGRAMMED, IT SEEMED
LOGICAL TO USE IT. UNFORTUNATELY, BY THIS TIME, ALONE AND WITH NO
AUTOPLT, | WAS STARTING TO GET LOADED UP. | WASN'T HAVING ANY TROUBLE
HAND-FLYING HDG AND ALTITUDE, BUT | WAS HAVING DIFFICULTY QUICKLY
TROUBLESHOOTING AND RE-PROGRAMMING THE EFIS/FMS IN NY'S BUSY
AIRSPACE.) THIS WHOLE COMEDY OF ERRORS COULD HAVE BEEN AVOIDED HAD I
FOUND A PLACE TO 'PARK IT" AND COMPLETE THE 'BEFORE TAXI' CHECKLIST
BEFORE TAXIING! AS A SINGLE PLT, I RELY GREATLY ON MY CHECKLIST AND
'FLOW," AS | HAVE NO SIC FOR A BACKSTOP. UNFORTUNATELY, DUE TO THE
UNUSUAL CIRCUMSTANCES OF THE CROWDED RAMP, I SET MYSELF UP FOR
FAILURE BY RUSHING AND INAPPROPRIATE MULTI-TASKING. AS A RESULT THE
PERFECTLY FORESEEABLE DISTRACTION DURING TAXI CAUSED A CRITICAL
MISTAKE TO GO UNCORRECTED. THE AUTOPLT PROBLEM AND POSSIBLY THE
ERRONEOUS RADIAL TO COL WOULD HAVE OCCURRED ANYWAY, BUT THERE
WOULD HAVE BEEN NO STRESS INDUCING ALTITUDE BUSTS (AND
ACCOMPANYING REMARKS FROM ATC), SO PRESUMABLY THOSE ISSUES WOULD
HAVE BEEN HANDLED MORE EFFICIENTLY. AS IT HAPPENED, MY CAREFUL
ATTENTION TO THE REQUIREMENTS OF THE SID CAME TO NAUGHT, BECAUSE OF
THIS BASIC ERROR. | VOW TO REDOUBLE MY EFFORTS AT CHECKLIST DISCIPLINE
IN ORDER TO AVOID EVER HAVING ANOTHER SUCH INCIDENT.

Synopsis

SINGLE PLT OF CESSNA CITATION EXPERIENCES NUMEROUS ATC AND SID
COMPLIANCE ANOMALIES ON DEP FROM TEB.



Time / Day

Date : 200811
Local Time Of Day : 0601 To 1200

Place

Locale Reference.ATC Facility : ZLA.ARTCC
State Reference : CA
Altitude.MSL.Single Value : 27000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.ARTCC : ZLA.ARTCC
Operator.Other : Military

Make Model Name : Fighter

Operating Under FAR Part : Part 91
Flight Phase.Cruise : Level

Person : 1

Affiliation.Government : Military
Function.Flight Crew : First Officer
Qualification.Pilot : Instrument
Qualification.Pilot : Military
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 60
Experience.Flight Time.Total : 2400
Experience.Flight Time.Type : 900

ASRS Report : 813049

Person : 2

Affiliation.Government : FAA
Function.Controller : Radar

Events

Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Anomaly.Non Adherence : Clearance

Independent Detector.Other.ControllerA : 2

Resolutory Action.Controller : Issued New Clearance
Resolutory Action.None Taken : Detected After The Fact

Assessments
Problem Areas : Flight Crew Human Performance

Narrative



FLT OF 2, WAS RETURNING AFTER COMPLETING TRAINING. THE LEAD PLT WAS
COMMUNICATING ON THE AUX RADIO WITH THE STUDENT WINGMAN AND THE
LEAD WX SYSTEMS OFFICER WAS FAMILIARIZING HIMSELF WITH THE 'ATFLIR" ON
BOARD THE ACFT. THE LEAD WX SYSTEMS OFFICER RPTED TO THE PLT 'BINGO
DOWN TO FOUR O." INDICATING THAT HE WAS MOVING THE LOW FUEL
INDICATOR FROM 5000 LBS DOWN TO 4000 LBS. THE PLT THOUGHT THE WX
SYSTEMS OFFICER SAID 'CLRED DOWN 240," AND ASSUMED THAT HE HAD
MISSED CTR'S CALL WHILE TALKING ON THE AUX RADIO AND THAT CTR HAD
DIRECTED THE ACFT TO DSND FROM FL270 TO FL240. THE WX SYSTEMS OFFICER
IN THE LEAD ACFT CONTINUED TO OPERATE THE 'ATFLIR" AND DID NOT NOTICE
THE ACFT WAS IN A DSCNT, THE STUDENT IN THE WING ACFT ASSUMED HE HAD
ALSO MISSED CTR'S CALL. THE NEXT CALL RECEIVED WAS FROM ZLA DIRECTING
FLT TO LEVELOFF AT FL250. AT THAT POINT THE ACFT HAD BEEN IN A DSCNT FOR
APPROX 60 SECONDS AND WAS PASSING THROUGH FL251. ZLA ASKED IF WE HAD
HEARD A CLRNC TO DSND AND LEAD WX SYSTEMS OFFICER RESPONDED
'NEGATIVE." AT THIS POINT THE CREW IDENTED THE MISCOM AND RPTED TO CTR
THAT THE PLT HAD THOUGHT THE FLT HAD BEEN CLRED FOR THE DSCNT. TOO
MANY ASSUMPTIONS CONTRARY TO BASIC FLT DISCIPLINE AND THE 'SWISS
CHEESE' MODEL LED TO THIS ERROR. NUMEROUS THOUSAND FT CLBS ON THE
WAY TO THE AREA CAUSED THE PLT TO ASSUME THE ACFT WOULD BE STEPPED
DOWN IN A SIMILAR MANNER ON THE RETURN. THE WX SYSTEMS OFFICER
ASSUMING HE DID NOT NEED TO MONITOR ACFT FLT PARAMETERS CAUSED HIM
TO MISS THE FACT THE ACFT WAS DSNDING. THE LEAD AND STUDENT PLT
ASSUMING THEY HAD MISSED A CALL ON THE PRIMARY RADIO CAUSED NEITHER
TO QUESTION THE DSCNT. FINALLY, THE LEAD PLT'S FAILURE TO 'ROGER UP' THE
WX SYSTEMS OFFICER STATEMENT CAUSED THE WX SYSTEMS OFFICER TO
ASSUME THE PLT HEARD HIM ACCURATELY.

Synopsis

PILOT LEAD OF FLIGHT OF TWO MILITARY FIGHTERS REPORTS
MISCOMMUNICATION AND ASSUMPTIONS THAT LEAD TO DESCENT FROM
ASSIGNED ALTITUDE IN ZLA AIRSPACE.



Time / Day

Date : 200810
Local Time Of Day : 1801 To 2400

Place

Locale Reference.ATC Facility : RCTP.ARTCC
State Reference : FO
Altitude.MSL.Single Value : 22000

Environment

Flight Conditions : VMC
Light : Night

Aircraft : 1

Controlling Facilities.ARTCC : RCTP.ARTCC
Operator.Common Carrier : Air Carrier
Make Model Name : Commercial Fixed Wing
Operating Under FAR Part : Part 121

Flight Phase.Descent : Intermediate Altitude
Route In Use.Arrival : On Vectors

Route In Use.Arrival.Other

Route In Use.Arrival.STAR : SA3A

Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP
Qualification.Pilot : CFI
Qualification.Pilot : Flight Engineer
Qualification.Pilot : Instrument
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 75
Experience.Flight Time.Total : 14000
Experience.Flight Time.Type : 2200
ASRS Report : 810482

Person : 2

Affiliation.Government : Foreign
Function.Controller : Radar

Events

Anomaly.Altitude Deviation : Crossing Restriction Not Met
Anomaly.Non Adherence : Clearance

Independent Detector.Other.ControllerA : 2

Resolutory Action.Controller : Issued New Clearance



Assessments

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

Narrative

SA3A ARR ASSIGNED WHICH HAS EXPECTED ALT RESTRS APCHING TNN VOR ON
A577 AT MENON FIX, FL290. WELL PRIOR TO REACHING THOSE EXPECTED RESTR
POINTS, CLRNC DIRECT TO TNN WAS RECEIVED WHICH MEANT THAT WE WOULD
NOT BE GOING OVER MENON. AFTER THE DIRECT CLRNC WAS RECEIVED, THE
CREW HEARD 'DSND AND MAINTAIN FL290 '"WHEN REQUIRED." CREW READ BACK
'DSND FL290 PLT'S DISCRETION." NOTHING WAS CHALLENGED BY ATC. IT WAS
ONLY AFTER THE FACT, IN POST-ANALYSIS, THAT WE DETERMINED THAT THOSE
WORDS MUST HAVE BEEN MEANT BY THE CTLR, TO BE A DSCNT RESTRS SOME
DISTANCE SHORT OF THE TNN VOR. THAT WAS NOT APPARENT TO US AT THE
TIME. AS WE APCHED TNN VOR, THE FEMALE CTLR STATED THAT WE HAD
'MISSED OUR DSCNT," AND TO DSND TO FL200 AT TNN. THAT RESTR WAS
UNDERSTOOD AND COMPLIED WITH. THIS CREW HAS BEEN TO TAIPEI MANY
TIMES AND IT IS WELL KNOWN THAT THE FEMALE CHINESE CTLRS ARE
EXTREMELY DIFFICULT TO UNDERSTAND. IF THEY ARE ASKED TO REPEAT
SOMETHING, THEY GENERALLY SPEAK FASTER THAN THE FIRST TIME, AND THEY
DO NOT ALWAYS LISTEN TO READBACKS VERY WELL. ADDITIONALLY,
VARIATIONS FROM PUBLISHED PROCS ARE SIGNIFICANTLY PROBLEMATIC IN
TAIWAN. THEIR STRUCTURE IS COMPLEX WITH MANY DIFFERENT VARIATIONS,
AND PRONUNCIATION OF CHINESE WORDS IS VERY UNNATURAL, AND TO
FURTHER AGGRAVATE THE SITUATION, THE NEW COMPANY CHARTS DO NOT LIST
THE ARR FMS CODINGS ON THE HEADERS OF THE PAPER CHARTS THEMSELVES,
WHICH REQUIRES CREWS TO 'STUDY" ALL ARRS IN ORDER TO BE ABLE TO IDENT
WHICH ONE APPLIES. FOR EXAMPLE, THE SIGANG ARR HAS 4 VARIANTS CALLED
'SA1B, SA1C, SA3A, SA3B,' AND THAT IS 4 OF 19 ARRS. COMPANY NEEDS TO PUT
THOSE FMS CODINGS ON THE HEADER OF CHARTS. IN ADDITION, COMPANY
'SOMETIMES' USES BALL NOTES TO REMOVE THE ARR RESTRS WHICH ARE EASY
TO MISS IN THE APCH ENVIRONMENT. THAT IS OK IN THE ENRTE ENVIRONMENT
BUT PROBLEMATIC ON TERMINAL AREA PROCS. THE CAUSE OF THIS OCCURRENCE
WAS THE CREW NOT HEARING WHAT THE CTLR TOLD US, AND THE CTLR FAILING
TO HEAR THE CREW'S RESPONSE. IN ADDITION, THE USE OF NON-ICAO
STANDARD PHRASEOLOGY BY THE CTLR DID NOT CUE THE CREW TO A
DISCREPANCY.

Synopsis

FLIGHT CREW APPARENTLY MISSES CROSSING RESTRICTION ON SA3A ARRIVAL
TO RCTP. CONTROLLER INSTRUCTIONS ARE NOT CLEAR AND THE CREW
READBACK DOES NOT ELICIT A RESPONSE. REPORTER ALSO LAMENTS LAYOUT OF
COMMERCIAL CHARTS.



Time / Day

Date : 200808
Local Time Of Day : 0601 To 1200

Place

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

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : SCT.TRACON
Operator.General Aviation : Personal

Make Model Name : Bonanza 35

Operating Under FAR Part : Part 91

Flight Phase.Climbout : Initial

Person : 1

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

ASRS Report : 803240

Person : 2

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Non Adherence : Clearance
Anomaly.Other Spatial Deviation

Anomaly.Other Spatial Deviation

Independent Detector.Other.ControllerA : 2
Resolutory Action.Controller : Issued New Clearance

Assessments
Problem Areas : Flight Crew Human Performance
Narrative

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



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

Synopsis

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



Time / Day

Date : 200808
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : PVD.Airport
State Reference : RI
Altitude.MSL.Single Value : 11000

Environment

Weather Elements : Thunderstorm
Light : Daylight

Aircraft : 1

Controlling Facilities.ARTCC : ZBW.ARTCC
Operator.Common Carrier : Air Carrier
Make Model Name : Commercial Fixed Wing
Operating Under FAR Part : Part 121

Flight Phase.Descent : Approach

Aircraft : 2

Controlling Facilities.ARTCC : ZBW.ARTCC

Operator.General Aviation : Personal

Make Model Name : Any Unknown or Unlisted Aircraft Manufacturer
Operating Under FAR Part : Part 91

Flight Phase.Climbout : Intermediate Altitude

Person : 1

Affiliation.Government : FAA

Function.Controller : Radar

Qualification.Controller : Developmental
Experience.Controller.Time Certified In Positionl : 6
ASRS Report : 800886

Events

Anomaly.Conflict : Airborne Less Severe
Anomaly.Non Adherence : Required Legal Separation
Independent Detector.ATC Equipment : Conflict Alert
Independent Detector.Other.ControllerA : 1
Resolutory Action.Flight Crew : Took Evasive Action
Miss Distance.Horizontal : 25860

Miss Distance.Vertical : 600

Assessments

Problem Areas : ATC Human Performance



Narrative

SOUTHWESTERN BOS ARRS DEVIATED S OF PVD VOR FOR WX. CAPE APCH HAD A
3 MIN DEP RESTR PLACED ON THEM 10-15 MINS PRIOR TO EVENT DUE TO TFC.
THEY LAUNCHED SEVERAL ACFT AT SIMILAR TIMES, 2 OF WHICH WERE GOING TO
PVD VOR CLBING TO 100 AND REQUESTING 160. 140 WAS PLACED IN DATA
BLOCK BY RADAR CTLR ON 2ND ACFT. CAPE APCH CALLED AND SAID 2ND ACFT
WAS DEVIATING TO S THEY WERE LOOKING FOR HIGHER. | APPROVED DEV TO S
(TO KEEP OUT OF WAY OF BOS ARRS AT 110) AND CLB TO 140, AS PRE-PLANNED.
2-3 MINS LATER, 2ND ACFT HAS CLBED OUT OF 110 ON SAME HDG AS INITIAL
(TOWARD PVD), THEN SLIGHTLY AND SLOWLY MAKES A WIDE TURN TO SW
(ROUGHLY A 270 DEG HDG). | CALLED CAPE APCH TO GET COMS ON 2ND ACFT
AND HE HAD BEEN SWITCHED TO US ALREADY. ACFT CHKED ON, RADAR CTLR
TRIED TO RECTIFY SITUATION, BUT CONFLICT ALERT WENT OFF AT THAT
MOMENT. THERE WAS AN ACR AT 110 DEVIATING S OF PVD FOR WX ABOUT TO
MAKE AN APCH INTO BOS. BOTH ACFT WERE 4.31 Ml (2ND ACFT WAS IN A RADAR
RANGE GAP WHEN CONFLICT ALERT WENT OFF, BTWN QEA RADAR AND RADAR
OVER PVD) AND 600 FT VERT. 1) INSTEAD OF USING DEVS USING N, W, S, AND E
-- TOO VAGUE. USE MORE PRECISE PHRASEOLOGY, SUCH AS HDGS, ETC. DEVS
TO THE S DEPENDING ON HOW A SECTOR IS CONFIGURED CAN BE ANYWHERE
FROM 180 DEGS TO 245 DEGS ETC. (INITIATED FOR TRAINING ON RADAR
ASSOCIATE SIDES.) 2) RADAR RANGE SITES -- THAT SECTOR HAS 1 RADAR
RANGE SITE (3 Ml RANGE) LOCATED WITHIN IT, AND ANOTHER THAT OVERLAPS
IT WITH 3 DIFFERENT DEP SCENARIOS AND 3 DIFFERENT APCH/TRACONS ALL
TYPICALLY HDG FOR EACH OTHER -- IT'S AN ACCIDENT WAITING TO HAPPEN.

Synopsis

ZBW RADAR ASSOC DESCRIBED OPERROR AT 11000 FT, CLAIMING VAGUE DEV
CLRNC CONTRIBUTED TO EVENT.



Time / Day

Date : 200807
Local Time Of Day : 1801 To 2400

Place

Locale Reference.Airport : BFI.Airport
State Reference : WA
Altitude.MSL.Single Value : 3000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities. TRACON : S46.TRACON
Operator.General Aviation : Personal

Make Model Name : DA40 Diamond Star
Operating Under FAR Part : Part 91

Flight Phase.Descent : Approach

Person : 1

Affiliation.Other : Instructional
Function.Instruction : Instructor
Qualification.Pilot : CFI
Qualification.Pilot : Commercial
Qualification.Pilot : Instrument
Qualification.Pilot : Multi Engine
Qualification.Pilot : Private
Experience.Flight Time.Last 90 Days : 120
Experience.Flight Time.Total : 577
Experience.Flight Time.Type : 100
ASRS Report : 796915

Person : 2

Affiliation.Government : FAA
Function.Controller : Approach
Function.Controller : Radar
Qualification.Controller : Radar

Events

Anomaly.Aircraft Equipment Problem : Critical
Anomaly.Other Anomaly.Other

Independent Detector.Other.ControllerA : 2

Resolutory Action.Aircraft : Equipment Problem Dissipated

Assessments



Problem Areas : ATC Human Performance
Problem Areas : Aircraft

Problem Areas : Environmental Factor

Problem Areas : Flight Crew Human Performance

Narrative

DURING AN INST TRAINING FLT, MY STUDENT AND | WERE ON VECTORS FOR THE
ILS APCH INTO BFI RWY 31L. WE WERE LISTENING TO THE RADIO DURING THE
VECTORS AS INSTRUCTED AND THE FLT WAS PROGRESSING AS EXPECTED. THE
VECTORS STARTED BECOMING UNUSUAL AND WE STARTED TO WONDER WHY WE
WERE GETTING VECTORED SO FAR AWAY FROM THE ARPT ONTO THE LOC. BEING
THAT THE SVC VOLUME FOR A LOC IS ONLY 10 DEGS AT 18 NM AWAY WE
WONDERED WHY WE WERE AT A 90 DEG INTERCEPT TO THE LOC ABOUT 22 NM
AWAY. ABOUT THE TIME WE WERE GOING TO CALL ATC (SEATTLE APCH) AND ASK
WHAT WAS GOING ON, THEY CALLED US. WE HEARD OUR CALL SIGN AND IF WE
WERE STILL ON FREQ. WE RESPONDED THAT WE WERE, AND THEY RESPONDED
THAT THEY HAD BEEN TRYING TO GET A HOLD OF US FOR QUITE SOME TIME AND
THAT WE ALMOST ENTERED A MIL HOT ZONE. NEITHER MY STUDENT NOR | EVER
HEARD OUR CALL SIGN OTHER THAN THE REQUEST IF WE WERE ON THE FREQ. AT
THAT POINT THEY SUGGESTED WE MONITOR GUARD FREQ IN THE FUTURE AND
ULTIMATELY HANDED US OFF TO ANOTHER SEATTLE APCH FREQ. IT SEEMED THAT
WE MISSED A HDOF TO ANOTHER FREQ DURING THE FLT AND WHEN WE NEVER
RPTED ON THE NEW FREQ, SEATTLE APCH BEGAN TO LOOK FOR US. NORMALLY, IF
A PLT DOESN'T RESPOND TO A RPT, ATC WILL TRY ANOTHER ATTEMPT UNTIL
RECEIVING CONFIRMATION. WE NEVER MADE CONFIRMATION OF THE
INSTRUCTIONS AND WE BELIEVE THAT ATC ASSUMED THAT WE HEARD THEM. WE
WERE FLYING TOWARDS THE MOUNTAINS ON VECTORS WITHOUT ANY FORM OF
ATC CTLING US FOR ROUGHLY 10 MINS. WE WERE FORTUNATE THAT WE WERE IN
VMC TO IDENT THE MOUNTAINS IN CASE WE GOT VECTORED TOO CLOSE. THIS
COULD HAVE RESULTED IN CFIT DUE TO THE MISCOM OR BREAKAGE OF THE LINE
OF COM BTWN APCH CTL AND US. CONFIRMATION THAT INFO IS RECEIVED IS
VITAL.

Synopsis

DA40 INSTRUCTOR AND STUDENT LOSE CONTACT WITH APCH CTL DURING
PRACTICE IFR FLT.



Time / Day

Date : 200807
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : CLT.Airport
State Reference : NC
Altitude.AGL.Single Value : O

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.Tower : CLT.Tower

Operator.General Aviation : Corporate

Make Model Name : Medium Transport, Low Wing, 2 Turbojet Eng
Operating Under FAR Part : Part 91

Navigation In Use.Other : FMS or FMC

Flight Phase.Ground : Taxi

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP
Experience.Flight Time.Last 90 Days : 80
Experience.Flight Time.Total : 3300
Experience.Flight Time.Type : 2300
ASRS Report : 796639

Person : 2

Affiliation.Government : FAA
Function.Controller : Ground

Events

Anomaly.Conflict : Ground Less Severe
Anomaly.Incursion : Runway

Anomaly.Non Adherence : Clearance

Independent Detector.Other.ControllerA : 2

Resolutory Action.None Taken : Detected After The Fact
Consequence.FAA : Assigned Or Threatened Penalties
Consequence.FAA : Investigated

Consequence.FAA : Reviewed Incident With Flight Crew

Assessments



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

Narrative

WE WERE GIVEN INSTRUCTION TO TAXI TO RWY 18R, TURNING R ON TXWY D
OUT OF THE RAMP AND THEN A L ON TXWY R TO HOLD SHORT OF RWY 18L, ALSO
IN USE. AFTER TFC HAD CLRED RWY 18L, WE WERE GIVEN INSTRUCTION TO
CROSS RWY 18L AT TXWY R, MAKE A L TURN ON TXWY A AND PROCEED VIA TXWY
A TO HOLD SHORT OF TXWY A4. NEARING A4, THE GND CTLR THEN FURTHER
CLRED US TO TURN R ONTO A4 AND CROSS RWY 23. TXWY A4 IS A VERY SHORT
TXWY. AS WE MADE THE TURN ONTO A4, WE 'CLRED' THE APCH END OF RWY 5,
VISUALLY AND VERBALLY, | CALLED FOR ANTI-COLLISION LIGHTS 'ON,"' AND WE
BOTH THEN LOOKED R AS OUR ACFT ROUNDED THE CORNER. WE THEN VISUALLY
AND VERBALLY 'CLRED' R, DOWN RWY 23, NOTING 2 MIL TRANSPORT ACFT
HOLDING IN POS ON THE RWY. AS ALL OF THIS WAS OCCURRING, WE
SIMULTANEOUSLY CROSSED THE HOLD SHORT MARKINGS FOR RWY 23 AND I
CALLED 'CLR TO CROSS RWY 23." WHICH MY FO ACKNOWLEDGED IN THE
AFFIRMATIVE. WE THEN PROCEEDED ACROSS RWY 23. AS WE CROSSED OVER
THE RWY CTRLINE, THE GND CTLR INSTRUCTED US TO 'STOP!" THIS INSTRUCTION
COMPLETELY SURPRISED BOTH OF US, AS WE DIDN'T KNOW WHY HE WAS
SAYING THIS. AS WE WERE NOW IN THE CTR OF A RWY WITH ACFT HOLDING IN
POS, | DEEMED IT SAFE AND PRUDENT TO NOT STOP AND CONTINUE TO THE
OTHER SIDE OF THE RWY, AND CLR. AS WE CLRED RWY 23, THE GND CTLR THEN
ADVISED US THAT HE HAD TOLD US TO HOLD SHORT OF RWY 23, ON TXWY A4.
THIS AGAIN SURPRISED US, AS WE BOTH THOUGHT WE HAD BEEN CLRED TO
CROSS. AT NO TIME DID WE, AS A FLT CREW, HAVE ANY DOUBT, NOR ANY
REASON TO QUESTION REMARK. THE GND CTLR THEN GAVE US FURTHER
INSTRUCTION TO TAXI TO RWY 18R. UPON REACHING THE APCH END OF RWY 18R
WE WERE ADVISED BY THE TWR CTLR TO COPY A PHONE NUMBER TO CALL ASAP,
REGARDING A 'PLTDEV.' | DID SO UPON LNDG AT OUR DEST AND WAS ADVISED
THAT WE HAD CROSSED RWY 23 AT CLT WITHOUT CLRNC TO DO SO, AND THAT
THE GND CTL TAPE RECORDING SUBSTANTIATED THAT FACT. MY INFO WAS
COLLECTED AND | WAS TOLD TO EXPECT TO BE CONTACTED BY THE CLT FSDO
FOR FURTHER INVESTIGATION OF THIS MATTER. LISTED BELOW ARE SOME
FACTORS WHICH | FEEL MAY HAVE CONTRIBUTED TO THIS EVENT: 1)
ASSIGNMENT OF DEP RWY INCLUDING A LONG TAXI ACROSS MULTIPLE RWYS
WITH NUMEROUS TXWY CHANGES, WHEN CLOSER RWYS WERE ACTIVE, IN USE,
AND PRESUMABLY AVAILABLE. 2) WHAT SOUNDED LIKE 1 GND CTLR WORKING 2
GND CTL FREQS DURING AN EXTREMELY BUSY TIME. 3) ATTEMPT BY THE FLT
CREW TO COMPLETE THE ACFT'S TAXI CHKLIST WHILE MANEUVERING,
COMMUNICATING WITH ATC, AND PAUSING OR SUSPENDING THE CHKLIST FOR 2
RWY XINGS. 4) RELATIVELY INEXPERIENCED FO WITH NO PRIOR EXPERIENCE AT
CLT. 5) TASK SATURATION OF PIC. 6) FATIGUE -- CREW ON DUTY 9 OF LAST 11
DAYS, ON DAY OF EVENT.

Synopsis

COM BREAKDOWN BETWEEN GND CTL AND BIZJET RESULTS IN RWY INCURSION
AT CLT.



Time / Day

Date : 200807
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Navaid : PZD.VORTAC
State Reference : GA
Altitude.MSL.Bound Lower : O
Altitude.MSL.Bound Upper : 40000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.ARTCC : ZJX.ARTCC
Make Model Name : Commercial Fixed Wing

Person : 1

Affiliation.Government : FAA

Function.Controller : Radar

Qualification.Controller : Radar
Experience.Controller.Radar : 3
Experience.Controller.Time Certified In Positionl : 3
Experience.Flight Time.Total : 350

ASRS Report : 794851

Events

Anomaly.Non Adherence : Published Procedure
Independent Detector.Other.ControllerA : 1
Resolutory Action.None Taken : Anomaly Accepted

Assessments

Problem Areas : ATC Human Performance
Problem Areas : FAA

Narrative

W AREA ZJX CTLRS WERE INFORMED FROM AN ACFT TRANSITING FROM R73
ALLENDALE SECTOR, A SECTOR IN THE ZJX N AREA, THAT THE PLT WAS 'LOOKING
FOR BALLOONS." SINCE THE CTLR WAS UNAWARE OF WHAT THE PLT WAS
TALKING ABOUT, HE INQUIRED TO THE PLT'S COMMENT AND WAS INFORMED
THAT THE PREVIOUS CTLR (R73) ADVISED THE PLT OF MULTIPLE WX BALLOON
RELEASES ALONG HIS RTE OF FLT. THE CTLR WORKING R79 BAXLEY/WAYCROSS
SECTORS CALLED THE R73 ALLENDALE CTLR AND INQUIRED ABOUT THE WX
BALLOON RPTS. THE R73 CTLR SAID HE WAS BRIEFED ON THE WX BALLOON
RELEASES SCHEDULED FOR THE NEXT 4 HRS AND THAT THE BALLOONS WERE TO



BE RELEASED FROM PZD200035 UP TO FL400. THIS RELEASE POINT IS LOCATED
IN THE R12 ALBANY SECTOR, WHICH IS LOCATED IN THE W AREA OF ZJX. AS
WELL, AT THE TIME WINDS WERE OUT OF THE N AND WOULD MOST LIKELY BLOW
THE BALLOONS S FROM THE R12/R13 SECTOR INTO THE W AREA R28
TALLAHASSEE SECTOR. THE R79 CTLR, UNAWARE OF ANY WX BALLOON ACTIVITY,
QUESTIONED THE W AREA SUPVR (WHO ALSO WAS UNAWARE OF THE
SITUATION). THE INFO HAD BEEN PASSED TO THE W AREA VIA A Gl MESSAGE
AND WAS SITTING IN THE FLT STRIP PRINTER BIN. THE SUPVR FOUND THE STRIP
AND PASSED IT ALONG TO THE R79 CTLR, BUT FAILED TO INFORM THE R12/R13
ALBANY/ASHBURN SECTOR CTLR OR THE R28 TALLAHASSEE SECTOR CTLR OF THE
INFO. THESE CTLRS WERE NOT INFORMED UNTIL THE R79 CTLR QUESTIONED
THEM IF THEY WERE ALSO AWARE OF THE BALLOON ACTIVITY THAT WOULD BE
IMPACTING THEIR AIRSPACE. THIS SITUATION WAS A TOTAL LACK OF POSITIVE
COM FROM THE TOP DOWN. THE SECTOR CTLRS SHOULD BE AWARE OF WX
BALLOON ACTIVITY IN THEIR AIRSPACE AT ALL TIMES! SOMETHING OF SUCH
IMPORTANCE SHOULD HAVE TO BE VERBALLY PASSED INSTEAD OF SENT TO THE
AREA VIA A GI MESSAGE ON A FLT STRIP.

Synopsis

ZJX CTLR CHRONICLES INTRAFAC COORD FAILURE WHEN SUPVR DID NOT INFORM
ALL NECESSARY SECTORS OF WX BALLOON ACTIVITY.



Time / Day

Date : 200807
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : VNY.Airport
State Reference : CA

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.Tower : VNY.Tower
Operator.General Aviation : Personal
Make Model Name : PA-34-200 Seneca |
Operating Under FAR Part : Part 91
Flight Phase.Ground : Takeoff Roll

Aircraft : 2

Controlling Facilities.Tower : VNY.Tower
Operator.General Aviation : Corporate
Make Model Name : HS 125 Series
Operating Under FAR Part : Part 91
Flight Phase.Landing : Roll

Person : 1

Affiliation.Government : FAA

Function.Controller : Local

Qualification.Controller : Non Radar
Experience.Controller.Military : 4.5
Experience.Controller.Non Radar : 2
Experience.Controller.Time Certified In Position1 : 1.2
ASRS Report : 794682

Events

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

Assessments
Problem Areas : Flight Crew Human Performance
Narrative

THE H25B WAS INSTRUCTED TO EXIT RWY 16R AND CONTACT GND. THE LCL 1
CTLR CROSSED THE PA34 AND CLRED THE PA34 FOR TKOF RWY 16L. THE PA34



DID NOT CROSS AND TOOK OFF ON RWY 16R. WHILE THE PA34 WAS TAKING OFF,
THE H25B WAS NOT CLR OF THE RWY YET. THE PA34 WAS NOW AIRBORNE AND
YET THE H25B WAS STILL NOT OFF THE RWY AND LCL CTL #1 CTLR INSTRUCTED
THE H25B TO EXIT THE HIGH SPD TXWY. HE DID JUST THAT, BUT THE PA34 WAS
ALREADY AIRBORNE. A C172 LATER ASKED IF HE SHOULD HAVE SAID SOMETHING
WHEN HE NOTICED THE PA34 TAKING OFF THE WRONG RWY.

Synopsis

VNY CTLR DESCRIBED PLT DEV WHEN ACFT CLEARED FOR DEP ON RWY 16L
DEPARTED RWY 16R, FLYING OVER LNDG ACFT ON RWY 16R EXITING RWY.



Time / Day
Date : 200806

Place

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

Environment

Flight Conditions : VMC
Light : Night

Aircraft : 1

Controlling Facilities.Tower : SNA.Tower

Operator.Common Carrier : Air Carrier

Make Model Name : Any Unknown or Unlisted Aircraft Manufacturer
Flight Phase.Ground : Taxi

Person : 1

Affiliation.Government : FAA
Function.Controller : Local
Qualification.Controller : Non Radar
Experience.Controller.Limited Radar : 20
Experience.Flight Time.Total : 700
ASRS Report : 793228

Events

Anomaly.Other Anomaly.Other
Independent Detector.Other.ControllerA : 1
Resolutory Action.None Taken : Anomaly Accepted

Assessments
Problem Areas : FAA

Situations

Narrative

THE FAA RECENTLY CHANGED A PROC TO REQUIRE ALL ATC CTLRS TO SPECIFY
EVERY TXWY IN AN ACFT'S (OR VEHICLE, TUG, ETC) RTE IN EVERY TAXI CLRNC.
THIS HAS CREATED SITUATIONS WHERE CTLRS ARE GIVING PLTS 5-8
INSTRUCTIONS IN A TAXI RTE COMPARED TO THE 3 INSTRUCTIONS WHICH WERE
NORMALLY GIVEN. IN THIS LATEST OCCURRENCE WHICH HAS PROMPTED ME TO
FILE THIS FORM, AN ACR ATTEMPTED TO READ BACK THE 5 INSTRUCTIONS I
GAVE HIM AND MISTAKENLY READ BACK 'BACK-TAXI RWY 19R' INSTEAD OF RWY
19L. IF THE MISTAKE HAD NOT BEEN CAUGHT, A POTENTIAL COLLISION COULD
HAVE RESULTED. | STRONGLY FEEL THAT GIVING SO MANY MEANINGLESS TXWY



LETTERS AS PART OF THE CLRNC DISTRACTS PLTS FROM THE IMPORTANT
DETAILS, AS IT DID IN THIS CASE. THIS NEW PROC HAS RESULTED IN NOTHING
BUT COMPLAINTS FROM PLTS, MORE FREQ CONGESTION, AS IT USUALLY TAKES
ABOUT 3 TRIES FOR A CORRECT READBACK, AND MORE POTENTIAL FOR A CTLR
TO MISS AN IMPORTANT SEGMENT OF THE READBACK AND INCREASE THE
CHANCES FOR A RWY INCURSION.

Synopsis

SNA CTLR VOICED CONCERN REGARDING NEW DETAILED TAXI CLRNCS, LISTING
FREQ CONGESTION, CONFUSION, AND READBACK ERRORS AS CONSEQUENCE.



Time / Day
Date : 200805

Place

Locale Reference.Airport : SJU.Airport
State Reference : PR

Environment

Flight Conditions : IMC
Light : Daylight

Person : 1

Affiliation.Government : FAA

Function.Controller : Approach
Experience.Controller.Time Certified In Positionl : 7
ASRS Report : 791167

Events

Anomaly.Other Anomaly.Other
Independent Detector.Other.ControllerA : 1
Resolutory Action.None Taken : Anomaly Accepted

Assessments
Problem Areas : FAA

Situations
ATC Facility.Procedure Or Policy : ZSU.ARTCC
Narrative

I INVESTIGATED A COMPLAINT FROM THE SJU TWR ABOUT SVFR OPS. THE
CTLR(S) HAD IFR AND SVFR INSIDE CLASS C AIRSPACE CLRED FOR THE APCH.
THERE ARE MANY INTERPS. MINE, FOLLOWING WRITTEN PORTIONS OF ORDER
7110.65S, IS THAT SEPARATION BTWN SVFR AND IFR IS 500 FT BELOW AND NON
RADAR SEPARATION LATERALLY. MEANING THAT YOU CANNOT HAVE AN IFR AND
AN SVFR INSIDE THE SAME SURFACE AIRSPACE AT THE SAME TIME. MGMNT
INTERP IS THAT YOU CAN USE RADAR SEPARATION (3 MI) IN BTWN. IFR AND
SVFR IN SEQUENCE TO LAND. SOME CTLRS THINK THAT YOU CAN EVEN TELL AN
SVFR TO FOLLOW OR MAINTAIN VISUAL SEPARATION FROM ANOTHER SVFR OR
IFR INSIDE THE SAME AIRSPACE (DEPENDING ON WHO IS TRAINING YOU COULD
RECEIVE DIFFERENT INTERP/INSTRUCTIONS). THE INVESTIGATION IS STILL
ONGOING AND | CANNOT TEACH/BRIEF THIS ITEM BECAUSE OF THE DIFFERENCE
OF OPINIONS. IN REALITY, I COULD BE WRONG BUT I THINK IS UNSAFE TO HAVE
FOR AN SVFR IN FRONT OF AN IFR ALIGNED TO LAND THE SAME RWY WHEN THE
SVFR CAN ACTUALLY REVERSE ITS COURSE TO STAY OUT OF THE CLOUDS. UNTIL
WE RECEIVE INTERP, THIS EVENT CAN OCCUR MANY TIMES OVER.



Synopsis

ZSU APCH CTLR QUESTIONED FAC'S INTERPRETATION OF REQUIRED SEPARATION
BETWEEN IFR AND SVFR ACFT WITHIN CLASS C AIRSPACE.



Time / Day
Date : 200806
Place

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

Environment

Flight Conditions : Mixed
Light : Daylight

Aircraft : 1

Controlling Facilities. TRACON : ZZZ.TRACON
Operator.Common Carrier : Air Carrier

Make Model Name : Brasilia EMB-120 All Series
Operating Under FAR Part : Part 121

Flight Phase.Descent : Approach

Route In Use.Approach : Visual

Aircraft : 2

Controlling Facilities. TRACON : ZZZ.TRACON
Operator.Common Carrier : Air Carrier
Make Model Name : B747-400

Operating Under FAR Part : Part 121

Flight Phase.Descent : Approach

Person : 1

Affiliation.Government : FAA

Function.Controller : Approach
Qualification.Controller : Radar
Experience.Controller.Military : 5
Experience.Controller.Radar : 20
Experience.Controller.Time Certified In Positionl : 7
ASRS Report : 790991

Events

Anomaly.Conflict : Airborne Less Severe
Anomaly.Non Adherence : Published Procedure
Anomaly.Non Adherence : Required Legal Separation
Independent Detector.Other.ControllerA : 1
Resolutory Action.Flight Crew : Took Evasive Action

Assessments

Problem Areas : ATC Human Performance
Problem Areas : FAA



Narrative

I WAS INSTRUCTING ON THE ZZZ POS. MY TRAINEE'S TRAINING TEAM AND | HAD
AGREED 3 WKS PRIOR THAT HE HAD A DIFFICULT TIME MAKING TRANSITIONS
AND EXPEDITING/HANDLING ACFT SAFELY DURING MORE DEMANDING
SCENARIOS. WE RECOMMENDED REMEDIAL TRAINING IN THE ETG LAB. DUE TO
LAB CONSTRAINTS AND STAFFING, THIS NEVER OCCURRED. IN THE SCENARIO
RPTED, HE FUMBLED HIS WAY THROUGH A TRANSITION FROM IN TRAIL TO
VISUAL CONDITIONS CULMINATING IN FORGETTING TO REQUIRE A B747
FOLLOWING AN E120 TO MAINTAIN VISUAL SEPARATION AFTER THE B747 HAD
RPTED THE E120 IN SIGHT, LOST HIM, AND RPTED HIM IN SIGHT AGAIN. ONCE
AGAIN, LACK OF AVAILABLE RESOURCES CAUSED AN UNSAFE SITUATION!

Synopsis

CTLR EXPERIENCED SEPARATION EVENT WHEN TRAINEE FAILED TO ENSURE
VISUAL SEPARATION, LISTING LACK OF TRAINING RESOURCES AS
CONTRIBUTORY.



Time / Day

Date : 200806
Local Time Of Day : 1201 To 1800

Place

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

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : P50.TRACON
Operator.Common Carrier : Air Carrier
Make Model Name : B737-300

Operating Under FAR Part : Part 121

Flight Phase.Descent : Approach

Route In Use.Arrival : On Vectors

Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : Captain
Function.Oversight : PIC
Experience.Flight Time.Last 90 Days : 186
ASRS Report : 789920

Person : 2

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
Experience.Flight Time.Last 90 Days : 237
ASRS Report : 789921

Person : 3

Affiliation.Government : FAA
Function.Controller : Approach

Events

Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.Non Adherence : Clearance
Anomaly.Other Spatial Deviation

Independent Detector.Other.ControllerA : 3
Resolutory Action.Controller : Issued New Clearance
Resolutory Action.Flight Crew : Executed Go Around

Assessments



Problem Areas : ATC Human Performance
Problem Areas : Aircraft

Problem Areas : Environmental Factor

Problem Areas : Flight Crew Human Performance

Narrative

THE FO BRIEFED AND FLEW A NORMAL DSCNT INTO PHX ON THE KOOLY 1 ARR
FOR RWY 7R. ON DSCNT AT FL200 WE HEARD A LOUD SQUEAL IN THE COCKPIT
ASSOCIATED WITH WHAT WE BELIEVED TO BE A DOOR SEAL OR WINDOW SEAL.
THE SQUEAL CONTINUED UNTIL WE WERE ON BASE LEG TO RWY 7R AT 5000 FT
MSL. WE COUNTERED THE SQUEAL BY INCREASING OUR INDIVIDUAL VOLUME
CTLS ON THE VHF 1 RADIO AND TURNING ON THE OVERHEAD SPEAKER IN AN
EFFORT TO BETTER HEAR ATC. WE WERE BOTH USING OUR COMPANY ISSUED
HEADSETS AND NOTED POOR AUDIO QUALITY. UPON CONTACTING PHX APCH, WE
WERE TOLD TO EXPECT RWY 7R AND WERE LATER GIVEN A HDG, DSCNT CLRNC,
AND TFC THAT WAS AHEAD OF US GOING TO RWY 7R. BOTH THE FO AND I
ACQUIRED THE TFC TO RWY 7R AS | CONFIGURED THE ACFT FOR WHAT WE
THOUGHT TO BE A SHORT BASE LEG HDG TO RWY 7R. THOUGH | READ BACK THE
CORRECT HDG AND ALT AND PLACED THE CORRECT ALT IN THE WINDOW, A
FINAL TURN LEG HDG WAS PLACED IN THE HDG WINDOW INSTEAD OF THE
PROPER EXTENDED DOWNWIND/BASE TURN HDG. | BELIEVE WE BOTH MISSED
THIS INITIALLY AS OUR EYES WERE ON THE PRECEDING ACFT TO RWY 7R AND
ACQUIRING THE RWY. | RECOGNIZED THE ERROR IN HDG AT ABOUT THE SAME
TIME THAT PHX APCH REMINDED US OF OUR PROPER ASSIGNED HDG. THE FO
CORRECTED TO THE ASSIGNED HDG AND WE SUBSEQUENTLY REACQUIRED OUR
TFC TO RWY 7R AS WELL AS THE AIRFIELD. PHX APCH THEN CLRED US FOR A
VISUAL APCH TO WHAT WE BELIEVED WAS RWY 7R AND A FREQ CHANGE TO PHX
TWR. ON BASE LEG TO RWY 7R, | RADIOED PHX TWR THAT COMPANY NUMBER
WAS R BASE FOR RWY 7R TO WHICH | RECEIVED NO REPLY AS TWR WAS GIVING
OTHER INSTRUCTIONS AND CLRNCS. MEANWHILE, THE COCKPIT NOISE WAS
STARTING TO SUBSIDE AS WE DECREASED AIRSPD AND CONFIGURED FOR LNDG
THOUGH THE RADIO QUALITY REMAINED POOR. | AGAIN RADIOED PHX TWR THAT
COMPANY NUMBER WAS FINAL FOR RWY 7R AT 7 MI FINAL TO RWY 7R TO WHICH
WE RECEIVED NO REPLY. AT 3-4 MI FINAL (3 MI IN TRAIL OF OUR PREVIOUSLY
ISSUED TFC), | AGAIN RADIOED PHX TWR THAT COMPANY NUMBER WAS FINAL
FOR RWY 7R. TWR REPLIED THAT COMPANY NUMBER IS CLRED TO LAND ON RWY
8. | ALSO STATED THAT WE WOULD HAVE TO GO AROUND IF WE COULDN'T GET
CLRNC FOR RWY 7R. TWR ISSUED GAR INSTRUCTIONS AND WE COMPLIED. THE
FO AND | HAD DIFFICULTY HEARING RADIO XMISSIONS FROM PHX APCH AND PHX
TWR. WE WERE BOTH USING THE COMPANY ISSUED, RECOMMENDED, ENDORSED
AND FAA TSO APPROVED HEADSET THAT PROVIDES SUBSTANDARD AUDIO
QUALITY. WE HAD SIGNIFICANT BACKGND AND COCKPIT NOISE THAT COULD NOT
BE OVERCOME BY INCREASING THE HEADSET VOLUME AND TURNING ON THE
OVERHEAD SPEAKERS. | RECOMMEND THAT THE HEADSET BE BANNED
IMMEDIATELY FROM USE IN ALL COMPANY ACFT AS IT IS CLEARLY AN INFERIOR
PRODUCT THAT COMPROMISES FLT SAFETY AS WELL AS THE PLT'S HEARING! IN
CONCLUSION, I ACCEPT FULL RESPONSIBILITY FOR MY PAX AND CREW, BUT
REQUEST THAT OUR PLT GROUP BE ALLOWED THE PROPER TOOLS TO ENSURE
SAFE COM. WE CAN AND MUST HAVE BETTER HEADSETS AVAILABLE TO OUR
PLTS! TO PREVENT THIS FROM HAPPENING, WE MUST IMMEDIATELY BAN THE USE
OF THE HEADSET BECAUSE OF ITS INHERENT POOR AUDIO QUALITY AND THE USE
OF ONLY 1 EAR TO HEAR XMISSIONS. WE SHOULD GO TO ACTIVE NOISE
CANCELING HEADSETS TO ENSURE PROPER COMS AND TO PROTECT THE HEALTH



OF THE PLTS. ADDITIONALLY, WE SHOULD HAVE A HOT MIKE SWITCH INSTALLED
TO ENHANCE INTER-CREW COM. BOTTOM LINE IS THAT WE CANNOT COMPLY
WITH INSTRUCTIONS FROM ATC THAT WE ARE UNABLE TO HEAR AND PROCESS.
SUPPLEMENTAL INFO FROM ACN 789921: THE THIRD LEG OF THE TRIP WAS TO
PHX. DURING THIS LEG OF THE TRIP, THE CAPT STARTED FEELING SICK AGAIN
AND SENT AN ACARS MESSAGE TO DISPATCH TO BE REMOVED FROM THE FLT IN
PHX. DISPATCH CONFIRMED THAT THE CAPT WOULD BE OK TO CONTINUE THE
FLT AND THAT HE WOULD BE REPLACED IN PHOENIX. I, THE FO, WAS THE PF AND
THE CAPT WAS THE PLT MONITORING. APPROX 2 HRS INTO THE FLT WE ENTERED
THE PHX APCH CTL AIRSPACE. THE WX WAS CLR, VISIBILITY WAS GREATER THAN
25 MI, AND PHX WAS LNDG ON RWY 7R AND RWY 8. ATIS RPTED THAT ACFT
ENTERING FROM THE S WOULD BE LNDG ON RWY 7R. PHX APCH CTL GAVE US A
VECTOR OFF OF THE KOOLY 1 ARR TO THE S OF THE PHX ARPT. ON DOWNWIND
AND ABEAM THE ARPT, PHX APCH CTL RPTED A KC-135 TANKER ACFT IN FRONT
OF US AND THEN ASKED US TO RPT IT IN SIGHT. WE RPTED THE ACFT IN SIGHT
AND PHX APCH CTL ADVISED US THAT WE WOULD BE FOLLOWING THAT ACFT TO
RWY 7R. APPROX 6 NM TO THE SW OF THE ARPT, PHX APCH CTL VECTORED US R
TO A HDG OF 080 DEGS AND A DSCNT FROM 6000 FT MSL TO 4000 FT MSL. SINCE
WE WERE HIGH AND TIGHT TO THE ARPT, WE STARTED TO CONFIGURE THE ACFT
FOR LNDG. DURING THE TURN, PHX APCH CTL QUERIED OUR HDG AND SAID THAT
WE SHOULD BE ON A HDG OF 280 DEGS. WE THEN TURNED BACK L TO 280 DEGS.
SHORTLY THEREAFTER, PHX APCH CTL TURNED US R TO A HDG OF 050 DEGS AND
DSNDED US TO 3000 FT MSL AND ASKED US TO RPT THE ARPT IN SIGHT. ONCE
WE RPTED THE APT IN SIGHT, PHX APCH CTL CLRED US FOR A VISUAL APCH TO
RWY 7R AND TOLD US TO CONTACT THE TWR. WE SWITCHED TO THE TWR FREQ
AND RPTED FINAL FOR RWY 7R. IT TOOK APPROX 3 CALLS TO TWR BEFORE THEY
RESPONDED AND THEY SAID THAT WE SHOULD BE ON FINAL FOR RWY 8. WE
WERE THEN ASKED BY THE TWR IF WE COULD LAND ON RWY 8 FROM OUR
PRESENT POS. WE RESPONDED THAT WE WERE NOT IN A SAFE POS TO LAND.
TWR THEN TOLD US TO GO AROUND AND CONTACT PHX APCH CTL. WE COMPLIED
WITH ALL SUBSEQUENT INSTRUCTIONS AND LANDED SAFELY ON RWY 7R. | AM
NOT SURE WHERE THIS MISCOM OCCURRED. EITHER PHX APCH CTL DID NOT
CLEARLY GIVE INSTRUCTIONS TO RWY 8 OR WE DID NOT HEAR THEM
CORRECTLY. SOME CONTRIBUTING FACTORS: 1) THERE WAS A LOUD SQUEALING
NOISE IN THE COCKPIT AS WE DSNDED FROM FL200 TO PATTERN ALT DUE TO
THE ACFT DEPRESSURIZING, 2) BOTH PLTS WERE ACCUSTOMED TO USING A
NOISE CANCELING HEADSET AND WE'RE JUST GETTING USED TO THE COMPANY
PROVIDED HEADSET, 3) WE WERE TOLD BY APCH CTL THAT WE WOULD BE
FOLLOWING ANOTHER ACFT TO THE SAME RWY, AND 4) ATIS LED US TO BELIEVE
THAT WE WOULD BE LNDG ON RWY 7R AND THAT IS THE RWY THAT WE BRIEFED.
| DO NOT BELIEVE THAT PHX APCH CTL FILED A VIOLATION AGAINST THE AIR
CREW IN THIS SITUATION. BOTH THE AIR CREW AND THE FAA CTLRS ACTED
PROFESSIONALLY DURING THIS INCIDENT AND THE ACFT WAS FLOWN SAFELY TO
A LNDG. | TAKE FULL RESPONSIBILITY FOR MY ACTIONS AND WILL DO MY BEST
TO AVOID THIS TYPE OF MISCOM IN THE FUTURE. | BELIEVE THAT THE COMPANY
SHOULD PROVIDE HIGH QUALITY ACTIVE NOISE CANCELING HEADSETS TO THE
FLT CREW AND THAT THE ACFT SHOULD BE MODIFIED FOR HANDS OFF INTERCOM
COMS BTWN THE CREW.

Synopsis

B737 FLT CREW REPORT AUDIO QUALITY ISSUES WITH COMPANY SUPPLIED
HEADSET, CAUSING RWY MIX-UP AND GAR.



Time / Day

Date : 200805
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : MEM.Airport
State Reference : TN
Altitude.AGL.Single Value : O

Environment
Flight Conditions : VMC
Aircraft : 1

Controlling Facilities.TRACON : MEM.TRACON

Operator.Common Carrier : Air Carrier

Make Model Name : MD-80 Series (DC-9-80) Undifferentiated or Other Model
Operating Under FAR Part : Part 121

Flight Phase.Descent : Approach

Route In Use.Approach : Visual

Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
ASRS Report : 787822

Person : 2

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

ASRS Report : 787823

Person : 3

Affiliation.Government : FAA
Function.Controller : Approach

Events

Independent Detector.Other.ControllerA : 3

Resolutory Action.Controller : Issued New Clearance
Resolutory Action.Flight Crew : Executed Go Around
Consequence.FAA : Reviewed Incident With Flight Crew

Assessments
Problem Areas : ATC Human Performance

Narrative



AFTER SWITCHING FROM MEM CTR TO APCH CTL, THE CTLR TOLD US TO 'EXPECT'
RWY 36L FOR LNDG. | BRIEFED THE VISUAL APCH TO RWY 36L AND THE CAPT
ENTERED RWY 36L IN THE FMS. AFTER SWITCHING TO THE FINAL APCH CTLR, WE
BEGAN TO GET REFERENCES TO AN AIRBUS IN FRONT OF US AND TWO SPD
REDUCTIONS FOR SPACING. WHEN ASKED IF WE HAD THE ARPT IN SIGHT, THE
CAPT RESPONDED THAT WE DID AND THE CTLR CLEARED US FOR A VISUAL APCH.
| DO NOT RECALL THE CLEARANCE BEING RWY SPECIFIC. WHEN SWITCHED TO
TWR, WE WERE ASKED TO SWITCH TO RWY 36R AND AT THAT POINT WE WERE AT
ABOUT 1200 FT AGL AND WE TOLD THE CTLR THAT WE COULD NOT SIDESTEP. AT
THAT POINT, WHAT SOUNDED LIKE A TWR SUPVR TOLD US TO CANCEL OUR LNDG
CLEARANCE AND MAINTAIN RWY HDG AND CLB TO 2000 FT MSL. WE COMPLIED
AND HE WENT ON TO TELL US THAT RWY 36L WAS CLOSED AND WE HAD BEEN
CLEARED FOR A VISUAL TO RWY 36R BEHIND THE HVY AIRBUS. WE HAD SEEN
THE AIRBUS IN QUESTION, BUT NEVER CALLED THE TFC "IN SIGHT." OUR LAST
ATIS HAD RWY 36L IN OPERATION, BUT APPARENTLY IT HAD BEEN CLOSED
DURING THE ATIS UPDATE. WE WERE VECTORED FOR A VISUAL TO RWY 36R AND
LANDED UNEVENTFULLY. UPON LNDG, THE CAPT CALLED THE TWR AND
DISCUSSED THE ISSUE WITH THE SUPVR. HE EXPLAINED THAT THE 'EXPECT
VISUAL TO RWY 36L"' INFO FROM THE INITIAL APCH CTLR HAD NOT BEEN PASSED
TO THE FINAL CTLR AND THERE HAD BEEN A MISCOMMUNICATION BETWEEN US
AND THE TWR ABOUT OUR CLEARANCE TO LAND ON RWY 36R. HE SAID FURTHER,
THAT NO BREACH OF SAFETY HAD OCCURRED. WE DO NOT BELIEVE WE VIOLATED
ANY FAR'S OR COMPROMISED SAFETY. WE JUST HAD TO GO AROUND AND SHOOT
ANOTHER VISUAL APCH.

Synopsis

MD80 FLT CREW IS CLEARED FOR VISUAL RWY 36L AT MEM AND IS ISSUED GAR
WHEN UNABLE TO ACCEPT CHANGE TO RWY 36R.



Time / Day

Date : 200804
Local Time Of Day : 1801 To 2400

Place

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

Person : 1

Affiliation.Government : FAA

Function.Controller : Ground
Qualification.Controller : Radar
Experience.Controller.Radar : 4
Experience.Controller.Time Certified In Positionl : 4
ASRS Report : 787648

Events

Anomaly.Non Adherence : Published Procedure
Independent Detector.Other.ControllerA : 1
Resolutory Action.None Taken : Anomaly Accepted

Assessments
Problem Areas : FAA

Narrative

RECENTLY THE FAA MANDATED THAT ALL ACFT AND VEHICLES BE ISSUED
DETAILED TAXI INSTRUCTIONS AT ALL TIMES, EVERYWHERE ON THE AIRFIELD.
THIS HAS LED TO MASS CONFUSION AND NUMEROUS MISTAKES BY PLTS AND
HAS CAUSED A HUGE INCREASE IN WORKLOAD FOR CTLRS WHO OFTEN MUST
WORK THE GND AND LCL POS COMBINED DUE TO A LACK OF MANPOWER OR
OVERTIME. EVEN WHEN THE POS ARE SPLIT IS HAS STILL CAUSED THE
WORKLOAD TO INCREASE 100%. THIS IS NOT SAFE. THIS RULE CHANGE HAS
CAUSED THE CTLR TO BE PREOCCUPIED BY SLOW MOVING GND TFC WHEN HIS
ATTN SHOULD REALLY BE FOCUSED ON THE ACTIVE RWYS WHEN IT'S BUSY. THE
INTENTION WAS GOOD, BUT LIKE MOST NEW RULES THE FAA HAS MANDATED
THIS ACTUALLY LEADS TO MUCH MORE DANGEROUS CONDITIONS DUE TO LOST
AND CONFUSED PLTS AND A TREMENDOUS INCREASE IN FREQ CONGESTION. THE
OLD RULES WERE FINE, CTLRS USED THEIR PROFESSIONAL JUDGEMENT AND
ISSUED DETAILED INSTRUCTIONS WHEN TFC OR OTHER SPECIAL SITUATIONS
WARRANTED OR AN UNFAMILIAR PLT SIMPLY ASKED FOR A LITTLE MORE HELP
GETTING TO HIS DEST. IT'S RIDICULOUS THAT | HAVE TO GIVE PROGRESSIVE
TAXI INSTRUCTIONS TO A PLT WHO HAS BEEN BASED AT THE ARPT FOR OVER 20
YRS! THIS RULE NEEDS TO BE CHANGED IMMEDIATELY!

Synopsis



TWR CTLR VOICED CONCERN REGARDING NEW FAA TAXIING PROCS THAT
ALLEGEDLY ADDS TO CTLR WORKLOAD AND USER CONFUSION.



Time / Day

Date : 200805
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Intersection : LUKEY
State Reference : IL
Altitude.MSL.Single Value : 12000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.ARTCC : ZAU.ARTCC
Operator.Common Carrier : Charter
Make Model Name : Citation Il S2/Bravo
Operating Under FAR Part : Part 135
Navigation In Use.Other : FMS or FMC
Route In Use.Enroute : Direct

Person : 1

Affiliation.Company : Charter
Function.Flight Crew : First Officer
Qualification.Pilot : ATP

Qualification.Pilot : Instrument
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 150
Experience.Flight Time.Total : 2000
Experience.Flight Time.Type : 1200

ASRS Report : 787590

Person : 2

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

Qualification.Pilot : Commercial
Experience.Flight Time.Last 90 Days : 175
Experience.Flight Time.Total : 4800
Experience.Flight Time.Type : 1000

ASRS Report : 787208

Person : 3

Affiliation.Government : FAA
Function.Controller : Radar



Events

Anomaly.Non Adherence : Clearance

Anomaly.Other Spatial Deviation

Independent Detector.Other.ControllerA : 3

Resolutory Action.Controller : Issued New Clearance

Resolutory Action.Flight Crew : Returned To Intended or Assigned Course

Assessments

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

Situations

Narrative

WE DEPARTED ENRTE TO SPI. WE DEPARTED VFR AND RECEIVED AN IFR CLRNC
ONCE AIRBORNE. CHICAGO DEP ACKNOWLEDGED OUR ACFT AND PROCEEDED
WITH A SQUAWK CODE AND A CLRNC. READBACK WAS ACITO, ADELL, 'LEWKE'
AND SO ON. THERE WAS A MISUNDERSTANDING WHEN THE CLRNC WAS READ
BACK AND ACCEPTED. WE WERE UNAWARE OF ANOTHER FIX WITH THE EXACT
SAME PRONUNCIATION BUT SPELLED 'LUKEY." UNFORTUNATELY WE ENTERED IN
THE WRONG FIX WHICH GAVE US WRONG NAV INFO. BECAUSE OUR CLRNC WAS
COMPLETELY DIFFERENT FROM WHAT WE FILED AND WITH THE NEW CHICAGO
FIXES BEING ADDED IT CAUSED CONFUSION ON THE FLT DECK. BECAUSE
CHICAGO HAS NEW FIXES SUCH AS ACITO AND ADELL, OUR GPS DOES NOT
RECOGNIZE THESE FIXES YET AND WE MANUALLY HAVE TO ADD LATITUDE AND
LONGITUDE COORDINATES WHICH ADDED MUCH WORKLOAD IN A CRITICAL
PHASE OF FLT SUCH AS CLBOUT. AS SOON AS WE INPUT ALL THE INFO FROM THE
CLRNC WE WERE IMMEDIATELY CLEARED DIRECT 'LUKEY." (WHICH WE INPUT
INTO THE GPS AS 'LEWKE.") PERHAPS HAD WE FLOWN TO THE FIRST 2 INITIAL
FIXES AS PREVIOUSLY CLEARED WE MAY HAVE FOUND THE ERROR.
UNFORTUNATELY WE INPUT ALL THE INFORMATION JUST TO BE CLEARED TO THE
3RD FIX ON THE RTE. WE DID QUESTION CENTER ABOUT THE LARGE TURN BUT IT
WAS TOO LATE AND ATC HAD US DSND AND MAKE AN IMMEDIATE TURN
TOWARDS THE EAST. WE EXPLAINED THE MISUNDERSTANDING TO CHICAGO
CENTER AND THE CTLR COMMENTED ON A SIMILAR OCCURRENCE THAT JUST
HAPPENED RECENTLY WITH THE SAME TWO FIXES. PERHAPS IF THE CTLR HAD
SPELLED THE FIX OR PRONOUNCED IT DIFFERENTLY THE PROBLEM MAY NEVER
HAD OCCURRED. DUE TO MISCOM BETWEEN CREW, ATC, AND CLRNC WE MADE A
WRONG TURN AND HAD A PLT DEV TAKE PLACE. CHICAGO CENTER WAS VERY
UNDERSTANDING OF THE SITUATION AND ONCE REVIEWED, DECIDED TO DROP
THE VIOLATION ALL TOGETHER. AFTER FURTHER REVIEW, WE WERE INFORMED
THAT NO FURTHER ACTION WOULD BE TAKEN AGAINST US. WE COMPLETELY
UNDERSTAND THE MISCOM BETWEEN PLT AND ATC, BUT IN THE FUTURE IT
WOULD BE WISE TO NOT NAME TWO SIMILAR FIXES WITHIN THE SAME
CONTROLLING AIRSPACE. CHICAGO CENTER PRONOUNCED 'LEWKE" AND 'LUKEY"'
THE EXACT SAME WAY AND IT LED TO CONFUSION AND MISUNDERSTANDING
WITHIN THE CLRNC. | FEEL THAT THIS ERROR COULD HAPPEN AGAIN IN THE
FUTURE IF THE FIX NAME IS NOT CHANGED OR A MEMO PUT OUT. CALLBACK
CONVERSATION WITH RPTR REVEALED THE FOLLOWING INFO: THE RPTR
INDICATED THAT THE COORDINATES FOR 'ACITO' AND 'ADELL' WERE PROVIDED
BY THE COMPANY PRIOR TO DEP. ACITO IS NOW DEPICTED ON THE CHARTED



DEPS FOR MDW, AND BOTH FIXES ARE INCLUDED MORE FREQUENTLY WHEN
CHICAGO ISSUES A CLRNC. THE COMPANY IS IN THE PROCESS OF UPDATING THE
ACFT DATABASES TO INCLUDE THESE FIXES. IN THE INTERIM, INSERTING THE
COORDINATES FOR THESE FIXES IS TIME CONSUMING, AND TAKES ONE PLT OUT

OF THE LOOP WHILE PROGRAMMING THE FMS.

Synopsis

CE550 FLT CREW INADVERTENTLY ENTERED INCORRECT FIX LEWKEY VERSUS
LUKEY INTO THE FMC. SIMILAR FIX WAS ENTERED AND WHEN TURNING TOWARD

THE FIX, ATC NOTIFIED THE FLT CREW OF THE DEV.



Time / Day

Date : 200805
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : HOU.Airport
State Reference : TX
Altitude.MSL.Single Value : 23000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.ARTCC : ZHU.ARTCC

Operator.Common Carrier : Air Carrier

Make Model Name : Medium Large Transport, Low Wing, 2 Turbojet Eng
Operating Under FAR Part : Part 121

Navigation In Use.Other : FMS or FMC

Flight Phase.Climbout : Intermediate Altitude

Route In Use.Departure.SID : SHOLS

Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
Experience.Flight Time.Last 90 Days : 181
ASRS Report : 787144

Person : 2

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

ASRS Report : 747147

Person : 3

Affiliation.Government : FAA
Function.Controller : Radar

Events

Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Published Procedure

Anomaly.Other Spatial Deviation

Independent Detector.Other.ControllerA : 3

Resolutory Action.Flight Crew : Returned To Intended or Assigned Course



Assessments

Problem Areas : Flight Crew Human Performance

Narrative

LEAVING HOUSTON THE RELEASE SAID SEE FILED ROUTE. WHEN | OBTAINED THE
PDC CLEARANCE, | CONFUSED THE DASHED ROUTE PORTION AS BEING THE OLD
CLEARANCE. SEEING THE SEE FILED ROUTE ON THE RELEASE, | MISTAKENLY
ENTERED THE ROUTING ON THE RELEASE UP TO THE ./. (AS FILED) SYMBOL. ON
SHOLS DEPARTURE WHEN WE TURNED TOWARD LCH WE WERE ADVISED THAT
OUR CLEARANCE WAS TO DRAGS THEN HRV SJI AS FILED. WE CONTINUED TO
DRAGS AND PER ATC'S ROUTING. BECAUSE THIS REROUTING IS RARE TO ME, |
ACCIDENTALLY FLIP FLOPPED THE MEANING OF THE -REROUTE- (DASHED
PORTION) TO BE THE OLD CLEARANCE. ALSO HAVING THE ./. (AS FILED)
NOTATION FURTHER LED ME TO BELIEVE THE PRIOR (UNDASHED) ROUTING WAS
THE CORRECT CLEARANCE SINCE CLEARANCE DELIVERY USUALLY GIVES YOU THE
REROUTE THEN AS FILED (./.). THE SEE FILED ROUTE NOTATION ON THE RELEASE
ALSO MADE ME FEEL THAT THE RELEASE SHOWED THE NEW DEPARTURE. IT
WOULD HELP IF THERE IS ANY WAY TO OMIT THE INCORRECT CLEARANCE ON THE
PDC OR IF NOT, REPLACE THE DASHES WITH OTHER PHRASEOLOGY SUCH AS
REROUTE. ALSO, WE FOUND NO INFORMATION OF THE ABOVE IN THE FOM.

Synopsis

AIR CARRIER FLT CREW MISTAKENLY PROGRAMMED AND FLEW THE FILED ROUTE
RATHER THAN THE AMENDED CLRNC RECEIVED IN THE PDC.



Time / Day

Date : 200805
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : PKB.Airport
State Reference : PA
Altitude.MSL.Bound Lower : 34000
Altitude.MSL.Bound Upper : 35000

Environment

Flight Conditions : IMC
Light : Daylight

Aircraft : 1

Controlling Facilities.ARTCC : ZOB.ARTCC
Operator.General Aviation : Personal

Make Model Name : Citationjet, C525/C526
Operating Under FAR Part : Part 91

Flight Phase.Climbout : Vacating Altitude

Aircraft : 2

Controlling Facilities.ARTCC : ZOB.ARTCC
Operator.Common Carrier : Air Carrier
Make Model Name : A319

Operating Under FAR Part : Part 121
Flight Phase.Cruise : Level

Person : 1

Affiliation.Government : FAA
Function.Controller : Radar
Function.Instruction : Trainee
Quallification.Controller : Developmental
Experience.Controller.Non Radar : 2
Experience.Controller.Radar : 2

ASRS Report : 786053

Person : 2

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

Events

Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Anomaly.Conflict : Airborne Less Severe
Anomaly.Non Adherence : Required Legal Separation



Independent Detector.ATC Equipment : Conflict Alert
Independent Detector.Other.ControllerA : 1
Resolutory Action.Controller : Issued Alert
Resolutory Action.Controller : Issued New Clearance
Resolutory Action.Flight Crew : Took Evasive Action
Consequence.FAA : Investigated

Miss Distance.Horizontal : 21600

Miss Distance.Vertical : 400

Assessments

Problem Areas : ATC Human Performance

Narrative

WE ACCEPTED A HDOF ON ACFT X BELIEVING HE WAS CLBING TO FL340 WITH
TFC ABOVE AT FL350. AT THE TIME OF ACFT X'S CHK-ON, I WAS FIGURING
SPACING THAT NEEDED TO BE DONE, AND BECAME AWARE OF A POSSIBLE
AIRSPACE VIOLATION INVOLVING ZID, THE SECTOR BELOW, AND ACFT X. ACFT X
HAD READ BACK HE WAS CLBING TO FL340 TO ZID, THEN SHORTLY AFTER CHKED
ON WITH US CLBING TO FL350. WE MISSED THE READBACK BECAUSE OF THE 2
DISTRS. | CALLED TFC AND USED PROPER PHRASEOLOGY, STATING THAT THE TFC
WAS 1000 FT ABOVE' HIS ASSIGNED ALT. THE PLT NEVER QUESTIONED HIS ALT
ASSIGNMENT, STATED THAT HE HAD TFC IN SIGHT, AND CONTINUED TO CLB TO
FL350. THE CONFLICT ALERT WENT OFF AND MY INSTRUCTOR ISSUED EVASIVE
CLRNCS.

Synopsis

Z0OB CTLR EXPERIENCED OPERROR AT APPROX FL340 WHEN FAILING TO HEAR
WRONG ALT READBACK RESULTING IN TFC CLIMBING TO OCCUPIED ALT.



Time / Day
Date : 200805

Place

Locale Reference.Airport : PHX.Airport
State Reference : AZ
Altitude.AGL.Single Value : 2200

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : P50.TRACON
Operator.Common Carrier : Air Carrier
Make Model Name : Commercial Fixed Wing
Operating Under FAR Part : Part 121

Flight Phase.Climbout : Initial

Component : 1
Aircraft Component : FMS/FMC

Person : 1

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

ASRS Report : 784845

Person : 2

Affiliation.Government : FAA
Function.Controller : Departure
Function.Controller : Radar

Events

Anomaly.Non Adherence : Clearance

Independent Detector.Other.ControllerA : 2
Resolutory Action.Controller : Issued Advisory
Resolutory Action.Controller : Issued New Clearance

Assessments

Problem Areas : ATC Human Performance
Problem Areas : Aircraft

Problem Areas : FAA

Problem Areas : Flight Crew Human Performance



Narrative

THIS EVENT IS IN REGARDS TO OUR NEW PDC CAPABILITY AND THE WAY THE
PDC MESSAGES ARE FORMATTED. WE HAD A DISPATCH RELEASE THAT HAD US
FLYING THE SIN3 DEP TO STJ AS FILED. THE PDC MESSAGE INDICATED 'PHX SJN3
SIN J74 ZzZZ."' THE FO FOLDED THE PDC SO THE FILED CLRNC WAS SHOWING AND
LAID IT ON THE CENTER CONSOLE WHERE | LOOKED AT IT. THE PROBLEM WAS
THAT THE PDC ALSO CONTAINED A 'REVISED SEGMENT" OF 'MAXXO1 CNX' WHICH
| DIDN'T SEE. | HAVE NEVER SEEN THIS TYPE OF ANNOTATION ON THE PDCS. |
SHOULD HAVE LOOKED AT THE ENTIRE PDC. THE FO TOLD ME HE WAS USED TO
THE CLRNC DELIVERY CTLR READING THE ACTUAL CLRNC WE ARE CLRED FOR
WHICH WOULD ALREADY INCORPORATE ANY REVISIONS SUCH AS 'CLRED AS
FILED EXCEPT FLY MAXXO1 CNX AS FILED.' THE FORMAT OF THE PDC WITH
EXCEPTIONS IS DIFFERENT ENOUGH FROM THE PAST PRACTICES USED FOR
VERBAL CLRNC TRANSMISSIONS THAT THERE CAN BE MISCOM, SUCH AS THIS.
AFTER THIS HAPPENED | REQUIRED THE FO TO WRITE THE CLRNC ON THE
TAKEOFF DATA SHEET BY READING FROM THE TOP DOWN TO THE BOTTOM AND
TO GIVE ME THE PDC PAPER UNFOLDED, WHICH | VERIFY FROM THE TOP DOWN
CONFIRMING ROUTING IN THE MCDU, TRANSPONDER, ALTITUDE AND HEADING
SELECTORS, AND RADIO FREQUENCY SELECTOR. THE ACTUAL EVENT DIDN'T
INVOLVE US FLYING IN THE WRONG DIRECTION AS THE CTLR IMMEDIATELY
ASKED US WHICH DEP WE WERE CLRED FOR WHEN WE MADE THE INITIAL RADIO
CONTACT AFTER LEAVING TOWER FREQ. IN OTHER WORDS WE WERE STILL
FLYING RWY HDG. WHEN WE RESPONDED THAT WE WERE FLYING THE SIN3 HE
TOLD US THAT HIS PAPERWORK INDICATED THE MAXXO1 CNX AND TOLD US TO
TURN L TO A SOUTHBOUND HDG. WHEN WE RE-PRINTED THE PDC CLRNC WE
DISCOVERED OUR MISTAKE. AFTER REACHING OUR DESTINATION | CALLED THE
PHX TRACON SUPVR AND DISCUSSED THE MATTER WITH HIM. HE TOLD US THERE
HAD BEEN NO CONFLICTS OR PROBLEMS AND THERE WOULD BE NO VIOLATION
FILED. HOWEVER, | THINK THAT ALTHOUGH THIS WAS MY ERROR IN NOT
CATCHING THE PDC INTERPRETATION ERROR BY THE FO, THERE IS A POTENTIAL
PROBLEM WITH THE FORMAT OF CLRNC CHANGES/DIFFERENCES SHOWN ON THE
PDC. IT WOULD MAKE MORE SENSE TO HAVE THE PDC READ 'CLRNC' FOLLOWED
BY THE RTE ATC WANTS THE PLTS TO FLY. IF A 'REVISED SEGMENT" IS
NECESSARY, IT SHOULD READ 'DEP REVISED FROM SJN3 SJN J74 ATL TO MAXXO1
CNX'. THIS WOULD HAVE HELPED AVOID ANY CONFUSION. CONTRIBUTING
FACTORS WERE TIME COMPRESSION CAUSED BY SOME MINOR MAINT AND ACFT
SERVICING ISSUES WHICH DEMANDED MY ATTENTION. ALTHOUGH | NORMALLY
READ THE PDC CLRNC IN ITS ENTIRETY, THIS TIME WE WERE PRESSED FOR TIME
AND THE PDC PAPER WAS FOLDED IN SUCH A WAY THAT | DIDN'T SEE THE
REVISION SECTION. THIS FO IS VERY QUALIFIED AND COMPETENT AND HAS
NEVER MADE AN ERROR OF THIS TYPE BEFORE WITH ME, SO | TRUSTED WHAT 1
WAS SEEING AS CORRECT. THAT IT HAPPENED AT ALL WAS MY RESPONSIBILITY
AS |1 DIDN'T READ THE ENTIRE PDC THIS TIME. THE REVISED SEGMENT FORMAT
IS A BIT CONFUSING. THE PDC SHOULD SHOW EXACTLY WHAT A FLT IS CLRED
FOR RATHER THAN WHAT IT IS NOT CLRED FOR. THE FORMAT OF THE PDC
SHOULD BE CHANGED AS INDICATED ABOVE. IN THE PAST WHEN CLRNCS WERE
DELIVERED BY VOICE RADIO TRANSMISSIONS, THE CAPT SELDOM LISTENED IN
ON THIS AND TRUSTED THE FO TO WRITE DOWN THE CLRNC CORRECTLY. THAT
THE CAPT SHOULD NOW HAVE TO REVIEW THE PDC IS SOMEWHAT COUNTER TO
PAST PRACTICES BEFORE THE CLRNC RECEIPT PROCESS WAS AUTOMATED.

Synopsis



FLT CREW FAILS TO HEED REVISED SEGMENT OF PDC CLRNC TO FLY ST JOHNS
SID VICE MAXXO.



Time / Day

Date : 200802
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Bound Lower : 2000
Altitude.MSL.Bound Upper : 4000

Environment

Flight Conditions : IMC
Weather Elements : Rain
Weather Elements : Turbulence
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Corporate

Make Model Name : Gulfstream IV
Operating Under FAR Part : Part 91

Flight Phase.Climbout : Initial

Route In Use.Departure.SID : TEB

Person : 1

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

Qualification.Pilot : Commercial
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 120
Experience.Flight Time.Total : 10000
Experience.Flight Time.Type : 1500

ASRS Report : 776138

Person : 2

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

Qualification.Pilot : CFI

Qualification.Pilot : Commercial
Experience.Flight Time.Last 90 Days : 140
Experience.Flight Time.Total : 24400
Experience.Flight Time.Type : 1060

ASRS Report : 776137



Person : 3

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Company Policies

Anomaly.Non Adherence : FAR

Independent Detector.Other.ControllerA : 3

Independent Detector.Other.Flight CrewA : 1

Resolutory Action.Controller : Issued New Clearance

Assessments

Problem Areas : Company
Problem Areas : Flight Crew Human Performance

Narrative

DEPARTING TEB ARPT ON THE TEB 5 SID, OUR ACFT CLBED WITHOUT
PERMISSION FROM THE DEP CTLR. ACCORDING TO THE SID, OUR ACFT SHOULD
HAVE BEEN AT 2000 FT MSL AT THE TIME OF THE ALT DEV. THE CAPT, WHO WAS
HAND FLYING THE ACFT, MISTAKENLY HEARD A CLB CLRNC FOR ANOTHER
COMPANY ACFT WITH A VERY SIMILAR CALL SIGN WHICH HAD DEPARTED THE
SAME RWY AND WAS FLYING THE SAME SID. THE CAPT REACHED OVER AND
CHANGED THE ALT SELECTOR IN THE COCKPIT TO 9000 FT MSL AND BEGAN AN
AGGRESSIVE CLB FROM 2000 FT MSL. THIS ALL TRANSPIRED AT THE TIME THE
ARPT TOWER CTLR HAD PASSED US OVER TO THE DEP CTLR. ADDITIONALLY,
THERE WAS MODERATE TURBULENCE ON THE DEP WHICH WAS IMC AND THE
CTLR REQUESTED THAT OUR XPONDER BE 'RECYCLED' AND THAT WE SQUAWK
'IDENT." THESE ACTIONS REQUIRED ME AS CO-PLT TO BE 'HEADS DOWN' IN THE
COCKPIT FOR A LONGER THAN USUAL PERIOD AS THE TURBULENCE MADE THESE
ACTIONS MORE DIFFICULT THAN USUAL. THE DEP CTLR QUESTIONED WHAT ALT
WE WERE CLBING TO AND INFORMED US THAT WE HAD NOT BEEN CLRED TO CLB.
THERE WERE NO APPARENT TFC CONFLICTS AND THE CTLR INSTRUCTED US TO
CONTINUE OUR CLB TO 8000 FT MSL WITH A R TURN 20 DEGS TO A HDG OF 300.
THE REMAINDER OF THE FLT WAS UNEVENTFUL AND THERE WAS NO INDICATION
FROM THE CTLR OF ANY TFC CONFLICT OR FURTHER ACTIONS TO BE TAKEN BY
HIM OR US. THERE ARE SEVERAL CONTRIBUTING FACTORS TO THIS ALT DEV.
HERE ARE SOME OF THE SIGNIFICANT ISSUES IN CHRONOLOGICAL ORDER: 1)
ACFT WITH NEARLY IDENTICAL CALL SIGNS DEPARTED FROM THE SAME RWY
IMMEDIATELY AFTER EACH OTHER, AND FLYING THE SAME SID. THIS CAN
OBVIOUSLY LEAD TO MISCOMMUNICATION BETWEEN CTLRS AND PLTS IN THE
RESPECTIVE ACFT AND REQUIRES SPECIAL ATTENTION REGARDING COM PROCS.
POSSIBLE SOLUTION: ALLOW A DEP OF A NON-COMPANY ACFT BETWEEN THE
TWO COMPANY ACFT WITH SIMILAR CALL SIGNS TO LESSEN THE CHANCE FOR
CONFUSION. 2) SIDS WITH SIGNIFICANT ALT, HDG, AND DISTANCE
CONSTRAINTS REQUIRE CLOSE ADHERENCE TO ALL STANDARD OPERATING
PROCS. THIS COUPLED WITH HIGH DENSITY TFC AT MANY OF THE ARPTS WHERE
WE OPERATE REQUIRES PLTS TO BE VIGILANT FOR ALL SEGMENTS OF THE ARPT
AND DEP REGIMES. OUR COMPANY DICTATES THAT THE CO-PLT MAKES ALL
CHANGES TO THE ALT ALERTER IN THE COCKPIT. THIS IS ESPECIALLY IMPORTANT
WHEN THE PF IS HAND FLYING THE ACFT. THIS ENSURES BOTH PLTS ARE AWARE



AND AGREE ON ANY ALT CHANGES AND HAVE AN OPPORTUNITY TO RESOLVE ANY
QUESTIONS REGARDING ALT ASSIGNMENT AND/OR CHANGES IN ALT. THE CAPT
DID NOT FOLLOW THESE PROCS AND I WAS TOO BUSY WITH MY HEAD DOWN TO
NOTICE UNTIL I FELT THE CONTINUED CLB FROM 2000 FT MSL AND SAW THAT
9000 FT HAD BEEN SET INTO THE ALT ALERTER. AUTOMATION CAN GREATLY
REDUCE THE WORKLOAD ON BOTH THE PF AND THE PNF IF IT IS USED
CORRECTLY. OUR COMPANY ENCOURAGES ITS USE. ITS USE HERE MIGHT HAVE
PREVENTED THE AGGRESSIVE CLB AND ALLOWED MORE TIME TO VERIFY THE ALT.
3) IMPROPER RADIO DISCIPLINE AND COCKPIT COM WAS A MAJOR FACTOR TO
THIS DEV. UPON MY SWITCHING FREQUENCIES FROM TWR TO DEP CTLRS, THE
CAPT HEARD THE TAIL END OF A CLRNC FOR A CLB FOR OUR COMPANY ACFT.
WHILE THE CTLR INSTRUCTED ME TO CHK OUR XPONDER, THE CAPT COMMENCED
A CLB AND DID NOT TELL DEP THAT HE WAS CLBING. HE DID NOT TELL ME HE
WAS CLBING. WHEN | REALIZED WE WERE CLBING AND SAW THAT THE ALT
ALERTER HAD BEEN CHANGED I ASKED HIM WHAT ALT WE HAD BEEN CLRED TO.
HE SAID 9000 FT. | ASKED IF HE WAS SURE. | CHKED WITH DEP AND PASSING
APPROX 3000 FT MSL TOLD THEM THAT WE WERE CLBING TO 9000 FT. AT THAT
TIME DEP INFORMED US THAT WE HAD NOT BEEN CLRED TO CLB. I TOLD THE
CAPT TO LEVEL OFF AND IMMEDIATELY AFTER THAT THE CTLR CONTINUED OUR
CLB TO 8000 FT. IN BUSY SITS ESPECIALLY IN THE TERMINAL AREA, ALWAYS
FOLLOW PROPER RADIO PROTOCOL. HAVE POSITIVE COM ESTABLISHED WITH
EACH CTLR AND MAKE SURE ALL CREW MEMBERS ARE IN AGREEMENT WITH WHAT
THOSE INSTRUCTIONS ARE.

Synopsis

GIV FLT CREW RPTS ALT DEV DEPARTING TEB AFTER CAPT COMPLIES WITH
CLRNC INTENDED FOR ANOTHER ACFT WITH SIMILAR SOUNDING CALL SIGN.



Time / Day

Date : 200802
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : SJC.Airport
State Reference : CA
Altitude.MSL.Single Value : 5500

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : NCT.TRACON
Operator.Common Carrier : Air Carrier

Make Model Name : Medium Large Transport
Operating Under FAR Part : Part 121
Navigation In Use.Other : FMS or FMC

Flight Phase.Climbout : Initial

Route In Use.Departure.SID : DANV

Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
Experience.Flight Time.Last 90 Days : 257
Experience.Flight Time.Type : 1300

ASRS Report : 775414

Person : 2

Affiliation.Company : Air Carrier
Function.Flight Crew : Captain
Function.Oversight : PIC
Experience.Flight Time.Last 90 Days : 238
ASRS Report : 775430

Person : 3

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Non Adherence : Clearance
Anomaly.Non Adherence : Published Procedure
Anomaly.Other Spatial Deviation

Independent Detector.Other.ControllerA : 3



Resolutory Action.Controller : Issued Advisory
Resolutory Action.Controller : Issued New Clearance

Assessments

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

Narrative

CAPT AND | ARRIVED EARLY TO GATE AND HAD PLENTY OF TIME TO COMPLETE
OUR DUTIES. I, FO HAD BEEN TO SJC SEVERAL TIMES BUT THIS WAS THE FIRST
TIME | WOULD BE DEPARTING RWY 12L WITH THE TYPICAL BEING RWY 30R. THE
EVENT STARTS WITH MYSELF OBTAINING THE PDC FROM SJC CLRNC FOR OUR FLT
TO OUR DEST. THE PDC CONTAINED A CHANGE IN OUR RTE FROM THE FILED RTE
WHICH WAS THE FIRST TIME | HAD SEEN THIS WHILE RECEIVING A PDC. OUR FLT
PLAN WAS A (SEE FILED RTE) TO (CITY) AND OUR RELEASE HAD US FILED
SJC.DANV2.LIN.PEONS.INSLO.DTA.J84.0BH ETC. THE PDC CONTAINED THE
FOLLOWING: -ALTAM7.LIN.PEONS.INSLO.DTA- I WAS NOT FAMILIAR WITH THIS
CHANGE FORMAT AND SUBSEQUENTLY ASKED THE CAPTAIN FOR HIS HELP. MY
INEXPERIENCE WITH DEPARTING RWY 12L ALSO PLAYED INTO MY ASKING FOR
ASSISTANCE. THE CAPT AND | DISCUSSED THE CLRNC AND ITS INTENT. I ASKED
IF WE SHOULD JUST CALL CLRNC BUT THEN WE REALIZED WE HAD THE
EXPLANATION ON OUR WX PACKAGE. THE CAPT READ THE EXAMPLE ON THE PAGE
AND | FOLLOWED ALONG FROM THE FO SEAT. WE BOTH THOUGHT THAT WE
UNDERSTOOD THE PDC AND SUBSEQUENTLY WENT WITH THE DANV2 AS OUR DEP
SID. NORMAL PUSH AND START AND TAXI TO RWY 12L. NORMAL DEP AND
CLBOUT. WE WERE BOTH UNSURE OF OUR EXACT ALT, BUT WE BELIEVE AT
APPROX 5000 FT TO 6000 FT DEP ASKED US IF WE 'WERE GOING TO MAKE THE
TURN." WE REPLIED THAT WE WERE ON THE DANV2 WHICH WAS A RADAR
VECTOR SID. CTLR ASKED US IF WE HAD RECEIVED THE ALTAM7 FROM CLRNC
WHICH AT THE TIME WE WERE SURE WE HAD INTERPRETED THE PDC AS THE
DANV2. DEP HAD US TURN TO 300 DEGS AND RESUME THE ALTAM7 DEP FROM
THAT POINT. THERE DID NOT SEEM TO BE ANY TFC SEPARATION ISSUES AND THE
CTLR SWITCHED US TO ANOTHER NORCAL DEP CTLR. NORMAL CLB FROM THIS
POINT ON. UPON LEVELING AT CRUISE WE BEGAN TO LOOK AT OUR CLRNC, THE
PDC MESSAGE AND AGAIN REVIEWED THE WX PACKAGE EXPLANATION OF PDC
RTE CHANGES. IT WAS DURING THIS REVIEW THAT WE REALIZED WE HAD ERRED
IN OUR UNDERSTANDING. WE HAD INDEED FLOWN THE WRONG SID AND HAD
COMPLIED WITH THE WRONG CLRNC. AFTER REVIEWING OUR PDC AND THE
EXAMPLE ON OUR WX PACKAGE THE PHRASEOLOGY IS CLR. HOWEVER, THE
MINUS SYMBOLS DID LEAD BOTH OF US TO THINK THAT THIS WAS THE CHANGED
RTE NOT THE NEW ROUTING TO FOLLOW. IN OUR MINDS THE NEW RTE WOULD
HAVE BEEN SURROUNDED BY THE PLUS SYMBOLS. BUT TO AN EVEN GREATER
DEGREE THAN UNDERSTANDING THE PDCS, A CALL TO CLRNC TO CLARIFY THE
RTE WOULD HAVE BEEN THE EASIEST AND BEST WAY TO VERIFY OUR RTE. MORE
DILIGENCE WILL BE MADE WHEN THE NEXT RTE CHANGED PDC IS RECEIVED.
SUPPLEMENTAL INFO FROM ACN 775430: MY ONLY SUGGESTIONS WOULD BE A
CLEARER FORMAT OF THE PDC. EITHER HAVE ONLY THE CLEARED ROUTING SHOW
UP IN THE PDC MESSAGE, OR CLEARER ANNOTATION FOR THE REVISED ROUTING,
SO THERE IS LESS OF A CHANCE THAT A CREW FLIES THE UNREVISED ROUTE.

Synopsis



CONFUSED BY THE EXISTENCE OF BOTH A FILED RTE THEY SHOULDN'T FLY AND
CLEARED RTE THEY SHOULD HAVE ON THEIR ACARS DELIVERED PDC, MLG FLT
CREW PICKS THE WRONG ONE AND HAS A TRACK DEV.



Time / Day

Date : 200712
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Navaid : POM.VORTAC
Altitude.AGL.Single Value : 12000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : SCT.TRACON
Operator.Common Carrier : Air Carrier
Make Model Name : B737-700

Operating Under FAR Part : Part 121

Flight Phase.Descent : Approach

Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
Experience.Flight Time.Last 90 Days : 185
Experience.Flight Time.Type : 185

ASRS Report : 766081

Person : 2

Affiliation.Company : Air Carrier
Function.Flight Crew : Captain
Function.Oversight : PIC
Experience.Flight Time.Last 90 Days : 186

Person : 3

Affiliation.Government : FAA
Function.Controller : Approach
Qualification.Controller : Radar

Events

Anomaly.Other Spatial Deviation

Independent Detector.Other.ControllerA : 3

Resolutory Action.Controller : Issued New Clearance

Resolutory Action.Flight Crew : Returned To Intended or Assigned Course

Assessments

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



Narrative

WE WERE APCHING LAX VIA THE SEAVU 1 ARR. INITIALLY, WE WERE CLRED TO
KONZL AT 17000 FT MSL, MAINTAIN 250 KTS. ONCE HANDED OVER TO SOCAL, WE
WERE CLRED TO 10000 FT MSL, MAINTAIN 250 KTS. APCHING SEAVU, WE WERE
GIVEN THE CLRNC TO DSND VIA THE SEAVU 1 ARR FOR RWY 24R. | WAS THE PLT
MONITORING AND READ BACK THE CLRNC. THE CAPT (PF) AND | BOTH WERE
CONFIDENT OUR CLRNC WAS FOR RWY 24R. AS WE PASSED LUVYN, ON OUR WAY
TO SHURL, SOCAL THEN ASKED IF WE HAD BEGUN OUR TURN FOR RWY 25R. |
REPLIED THAT WE WERE HEADED FOR RWY 24R. SOCAL THEN GAVE GUIDANCE
TO START OUR TURN FOR RWY 25R, CLRED ILS RWY 25R. THE CAPT IMMEDIATELY
CORRECTED WITH A L TURN. AT THIS POINT WE CHANGED FREQS TO ANOTHER
SOCAL FREQ. AS WE BEGAN TO GET STABILIZED ON THE RWY 25R LOC, SOCAL
ADVISED US, 'THIS WILL REALLY CONFUSE YOU NOW, WE ARE SWITCHING RWYS
ON YOU AGAIN, INTERCEPT THE LOC FOR RWY 25L, THE FREQ IS 109.9." WE WERE
ABLE TO INTERCEPT THE LOC, STABILIZE IN A TIMELY MANNER AND WERE
COMFORTABLY SET ON THE APCH WELL PRIOR TO THE FINAL APCH FIX. WE
CHKED IN WITH TWR AND WERE CLRED TO LAND RWY 25L. THE APCH AND LNDG
WERE UNEVENTFUL. THE RADIOS WERE VERY BUSY. RWYS WERE SWITCHED FOR
MULTIPLE FLTS ARRIVING INTO LAX. THERE WERE NUMEROUS "EDITORIAL
COMMENTS' REGARDING HOW BUSY THE CTLRS WERE WORKING ('TAKE THE
WEEK OFF WITH PAY") ETC. SOCAL SEEMED VERY COMFORTABLE WITH OUR
CHANGE FROM RWY 24R, TO RWY 25R, TO RWY 25L. WE QUICKLY AND
APPROPRIATELY RESPONDED TO ALL CLRNCS. THERE WERE NO TFC CALLS OR
TCAS CONCERNS, AND ALL RADIO PARTICIPANTS WERE CALM, COOL, AND
COLLECTED. THE REASON FOR THE SUBMISSION OF THIS RPT IS TO
COMMUNICATE OUR CONCERNS REGARDING MULTIPLE RWY CHANGES IN A
DYNAMIC CLASS B AIRSPACE. WITH SIMILAR SOUNDING RWYS, AIRCREWS AND
CTLRS MUST BE ESPECIALLY VIGILANT AND PROACTIVE, ENSURING ALL PARTIES
UNDERSTAND CLRNCS AND ARE PREPARED FOR LAST MINUTE CHANGES.

Synopsis

B737 FLT CREW RECEIVES MULTIPLE CHANGES TO RWY ASSIGNMENT DURING
SEAVU 1 INTO LAX, WHICH THE FLT CREW COMPLY WITH.



Time / Day

Date : 200712
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : ATL.Airport
State Reference : GA

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

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

Route In Use.Arrival.STAR : LA GRANGE

Person : 1

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

ASRS Report : 765547

Person : 2

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

ASRS Report : 765528

Person : 3

Affiliation.Government : FAA
Function.Controller : Radar

Events

Anomaly.Altitude Deviation : Crossing Restriction Not Met
Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Published Procedure
Independent Detector.Other.ControllerA : 3

Resolutory Action.Controller : Issued New Clearance
Consequence.FAA : Reviewed Incident With Flight Crew

Assessments



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

Situations
Chart.STAR : LA GRANGE
Narrative

I WAS THE NON FLYING PILOT. WE WERE ON THE LA GRANGE ARRIVAL INTO ATL.
WE THOUGHT WE WERE GIVEN A CROSSING RESTRICTION OF TIROE AT 12,000
FEET AND 250 KNOTS. THIS IS WHAT IS SHOWN TO EXPECT ON THE ARRIVAL
CHART. APPROACHING HONIE INTERSECTION THE CONTROLLER ASKED US IF WE
WERE GOING TO MAKE HONIE AT 12,000 FEET. HE ADVISED US THAT WE WERE
GIVEN HONIE AT 12,000 FEET AND 250 KNOTS. THE CONTROLLER THEN HANDED
US OFF TO ATL APPROACH. ATL APPROACH THEN GAVE US A CLEARANCE TO
DESCEND TO 12,000 FEET, WHICH WE COMPLIED WITH. BASED ON THE ARRIVAL
CHART, THE 'EXPECT' CLEARANCE IS TIROE AT 12,000 FEET. THIS WAS OUR
MINDSET APPROACHING ATL. THIS CROSSING POINT HAS BEEN CHANGED IN A
NOTAM BUT I HAVE BEEN GIVEN THE CROSSING RESTRICTION AT BOTH
INTERSECTIONS SEVERAL DIFFERENT TIMES. THIS NOTAM IS ALSO BURIED IN
THE MIDDLE OF ABOUT 3 PAGES OF VERY MEANINGLESS NOTAMS. A PERSONAL
PET PEEVE OF MINE HAS BEEN THE INORDINATE AMOUNT OF TRIVIAL NOTAMS WE
RECEIVE THAT ACTUALLY SURROUND THE VERY IMPORTANT ONES, SUCH AS NEW
CROSSING RESTRICTIONS AND RUNWAY CLOSURES. THIS NEW CROSSING
RESTRICTION SHOULD HAVE BEEN PUT INTO THE NEW CHART REVISION CYCLE
ABOUT 2 MONTHS AGO IF IT WAS INTENDED TO BE USED. PLEASE DO NOT PLAN
NEW CROSSING RESTRICTIONS AND/OR PUT THEM INTO USE UNTIL THEY ARE
POSTED IN THE CHARTS. THIS MAKES THINGS VERY CONFUSING WHEN A NEW
RESTRICTION IS BEING USED THAT CONFLICTS WITH THE CHART. SUPPLEMENTAL
INFO FROM RPTR ACN 765528: WE WERE GIVEN CROSS TIROE AT FL140. NEXT
WE WERE CLEARED DIRECT HONIE AND THE LGC ARRIVAL. AS WE CROSSED
HONIE THE CONTROLLER SAID SINCE YOU DID NOT MAKE HONIE AT FL140 CROSS
TIROE AT FL120. | REPLIED THAT WE WERE TO CROSS TIROE AT FL140 AND
WOULD EXPIDITE TO FL120. THE LGC ARRIVAL IN ATL STATES EXPECT TIROE AT
FL140 FOR WEST LANDINGS. CALLBACK CONVERSATION WITH RPTR 765547
REVEALED THE FOLLOWING INFO: THE CAPTAIN FELT THIS WAS PRIMARILY A
FAILED COMMUNICATION ISSUE. HE STATED THAT THE FLT CREW KNEW THERE
WAS A NOTAM BUT HAD FORGOTTEN TO PROGRAM THE FMC IN CONCERT WITH
THE NOTAM CHANGES. THE CAPTAIN ALSO STRESSED THE DIFFICULTY IN
RETRIEVING PERTINENT INFORMATION FROM THE VOLUMINOUS AND DATED
NOTAM PRESENTATION.

Synopsis

MISCOMMUNICATION AND UNFAMILIARITY WITH FDC NOTAMS FOR ATL RESULT
IN ALT DEV ON LA GRANGE STAR FOR ACR FLT CREW.



Time / Day

Date : 200711
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : LAX.Airport
State Reference : CA

Environment

Flight Conditions : IMC
Light : Daylight

Aircraft : 1

Controlling Facilities.Tower : LAX.Tower
Operator.Common Carrier : Air Carrier
Make Model Name : B717

Operating Under FAR Part : Part 121
Flight Phase.Landing : Roll

Person : 1

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

Experience.Flight Time.Last 90 Days : 210
Experience.Flight Time.Total : 9500
Experience.Flight Time.Type : 3500

ASRS Report : 760159

Person : 2

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

ASRS Report : 760164

Person : 3

Affiliation.Government : FAA
Function.Controller : Local

Events

Anomaly.Incursion : Runway

Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : FAR

Independent Detector.Other.ControllerA : 3

Resolutory Action.None Taken : Detected After The Fact



Consequence.FAA : Assigned Or Threatened Penalties
Consequence.FAA : Reviewed Incident With Flight Crew

Assessments

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

Narrative

APPROX 45 MINS PRIOR TO LNDG, THE FO INQUIRED ABOUT SPECIFIC ISSUES
RELATED TO LAX AS HE HAD NEVER OPERATED AT THAT ARPT. | BRIEFED HIM ON
ISSUES SUCH AS USUAL RWY ASSIGNMENT, VIGILANCE FOR HOLD SHORT
INSTRUCTIONS, ETC. | ALSO BRIEFED THE CIVET 5 ARR, WHAT TO EXPECT FOR
ALT CLRNC, AND HOW WE SHOULD MANAGE THE FCP. THE FO THEN BRIEFED THE
ILS RWY 24R, AS | HAD SET IT IN THE FMS PER THE LATEST INFO. | PRESET THE
SECONDARY FLT PLAN FOR RWY 25L AS BACKUP. PRIOR TO GRAMM INTXN, SOCAL
APCH CLRED US 'TO DSND VIA THE CIVET 5, EXPECT THE ILS 25L." | SET 7000 FT
IN THE ALT WINDOW OF THE FCP DUE TO THE ALT RESTR AT FUELR INTXN, AND
ACTIVATED THE SECONDARY FLT PLAN FOR RWY 25L. THE FO AND | VERIFIED THE
XING RESTRS ASSOCIATED WITH THE CIVET 5 ARR. BTWN EDDSO AND LUVYN
INTXNS, | HARD TUNED THE ILS TO RWY 25L FOR REF. PRIOR TO REACHING
FUELR INTXN, SOCAL APCH CLRED US FOR THE ILS RWY 25L. I SET 1900 FT IN
THE ALT WINDOW OF THE FCP, AND VERIFIED THE ENTRY WITH THE FO AS PER
THE GS INTERCEPTION ALT AT LIMMA INTXN. WE WERE ALSO ASSIGNED 200 KTS
BY SOCAL APCH. AFTER PASSING GAATE INTXN, SOCAL APCH INSTRUCTED US TO
MAINTAIN 3500 FT AND 'SET UP FOR THE ILS 25R." | RESET THE ALT WINDOW IN
THE FCP TO 3500 FT AND THE FO VERIFIED IT. | SELECTED THE ILS RWY 25R AND
INSERTED IT INTO THE FLT PLAN. DUE TO A WAYPOINT BEHIND THE ACFT POS,
THE ACFT STARTED A 30 DEG BANK L TURN. THE FO REALIZED THE DEV
IMMEDIATELY AND DISCONNECTED THE AUTOPLT TO MAINTAIN HDG AND ALT.
THE FO BRIEFED THE APCH AND NOTED THE CHANGE IN BARO SETTING, WHICH
WAS CHANGED ON BOTH FCP CTLS. WE ALSO OBSERVED SHELL, FOGLA, AND
GRIMY INTXN IN THE FMS. | SET 1900 FT IN THE ALT WINDOW OF THE FCP
AGAIN, AS THAT IS THE GS INTERCEPTION HT AT FOGLA INTXN FOR RWY 25R. IT
WAS VERIFIED BY THE FO. | ASSISTED THE FO IN LOSING ALT BY SETTING
APPROX -1000 FPM WITH THE SCROLL WHEEL. THE FO ASKED FOR CONFIGN OF
THE ACFT, AND | AGREED AND COMPLIED. CTLR STATED 'CLRED FOR THE APCH
AND CONTACT TWR." THE FO ASKED FOR, AND | SELECTED THE APCH-LAND
PUSHBUTTON ON THE FCP. THE LOC AND GS CAPTURED, AND WE COMPLETED THE
BEFORE LNDG CHKLIST. THE FO HAD THE ACFT STABILIZED IN AIRSPD, GS, AND
LOC BY 1900 FT. AS | CONTACTED THE TWR, | WAS STILL SETTING THE MISSED
APCH SETTING IN THE FCP. I READ BACK THE LNDG CLRNC, BUT WAS
CONCENTRATING ON THE FO HAND-FLYING AN ILS IN IMC CONDITIONS. AT 1000
FT, I CALLED AND VERIFIED MISSED APCH SET. AT 600 FT, | CALLED 'APCH
LIGHTS IN SIGHT," AND THE FO CALLED 'CONTINUING," AS HE LATER INDICATED
HE DID NOT HAVE THE APCH LIGHTING SYS IN SIGHT. THE 500 FT CALL WAS
NORMAL IN AIRSPD AND SINK RATE. THERE WERE NO OTHER CALLS FROM LAX
TWR FOR ENTIRETY OF THE APCH. SHORTLY AFTER THE 500 FT CALL, THE FO
CALLED THE RWY IN SIGHT AND, "TAKING OVER VISUALLY." | SILENTLY
RECONFIRMED BEING ON GS AND LOC, AND THE NEEDLES WERE CTRED. THE
AIRSPD WAS ON BUG. AFTER LNDG ROLLOUT, WE CLRED THE RWY TO THE R AND
HELD BEHIND AN AIRBUS 320. AS WE WERE GIVEN TAXI INSTRUCTIONS, THE
GND CTLR ASKED US TO CALL TWR FOR POSSIBLE PLTDEV. AFTER THE ACFT WAS



PARKED AT THE GATE AND APPROPRIATE CHKLISTS WERE COMPLETE, | CALLED
THE NUMBER AND TALKED TO A TWR CTLR WHO INFORMED ME THAT WE HAD
LANDED ON RWY 25L, WITH A LNDG CLRNC FOR RWY 25R. | EXPLAINED THE
POOR HANDLING BY SOCAL APCH CLOSE TO THE ARPT ENVIRONMENT, BUT HE
SIMPLY GAVE ME THE NUMBER TO SOCAL APCH. HE STATED THAT NO MEN,
EQUIP, OR OTHER ACFT WERE IN OR NEAR RWY 25L AND THAT IT WAS OPEN BUT
THAT HE WAS FILING A 'PRELIMINARY PLTDEV RPT' WITH THE LOS ANGELES
FSDO. THE EVENT OCCURRED DUE TO THE DISTRS OF CHANGING MULTIPLE
APCHS CLOSE TO THE ARPT, POOR CTLR HANDLING OF OUR ACFT, AND THE
FAILURE TO DECLINE A SUB-STANDARD CLRNC. WE WERE WELL AHEAD OF THE
ACFT UNTIL THE LATE CHANGE IN RWY ASSIGNMENT. THE CTLR FAILED TO
ANALYZE OUR POS IN RELATION TO THE RWY ENVIRONMENT, FAILED TO GIVE
VECTORS OR XREF INFO, SUCH AS 'X MI FROM THE XXX FIX." THE LAX TWR CTLR
FAILED TO MONITOR OUR PROGRESS WHILE WE WERE IN IMC CONDITIONS. |
FAILED TO MAINTAIN MAX SITUATIONAL AWARENESS, TO DECLINE A
SUBSTANDARD CLRNC, AND FAILED TO ASK FOR VECTORS BACK TO THE APCH.
AS FAR AS THE AUTOMATION, MY ONLY PRESUMPTIONS ARE THAT THE LOC FOR
RWY 25L WAS STILL CAPTURED, AND WE WERE DISTR BY THE ACFT DEV DUE TO
THE RWY CHANGE. ALSO, THE HARD TUNING OF THE RWY 25L LOC IN NAV-RAD
PAGE MAY HAVE HAD AN IMPACT. BEING MORE DEFENSIVE IN THE CARE OF THE
ACFT IN DIFFICULT ATC SITS WOULD RELIEVE THE CREW FROM RUSHING INTO A
SIT. SOCAL IS CONGESTED AIRSPACE, THEY USE NONSTANDARD PHRASEOLOGY,
AND REPOSITIONING ACFT FOR AN APCH CAUSES HUGE PROBS. LAX TWR CTLRS
SEEMED AS UNAWARE OF OUR SITUATIONAL AWARENESS AS WE WERE. THEY
ONLY SAID SOMETHING AFTER IT WAS ALL OVER. THERE WAS NEVER A QUERY OF
OUR POS, OR A GAR INSTRUCTION.

Synopsis

B717 FLT CREW LANDS 25L IN IMC AT LAX AFTER TWO RWY CHANGES WITH
CLEARANCE FOR ILS 25R.



Time / Day

Date : 200710
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : PRC.Airport
State Reference : AZ
Altitude.AGL.Single Value : 500

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.Tower : PRC.Tower
Operator.General Aviation : Personal

Make Model Name : Skyhawk 172/Cutlass 172
Operating Under FAR Part : Part 91

Flight Phase.Descent : Approach

Flight Phase.Landing : Roll

Person : 1

Affiliation.Government : FAA
Function.Controller : Local
Qualification.Controller : Non Radar
Experience.Controller.Non Radar : 10
Experience.Controller.Radar : 10
ASRS Report : 758814

Person : 2

Affiliation.Other : Personal
Function.Flight Crew : Single Pilot

Events

Anomaly.Other Anomaly.Other
Independent Detector.Other.ControllerA : 1
Resolutory Action.None Taken : Anomaly Accepted

Assessments

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

Narrative

I WAS WORKING THE LCL 1 POS ON RWY 21L WITH THE LCL 2 POS OPEN DURING
MODERATE TFC. | HAD ALREADY GIVEN A CESSNA ON L DOWNWIND A LNDG



CLRNC AND HAD SEVERAL OTHER ACFT IN THE PATTERN WHEN AN ACFT CALLED
FOR DEP. A SEMINOLE JUST CROSSED THE LNDG THRESHOLD AND | KNEW |
COULD GET THE DEP OUT IF I UTILIZED TIPH. THE LNDG CESSNA HAD ALREADY
TURNED BASE AND | INSTRUCTED HIM TO CANCEL LNDG CLRNC, CONTINUE L
BASE, TFC HOLDING IN POS. | INSTRUCTED THE DEP, TFC L BASE, RWY 21 POS
AND HOLD AND AS SOON AS THE PREVIOUS ARR EXITED THE RWY | GAVE THE
CESSNA THAT WAS IN POS TKOF CLRNC. | LOOKED OUT TO SEE THE CESSNA ON
BASE APPARENTLY OVERSHOOT FINAL AND ADVISED HIM AS SUCH. HE
RESPONDED THAT I INSTRUCTED HIM TO CONTINUE ON BASE. THE LCL 2 CTLR
HAD MANY ACFT IN THE PATTERN FOR RWY 21R AND | QUICKLY HAD THE CESSNA
TURN AWAY FROM THE ARPT AND ENTER A R DOWNWIND FOR RWY 21L. | COORD
WITH THE LCL 2 CTLR AND RE-SEQUENCED THE CESSNA INTO THE ARRS FOR
RWY 21L. AFTER THE CESSNA SAFELY LANDED, I BRIEFLY TOLD THE PLT THAT MY
INSTRUCTIONS WERE NOT CLR, THAT I WAS SORRY, AND | WILL CHANGE MY
PHRASEOLOGY FOR THAT SIT. THE PLT RESPONDED THAT HE WAS CONCERNED
ABOUT FLYING INTO THE R DOWNWIND TFC BUT WAS JUST FOLLOWING OUR
INSTRUCTIONS. | ADVISED HIM THAT HE SHOULD ALWAYS ASK FOR
CLARIFICATION IF THERE IS EVER ANYTHING THAT IS UNCLR OR THAT HE HAS A
CONCERN ABOUT. | BELIEVE THAT IF WE WERE STILL UTILIZING THE OLD TIPH
RULES THAT THIS INCIDENT NEVER WOULD HAVE HAPPENED. THE RIDICULOUS
REQUIREMENT THAT WE CAN ONLY PUT AN ACFT INTO POS WITH NO OTHER ACFT
CLRED, ESPECIALLY AT A VFR ARPT, DOES NOTHING TO ENSURE THAT THERE
WILL NOT BE A FLYOVER. EXTRA EYES IN THE CAB TO MONITOR THE TFC AND
WATCH FOR MISTAKES IS THE BEST ANSWER FOR PREVENTING INCURSIONS OR
ACCIDENTS. THE NEW TIPH RULES ACTUALLY RELAX THE REQUIREMENT TO HAVE
EXTRA STAFFING IN THE CAB WHEN USING TIPH. WE CAN NOW USE TIPH WHEN
THERE 1S NOBODY BEHIND US TO ASSIST. THE NEW RULES HAVE LED TO MANY
GAR'S BECAUSE THE CTLRS FORGET TO CLR THE ACFT ON FINAL TO LAND AFTER
UTILIZING TIPH TO GET A DEP OUT. THESE NEW TIPH PROCS ARE YET ANOTHER
EXAMPLE OF POOR PROCS DEVELOPED WITHOUT INPUT FROM THE CTLRS.

Synopsis

PRC TWR CTLR FAILED TO COMMUNICATE WITH TFC ON BASE, RESULTING IN
DIRECTED TURN AWAY FROM THE TFC PATTERN, TIPH PROCS CITED AS
CONTRIBUTORY.



Time / Day
Date : 200710

Local Time Of Day : 1201 To 1800

Place

Locale Reference.Navaid : HEC.VORTAC
State Reference : CA
Altitude.MSL.Single Value : 33000

Environment

Flight Conditions : VMC

Light : Daylight
Aircraft : 1

Controlling Facilities.ARTCC : ZLA.ARTCC

Operator.General Aviation : Corporate

Make Model Name : Learjet 60
Operating Under FAR Part : Part 91
Flight Phase.Descent : Intermediate Altitude

Aircraft : 2

Controlling Facilities.ARTCC : ZLA.ARTCC
Operator.Common Carrier : Air Carrier
Make Model Name : B757-200

Operating Under FAR Part : Part 121

Flight Phase.Climbout : Intermediate Altitude

Person : 1

Affiliation.Government : FAA
Function.Controller : Radar
Qualification.Controller : Radar
Experience.Controller.Radar : 22
ASRS Report : 758668

Person : 2

Affiliation.Company : Corporate
Function.Flight Crew : First Officer

Qualification.Pilot :
Qualification.Pilot :
Qualification.Pilot :
Qualification.Pilot :
Qualification.Pilot :

Qualification.Pilot

ATP

CFI
Commercial
Instrument
Multi Engine

: Private
Experience.Flight Time.Last 90 Days :

Experience.Flight Time.Total : 4500

100



Experience.Flight Time.Type : 500
ASRS Report : 758378

Events

Anomaly.Conflict : Airborne Less Severe
Anomaly.Non Adherence : Clearance

Independent Detector.ATC Equipment : Conflict Alert
Independent Detector.Aircraft Equipment : TCAS
Independent Detector.Other.ControllerA : 1
Independent Detector.Other.Flight CrewA : 2
Resolutory Action.Controller : Issued Alert
Resolutory Action.Controller : Issued New Clearance
Miss Distance.Horizontal : 36000

Assessments

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

Narrative

| HAD RECEIVED A BRIEFING TO TAKE THE SECTOR FROM THE PREVIOUS R-SIDE
CTLR. HE DSNDED ACFT X, AN LJ60, TO FL340. THE PLT CORRECTLY RESPONDED
TO THIS CLRNC. I THEN TOOK OVER THE SECTOR AND HAD ACFT Y, A B752
CLBING TO FL310. WHEN ACFT Y CROSSED THE SECTOR 38 BOUNDARY | CLBED
HIM TO FL330 AND THE PLT RESPONDED CORRECTLY. | THEN DSNDED ACFT Z
FROM FL310 TO FL240, CALLING THE ACFT 'ACFT Z," AND | HEARD THE PLT
RESPOND CORRECTLY. WHEN ACFT X AND ACFT Y WERE 20 MI APART | CALLED
THE TFC TO ACFT X AS A B757 CLBING TO FL330 AND TOLD HIM TO EXPECT
LOWER WHEN CLR. THE PLT SAID HE WAS LOOKING. | WAS ABOUT TO CALL THE
TFC TO ACFT Y WHEN | NOTICED ACFT X'S MODE C INDICATE FL335. | ASKED
ACFT X TO CONFIRM LEVEL AT FL340, BUT I FELT THAT THESE 2 ACFT COULD
COLLIDE AND WITHOUT WAITING FOR A RESPONSE | INSTRUCTED ACFT X TO
TURN 90 DEGS R IMMEDIATELY AND ACKNOWLEDGE WITH AN IDENT. IN THE
SAME BREATH | INSTRUCTED ACFT Y TO TURN 90 DEGS R IMMEDIATELY. WHEN 1
UN-KEYED | GOT A BLOCKED RESPONSE AND REPEATED THE CLRNC TO ACFT Y
AND THE PLT RESPONDED. WHEN THE ACFT WERE LATERALLY SEPARATED I
TURNED ACFT Y TO A 060 DEG HDG FOR ADDITIONAL TFC AND LATER CLRED HIM
TO INW. | CLRED ACFT X DIRECT HEC. | FELT THIS WAS A PLTDEV ON ACFT X'S
PART. THE PLT WAS INSTRUCTED TO CALL IN TO ZLA ON THE NEXT FREQ. IT
TOOK ABOUT 20 MINS TO RELIEVE ME FROM THE SECTOR AND AFTER | WAS
RELIEVED | TOOK A WALK AROUND THE FACILITY PARKING LOT TO WORK OUT
SOME OF THE ADRENALINE THAT WAS IN MY SYS. WHEN | RETURNED | WAS TOLD
BY THE OPS MGR THAT THEY HAD CONFIRMED THAT ACFT X WAS ASSIGNED AND
ACKNOWLEDGED FOR FL340 AND THAT THEY WERE FILING A PLTDEV AGAINST
THE PLT. | WOULD NEED TO WRITE A STATEMENT AND THE OM SET UP THE
FALCON SYS FOR REPLAY WITH AUDIO. THE OM ASKED IF | WOULD LIKE A UNION
REP AND | SAID AFFIRMATIVE AND WHILE WAITING FOR THE REP | PLAYED THE
FALCON DISPLAY. | THOUGHT | HEARD SOME NOISE AFTER ACFT Z RESPONDED
TO MY FL240 CLRNC AND | REPLAYED IT AGAIN AND TURNED UP THE VOLUME.
YOU CAN HEAR ACFT Z RESPONDING TO THE CLRNC AND IF YOU LISTEN
CAREFULLY THERE IS AN 'ACR X 240." THIS WAS OBVIOUSLY ACFT X RESPONDING
TO ACFT Z'S CLRNC. | ASKED THE OM TO LISTEN AND HE CONFIRMED WHAT |
HEARD ALTHOUGH HE WAS SURPRISED SINCE BOTH HE AND MY SUPVR LISTENED



TO THE FALCON AND NEITHER ONE HEARD ACFT X RESPONDING. SUBSEQUENTLY
OTHER MGRS HAVE LISTENED TO AUDIO AND THEY ALSO MISSED THIS
READBACK. THE OM ASKED ME NOT TO TAKE THIS PERSONALLY, BUT SINCE |
HAD MISSED THE READBACK IF A LOSS OF SEPARATION HAD OCCURRED I
WOULD BE RESPONSIBLE. THE PLTDEV WAS THEN CANCELED AND THE PLT WAS
INFORMED. THE OM SAID HE HAD A LONG DISCUSSION WITH THE PLT ABOUT THE
BAD READBACK SINCE ACFT Z AND ACFT X SOUND NOTHING ALIKE. I INFORMED
THE OM THAT I AM NOT CERTAIN THAT ACFT X'S BAD READBACK EVER MADE IT
THROUGH THE ELECTRONICS TO MY HEADSET. I NEVER LET NOISE, HETERODYNE,
OR GENERALLY POOR QUALITY READBACKS GO BY WITHOUT QUESTIONING THE
PLTS. AS A GENERAL OBSERVATION PLTS ARE BECOMING VERY LAID BACK LATELY
WITH THEIR RADIOS. | AM CONSTANTLY NEEDING TO REPEAT MYSELF AND
CORRECT READBACKS. THEY ARE VERY BAD WITH NOT USING THEIR CALL SIGNS
AND WITH MAKING UP THEIR OWN POOR PHRASEOLOGY. THERE NEEDS TO BE
SOME EMPHASIS PLACED ON GOOD RADIO COMS WITH THE PLT THROUGH THEIR
OPERATOR/OWNERS AND WITH THE FAA IN GENERAL. IF ACFT X HAD BEEN
PAYING ATTN THIS NMAC WOULD NEVER HAVE OCCURRED. SUPPLEMENTAL INFO
FROM ACN 758378: 1| WAS PF OF ACFT X. WE WERE DSNDING FROM FL400 AND
GIVEN INTERMEDIARY DSCNTS. TO THE BEST OF MY RECOLLECTION, THE LAST
CLRNC ATC GAVE US WAS TO DSND TO FL240. | HEARD THE PNF CONFIRM FL240
WITH ATC. FL240 WAS ROLLED INTO OUR ALT SELECTOR TO WHICH 1
REITERATED, 240, ALT SELECT. WE WERE ROUGHLY AT FL360 AT THAT POINT. I
SET UP THE VNAV IN ANTICIPATION OF DSNDING TO THE NEXT 12000 FT RESTR
AND NOTICED IT WOULD TAKE A 2000 FPM DSCNT TO COMPLY. AT ABOUT 33700
FT, ATC INFORMED US THAT OUR TFC WOULD STOP AT FL330 AND THAT WE
COULD EXPECT LOWER AFTER PASSING TFC. AT THAT MOMENT WE REALIZED
SOMETHING WAS WRONG. WE WERE CLOSING THE DISTANCE BTWN OUR TFC
AND DSNDING TO THEIR ALT. WE DISENGAGED THE AUTOPLT AND STARTED A R
TURN. JUST THEN, ATC COMMANDED A R 90 DEG TURN. TFC WAS GIVEN THE
SAME INSTRUCTION. WE GOT A TA ALERT IN THE TURN AND CONTINUED OUR
DSCNT TO INCREASE SEPARATION. AFTER WE WERE CLR OF THE CONFLICT, THE
CTLR GAVE US A CLRNC TO CLB BACK TO FL340 AND SHORTLY AFTER A DSCNT TO
FL280 DIRECT HEC. WE WERE GIVEN A NUMBER TO CONTACT ZLA UPON LNDG.
WE WERE TOLD THAT THE ZLA INVESTIGATION FOUND THAT WE REPLIED TO
ANOTHER CLRNC TO FL240 AND THEY DID NOT CATCH THE MISTAKE. THEY
ADVISED NO ACTION WOULD BE TAKEN.

Synopsis

ZLA CTLR DESCRIBED NEAR LOSS OF SEPARATION WHEN FLT CREW RESPONDED
TO WRONG ALT CLRNC, CTLR FAILED TO HEAR INCORRECT READBACK.



Time / Day

Date : 200709
Day : Sat
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Bound Lower : 1500
Altitude.MSL.Bound Upper : 1800

Environment

Flight Conditions : Marginal
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Corporate

Make Model Name : Citation V

Operating Under FAR Part : Part 91

Flight Phase.Climbout : Initial

Route In Use.Departure.SID : TEB

Person : 1

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

Experience.Flight Time.Last 90 Days : 110
Experience.Flight Time.Total : 5200
Experience.Flight Time.Type : 1100

ASRS Report : 754433

Person : 2

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Altitude Deviation : Crossing Restriction Not Met
Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : FAR

Anomaly.Non Adherence : Published Procedure

Independent Detector.Other.ControllerA : 2

Independent Detector.Other.Flight CrewA : 1

Resolutory Action.Controller : Issued Advisory



Resolutory Action.Flight Crew : Returned To Assigned Altitude
Consequence.FAA : Reviewed Incident With Flight Crew

Assessments

Problem Areas : ATC Human Performance
Problem Areas : Airspace Structure

Problem Areas : Chart Or Publication

Problem Areas : Flight Crew Human Performance

Narrative

WE DEPARTED TEB FROM RUNWAY 24 ON THE TEB 5 DEPARTURE TO PARKE
INTERSECTION. SHORTLY AFTER BEING HANDED OFF TO DEPARTURE AND
LEVELING AT 1500 FT MSL, WE WERE GIVEN A HEADING OF 280. | DID NOT HEAR
IT BUT APPARENTLY WE WERE TOLD TO MAINTAIN 1500 FT. BEING ON THE TEB 5,
I THOUGHT WE WERE ABLE TO CLIMB TO THE FINAL ALTITUDE ON THAT
PROCEDURE WHICH IS 2000 FT MSL. AFTER INITIATING A SLOW CLIMB FROM
1500 FT, WE QUERIED ATC ABOUT THE ALTITUDE ASSIGNMENT AND WERE TOLD
TO MAINTAIN 1500 FT. WE NEVER EVEN GOT TO 1800 FT BEFORE RETURNING TO
1500 FT. ATC ACTUALLY THEN CLEARED US TO 4000 FT BEFORE WE EVEN GOT
BACK TO 1500 FT. AS THERE WAS LITTLE TRAFFIC THAT DAY, THERE WAS NO
AIRCRAFT NEAR US AND ATC NEVER MENTIONED ANY TRAFFIC OR ALTITUDE
DEVIATION TO US. IT WAS HARD TO HEAR THE CONTROLLER AND THE WAY THE
TEB 5 IS DEPICTED, IT LOOKED LIKE WE WERE ALLOWED TO CLIMB TO 2000 FT
WHEN HE VECTORED US.

Synopsis

A CE560 FLT CREW ON THE TEB 5 WAS GIVEN AN EARLY HDG CHANGE TO 280
DEG AND WERE TOLD TO MAINTAIN 1500 FT. THE CREW EXPERIENCED AN
EXCURSION FROM ASSIGNED ALT AS THEY BEGAN A SLOW CLB WITHOUT CLRNC.



Time / Day
Date : 200709

Place

Locale Reference.ATC Facility : ZAN.ARTCC
State Reference : AK
Altitude.MSL.Single Value : 34000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.ARTCC : ZAN.ARTCC
Operator.Common Carrier : Air Carrier
Make Model Name : B737-400

Operating Under FAR Part : Part 121
Flight Phase.Cruise : Level

Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : Captain
Function.Oversight : PIC
Experience.Flight Time.Last 90 Days : 180
Experience.Flight Time.Type : 700

ASRS Report : 753886

Person : 2

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer

Person : 3

Affiliation.Government : FAA
Function.Controller : Radar
Qualification.Controller : Radar

Events

Anomaly.Altitude Deviation : Overshoot

Anomaly.Non Adherence : Clearance

Independent Detector.Other.ControllerA : 3

Independent Detector.Other.Flight CrewA : 1

Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments

Problem Areas : Flight Crew Human Performance



Narrative

WE WERE CLBING TO OUR ASSIGNED CRUISE ALT OF 34000 FT. WE GOT A CALL
AT APPROX 33000 FT. | LOOKED AT THE MESSAGE, THE AUTOPLT WAS ENGAGED
AND STARTED TO LEVEL THE PLANE OFF. THE FO WAS FLYING AND THE AUTOPLT
WAS ON HIS SIDE. | LOOKED AT THE MESSAGE WHEN | LOOKED AT THE
ALTIMETER, IT READ 34400 FT. | THEN ASKED THE FO WHAT HIS READ AND HE
SAID 34000 FT. AT THIS TIME ZAN ASKED US OUR ALT. HE SHOWED US 400 FT
HIGH. WE THEN REALIZED HIS ALTIMETER WAS STILL SET TO THE DEP ARPT. WE
DSNDED TO 34000 FT. WHEN NEAR AN ASSIGNED ALT WATCH THE LEVELOFF.
DON'T BOTH LOOK AT CDU. ALSO | WAS WEARING A STANDARD BOOM MIKE. FO
HAD ON A NOISE CANCELING, AND SOMETIMES WE MISCOMMUNICATED. SUCH
AS CLB CHK, 'ALTIMETERS 2992' WHICH WAS NOT CHKED. CALLBACK
CONVERSATION WITH RPTR REVEALED THE FOLLOWING INFO: THE REPORTER
STATED THAT THE FLT DID RECEIVE AN ACARS MSG JUST PRIOR TO LEVELOFF.
THE PNF'S ATTENTION WAS DIVERTED, CONFIDENT THAT THE PF WOULD LEVEL
THE ACFT, SINCE THE AUTOPILOT WAS ENGAGED. ALTHOUGH THE CLIMB CHECK
THROUGH TRANSITION ALT WAS THOUGHT TO HAVE BEEN COMPLETED, THE PF
WAS USING AN UNAPPROVED NOISE-CANCELING HEADSET, AND MAY NOT HAVE
HEARD THE CALLOUT. THE REPORTER IS CONCERNED THAT THE USE OF SUCH
HEADSETS IS CREATING CONFUSION AND INHIBITS EFFECTIVE COMMUNICATION.

Synopsis

B737-400 FLT CREW CLIMBED THROUGH ASSIGNED ALT. PF FAILED TO SET 29.92
DURING CLIMBOUT.



Time / Day

Date : 200708
Local Time Of Day : 1801 To 2400

Place

Locale Reference.Airport : PHL.Airport
State Reference : PA
Altitude.AGL.Single Value : O

Environment

Flight Conditions : VMC
Light : Night

Person : 1

Affiliation.Government : FAA
Function.Controller : Local
Qualification.Controller : Military
Qualification.Controller : Radar
Experience.Controller.Military : 10
Experience.Controller.Radar : 22
ASRS Report : 753385

Events

Anomaly.Other Anomaly.Other
Independent Detector.Other.ControllerA : 1
Resolutory Action.None Taken : Anomaly Accepted

Assessments
Problem Areas : FAA

Situations
ATC Facility.Procedure Or Policy : PHL.Tower

Narrative

I WAS ASSIGNED TO THE TWR. PHILADELPHIA TWR WAS LNDG RWY 9R AND
DEPARTING RWY 9L. DUE TO CONSTRUCTION ALL ACFT LNDG RWY 9R THAT EXIT
THE RWY PRIOR TO THE END MUST BE GIVEN EXTENSIVE TAXI INSTRUCTIONS.
THIS ADDITIONAL WORKLOAD PLACED ON THE LCL CTLR IS IN MY OPINION A
SAFETY HAZARD. THIS 1 PERSON MUST ISSUE PROGRESSIVE INSTRUCTIONS,
ENSURE AND WATCH EVERY ACFT TO MAKE SURE THEY READ BACK THE CORRECT
TAXI INSTRUCTIONS, TAXI CORRECTLY AND HOLD SHORT OF RWY 9L. THEY MUST
DO ALL OF THIS AND CONTINUE TO WORK ALL THE RWY 9R ARRS. THIS
WORKLOAD 1S JUST TOO MUCH FOR 1 PERSON. MY RECOMMENDATION TO
ALLEVIATE THIS WOULD BE TO HAVE FINAL CTL INCREASE SPACING BY 1 Ml,
THEREFORE EVERY ACFT COULD ROLL TO THE END AND TURN OFF AND HOLD
SHORT OF RWY 9L WITH VERY LITTLE ADDITIONAL PHRASEOLOGY.



Synopsis

PHL CTLR EXPRESSED CONCERN REGARDING INCREASED LCL CTL TAXI
WORKLOAD WHEN LNDG 9R AND DEP 9L DURING CURRENT CONSTRUCTION.



Time / Day

Date : 200709
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : ISP.Airport
State Reference : NY
Altitude.AGL.Single Value : O

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.Tower : ISP.Tower
Operator.General Aviation : Personal

Make Model Name : Skyhawk 172/Cutlass 172
Operating Under FAR Part : Part 91

Flight Phase.Ground : Takeoff Roll

Person : 1

Affiliation.Government : FAA
Function.Controller : Local
Experience.Controller.Limited Radar : 20

Experience.Controller.Time Certified In Position1 :
Experience.Controller.Time Certified In Position2 :

ASRS Report : 753124
Person : 2

Affiliation.Other : Personal
Function.Flight Crew : Single Pilot

Events

Anomaly.Non Adherence : Clearance
Anomaly.Non Adherence : Published Procedure
Independent Detector.Other.ControllerA : 1

Resolutory Action.Controller : Issued New Clearance

Assessments

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

Narrative

ACFT ON IFR FLT PLAN, PLT UNFAMILIAR WITH FIELD. PLT WAS INSTRUCTED TO
TAXI TO RWY 33L VIA TXWY C AND RWY 10. PLT CROSSED RWY 33L AND WAS



INSTRUCTED TO HOLD SHORT ON THE OTHER SIDE (RWY 28). PLT WAS CLRED
FOR TKOF ON RWY 33L, BUT DEPARTED RWY 28. | EXPECTED HIM TO DO SO, AND
GOT PERMISSION FROM GND CTL TO USE RWY 28. | COULD NOT INSTRUCT THE
ACFT TO TAXI INTO POS AND HOLD AS | WOULD HAVE LIKED, AS WE DID NOT
HAVE SUFFICIENT STAFFING TO USE TIPH. NO OTHER ACFT WERE INVOLVED, AND
NO PAPERWORK WAS FILED. PREVENTING THE PLT FROM XING THE RWY WHILE
TAXIING WOULD HAVE BEEN DIFFICULT, BUT IF | WERE ALLOWED TO USE TIPH,
THE ACFT WOULD HAVE DEPARTED THE CORRECT RWY.

Synopsis
ISP CTLR DESCRIBED WRONG RWY DEP, ALLEGING THAT TIPH RESTRICTIONS
WERE A CAUSAL FACTOR IN THIS PLTDEV.



Time / Day

Date : 200708
Local Time Of Day : 1201 To 1800

Place

State Reference : IA
Altitude.MSL.Single Value : 10500

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities. TRACON : DSM.TRACON
Operator.General Aviation : Personal

Make Model Name : Cessna Stationair/Turbo Stationair 6
Operating Under FAR Part : Part 91

Flight Phase.Descent : Vacating Altitude

Aircraft : 2

Controlling Facilities.TRACON : DSM.TRACON
Make Model Name : Cessna Citation Undifferentiated or Other Model

Person : 1

Affiliation.Other : Personal
Function.Flight Crew : Single Pilot
Qualification.Pilot : Commercial
Qualification.Pilot : Instrument
Qualification.Pilot : Multi Engine
Experience.Flight Time.Last 90 Days : 30
Experience.Flight Time.Total : 340
Experience.Flight Time.Type : 320

ASRS Report : 749180

Person : 2

Affiliation.Government : FAA
Function.Controller : Approach

Events

Anomaly.Conflict : Airborne Less Severe

Anomaly.Non Adherence : Required Legal Separation
Independent Detector.Other.ControllerA : 2

Resolutory Action.Controller : Issued Alert
Consequence.FAA : Reviewed Incident With Flight Crew

Assessments



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

Narrative

| HAD BEEN FLYING SKYDIVERS OVER THE WINTERSET ARPT. | HAD BEEN FLYING
ALL DAY LONG AND MADE SEVERAL JUMP RUNS. WHEN | WOULD TKOF EACH TIME
I WOULD CONTACT DES MOINES APCH AND TELL THEM I WAS JUST OFF
WINTERSET CLBING TO 10500 FT WITH JUMPERS. | HAD DONE THIS SEVERAL
TIMES THAT DAY. | WOULD CLB UP TO ALT STAYING WITHIN 5 NM OF THE ARPT. |
WOULD BE IN CONTACT WITH DES MOINES APCH THE WHOLE WAY TO ALT AND
ON THE WAY BACK DOWN. I ALSO STAY ON AND MONITOR THE LCL FREQ FOR
OTHER LCL TFC. I WOULD ANNOUNCE MY INTENTIONS ON THE LCL FREQ. THE
SITUATION STARTED WHEN | TOOK OFF. DES MOINES APCH CTL WAS VERY BUSY.
I WAS ABLE TO CONTACT DES MOINES APCH SHORTLY AFTER TKOF JUST LIKE I
HAD BEEN SEVERAL TIMES BEFORE THAT. THE CTLR SAID TO RPT 1 MIN TO
JUMPERS AWAY, | SAID ROGER RPT 1 MIN TO JUMPERS AWAY. THE AIRPLANE IS
EQUIPPED WITH A MODE C XPONDER AND I HAD THE SAME CODE ALL DAY. AT
THIS POINT NOTHING IS OUT OF THE ORDINARY. DES MOINES APCH CONTINUED
TO BE EXTREMELY BUSY. THERE WAS CONTINUOUS RADIO XMISSIONS FROM THE
CTLR AND CALLING ACFT AND IT WAS DIFFICULT FOR ANYONE TO GET ON THE
RADIO TO CALL DES MOINES APCH. IT CONTINUED TO BE VERY BUSY. | GOT TO
ALT 10500 FT WITHIN 2 NM OF THE WINTERSET ARPT. I WAS ABLE TO GET IN TO
DES MOINES APCH AND | RPTED 'I AM TURNING JUMP RUN, 1 MIN TO JUMP."' THE
CTLR SAID 'ROGER ACFT X" SO | CONTINUED. DES MOINES APCH IS STILL VERY
BUSY AT THIS POINT. ABOUT A MIN LATER THE JUMPERS LEFT THE PLANE, | WAS
ABLE TO GET IN ON DES MOINES APCH AND ANNOUNCED JUMPERS AWAY OVER
WINTERSET. | DID NOT HEAR A RESPONSE FROM THE CTLR. AT THIS POINT | AM
WITHIN 3 NM FROM THE ARPT. | CALL BACK AND RPT JUMPERS AWAY AND
STARTING TO DSND. | THOUGHT THE CTLR SAID ROGER, SO | CONTINUED TO
DSND. THE RADIOS ARE STILL VERY BUSY AT THIS POINT. I AM ABOUT 10000 FT
AND THE CTLR COMES BACK AND | THOUGHT HE SAID STAY AT OR BELOW 11000
FT. 1 SAID ROGER THAT I AM AT 10000 FT. THE CTLR COME BACK 'NO! TFC A
CITATION 12 O'CLOCK 1 MI 10000 FT. | WANTED YOU ABOVE 11000. ACFT X
SQUAWK VFR FREQ CHANGE APPROVED, DON'T CALL ME BACK THE REST OF THE
DAY.' THE RADIOS ARE STILL VERY BUSY AND | REPLIED ROGER GOING VFR. | AM
STILL ABOUT 4 NM N OF THE ARPT STARTING TO TURN BACK INBOUND AND
CONTINUE TO DSND AND LAND. I NEVER SAW THE OTHER TFC. | DID NOT MAKE
EVASIVE ACTION. | WAS COMMUNICATING WITH DES MOINES APCH LIKE |
ALWAYS DO. | WAS WITHIN 5 NM OF THE ARPT LIKE USUAL. DES MOINES APCH
WAS VERY BUSY AT THE TIME AND | THINK IT WAS JUST A MISCOM BTWN THE
CTLR AND ME. I AM ASSUMING THAT THE CITATION WAS ON AN IFR FLT PLAN
AND WAS TALKING TO DES MOINES. | DON'T KNOW WHY THE CTLR WOULD HAVE
ROUTED HIM THAT CLOSE TO WINTERSET WITH JUMPERS IN THE AIR. | DON'T
KNOW IF THE CITATION HAD TCAS OR IF HE SAW ME OR IF HE MADE EVASIVE
ACTION. THE CTLR CALLED THE ARPT MGR LOOKING FOR ME. | CALLED HIM BACK
ON HIS PERSONAL CELL PHONE. HE APOLOGIZED AND SAID HE WAS
UNPROFESSIONAL AND WE DISCUSSED THE SITUATION AND CONCLUDED IT WAS
A MISCOM. HE SAID HE WAS VERY BUSY. HE ALSO SAID THE SITUATION SET OFF
AN ALARM.

Synopsis



CONFLICT DEVELOPS BETWEEN SKY DIVER JUMP PLANE AND IFR CITATION WHEN
AN UNEXPECTED DESCENT IS INITIATED BY JUMP ACFT.



Time / Day

Date : 200706
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Navaid : VUZ.VORTAC
State Reference : AL
Altitude.MSL.Single Value : 32000

Environment

Flight Conditions : IMC

Weather Elements : Rain

Weather Elements : Thunderstorm
Light : Daylight

Aircraft : 1

Controlling Facilities.ARTCC : ZTL.ARTCC
Operator.Common Carrier : Air Carrier
Make Model Name : A320

Operating Under FAR Part : Part 121
Flight Phase.Cruise : Level

Aircraft : 2

Controlling Facilities.ARTCC : ZTL.ARTCC
Operator.Common Carrier : Air Carrier
Make Model Name : A321

Operating Under FAR Part : Part 121
Flight Phase.Cruise : Level

Person : 1

Affiliation.Government : FAA
Function.Controller : Radar
Qualification.Controller : Developmental
Experience.Controller.Limited Radar : 0.01
Experience.Flight Time.Total : 500

ASRS Report : 748855

Person : 2

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

Person : 3

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



Events

Anomaly.Conflict : Airborne Critical

Anomaly.Non Adherence : Required Legal Separation
Independent Detector.ATC Equipment : Conflict Alert
Independent Detector.Aircraft Equipment : TCAS
Independent Detector.Other.ControllerA : 1
Resolutory Action.Controller : Issued Alert
Resolutory Action.Controller : Issued New Clearance
Resolutory Action.Flight Crew : Took Evasive Action
Consequence.FAA : Investigated

Miss Distance.Vertical : 600

Assessments

Problem Areas : ATC Human Performance
Problem Areas : Aircraft
Problem Areas : FAA

Narrative

ACFT X CALLED AND ASKED TO DEVIATE L OF COURSE 3 TIMES, 2 OF WHICH
WERE BLOCKED BY OTHER ACFT CALLING AT THE SAME TIME. ON THE THIRD
CALL, WHEN 1 FINALLY HEARD HIM, I APPROVED A L DEV TO GO TO THE N SIDE
OF A DEPICTED CELL, AND THEN DIRECT TO ATL WHEN ABLE. MY PLAN HERE WAS
TO HAVE ACFT X NOW PASS ON THE N SIDE OF ACFT Y AND KEEP MY LATERAL
SEPARATION IN THAT WAY. ABOUT 6 SECONDS ALTER, I NOTICED THAT ACFT X
WAS ONLY GOING TO SKIRT THE EDGES OF THE DEPICTED WX, AND NOT FOLLOW
THE SAME PATH AS THE OTHER ACFT FLYING THROUGH THERE, AND WAS NOW
GOING TO BE IN MORE OF A CONFLICT WITH ACFT Y (ABOUT THIS TIME A
TRACKER PLUGGED IN AND BEGAN MONITORING THE SITUATION). AT THIS TIME,
| STOPPED ACFT X AND ASSIGNED HIM PRESENT HDG, THINKING | STILL HAD
LATERAL WITH THE OTHER ACFT Y. NOW, MY ATTN WAS DIVERTED TO THE CLOSE
PROX OF ACFT Z AND THE OVERFLT OF SQS AT FL340 FROM THE NORTHERN
SECTOR. AFTER SEVERAL MINS OF NEGOTIATING WITH THE PLTS, | WAS ABLE TO
RESOLVE THE SITUATION. AT THE SAME TIME THIS WAS HAPPENING, AN ACFT
NEAR RMG VORTAC WAS HOPING TO CLB AND DEVIATE TOWARD ATL -- WHICH
TOOK BOTH MY ATTN AND THE D-SIDE'S ATTN. | THEN LOOKED BACK AT THE
ACFT X AND ACFT Y SITUATION AND ANALYZED THAT. IT WAS APPARENT NOW
THAT THE PH WAS NOT GOING TO WORK, SO I ISSUED A 20 DEG R TURN TO ACFT
Y, TO WHICH HE RESPONDED AND ACCEPTED. | THEN TURNED ACFT X AN
ADDITIONAL 15 DEGS R, TO WHICH HE ACCEPTED AND TURNED. NOTICING THAT
THE ACFT Y HAD NOT BEGAN HIS TURN, | ISSUED AN ADDITIONAL 20 DEGS R
(TOTAL OF 40 DEGS) TO THE ACFT (41 SECONDS AFTER THE INITIAL VECTOR
WAS ISSUED), TO WHICH HE ACCEPTED. I THEN RETURNED TO ACFT X AND TOLD
HIM TO FLY A HDG OF 180 DEGS FOR TFC, TO WHICH HE RESPONDED, 'ROGER,
WE ARE TURNING R, RESPONDING TO AN RA." | ACKNOWLEDGED THAT, AND
TOLD HIM TO FLY A HDG OF 180 DEGS WHEN HE WAS FINISHED WITH HIS RA. AT
THIS POINT, THE ACFT WERE ABOUT 5.2 MI APART FROM ONE ANOTHER,
DIVERGING BY APPROX 130 DEGS. AS THE 2 ACFT CONTINUED THEIR TURNS,
ACFT Y SNUCK INSIDE THE 5 MI HALO OF ACFT X AND ACFT Y BEGAN A CLB. A
SECOND OR TWO LATER, ACFT X ADVISED THAT HE WAS CLBING TO FL330 IN
RESPONSE TO THE RA HE RECEIVED. | IMMEDIATELY TOLD HIM, 'ROGER, TFC
IMMEDIATELY OVERHEAD AT FL330 (AN ACR ACFT), DSND AND MAINTAIN FL320
ASAP." HE ACKNOWLEDGED AND BEGAN HIS DSCNT BACK TO FL320. EVEN



THOUGH THERE WAS AN FL340 OVERFLT ON TOP OF THE FL330 OVERFLT,
NEITHER OF THOSE ACFT RESPONDED TO ANY RA, THANKFULLY, AND CONTINUED
THEIR FLTS. IN SHORT, THE TCAS SHOULD HAVE TOLD THE ACFT X TO DSND TO
FL310, WHICH, UPON REVIEW, WAS OPEN AND AVAILABLE. INSTEAD, IT
INSTRUCTED THE PLT TO CLB DIRECTLY INTO ANOTHER ACFT (THE WORST AND
MOST UNSAFE OPTION AVAILABLE). FOLLOWING AIRLINE SOP'S, THE PLT
RESPONDED TO THE RA ADVISORY, AND TO THE INSTRUCTIONS THAT HE WAS
GIVEN BY ME. ACFT X AND ACFT Y WERE 4.7 MI AND AN ADDITIONAL 400 FT
LATERALLY SEPARATED AT THE SAME ALT AND ACFT X AND ACFT Z WERE 1.2 Ml
LATERALLY AND 600 FT VERTICALLY SEPARATED.

Synopsis

ZTL CTLR DESCRIBED TCAS RA AT FL320, RESULTING IN CONFLICT WITH THIRD
ACFT, CTLR QUESTIONING TCAS RA INSTRUCTIONS.



Time / Day

Date : 200708
Day : Fri
Local Time Of Day : 1801 To 2400

Place

Locale Reference.Airport : HPN.Airport
State Reference : NY
Altitude.AGL.Single Value : 200

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.Tower : HPN.Tower
Operator.General Aviation : Corporate
Make Model Name : Gulfstream V
Operating Under FAR Part : Part 91
Flight Phase.Descent : Approach

Flight Phase.Landing : Go Around

Aircraft : 2

Controlling Facilities.Tower : HPN.Tower

Operator.Common Carrier : Air Carrier

Make Model Name : BAe 146 Undifferentiated or Other Model
Operating Under FAR Part : Part 121

Flight Phase.Ground : Taxi

Person : 1

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

Qualification.Pilot : CFI

Experience.Flight Time.Last 90 Days : 116
Experience.Flight Time.Total : 6520
Experience.Flight Time.Type : 810

ASRS Report : 748441

Person : 2

Affiliation.Government : FAA
Function.Controller : Local
Qualification.Controller : Non Radar

Events



Anomaly.Conflict : Ground Critical
Anomaly.Incursion : Runway

Independent Detector.Other.Flight CrewA : 1
Resolutory Action.Flight Crew : Executed Go Around
Resolutory Action.Flight Crew : Took Evasive Action
Miss Distance.Horizontal : 3000

Miss Distance.Vertical : 500

Assessments

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

Narrative

SHORT FINAL TO RWY 16 AT HPN. CAPT WAS PM FROM R SEAT. CAPT-QUALIFIED
FO WAS PF FROM L SEAT. CAPT CONFIRMED LNDG CLRNC AT 700 FT AGL. AT 200
FT AGL AN AVRO RJ CROSSED THE RWY AT TXWY F. CREW SAW ACFT ENTER THE
RWY SAFETY AREA AND WAS ABOUT TO INITIATE A GAR WHEN THE TWR
ORDERED ONE. IT IS THE RECOLLECTION OF BOTH MYSELF AND THE FO THAT THE
RJ WAS STOPPED AT THE HOLD SHORT LINE AND THEN BEGAN TO CROSS THE
RWY. WE ASSUME THAT A MISCOM OCCURRED BTWN THE LCL AND GND CTLR.
TWR CTLR APOLOGIZED PRIOR TO SWITCHING US TO DEP. HPN HAS A BUSY MIX
OF CPR, AIRLINE AND GA ACTIVITY. ADDITIONALLY, LAHSO WAS IN EFFECT FOR
ACFT LNDG RWY 11. WE ARE ALWAYS PREPARED FOR A GAR AT HPN IN THESE
CONDITIONS.

Synopsis

GULFSTREAM 5 WAS ESTABLISHED SHORT FINAL WHEN AN ACFT CROSSED THE
RWY MIDFIELD. FLT CREW EXECUTED GO-AROUND.



Time / Day

Date : 200707
Day : Wed
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : SLC.Airport
State Reference : UT
Altitude.MSL.Single Value : 9000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities. TRACON : S56.TRACON
Operator.General Aviation : Corporate
Make Model Name : Citation Excel
Operating Under FAR Part : Part 91

Flight Phase.Descent : Approach

Route In Use.Approach : Visual

Aircraft : 2

Controlling Facilities. TRACON : S56.TRACON
Operator.Common Carrier : Air Carrier

Make Model Name : Brasilia EMB-120 All Series
Operating Under FAR Part : Part 121

Flight Phase.Descent : Approach

Person : 1

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

Experience.Flight Time.Last 90 Days : 125
Experience.Flight Time.Total : 12000
Experience.Flight Time.Type : 395

ASRS Report : 746053

Person : 2

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

Experience.Flight Time.Last 90 Days : 110
Experience.Flight Time.Total : 18000



Experience.Flight Time.Type : 1200
ASRS Report : 746054

Person : 3

Affiliation.Government : FAA
Function.Controller : Approach

Events

Anomaly.Conflict : Airborne Less Severe
Anomaly.Non Adherence : Clearance
Anomaly.Other Spatial Deviation

Independent Detector.Other.ControllerA : 3
Resolutory Action.Controller : Issued New Clearance

Assessments

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

Narrative

WE WERE ON APCH TO SLC. APCH CTLR ISSUED A CLRNC TO TURN TO A HEADING
OF 120 DEGS ADVISE ARPT IN SIGHT FOR THE VISUAL APCH TO RWY 17. WE
ADVISED ARPT IN SIGHT. HE RESPONDED MAINTAIN VISUAL SEPARATION FROM
AN E120 CLRED FOR THE VISUAL. SO WE DESCENDED AND STARTED TURNING TO
RWY 17 WHILE DESCENDING FOR THE ARPT. REACHING 8000 FT THE CTLR
ISSUED TURN R IMMEDIATELY TO A HEADING OF 180 DEGS FOR RWY 16R. WE
THEN ASKED WHAT ALTITUDE HE NEEDED. CLEARLY THERE WAS A MISCOM. HE
THEN CLEARED US FOR THE VISUAL APCH TO RWY 16R AND STATED NO
WORRIES, ALTITUDE YOUR DISCRETION.

Synopsis

C560XL FLT CREW RPTS MISUNDERSTANDING AND/OR CONFLICT WITH ANOTHER
ACFT DURING VISUAL APCH TO RWY 17 AT SLC.



Time / Day

Date : 200705
Day : Thu
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : LAX.Airport
State Reference : CA
Altitude.MSL.Single Value : 12000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : SCT.TRACON
Operator.Common Carrier : Air Carrier

Make Model Name : B767-300 and 300 ER
Operating Under FAR Part : Part 121

Navigation In Use.ILS.Localizer & Glide Slope : 24R
Flight Phase.Descent : Approach

Route In Use.Arrival.STAR : CIVET

Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
ASRS Report : 741162

Person : 2

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

ASRS Report : 741163

Person : 3

Affiliation.Government : FAA
Function.Controller : Approach

Events

Anomaly.Non Adherence : Clearance
Anomaly.Non Adherence : Published Procedure
Anomaly.Other Spatial Deviation

Independent Detector.Other.ControllerA : 3
Independent Detector.Other.Flight CrewA : 1
Independent Detector.Other.Flight CrewB : 2



Resolutory Action.Controller : Issued New Clearance
Resolutory Action.Flight Crew : Returned To Intended or Assigned Course

Assessments

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

Narrative

APCHING GRAMM INTXN, WE WERE CLRED TO DSND VIA THE CIVET 5 ARR, RWY
25L. AFTER PASSING RUSTT INTXN, THE CTLR QUERIED US IF OUR NAV SYSTEM
WAS HAVING PROBS TRACKING RWY 24R APCH. | REPLIED WITH OUR CLRNC FOR
RWY 25L. THE CTLR REPLIED WITH INSTRUCTIONS TO INTERCEPT THE RWY 24R
LOC AND WE COMPLIED. WE LANDED RWY 24R UNEVENTFULLY.

Synopsis

DIFFERENCE OF OPINION ON WHICH RWY WAS ASSIGNED FOR AN ARR AT LAX.



Time / Day

Date : 200706
Day : Fri
Local Time Of Day : 1201 To 1800

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Single Value : 1500

Environment

Flight Conditions : VMC
Light : Night

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Personal

Make Model Name : Citation X

Operating Under FAR Part : Part 91

Flight Phase.Climbout : Initial

Route In Use.Departure.SID : TEB 5

Person : 1

Affiliation.Other : Personal

Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP

Experience.Flight Time.Last 90 Days : 120
Experience.Flight Time.Total : 10000
Experience.Flight Time.Type : 2500

ASRS Report : 740862

Person : 2

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Published Procedure

Anomaly.Other Spatial Deviation

Independent Detector.Other.ControllerA : 2

Independent Detector.Other.Flight CrewA : 1

Resolutory Action.Controller : Issued Advisory

Resolutory Action.Flight Crew : Returned To Intended or Assigned Course

Assessments



Problem Areas : ATC Human Performance
Problem Areas : Airspace Structure

Problem Areas : Chart Or Publication

Problem Areas : Flight Crew Human Performance

Narrative

WE BRIEFED THE DEP AND HAD 1500 FT SET IN THE ALT ALERTER FOR THE TEB 5
DEP FROM RWY 24 IN TEB. THE CLRNC LIMIT FOR THIS DEP IS 2000 FT AFTER
PASSING 4.5 DME FROM TEB. WHEN TEB TWR SWITCHED US OVER TO NY DEP,
WE CHKED ON 'PASSING 1200 FT FOR 2000 FT," AS THE CLRNC LIMIT STATED,
HOWEVER, WE WERE GOING TO LEVEL OFF AT 1500 FT UNTIL THE 4.5 DME
POINT. THE NY DEP CTLR, BELIEVING WE WERE CLBING TO 2000 FT, QUICKLY
CORRECTED US BY INDICATING THAT WE SHOULD ONLY CLB TO 1500 FT UNTIL
PASSING THE 4.5 DME POINT AND THEN HE BEGAN TO READ TO US THE ENTIRE
TEXTUAL PROC FOR THE DEP OVER THE RADIO. DURING THIS LONG AND
AGITATED SOUNDING DISSERTATION, I LEVELED OFF AT 1500 FT BUT DID NOT
INITIATE THE REQUIRED TURN TO 280 DEGS AS SOON AS | REACHED 1500 FT.
INSTEAD | REMEMBERED THE TURN AFTER THE CTLR FINISHED HIS
DISSERTATION AT APPROX 4.0 DME FROM TEB. AT THIS POINT THE CTLR
NOTICED THE DELAY IN THE TURN AND ASKED US OUR HEADING. MY FO SAID WE
WERE IN THE TURN TO 280 DEGS, TO WHICH WE GOT ANOTHER COMPLETE
REREAD OF THE DEP PROC, ALONG WITH A STERN REMARK ADVISING US TO SIT
DOWN AND LEARN THE PROC BEFORE OUR NEXT VISIT TO TEB. | BELIEVE THIS
CHAIN OF EVENTS BEGAN WITH A PHRASEOLOGY AMBIGUITY BETWEEN WHAT WE
WERE CLBING TO AND WHAT WE WERE CLRED TO IN THE ATC CLRNC. THE CTLR,
EXPECTING AN ERROR, PICKED THE WRONG TIME TO DISTRACT ME FROM MY
DUTIES WITH HIS LONG WINDED, EDUCATIONAL SPEECH WHICH CAUSED ME TO
FORGET THE TURN TO 280 DEGS. IF OUR DEP FROM THE SID PUT US IN HARM'S
WAY, A CLRNC COMMAND SHOULD HAVE BEEN ISSUED TO KEEP US SAFE. NOT A
LENGTHY LECTURE WHICH SHOULD HAVE BEEN HELD UNTIL WE REACHED A SAFE
ALT. THIS FLT DEPARTED AFTER 7.5 HOURS OF DUTY AND LATE AT NIGHT, WHICH
MAY ALSO HAVE CONTRIBUTED TO THE HEADING DEV. THE TEB 5 DEP IS A LITTLE
AMBIGUOUS WHEN CHKING ON WITH DEP. IF THEY ARE EXPECTING US TO CHK IN
STATING WE ARE CLBING TO 1500 FT INSTEAD OF 2000 FT, THEN A NOTE
SHOULD BE ADDED TO THE SID OR THE PROC CHANGED.

Synopsis

CE750 FLT CREW MAKES IMPROPER INITIAL CONTACT WITH N90 WITH THE CTLR
READING THE TEB 5 OVER THE RADIO, CAUSING THE RPTR TO MISS THE TURN TO
280 DEGS AT 1500 FT.



Time / Day

Date : 200706
Day : Tue
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : DFW.Airport
State Reference : TX

Person : 1

Affiliation.Government : FAA
Function.Controller : Radar
Qualification.Controller : Radar
Experience.Controller.Radar : 19.4
ASRS Report : 740766

Events

Anomaly.Other Anomaly.Other
Independent Detector.Other.ControllerA : 1
Resolutory Action.None Taken : Anomaly Accepted

Assessments
Problem Areas : FAA

Situations
Chart.SID : TRISS

Narrative

THE ATC SYS USES A VARIETY OF SID, WHICH CARRY A NAME AND NUMBER
DESIGNATOR, SUCH AS DALL8 AND HUBBS. 4 OF THE SIDS FROM THE DFW AREA
ARE: NOBLY2, TRISS2, SOLDO2, CLARE2. WE RECENTLY HAD A PLT CLRED 'TRISS
2 TXK." THE PLT QUESTIONED THIS CLRNC BY SAYING 'VERIFY TRISS DIRECT TO
TXK." THE CONFUSION IS OVER 'TWO' VERSUS 'TO." WE HAVE HAD NUMEROUS
PLTDEVS ASSOCIATED WITH THESE RNAV DEPS, AND | WONDER IF THE DISTR
BTWN 'TO" AND "TWO' COULD BE THE CAUSE. | ALSO WONDER HOW MANY OTHER
SITUATIONS AROUND THE COUNTRY HAVE OCCURRED BECAUSE OF THIS
CONFUSION, AND WHETHER ELIMINATING THE NUMBER 'TWO' FROM SID AND
STAR NUMBERING COULD RESOLVE THAT CONFUSION.

Synopsis

ZFW CTLR EXPRESSED CONCERN REGARDING SID NAMES/NUMBERS POSSIBLY
CAUSING CONFUSION BETWEEN THE NUMBER TWO AND ROUTING TO.



Time / Day

Date : 200706
Day : Tue
Local Time Of Day : 0001 To 0600

Place

Locale Reference.Airport : SBKP.Airport
State Reference : FO
Altitude.MSL.Single Value : 7000

Environment

Flight Conditions : VMC
Light : Night

Aircraft : 1

Controlling Facilities.TRACON : SBGR.TRACON
Operator.Common Carrier : Air Carrier

Make Model Name : B767-300 and 300 ER
Operating Under FAR Part : Part 121

Flight Phase.Climbout : Initial

Route In Use.Departure.SID : AGLO

Person : 1

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

ASRS Report : 740740

Person : 2

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer

Person : 3

Affiliation.Government : Foreign
Function.Controller : Departure

Events

Anomaly.Non Adherence.Other
Independent Detector.Other.Flight CrewA : 1
Resolutory Action.Controller : Issued New Clearance

Assessments
Problem Areas : ATC Human Performance

Narrative



WHILE ON THE GROUND IN CAMPINAS, WE WERE CLRED FOR THE FILED (AND
NORMAL) AGLO DEP BETEL TRANSITION MAINTAIN FLO70 CALL SAO PAULO DEP
LEAVING 6000 FT (TRANSITION ALTITUDE 6000 FT). OUT OF 6000 FT THE
COPILOT CALLED SAO PAULO (FREQUENCY 120.25) AND REQUESTED HIGHER ALT.
SAO PAULO RESPONDED, 'CLEARED TO PUBLISHED ALT.' NOT SURE OF THE
MEANING OF THIS RESPONSE, A RESPONSE | HAD NEVER HEARD BEFORE, |
ASKED THE COPILOT TO AGAIN ASK FOR A HIGHER ALT. AGAIN THE DEP CTLR
SAID, 'CLEARED TO PUBLISHED ALTITUDE." | LEVELED THE AIRPLANE AT FLO70
AND ASKED THE COPILOT IF HE KNEW WHAT THE CTLR WAS TALKING ABOUT. HE
SAID HE HAD NO IDEA AND THAT HE HAD NEVER HEARD SUCH A THING BEFORE.
TWO MORE REQUESTS LEFT US WITH THE SAME PROBLEM AND STILL AT FLO70 AS
THIS WAS THE LAST ALT WE HAD BEEN CLRED TO AND UNDERSTOOD. WE
ENGAGED THE AUTOPILOT AND | ASSUMED THE PNF ROLE OF TALKING ON THE
RADIO. | ASKED THE CTLR FOR A CLRNC TO A HIGHER ALT. HE AGAIN SAID,
'CLEARED TO PUBLISHED ALT'. I ADVISED HIM WE DON'T KNOW WHAT THAT
MEANS, AND HE RESPONDED, 'YOU DON'T KNOW WHAT ALTITUDE YOU ARE FILED
FOR?' SUCH SNIDE REMARKS HAVE NO BUSINESS IN AIR TRAFFIC CONTROL.
AFTER SEVERAL ATTEMPTS TO RECEIVE A PROPER CLRNC I NOW DEMANDED HE
CLR US TO A NUMERICAL ALT. RELUCTANTLY, HE CLRED US TO FL320, OUR
PLANNED ALT. | FELT IT EXTREMELY IRRESPONSIBLE FOR THE CTLR TO PLAY
GAMES WITH A FLIGHT CREW THAT OBVIOUSLY DID NOT UNDERSTAND THE
CLRNC, STATED SUCH, AND REPEATEDLY REQUESTED AN UNDERSTANDABLE
CLRNC BE GIVEN. FURTHERMORE, IT WOULD HAVE BEEN MORE IRRESPONSIBLE
FOR ME AS THE CAPT OF THIS FLT TO ACCEPT A CLRNC THAT WAS NOT IN ANY
FORM | COULD EASILY RECOGNIZE. | HAVE FLOWN INTERNATIONAL FLTS FOR 17
YEARS AND THIS IS THE FIRST ENCOUNTER | HAVE HAD WITH AN AIR TRAFFIC
CTLR THAT DISPLAYED SUCH ARROGANCE. THE LEVEL OF DISRESPECT FOR NOT
ONLY HIS DUTY OF SEPARATING ACFT, BUT THAT OF A FLIGHT CREW CLEARLY
ASKING FOR CLARIFICATION OF A CLRNC, THE BASIC TENET OF IFR FLT, IS
SOMETHING I HAVE NEVER ENCOUNTERED ANYWHERE IN THE WORLD! THERE
HAVE BEEN AND THERE ALWAYS WILL BE THE PROBLEM WITH LANGUAGE
DIFFERENCES BUT THAT WAS NOT THE CASE HERE. THE CTLR SPOKE VERY CLR
AND UNDERSTANDABLE ENGLISH. IF NOTHING CAN BE DONE TO EDUCATE THE
CTLR IN BRAZIL HOW ATC WORKS IN THE REST OF THE WORLD, COULD YOU AT
LEAST MAKE THIS INFORMATION AVAILABLE TO OTHER CREWS FLYING INTO
BRAZIL? | FEEL THE POTENTIAL FOR PROBLEMS EXIST BEYOND WHAT WE ARE
WILLING TO ACCEPT WILL BE FORTHCOMING, IF THIS ATTITUDE IS EITHER
ALLOWED TO CONTINUE OR NOT EXPOSED TO THOSE WHO USE THE SYSTEM.

Synopsis

B767 FLT CREW RECEIVES CLRNC TO CLB FROM SBGR CTLR, USING
NONSTANDARD TERMINOLOGY THAT THE CREW DOESN'T UNDERSTAND.



Time / Day

Date : 200705
Day : Thu
Local Time Of Day : 0601 To 1200

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Bound Lower : 1300
Altitude.MSL.Bound Upper : 1700

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Controlling Facilities.TRACON : N90.TRACON
Operator.General Aviation : Corporate

Make Model Name : Caravan 1 208A
Operating Under FAR Part : Part 91

Flight Phase.Climbout : Takeoff

Route In Use.Departure.SID : DALTON

Person : 1

Affiliation.Company : Corporate
Function.Flight Crew : Captain
Function.Oversight : PIC
Qualification.Pilot : ATP
Experience.Flight Time.Last 90 Days : 90
Experience.Flight Time.Total : 7700
Experience.Flight Time.Type : 2500
ASRS Report : 740437

Person : 2

Affiliation.Government : FAA
Function.Controller : Departure

Events

Anomaly.Altitude Deviation : Excursion From Assigned Altitude
Anomaly.Non Adherence : Clearance

Anomaly.Non Adherence : Published Procedure

Independent Detector.Other.ControllerA : 2

Resolutory Action.Controller : Issued Advisory

Resolutory Action.Flight Crew : Returned To Assigned Altitude

Assessments



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

Narrative

JUST PRIOR TO TAXI AND TAKEOFF FROM TEB, | REVIEWED AND FAMILIARIZED
MYSELF WITH THE 'DALTON' DEP, FOR WHICH I WAS CLRED. | PUT THE DEP
CHART ON THE YOKE CLIP AND PROCEEDED TO TAXI AND TAKE OFF. I MADE
FREQUENT REFERENCE GLANCES AT THE PLATE DURING TAKEOFF AND CLB OUT,
SINCE | WAS VERY UNFAMILIAR WITH TEB PROCS AND THE AREA IN GENERAL. AS
| FLEW THE PROC AS DEPICTED, THE DEP CTLR QUESTIONED MY ALT AS | CLBED
OUT OF 1700 FT FOR 2000 FT. HE INSTRUCTED ME TO DESCEND TO 1300 FT
IMMEDIATELY AS DEPICTED ON THE SID. INITIALLY I WAS BAFFLED, BUT
COMPLIED IMMEDIATELY. EVENTUALLY, | FIGURED OUT THAT THE APPROPRIATE
PLATE HAD ROTATED AS | CLAMPED IT TO THE YOKE PRIOR TO TAKEOFF, AND I
WAS ACTUALLY REFERRING TO THE TEBS SID, WHICH HAS NEARLY IDENTICAL
GRAPHIC DEPICTION AND ROUTING. THE CLB TO ALT INSTRUCTIONS ARE
DIFFERENT. CAUSE: HUMAN ERROR ON MY PART. SOLUTION: PAY MORE
ATTENTION TO ORGANIZATIONAL DETAIL, ESPECIALLY WITHOUT A SIC TO CROSS
CHK THE CAPT!

Synopsis
C208 PLT FLIES TEB SID ALTS VICE DALTON OFF RWY 19 AT TEB.



Time / Day

Date : 200705
Day : Wed
Local Time Of Day : 0001 To 0600

Place

Locale Reference.Airport : EGLL.Airport
State Reference : FO

Aircraft : 1

Controlling Facilities. TRACON : EGLL.TRACON
Operator.Common Carrier : Air Carrier

Make Model Name : B777-200

Operating Under FAR Part : Part 121
Navigation In Use.ILS.Localizer Only : 27L
Flight Phase.Descent : Approach

Route In Use.Approach : Instrument Precision
Route In Use.Arrival.STAR : N/S

Person : 1

Affiliation.Company : Air Carrier
Function.Flight Crew : First Officer
Experience.Flight Time.Last 90 Days : 200
Experience.Flight Time.Total : 17000
Experience.Flight Time.Type : 1500

ASRS Report : 740433

Person : 2

Affiliation.Government : Foreign
Function.Controller : Approach

Events

Anomaly.Non Adherence : Clearance
Anomaly.Non Adherence : Published Procedure
Anomaly.Other Spatial Deviation

Independent Detector.Other.Flight CrewA : 1
Resolutory Action.None Taken : Anomaly Accepted

Assessments

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

Narrative

BRIEFLY, BEFORE TOD BRIEFED AND SET UP RWY 27R APPROACH. BEFORE XAO0O
LOCAL, IT IS THE NOISE ABATEMENT PREFERRED RWY AND THE RWY INDICATED
BY ATIS CLRNC: DIRECT OCK DEPART OCK 075 VECTORS RWY 27L. WE RE-



BRIEFED FOR 27L. CLRNC: RT TURN 270 NOW EXPECT RWY 27R, CONTACT
DIRECTOR WITH CALL SIGN ONLY. RE-INSTALLED RWY 27R CLRNC: LEFT TO 180
THEN 300, INTERCEPT LOC, NO RWY INDICATED AT THAT TIME. CLRNC. REPORT
ESTABLISHED ON LOC. AS WE INTERCEPTED RWY 27R LOC, APPROACH ADVISED
WE HAD OVERSHOT LOC, TURN LEFT 220 INTERCEPT RWY 27L LOC. WE
COMPLIED, SHORT DISCUSSION ON MIX-UP ON ASSIGNED RWY. LANDING RWY
27L UNEVENTFUL, NO FURTHER REFERENCE TO IT FROM TOWER OR GROUND
CONTROL. ALL THREE CREW PRESENT CONCURRED THE MISTAKE WAS NOT IN
THE COCKPIT.

Synopsis

AIR CARRIER ARRIVING IN EGLL FINDS WORKLOAD INCREASED BY RWY
ASSIGNMENT CONFUSION.





