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MEMORANDUM FOR: Recipients of Aviation Safety Reporting System Data
SUBJECT: Data Derived from ASRS Reports

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

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

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

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

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

Feneln ) Countd

Linda J. Connell, Director
NASA Aviation Safety Reporting System



CAVEAT REGARDING USE OF ASRS DATA

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

Moreover, not all pilots, controllers, mechanics, flight attendants, dispatchers or other
participants in the aviation system are equally aware of the ASRS or may be equally willing to
report. Thus, the data can reflect reporting biases. These biases, which are not fully known or
measurable, may influence ASRS information. A safety problem such as near midair collisions
(NMACs) may appear to be more highly concentrated in area “A” than area “B” simply because
the airmen who operate in area “A” are more aware of the ASRS program and more inclined to
report should an NMAC occur. Any type of subjective, voluntary reporting will have these
limitations related to quantitative statistical analysis.

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



Report Synopses



ACN: 1023686 ( of 50)

Synopsis
A319 Captain experiences uncommanded rudder movement during climbout and
attempts to troubleshoot the problem. The crew elects to return to the departure
airport as the movements continue passing through 10,000 FT. No further
deflections are felt during descent and approach and a normal landing ensues.

ACN: 1018043 (2 of 50)

Synopsis
A CE550 Captain noted extreme aileron trim tab deflection after takeoff which could
not be trimmed out so the flight returned to land where it was found the cockpit
trim indicator was misaligned with the trim tab. Reportedly, Maintenance had
completed overnight serving of air conditioning system and other inspections
including the flight control system.

ACN: 1017751 Gofso0)

Synopsis
B757 Captain reported two wake vortex encounters that resulted in significant
uncommanded roll while in trail of an A330 into MIA.

ACN: 1009478 (4 of50)

Synopsis
B737-800 flight crew experiences stuck flaps during approach when the flap lever is
first selected from 25 to 30 then quickly retracted to 25 then 15 as a wind gust
threatens to overspeed the flaps when the flaps cannot be extended, bug speeds
are adjusted and a flaps 15 landing ensues. Flaps retract normally after landing.

ACN: 1004488 (5 of 50)

Synopsis
A321 flight crew describes an autopilot disengagement and an ECAM messages for
ELAC 1 and 2 faults and a stabilizer jam at FL340. Moderate vibration is felt
through the airframe lasting 10 to 15 seconds just prior to the messages. An
emergency is declared and flight diverts to the nearest suitable airport, landing in
Direct Law after gear extension.

ACN: 1001587 (6 ofs0)

Synopsis
An MD-82 flight crew reported a wake vortex encounter from the preceding B767
on arrival into DFW that resulted in an uncommanded 30 degree roll and some
flight control vibration that persisted beyond the event.



ACN: 1000652 7 ofs0)

Synopsis
CRJ9O00 flight crew received an EICAS caution message for "IB SPOILERS" and "IB
FLT SPOILERS" at 100 KTS during takeoff and rejects. The roll control PCU was
found to be jammed with the right wing inboard spoiler in the uncommanded full up
position.

ACN: 999255 (g of50)

Synopsis
A B757 encountered severe mountain wave activity over the Front Range at FL370
which resulted in a 5 second, 5 KT overspeed and later the Captain's PFD, ND and
FMC blanked along with an uncommanded 10 degree roll. The Left AC Bus may
have had a problem.

ACN: 997765 (9of50)

Synopsis
A321 First Officer experiences a momentarily frozen control stick in the roll axis
while flying manually during approach. During the landing flare the stick again
freezes momentarily in the pitch axis and releases at touch down.

ACN: 996257 (100f50)

Synopsis
A B747-200 autopilot "B" entered an uncommanded left turn and did not respond
to Heading Mode inputs so autopilot "A" was selected which corrected the deviation.

ACN: 993428 @1 of50)

Synopsis
A B767-300 crew shut an engine down for low oil pressure as they began their
approach descent and because of high workload missed the autopilot’s failure to
capture the glideslope which resulted in an unstabilized approach with a low
airspeed. The crew rectified the errors and landed safely.

ACN: 991140 @2ofs0)

Synopsis
CRJ200 flight crew describes a balked landing with the First Officer as the flying
pilot. The landing is bounced and the Captain assumes control for the go around.
On post flight the left wing tip is found to have contacted the ground at some time
during the balked landing.

ACN: 990492 @130f50)



Synopsis
An E-135 flight crew encountered wind shear conditions on final approach, which
resulted in a momentary stick shaker. They regained control, adjusted their
approach speed, and landed without further incident.

ACN: 989898 (14 of 50)

Synopsis
A CRJ-700 Captain describes an encounter with "extreme" mountain wave activity
near LAS.

ACN: 988391 @s5o0f50)

Synopsis
A B757 experienced airspeed, autothrottle and autopilot anomalies while flying in
icing conditions with turbulence and St EImo’s Fire.

ACN: 986079 (6 of50)

Synopsis
An A320 Captain reported encountering wake vortex from preceding A320 on
approach to CLT, resulting in a strong right roll. A go around was executed and a
safe landing followed.

ACN: 985328 @7 0f50)

Synopsis
A B767-300 experienced a rapid, uncommanded three second left to right rudder
deflection which was heard and felt by a Mechanic in the cabin. The aircraft was
returned to the departure airport.

ACN: 983076 (18 of50)

Synopsis
CEB80 flight crew experiences failure of the autopilot to track the localizer after
capturing. The autopilot is disconnected and a hand flown approach to landing
ensues. The aircraft had a history of pitching down while coupled on ILS
approaches.

ACN: 982331 @9o0f50)

Synopsis
EMB145 First Officer reports starting descent late to make a crossing restriction,
then experiencing runaway trim. QRH procedures are complied with and the flight
lands safely at destination.

ACN: 981033 (20 of 50)



Synopsis
A CRJ-900 Captain reported Stab Trim Channel 1 failure on the ground that was
reset by Maintenance, but the fault recurred in flight and they returned to
departure airport.

ACN: 980861 (210f50)

Synopsis
A B717 Captain reported an autothrottle malfunction on takeoff roll that included
potential engine overspeed and then ground spoiler deployment. A rejected takeoff
was performed, all systems reset with no faults noted, and a normal takeoff
ensued.

ACN: 980666 (22 of 50)

Synopsis
A B757-200 flight crew, slowed at FL380 by ATC to minimize holding, suffered an
approach to stall when they encountered mountain wave over mountains. Their
attempts to recover using newly established stall recovery techniques for which
they had received no hands on training, proved inadequate and they were forced to
intervene falling back on old, long ingrained, techniques.

ACN: 979613 (230f50)

Synopsis
Anticipating the need to extinguish a predictable Ground Proximity alert due to an
unusable GS below 1,100 MSL, the Captain of a CRJ inadvertently pushed the left
engine fire discharge button which is similar in appearance and in close proximity
with the Ground Proximity alert light.

ACN: 979473 (24 of 50)

Synopsis
The single pilot of a Citation lost control in turbulence and exceeded his cleared
altitude by 600 FT before regaining control and returning to his assigned altitude.

ACN: 979139 (25 0f50)

Synopsis
A CE560XL elevator trim could not be moved using electric trim or manually on
approach, so an emergency was declared. After landing the elevator and trim
control was returned to normal operation.

ACN: 978132 26 0f50)

Synopsis



A CE680 Captain reported rejecting a takeoff for an uncommanded nose up
elevator trim after 80 KTS on the takeoff roll.

ACN: 977876 (27 of50)

Synopsis
A CRJ900 #2 AHRS failed followed by a yaw damper fault, uncommanded rudder
movement, STAB and MACH TRIM cautions, RUDDER LIMITER and PITCH FEEL
faults. An emergency was declared and the flight diverted to an enroute airport.
Reporter stated simulator training with yaw dampers off would be valuable in
dealing with this problem.

ACN: 977412 280f50)

Synopsis
CE560 Captain reports descending early on the ELDEE 5 arrival to DCA. VNAYV is not
selected after 8,000 FT is set in the MCP altitude window.

ACN: 975823 (29 of 50)

Synopsis
Dispatched with both PMCs [Power Management Computers] deferred the Flight
Crew of a B737-300 encountered the apparent uncommanded failure and restart of
the left engine during initial climb. They returned to their departure airport.

ACN: 975369 (300f50)

Synopsis
A B757's ailerons were very sluggish turning left but suddenly became free
simultaneous with an EICAS SPOILER alert. The Captain stated the aircraft had
been parked in very windy, rainy conditions prior to flight and water may have
collected under some control surfaces.

ACN: 974818 (31 0f50)

Synopsis
A320 Flight Crew experiences what is described as bump or rhythmic light chop at
FL350. While checking the Flight Control page it is discovered that the bump is in
sync with aileron movement. Due to the maintenance history of the aircraft, the
Captain elects to turn of ELAC1 and the bump immediately disappears.

ACN: 974572 320f50)

Synopsis
While operating with anti-ice on at FL340, the flight crew of an MD80 was unable to
control pressurization and initiated an emergency descent and diverted to a nearby



airport. As they passed through FL220, control was regained. The maximum cabin
altitude reached was 15,000 FT.

ACN: 972881 330f50)

Synopsis
CE560 Captain experiences the failure of the electric pitch trim shortly after takeoff.
The manual trim wheel rotates freely with no effect on pitch trim. Reporter elects to
return to departure airport and land with no flaps.

ACN: 972796 (34 of 50)

Synopsis
A B737-800, cleared for the ILS approach from 5,000 MSL to Runway 28R at ORD,
suffered a severe pitch over and loss of altitude when the autopilot captured an
apparently false GS as it descended rapidly from the top to the bottom of the
"cage." After recovering from the event, the aircraft following them on the
approach reported an apparently identical anomaly. Following the second event the
Local Controller stated words to the effect of "...the heavy's out of the way now".

ACN: 971630 (35 0f50)

Synopsis
A CRJ900 rudder trim began an uncommanded oscillating motion which triggered
the EICAS warning CONFIG RUDDER during takeoff, so the Captain rejected the
takeoff and returned to the gate.

ACN: 970277 (36 o0f50)

Synopsis
A CE560-XL flight crew responded to a disagreement between the flap lever
position at zero degrees and the flap indication of 15 degrees. Before the condition
was discovered they had accelerated to a speed 30 KTS in excess of the flaps 15
maximum. They reconfigured the flap lever to match the flap position and
continued uneventfully to their destination at an appropriate airspeed.

ACN: 968865 (37 of 50)

Synopsis
A heavy jet on the SFO FMS Bridge Visual encountered severe turbulence, a 30 KT
speed decrease and a 2,000 FT altitude loss passing the ARCHI waypoint at 8,000
FT.

ACN: 967829 (380f50)

Synopsis



Air Carrier departure from DTW voiced concern regarding ATC's anticipated
separation judgment when issuing take off clearances to subsequent aircraft prior
to the first aircraft has rotated.

ACN: 967426 (39 of50)

Synopsis
CRJ200 Captain experiences a near collision with an MD80 during taxi at ATL. The
CRJ crew had been instructed to monitor Tower by the Ground Controller after
issuing taxi instructions.

ACN: 966991 4o ofs0)

Synopsis
A B737-300 Mode Control Panel failed on a RNAV arrival but the Captain did not
inform ATC about the navigation failure which lead to heated discussions about
CRM and safety reports.

ACN: 963332 (41 of 50)

Synopsis
Captain reports a B757-200 was returned to the Flight Line in dangerous condition
after a fuselage crown skin repair. The cockpit window tracks, cupholders, radio
panels, speakers, seats and rudder pedals were littered with aluminum shavings
and debris. Concerns that turbulence or explosive decompression could cause
aluminum to get in pilots' eyes or lungs were raised.

ACN: 962624 42 of50)

Synopsis
A B737-900 First Officer reported encountering wake vortex on arrival to 1AH
behind another B737.

ACN: 960911 (43 of50)

Synopsis
B767-300 Captain experiences a LE Slat Asymmetry light when flaps are selected
to 1. While accomplishing the QRH procedure the light goes out and flaps are
extended normally with no further complications.

ACN: 960841 44 of50)

Synopsis
B737-300 flight crew experiences an autopilot malfunction at FL370 that
commences with a pitch up then pitch down. The autopilot is disconnected using
the yoke switch but continues to pitch down. Brute force is used to overpower and



disengage the autopilot and return the aircraft to FL370. A previous identical
malfunction had been signed off by maintenance as "bite check OK".

ACN: 960077 s of50)

Synopsis
A corporate jet encountered wake turbulence climbing through 11,000 FT from a
B747 2,500 FT above them. The encounter resulted in a 70-80 degree roll to the
left before control was regained.

ACN: 958920 (46 of 50)

Synopsis
A B747-400 flight crew endeavored to determine the source and severity of two
"pop" sounds heard during initial climb. The lack of any evidence of the source
convinced them, in concert with Dispatch and Maintenance resources to continue
the flight to its destination. Later sources believe them to have been compressor
stalls, perhaps due to improper Variable Stator Vane scheduling.

ACN: 957138 @470f50)

Synopsis
B757 Captain describes the events surrounding an engine fire on takeoff and the
return, leading to an uncommanded evacuation on the runway.

ACN: 955774 s ofs0)

Synopsis
A B737-700 had an uncommanded descent shortly after Autopilot "A" was engaged
at FL390 while in VNAV PATH. The Captain disconnected the autopilot and returned
to assigned altitude after aircraft descended 360 FT.

ACN: 952132 49 0f50)

Synopsis
BE400 Captain is cleared for the ILS 6 circle to Runway 1 at TEB and cross DANDY
at 1,500 FT. With the autopilot engaged at 2,000 FT the aircraft suddenly begins a
climb which is not arrested before 2,400 FT. A hand flown approach and landing is
then completed.

ACN: 950980 (50 of 50)

Synopsis
A B737 had a flap asymmetry not indicated on the flap gauge because the flap
spindles both extended normally except the left outboard aft flap segment had a
bearing fail which prevented full extension.



Report Narratives



Time / Day

Date : 201207
Local Time Of Day : 0601-1200

Place

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

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory. TRACON : ZZZ
Aircraft Operator : Air Carrier
Make Model Name : A319
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Passenger

Nav In Use : FMS Or FMC
Flight Phase : Initial Climb
Airspace.Class B : ZzzZ

Component : 1

Aircraft Component : Autopilot
Aircraft Reference : X
Problem : Malfunctioning

Component : 2

Aircraft Component : FAC (Flight Augmentation Computer)
Aircraft Reference : X
Problem : Malfunctioning

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Pilot Flying

Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1023686
Analyst Callback : Completed



Events

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

Detector.Person : Flight Attendant

When Detected : In-flight

Result.General : Maintenance Action

Result.Flight Crew : Returned To Departure Airport
Result.Aircraft : Equipment Problem Dissipated

Assessments

Contributing Factors / Situations : Aircraft
Primary Problem : Aircraft

Narrative: 1

After departure with flaps and gear up, still on runway track, the rudder deflected
slightly, uncommanded by the pilots. Autopilot 1 was engaged. It was not a violent
deflection, but it was not subtle either. It happened twice within a few seconds of
each other. The first one got our attention but was not verbalized. The second time
we both said that this was not right. We brought up the flight control ECAM screen.
We also engaged autopilot 2. We continued the climb and when we turned on the
SID track, it happened again. We entered some very light turbulence, and it
happened again. We now ruled out the possibility of turbulence and were convinced
the rudder was the issue. Early on, we selected the flight control ECAM page to see
if we could see a deflection of the rudder, but that would be difficult unless we were
staring at it at the moment it happened. It occurred again as we climbed above
10,000 FT. It was at that point we both agreed there was an issue with the rudder
and that we should return. The First Officer was assigned the flying duties while |
arranged our return to the field. Once we started our descent and return, things
seemed to operate normally. When | informed the flight attendants of our plans to
return to the field, they had already become aware of what they felt was a usual
movement of the tail. They all made it clear that things did not seem right to them.
The approach and landing was uneventful.

Callback: 1

The reporter states that he is not aware of what actions were taken by Maintenance
to return the aircraft to service. When autopilot 2 was engaged the problem did not
go away resulting in the decision to return to the field.

Synopsis

A319 Captain experiences uncommanded rudder movement during climbout and
attempts to troubleshoot the problem. The crew elects to return to the departure
airport as the movements continue passing through 10,000 FT. No further
deflections are felt during descent and approach and a normal landing ensues.



Time / Day

Date : 201206
Local Time Of Day : 1201-1800

Place

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

Relative Position.Distance.Nautical Miles : 2
Altitude.AGL.Single Value : 1500

Environment

Flight Conditions : VMC

Weather Elements / Visibility.Visibility : 10
Light : Daylight

Ceiling.Single Value : 3000

Aircraft

Reference : X

ATC / Advisory. TRACON : ZZZ

Aircraft Operator : Corporate

Make Model Name : Citation Il S2/Bravo (C550)
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 91

Flight Plan : IFR

Mission : Passenger

Flight Phase : Initial Climb

Route In Use : Vectors

Airspace.Class C : ZZZ

Maintenance Status.Released For Service : Y

Component

Aircraft Component : Aileron Trim System
Aircraft Reference : X

Problem : Improperly Operated

Problem : Malfunctioning

Person

Reference : 1

Location Of Person.Aircraft @ X

Location In Aircraft : Flight Deck

Reporter Organization : Corporate

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
Qualification.Flight Crew : Flight Instructor
Qualification.Flight Crew : Multiengine



Experience.Flight Crew.Total : 3300
Experience.Flight Crew.Last 90 Days : 214
Experience.Flight Crew.Type : 1231

ASRS Report Number.Accession Number : 1018043
Human Factors : Human-Machine Interface

Human Factors : Troubleshooting

Human Factors : Confusion

Analyst Callback : Completed

Events

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

When Detected : In-flight

Result.General : Maintenance Action

Result.Flight Crew : Returned To Departure Airport
Result.Flight Crew : Landed in Emergency Condition

Assessments

Contributing Factors / Situations : Aircraft
Contributing Factors / Situations : Chart Or Publication
Contributing Factors / Situations : Manuals
Contributing Factors / Situations : Procedure

Primary Problem : Aircraft

Narrative: 1

First Officer and | arrived at the FBO and a short time later we spoke with the
Maintenance Representative who stated that they had serviced the aircraft air
conditioning and that it had been released for flight. After completing a preflight of
the aircraft and verifying the maintenance paperwork was signed off and placed in
the aircraft, we taxied to obtain fuel and pick up our passengers. After completing
the fueling, | walked out to the aircraft and verified the fuel load was correct. The
First Officer had also done the same and had performed a second walk around of
the aircraft noting no abnormalities. After the passengers had boarded the aircraft
and the First Officer had completed the safety briefing, we started the aircraft and
completed our before taxi checklist. After receiving clearance to taxi to the runway
the First Officer began the taxi checklist. All items were completed on the checklist
and verified. It was during this time that we had completed the autopilot function
test and also verified that all three trim indications were appropriately centered and
set for takeoff. The flight control check was also completed with both the First
Officer and | visually verifying that the controls deflected in the proper direction
with no faults. We received clearance to depart the runway from the line-up and
wait position. The takeoff roll began as normal and no adverse indications were
noted. As First Officer called V-1 | placed both hands on the controls. At the V-R
"rotate"” call | began a smooth rotation and immediately upon liftoff the aircraft
began a severe and uncommanded roll to the right. First Officer completed the 400
FT checklist items placing the yaw damper on and placing the flaps to the up
position. At this time | was still having great difficulty holding the aircraft level
requiring two hands and extra left rudder to keep it level. | commented to the First
Officer that | was having a very difficult time controlling the roll of the aircraft. The
First Officer checked on with Departure climbing and we were given a 120 heading.
During this time | immediately scanned all aircraft instruments and engine
indications and verified that no obvious in cockpit indications were indicating an



abnormality. | attempted to move the aileron trim to the left approximately 1-2
turns but did not notice any control change other than it was still attempting to roll
to the right even with both hands on the control yoke. | asked the First Officer to
verify that he saw nothing outside that could be causing the un-commanded roll
and he stated that he saw none. The First Officer also then verified for me that the
trim indications were all still indicating centered and appropriate. | then asked the
First Officer to assume controls to verify that he was getting the same roll
indications and control problems. The First Officer stated that he was and was
surprised at the amount of force required to maintain control. The First Officer then
asked me if | thought we should return to the airport and | informed him that | did
in fact want to return to the departure airport. The First Officer advised ATC that
we were having a control issue and wanted to return to the airport. ATC then gave
us a heading of 210 and a climb to 5,000 FT. At this time | felt the situation
warranted priority handling to return. ATC then cleared us directly to the airport.
The First Officer advised ATC of our information and | asked him to assist me on
the controls as the amount of force required to maintain control was very
significant. It was at this time that | again verified all in cockpit indications, and
again (having done so previously several times) verified that the autopilot and yaw
damper were off and not causing the un-commanded roll. | noticed at this time that
with the autopilot on, controllability was improved but the aircraft was still trying to
roll to the right. At this time we were on a wide right downwind for the runway and
had been cleared to land. | informed the passengers that we were having an issue
with the aircraft which we were returning to the airport and verified that they had
their seatbelts fastened and also asked them to place their shoulder harnesses on
for landing. All passengers complied with my instructions. | commented to the First
Officer that this was going to be an overweight landing and that we should be
aware of this in an attempt to land as smoothly as possible. | began slowing the
aircraft to its final approach speed and called for the landing gear and flaps on
schedule according to the appropriate speed limitations. During this time, unsure if
it was possibly a gear door or split flap condition | was aware to make note of any
changes in controllability. Noting no changes during gear and flap extension, the
First Officer and | continued to maintain dual control of the aircraft and turned final.
The First Officer was calling out my glide path as well as speed. Once over the
runway, | reduced power to idle on schedule with a normal landing and the
touchdown occurred smoothly and without incident. Wanting to ensure | maintained
aircraft control, |1 kept both hands on the yoke and had the First Officer deploy the
thrust reversers to aid in slowing the aircraft. We exited the runway and noted no
control issues on the ground. We taxied the aircraft to the FBO and after shutting
down the aircraft, deplaned and spoke with Airport Operations. It was at this time
that the First Officer noted the left aileron trim tab showed a full up deflection.
After pointing this out to me | looked back into the cockpit and verified that with
the ailerons in the centered (neutral) position and the trim indicator showing
centered, the left aileron trim tab was still in full up deflection. The First Officer
took the passengers to the terminal and removed their luggage for them. |
immediately notified Operations Director of the incident. | also spoke with
Maintenance Director, after informing him of the incident and the overweight
landing [we were] cleared to taxi the aircraft to the Maintenance Service Center.

Callback: 1

The Reporter stated that he and the First Officer had arrived in this aircraft about
eight hours earlier and had not experienced any flight control difficulty. Overnight
the air conditioning system was serviced and, unknown to the crew, other

inspections and servicing also occurred. One of the items inspected was the flight



control trim system. The Reporter assumes, but does not know for certain, that a
Maintenance Technician saw the aileron trim knob on the center flight station
pedestal not centered and turned it to center but did not verify the aileron trim tab
position. The trim indicator itself malfunctioned and because of age, dust or other
unknown malfunctions, did not move to the centered position in the same ratio as
the trim knob moved so that when the trim indicator was centered the aileron trim
tab was in reality fully deflected. The Reporter believes that this malfunction could
have been caught by either the Maintenance Technician or the flight crew if the
checklists for both Maintenance and flight crews were to include an inspection item
verifying trim tab position and trim indicator positions concurring. The current
practice is that Maintenance technicians and pilots verify condition of the flight
control but in isolation from the trim settings. In this case, neither pilot recalled the
position of the trim tab, but both remember that the flight control conditions were
normal. The Reporter suggests adding an inspection checklist item for Maintenance
and flight crews to set the flight station trim indicators to zero and during the walk
around verify that indications and positions are correct.

Synopsis

A CE550 Captain noted extreme aileron trim tab deflection after takeoff which could
not be trimmed out so the flight returned to land where it was found the cockpit
trim indicator was misaligned with the trim tab. Reportedly, Maintenance had
completed overnight serving of air conditioning system and other inspections
including the flight control system.



Time / Day

Date : 201206
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : MIA.Airport
State Reference : FL
Altitude.MSL.Single Value : 24000

Environment
Light : Daylight
Aircraft : 1

Reference : X

ATC / Advisory.Center : ZMA
Aircraft Operator : Air Carrier

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

Mission : Passenger

Flight Phase : Descent

Route In Use.STAR : HILEY 3
Airspace.Class A : ZMA

Aircraft : 2

Reference : Y

ATC / Advisory.Center : ZMA
Aircraft Operator : Air Carrier

Make Model Name : A330

Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 129
Flight Phase : Descent
Airspace.Class A : ZMA

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1017751
Human Factors : Situational Awareness

Events



Anomaly.Inflight Event / Encounter : Wake Vortex Encounter
Detector.Person : Flight Crew

When Detected : In-flight

Result.Air Traffic Control : Issued New Clearance

Assessments

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

Narrative: 1

While descending on the Hiley Three Arrival into MIA to cross OSOGY at FL240 pilot
flying had to perform the upset recovery maneuver. Winds were negligible (no wind
vector on the FMC map display) and the closest target on TCAS was about 12 miles
away. First Officer did an outstanding job correcting an uncommanded 20-25
degree roll and maintained altitude within 100 FT. No deviation occurred. While
crossing MILSY at 16,000 FT thinking we were safe due to greater separation, First
Officer had to again perform the maneuver but the upset was not as dramatic. We
alerted ATC and received an offset. We learned that we were following an Airbus
A330. ATC provided altitudes and vectors to further avoid wake turbulence. Flight
attendants reported that fortunately everyone was seated during the events and
that there were no injuries. The seat belt sign was on. Recommend ATC provide
greater separation and differing crossing restrictions to aircraft following the Airbus
A330 especially in no wind conditions. Also recommend that our Training
Department continue to include the upset recovery maneuver in recurrent training
cycles. | would also like to commend First Officer for his superior airmanship and
professionalism.

Synopsis

B757 Captain reported two wake vortex encounters that resulted in significant
uncommanded roll while in trail of an A330 into MIA.



Time / Day

Date : 201205
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : MIA.Airport
State Reference : FL
Altitude.MSL.Single Value : 1400

Environment

Flight Conditions : VMC
Weather Elements / Visibility : Rain
Weather Elements / Visibility : Thunderstorm

Aircraft

Reference : X

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

Make Model Name : B737-800

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

Mission : Passenger

Flight Phase : Initial Approach
Airspace.Class B : MIA

Component

Aircraft Component : Flap/Slat Control System
Aircraft Reference : X

Problem : Malfunctioning

Problem : Improperly Operated

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1009478

Person : 2

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



Reporter Organization : Air Carrier

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1009575

Events

Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.Deviation - Speed : All Types

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

When Detected : In-flight

Result.General : Maintenance Action

Result.Aircraft : Equipment Problem Dissipated

Assessments

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

Narrative: 1

We were on final approach to land in MIA, ILS 9 approach in VMC. During the
arrival we had basically flown radar vectors in lieu of the arrival to navigate around
thunderstorms and isolated cells in the area. Weather and visibility was clear from
base leg to final and on the arrival corridor. At approximately 1,400 FT MSL, |
verified airspeed and called for flaps 30. As the First Officer began to move the flap
handle from 25 to 30, we experienced a sudden increase of airspeed which
quickly/eventually ended up to be an increase of 30 KTS. Upon noting this, the First
Officer moved the flap lever back to the 25 position and then up to the 15 degree
position. | continued flying the aircraft on the glideslope with adjustments to pitch
and power. After the airspeed decreased from a high of 180-185 KTS, we
attempted to extend the flaps back to 25. Although the handle moved, the flap
indicator remained at 15. There were no signs of a split or skew. The First Officer
moved the Ground Proximity Flap Inhibit Switch to Inhibit as per the QRH and we
increased the bug speed. | continued flying the approach at flaps 15 to a normal
landing. After clearing all runways, we raised the flaps and they retracted normally.

Narrative: 2

We were on final approach to land in MIA, ILS 09 approach in VMC. At
approximately 1,400 FT MSL, The Captain called for flaps 30 degrees. After
verifying the speed was below 175, | moved the handle from 25 to 30 degrees.
Looking up I noticed the airspeed trend vector rapidly moving to an increasing
speed trend and knowing that a possible airspeed exceedence was about to
happen, I moved flap handle back to 25 degrees and then 15 degrees. The Captain
continued to fly the aircraft on the glide slope with adjustments to pitch and power.
After the airspeed decreased from a high of 180-185 KTS, we attempted to extend
the flaps back to 25 degrees. Although the handle moved, the flap indicator
remained at 15. There were no indications of a split or skew. The "Too Low Flaps"
audible warning sounded and | moved the Ground Proximity Flap Inhibit Switch to
"Inhibit" as per the QRH and we reset the bug speed to the flaps 15 speed. The
Captain continued to fly the approach at flaps 15 to a normal landing. Upon



clearing the runway | reported to the Tower an airspeed increase of approximately
30 KTS at about 1,300 MSL. After clearing all runways, we raised the flaps and they
retracted normally to O degrees. We notified maintenance via radio.

Synopsis

B737-800 flight crew experiences stuck flaps during approach when the flap lever is
first selected from 25 to 30 then quickly retracted to 25 then 15 as a wind gust
threatens to overspeed the flaps when the flaps cannot be extended, bug speeds
are adjusted and a flaps 15 landing ensues. Flaps retract normally after landing.



Time / Day

Date : 201204
Local Time Of Day : 1801-2400

Place

Locale Reference.ATC Facility : ZZZ.ARTCC
State Reference : US
Altitude.MSL.Single Value : 34000

Environment

Flight Conditions : VMC
Light : Night

Aircraft

Reference : X

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

Make Model Name : A321

Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Mission : Passenger

Flight Phase : Cruise

Airspace.Class A : ZZZ

Component

Aircraft Component : Horizontal Stabilizer Trim
Aircraft Reference : X
Problem : Failed

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Pilot Not Flying
Function.Flight Crew : First Officer
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1004488
Analyst Callback : Completed

Person : 2

Reference : 2

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



Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1004374
Analyst Callback : Attempted

Events

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

When Detected : In-flight

Result.General : Maintenance Action

Result.General : Declared Emergency

Result.Flight Crew : Landed in Emergency Condition
Result.Flight Crew : Diverted

Assessments

Contributing Factors / Situations : Aircraft
Primary Problem : Aircraft

Narrative: 1

In normal cruse at 34,000 FT on autopilot 1, autopilot 1 disengaged by itself.
Captain tried to re-engage autopilot but neither 1 or 2 would engage for very long.
[We] reviewed ECAM pages to see if anything appeared out of normal parameters.
Status messages were sporadically displaying 'CAT |1l Dual'," A/P 1 & 2' and then
'normal' messages. About the same time we felt a sudden and continuous
moderate vibration that lasted about 10-15 seconds throughout the airframe.
Shortly after we received ECAM 'ELAC 2 PITCH FAULT' this was closely followed by
an ECAM 'ELAC 1 PITCH FAULT' and a 'STABILIZER JAM' warning; aircraft reverted
to Alternate Law. The Captain, who was hand flying, noted that in level flight the
airplane had begun to abruptly pitch up with uncommanded nose up trim
approximately into a 200 FPM climb before recovering. While complying with the
ECAM procedures, we experienced a second sustained airframe vibration. Declared
an emergency and diverted to the nearest suitable airport in point of time. Sent a
quick ACARS message that we were diverting due to multiple flight control failures
and tried to raise station ops on the radio but they were closed up for the night. As
we were descending in a turn for the field we felt one more vibration. After gear
extension, landed in direct law uneventfully. [We] called Dispatch ASAP after we
were safely stopped.

Callback: 1

This reporter was not informed what component caused the flight control issues but
the aircraft did have a history of ELAC failures, although without any associated
faults. The vibrations felt were significant enough to cause the flight attendants to
call the cockpit.

Narrative: 2

Established in cruse altitude at FL340 we lost autopilot 1 and 2, unable to re-
engage. Shortly thereafter we experienced moderate airframe vibration lasting
about 15 seconds. Soon after we had multiple failures of ELAC 1 and 2 followed by
ECAM Message for Stabilizer Jam; experienced two more airframe vibration events
lasting 10-15 seconds each. Aircraft reverted to Alternate Law, Declared Emergency
and diverted to nearest suitable airport in point of time. After gear extension,



aircraft reverted to Direct Law Landing - was uneventful. Multiple failures of
redundant systems.

Synopsis

A321 flight crew describes an autopilot disengagement and an ECAM messages for
ELAC 1 and 2 faults and a stabilizer jam at FL340. Moderate vibration is felt
through the airframe lasting 10 to 15 seconds just prior to the messages. An

emergency is declared and flight diverts to the nearest suitable airport, landing in
Direct Law after gear extension.



Time / Day

Date : 201203
Local Time Of Day : 1201-1800

Place

Locale Reference.ATC Facility : ZFW.ARTCC
State Reference : TX
Altitude.MSL.Single Value : 28000

Environment
Flight Conditions : VMC

Aircraft : 1

Reference : X

ATC / Advisory.Center : ZFW
Aircraft Operator : Air Carrier

Make Model Name : MD-82

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

Route In Use.STAR : BYP
Airspace.Class A : ZFW

Aircraft : 2

Reference : Y

ATC / Advisory.Center : ZFW

Aircraft Operator : Air Carrier

Make Model Name : B767 Undifferentiated or Other Model
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Flight Phase : Descent

Airspace.Class A : ZFW

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Flying

ASRS Report Number.Accession Number : 1001587

Person : 2

Reference : 2
Location Of Person.Aircraft : X



Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1001807

Events

Anomaly.Inflight Event / Encounter : Wake Vortex Encounter
Detector.Person : Flight Crew

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Assessments

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

Narrative: 1

I was the pilot flying. We were in level flight at FL280 on the BYP arrival indicating
310 KTS assigned. We were just inside 10 miles in trail with a Boeing 767, as [the
B767] flight was cleared to descend through our altitude. The wake turbulence
event began with increasing vibration both heard and felt in the controls followed
by an uncommanded roll to the right of almost 30 degrees. | disconnected the
autopilot and corrected with aileron and slight rudder inputs to regain control of the
aircraft. We leveled off momentarily and then continued our descent. The Captain
called back at this point to check on the flight attendants. They were all seated at
the time, as were the passengers, and no injuries were reported. The Captain then
made a short PA to the passengers to explain the event.

As we continued our descent, | slowed the aircraft to 280 KTS and shallowed our
descent rate. However, passing through FL260, we encountered a similar wake
turbulence event that was handled in the same manner as the first. At this time, |
began a turn to the right to get out from behind the preceding aircraft and the
Captain informed ATC that we had experienced a wake turbulence event and were
turning off course. ATC approved the turn and after enough time had elapsed to
provide ample divergence between our course and that of the aircraft ahead, we
were cleared back to BYP and flew the remainder of the arrival. After each event,
the controls displayed a slight vibration that lasted for several minutes after the
wake turbulence event ended. After a few minutes, the vibrations dissipated and
the aircraft flew and operated normally. We reported the event in the [log] and
requested an inspection from maintenance to confirm the condition of the aircraft.

Narrative: 2
[No additional information in narrative 2]
Synopsis

An MD-82 flight crew reported a wake vortex encounter from the preceding B767
on arrival into DFW that resulted in an uncommanded 30 degree roll and some
flight control vibration that persisted beyond the event.



Time / Day

Date : 201203
Local Time Of Day : 1201-1800

Place

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

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Tower : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : Regional Jet 900 (CRJ900)
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Flight Phase : Takeoff

Component

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

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 9300
Experience.Flight Crew.Last 90 Days : 150
Experience.Flight Crew.Type : 7700

ASRS Report Number.Accession Number : 1000652

Person : 2

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



Reporter Organization : Air Carrier

Function.Flight Crew : Pilot Flying

Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 24000
Experience.Flight Crew.Last 90 Days : 225
Experience.Flight Crew.Type : 8000

ASRS Report Number.Accession Number : 1000654
Human Factors : Situational Awareness

Analyst Callback : Completed

Events

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

When Detected : In-flight

Result.General : Flight Cancelled / Delayed
Result.General : Maintenance Action
Result.Flight Crew : Rejected Takeoff

Assessments

Contributing Factors / Situations : Aircraft
Primary Problem : Aircraft

Narrative: 1

Normal taxi out and line up on runway. Normal takeoff roll up to 100 KTS call. At
same time or just after 100 KTS call, EICAS ED1 displayed "IB SPOILERS" and "IB
FLT SPOILERS" caution messages accompanied by "Caution chime". Captain called
"abort" and | notified ATC of abort. We turned off at Taxiway C. Held position while
Captain notified passengers and flight attendants of situation and to remain seated.
Coordinated return to gate with ground control and company.

Maintenance personnel ran tests and determined the PCU was bad and needed to
be replaced.

Narrative: 2

During the takeoff roll just at 100 KTS call, "IB SPOILERS" and "IB SPOILERONS"
message appeared. Message was evaluated and because of an unusual control feel
(right wing spoiler was in the uncommanded full up position) an abort was
accomplished. ATC, Flight Attendant, and passengers were advised and we
returned to the gate. After seven hours, flight was canceled (passengers had been
rerouted shortly after return to gate). Maintenance was able to duplicate the
problem and | made 2 write ups, one for the messages and another for the high
speed abort inspection. Maintenance determined a PCU problem and replaced the
PCU for the fix.

Callback: 2

The reporter believes that only one spoiler panel was extended and that the aircraft
would have been flyable had the takeoff been continued. Apparently the spoiler
CAS message appeared at about the time the spoiler became jammed in the
deployed position.



Synopsis

CRJ900 flight crew received an EICAS caution message for "IB SPOILERS" and "IB
FLT SPOILERS" at 100 KTS during takeoff and rejects. The roll control PCU was
found to be jammed with the right wing inboard spoiler in the uncommanded full up
position.



Time / Day

Date : 201203
Local Time Of Day : 0001-0600

Place

Locale Reference.ATC Facility : ZLC.ARTCC
State Reference : UT
Altitude.MSL.Single Value : 37000

Environment

Weather Elements / Visibility : Windshear
Ceiling : CLR

Aircraft

Reference : X

ATC / Advisory.Center : ZLC
Aircraft Operator : Air Carrier

Make Model Name : B757-200

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

Mission : Passenger

Flight Phase : Cruise

Airspace.Class A : ZLC

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

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

Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 18000
Experience.Flight Crew.Last 90 Days : 200
Experience.Flight Crew.Type : 11000

ASRS Report Number.Accession Number : 999255
Human Factors : Training / Qualification

Human Factors : Troubleshooting

Human Factors : Workload

Human Factors : Distraction

Events

Anomaly.Aircraft Equipment Problem : Critical
Anomaly.Deviation - Speed : All Types
Anomaly.Inflight Event / Encounter : Weather / Turbulence



Detector.Automation : Aircraft Other Automation
Detector.Person : Flight Crew

When Detected : In-flight

Result.General : Maintenance Action
Result.Flight Crew : Regained Aircraft Control
Result.Flight Crew : Took Evasive Action

Assessments

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

Narrative: 1

Crossing the Front Range eastbound at FL370, we encountered severe mountain
wave with occasionally light wave. Our mach went from .82 to .857, about 5 KT
overspeed with the overspeed warning horn on and the throttles closed. There were
no hurt crewmembers or guests. The over speed lasted for about 5 seconds; later
in the flight my PFD, ND and FMC screens went completely dark and got the
warning beeper along with an uncommanded roll to the left of about 10 degrees. |
called and discussed all with Dispatch and Maintenance. All agreed ok to continue.
No further issues. | understand that there was an issue with the left AC bus.

Synopsis

A B757 encountered severe mountain wave activity over the Front Range at FL370
which resulted in a 5 second, 5 KT overspeed and later the Captain's PFD, ND and
FMC blanked along with an uncommanded 10 degree roll. The Left AC Bus may
have had a problem.



Time / Day

Date : 201202
Local Time Of Day : 1801-2400

Place

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

Environment
Light : Night
Aircraft

Reference : X

ATC / Advisory.TRACON : ZzzZZ

Aircraft Operator : Air Carrier

Make Model Name : A321

Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

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

Airspace.Class B : ZZZ

Component

Aircraft Component : Aeroplane Flight Control
Aircraft Reference : X
Problem : Malfunctioning

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Pilot Flying

Function.Flight Crew : First Officer

ASRS Report Number.Accession Number : 997765
Human Factors : Human-Machine Interface
Human Factors : Other / Unknown

Analyst Callback : Completed

Events

Anomaly.Aircraft Equipment Problem : Critical
Anomaly.Inflight Event / Encounter : Loss Of Aircraft Control
Detector.Person : Flight Crew

When Detected : In-flight



Result.General : Maintenance Action
Result.Flight Crew : Regained Aircraft Control
Result.Aircraft : Equipment Problem Dissipated

Assessments

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

Narrative: 1

Initially we were cleared for the LDA PRM at 6,000 FT approaching the localizer we
were cleared for a different approach and descend to 4,000 FT. After changing the
approach and confirming 4,000 FT in the FCU, | selected Open descent but nothing
happened so | disconnected the autopilot, and started the right hand turn. About
half way through the turn the aircraft start an uncommanded roll to the left at
about 4 to 5 degrees per second. | attempted to use the control stick to roll back to
the right, but at first was unable to move the stick. After about 1 to 2 seconds it
released and functioned normally for the remainder of the approach. At that point |
tried to discuss the problem with the Captain. | noticed that he did not quite
understand what had just happened; in addition | had noticed earlier in the flight
that he was showing all the signs of fatigue. It was not until we were on the ground
that | was fully able to get him to understand what had happened. The second
occurrence was not until 10 FT above the ground. As | attempted to add about 1
degree nose up for the flare again the control stick was frozen, but this time in the
pitch mode. Thrust was at idle; we were about 5 FT off the ground by this time with
no uncommanded pitch or roll, so | elected to land the aircraft. At touch down the
stick again released and functioned normally. After arriving at the gate
Maintenance was called out to the aircraft, both the Captain and myself were not
sure how to write the problem up in the logbook. After describing the problem they
suggested to write, "First officers Joystick was not engaging". Once at the hotel |
called Maintenance Control to check on the history on this problem and was told
there was none. | described the problem and asked if the write up was the correct
one and was told she did not know at which point she hung up. In the morning |
called the Chief Pilot's Office, to discuss what happened and discovered that only a
flight control check had been done that night and the aircraft was flying at that
moment. | was contacted later in the day, in that discussion and the way the stick
felt was most like the magnetic stick lock out had somehow engaged while
manually flying.

Callback: 1

The reporter describes the magnetic stick lockout as an autopilot component that
increases stick resistance to movement with the autopilot engaged and causes
autopilot disengagement annunciations when it is over ridden. No autopilot
annunciations were received at anytime during the approach and landing. The
aircraft flew one leg the next day without any issues. The reporter's persistence
resulted in the side stick controller being removed from the aircraft to be tested by
the manufacturer.

Synopsis

A321 First Officer experiences a momentarily frozen control stick in the roll axis
while flying manually during approach. During the landing flare the stick again
freezes momentarily in the pitch axis and releases at touch down.



Time / Day

Date : 201202
Local Time Of Day : 0601-1200

Place
Altitude.MSL.Single Value : 34000
Environment

Weather Elements / Visibility : Turbulence
Light : Daylight

Aircraft

Reference : X

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

Make Model Name : B747-200

Crew Size.Number Of Crew : 3
Operating Under FAR Part : Part 121
Flight Plan : IFR

Flight Phase : Cruise

Airspace.Class A : ZZZ

Component

Aircraft Component : Autopilot
Aircraft Reference : X
Problem : Malfunctioning

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 996257
Human Factors : Distraction

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

Events

Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.Deviation - Track / Heading : All Types
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Anomaly.Inflight Event / Encounter : Loss Of Aircraft Control
Detector.Person : Flight Crew



When Detected : In-flight
Result.Flight Crew : Overcame Equipment Problem
Result.Air Traffic Control : Issued Advisory / Alert

Assessments

Contributing Factors / Situations : Aircraft
Primary Problem : Aircraft

Narrative: 1

During cruise at FL340, First Officer was in First Officer's seat. Autopilot "B"
engaged. | went to the bathroom. Aircraft entered moderate turbulence. | notice as
I returned to my seat that aircraft was in a 30 degree bank turn to right. First
Officer was hand-flying airplane while autopilot "B" still engaged in command. First
Officer told me the aircraft rolled by itself left. At first, First Officer selected
Heading Mode to correct deviation. There was no response, aircraft continued to
roll left. He recovered from the impending upset and returned the aircraft back to
course hand flying it. Altitude remained at FL340 +/- 50 FT. There was no warning:
(WAILER or LIGHT). All GPS parameters were normal; Hydraulic System #2 (power
to autopilot B) normal. ATC asked us if all was OK, we told them yes. First Officer
engaged autopilot "A" and we proceeded with out incidence. There was no warning:
(WAILER or LIGHT). All GPS parameters were normal; Hydraulic System #2 (power
to Autopilot B) normal.

Synopsis

A B747-200 autopilot "B" entered an uncommanded left turn and did not respond
to Heading Mode inputs so autopilot "A" was selected which corrected the deviation.



Time / Day

Date : 201202
Local Time Of Day : 1201-1800

Place

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

Environment

Flight Conditions : IMC
Weather Elements / Visibility : Thunderstorm
Weather Elements / Visibility : Turbulence

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : B767-300 and 300 ER
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Passenger

Flight Phase : Descent

Component

Aircraft Component : Powerplant Lubrication System
Aircraft Reference : X
Problem : Failed

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck
Reporter Organization : Air Carrier
Function.Flight Crew : First Officer
Function.Flight Crew : Pilot Not Flying
ASRS Report Number.Accession Number : 993428
Human Factors : Workload

Human Factors : Time Pressure

Human Factors : Situational Awareness
Human Factors : Training / Qualification

Person : 2

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



Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 993430
Human Factors : Workload

Human Factors : Time Pressure

Human Factors : Situational Awareness

Human Factors : Human-Machine Interface
Human Factors : Training / Qualification

Events

Anomaly.Aircraft Equipment Problem : Critical
Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : Unstabilized Approach
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Flight Crew

When Detected : In-flight

Result.General : Declared Emergency

Result.Flight Crew : Became Reoriented

Result.Flight Crew : Inflight Shutdown

Result.Flight Crew : Landed in Emergency Condition
Result.Flight Crew : Took Evasive Action

Result.Flight Crew : Regained Aircraft Control

Assessments

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

Narrative: 1

Approximately 10 minutes prior to top of descent it was noticed that the yellow low
oil pressure light was illuminated. Closer analysis showed that the oil pressure of
the left was only slightly lower than the right and the oil temperatures were only
slightly higher on the left side compared to the right. However the large difference
being the oil quantity on the left side was 0. At this point | pulled the QRH from my
bag, and did a transfer of control from Captain to First Officer occurred turning to
the ENG Tab and page | read aloud the 767 version of the checklist. It was then
that the Captain and | discussed nearest suitable airport options. It became obvious
that our filed destination at this time would be the suitable option. At this time the
Captain also discussed his thoughts that once the engines steady state condition
was altered. It was likely that we would have to proceed with ENGINE SHUTDOWN.
At this time | got weather for the airport. Because +RA was reported on the ATIS |
radioed ahead and got a real time weather observation from Operations. Assured
that the weather had moved off the field and EAST we continued. At this time the
Captain was briefing the flight attendants of the likelihood of an ENGINE
SHUTDOWN and details of approach and landing. Just before top of descent the
Captain asked me to declare an Emergency with Center. | did so, and we were
given clearance to descend. With the power reduction came the RED annunciator
box around the oil pressure indicator, and the ENGINE FAILURE or SHUTDOWN
Checklist was immediately run. A more direct routing was given to us with



deviations north (left) as required for weather. The weather at the time was
standard fare for this airport with the heaviest portion to the south and east.
Notably our escape intentions to the EAST NORTHEAST in the event of a GO
AROUND were discussed. We were given a clearance to descend from 5,000 to
3,000, and a radio change. Looking back | remember numerous frequency changes
interrupting completion of checklists. The localizer was captured at 3,000 FT
outside the final approach fix and it was apparent we would enter some IMC
conditions during the approach followed by visual conditions before landing. We
were cleared for the approach. Final configuration began and | was heads down
finishing up checklist requirements. The aircraft was fully configured and stabilized.
It was somewhere between 3,000 FT and 1,500 FT that the weather conditions
degraded rapidly, and | looked up and began to notice mainly our speed was
deteriorating. All concerns were verbalized and as a team the Captain and | began
to address and react to the situation as rapidly as it was changing. Quite rapidly
and suddenly it was apparent that aggressive action to address performance trend
was necessary. The Captain verbalized why the aircraft hadn't captured GLIDE
SLOPE while advancing the throttles and it was then that the speed became critical
and | began to follow through on the controls noting that he was struggling. In
complete IMC and what seemed like MODERATE rain, the thought occurred to
annunciate "GO AROUND". However it was my immediate opinion that we were
above glide slope, and the change in configuration that would result would only
further complicate the process of stabilizing the aircrafts approach. At this point
continuing to descend was in our best interest for speed recovery and
controllability. Captain realized the AUTOPILOT had failed to disengage, and he
disengaged it. At this point the dynamics of the recovery began to work in our
favor, and although the recovery continued in IMC conditions. Moments later we
"broke out". Gaining visual recognition of the runway PAPI | noticed all white with
the far right light trending to pink. It was then that we both agreed to continue the
approach. The approach was continued in a stable fashion and resulted in a safe
landing and many thoughts transpired following this flight; notably the
disappointment at not recognizing ALTITUDE ACQUIRE, and AUTOPILOT
engagement during stabilization effort. Here are some thoughts on details that may
have contributed: entering IMC conditions at or near glide slope intercept,
accomplishing checklist duties and frequency management averting my attention
from the NAV display during glide slope. My basic concern for pitch attitude,
airspeed, and localizer tracking averted my attention from noticing AUTOPILOT
annunciation during event. Captain and | both agreed that perhaps hand flying
approach would have prevented ALTITUDE CAPTURE and subsequent speed
degradation. My recommendation would be that both pilot flying and pilot not flying
be required to call out "GLIDE SLOPE CAPTURE" during single engine procedures.
It's just too critical a juncture to allow checklist completion or frequency
management to avert attention away from its recognition. IN CONCLUSION CRM
between the Captain and myself was exceptional. | am grateful to the Check
Airmen who conducted my last checkride. His interest in making that training
events Single Engine work extremely non routine and challenging without a doubt
attributed to my performance capabilities and safe completion of this flight today.
Also | would gladly and without hesitation look forward to joining this Captain in
Flight Operations duties at anytime in the future.

Narrative: 2

Mainly [I am] disappointed at not recognizing ALTITUDE ACQUIRE and AUTOPILOT
engagement during stabilization effort. Here are some thoughts on details that
contributed. [We were] entering IMC conditions at or near glide slope intercept.



Accomplishing checklist duties and frequency management averting First Officer's
attention from the NAV display during glide slope intercept. Communication with
the First Officer and CRM went EXTREMELY well. My basic concern for pitch
attitude, airspeed, and localizer tracking averted my attention from noticing
AUTOPILOT annunciation during event. The night before, my hotel room had poor
window treatments. | got into my room late and got into bed 30 minutes later. The
light via the windows (entire wall of room) woke me up 5 hours later. This was my
first trip on the line after my checkride. Today, less then 24 hours after the event |
have spent the morning sick. I am not sure if | was coming down with this
yesterday during the event but it has hit me full force today.

Synopsis

A B767-300 crew shut an engine down for low oil pressure as they began their
approach descent and because of high workload missed the autopilot's failure to
capture the glideslope which resulted in an unstabilized approach with a low
airspeed. The crew rectified the errors and landed safely.



Time / Day

Date : 201201
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : ZZZ . Airport
State Reference : US
Altitude.AGL.Single Value : 100

Environment

Flight Conditions : VMC

Weather Elements / Visibility : Windshear
Light : Daylight

Ceiling.Single Value : 3000

Aircraft

Reference : X

ATC / Advisory.Tower : ZZZ

Aircraft Operator : Air Carrier

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

Operating Under FAR Part : Part 121

Flight Plan : IFR

Flight Phase : Landing

Route In Use : Visual Approach

Airspace.Class B : ZZZ

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 991140
Human Factors : Human-Machine Interface

Person : 2

Reference : 2

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)



ASRS Report Number.Accession Number : 991141
Human Factors : Human-Machine Interface

Events

Anomaly.Ground Event / Encounter : Ground Strike - Aircraft
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Anomaly.Inflight Event / Encounter : Loss Of Aircraft Control
Detector.Person : Flight Crew

When Detected : In-flight

Result.General : Maintenance Action

Result.Flight Crew : Executed Go Around / Missed Approach
Result.Aircraft : Aircraft Damaged

Assessments

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

Narrative: 1

The First Officer was pilot flying; the weather was VMC with strong and gusty winds
from a west northwest direction, steady states reporting in the mid 20's and gusts
into the 30's. | recall reports from 290 degrees to 320 degrees, but the winds were
within the crosswind limitations of the aircraft, with a similar crosswind component
for either runway. Prior to executing the assigned visual approach we discussed the
weather and winds, the First Officer's experience and comfort level, and our plans
for windshear encounters. The visual approach was executed in a stabilized fashion,
and we experienced gusts of +/- 5-10 KTS on final approach. Below 100 FT AGL
and in the round out and into the flare, we experienced a significant wind shift that
caused the aircraft to sink as it entered a low energy state, although we did not get
any windshear cautions nor any windshear warnings. The aircraft contacted the
runway and bounced, at which point I immediately assumed control of the aircraft,
called "balked landing,"” and executed a go-around with max thrust. As the engines
were spooling up, the aircraft rolled to the left, but | was able to recover as the
aircraft accelerated. In addition | recall the stick shaker activating a couple of times
briefly. Everything happened very fast in just a few short seconds and as | think
back on it I cannot be sure exactly when the aircraft rolled or if the flaps were in
transition when it did, or if the roll was a result of continued wind shifts. In any
event, we completed the balked landing maneuver, and came around for a normal
landing (during which I remained pilot flying) after completing all the required
checklists and making a PA to the passengers and Flight Attendant. There were no
injuries and an emergency was not declared.

Upon arrival at the gate however, post flight inspection revealed a scrape on the
underside of the left wingtip about six inches long, and appropriate logbook entries
were made for the hard landing and damage. | should say at this point that the
entry for the wingtip damage came a short time after the write up for the hard
landing, as the First Officer and | got our signals crossed about the post flight
inspection. | was busy with the maintenance logbook and assumed she had walked
around the aircraft and did not find anything wrong. But it was not until a short
time later that | caught up to her and asked if she had found anything wrong. She
said the First Officer for the outbound flight had been there and done the walk



around, and did not mention anything. This was before the outbound crew became
aware that this aircraft was going to be down for some time. At that point | went
out to look for myself just to be sure, and that's when | found the damage and
called it in. In 11 years flying here | can say | have never found myself in this
situation before, having to assume control after a bounced landing, and then
execute a balked landing. It is an extremely challenging role to play as Captain and
as pilot not flying, especially in dealing with a First Officer with limited experience
in winds such as these in the CRJ. | will say that | had flown with this First Officer a
few times, and she has an excellent attitude, and had performed her duties well up
to this point, and did not exhibit problems on the landings | had flown with her to
date. In this case, however, the time it took to become unstable in the round out
and flare took only a couple of seconds and the low energy state after a bounce
definitely put us in a precarious position. Although we practice balked landings in
the simulator on computers on a regular basis, | can say that | have never trained
for a bounce and then subsequent transfer of controls and recovery. | have touched
the ground in the simulator after initiating a balked landing from a low altitude, but
I cannot recall ever having had the bounce come first. | think this scenario is a bit
different, and might be one that the training department might wish to address. As
I think about possible remedies to this situation, | can only settle on the idea that a
balked landing might have been initiated earlier, when the initial sinking over the
runway started, but in a few short seconds, it's a tough spot. Once the bounce
occurs, the balked landing is the only logical course of action, but it still leaves us
in a difficult position with respect to our energy state.

Narrative: 2

We discussed the winds, and my comfort level in executing the approach. |
explained that it was the highest winds that | have landed in the CRJ, but that | felt
confident in my ability and comfortable with the decision to land. Given my limited
experience in strong crosswinds in this aircraft, we discussed some techniques that
might help. The Captain offered the suggestion to keep the crab in and kick it out
just before touchdown. | agreed. The approach was stabilized, and my speed was
controlled. | discussed flying a speed of ref+10 to account for the gusts. After
crossing the threshold stabilized, 1 began to reduce power and started taking out
my crab. At some point during this transition, the plane began to sink and the left
wing dropped suddenly. | attempted to bring the wing up, but before I could
recover, the upwind wheel struck and caused a bounce. When the plane bounced
(still left wing low), the Captain simultaneously called and executed a balked
landing. We went through the balked landing procedure, contacted ATC, the Flight
Attendant and the passengers and asked Tower to bring us around for the other
runway. The Captain flew the next approach and made the landing. As we were
being vectored, the wind reports were varying, shifting and gusting as high as 40
KTS, suggesting there may have been some windshear in my approach. The aircraft
did not have any windshear cautions, warnings or sink rate alerts. The Captain
contacted Maintenance (?) and discussed the balked landing/hard landing. He then
conducted the post flight and noticed the scrape on the lower left wingtip and called
Maintenance back to inform them of the findings.

Synopsis

CRJ200 flight crew describes a balked landing with the First Officer as the flying
pilot. The landing is bounced and the Captain assumes control for the go around.
On post flight the left wing tip is found to have contacted the ground at some time
during the balked landing.



Time / Day

Date : 201201
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : ORD.Airport
State Reference : IL
Altitude.AGL.Single Value : 1000

Environment

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

Aircraft

Reference : X

ATC / Advisory.Tower : ORD

Aircraft Operator : Air Carrier

Make Model Name : EMB ERJ 135 ER&LR
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Flight Phase : Initial Approach
Airspace.Class B : ORD

Maintenance Status.Released For Service : Y

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Flying

ASRS Report Number.Accession Number : 990492
Human Factors : Situational Awareness

Person : 2

Reference : 2

Location Of Person.Aircraft @ X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 990491

Events



Anomaly.Deviation - Speed : All Types

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

Were Passengers Involved In Event : N

When Detected : In-flight

Result.Flight Crew : Regained Aircraft Control

Assessments

Contributing Factors / Situations : Weather
Primary Problem : Weather

Narrative: 1

An approach to Runway 27L at ORD was being flown with the autopilot on, flaps 22,
in visual daylight conditions; | was pilot flying. The winds were steady at first, but
during the last part of the approach (inside the marker, fully configured) they
suddenly became erratic surging headwind gusts. At about 1,000 AGL, a strong,
steady headwind gust was encountered; power was applied to maintain glideslope
and airspeed. The pitch limit indicator appeared green, then amber, then
momentarily red, setting off the stick shaker for a split second causing the autopilot
to disconnect. The remaining approach was flown by hand using judicious pitch
trim, and throttle inputs resulting in N1 readings between 74% and idle to try and
maintain target airspeed. Target was originally REF+10, but was increased another
10,000 by the Captain after the large gust. The resulting landing was on speed, on
profile, and safe.

There have been times in the past when | have flown approaches in wind gusts
with the autopilot on, although the wind gusts were not very severe. The event in
this report contained a wind gust that was just sudden and strong enough to
activate the stick shaker and cause the autopilot to disconnect. After experiencing
this event, | now know the point where the shaker will activate in wind gusts and
will hand fly the airplane before getting into that condition.

Narrative: 2

The First Officer/pilot flying responded correctly and recovered the aircraft to
normal and safe seed. We continued the visual approach and conducted a landing
without further incident.

Synopsis

An E-135 flight crew encountered wind shear conditions on final approach, which
resulted in a momentary stick shaker. They regained control, adjusted their
approach speed, and landed without further incident.



Time / Day

Date : 201201
Local Time Of Day : 0601-1200

Place

Locale Reference.ATC Facility : ZLA.ARTCC
State Reference : CA
Altitude.MSL.Single Value : 35000

Environment

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

Aircraft

Reference : X

ATC / Advisory.Center : ZLA

Aircraft Operator : Air Carrier

Make Model Name : Regional Jet 700 ER/LR (CRJ700)
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Flight Phase : Cruise

Airspace.Class A : ZLA

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 989898

Events

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Speed : All Types

Anomaly.Inflight Event / Encounter : Weather / Turbulence
Anomaly.Inflight Event / Encounter : Loss Of Aircraft Control
Detector.Person : Flight Crew

Were Passengers Involved In Event : N

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Result.Flight Crew : Regained Aircraft Control

Assessments



Contributing Factors / Situations : Weather
Primary Problem : Weather

Narrative: 1

While flying over LAS at FL380 we encountered moderate mountain wave. We had
significant airspeed fluctuations and as a result requested a lower altitude. We
descended to FL350. 40 miles south of LAS we encountered additional mountain
wave which forced an uncommanded climb of 400 FT with the autopilot fighting to
maintain FL350. We immediately informed ATC of the mountain wave activity and
we received a clearance to descend to FL280. A split second later we encountered
what | would consider to be extreme mountain wave and moderate turbulence. We
had an almost instant airspeed increase from Mach .75 to the max airspeed checker
board of roughly Mach .82. The trend continued to increase even while |1 had the
thrust levers at idle and spoilers at max deployment.

The condition worsened and | was forced to disconnect the autopilot and pitch the
nose up to prevent an extreme overspeed condition. At approximately five degrees
nose up and the aircraft climbing at 400 FT/min. We had a loss of 60 KTS in
airspeed instantly. At this point | slammed the flight spoilers to retract and the
thrust levers to max and pitched the nose down to six degrees nose down. Now at
220 KTS indicated we were fighting to regain airspeed. Mind you this happened so
fast we were acting on instinct and with the moderate turbulence it was a bit of a
challenge. It took a 2,500 FPM descent rate and 2,000 FT to regain our airspeed.
We leveled as cleared at FL280. We then gave a PIREP of extreme mountain wave
with airspeed fluctuations of 60 KTS. We checked on our flight attendants and
passengers and everyone was okay. We landed without further incident.

Had we known to avoid this area it would have been avoided. We knew there would
be turbulence and mountain wave. However we fly through these types of
conditions regularly without problem. In this instance it would seem that we were
the guinea pigs that prevented other flights from entering that area. | suppose my
biggest suggestion to pilots is to respect mountain wave's potentially extreme
elements associated with an unstable air-mass. Additionally lower altitudes are
always better when navigating such areas. Perhaps if Dispatch were to have an
Altitude Risk Assessment tool based on areas of unstable air it would increase our
margins of safety. Had we stayed at our filed altitude | think we would have been in
big trouble. Additionally it may be helpful to perform high altitude wind-shear
escape maneuvers in the simulator. My First Officer reverted to our low altitude
wind shear escape training by making call outs on airspeed and trend vectors while
I was fighting to keep the aircraft under control. That was very helpful. | don't think
current technology can predict the small area of wind shear we encountered as this
was a very isolated event in the area. Obviously, avoidance would have been the
best measure.

Synopsis

A CRJ-700 Captain describes an encounter with "extreme" mountain wave activity
near LAS.



Time / Day

Date : 201201
Local Time Of Day : 0601-1200

Place

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

Environment

Flight Conditions : IMC

Weather Elements / Visibility : Turbulence
Weather Elements / Visibility : Icing
Weather Elements / Visibility.Visibility : O
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ
Aircraft Operator : Air Carrier
Make Model Name : B757-200
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Passenger

Flight Phase : Cruise

Route In Use : Direct
Airspace.Class A : Z2ZZ

Component

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

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 988391
Human Factors : Physiological - Other

Human Factors : Situational Awareness



Human Factors : Distraction
Analyst Callback : Completed

Events

Anomaly.Aircraft Equipment Problem : Critical
Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Procedural : Clearance

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

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Result.Flight Crew : Regained Aircraft Control

Result.Flight Crew : Became Reoriented

Result.Aircraft : Equipment Problem Dissipated

Assessments

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

Narrative: 1

We departed and climbed uneventfully and in accordance with the flight plan to
FL380. Due to light and moderate turbulence over the south at FL380 and below,
we climbed to FL400 in order for a better ride. However, FL400 became unbearable
with continuous light to moderate turbulence with lots of jolts. No precipitation was
noted along our flight path visually or on the radar; however, we were above the
clouds which topped out around 33,000 FT without any noticeable vertical
development. Multiple PIREPS were sent to the Dispatcher and acknowledged.
FL280 and below were the only altitudes reported as smooth by center. So, we
requested lower. After being stepped down several times from FL400, we were
cleared to FL280 and experienced smooth air. | had descended at 290 KTS and
remained so with the intention to speed back up if it remained smooth. We were in
IMC conditions from around FL330 to FL280. The weather was thick and hazy with
very little or no precipitation. Engine anti-ice was used in the descent and while in
level flight at FL280 due to the temperature. As we approached ZZZ City area we
were cleared direct. This course took us well clear of an area of thunderstorms in
the region. There was no weather indicating along our flight path except for a few
spurious green pixels on the radar display. Soon, we experienced continuous light
to moderate turbulence at FL280 with moderate jolts just as we had experienced up
high above the clouds earlier. The radar display still indicated no precipitation along
our route. Visually, it appeared that the weather was thicker, but no heavy
precipitation or icing on the windscreen was observed by me. We did have a few
flashes of St EImo's fire on windshield and the radios were unreadable and scratchy
with static.

Next, we had a progression of unusual things occur. First, we had a IAS disagree
message followed by a Rudder Ratio and Mach speed trim EICAS messages. The
Captain informed me that his airspeed indicator was indicating around 140 KTS. |
looked over and observed his airspeed fluctuating in the 140s. His bug was at 290
as commanded and his Mach speed was blank. The aircraft was stable at FL280 and
290 KTS. Since | was using the Center Autopilot, | disengaged the autopilot and
selected the right autopilot to mitigate any issues with his airspeed indicator. Pitch
and thrust were normal for the phase of flight. The aircraft remained on speed and



altitude at FL280 and my airspeed indicator indicated 290 KTS as commanded.
Continuous light and moderate turbulence persisted. The Captain then referred to
the QRH for the EICAS messages and the airspeed indicator. The Captain informed
me he was selecting an Alternate Air Data Source on his side; however, his
airspeed remained at 140 to 145 KTS. | attempted to call ATC to give them a PIREP
and inform them of our problem plus request a different altitude, but there was no
answer. The static was too great to hear anything on the radio. The radios were
scratchy and unresponsive. | took a quick scan across the panel to build situational
awareness regarding our instruments and to back up the Captain. The Captain was
in alternate on air data, his airspeed indicator was bouncing around in the 140s, his
attitude indicator was just as mine (straight and level with a normal pitch of a few
degrees), and our flight path was clear of any weather. While scanning the engine
instruments on the EICAS, | notice our EPRs gauges were blank and | confirmed
our TAI (thermal anti-ice) was on for both engines. | informed the Captain about
the EPR gauges being blank. As my scan progressed to my side, suddenly without
warning my airspeed indicator went to around 145 KTS, the aircraft started an
uncommanded climb with about 2000 FPM rate and with a slight pitch up and then
the throttles began to retard. | grabbed the yoke and the throttles to control the
airplane. As | did this, the autopilot disengaged with the warning alarm and the
throttles went to "Throttle Hold." | silenced the autopilot alarm and clicked off the
autothrottles. 1 initially pushed the throttles up, but the Captain directed me to set
3500 PPH on each engine and | did. The unanticipated and uncommanded climb
plus the autopilot warning, and the moderate and light turbulence in the weather
was disorientating and confusing. It took all my focus on controlling the airplane
and trying to get it back to FL280 and stable. | didn't see more than a 300 or 400
foot altitude deviation, but | was not sure how accurate my systems were and the
Captain had informed me to be cautious regarding our altitude since fluctuations
had been observed by him. | attempted to call ATC twice to inform them, but still
no answer. We had static only. As | leveled off at FL280 on my altimeter, | saw a
clear and bright area off to the right. Then blue sky appeared and | headed for the
clear air. As | was doing so, we were finally able to talk to ATC and tell them what
happened and that we were deviating right to get out of the clouds. My best
recollection was that ATC said our altitude was 300 FT high. ATC acknowledged the
issues with our instruments and offered us any assistance if needed. | hand flew
the aircraft at FL280 for approximately 5 minutes while the Captain called the
Dispatcher and Maintenance on the radio. All systems returned to normal except for
the engine EPR gauges which remained blank. The pitch attitude and thrust
appeared normal for our phase of flight so we turned the Flight Directors on and |
continued to hand fly the aircraft at FL280. A few minutes later, | was confident the
systems were normal so | engaged the right autopilot, stayed above the weather
until being vectored for the approach, and uneventfully landed at our filed
destination from the ILS. Maintenance checked the pitot-static system and found no
moisture or abnormalities. Multiple codes were present in their download of
information from the computers in the E&E bay. The computers were reset and
BITE checks accomplished. All systems returned to normal and Maintenance
deemed our aircraft to be good to go. The aircraft was then flown by us back to the
previous airport with no problems.

Callback: 1

The reporter stated that the air data computers had to be reset by Maintenance
after landing. But there was no single system anomaly could be found for this
event. He noted that the OAT at the time was -15C when he would normally have



expected somewhere near -30C and he suspects that somehow the pilot static
system was disrupted by the warmer than normal OAT along with the precipitation.

Synopsis

A B757 experienced airspeed, autothrottle and autopilot anomalies while flying in
icing conditions with turbulence and St EImo's Fire.



Time / Day

Date : 201112
Local Time Of Day : 0601-1200

Place

Locale Reference.ATC Facility : CLT.Tower
State Reference : NC
Altitude.MSL.Single Value : 160

Environment

Flight Conditions : VMC
Light : Night
Ceiling : CLR

Aircraft : 1

Reference : X

ATC / Advisory.Tower : CLT

Aircraft Operator : Air Carrier

Make Model Name : A320

Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Phase : Initial Approach
Airspace.Class B : CLT

Aircraft : 2

Reference : Y

ATC / Advisory.Tower : CLT

Aircraft Operator : Air Carrier

Make Model Name : A320

Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Phase : Landing
Airspace.Class B : CLT

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 986079

Events



Anomaly.Inflight Event / Encounter : Wake Vortex Encounter
Detector.Person : Flight Crew

When Detected : In-flight

Result.Flight Crew : Executed Go Around / Missed Approach
Result.Flight Crew : Took Evasive Action

Assessments

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

Narrative: 1

We were extensively vectored [on our early morning arrival to CLT] by Atlanta
Center (up to 90 degrees off course) due to a 30 mile in-trail restriction, even
though it was a severe clear morning. ATIS indicated only Runway 18C was open. |
had briefed for that approach. | also stated in my briefing that due to the time of
the morning (circadian rhythm), our weight and high landing speed (Vref of 148 or
149 KIAS for company preferred flaps three arrivals), if they opened up Runway 23
and assigned it to us, we would NOT accept that runway for our arrival. Note:
normally, this runway is listed in the ATIS for large four engine and turbojet aircraft
for noise abatement before 0630 or 0700 local. However, this runway is by far the
shortest of the four runways with a severe downhill gradient. But that morning it
was not being advertised on the ATIS. As soon as we were handed off to Charlotte
Approach, we were told to expect a visual to Runway 23. The First Officer politely
declined the runway assignment. We were then told to expect Runway 18R. We
ended up being vectored behind a company flight, another Airbus. | found out later
in the hotel van that they were vectored behind a Dash 8. We were told to maintain
4,000 FT and vectored behind company flight on final for 18R. Our vector would put
us right over the FAVA point. But we had slowed to 180 KIAS so at that point things
were good.

We were told we would be following a company Airbus three miles ahead. By this
time we were fully configured for a flaps three landing. At the 1,000 FT auto call |
noted we were only 2 1/2 miles behind company according to my TCAS readout on
my ND. And we were just inside 2 1/2 miles at the time [company] apparently
touched down on 18R. But he made the first turn-off so the runway was clear well
before we got there. | had loaded the 200 FT decision altitude in the MDA field of
the PERF page so we got the "hundred above" and "minimums" auto callouts. A
second or two after the "minimums" call-out the aircraft rolled to the left about 15-
20 degrees. | countered with about half right stick and the aircraft started to
recover when, all of a sudden, the aircraft rolled fast to a steeper bank to the right.
I countered with full left stick yet the aircraft continued top roll right. I had the
stick hard against the stop yet it continued to roll right. | was pretty sure we were
in a wake turbulence encounter and being so close to the ground | simultaneously
pulled the nose up to fifteen degrees, pushed the thrust levers to TOGA and called
out "Go-around, TOGA..... NAV." The airplane responded with a good climb, the
aircraft stopped rolling as we pitched up and it followed my stick inputs to level the
wings and we completed the initial phase of the go-around procedure.

As we finished that at about 500 FT AGL, and before the First Officer had a chance
to call the go-around to the Tower, we got a quick call from the Tower saying to
turn right to heading 270 degrees for traffic departing Runway 23. We



simultaneously received a TCAS Traffic Advisory. | was head inside starting the turn
and saw the TA target was not far; However, | cannot recall the altitude difference.
I took a quick look outside after getting the heading set at 270, but never saw the
other aircraft. We completed the normal go-around procedure and cleaned up to
flaps one as we were given an immediate turn to the downwind for Runway 18R.
After we landed, we were given a phone number to call by the Ground Controller. |
made the call once inside the terminal. | didn't understand the name or title of the
person who answered, but it sounded like a supervisor in the TRACON and not the
Tower. He basically wanted to know if they had done anything to cause the go-
around. At that time, being a bit tired, | said "no." But reflecting back on the event,
I'm not so sure. Perhaps we were vectored in too close behind company. We were
definitely overtaking him for two reasons: 1) his choice of flaps full instead of flaps
three as we had done and, 2) his need to slow down behind the Dash 8.

I did tell him about our TA with the aircraft departing Runway 23, as | wasn't sure
how close we were to him. The man on the other end of the call said we weren't
close at all as the Controller on 23 saw us initiate the go around. That Controller
immediately called it out to the [departing aircraft] crew and instructed them to
turn to a heading of 180, which he said they did right away. He said we weren't
close at all.

Synopsis

An A320 Captain reported encountering wake vortex from preceding A320 on
approach to CLT, resulting in a strong right roll. A go around was executed and a
safe landing followed.



Time / Day

Date : 201112
Local Time Of Day : 1201-1800

Place

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

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : B767-300 and 300 ER
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Passenger

Flight Phase : Cruise

Airspace.Class A : ZZZ

Component

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

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 985328
Human Factors : Troubleshooting

Analyst Callback : Completed

Person : 2

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



Reporter Organization : Air Carrier

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 985689
Human Factors : Troubleshooting

Events

Anomaly.Aircraft Equipment Problem : Critical
Detector.Person : Maintenance

Detector.Person : Flight Crew

Detector.Person : Flight Attendant

When Detected : In-flight

Result.General : Maintenance Action

Result.Flight Crew : Returned To Departure Airport

Assessments

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

Narrative: 1

At 35,000 FT, approximate speed mach .78, with center autopilot, LNAV, and VNAV
selected a rapid and un-commanded left/right yaw movement occurred for
approximately 3 seconds. No EICAS messages or warning lights or indications on
status page, or rudder pedal movement indicated shortly before, during, or several
minutes after the event. No turbulence of any type was indicated before, during, or
several minutes after the event. The only turbulence encountered during the flight
was when the aircraft was in range of returning to its departure airport. Company
Maintenance Control was contacted shortly after the event via phone patch. A
description of the event was communicated to them. Company Maintenance
requested and deemed the aircraft safe to return to the departure airport. The crew
onboard the aircraft agreed to comply with Company's request since the aircraft
was flying normal after the event. The aircraft returned to the departure airport in
a normal and safe manner. After the flight was completed, after the aircraft un-
commanded yaw logbook entry was made in the aircraft logbook and the logbook
was no longer in the possession of the pilots, a company Mechanic sitting in the
back of the aircraft during the flight stated that when the event happened he also
heard several loud banging noises coming from the ceiling in the rudder area of the
aircraft. The loud banging noises happened during the un-commanded yaw motion
and sounded like the rudder hitting its stops. To my knowledge it cannot be verified
if this additional information was relayed to the mechanics working on the un-
commanded yaw aircraft.

Callback: 1

The reporter stated that this aircraft has had at least two similar un-commanded
rudder events which resulted in significant maintenance effort attempting to fix the
problem. Following this event, the yaw dampener wiring was changed. The
company Mechanic riding in the aircraft's aft seating during this event reported the
loud banging and become very frightened about the aircraft's integrity because of
the amount of empennage movement. A Flight Attendant on board stated that on a
previous similar event with this aircraft she had to sit down on the aft galley floor



to prevent being injured. The reporter stated that other pilots have accepted the
aircraft because of Company intimidation and also some events have been less
severe.

Synopsis

A B767-300 experienced a rapid, uncommanded three second left to right rudder
deflection which was heard and felt by a Mechanic in the cabin. The aircraft was
returned to the departure airport.



Time / Day

Date : 201112
Local Time Of Day : 1801-2400

Place

Locale Reference.Airport : BWI.Airport

State Reference : MD

Relative Position.Distance.Nautical Miles : 12
Altitude.MSL.Single Value : 3000

Environment

Flight Conditions : IMC

Weather Elements / Visibility : Turbulence
Weather Elements / Visibility : Rain
Weather Elements / Visibility.Visibility : 1.7
Ceiling.Single Value : 800

Aircraft

Reference : X

ATC / Advisory. TRACON : PCT
Aircraft Operator : Air Taxi

Make Model Name : Cessna Citation Sovereign (C680)
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 135
Flight Plan : IFR

Mission : Passenger

Flight Phase : Initial Approach

Route In Use : Vectors
Airspace.Class B : BWI

Component

Aircraft Component : Approach Coupler
Aircraft Reference : X
Problem : Failed

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Taxi

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 11300
Experience.Flight Crew.Last 90 Days : 290
Experience.Flight Crew.Type : 360



ASRS Report Number.Accession Number : 983076
Human Factors : Confusion

Person : 2

Reference : 2

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Taxi

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Multiengine
Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 8982.2
Experience.Flight Crew.Last 90 Days : 156

ASRS Report Number.Accession Number : 984262
Human Factors : Situational Awareness

Human Factors : Confusion

Human Factors : Human-Machine Interface

Events

Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.Deviation - Track / Heading : All Types
Anomaly.Deviation - Procedural : Clearance
Detector.Automation : Air Traffic Control
Detector.Person : Flight Crew

When Detected : In-flight

Result.Flight Crew : Returned To Clearance
Result.Flight Crew : Became Reoriented

Result.Air Traffic Control : Issued Advisory / Alert

Assessments

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

Narrative: 1

Flying in heavy rain and light turbulence, we were at 4,000 FT being vectored on a
wide right downwind for ILS 33L. Just inside of JANNS (IF) we were given a
heading of 300 and descent to 2,000 FT, cleared for ILS 33L. The autopilot was
engaged in a heading mode and a vertical descent was initiated. The "approach™
was armed. At approximately 3,000 FT, still descending to 2,000 FT the localizer
came alive on both sides and then captured. The landing gear was lowered.
However, the turn back to 330 to center the CDI was very slow and we flew
through the course. The aircraft continued to turn back to a heading of about 360
and again flew through the localizer. However, this time it was not turning back to
track inbound. | notified the pilot flying to turn back to the left to recapture the
inbound course. At the same time, | turned the heading bug back to a heading of
300 but the aircraft was not turning and the flight director was apparently not
following the heading bug. The pilot flying then disconnected the autopilot and
began an immediate left turn. As we were passing a heading of about 330 in our
turn back to 300, ATC notified us to make a turn back to 300 and intercept the
approach. While hand flying, the PIC was able to level off at 2,000 FT and then



capture the ILS. He hand flew the aircraft and we broke out of the clouds at 800 FT
and landed.

Prior to this event, pilots flying this aircraft have reported, while captured on an ILS
with the autopilot engaged, a sudden nose down pitch and have had to disconnect
the autopilot to maintain control of the aircraft. A human factor might be that once
we observed the localizer to be "captured" and intercepting the inbound course we
did not expect it to become un-captured and fly right back through the course
without remaining captured.

Narrative: 2

I left the autopilot on and turned the heading bug to 300 and armed the approach,
we intercepted the localizer and glidescope between JANNS and GRAFE, I called out
"capturing the localizer and glideslope" the First Officer called out the same for his
side. | verified this on the PFD. | remember at one point the heading and course
was the same (after maybe 1 or 2 left and right turns), | felt the approach was
stable. ATC informed us to slow to minimum approach speed, so | started to reduce
the throttle and work on getting the gear and flaps down and requested flaps 15.
Shortly afterward the First Officer said " hey are you going to turn back?", referring
to the heading that was now close to 360 and continuing to turn to the right . | was
shocked, | had no idea why the airplane was in a right turn, at first | thought the
controls might have been jammed (my hands have been on the throttle and yoke
for quite sometime).

I looked at the autopilot display panel and there we no lights illuminated (no
heading, no LNAV, no alt lights), | am pretty sure | did not even see a yaw damp
light on - no lights were illuminated. | thought, how could the airplane turn with no
input (there as no aural tones from the autopilot or FMS). At this point | did not
know if the autopilot was on, off or the controls jammed. | pressed the red
disconnect button and disregarded what the command bars said and turned the
airplane to the left to rejoin the ILS, as | was turning back to the left ATC called to
say "we must have gotten a little lost" and gave us a vector of 290 to rejoin the
ILS. I continued to hand fly the approach and the rest of the approach/landing was
uneventful.

I have since called Cessna who has called Honeywell. They are going to download
the MDAU and run some checks. This airplane has had hard overs on several other
ILSs (pitch down up to 20 degrees), and is apparently a fleet wide problem and
Honeywell is working a fix. | am very concerned, in my 25 years of flying | have
NEVER had an autopilot make an uncommanded turn and not let the pilot know or
just turn off.

Synopsis

CE680 flight crew experiences failure of the autopilot to track the localizer after
capturing. The autopilot is disconnected and a hand flown approach to landing
ensues. The aircraft had a history of pitching down while coupled on ILS
approaches.



Time / Day

Date : 201112
Local Time Of Day : 1201-1800

Place

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

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ

Aircraft Operator : Air Carrier

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

Flight Phase : Descent

Component

Aircraft Component : Horizontal Stabilizer Trim
Aircraft Reference : X
Problem : Malfunctioning

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Pilot Flying

Function.Flight Crew : First Officer

ASRS Report Number.Accession Number : 982331
Human Factors : Distraction

Human Factors : Workload

Human Factors : Situational Awareness

Events

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

When Detected : In-flight

Result.Flight Crew : Overcame Equipment Problem

Assessments



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

Narrative: 1

Started the descent to cross the waypoint slightly behind schedule with deployed
speed brakes and dialed in 3,000 FPM descent. At this time we had a main pitch
trim failure and continued with the memory items for the pitch trim runaway. We
followed the QRH to troubleshoot the problem. We followed the procedures and
landed safely. Complacency, distraction and too much confidence in the FMS in
regards to descent planning. Never be too complacent with the FMS and always be
concentrated on flying the airplane and keeping the communication open between
pilot flying and pilot not flying.

Synopsis

EMB145 First Officer reports starting descent late to make a crossing restriction,
then experiencing runaway trim. QRH procedures are complied with and the flight
lands safely at destination.



Time / Day

Date : 201111
Local Time Of Day : 0601-1200

Place

Locale Reference.Airport : ZZZ . Airport
State Reference : US
Altitude.MSL.Single Value : 29000

Environment

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

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : Regional Jet 900 (CRJ900)
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Flight Phase : Climb

Airspace.Class A : Z2ZZ

Component

Aircraft Component : Horizontal Stabilizer Trim
Aircraft Reference : X
Problem : Malfunctioning

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Instrument
Qualification.Flight Crew : Air Transport Pilot (ATP)
Qualification.Flight Crew : Multiengine
Experience.Flight Crew.Total : 13100
Experience.Flight Crew.Last 90 Days : 173
Experience.Flight Crew.Type : 7000

ASRS Report Number.Accession Number : 981033
Human Factors : Troubleshooting



Events

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

When Detected : In-flight

Result.General : Declared Emergency
Result.Flight Crew : Returned To Departure Airport
Result.Flight Crew : Landed As Precaution

Assessments

Contributing Factors / Situations : Aircraft
Primary Problem : Aircraft

Narrative: 1

[During] preflight, Stab Trim Channel [was] inoperative and reset by Maintenance
Control before departure. After takeoff, in the climb, it failed again and would not
reconnect. Checked with Maintenance and Dispatch if they would like us to continue
or return and they stated to continue. Just after that, [we] received a Stab Fault
message and uncommanded pitch changes and audio warning of the same with the
autopilot on and off. Notified ATC we wanted to return to [departure airport].
Notified [company] we were returning. Did not declare an emergency and when
ATC wanted us to join the arrival | asked to go direct to the airport. They granted
the request and when we arrived crash rescue was waiting and we did an
overweight landing; 77,000 LBS, 100 FPM descent and 149 KTS. Brakes went up to
3 when we were in the gate. Made write up and notified Dispatch and Maintenance.

Synopsis

A CRJ-900 Captain reported Stab Trim Channel 1 failure on the ground that was
reset by Maintenance, but the fault recurred in flight and they returned to
departure airport.



Time / Day

Date : 201111
Local Time Of Day : 0601-1200

Place

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

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Tower : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : B717 (Formerly MD-95)
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Flight Phase : Takeoff

Component

Aircraft Component : Autothrottle/Speed Control
Aircraft Reference : X
Problem : Malfunctioning

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 980861
Human Factors : Human-Machine Interface

Events

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

When Detected : In-flight

Result.Flight Crew : Rejected Takeoff
Result.Aircraft : Equipment Problem Dissipated



Assessments

Contributing Factors / Situations : Aircraft
Primary Problem : Aircraft

Narrative: 1

Power was advanced for takeoff and came up normally and stabilized at 1.40 EPR
(flex 60). At 80 KTS, as | was cross-checking instruments, | felt the power levers
move forward, pulling my hands and exceeding the programmed power setting. As
I was trying to analyze the situation, | noticed engine indications (I believe boxed
N1) illuminating red. | immediately retarded the throttles in an attempt to bring
them back to the "V's" and prevent engine overspeed or overtemp. | felt resistance
in the autothrottles, so | disengaged them. It was about that time that I noticed
ground-spoiler deployment, prompting an immediate rejected takeoff (RTO).
Standard callouts were used for the aborted takeoff. Airspeed did not accelerate
much beyond 80 KTS and moderate brake application and idle reverse thrust was
all that was necessary to stop the aircraft.

We cleared the runway at the first available high speed taxiway and | reassured the
passengers over the PA that we were safe and no evacuation would be necessary.
Maintenance Control was called and advised of our condition. Brake temps were
monitored and never exceeded 120 degrees. At my request, we went through the
ACARS maintenance faults to be sure there were no exceedances recorded. There
were no exceedances recorded or any other cautions or warnings displayed. We
could not find any reason for the uncommanded throttle movement on takeoff.
After careful consideration and a re-completion of all checklists, a subsequent and
uneventful takeoff was made with no further complications. Apparently, this event
was caused by some type of auto-throttle anomaly, | can't be sure. The end result
was auto-ground spoiler deployment, which left me no choice but to abandon the
takeoff.

Synopsis

A B717 Captain reported an autothrottle malfunction on takeoff roll that included
potential engine overspeed and then ground spoiler deployment. A rejected takeoff
was performed, all systems reset with no faults noted, and a normal takeoff
ensued.



Time / Day

Date : 201111
Local Time Of Day : 1201-1800

Place

Locale Reference.ATC Facility : ZZZ.ARTCC
State Reference : US
Altitude.MSL.Single Value : 38000

Aircraft

Reference : X

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

Make Model Name : B757-200

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

Mission : Passenger

Flight Phase : Cruise

Airspace.Class A : ZZZ

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 15000
Experience.Flight Crew.Last 90 Days : 150
Experience.Flight Crew.Type : 500

ASRS Report Number.Accession Number : 980666
Human Factors : Human-Machine Interface
Human Factors : Time Pressure

Human Factors : Training / Qualification

Human Factors : Distraction

Events

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Speed : All Types

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

Were Passengers Involved In Event : N



When Detected : In-flight
Result.Flight Crew : Regained Aircraft Control

Assessments

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

Narrative: 1

Center informed us that our destination was temporarily closed with a power
outage and we were to expect 30 minutes holding in about 100 miles at FL380. We
were around 800 miles from [destination]. The Controller suggested we slow down
immediately to minimize our time in holding. Speed was at our discretion and he
said that he was going to be slowing others down behind us as well. We checked
the suggested holding speed at FL380, informed ATC of our intended speed which
was approved and we started slowing down.

The weather was clear and there was no turbulence. The autopilot and autothrottles
were engaged. We informed the flight attendants of possible holding as well as an
arrival delay and told the purser we would not tell the passengers until right before
entering the hold. After slowing down, we started to look at our options to
determine how long we could hold, and possible divert locations. | wanted to start
developing a plan for when we received holding instructions.

About 10 minutes later with no warning, the airspeed dropped about 15 knots and
was still decreasing. There was no advance warning from the airplane and neither
of us felt any turbulence or updraft sensation. Our pitch was already much higher
than normal because ATC had us slow down. | added power to MAX but the nose
continued to pitch up and the airspeed continued to decrease. | tried to recover
with the autopilot on as the flight manual says, however, the prescribed five
degrees of pitch and MAX thrust did not work to recover the airplane.

I was able to finally push the nose down enough and get the airspeed loss to stop. |
lost approximately 200 feet before recovering the airplane and getting the airspeed
to start to slowly increase. Shortly thereafter, Center switched us over to the next
Controller. The First Officer checked in and told him of our new speed we were
maintaining. Since we had gone about 100 miles, | had the First Officer ask the
ATC Controller when we should expect our holding instructions. The Controller
stated he didn't know anything about holding instructions or [our destination]
having any ATC delays. After a short discussion, the new Controller told us we
could resume normal speed. | remember several more aircraft behind us checking
in after we did who were also slowed down and were now increasing their speed.
They too had encountered the same unexpected mountain wave.

Somewhere in all the confusion trying to regain control of the aircraft and trying to
figure out what happened, | remember ATC announced to all aircraft there was
mountain wave activity over the mountains. This was the first we had heard about
it or had any indications the possibility for mountain wave existed. This helped us
account for what possibly happened, but we both remarked that in all our previous
mountain wave encounters, you could feel the airplane rising. Neither one of us felt



anything out of the ordinary when the speed suddenly decayed. It also appeared
that the 757 had gotten behind the power curve while the autopilot held level flight
and the aircraft speed kept decreasing with MAX power. The airplane was heading
for a full stall very quickly.

During the stall recovery, | tried to follow what | remembered reading about the
new stall recovery procedures and guidance published in our new Flight Manual.
This guidance tells us to hold altitude and minimize altitude loss. It also tells us to
leave the airplane on the autopilot. These steps made the recovery worse. The new
stall procedures are different from what | had been previously taught during our
simulator training prior to our merger. The new stall procedures in our Flight
Manual were not trained in any of our merger phases.

After going back and reading the new stall procedures again in the book, the
procedures are confusing, contradictory, and unclear. New full stall recovery
procedures were also added to the Flight Manual which the company still hasn't
trained. The situation became more unsafe and the recovery was delayed because
it was the first time | had tried the new procedures and | confused them with the
old procedures. This was probably due to the fact that | had never practiced the
new procedures in a simulator.

Trying to teach myself new emergency recovery procedures and develop skills by
simply reading a book without any classroom training from an instructor or
simulator training did not work. If it had not been for my previous military training
in aerodynamics and stall recoveries, | think we may have lost control of the
airplane.

This accident chain of events started with new stall procedures and guidance being
published for the 757, for which | received inadequate training. The next link in the
chain occurred when the ATC Controller started slowing all the aircraft down at
cruise because [our destination] was closed, yet the next Controller knew nothing
about any delays. Next link, we encountered an unexpected mountain wave that
gave us an unexpected 15+ knot loss of airspeed that the automation could not
control. The final link was the confusion between the old "ingrained by repeated
training” skills and the new untrained procedures which delayed the recovery.

Synopsis

A B757-200 flight crew, slowed at FL380 by ATC to minimize holding, suffered an
approach to stall when they encountered mountain wave over mountains. Their
attempts to recover using newly established stall recovery techniques for which
they had received no hands on training, proved inadequate and they were forced to
intervene falling back on old, long ingrained, techniques.



Time / Day

Date : 201111
Local Time Of Day : 1801-2400

Place

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

Aircraft

Reference : X

ATC / Advisory.Tower : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : Regional Jet CL65, Undifferentiated or Other Model
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Flight Phase : Landing

Component

Aircraft Component : Powerplant Fire Extinguishing
Aircraft Reference : X
Problem : Improperly Operated

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

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

ASRS Report Number.Accession Number : 979613
Human Factors : Confusion

Human Factors : Human-Machine Interface

Events

Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.Deviation - Procedural : Published Material / Policy
Detector.Person : Flight Crew

When Detected : In-flight

Assessments

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



Narrative: 1

I inadvertently discharged the left engine fire bottle after landing. The ILS XX
approach, chart 11-5, notes read: 1. VGSI and ILS glidepath not coincident. 2. GS
unusable below 1,100 FT MSL. The notes allude to the fact that a Glideslope
Caution is occasionally generated on short final to the runway while on the proper
visual glidepath. This was briefed and anticipated; however, below 1,100 FT on
final, 1 inadvertently selected the wrong switch light to cancel the Glideslope
Caution, instead depressing the LH ENG FIRE PUSH immediately to the right of the
GND PRX on the pilot's glare shield. Once the initial error was made, our proximity
to the runway and requisite focus outside the cockpit as well as in, hampered
immediate recognition of the error, because it was totally unexpected given what |
assumed had been a proper selection.

On the landing roll, the First Officer stated that the thrust reverser's were not
deploying. The Left reverser indicated amber and left reverser unlocked caution
was displayed on the EICAS. Also displayed was the ENG BTL 1 LO caution!
Suddenly it dawned on me while decelerating that 1 must have responded to the
switch light in my periphery by depressing it thinking it was a lit GND PRX switch
light. After transfer of controls we cleared the runway and--after flows and receipt
of taxi instructions--secured the left engine, having realized that this condition had
been self-inflicted and no actual fire condition existed. Dispatch and Maintenance
were notified once in the gate and | stuck around to brief the outbound crew and
assist as required.

My primary attention at this stage of the approach was given to monitoring the
approach, the preceding aircraft for our runway, and the aircraft holding in position
on intersecting left runway. However, the primary contributing factor was the lack
of any panel lighting on this portion of the glareshield making it hard to visually
acquire the GND PRX button.

I will personally review our SOP and switch light placement to avoid inadvertent
selection in the future, will look before | select and will always positively identify.
Contributing factors: Engine Fire Protection switches placement and commonality
with other switch lights. Inadequate panel illumination.

Synopsis

Anticipating the need to extinguish a predictable Ground Proximity alert due to an
unusable GS below 1,100 MSL, the Captain of a CRJ inadvertently pushed the left
engine fire discharge button which is similar in appearance and in close proximity
with the Ground Proximity alert light.



Time / Day

Date : 201111
Local Time Of Day : 0601-1200

Place

Locale Reference.Airport : FFZ.Airport
State Reference : AZ
Altitude.MSL.Single Value : 3600

Environment

Flight Conditions : IMC

Weather Elements / Visibility : Icing
Weather Elements / Visibility : Turbulence
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.TRACON : P50
Aircraft Operator : Personal

Make Model Name : Citationjet (C525/C526) -CJ 1/ 11/ 11/ 1V
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Personal

Flight Phase : Initial Climb

Route In Use : Vectors

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

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck
Reporter Organization : Personal
Function.Flight Crew : Pilot Flying
Function.Flight Crew : Single Pilot
Qualification.Flight Crew : Instrument
Qualification.Flight Crew : Multiengine
Experience.Flight Crew.Total : 1500
Experience.Flight Crew.Last 90 Days : 50
Experience.Flight Crew.Type : 200

ASRS Report Number.Accession Number : 979473

Events

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Inflight Event / Encounter : Weather / Turbulence



Anomaly.Inflight Event / Encounter : Loss Of Aircraft Control
Detector.Person : Flight Crew

Were Passengers Involved In Event : N

When Detected : In-flight

Result.Flight Crew : Returned To Clearance

Result.Flight Crew : Regained Aircraft Control

Assessments

Contributing Factors / Situations : Weather
Primary Problem : Weather

Narrative: 1

I had taken off from FFZ, set the altitude preset to 3,000 FT and engaged the
autopilot. During climbout and prior to capturing my assigned altitude of 3,000 FT,
I experienced sudden and severe turbulence - causing the airplane to pitch up and
bank abruptly. The high pitch angle/turbulence caused the autopilot to disengage
and the aircraft to continue its climb with a higher than normal angle of attack. I
immediately leveled the wings and reduced angle of attack to regain positive
control of the aircraft while reversing the climb from approximately 3,600 FT. |
then began a controlled descent to the assigned altitude and heading. After an
approved climb to above the cloud layer (smoother air) | was able to successfully
reengage the autopilot and continue my flight.

Synopsis

The single pilot of a Citation lost control in turbulence and exceeded his cleared
altitude by 600 FT before regaining control and returning to his assigned altitude.



Time / Day

Date : 201111
Local Time Of Day : 1201-1800

Place

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

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory. TRACON : ZZZ

Aircraft Operator : Fractional

Make Model Name : Citation Excel (C560XL)
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 91

Flight Plan : IFR

Mission : Passenger

Flight Phase : Descent

Airspace.Class B : ZzZZ

Component

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

Person : 1

Reference : 1

Location Of Person.Aircraft @ X

Location In Aircraft : Flight Deck

Reporter Organization : Fractional

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 979139
Human Factors : Workload

Human Factors : Troubleshooting

Human Factors : Situational Awareness

Human Factors : Human-Machine Interface
Human Factors : Communication Breakdown
Human Factors : Other / Unknown
Communication Breakdown.Partyl : Flight Crew



Communication Breakdown.Party2 : Other
Analyst Callback : Completed

Person : 2

Reference : 2

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Fractional

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 979137
Human Factors : Workload

Human Factors : Troubleshooting

Human Factors : Human-Machine Interface
Human Factors : Communication Breakdown
Human Factors : Situational Awareness
Communication Breakdown.Partyl : Flight Crew
Communication Breakdown.Party?2 : Other

Events

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

When Detected : In-flight

Result.General : Maintenance Action

Result.General : Declared Emergency

Result.Flight Crew : Landed in Emergency Condition
Result.Aircraft : Equipment Problem Dissipated

Assessments

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

Narrative: 1

On our descent/approach, we had the elevator trim seize. It could not be moved
electrically or manually. There was slight forward pressure on the flight controls,
which the autopilot could not overcome. We declared an emergency, ran the
appropriate checklist, and continued the visual approach to landing without further
incident. |1 was acting PIC, but was not the pilot flying. | asked my partner if he was
having trouble with the controls, which he confirmed. | then asked him that if he
needed anything, to advise me to what extent he needed help and tell me how he
felt about the situation and the controls. As we slowed, the forward pressure on the
controls became more obvious, so at that point we decided to declare an
emergency. My partner flew and talked on the radio telling ATC what he wanted
while I ran the checklist. After running the checklist, 1 resumed communication with
ATC while my partner and | discussed different possible scenarios of landing
outcomes. After that, we felt confident with our decisions and the outcome as well
as our preparation. We did not have time to brief the passengers and were too
busy with immediate task at hand. After landing we regained full control of the



plane and had normal taxi to the ramp. We had a similar situation on the preceding
flight, but it wasn't noticed until on short final. However, the plane was in trim and
it didn't affect the controls, but might have if we would have had to go around.
Once on the ground the trim worked almost immediately then, so at that point |
didn't feel a further discrepancy existed anymore. It has been my experience here
at this company that when issues like this are discussed with Maintenance Control,
it is usually shrugged off and we are told to continue on since the problem doesn't
exist anymore. A maintenance issue for me had existed previously a few months
earlier and 1 felt 1 was being strong armed by the company to fly and was told that
I was "not cooperating with the company.” | feel that this treatment and
intimidation by the company lead me to believe that calling the company would not
do anything about this issue. Next time when | have an issue | will call and stand
my ground and rely on my own personal experience, not the company's
inexperience or intimidation tactics to pressure me to fly when a possible
maintenance issue exist that should be "at least examined by a Mechanic before
flight." The bottom line this holiday/winter season, don't fly a broken airplane, even
if you are pressured by the company or threaten to be brought to the crew base for
retraining.

Callback: 1

The reporter stated that on the previous flight on short final when the autopilot was
disconnected, he noticed a slight pitch down which he was able to control with yoke
input. When he attempted to input elevator trim to counter the pitch down he felt
the trim wheel jerking as it was unable to move, affecting an elevator trim change.
The next flight, described in this report, the frozen elevator had a much more
serious pitch down after the yoke jumped forward when the autopilot was
disconnected and pitch was barely controllable. The elevator trim was apparently
binding because it could not move in order to affect an elevator position change
and only great force resulted in any elevator control. ATC was advised that, "We
will not be going around,” when the emergency was declared. A short while after
landing the yoke made an uncommanded movement and the crew was again able
to move the elevator manually and the elevator trim became functional. The
reporter had heard stories about ice binding control cables and is beginning to
believe that ice was a factor in this event.

Narrative: 2

I was the pilot flying in the right seat of this flight. Upon departure, | noticed the
trim wheel was "clicking" during use. Furthermore, it was slow to react. The aircraft
was properly trimmed for cruise and trim was functioning, so we saw no reason to
divert. Autopilot was able to trim itself correctly. Upon arrival, | disconnected the
autopilot while on the arrival. At that point, the trim was completely unusable.
Neither electric nor manual trim was available. We decided to declare an
emergency due to the flight control malfunction and ran appropriate checklists. We
had an uneventful landing. The next day | brought up the aircraft on the
[maintenance computer]. The maintenance notes said, "They have found that the
elevator trim is [in] need of lube and is very dry." This was very concerning to me
as my first thoughts went to the flight that crashed due to a sheared jack screw
because it had not been lubricated. This was my second declared emergency due to
elevator trim failures inside of two months.

Synopsis



A CE560XL elevator trim could not be moved using electric trim or manually on
approach, so an emergency was declared. After landing the elevator and trim
control was returned to normal operation.



Time / Day

Date : 201111
Local Time Of Day : 1201-1800

Place

Locale Reference.ATC Facility : ZZZ.ARTCC
State Reference : US
Altitude.AGL.Single Value : O

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Tower : ZZZ

Aircraft Operator : Fractional

Make Model Name : Cessna Citation Sovereign (C680)
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 91

Flight Plan : IFR

Flight Phase : Takeoff

Component

Aircraft Component : Horizontal Stabilizer Control
Aircraft Reference : X
Problem : Malfunctioning

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Fractional

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 978132
Human Factors : Situational Awareness

Human Factors : Time Pressure

Analyst Callback : Attempted

Events

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

When Detected : In-flight

Result.General : Flight Cancelled / Delayed



Result.Flight Crew : Returned To Gate
Result.Flight Crew : Rejected Takeoff

Assessments

Contributing Factors / Situations : Aircraft
Primary Problem : Aircraft

Narrative: 1

| initiated takeoff from Runway 27R. Power was set for takeoff and the appropriate
callouts made. After the 80 KT call was made by the pilot not flying, | saw a red
annunciator and Master Warning appear out of the corner of my eye. The pilot not
flying stated "Abort, Abort, Abort". | aborted the takeoff and noted during
deceleration that the trim was running nose up with no input from me or the pilot
not flying. It turns out the annunciator | saw illuminate was the standby
annunciator for "stab trim not in range”. The trim had been set at 3.4 for takeoff. It
had moved uncommanded to 5.9 during the takeoff roll. We told Tower we needed
to return to the ramp and to cancel our flight plan. Find out why this type of event
is occurring on the Sovereigns. It is not the first; also, brief Sovereign pilots that
this is occurring in the fleet.

Synopsis

A CE680 Captain reported rejecting a takeoff for an uncommanded nose up
elevator trim after 80 KTS on the takeoff roll.



Time / Day

Date : 201110
Local Time Of Day : 1801-2400

Place

Locale Reference.ATC Facility : ZZZ.ARTCC
State Reference : US
Altitude.MSL.Single Value : 37000

Environment

Flight Conditions : VMC
Light : Night

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : Regional Jet 900 (CRJ900)
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 91

Flight Plan : IFR

Mission : Ferry

Flight Phase : Cruise

Airspace.Class A : ZZZ

Component

Aircraft Component : AHRS/ND
Aircraft Reference : X
Problem : Failed

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 977876
Human Factors : Time Pressure

Human Factors : Distraction

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

Human Factors : Workload

Analyst Callback : Completed

Events



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

When Detected : In-flight

Result.General : Declared Emergency

Result.Flight Crew : Landed in Emergency Condition
Result.Flight Crew : Diverted

Assessments

Contributing Factors / Situations : Aircraft
Primary Problem : Aircraft

Narrative: 1

Aircraft was enroute when we diverted after we declared an emergency. At FL370
the First Officer side attitude indicator displayed 10 degrees nose up, then held a
few minutes at which point it started slowly climbing to 12 to 15 degrees. At this
point the indication started climbing rapidly then started fluctuating up and down
and the autopilot disengaged; the aircraft was physically level up to this stage.
After the autopilot disengaged the AHRS 2 FAIL message appeared and per the
QRH we selected the #1 AHRS data to the #2 side. At this point the #2 yaw
damper disengaged and the YD2 FAULT status message appeared and the STAB
TRIM and MACH TRIM caution messages and the RUDDER LIMITER FAULT and
PITCH FEEL FAULT status messages appeared. The rudder began to yaw to the LT
and RT uncommanded. We re-engaged the STAB trim, MACH trim and #2 yaw
damper and the messages cleared. Shortly afterward the #2 yaw damper
disengaged again and the YD 2 FAULT status message reappeared and was the only
message reappearing once below FL240. At FL370 the rudder felt heavier but was
attributed to the higher airspeed at the time. We continued to correct for the
uncommanded rudder movement all the way to the field and elected to land with
the flaps at 20 degrees to maintain better rudder control without additional issues.
Due to flaps 20 and little flare we landed hard. We were concentrating on the flight
controls and did not attempt to slow the descent for a lower vertical speed due to
our focus on controlling the rudder during the landing. We pulled the FDR and CVR
breakers, and contacted Dispatch and Maintenance Control to write everything up.
[Landing flaps 20 in these conditions] was not outlined in the QRH. However, given
all the available information | had at hand, | elected to land non-SOP. Focus during
the landing was given on getting the aircraft on the ground and not flare, resulting
in a hard landing. This would be an excellent AQP scenario!

Callback: 1

The reporter stated that AHRS #2 failed in flight with subsystems which used its
input issuing Caution and Status messages as a result. Reporter clarified that YD
#1 also failed subsequent to switching to AHRS #1. Reporter stated that he felt
there should be simulator training regarding flight with no YD since the aircraft
handled much differently.

Synopsis

A CRJ900 #2 AHRS failed followed by a yaw damper fault, uncommanded rudder
movement, STAB and MACH TRIM cautions, RUDDER LIMITER and PITCH FEEL
faults. An emergency was declared and the flight diverted to an enroute airport.
Reporter stated simulator training with yaw dampers off would be valuable in
dealing with this problem.



Time / Day

Date : 201110
Local Time Of Day : 1201-1800

Place

Locale Reference.ATC Facility : PCT.TRACON
State Reference : VA
Altitude.MSL.Single Value : 15000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory. TRACON : PCT
Aircraft Operator : Military

Make Model Name : Citation V/UIltra/Encore (C560)
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Training

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

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Military

Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 7000
Experience.Flight Crew.Last 90 Days : 25
Experience.Flight Crew.Type : 200

ASRS Report Number.Accession Number : 977412
Human Factors : Situational Awareness

Human Factors : Human-Machine Interface

Events

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

Detector.Person : Flight Crew

Detector.Person : Air Traffic Control



Miss Distance.Vertical : 300

When Detected : In-flight

Result.Flight Crew : Returned To Clearance
Result.Air Traffic Control : Issued Advisory / Alert

Assessments

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

Narrative: 1

We were level at 15,000 FT, proceeding to DOCCS on the ELDEE 5. ATC cleared us
to descend via the ELDEE 5. The CE560 FMS system is the Universal UNS-1 series,
with software SCN 80X. This system can sometimes be problematic in a SID/STAR
procedure and requires more attention from the pilots than a Pegasus or Proline
FMS. Point being, there are more opportunities to make mistakes, as the interface
of the FMS is not as intuitive or elegant as some of the newer systems. The
inherent design also makes it more difficult for the pilots to crosscheck each other,
with regards to what the aircraft is programmed to do next. After clearance to
descend, the pilot not flying dialed 8,000 FT into the altitude select window and
assumed the pilot flying would engage VNAV in order to adhere to the flight profile.
Unfortunately, VNAV was never engaged and the aircraft reverted to a pitch mode
that allowed it to descend below 15,000 before the procedure called for it. ATC
alerted us as we simultaneously noticed the uncommanded descent. We
immediately stopped the descent and climbed back to 15,000. ATC did not tell us
there was a problem from their side, so no phone call was made with Potomac
post-flight. Having flown the ELDEE hundreds of times in various aircraft (MD-
80/737/757/CE560), it still remains challenging to keep up with the continuous
reconciling between the STAR and the FMS. This procedure is one that requires
aircrew to double and triple check the aircraft's progress against the charts, and
right when you feel comfortable, complacency rears its head! The CE560 makes the
procedure even more challenging, and even with 7,000+ hours of experience, |
have found the possibility of mistakes on the ELDEE as a clear and present danger.

Synopsis

CE560 Captain reports descending early on the ELDEE 5 arrival to DCA. VNAYV is not
selected after 8,000 FT is set in the MCP altitude window.



Time / Day

Date : 201110
Local Time Of Day : 1201-1800

Place

Locale Reference.ATC Facility : ZZZ. TRACON
State Reference : US
Altitude.MSL.Single Value : 9500

Aircraft

Reference : X

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

Make Model Name : B737-300

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

Flight Phase : Climb

Component

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

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier
Function.Flight Crew : Pilot Not Flying
Function.Flight Crew : First Officer
Experience.Flight Crew.Last 90 Days : 197
ASRS Report Number.Accession Number : 975823
Human Factors : Troubleshooting

Human Factors : Situational Awareness
Human Factors : Confusion

Human Factors : Human-Machine Interface

Person : 2

Reference : 2

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



Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 976147

Events

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

Were Passengers Involved In Event : N

When Detected : In-flight

Result.General : Maintenance Action

Result.Flight Crew : Returned To Departure Airport
Result.Flight Crew : Landed As Precaution
Result.Aircraft : Equipment Problem Dissipated

Assessments

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

Narrative: 1

This flight was in a -300 series that had the PMCs MEL'd inoperative and in the off
position. Besides the additional power adjustments due to PMCs inoperative,
ground ops, taxi, and takeoff were uneventful. At approximately 9500' MSL with
climb thrust set and the autopilot on, the #1 engine began to roll back. The PF
pushed the #1 throttle up as we first thought it could be due to the PMCs being off.
The engine continued to roll back and the aircraft rolled and yawed left. The PF
disengaged the autopilot as | coordinated for a level-off at 10,000' MSL and present
heading.

The #1 engine continued to roll back to approximately 50%. All other #1 engine
indications indicated a roll back. However, as we began to retard the #1 thrust
lever the engine began to return to commanded thrust. We decided to return to
ZZZ and | coordinated for the return. We looked quick at the QRH and decided
there wasn't an appropriate checklist to follow. We concluded the #1 engine had
failed but restarted itself since the Start switches were still on as the Climb Check
had not yet been accomplished.

Since the #1 engine was operating normally, a normal visual approach and landing
was flown. No emergency was declared; however, emergency ground vehicles met
the aircraft as we taxied normally to the gate. After review, however, we decided a
flaps 15 approach and declaring an emergency would have been appropriate.

Narrative: 2

Dispatch, Maintenance Control, Scheduling, and Chief Pilots were notified and the
event was discussed. The logbook with a description of the discrepancy was
recorded.

We should have declared an emergency and also landed with flaps 15. An
emergency should have been declared since we had an engine failure, even though
it resumed normal operation. A flaps 15 landing would have been better because if
the engine did fail again, we would be already configured for a single engine
approach and landing.



Synopsis

Dispatched with both PMCs [Power Management Computers] deferred the Flight
Crew of a B737-300 encountered the apparent uncommanded failure and restart of
the left engine during initial climb. They returned to their departure airport.



Time / Day

Date : 201110
Local Time Of Day : 1201-1800

Place

Locale Reference.ATC Facility : ZZZ.ARTCC
State Reference : US
Altitude.MSL.Single Value : 31000

Environment

Flight Conditions : Mixed

Weather Elements / Visibility : Windshear
Weather Elements / Visibility : Rain

Weather Elements / Visibility : Thunderstorm
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ
Aircraft Operator : Air Carrier
Make Model Name : B757-200
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Passenger

Flight Phase : Parked

Flight Phase : Landing

Flight Phase : Cruise
Airspace.Class A : ZZZ

Component

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

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 975369
Human Factors : Troubleshooting

Analyst Callback : Completed



Events

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

When Detected : In-flight

Result.General : Maintenance Action

Result.General : Declared Emergency

Result.Flight Crew : Landed in Emergency Condition
Result.Aircraft : Equipment Problem Dissipated

Assessments

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

Narrative: 1

Cruising at FL 310, "Dodging" TRW's in the area. The First Officer turned the
heading bug on the MCP to the right while the Center Autopilot (A/P) was engaged.
Nothing happened. He tried turning the heading selector knob twice back and forth
with no results. He disengaged the A/P and tried a "manual" turn to the right. The
control wheel was very stiff for a moment, then broke free and the aircraft turned
to the right. We immediately got a "SPOILERS" advisory caution notation on the
EICAS screen. The A/P was re-engaged and systems seemed to operate normally. |
contacted Dispatch and told them our condition. Approaching our destination, we
decided to enter holding at 10,000 ft MSL and conduct turn tests to see how the
aircraft was handling prior to landing. Turns to the right were normal and easy
while left turns felt "stiff and sluggish”. Dispatch was advised. We requested RWY
27 ILS and that equipment be standing by. Approach initiated an Emergency
condition for us. | briefed the flight attendants as to our situation, made a PA telling
the passengers to ignore the Emergency vehicles and the First Officer continued in
for a normal landing. This is just a possible explanation: Conditions at our
departure airport were rainy and gusty. The aircraft was parked facing west. Winds
were 080 at 20 to 25 knots. The ailerons and rudder were blown to full deflection
as noted when | performed the walk-around. Quite possibly, some water was blown
into the control surface operating systems or under the spoilers. If that water had
frozen at altitude, it may have partially blocked some mechanical system from
working, but broke free due to the hydraulic pressure of a manual control
movement. Again, this is just a possibility from a pilot's point of view.

Callback: 1

The Reporter stated that the sensation of aileron stiffness was similar to manual
reversion on other aircraft and when the controls freed it was like hydraulic power
had suddenly been turned on. He was unable to perform a walkaround at the
destination to inspect the ailerons and spoilers but flew the aircraft the following
day and noted that the maintenance sign off for his flight control discrepancy was a
new set of right aileron bearings. The Reporter was still of the mind that frozen
precipitation may have been the issue.

Synopsis

A B757's ailerons were very sluggish turning left but suddenly became free
simultaneous with an EICAS SPOILER alert. The Captain stated the aircraft had



been parked in very windy, rainy conditions prior to flight and water may have
collected under some control surfaces.



Time / Day

Date : 201110
Local Time Of Day : 1801-2400

Place

Locale Reference.ATC Facility : ZZZ.ARTCC
State Reference : US
Altitude.MSL.Single Value : 35000

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ
Aircraft Operator : Air Carrier
Make Model Name : A320
Crew Size.Number Of Crew : 2
Mission : Passenger

Flight Phase : Cruise
Airspace.Class A : ZZZ

Component

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

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 13000
Experience.Flight Crew.Last 90 Days : 200
Experience.Flight Crew.Type : 4000

ASRS Report Number.Accession Number : 974818

Person : 2

Reference : 2

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier
Function.Flight Crew : First Officer
Function.Flight Crew : Pilot Flying
Experience.Flight Crew.Total : 9000
Experience.Flight Crew.Last 90 Days : 200



Experience.Flight Crew.Type : 2000
ASRS Report Number.Accession Number : 975353
Human Factors : Troubleshooting

Events

Anomaly.Aircraft Equipment Problem : Less Severe
Detector.Person : Flight Crew

When Detected : In-flight

Result.General : Maintenance Action

Result.Flight Crew : Overcame Equipment Problem

Assessments

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

Narrative: 1

Ops normal in cruise at FL350. Began to pick up what felt like light chop. We
noticed within a few minutes that the characteristics of the chop were unusual.
1.The aircraft only moved in pitch-absolutely no role or yaw.

2.The chop was a very consistent "bump" that occurred on a cycle of 10-15
seconds.

We pulled up the F/CTRL display on the SD. Immediately we noticed that both the
left and right aileron indices were moving in sync with the bump. Both indices
would move up and down rapidly 1/16 to 1/8 of an inch of total travel on the
synoptic as each bump was felt. Applying systems knowledge, we knew that ELAC1
normally controlled the ailerons. During preflight planning, we had noted that this
particular aircraft had just had ELAC1 replaced after multiple write-ups for ELAC1
Fault and Ail Servo ECAMS in flight. Accordingly, | pulled out the FM and reviewed
the F/CTL ELAC 1/2 Fault Irregular. It reads: One computer failed: CAUTION: Do
not reset ELAC if uncommanded maneuvers occurred during flight. ELAC
(affected)...OFF THEN ON

Based on the uncommanded pitch motion, the maintenance history of the aircraft,
my systems knowledge and the caution above, | decided that the safest course of
action was to turn off ELAC1. The First Officer disconnected autopilot and was hand
flying as | turned off ELAC1. Aileron movement and pitch bump stopped
IMMEDIATELY and did not recur for the remainder of the flight. We contacted
Dispatch via ACARS and added Maintenance to the patch. | described situation and
agreed to make maintenance write up as we continued to destination. | also
reminded Dispatch that we were now downgraded to Cat 2 status with the ELAC1
turned off. The rest of the flight was routine to landing.

Narrative: 2

At FL350 began to experience a rhythmic bump which at first was thought to be
light chop, however after a few minutes the chop was occurring on a 10-15 second
interval and with a slight vertical bounce to the aircraft. FCTL display showed
ailerons moving 1/16 to 1/8 inch in sync with bump. ELAC1 had just been replaced
which according to systems knowledge controls the ailerons. After reading the FM
for ELAC failure we turned off ELAC1 and the bump immediately ceased and did not
return. We contacted Dispatch and Maintenance Control and briefed them on what



had happened. We coordinated a write-up to describe the event and our actions,
remainder of flight was uneventful.

Synopsis

A320 Flight Crew experiences what is described as bump or rhythmic light chop at
FL350. While checking the Flight Control page it is discovered that the bump is in
sync with aileron movement. Due to the maintenance history of the aircraft, the
Captain elects to turn of ELAC1 and the bump immediately disappears.



Time / Day

Date : 201110
Local Time Of Day : 1801-2400

Place

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

Environment

Weather Elements / Visibility : Icing
Light : Night

Aircraft

Reference : X

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

Make Model Name : MD-82

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

Mission : Passenger

Flight Phase : Cruise

Airspace.Class A : ZZZ

Component

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

Person

Reference : 1

Location Of Person.Aircraft @ X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Pilot Not Flying
Function.Flight Crew : First Officer

ASRS Report Number.Accession Number : 974572
Human Factors : Human-Machine Interface

Events

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

Were Passengers Involved In Event : Y

When Detected : In-flight



Result.General : Declared Emergency
Result.Flight Crew : Diverted
Result.Aircraft : Equipment Problem Dissipated

Assessments

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

Narrative: 1

We were at FL340, at night, in and out of clouds with anti-ice on. | had just asked
ATC for a left deviation to avoid a cell and we were told to stand by. There was a
sudden sensation of depressurization in our ears. There were no associated
warnings, sounds or other sensations. We saw both blue pressurization lights (STBY
ON and TRANSFER-LOCKOUT) illuminated. | noted the cabin altitude somewhere
above 8,000 FT and the cabin rate of climb indicating near the peg of 1,500 FPM.
The outflow valve appeared to be already very near the full forward position, but
the cabin was continuing to climb.

I requested lower with ATC and selected "manual” on the cabin altitude control
lever and attempted to close the outflow valve manually. After pushing down to
unlock the cabin altitude control wheel, | attempted to roll it forward with
significant force. It moved very little if at all. Either the outflow valve was already
at the full closed position or it was jammed somewhere near the closed position. In
any case, the cabin pressure was not controllable in either auto or manual.

The Captain made a quick call to the number one Flight Attendant, telling her that
the cabin was losing pressure and to have all the flight attendants don their oxygen
masks. About that same time, the red CABIN ALT light illuminated along with the
associated aural warning. We immediately accomplished the red box items and
donned our oxygen masks. | double checked my oxygen supply and demand
switches in the ON and 100% positions. | double checked that the cabin altitude
control lever was in the manual (down) position and that the outflow valve was as
far forward as | could get it and manually locked.

I declared an emergency and told ATC we were beginning our descent and coming
left for weather. The Captain smoothly transitioned the aircraft into an emergency
descent with the throttles at idle and speed brakes extended. | continued to talk
and listen to ATC to coordinate turns away from weather and clearances to lower
altitudes before reaching them. Over the intercom, the Captain and | concurred
that our priority was to continue the descent and get the aircraft headed back to
the east, away from weather and the higher terrain to the west. The Captain kept
the weather display on his side and | switched to the terrain mode. We told ATC we
wished to divert to ZZZ, which was about 50 miles to the east.

When we passed through about FL220, | noted that the cabin rate of climb had
passed through zero and that the cabin altitude had reached its peak altitude of
something slightly less than 15,000 FT and that the CABIN OXYGEN ON light had
come on. | then noted the cabin rate of climb had now switched to an abrupt
decrease in cabin altitude (near the peg). | was now able to manually control the
outflow valve to a more open position to control the rate of descent in the cabin. |



attempted to target about a 1,000 FPM descent to keep the altitude coming down,
but not so fast as to damage anyone's eardrums. Somewhere near 13,000 FT MSL,
I told the Captain that the cabin was now below 10,000 FT. He removed his mask
and passed the control of the aircraft to me telling me to keep talking to ATC and
get us to ZZZ.

He immediately called back to the flight attendants to assess the situation and
learned everyone was on oxygen and doing fine. | took my oxygen mask off and
worked with ATC to continue our descent and set us up for a visual approach at
ZZZ while continuing to manually descend the cab toward ZZZ's field elevation until
the aircraft was below 10,000 FT MSL. The Captain coordinated more with the flight
attendants, telling them that they could remove their masks and expect a normal
landing and normal taxi to the gate. He also went back over checklists to make
sure we hadn't skipped anything critical.

After parking, deplaning, and debriefing Maintenance, we were told there was a
spare aircraft at ZZZ that Dispatch was arranging for us to take as soon as luggage
could be transferred. | felt fine. The Captain said he felt fine. My impression was
that the flight attendants all preferred that we go rather than stay in ZZZ. Every
passenger re-boarded the new aircraft and Dispatch sent a release. The flight to
our destination was uneventful.

Synopsis

While operating with anti-ice on at FL340, the flight crew of an MD80 was unable to
control pressurization and initiated an emergency descent and diverted to a nearby
airport. As they passed through FL220, control was regained. The maximum cabin
altitude reached was 15,000 FT.



Time / Day

Date : 201110
Local Time Of Day : 0601-1200

Place

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

Relative Position.Distance.Nautical Miles : 2
Altitude.MSL.Single Value : 4000

Environment

Weather Elements / Visibility.Visibility : 50
Light : Daylight

Aircraft

Reference : X

ATC / Advisory. TRACON : ZZZ

Aircraft Operator : Corporate

Make Model Name : Citation Excel (C560XL)
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 91

Flight Plan : IFR

Mission : Passenger

Flight Phase : Initial Climb

Airspace.Class E : ZZZ

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Corporate

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Multiengine
Qualification.Flight Crew : Air Transport Pilot (ATP)
Qualification.Flight Crew : Flight Instructor
Experience.Flight Crew.Total : 7000
Experience.Flight Crew.Last 90 Days : 50
Experience.Flight Crew.Type : 1300

ASRS Report Number.Accession Number : 972881

Events

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

When Detected : In-flight

Result.General : Maintenance Action



Result.Flight Crew : Returned To Departure Airport
Result.Flight Crew : Landed in Emergency Condition

Assessments

Contributing Factors / Situations : Aircraft
Primary Problem : Aircraft

Narrative: 1

During the initial climb after gear and flap retraction, | was hand-flying the airplane
and suddenly lost the ability to trim using the electric trim. | tried to trim with the
trim wheel and it spun freely with no effect on yoke control pressure. The pilot not
flying advised ATC that we would need to return to as a precaution and did not
declare and emergency. | initially reduced speed to keep the aircraft closer to the
airport, but the control pressures became excessive. To avoid descending, |
increased the speed to around 200 KTS to relieve some of the control force
required. We accomplished the appropriate abnormal procedures checklists and
elected to land with zero flaps. In this aircraft, there is a pitch trim interconnect
which operates during flap extension and retraction and we wanted to avoid any
actions that might cause additional problems. The aircraft was flying normally
except that |1 was required to hold an estimated 20 to 30 pounds of elevator back
pressure to maintain level flight. We decided to not change the aircraft
configuration and land with flaps fully retracted. We made a VFR return and landed
without incident. There was no damage or injury in this event and we were able to
taxi back to the FBO without any assistance. This event highlighted the value of my
simulator-based training and is a success story of good CRM in an abnormal
situation.

Synopsis

CE560 Captain experiences the failure of the electric pitch trim shortly after takeoff.
The manual trim wheel rotates freely with no effect on pitch trim. Reporter elects to
return to departure airport and land with no flaps.



Time / Day

Date : 201109
Local Time Of Day : 1201-1800

Place

Locale Reference.ATC Facility : C90.TRACON
State Reference : IL
Altitude.MSL.Single Value : 5000

Aircraft

Reference : X

ATC / Advisory. TRACON : C90
Aircraft Operator : Air Carrier

Make Model Name : B737-800

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

Mission : Passenger

Nav In Use.Localizer/Glideslope/ILS : Runway 28
Flight Phase : Final Approach
Airspace.Class B : ORD

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 972796
Human Factors : Communication Breakdown
Human Factors : Human-Machine Interface
Communication Breakdown.Partyl : Flight Crew
Communication Breakdown.Party2 : ATC

Analyst Callback : Completed

Events

Anomaly.Aircraft Equipment Problem : Critical

Anomaly.ATC Issue : All Types

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Inflight Event / Encounter : Loss Of Aircraft Control
Detector.Person : Flight Crew

Were Passengers Involved In Event : N

When Detected : In-flight



Result.Flight Crew : Regained Aircraft Control
Result.Flight Crew : Returned To Clearance

Assessments

Contributing Factors / Situations : Human Factors

Contributing Factors / Situations : Procedure

Contributing Factors / Situations : ATC Equipment / Nav Facility / Buildings
Contributing Factors / Situations : Chart Or Publication

Primary Problem : Ambiguous

Narrative: 1

When cleared for the ILS to Runway 28 we were cleared to maintain 5,000 FT. The
First Officer (pilot flying) selected [armed] the Apch Mode on the MCP [Mode
Control Panel] as we were approaching a fairly large rain shaft on final. Suddenly
the glideslope indicator came off the upper peg and swept very rapidly downward
and the FMS grabbed it and the airplane pitched over violently as the glideslope
indicator went full scale from top to bottom. By the time the autopilot was
disconnected the pitch change was such that the airplane lost almost 400 FT and
was recovered by about 4,600 FT. Almost immediately another aircraft behind us
reported the same thing happening to them.

The First Officer recovered quickly and climbed back to 5,000 FT. | don't know if
the glideslope signal was faulty or if there was interference from another aircraft on
the approach or the thunderstorm on final. Regardless, the First Officer did a nice
job recovering and getting back on the approach and landed in a very strong wind
with no further incident.

Callback: 1
The reporter added that after the following aircraft reported the same "false glide
slope" capture the Tower stated words to the effect of: "...the heavy's out of the

way now," seeming to imply a predictable interference with the glide slope signal
from an aircraft on the ground in the vicinity of the GS transmitter. The reporter
also re-emphasized the abruptness of the pitch over and felt it was severe enough
to have caused a safety issue had any passenger or crew member not yet have
been in their seat with their seat belt fastened.

Synopsis

A B737-800, cleared for the ILS approach from 5,000 MSL to Runway 28R at ORD,
suffered a severe pitch over and loss of altitude when the autopilot captured an
apparently false GS as it descended rapidly from the top to the bottom of the
"cage." After recovering from the event, the aircraft following them on the
approach reported an apparently identical anomaly. Following the second event the
Local Controller stated words to the effect of "...the heavy's out of the way now".



Time / Day

Date : 201109
Local Time Of Day : 0601-1200

Place

Locale Reference.ATC Facility : ZZZ.ARTCC
State Reference : US
Altitude.AGL.Single Value : O

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Tower : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : Regional Jet 900 (CRJ900)
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Flight Phase : Takeoff

Component : 1

Aircraft Component : Rudder Trim System
Aircraft Reference : X
Problem : Malfunctioning

Component : 2

Aircraft Component : Aileron Trim System
Aircraft Reference : X
Problem : Malfunctioning

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 10000
Experience.Flight Crew.Last 90 Days : 12
Experience.Flight Crew.Type : 2000

ASRS Report Number.Accession Number : 971630



Human Factors : Troubleshooting
Human Factors : Situational Awareness
Human Factors : Distraction

Human Factors : Confusion

Analyst Callback : Completed

Person : 2

Reference : 2

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck
Reporter Organization : Air Carrier
Function.Flight Crew : First Officer
Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Commercial
Experience.Flight Crew.Total : 2400
Experience.Flight Crew.Last 90 Days : 23
Experience.Flight Crew.Type : 520

ASRS Report Number.Accession Number : 971631
Analyst Callback : Completed

Events

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

When Detected : Taxi

Result.General : Release Refused / Aircraft Not Accepted
Result.General : Maintenance Action

Result.Flight Crew : Returned To Gate

Result.Flight Crew : Rejected Takeoff

Assessments

Contributing Factors / Situations : Aircraft
Primary Problem : Aircraft

Narrative: 1

From boarding door closure all aspects of our operation were normal. | called for
and the First Officer ran and completed all appropriate checklists. A few moments
after the First Officer had set the three trims, he made reference that they may
have moved. He re-centered them and once again they were normal. At the time |
didn't think much of this, as perhaps he may have bumped the trim switches or
perhaps didn't look at them quite right the first time. | am aware of the memo
concerning the importance of neutral trim settings. The First Officer was the flying
pilot. | transferred the aircraft control to the First Officer. The thrust was set
beyond seventy percent. It was around eighty six percent and stable. Several
moments later, at 120 knots, the EICAS alerted us of a "CONFIG RUDDER"
warning. Remembering the memo's statement "by centering the trims for takeoff,
you eliminate the possibility of receiving a CONFIG AILERON or RUDDER warning
due to sensor accuracy/fluctuation, [so] | elected to reject the takeoff thinking this
was the safest course of action. | am aware that it is possible for the aircraft to fly
in a runaway trim condition but wasn't sure if this may have been the beginning of
more messages to follow for a larger problem. We had 2000 feet of runway
remaining when we came to a stop. | set the brake, the First Officer advised ATC of



the abort and he ran the rejected takeoff non-normal checklist. | elected to taxi
back to the gate asking that CFR follow us as | thought the brake temperatures
could increase with possibility of fire.

During our taxi back to the gate the First Officer and | watched the trim indications
move on their own from centered green to out of center white and back. This
continued up until | left the aircraft for the day. Rudder trim would "swing" as much
as eighty percent nose right and aileron would swing as much as thirty percent. At
the gate with ninety percent of the passengers off the airplane CFR noticed a small
amount of smoke coming off the right main gear. | happened to be on the phone
with Maintenance Control and they ask that ARFF not put any water/material on
that area. | asked that CFR continue to observe the wheel until the brake
temperature readouts were normal (green) and no evidence of smoke. | released
ARFF and continued to work with Maintenance Control and Dispatch. Local
Maintenance came to the aircraft and in conjunction with my air carrier
Maintenance and local Maintenance they asked | leave the airplane as is and
powered up at the gate. Although I am not an aircraft technician, | believe there
may be a problem with uncommanded trim movements. Our first indication of this
may have been passed over as "bumping the switch™ or not having it perfectly
centered the first time. Prior to taking the runway | am one hundred percent
certain the trims were centered. | believe that some time after we started the
takeoff roll the rudder trim began to "drift" on its own and sent the warning
message. During our runway exit the rudder trim drifted back to center and the
warning went away. It was during the taxi back and time at the gate that the First
Officer and | could watch the trim move without input from us. Knowing that the
memo addresses this issue, and knowing that the trims were centered prior to
taking the runway it was in my best judgment that rejecting the takeoff prior to our
V1 of 137 knots was the safest course of action.

Callback: 1

The reporter stated that he believes this event is not the first occurrence of its type
because a company memo is emphatic about ensuring all trims are centered. The
memo goes on to say that if this anomaly occurs below V1 continue the takeoff and
return to land. The reporter stated that this guidance goes against his years of
training which taught him never to takeoff with a flight control problem.

The reporter indicated that if a trim tab is not zero and N1 is above seventy percent
the system will alert with an EICAS message, a Master Warning and a verbal
warning. This aircraft's trim is electric so it is possible that a computer was causing
the movement or that an indicating problem exists and the two trims were not
actually moving.

The crew did not go out and physically look at the trim tabs. A Contract Mechanic
verified with the crew what the flight control page was indicating. Company
mechanics flown in to examine the aircraft did not see the reported fault. The
reporter believes this is at least the second uncommanded trim movement event
but he does not know if the previous one was this aircraft or not.

Narrative: 2

Given that we checked and centered the trims twice prior to the takeoff roll, |
believe that there was a fault, or condition that was causing the aileron and rudder
trims to drift. Because they were drifting in both directions it lead to the warning



being gone by the time we exited the runway. We were both aware of the
importance of centering the trims per memo 10-19, which is why we are confident
that prior to applying takeoff power the trims were centered for takeoff.

Callback: 2

The reporter was later advised that Maintenance had determined that, although the
trim indicators were moving and triggered the warning, the trim tabs themselves
were not. The aircraft in question had had three similar write-ups "in the recent
past". He was advised that Maintenance had replaced what he believed was
referred to as a "control unit” although he was not certain of the exact
nomenclature.

He further expanded on the company memo to which he referred, explaining the
memo was published one year prior and advised that the airplanes were flyable
even with full deflection of the trims and appeared to imply crews should not reject
takeoffs solely due to the warnings although he stated he was paraphrasing what
he felt to be the intent of the memo rather than directly quoting. He later asked an
instructor pilot if they felt that aircraft control could be maintained with such full
trim deflection if the critical engine were to fail at V1 requiring up to full opposite
rudder to maintain directional control and received what he termed an equivocal
response.

Synopsis

A CRJ900 rudder trim began an uncommanded oscillating motion which triggered
the EICAS warning CONFIG RUDDER during takeoff, so the Captain rejected the
takeoff and returned to the gate.



Time / Day

Date : 201109
Local Time Of Day : 0601-1200

Place

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

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ

Aircraft Operator : Fractional

Make Model Name : Citation Excel (C560XL)
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 91

Flight Plan : IFR

Flight Phase : Initial Climb

Flight Phase : Climb

Airspace.Class E : 277

Component

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

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Fractional

Function.Flight Crew : Pilot Not Flying
Function.Flight Crew : First Officer
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 970277
Human Factors : Human-Machine Interface
Human Factors : Confusion

Human Factors : Troubleshooting

Person : 2

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



Reporter Organization : Fractional

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying

ASRS Report Number.Accession Number : 970278
Human Factors : Human-Machine Interface

Events

Anomaly.Aircraft Equipment Problem : Critical
Anomaly.Deviation - Speed : All Types
Detector.Person : Flight Crew

Were Passengers Involved In Event : N

When Detected : In-flight

Result.General : Maintenance Action

Result.Flight Crew : Overcame Equipment Problem

Assessments

Contributing Factors / Situations : Aircraft
Primary Problem : Aircraft

Narrative: 1

We noticed the flaps were not retracted when the pilot flying requested the After
Take-off Checklist. When | (the pilot not flying) performed the part of the checklist
that calls for Flaps O, | noticed the flap handle was in the O degree position, but the
flap indicator was in the 15 degree position. | immediately notified the pilot flying,
and he immediately slowed to 180 KIAS and requested a level off from ATC at
11,000 MSL. The speed at the time we discovered the discrepancy was 230 KIAS,
which is 30 KTS faster than Vfe for flaps 15 degrees.

Contributing to missing the fact that the flaps did not move to O degrees when
commanded was the fact that the horizontal stabilizer did move to the appropriate
position for flaps O degrees. This was confirmed by a hydraulic pressure
annunciator and auto-pilot trim changes when we re-selected flaps 15 degrees once
we agreed there was a system malfunction.

The re-selection of flaps 15 degrees was decided with the input of the Chief Pilot to
avoid uncommanded flap retraction so as to agree with the current flap handle
position (0). It also placed the horizontal stabilizer in the proper position for landing
and/or go-around. We completed the Flaps Inoperative Approach and Landing
Abnormal Checklist and concluded the flight uneventfully. The flap malfunction
discrepancy and inadvertent flap overspeed were reported to Maintenance.

Narrative: 2

After takeoff retracted flaps from takeoff postition and they would not move. The
malfuntion was realized at 10,000 FT when the after takeoff checklist was
conducted. At that time we were at approxamatly 230 KIAS. The limitiation of 200
KIAS was exceeded. We slowed the plane to approxamatly 180 KIAS and called for
the checklist. No checklist is available for this situtation. We contacted the Assistant
Chief Pilot and decided the best course of action was to divert to where we could
switch airplanes. We ran the appropriate flap inop checklist for landing. The
approach and landing occured without further incident.

Synopsis



A CE560-XL flight crew responded to a disagreement between the flap lever
position at zero degrees and the flap indication of 15 degrees. Before the condition
was discovered they had accelerated to a speed 30 KTS in excess of the flaps 15
maximum. They reconfigured the flap lever to match the flap position and
continued uneventfully to their destination at an appropriate airspeed.



Time / Day

Date : 201109
Local Time Of Day : 1801-2400

Place

Locale Reference.ATC Facility : NCT.TRACON
State Reference : CA
Altitude.MSL.Single Value : 6000

Environment

Flight Conditions : VMC

Weather Elements / Visibility : Thunderstorm
Weather Elements / Visibility : Windshear
Light : Dusk

Aircraft

Reference : X

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

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

Mission : Passenger

Nav In Use : FMS Or FMC

Flight Phase : Initial Approach

Route In Use.Other

Airspace.Class B : SFO

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 19000
Experience.Flight Crew.Last 90 Days : 65
Experience.Flight Crew.Type : 1200

ASRS Report Number.Accession Number : 968865
Human Factors : Workload

Human Factors : Situational Awareness

Human Factors : Physiological - Other

Person : 2



Reference : 2

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier
Function.Flight Crew : First Officer
Function.Flight Crew : Pilot Not Flying
Experience.Flight Crew.Total : 7000
Experience.Flight Crew.Last 90 Days : 150
Experience.Flight Crew.Type : 2000

ASRS Report Number.Accession Number : 969439
Human Factors : Workload

Human Factors : Time Pressure

Human Factors : Situational Awareness

Events

Anomaly.Deviation - Speed : All Types

Anomaly.Inflight Event / Encounter : Weather / Turbulence
Anomaly.Inflight Event / Encounter : Loss Of Aircraft Control
Detector.Person : Flight Crew

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Result.Flight Crew : Regained Aircraft Control

Assessments

Contributing Factors / Situations : Weather
Primary Problem : Weather

Narrative: 1

We were on the FMS bridge visual to 28R in SFO. We had just passed ARCHI at
8,000 when we were cleared for the approach. We were assigned speed 210. | had
the aircraft configured flaps 5. As we were high, | elected to FLCH to try to catch
the path. Approaching TRDOW | witnessed a lightning strike about a mile ahead.
Weather conditions were VFR below a cloud base of about 10,000 FT. | could see
the airport and the radar only indicated light rain. All of a sudden we lost 30 KTS of
airspeed (180) and the VSI went 4,000 FPM down. | was hand flying so the aircraft
became very heavy (out of trim) and the autothrottles responded with max power.
Then the aircraft accelerated to 250 KTS while the throttles retarded to idle. My
First Officer retracted the flaps quickly to prevent an over speed. We lost about
2,000 FT almost instantly (which put me back on profile) we reported the
windshear to ATC and continued the approach to an uneventful landing. This was
the worst shear | have ever experienced in 22 years (70 KTS) and in SFO to boot.
Thank God for a light aircraft with surplus power.

Synopsis

A heavy jet on the SFO FMS Bridge Visual encountered severe turbulence, a 30 KT
speed decrease and a 2,000 FT altitude loss passing the ARCHI waypoint at 8,000
FT.



Time / Day

Date : 201109
Local Time Of Day : 1201-1800

Place

Locale Reference.ATC Facility : DTW.Tower
State Reference : Ml
Altitude.AGL.Single Value : O

Environment
Light : Daylight
Aircraft : 1

Reference : X

ATC / Advisory.Tower : DTW

Aircraft Operator : Air Carrier

Make Model Name : Regional Jet CL65, Undifferentiated or Other Model
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Flight Phase : Takeoff

Aircraft : 2

Reference : Y

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

Make Model Name : B757-200

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

Flight Phase : Takeoff

Person

Reference : 1

Location Of Person.Aircraft @ X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 967829
Human Factors : Other / Unknown

Events



Anomaly.ATC Issue : All Types
Detector.Person : Flight Crew
Result.General : None Reported / Taken

Assessments

Contributing Factors / Situations : Procedure
Primary Problem : Procedure

Narrative: 1

While taxiing for departure from Runway 22L, a flight was forced to go around
while approaching 22R. | believe the issue was bird strike debris on the runway,
but I did not hear enough of the transmission to be sure. As a result, a B757 on
final for 22R was told to side-step to the left side. The Tower Controller suddenly
began to try to force as many departures as possible between the ensuing arrivals.
We were told to line up and wait as another B757 landed and a vehicle crossed the
runway down field, and to "be ready for an immediate." As soon as the B757 was
clear, we were cleared for take off. We heard the Tower clear the next B757 to line
up and wait behind us, and for him to be ready for an immediate as well; traffic
was on final, inside five miles. The aircraft acknowledged that they could be ready
for an immediate. We may not have even finished setting our thrust, and were
under 60 KTS when the Tower cleared the next departure for an "immediate
takeoff, no delay." | have to believe that the following flight did not actually start to
roll until we were airborne, but the fact is, | just don't know. Either way, what if we
had aborted? The tower would have had two aircraft on the runway, possibly both
rolling, and one on short final forced to go missed, all because they did not want to
extend anyone's wait for a departure clearance.

I have reported about this before, and the fact is the DTW Tower has a bad habit of
clearing aircraft for take off when the previous departure is still nowhere near
rotation speed. Again, | have to believe that other pilots are not going to roll until
the runway is clear so, if that is the case, why can't DTW just wait until the
preceding aircraft has rotated? Further, what if the second aircraft does indeed roll,
especially if the visibility is not ideal? Obviously, the controllers have certain criteria
that must be met before they can clear an aircraft for take off, and while | may not
know what they are, |1 have to believe that DTW, in this case, did not meet those
criteria. Further, as a pilot, my only criteria, and the standard to which I will be
held, is that a safe takeoff can be performed, which means that the runway must
be clear. If DTW is going to continue this practice, then all involved should relay to
us exactly what criteria they use so that we can understand their practices. A better
idea yet would only be to clear a flight for take off when the runway is clear.

Synopsis

Air Carrier departure from DTW voiced concern regarding ATC's anticipated
separation judgment when issuing take off clearances to subsequent aircraft prior
to the first aircraft has rotated.



Time / Day

Date : 201108
Local Time Of Day : 1801-2400

Place

Locale Reference.Airport : ATL.Airport
State Reference : GA
Altitude.AGL.Single Value : O

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft : 1

Reference : X

ATC / Advisory.Tower : ATL

Aircraft Operator : Air Carrier

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

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Flight Phase : Taxi

Aircraft : 2

Reference : Y

ATC / Advisory.Tower : ATL

Aircraft Operator : Air Carrier

Make Model Name : MD-80 Series (DC-9-80) Undifferentiated or Other Model
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Flight Phase : Taxi

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Pilot Flying

Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 967426
Human Factors : Communication Breakdown
Human Factors : Workload



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

Events

Anomaly.Conflict : Ground Conflict, Critical
Anomaly.Deviation - Procedural : Other / Unknown
Detector.Person : Flight Crew

When Detected : Taxi

Result.Flight Crew : Took Evasive Action

Result.Air Traffic Control : Issued New Clearance

Assessments

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

Narrative: 1

During taxi out for departure, our aircraft nearly impacted an MD80 at Taxiway M
near T Intersection. Prior to the near miss we departed the ramp with instruction
from ATL Ground to join Taxiway M for a 9L/M2 Intersection departure. Shortly
after joining the taxiway there were no more aircraft ahead of us so | instructed the
First Officer to start the #1 engine since we were going to have a short taxi time.
ATL Ground instructed us to monitor Tower and we switched and continued taxi.
Both the First Officer and | are in agreement that this instruction was received and
to the best of our knowledge we did NOT change over to Tower frequency on our
own accord since that is not practiced procedure. We had finished notifying the
cabin and completed the before takeoff check when | suddenly noticed a MD80
joining Taxiway M at T Intersection from our right to left. I was the only one that
noticed the MD80 and received no instruction from ATC. | abruptly applied the
brakes and brought the aircraft to a stop. The MD80 continued its taxi and joined M
ahead of us for departure. | quickly asked ATL Tower where the MD80 was going
and the Tower responded in a rather unusual way. Tower first asked where we
were, which was strange to me since we were the only two aircraft near the runway
and then said that ATL Ground was trying to reach us earlier and he asked us if we
switched frequency without authorization. | replied that we had stopped now, and
then asserted that we did not change frequency without authorization.

The ATL Tower did not provide any more information and | did not wish to be
unprofessional over the radio so we spoke no further on the matter and received
takeoff clearance. | thought it to be strange that even if we did indeed change over
to the Tower frequency without ground permission, that ATL Ground would
authorize the MD80 that had just left the ramp to join a taxiway ahead of another
aircraft that it could not establish communication with. | also thought it was
strange that the MD80 pilot would join the taxiway ahead of an aircraft that was
clearly not stopping or slowing short of an intersecting taxiway. My assessment of
the situation is that first ATL Ground forgot we were on Taxiway M heading to
9L/M2. Then the MD8O0 called for taxi, and ATL Ground then issued instructions to
join Taxiway T to M for 9L/M2 departure. Since the MD80 was going to be #1 for
departure the crew had their hands full preparing for departure and simply did not
see us on Taxiway M. Fortunately | did see them taxiing out and was able to stop
short of the intersection prior to collision.



One thing that seriously concerns me with our departure procedures is the Before
Takeoff Check. | believe that this checklist can present a serious distraction to the
crew. When we run this checklist the First Officer's eyes are on the checklist
reading it and my eyes are flowing everywhere in the cockpit from the trim
verification, thrust reverser verification, FMS verification, speed verification, flap
verification etc. It requires a great effort to divide my attention between aircraft
taxi and checklist verifications. | firmly believe that had we not had run this
checklist well before this potential collision that | would had not seen the MD80 and
I would have taxied the aircraft directly into the left wing of the MD8O. It really
surprised me how difficult it was to see the 80 from my right moving to left, and
just how quickly a situation of very serious danger can present itself in an
environment where there was almost no workload at all. That is why | think that
running this checklist (even during times of low workload) presents a serious
danger to our flights. I would suggest running the Before Takeoff Check on the
ramp area prior to joining taxiways for departure.

Synopsis

CRJ200 Captain experiences a near collision with an MD80 during taxi at ATL. The
CRJ crew had been instructed to monitor Tower by the Ground Controller after
issuing taxi instructions.



Time / Day

Date : 201108
Local Time Of Day : 1201-1800

Place

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

Environment

Flight Conditions : Mixed
Weather Elements / Visibility : Thunderstorm
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ
Aircraft Operator : Air Carrier
Make Model Name : B737-300
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Passenger

Flight Phase : Descent

Route In Use.STAR : ZZZ
Airspace.Class A : 277

Component

Aircraft Component : MCP
Aircraft Reference : X
Problem : Failed

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier
Function.Flight Crew : First Officer
Function.Flight Crew : Pilot Flying
Experience.Flight Crew.Last 90 Days : 247
ASRS Report Number.Accession Number : 966991
Human Factors : Distraction

Human Factors : Human-Machine Interface
Human Factors : Time Pressure

Human Factors : Training / Qualification
Human Factors : Communication Breakdown



Human Factors : Workload

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

Events

Anomaly.Aircraft Equipment Problem : Critical
Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Flight Crew

When Detected : In-flight

Result.General : Maintenance Action

Result.Flight Crew : Became Reoriented

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

Assessments

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

Narrative: 1

While on the RNAV Arrival, the Mode Control Panel completely failed and froze up at
approximately 28,000 FT MSL. At the time of system failure, we were cleared direct
to an RNAV Waypoint and to cross at 250/10,000 FT. There were thunderstorms on
the arrival requiring small deviations and changes in descent rate to avoid storms.
While descending to cross the waypoint, the Mode Control Panel and Flight Director
failed, and | was forced to raw data, hand fly the RNAV arrival, approach, and
landing to Runway 8. Some of the hand flown portion of the arrival was while
penetrating and maneuvering around the thunderstorms and associated clouds. The
failure of the MCP first became apparent to us when we attempted to change the
runway of the arrival from the previous loaded Runway 26 to the actual cleared
Runway 8. This loading of Runway 8 was occurring very close (approximately ten
miles) from the waypoint, the branch point on the arrival for westbound versus
eastbound landings, as we had been given direct previously. We were very rushed
to enter this new routing as the branch point was quickly approaching. Initially, we
had been unable to identify why entering the new routing did not prompt an
execute option and would not execute. Then, it became clear there was more
happening than just inability to execute routing as the MCP functions did not work.
We had no access to Flight Director function/display, could not vertically navigate
by any vertical mode (it was stuck in VNAV and could not be deselected or changed
to another vertical mode), and could not set any altitudes in the altitude alerter (it
was stuck at 12,000, the previous altitude given to cross the waypoint before the
failure). Although the heading bug scrolled around, the display in the MCP panel did
not work and the Captain's Course Selector was frozen. The Course Selector on my
side did work. At this point, | disconnected the autopilot and raw data, hand flew to
the waypoint as the lateral navigation appeared to still be working. Crew
communication at this point began to break down. At this time, things were very
hectic as we had just fully become aware of the extent of our equipment failure.
ATC was now actively clearing us for the Runway 8 transition (that the FMC would
not accept while fast approaching the branch point). The Captain was running the



checklist for MCP lockout, which included resetting circuit breakers, and | was
engrossed with raw data hand flying an RNAV Arrival. As the Captain was reading
back the ATC instructions including, "Fly xx heading after point xx," (a bit of a non
standard expectation on the this RNAV) he was forced to read it back several times
as the initial read back was not to ATC's liking, further reducing inter crew
communication. The problem with this clearance was that we could not accept it as
the points to fly to could not be loaded into the FMC, but the Captain did not
immediately realize this. With the branch point almost upon us, | interjected and
asked the Captain to just inform ATC that we are unable to navigate by the RNAV
Arrival and that we would like vectors. He appeared wanting to continue to follow
the RNAV routing because he was resistant to just getting vectors from or
informing ATC of our navigation failures. He was very busy talking to ATC, running
checklists, pulling breakers, and he told me abruptly to be quiet, albeit somewhat
understandably considering the workload. | was now at the waypoint with incorrect
routing in the FMC. | raised my voice and strongly informed him, "The problem is |
am unable to fly a XX heading off point XX because | have no idea where point XX
is, 1 need vectors." He now realized the navigation problem. He requested and we
received vectors. | suggested we inform ATC of our navigation failures, but he
refused. Upon the request, ATC gave us vectors and asked no further question nor
did they inquire if we had anything wrong. During this whole event, the Descent
Checklist was not completed until level at 10,000 FT. We did set local altimeters
passing FL180 so no altitudes were broken. We eventually did the checklist while at
10,000 FT. By now, we were fully aware of the extent of our malfunction, unable to
rectify it, and on ATC vectors to Runway 8. At some point during this event, |
realized that the CWS Autopilot mode was operating. This allowed some piloting
relief. Our Crew interaction became mutually hurried and abrupt at the moment
described above as we were approaching the branch point and the Captain was
resisting vectors. This interaction is to be expected and is understood considering
the amount of workload at the time, but further CRM issues developed after we
arrived at the gate. At the gate, Maintenance reset the aircraft power and the
malfunction immediately rectified itself. | indicated that | was going to do a safety
report about this event. The Captain immediately resisted, insisting we had done
nothing wrong and had not busted any ATC clearances. | agreed, but felt the event
was unique enough and had some items of interest to the safety program that |
would do a safety report. Plus, you never know! He attempted to talk me out of it.
At one point he appeared to realize he was not going to influence me not to submit
so he betrayed his ignorance of the safety program and said, "Now, what is the
safety report thing again? How does it work?" Some additional observations: Raw
data step downs with the Altitude Selector frozen on 12,000 FT is very distracting.
It made me realize how often | look at the Altitude alerter as a mental, cleared to
altitude reminder. As a result, we began writing down all altitudes as a reminder.
Every time ATC issued a heading or new altitude, muscle memory ensured that we
interfaced through the MCP but of course, it did not work. At no time, do | believe
we missed a speed/crossing restriction or busted any ATC assigned altitude or
clearances. | believe we should have informed ATC sooner of our navigation failures
and requested vectors sooner during the event. This would have alleviated a lot of
workload and distraction. Don't be afraid to lean on ATC. Personally, I make full use
of the safety reporting system and am not afraid of it, and | am utterly dismayed
and offended that a fellow Pilot would lobby me so hard over not submitting a
safety report, making me out to be the bad guy. I ran into a similar attempt at
dissuasion by a Captain once before several years ago, albeit not as aggressive as
this time. In that previous situation, the Captain chose not to submit a safety
report. | always inform the other Crew Member when | do a safety report out of



courtesy. If at any time a concurrent report is not received, it is because they have
forgotten or refused, not because | submitted without telling them. My experience
indicates that when resistance is received, it is almost always from very senior
captains as with this case. | believe that the Safety Program Managers need to do
more education to alleviate the fear and reluctance by some pilots of submitting a
safety report. It needs to be made clear that intimidation of other pilots to not
submit is unethical and will not be tolerated.

Synopsis

A B737-300 Mode Control Panel failed on a RNAV arrival but the Captain did not
inform ATC about the navigation failure which lead to heated discussions about
CRM and safety reports.



Time / Day

Date : 201108
Local Time Of Day : 1801-2400

Place

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

Environment

Weather Elements / Visibility.Other
Light : Night
Ceiling : CLR

Aircraft

Reference : X

Aircraft Operator : Air Carrier

Make Model Name : B757-200

Operating Under FAR Part : Part 121

Mission : Passenger

Flight Phase : Parked

Maintenance Status.Released For Service : Y

Maintenance Status.Maintenance Type : Scheduled Maintenance
Maintenance Status.Maintenance Items Involved : Work Cards
Maintenance Status.Maintenance Items Involved : Repair

Component : 1

Aircraft Component : Fuselage Skin
Manufacturer : Boeing
Aircraft Reference : X

Component : 2

Aircraft Component : Cockpit Furnishing
Manufacturer : Boeing
Aircraft Reference : X

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 963332
Human Factors : Communication Breakdown



Human Factors : Confusion

Human Factors : Situational Awareness
Communication Breakdown.Partyl : Maintenance
Communication Breakdown.Party2 : Maintenance
Analyst Callback : Completed

Events

Anomaly.Aircraft Equipment Problem : Critical
Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Deviation - Procedural : Maintenance
Anomaly.Deviation - Procedural : FAR

Detector.Person : Flight Crew

Were Passengers Involved In Event : N

When Detected : Aircraft In Service At Gate

Result.General : Maintenance Action

Assessments

Contributing Factors / Situations : Aircraft

Contributing Factors / Situations : Chart Or Publication

Contributing Factors / Situations : Company Policy

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

Contributing Factors / Situations : Manuals

Contributing Factors / Situations : Procedure

Primary Problem : Human Factors

Narrative: 1

Company B757-200 aircraft was returned to the [Flight] Line in dangerous
condition after [fuselage] crown skin replacement. The cockpit had aluminum chips
and shards left behind by drilling and/or machining operations. The window tracks,
cupholders, radio panels, seats, rudder pedals and many other areas were littered
with the aluminum debris. This was a dangerous condition because in the event of
explosive decompression, or moderate/severe turbulence, or other event, the
aluminum [chips/shards] could get in the pilots’' eyes and/or lungs with associated
injury or crewmember incapacitation. It took about twenty minutes for cabin
cleaners to completely vacuum the cockpit.

Callback: 1

Reporter stated he was scheduled to fly the B757 on a return flight back to 277,
which is also a company Maintenance Base. Upon entering the cockpit, he was
quite surprised at the amount of aluminum shavings, chips and debris littering the
cockpit. He could not understand why the flight crew from ZZZ had accepted the
aircraft, which had just been released from their Maintenance Base.

Reporter stated the company Maintenance work on the fuselage crown, where the
fuselage nose section starts to narrow down from the main fuselage, may be due to
an Airworthiness Directive (A.D.) for skin crack issues on the B757s. At the time,
he never thought of having Maintenance drop down the overhead Circuit Breaker
(C/B) panel in the cockpit and look inside the panel for additional aluminum
shavings where wires and switches are exposed.

Synopsis



Captain reports a B757-200 was returned to the Flight Line in dangerous condition
after a fuselage crown skin repair. The cockpit window tracks, cupholders, radio
panels, speakers, seats and rudder pedals were littered with aluminum shavings
and debris. Concerns that turbulence or explosive decompression could cause
aluminum to get in pilots' eyes or lungs were raised.



Time / Day

Date : 201107
Local Time Of Day : 0601-1200

Place

Locale Reference.Airport : 1AH.Airport
State Reference : TX
Altitude.MSL.Single Value : 17000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Center : ZHU
Aircraft Operator : Air Carrier
Make Model Name : B737-900
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Passenger

Flight Phase : Descent

Route In Use.STAR : WOLDE
Airspace.Class E : ZHU

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Instrument
Qualification.Flight Crew : Air Transport Pilot (ATP)
Qualification.Flight Crew : Flight Instructor
Qualification.Flight Crew : Multiengine
Experience.Flight Crew.Total : 10000
Experience.Flight Crew.Last 90 Days : 150
Experience.Flight Crew.Type : 2100

ASRS Report Number.Accession Number : 962624

Events

Anomaly.Inflight Event / Encounter : Wake Vortex Encounter
Detector.Person : Flight Crew



When Detected : In-flight
Result.Flight Crew : Regained Aircraft Control

Assessments

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

Narrative: 1

Descending on the WOLDE Arrival, approximately 10 to 11 miles in trail of another
737 (based on TCAS target estimate), we encountered the wake of the other
aircraft. Significant roll of +/-10 degrees and brief light chop was experienced. The
upset was enough to cause the flying pilot to implement our flight manual
procedure for "uncommanded roll" where the pilot disconnects the autopilot to
manually regain aircraft control. Flight conditions at the time were day VMC with
little or no wind and very smooth air. The smooth conditions made the wake
encounter appear even more dramatic, prompting some comments from the flight
attendants and one passenger after landing in 1AH. The wake was clearly not
severe enough to endanger the aircraft however, had the flight attendants been
working the cabin with unsecured beverage carts this wake would have the
potential for flight attendant or passenger injury. After the event, both pilots
commented that we were glad we were not following a larger aircraft.

Synopsis

A B737-900 First Officer reported encountering wake vortex on arrival to 1AH
behind another B737.



Time / Day

Date : 201107
Local Time Of Day : 0001-0600

Place

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

Environment
Ceiling : CLR
Aircraft

Reference : X

ATC / Advisory.TRACON : ZzzZZ

Aircraft Operator : Air Carrier

Make Model Name : B767-300 and 300 ER
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Passenger

Flight Phase : Final Approach
Airspace.Class B : ZZZ

Component

Aircraft Component : Leading Edge Slat
Aircraft Reference : X
Problem : Malfunctioning

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 960911

Events

Anomaly.Aircraft Equipment Problem : Less Severe
Detector.Automation : Aircraft Other Automation
Detector.Person : Flight Crew

When Detected : In-flight

Result.General : Declared Emergency
Result.Aircraft : Equipment Problem Dissipated



Assessments

Contributing Factors / Situations : Aircraft
Primary Problem : Aircraft

Narrative: 1

On final approach when the flap handle was positioned to '1' the indicators stopped
before reaching '1' and a 'LE Slat Asymmetry' light illuminated. No noticeable
aircraft roll tendency was noticed. An emergency was declared and delay vectors to
the longer runway were requested. While accomplishing the appropriate checklists
the LE Slat asymmetry light suddenly extinguished and the flaps were lowered
normally with no further complications. A normal landing was accomplished.

Synopsis

B767-300 Captain experiences a LE Slat Asymmetry light when flaps are selected
to 1. While accomplishing the QRH procedure the light goes out and flaps are
extended normally with no further complications.



Time / Day

Date : 201107
Local Time Of Day : 0601-1200

Place

Locale Reference.ATC Facility : ZZZ.ARTCC
State Reference : US
Altitude.MSL.Single Value : 37000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

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

Make Model Name : B737-300

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

Mission : Passenger

Flight Phase : Cruise

Airspace.Class A : ZzZZ

Component

Aircraft Component : Autopilot
Aircraft Reference : X
Problem : Malfunctioning

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Last 90 Days : 239
Experience.Flight Crew.Type : 11200

ASRS Report Number.Accession Number : 960841
Human Factors : Confusion

Human Factors : Human-Machine Interface

Person : 2

Reference : 2
Location Of Person.Aircraft : X



Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : First Officer
Experience.Flight Crew.Last 90 Days : 155
Experience.Flight Crew.Type : 3500

ASRS Report Number.Accession Number : 960861
Human Factors : Human-Machine Interface
Human Factors : Confusion

Events

Anomaly.Aircraft Equipment Problem : Critical
Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Detector.Person : Flight Crew

When Detected : In-flight

Result.General : Maintenance Action

Result.Flight Crew : Overcame Equipment Problem

Result.Flight Crew : Returned To Clearance

Assessments

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

Narrative: 1

Cruising at FL370, the autopilot initially climbed and then descended at
approximately 1,500 FPM. The pilot flying hit the autopilot disconnect switch on the
yoke, the horn sounded, but autopilot did not disengage. The pilot not flying had to
use extreme force to override and disengage the autopilot. This was an exact copy
of the previous discrepancy on the aircraft's last flight. Write-up was, "Ran bite
check no faults found.

Narrative: 2

While cruising at FL370, the autopilot initiated a climb (approximately 80 FT) and
then descended at approximately 1,000 FPM. The pilot flying disengaged the
autopilot with the yoke button (horn sounded and the Autopilot On light
extinguished), but the autopilot didn't disengage. The pilot flying applied significant
aft yoke pressure to override and disconnect the autopilot. Total altitude loss was
400 FT. Center was advised and we returned to FL370. The exact same aircraft
malfunction had occurred on the previous flight and was cleared by Maintenance.

Synopsis

B737-300 flight crew experiences an autopilot malfunction at FL370 that
commences with a pitch up then pitch down. The autopilot is disconnected using
the yoke switch but continues to pitch down. Brute force is used to overpower and
disengage the autopilot and return the aircraft to FL370. A previous identical
malfunction had been signed off by maintenance as "bite check OK".



Time / Day

Date : 201107
Local Time Of Day : 1801-2400

Place

Locale Reference.ATC Facility : ZLA.ARTCC
State Reference : CA
Altitude.MSL.Single Value : 11000

Environment

Flight Conditions : VMC
Light : Daylight
Ceiling : CLR

Aircraft : 1

Reference : X

ATC / Advisory.Center : ZLA

Aircraft Operator : Fractional

Make Model Name : Citation Excel (C560XL)
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 91

Mission : Passenger

Flight Phase : Climb

Route In Use.SID : PEEER 1

Airspace.Class E : ZLA

Aircraft : 2

Reference : Y

ATC / Advisory.Center : ZLA

Aircraft Operator : Air Carrier

Make Model Name : B747 Undifferentiated or Other Model
Crew Size.Number Of Crew : 2

Airspace.Class A : ZLA

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Fractional

Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 960077
Analyst Callback : Completed

Events



Anomaly.Deviation - Track / Heading : All Types
Anomaly.Inflight Event / Encounter : Wake Vortex Encounter
Anomaly.Inflight Event / Encounter : Loss Of Aircraft Control
Detector.Person : Flight Crew

When Detected : In-flight

Result.Flight Crew : Regained Aircraft Control

Assessments

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

Narrative: 1

Encountered severe turbulence and aircraft upset resulting in momentary loss of
aircraft control. [We were] climbing 2,000 FPM thru 11,000 FT at 250 KTS just after
passing Twine Waypoint on the PEEER-1 Departure out of SMO. Autopilot tripped
off and aircraft entered an uncommanded abrupt left roll. Full right aileron input
held the left bank at 70-80 degrees for 3-5 seconds before wings level recovery
could be made. LAX Center was informed of the incident. They then informed us
that we were 11 miles in trail of a heavy 747 2,500 FT above us. No previous traffic
advisory was issued. Contacted Assistant Chief Pilot on duty and concurred to
continue to destination with passengers as there were no abnormal flight
characteristics noted and autopilot was back on line. [We] contacted Maintenance
to arrange a post flight inspection of aircraft. Fortunately all 3 passengers were
seated and strapped in. No injuries were sustained. Suggestions: Better ATC
aircraft separation.

Callback: 1
Reporter stated aircraft type was Citation XL.
Synopsis

A corporate jet encountered wake turbulence climbing through 11,000 FT from a
B747 2,500 FT above them. The encounter resulted in a 70-80 degree roll to the
left before control was regained.



Time / Day

Date : 201107
Local Time Of Day : 1801-2400

Place

Locale Reference.Airport : ZZ7ZZ7 .Airport
State Reference : FO

Relative Position.Distance.Nautical Miles : 3
Altitude.AGL.Single Value : 500

Environment

Flight Conditions : VMC
Light : Dusk

Aircraft

Reference : X

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

Make Model Name : B747-400

Crew Size.Number Of Crew : 3
Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Cargo / Freight

Flight Phase : Climb

Flight Phase : Takeoff

Component

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

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 15000
Experience.Flight Crew.Last 90 Days : 100
Experience.Flight Crew.Type : 300

ASRS Report Number.Accession Number : 958920
Human Factors : Human-Machine Interface
Human Factors : Troubleshooting

Human Factors : Confusion



Events

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

Were Passengers Involved In Event : Y

When Detected : In-flight

Result.General : Maintenance Action

Assessments

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

Narrative: 1

I just received word that there may have been engine damage from compressor
stalls on one of my previous flights. The following describes the events as | recall
them.

At around 500 to 1,000 AGL after takeoff we heard a sudden "pop". It sounded and
felt a lot like what a compressor stall feels like in the simulator, so that is what we
decided it must have been. | was the pilot flying, so | asked for the autopilot, and
then pulled up the secondary engine instruments page, so | could see what was
what. At that time, we had no unusual indications at all. Further, it was just after
sunset, and another aircraft was on the runway behind us, waiting for take off
clearance. We did not see any flash of fire, as compressor stalls often have, nor did
the other flight crew or Tower mention anything. So, we were wondering what had
happened when we received another "pop" about 30 seconds later.

Again, this was not a continuous popping or shaking, and no unusual engine
indications existed, other than #4 engine had about 1,500 PPH higher FF than all
others. For some reason, | felt that if it was a stall, it must be #3, since there was
no yaw but it sounded like it came from the right side. So, | cracked #3 back about
a knob width. There was no recurrence, and all engine indications remained
normal. After we cleaned up, | asked the First Officer and the Relief Pilot to work
the compressor stall checklist (actually, engine surge or stall). It really did not
apply, since the engine was not stalling and all indications were normal at that
time. The crew agreed that it could have been a stall, but that all indications were
OK now, and we really had no idea what engine, if any, had been affected.

It could have been a load shift or bird strike. | sent the Relief Pilot, with an 02
bottle, to check for load shifts after he suggested that. Everything appeared
normal. After he returned, | got up and debriefed our jumpseater, an MD-11
Captain. | asked him what he thought it could have been, and if he had seen any
flash of fire or what not. He said nothing seemed strange, other than the two
"pops" and he saw no indications. He asked if we could inspect the engine visually.
So, | returned to the seat and sent the Relief Pilot back down to the main deck to
look out the inspection windows. He said he had very clear views of the engines,
and they appeared to be just fine.

I asked the Relief Pilot to call the company on SATCOM and phone conference with
Maintenance Control to see if they had any guidance. Maintenance Control said that
they had no indications of any problems. The flight crew, Dispatch and Maintenance
all agreed that the engines were operating normally, and we all suspected a



compressor stall but had no solid evidence. We all agreed it was safe to continue.
In the end, it appears #3 had stalled, due to faulty VSV [Variable Stator Vane]
scheduling, according to a mechanic | talked to after landing.

Synopsis

A B747-400 flight crew endeavored to determine the source and severity of two
"pop" sounds heard during initial climb. The lack of any evidence of the source
convinced them, in concert with Dispatch and Maintenance resources to continue
the flight to its destination. Later sources believe them to have been compressor
stalls, perhaps due to improper Variable Stator Vane scheduling.



Time / Day

Date : 201106
Local Time Of Day : 0001-0600

Place

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

Relative Position.Distance.Nautical Miles : 4
Altitude.AGL.Single Value : 1500

Environment

Flight Conditions : VMC
Light : Night

Aircraft

Reference : X

ATC / Advisory.Tower : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : B757-200

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

Mission : Passenger

Flight Phase : Takeoff
Airspace.Class B : ZzzZ

Component

Aircraft Component : Compressor
Aircraft Reference : X
Problem : Failed

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
Qualification.Flight Crew : Multiengine
Experience.Flight Crew.Total : 14184
Experience.Flight Crew.Last 90 Days : 171
Experience.Flight Crew.Type : 5645

ASRS Report Number.Accession Number : 957138
Human Factors : Situational Awareness

Human Factors : Communication Breakdown



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

Events

Anomaly.Aircraft Equipment Problem : Critical
Anomaly.Flight Deck / Cabin / Aircraft Event : Smoke / Fire / Fumes / Odor
Anomaly.Deviation - Procedural : Other / Unknown
Detector.Automation : Aircraft Other Automation
Detector.Person : Flight Crew

When Detected : In-flight

Result.General : Declared Emergency
Result.General : Maintenance Action

Result.General : Evacuated

Result.Flight Crew : Landed in Emergency Condition
Result.Flight Crew : Returned To Departure Airport
Result.Aircraft : Aircraft Damaged

Assessments

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

Narrative: 1

The visibility for takeoff was excellent (it was night), and we had a light left-
quartering headwind. A reduced thrust takeoff was briefed and performed. The
takeoff was routine until just after gear retraction (before flap retraction), when |
noted a quick, subtle yaw sensation that | initially attributed to a gear door hang-
up, but I had no instrument indication of such. Seconds later, at approximately
1,500 FT AGL, we received indications of a left engine fire (Master Warning
indication associated aural warning, EICAS message and associated Fire lights.) |
immediately directed the First Officer to declare an emergency with ATC and obtain
clearance to return, which he did. We leveled off at 4,000 FT MSL, roughly
coincidental with our downwind turn. We performed the Engine Fire Checklist,
eventually shutting down the left engine and firing both engine fire bottles in
accordance with the procedure. | directed the First Officer to make a PA to the
passengers that the aircraft was flying safely and that we were returning. | directed
the First Officer to brief the flight attendants via interphone that we were
immediately returning to the airport and to expect an emergency evacuation on the
runway using the right side only.

Due to the expedited approach, no notification was given to the company
dispatchers. There was time only to finish the QRH non-normal procedures and the
landing checklist; | believe we were airborne a total of about 9 minutes. Due to the
urgency of the situation (the fact that the fire warning did not abate after
completing the Engine Fire Checklist), | was intent upon keeping our speed up, and
in doing so, inadvertently exceeded the flaps 5 maximum speed limit (our
maximum attained speed was about 238, to the best of my knowledge). | flew a
visual approach, backed up with the ILS, which was hand-flown. The landing was
unremarkable and | stopped the aircraft on the runway and set the brakes. |
directed the First Officer to make a PA for passengers to remain seated while we
ran the Evacuation checklist. | personally repeated these instructions a few
moments later. There was a delay while the First Officer was locating the correct



checklist, but we did find and accomplish it.

I delayed the shut-down of the APU until most of the passengers had egressed,
suspecting that the ensuing darkness would slow the evacuation and possibly cause
panic or injury. The evacuation was successfully accomplished. | was the last
person to egress the aircraft. The post-evacuation situation was relatively incident
free, and the fire fighters did an excellent job both extinguishing the fire and
handling passengers. | immediately checked on my crew to ensure their safety and
proceeded to help the fire fighters in keeping passengers from wandering onto the
taxiways, as there was restlessness amongst the passengers while waiting for
company representatives to help them. | thanked the group for their cooperation,
and after all passengers had been accounted for and transported to the terminal,
my crew was given transportation back to the terminal.

My personal observations following this event: My First Officer was new to the
company and seemed very unfamiliar with our checklists and our procedures. | was
not aware that he was new until after our event. From my 24 years of experience,
this is the first time | have flown with anyone not intimately familiar with the use of
our non-normal procedures and checklists. | was frustrated with his slowness in
accomplishing the engine fire and evacuation checklists, especially considering the
engine fire had not abated after running the checklists and firing both fire
suppression bottles. Had | known this prior to the event, | would have considered
allowing him to fly while I accomplished the checklists; as it was, my
communication with him probably came across as was somewhat harsh, since |
didn't understand his situation at the time! | was simply under the impression he
was in so much shock that he was blanking out, and felt that raising my voice
would snap him back into reality. | fault my company's training (or lack of it) for
not ensuring his familiarity. Another thing | would have done differently is to have
accomplished the "Evacuate" call, even though we were well aware the evacuation
was already underway. This would have prompted the one Flight Attendant who
really was waiting for the command to open his door, further expediting the
evacuation. All in all, I think the situation was well handled, despite the snafus.

Synopsis

B757 Captain describes the events surrounding an engine fire on takeoff and the
return, leading to an uncommanded evacuation on the runway.



Time / Day

Date : 201106
Local Time Of Day : 1201-1800

Place

Locale Reference.ATC Facility : ZAU.ARTCC
State Reference : IL
Altitude.MSL.Single Value : 39000

Aircraft

Reference : X

ATC / Advisory.Center : ZAU
Aircraft Operator : Air Carrier
Make Model Name : B737-700
Crew Size.Number Of Crew : 2
Flight Plan : IFR

Component

Aircraft Component : Autopilot
Aircraft Reference : X
Problem : Malfunctioning

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 955774
Human Factors : Situational Awareness

Events

Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Procedural : Clearance

Detector.Person : Flight Crew

Assessments

Contributing Factors / Situations : Aircraft
Primary Problem : Aircraft

Narrative: 1

[1] (Captain) hand flew aircraft to FL390. Weather [was] no factor. | leveled the
aircraft at FL 390. Aircraft was in trim and stable. Engaged Autopilot A shortly after
level off. Autopilot was maintaining speed, course and altitude with no problems.



While reviewing the flight plan, within forty seconds of engaging the autopilot, the
aircraft dove from FL390 for no apparent reason. At the time of the altitude
excursion, the FMA on the PFD indicated FMC SPD, LNAV, and VNAV PATH. Neither
I nor the First Officer were manipulating the MCP. By the time we noticed the
aircraft was descending, we had lost 200 FT. | disconnected the autopilot, arrested
the rate of descent and began a climb to the assigned altitude of FL390. | noticed
the aircraft bottomed out at 38,640 FT before | was able to start the climb. While
returning to FL390, Center cleared us to FL 400. | elected to hand fly the jet to the
new altitude. In trim, we re-engaged Autopilot A without incident. There were no
further issues with the aircraft. ATC made no mention of our altitude deviation and
neither did we. We elected to continue and did so without incident. Cause of the
event was completely unknown.

The event was completely out of left field. Neither | nor the First Officer had
encountered a previous occurrence of this nature while in VNAV PATH with no
inputs to the MCP. Automation can lead to complacency, although that was not the
case in this event. Frequent scans of the PFD, FMA, ND, and aircraft systems are a
vital part of maintaining situational awareness and staying ahead of the aircraft,
especially on long flights. Vigilance is the key word; you've got to stay on your
toes. When things happen unexpectedly, you must maintain aircraft control,
analyze the situation and take corrective action. This may take a few moments,
but, in the final analysis when the automation goes south, kick off the magic, gee-
whiz stuff and fly the jet. Hand flying the aircraft in a permissive environment
insures you have a feel for how the aircraft responds in different phases of flight
and configurations and gives you the confidence to do just that...fly the aircraft,
even without the automation.

Synopsis

A B737-700 had an uncommanded descent shortly after Autopilot "A" was engaged
at FL390 while in VNAV PATH. The Captain disconnected the autopilot and returned
to assigned altitude after aircraft descended 360 FT.



Time / Day

Date : 201106
Local Time Of Day : 1201-1800

Place

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

Environment
Flight Conditions : VMC

Aircraft

Reference : X

ATC / Advisory. TRACON : N9O

Make Model Name : Beechjet 400

Crew Size.Number Of Crew : 2

Nav In Use.Localizer/Glideslope/ILS : Runway 6
Flight Phase : Initial Approach

Airspace.Class B : EWR

Airspace.Class D : TEB

Component

Aircraft Component : Approach Coupler
Aircraft Reference : X

Problem : Design

Problem : Malfunctioning

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

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

Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 952132
Human Factors : Confusion

Human Factors : Human-Machine Interface

Events

Anomaly.Aircraft Equipment Problem : Critical
Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Procedural : Clearance
Detector.Automation : Air Traffic Control

Detector.Person : Flight Crew

When Detected : In-flight



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

Assessments

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

Narrative: 1

We were flying into Teterboro at the end of a long day with over 8 hours of block
time at the end of this flight. We had been vectored onto the approach for the ILS 6
circle to Runway 1 at 2,000 FT with the autopilot on. The clearance read "maintain
2,000 FT until established, cleared for the ILS 6 circle Runway 1, cross DANDY at
1,500 FT, maintain 180 KTS until DANDY." | read back the clearance, and selected
1,500 in the altitude selector. Once cleared for the approach the "Approach" mode
was selected on the autopilot. Shortly after this, the aircraft began an
uncommanded climb, | announced "climbing, climbing" to the pilot flying. As the
aircraft approached 2,200 FT, The pilot flying was taken off guard so | took the
controls and disconnected the autopilot. By the time | got power reduced and the
aircraft pitched over, we had nearly reached 2,400 FT. | quickly descended the
airplane back to 2,000 FT and continued the descent to cross DANDY at 1,500.
Before | returned to 2,000 FT, ATC said "your clearance is to cross DANDY at 1,500
I show you climbing”. | responded, "Affirmative, descending to 1,500" as |
executed the descent. We continued the hand flown approach to landing without
further incident.

I am not sure what caused the uncommanded climb. There is no reason the
autopilot should have begun a climb under the circumstances unless another mode
was incorrectly set, but with the altitude selected to 1,500, it should not have
climbed at all. Even after | tried to reselect the approach mode the command bars
showed climb so | continued the approach in VMC using raw data.

Synopsis

BE400 Captain is cleared for the ILS 6 circle to Runway 1 at TEB and cross DANDY
at 1,500 FT. With the autopilot engaged at 2,000 FT the aircraft suddenly begins a
climb which is not arrested before 2,400 FT. A hand flown approach and landing is
then completed.



Time / Day

Date : 201105
Local Time Of Day : 1801-2400

Place

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

Relative Position.Distance.Nautical Miles : 3
Altitude.MSL.Single Value : 1500

Environment

Flight Conditions : VMC
Light : Night

Aircraft

Reference : X

ATC / Advisory.Tower : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : B737-500

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

Mission : Passenger

Flight Phase : Initial Approach
Airspace.Class B : ZzzZ

Component

Aircraft Component : Trailing Edge Flap
Aircraft Reference : X
Problem : Malfunctioning

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

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

Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Last 90 Days : 174

ASRS Report Number.Accession Number : 950980
Human Factors : Training / Qualification

Human Factors : Time Pressure

Human Factors : Distraction

Human Factors : Confusion

Human Factors : Situational Awareness



Person : 2

Reference : 2

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier
Function.Flight Crew : Pilot Flying
Function.Flight Crew : First Officer
Experience.Flight Crew.Last 90 Days : 141
ASRS Report Number.Accession Number : 950975
Human Factors : Training / Qualification
Human Factors : Time Pressure

Human Factors : Distraction

Human Factors : Confusion

Human Factors : Situational Awareness

Events

Anomaly.Aircraft Equipment Problem : Critical
Anomaly.Deviation - Procedural : Published Material / Policy
Detector.Person : Flight Crew

When Detected : In-flight

Result.General : Maintenance Action

Result.Flight Crew : Landed As Precaution

Result.Flight Crew : Regained Aircraft Control

Result.Flight Crew : Took Evasive Action

Result.Flight Crew : Overcame Equipment Problem

Assessments

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

Narrative: 1

At flaps 5, we noticed that the autopilot was holding some right aileron to stay
wings level. At flaps 30, the First Officer disengaged the autopilot (he later told me
that this was due to the autopilot not maintaining LOC centerline) and he had to
use substantial (about 25 degrees of yoke) right aileron to stay wings level. We
checked fuel balance, flap gauge, rudder trim and HUD slip indicator, all normal.
We elected to land flaps 30, and the jumpseater quickly checked the landing
performance numbers. | asked the First Officer if he was OK with the landing, and
he confirmed that he was. Landing was normal, and we later learned that there was
a failed bearing in the left outboard flap that prevented the aft segment from
extending. In retrospect, we should have done the memory items for
uncommanded roll/spindle failure, gone around, and landed (somewhere else) flaps
1. I'm not sure why it didn't occur to us that this QRH procedure fit our situation. It
was a slow onset with the autopilot on, so we didn't get a bang or a sudden change
in roll force as is described with a spindle failure in training. The aircraft never
really rolled, and it didn't require anything besides aileron to maintain wings level.
It's not unusual to have some roll trim change with flaps down so it's just a matter
of how much is enough to trigger use of this QRH procedure. Looking back at it, I'd
say we crossed the threshold, but it just never occurred to us at the time. Having
the runway three miles straight ahead with the aircraft controllable is a pretty
strong obstacle to thinking about other actions besides landing. We should have



thought about the possibility that we could have had a single spindle failure and
that the second one could subsequently have failed.

Narrative: 2

The aircraft started rolling to the left upon flap deployment. The autopilot was on so
there was only the control column that gave any indication of the roll. Once flap 30
was selected, the autopilot could not hold the ILS and ended up turning left. Upon
disconnecting the autopilot to manually return the aircraft to the ILS, | could feel
the roll and should have executed the uncommanded roll memory item. Since the
disconnect was close to the ground and the airplane remained easily controllable, |
didn't have time to execute the maneuver as | was trying to figure out what had
just happened and land the airplane in the next minute. Take into account that an
uncommanded roll doesn't have to have the aircraft roll to a quick 90 degree angle
like a spindle failure to follow the memory item.

Synopsis

A B737 had a flap asymmetry not indicated on the flap gauge because the flap
spindles both extended normally except the left outboard aft flap segment had a
bearing fail which prevented full extension.





