ASRS Database Report Set

Inflight Weather Encounters

Report Set Description..........ccooeviiieiinieenennns A sampling of reports from both air carrier flight crews
and GA pilots referencing encounters with severe or
unforecast weather.

Update NUMDEN ........ccoveiiiereeece e 22.0

Date of Update.......cccccvevvveevieiiieniee e December 28, 2012

Number of Records in Report Set...........ccccenee.e. 50

Number of New Records in Report Set................ 50

Type of Records in Report Set........cccccvvevevvennne. For each update, new records received at ASRS will

displace a like number of the oldest records in the
Report Set, with the objective of providing the fifty
most recent relevant ASRS Database records. Records
within this Report Set have been screened to assure
their relevance to the topic.



National Aeronautics and
Space Administration

Ames Research Center
Moffett Field, CA 94035-1000

TH: 262-7

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

The attached material is furnished pursuant to a request for data from the NASA Aviation Safety
Reporting System (ASRS). Recipients of this material are reminded 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: 1044365 @ of50)

Synopsis
A BE40 Captain, distracted by the turbulence and weather, failed to level at 1,500
FT during a TEB RUUDY 4 Departure and climbed non stop to 2,000 FT.

ACN: 1042848 (2 of 50)

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

ACN: 1042497 (zof50)

Synopsis
A300 Captain reports aircraft rolling left to right momentarily during flap extension
to 40 degrees and noticing ice build up on the left wing. The flying First Officer is
instructed to increase airspeed and a normal landing ensues. Post flight reveals ice
on the outboard portion of the horizontal stabilizer.

ACN: 1038416 4 of50)

Synopsis
A GLF5 flight crew was confused by the manner in which their digital avionics suite
displayed the TETERBORO RNAYV SID, not realizing that the commercially provided
digital chart displays utilized two separate charts; one for departures of Runways 1,
6 and 19 and the other for departures from Runway 24. Their confusion was
exacerbated when their departure runway was changed to Runway 24 and,
although the map display was appropriate for their newly assigned runway the
chart displayed remained the one for the other runways. Because the altitudes
were different and because ATC was unwilling or unable to help clarify their
confusion altitude deviations ensued.

ACN: 1036870 (5 of 50)

Synopsis
BE20 First Officer questioned an experienced Captain's decision to cancel IFR,
operate the aircraft in a less than professional manner, and violate VFR cloud
clearance criteria apparently motivated by a case of "get-there-itis."

ACN: 1036140 6 of50)

Synopsis
PA28 pilot on IFR flight plan at 10000 feet reports encountering thunderstorms and
turbulence. A course reversal is initiated prior to advising Center and several
altitude deviations occur.



ACN: 1035911 7ofs0)

Synopsis
ZHU Controller described a restricted area incursion when intra and inter facility
coordination was incomplete.

ACN: 1035681 (sofs50)

Synopsis
An pilot approaching SGU IFR was told to expect a visual approach then deviated
from the ATC assigned track because of weather and after approaching high terrain
was given a climb clearance.

ACN: 1035367 (9 of50)

Synopsis
An SR-22 pilot on a VFR flight found himself between a cloud layer above and Class
D airspace below and with unseen traffic ahead. Pilot was eventually able to reach
VMC conditions, but not before violating the airspace and cloud clearance criteria.

ACN: 1035327 0 o0f50)

Synopsis
Air Tanker pilot reports being harassed by USFS "dispatchers™" to accept missions
that are unacceptable due to meteorological conditions or daylight requirements.
The managers are non-FAA certified non-pilot resource managers that call
themselves "dispatchers".

ACN: 1035162 @1 of50)

Synopsis
EMB145 Captain experiences a dual pack failure at FL360 and diverts to a suitable
alternate after an emergency descent with ATC approval, but without an official
declaration of an emergency. The descent is through weather and moderate
turbulence is encountered and the cabin altitude reaches 12,000 FT. The crew
elects not to use their oxygen masks during the event.

ACN: 1034795 (12 0f50)

Synopsis
Violent thunderstorms, minimum rest, an unnecessary call from Scheduling, and
possibly an impending illness contributed to an Air Carrier Captain flying fatigued.

ACN: 1034736 @3 o0f50)

Synopsis



Enroute Controller described an icing event that resulted in an emergency
declaration. The Controller acknowledged that all the required emergency
information was not obtained from the pilot.

ACN: 1034701 @14 of50)

Synopsis
PA31 pilot on a VFR flight descended to 350 FT over a residential area to avoid a
low ceiling.

ACN: 1034432 (150f50)

Synopsis
A BAE-125-850XP flight crew reported STALL IDENT and FLAP annunciations
indicating a flap asymmetry during landing preparation at ASE and so after
completing the QRH procedure they returned to the departure airport.

ACN: 1034308 (6 of 50)

Synopsis
M-20K pilot, expecting only scattered thunderstorms on a VFR flight, encountered
fast-building cells which he was unable to avoid by a 180-degree turn and was
barley able to avoid by climbing to FL190. Pilot made no contact with ATC.

ACN: 1033692 17 0f50)

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

ACN: 1033302 (180f50)

Synopsis
B737-800 flight crew reports planning a flaps 15 landing due to strong gusty
crosswinds then becoming distracted during the approach and landing with flaps set
to 10 degrees.

ACN: 1033140 9 0f50)

Synopsis
B55 pilot attributed an altitude overshoot to lack of familiartity with the aircraft's
autopilot, a succession of altitude and heading instructions from ATC, and weather
avoidance.

ACN: 1033049 (20 of50)



Synopsis
A Dash 8 flight crew, dispatched to their destination with no alternate, encountered
unforecast below minima weather and were forced to divert. When they were
unable to contact Dispatch they requested assistance from ATC and were directed
to a nearby airport where they landed with minimum fuel. Unfortunately the airport
was not authorized in their company Operations Specifications and they were
unable to refuel and take their passengers to their destination.

ACN: 1032887 (21 0f50)

Synopsis
A G200 experienced an altitude loss in moderate turbulence at FL410 so after the
autopilot pitched up and aircraft speed decreased to maintain FL410, the crew
descended to FL370 to maintain stable flight.

ACN: 1032793 (22 of 50)

Synopsis
When ATC was unable to allow them to divert around a thunderstorm, the flight
crew of an air carrier aircraft flying the EMI RNAV STAR to BWI was forced to
declare an emergency in order to do so. The Controller's extremely high workload
was felt by the reporter to have been a primary contributing factor.

ACN: 1032579 (230f50)

Synopsis
BES58 pilot reports becoming distracted using XM weather and on-board radar for
the first time in his new aircraft and not paying attention to navigation. This results
in a possible intrusion into Mexican airspace without a flight plan.

ACN: 1031735 (24 0f50)

Synopsis
An Air carrier had clearance to deviate left of course for weather and direct EKR
when able. After clearing the first cell a right turn was made to avoid a second cell,
still remaining left of the original course line. ATC informed the crew that they
should have received clearance for the right turn.

ACN: 1031659 (25 0f50)

Synopsis
ZLC Controller voiced concern regarding the interpretation of a "weather deviation
clearance" and what turn limitations are in fact authorized from ATC's perspective.

ACN: 1031398 (26 of 50)

Synopsis



An Aerostar 601P single pilot reported difficulties experienced when attempting to

avoid thunderstorms and turbulence while circumnavigating the ATL Class B
airspace.

ACN: 1031395 (270f50)

Synopsis

A PA28 pilot related the poor decisions he made in attempting to complete his

return flight to his home field when weather conditions were marginal, night was
falling and circumnavigating TFRs would be necessary.

ACN: 1031315 (280f50)

Synopsis

An international flight crew operating a round trip flight within the South Pacific
discovered a growing crack in the Captain’'s windshield. They declared an

emergency and returned to their departure aiport. They then refused to fly their
turnaroud with another aircraft due to fatigue.

ACN: 1031263 (29 of 50)

Synopsis

Tracon Controller described an unsafe event when issuing departure vectors that
reportedly resulted in an air carrier traversing heavy precipitation. The Controller

indicated a "Falcon" replay displayed different weather that the operational display
revealed at the time.

ACN: 1030864 (30 of 50)

Synopsis
Both MD-82 Packs shutdown at FL330 with engine and airfoil anti-ice ON so a

descent was begun immediately. The packs recovered temporarily at FL250. After a

second dual pack shutdown, an emergency was declared and the flight continued at
10,000'.

ACN: 1029193 (31 0f50)

Synopsis

When an air carrier flight crew suffered the loss of multiple pitot static system ice
protection systems shortly after takeoff they had to declare an emergency with ATC

in order to avoid flying through icing conditions as they returned to their takeoff
airport.

ACN: 1028978 (320f50)

Synopsis



ZDC Controller described a heavily impacted traffic period by weather conditions
resulting in multiple airspace infractions due to deviation events. The reporter listed
the lack of TMU interventions as problematic.

ACN: 1028936 (330f50)

Synopsis
BE33 pilot describes using XM weather in flight to determine that continuing to
destination was not advisable and that deviating to TOL to spend the night was the
best option.

ACN: 1028755 (34 0f50)

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

ACN: 1028599 (350f50)

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

ACN: 1028566 (36 of 50)

Synopsis
A Dispatcher reported that a Commercial Weather product used by his Company
does not reference North Atlantic Air Traffic Agencies' SIGMET and Hazardous
Weather reports causing miscommunication and confusion.

ACN: 1028508 (37 of 50)

Synopsis
Enroute Controller described a loss of separation event during weather deviations
and vectors to clear restricted airspace.

ACN: 1028440 (38 of50)

Synopsis
An A310's enroute ATC and ACARS communications were disrupted as the aircraft
deviated around thunderstorms at FL290. Once clear of the weather, normal
communication were reestablished.

ACN: 1028334 (39 of 50)



Synopsis
Air Carrier Captain reports being dispatched with an inoperative rudder PCU and
encountering moderate to severe turbulence. The aircraft rolls excessively and he
questions the role the inoperative PCU may be playing. VHF communication
problems are also reported.

ACN: 1028210 40 of 50)

Synopsis
AAS5 pilot reports encountering heavy turbulence at 5,000 FT while attempting to
use Nexrad to avoid the worst weather.

ACN: 1027943 (41 of 50)

Synopsis
C172 pilot encounters a strong down draft flying below storm clouds at 9,000 FT
and looses 700 FT inadvertently. ATC questions the descent then assigns 7,000 FT
as requested.

ACN: 1027903 (42 of50)

Synopsis
PA32 pilot experiences difficulty maintaining altitude and heading while being
vectored to successive fixes on the RNAV to Runway 23 at CPK in heavy rain.

ACN: 1027743 43 o0f50)

Synopsis
ERJ-170 flight crew attempted passage through a narrowing path between
thunderstorms, encountered severe turbulence and, with ATC clearance, descended
to smooth, clear air.

ACN: 1027023 (44 of 50)

Synopsis
Air Carrier First Officer reports a go around due to an unstabilized approach caused
by windshear. A TE flap disagree EICAS message is displayed during the go around
with the flaps locked at 23 degrees. After compliance with QRH procedures an
uneventful partial flap landing ensues.

ACN: 1026404 (45 of 50)

Synopsis
EA500 Captain reports communication difficulties with ATC while attempting to
change destination or descend and and cancel IFR due to weather. A deviation
below the ATC assigned altitude of 17,000 FT occurs prior to the Controller
acknowledging IFR cancellation request.



ACN: 1026369 6 of 50)

Synopsis
A BE9O0 Captain is cleared to fly headings between 270 and 360 to deviate around
weather. When it becomes necessary to deviate to the southwest, a different
Controller on the same frequency approves that request. When the first Controller
returns to the frequency, he admonishes the crew for deviating from the original
clearance. An explanation is not provided due to time and frequency congestion.

ACN: 1026330 47 of50)

Synopsis
Reporter stated a B767-300 had a loss of weather radar, and with weather forecast
enroute was unable to continue. Emergency was declared for overweight landing
and flight returned to departure airport.

ACN: 1025942 (48 of 50)

Synopsis
First Officer as pilot not flying reports exceeding Vmo below 10,000 FT while
attempting to enter a missing waypoint into the FMC. The Captain had used Vertical
Speed on the MCP to descend quickly below a cloud layer then became distracted
by the waypoint search.

ACN: 1025871 (49 of50)

Synopsis
CRJ-200 Captain reports missing the speed restriction crossing ROCAB on the
TAMMY4 arrival to MEM due to weather and a generator failure during the descent.

ACN: 1025806 (50 of 50)

Synopsis
B747 Flight Engineer reports a weather diversion that results in an engine over
temperature and a reverser that fails to stow during landing. The flight is
dispatched the next day with the thrust reverser and the FDR on MEL. The reporter
learns later that the FDR was removed from the aircraft by Maintenance, possibly in
violation of FARs.



Report Narratives



Time / Day

Date : 201210
Local Time Of Day : 0601-1200

Place

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

Environment

Flight Conditions : IMC

Weather Elements / Visibility : Windshear
Weather Elements / Visibility : Rain
Weather Elements / Visibility : Turbulence
Weather Elements / Visibility.Visibility : 1
Light : Daylight

Ceiling.Single Value : 2000

Aircraft

Reference : X

ATC / Advisory. TRACON : N90O
Aircraft Operator : Corporate
Make Model Name : Beechjet 400
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Passenger

Flight Phase : Initial Climb

Route In Use.SID : RUUDY 4
Airspace.Class B : EWR
Airspace.Class D : TEB

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Corporate

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Flight Instructor
Qualification.Flight Crew : Air Transport Pilot (ATP)
Qualification.Flight Crew : Multiengine
Qualification.Flight Crew : Instrument
Experience.Flight Crew.Total : 4000
Experience.Flight Crew.Last 90 Days : 80
Experience.Flight Crew.Type : 1100

ASRS Report Number.Accession Number : 1044365



Human Factors : Workload
Human Factors : Physiological - Other
Human Factors : Distraction

Events

Anomaly.Deviation - Altitude : Crossing Restriction Not Met
Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Air Traffic Control

When Detected : In-flight

Result.General : None Reported / Taken

Assessments

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

Narrative: 1

We departed TEB on Runway 24 via the RUUDY 4 departure. We had some
windshear on initial rotation on departure. As | was climbing on the RUUDY 4, |
mistakingly did not stop my climb at 1,500 at WENTZ Intersection. | continued to
climb to 2,000. | crossed WENTZ Intersection at 2,000 instead of 1,500 FT. | was
distracted from the windshear on takeoff and missed the crossing restriction.

Synopsis

A BE40 Captain, distracted by the turbulence and weather, failed to level at 1,500
FT during a TEB RUUDY 4 Departure and climbed non stop to 2,000 FT.



Time / Day

Date : 201210
Local Time Of Day : 1201-1800

Place

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

Environment

Flight Conditions : VMC

Weather Elements / Visibility.Visibility : 10
Light : Daylight

Ceiling.Single Value : 6000

Aircraft

Reference : X

ATC / Advisory.Center : ZKC
Aircraft Operator : Personal
Make Model Name : Bonanza 36
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Personal

Flight Phase : Cruise

Route In Use : Direct
Airspace.Class E : ZKC

Person

Reference : 1

Location Of Person.Aircraft : X

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

Events



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

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Result.Air Traffic Control : Issued New Clearance

Assessments

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

Narrative: 1

I was flying from Omaha to Amarillo. The Midwest was experiencing its first strong
cold snap of the season, and the Flight Service Briefer reported a large area of light
rain and snow moving from northwest Kansas toward the east. No PIREPS were
available. The forecast called for 10,000 scattered along the Nebraska portion of
my route, dropping to 6,000-7,000 broken with possible light rain and light snow in
Kansas, and 3,000-4,000 broken in Texas. The Briefer agreed with my
interpretation that it would be best to stay low and stay away from precipitation.
Although | had filed for 6,000, | requested 4,000 as | climbed out because it looked
like a higher altitude could put me in the clouds. As | approached the Kansas state
line, the Kansas City Center Controller suggested | take up a western heading. As |
rolled out on the new heading, my satellite down link showed that 1 was moving
towards a band of heavy precipitation. | requested and was issued a revised
clearance, direct SLN, direct AMA. The Controller also advised that | would have to
climb higher as | flew southwest so he could keep me in radar contact.

Up to this point, | had been cruising in VMC under a broken-to-overcast layer, with
an outside air temperature of 37 Fahrenheit (as measured by my air data computer
and displayed on my engine data monitor). About 50 NM southwest of SLN, the
Controller asked me to climb to 6,000. If | remember the sequence correctly, |
attempted to comply, but soon had to advise the Controller that the OAT was
dropping rapidly and 6,000 would probably put me in the clouds. He then cleared
me to maintain 5,000 FT. (Up to this point, I'd been relying on my autopilot. Given
the lower OAT and increased cloud proximity at 5,000, | decided to hand-fly the
plane to improve my ability to sense and respond to inadvertent icing. Due to the
increased workload, my notes regarding the rest of the trip are not very detailed,
so | can't be certain of the exact sequence of events.) At some point, | must have
requested lower, because | was cleared down to 4,200, which | believe was the off-
route obstruction clearance altitude (OROCA) [MORA] in that area. Soon after that,
the Controller reported that radar contact was lost. While | would have gladly
accepted an airways routing, one was never offered, and | forgot that radar contact
is required for an off-route clearance. As | continued southwest, the Controller
again asked me to climb (I believe to 6,000 FT). I replied that | didn't think | would
be able to avoid ice at that altitude, but would give it a try. Just as | feared, |
inadvertently began to pick up ice. | told the Controller I needed a lower altitude
and suggested 5,200 (the OROCA for that area). He cleared me down to that
altitude and asked what kind of ice | had encountered. Since | don't have a lot of
experience giving icing reports, all I could think to say was that it was clear ice, and
inadvertently omitted any mention of severity. Sometime after that, radio reception
deteriorated to the point that a passing aircraft had to relay messages to me.



As | continued southwest, both the weather and the radio reception began to slowly
improve. | asked the Controller if he still needed me to climb to 6,000 and he said |
could maintain 5,200 for the rest of my flight. He soon handed me off to AMA
Approach. The remainder of my flight was uneventful.

Lessons learned: In retrospect, | should have headed southeast from Omaha to
circumvent the precipitation and low ceilings in Western Kansas. When it looked
like radar contact would be lost, | should have requested an airway routing. |
should have respectfully declined the Controller's request that I climb into a cloud
layer with an OAT near freezing.

Synopsis

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



Time / Day

Date : 201210
Local Time Of Day : 0001-0600

Place

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

Environment

Flight Conditions : IMC

Weather Elements / Visibility : Icing
Light : Night

Ceiling.Single Value : 300
RVR.Single Value : 6000

Aircraft

Reference : X

ATC / Advisory.Tower : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : A300

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

Mission : Cargo / Freight

Flight Phase : Final Approach
Airspace.Class B : ZZZ

Component

Aircraft Component : Aerofoil Ice 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)
Experience.Flight Crew.Total : 19000
Experience.Flight Crew.Last 90 Days : 80
Experience.Flight Crew.Type : 4000

ASRS Report Number.Accession Number : 1042497
Analyst Callback : Attempted



Events

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

When Detected : In-flight

Result.Flight Crew : Became Reoriented

Assessments

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

Narrative: 1

I am submitting this report as a general safety concern regarding the A300.
Landing in IMC, icing conditions prevailed. The windows on the approach were clear
with no indication of ice. We joined the localizer and upon selection of flaps 40 the
aircraft rolled left to right approximately 2 to 7 degrees momentarily. | looked over
my shoulder and noticed a buildup of ice on the left wing. | instructed the flying
pilot to increase the airspeed due to the noticeable ice on the wings. After
increasing the airspeed the rolling moment stopped and we continued the approach
and landed uneventfully. After landing one of the jumpseaters said that we had an
accumulation of ice on the wings that he could see. After securing the aircraft |
went outside and ice still remained on the outboard part of the horizontal stabilizer.
I hope this report helps the Company in address this icing issue with Airbus and
improve flight safety for us all.

Synopsis

A300 Captain reports aircraft rolling left to right momentarily during flap extension
to 40 degrees and noticing ice build up on the left wing. The flying First Officer is
instructed to increase airspeed and a normal landing ensues. Post flight reveals ice
on the outboard portion of the horizontal stabilizer.



Time / Day

Date : 201209
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : TEB.Airport
State Reference : NJ
Altitude.MSL.Single Value : 1800

Environment

Flight Conditions : IMC

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

Weather Elements / Visibility : Thunderstorm
Weather Elements / Visibility : Turbulence
Weather Elements / Visibility.Visibility : 5
Light : Daylight

Ceiling.Single Value : 1200

Aircraft

Reference : X

ATC / Advisory.Tower : TEB
Aircraft Operator : Corporate

Make Model Name : Gulfstream V / G500 / G550
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Passenger

Flight Phase : Initial Climb

Route In Use.SID : TEBS
Airspace.Class B : EWR
Airspace.Class D : TEB

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Corporate
Function.Flight Crew : First Officer
Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Multiengine
Qualification.Flight Crew : Air Transport Pilot (ATP)
Qualification.Flight Crew : Flight Instructor
Qualification.Flight Crew : Instrument
Experience.Flight Crew.Total : 13346
Experience.Flight Crew.Last 90 Days : 55



Experience.Flight Crew.Type : 2400

ASRS Report Number.Accession Number : 1038416
Human Factors : Confusion

Human Factors : Distraction

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

Human Factors : Workload

Human Factors : Communication Breakdown
Communication Breakdown.Partyl : Flight Crew
Communication Breakdown.Party2 : ATC
Analyst Callback : Completed

Events

Anomaly.ATC Issue : All Types

Anomaly.Deviation - Altitude : Overshoot
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Flight Crew

Were Passengers Involved In Event : N

When Detected : In-flight

When Detected : Taxi

Result.Flight Crew : Requested ATC Assistance / Clarification
Result.Air Traffic Control : Issued Advisory / Alert
Result.Air Traffic Control : Issued New Clearance

Assessments

Contributing Factors / Situations : Weather
Contributing Factors / Situations : Procedure
Contributing Factors / Situations : Human Factors
Contributing Factors / Situations : Chart Or Publication
Contributing Factors / Situations : Aircraft

Primary Problem : Chart Or Publication

Narrative: 1

We arrived at the airport two hours early and set up the cockpit for a TETERBORO
EIGHT DEPARTURE from Runway 1 based on winds.

We initially received a clearance of the TEB departure; however, several changes of
runways and clearances were occurring. We were then cleared to taxi to Runway
24. We reviewed the SID and noticed it was for runways 1, 6 or 19 but not Runway
24.

When you load the FMS in a Primus Epic cockpit the runway/SID (or STAR, etc)
combination automatically displays the appropriate commercially prepared chart for
the SID, STAR or Approach etc. The green coloring on the commercially provided
chart selection menu indicates you are on the correct chart by design.
Subsequently selecting Runway 24, however, continued to display the TEB8 for
[runways] 1-19-6. The system gave us the wrong chart. Subsequently, after the
incident, we found out that there are two charted procedures with same exact
name.

We have been flying in and out of TEB for years. This did not seem correct to us.



We queried Clearance of the proper SID TEB8 for Runway 24. They stated yes it
was correct TEBS.

There was confusion to the proper procedure for TEB8 departure on Runway 24
because it indicated 2,000 FT for runway 1-19 and 6 not 24. During taxi we asked
ATC to please verify the TEB8 and altitude after departure because we thought we
were assigned the wrong SID. Never have | seen two SID with same name. Ground
stated "As published" and we reviewed chart again.

Upon taking the runway we asked Tower to please verify our altitude assignment.
Again Tower stated "As Published". We were frustrated that Tower, Ground and
Clearance were unwilling to verify our SID and altitudes despite multiple requests.

The Captain stated "this is not right we will maintain 1,500 FT until we confirm with
departure.” We selected 2,000 FT on pre-select altitude per SID displayed and
planned manual level off at 1,500 FT MSL.

As we reached 1,500 FT the Captain tried to stop the aircraft ascent but we were in
moderate turbulence going up creating negative G's the aircraft power was still at
takeoff power because the preselect was at 2,000 FT and the aircraft wanted to
climb due to wind shear and turbulence we were at 1,800 FT as we were contacting
departure still trying to go down as an updraft took us up with nose pointing down.
Newark Departure stated we should be at 1,500 FT. There was no conflict and we
were cleared to 5,000 FT on 270 heading. We requested further right for weather
and the Departure Controller seemed very helpful and not concerned.

Human factor: Teterboro Tower should be more diligent in verification of altitudes.
There have been a lot of issues with altitudes after departing TEB. They need to fix
it.

Note: NOS Charts have ONE TEB8 SID with all runways.

[There should be] only ONE SID with same name. The commercial supplier has
two. Secondly the FMS selection of SID and runway combination leads to wrong
charts on the Primus Epic system.

Callback: 1

The reporter reiterated that although they had changed their selected Runway from
1 to 24 when ATC assigned their takeoff runway the TEB SID chart displayed by the
Primus Epic avionics suite remained the version intended for use with Runways 1,
6, and 19. At that point the crew was unaware of the second version for use with
Runway 24 and their angst with ATC refusal to provide the altitude information
ensued.

Reporter did, however, state that the procedure displayed on their moving
map/FMS was correct for Runway 24 when they made the change during taxi out.
This only increased their confusion as the map/FMS was showing the 1,500 MSL
altitude restriction and associated headings dictated by the Runway 24 version but
which were nowhere displayed on their chart.

The reporter also noted that the FMS displays indicated At or above 1,500 feet
which is contrary to the charted "At 1,500" until crossing the "TEB VOR 4.5 DME"
arc, thence to climb and maintain 2,000 MSL.



Reporter strongly reiterated his/her belief that there should not be two SIDs with
the same name, notwithstanding the clear indication in their titles as to the
runways to which each is applicable; citing again the fact that the government
published TEB SID is a single chart applicable to all associated runways.

Synopsis

A GLF5 flight crew was confused by the manner in which their digital avionics suite
displayed the TETERBORO RNAV SID, not realizing that the commercially provided
digital chart displays utilized two separate charts; one for departures of Runways 1,
6 and 19 and the other for departures from Runway 24. Their confusion was
exacerbated when their departure runway was changed to Runway 24 and,
although the map display was appropriate for their newly assigned runway the
chart displayed remained the one for the other runways. Because the altitudes
were different and because ATC was unwilling or unable to help clarify their
confusion altitude deviations ensued.



Time / Day

Date : 201209
Local Time Of Day : 0601-1200

Place

Locale Reference.Airport : ZZZ . Airport
State Reference : US
Altitude.AGL.Single Value : 500

Environment

Weather Elements / Visibility.Visibility : 8
Light : Daylight
Ceiling.Single Value : 900

Aircraft

Reference : X

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

Make Model Name : Super King Air 200
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 135
Flight Plan : None

Mission : Ferry

Flight Phase : Descent

Route In Use : Direct
Airspace.Class E : 277

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Taxi

Function.Flight Crew : First Officer
Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Multiengine
Qualification.Flight Crew : Commercial
Qualification.Flight Crew : Instrument
Experience.Flight Crew.Total : 520
Experience.Flight Crew.Last 90 Days : 80
Experience.Flight Crew.Type : 20

ASRS Report Number.Accession Number : 1036870
Human Factors : Communication Breakdown
Human Factors : Situational Awareness
Communication Breakdown.Partyl : Flight Crew
Communication Breakdown.Party?2 : Flight Crew

Events



Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Deviation - Procedural : FAR

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

When Detected : In-flight

Result.General : None Reported / Taken

Assessments

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

Narrative: 1

A case of "get-there-itis" at its not-so-finest; I'm a right-seat pilot on Part 135
Charter flights, operating a King Air B200 with a G1000 FMS, TAS, and TAWS. By
no means should this equipment give my Captain the excuse to punch through
what he calls "holes" in cloud layers and scud run to get to our destination. We
were originally IFR to [destination], but the reported ceilings weren't going to allow
us to make it in. The Captain spots a "hole" about 10 miles south -- a "hole" that is
no more than 500 FT wide, is butting up against the hills to the west with ocean at
the east, and a highway directly beneath (the route of low level traffic watch
operations) -- and tells me to cancel IFR. He then proceeded to dive down through
this "hole™ at around 3,000 FPM, with TAWS yelling at us to "pull up.” All the while,
I'm sitting there telling him (a 12,000 plus hour pilot) this isn't a good idea, in a
more or less obvious fashion. We ended up skimming the edge and entering the
thin layer of clouds briefly, and then skud running at 500 FT AGL with IFR traffic
above and power lines below. With my experience, | know how badly this could
have gone; with his experience (7,000 in type, familiar with the area) he was
complacent doing this to get the job done. He runs a very tight ship and I trust his
judgment, but this time | was just not comfortable with the situation and | couldn't
do anything about it.

Synopsis

BE20 First Officer questioned an experienced Captain's decision to cancel IFR,
operate the aircraft in a less than professional manner, and violate VFR cloud
clearance criteria apparently motivated by a case of "get-there-itis."



Time / Day

Date : 201209
Local Time Of Day : 0001-0600

Place

Locale Reference.ATC Facility : ZOB.ARTCC
State Reference : OH
Altitude.MSL.Single Value : 10000

Environment

Flight Conditions : IMC

Weather Elements / Visibility : Windshear
Weather Elements / Visibility : Thunderstorm
Weather Elements / Visibility : Turbulence
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Center : ZOB
Aircraft Operator : Personal

Make Model Name : PA-28 Cherokee/Archer/Dakota/Pillan/Warrior
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Personal

Flight Phase : Cruise

Route In Use : Direct
Airspace.Class E : ZOB

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck
Reporter Organization : Personal
Function.Flight Crew : Single Pilot
Qualification.Flight Crew : Private
Qualification.Flight Crew : Instrument
Experience.Flight Crew.Total : 809
Experience.Flight Crew.Last 90 Days : 22
Experience.Flight Crew.Type : 743

ASRS Report Number.Accession Number : 1036140
Human Factors : Situational Awareness

Events

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Track / Heading : All Types



Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Air Traffic Control

Detector.Person : Flight Crew

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Result.Flight Crew : Returned To Departure Airport

Assessments

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

Narrative: 1

Filed IFR to ROA 10,000 FT MSL. Encountered clouds with turbulence and rapid
build-ups. Thunderstorms reported ahead and airlines being diverted. Wholly
inadequate weather support on board. While in contact with Flightwatch, deviated
from course in attempt to escape immediate peril and failed to notify Cleveland
Center in time. Experienced precession errors too. Also, altitude excursions of
approximately 500 FT. After course reversal due to turbulence and shear returned
to base. Now investing in more sophisticated weather instrumentation and services.
(Enough discomfort -- time to write a check.)

Synopsis

PA28 pilot on IFR flight plan at 10000 feet reports encountering thunderstorms and
turbulence. A course reversal is initiated prior to advising Center and several
altitude deviations occur.



Time / Day

Date : 201209
Local Time Of Day : 1801-2400

Place

Locale Reference.ATC Facility : ZHU.ARTCC
State Reference : TX
Altitude.MSL.Single Value : 37000

Aircraft

Reference : X

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

Make Model Name : A319

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

Flight Phase : Cruise

Airspace.Class A : ZHU

Person : 1

Reference : 1

Location Of Person.Facility : ZHU.ARTCC

Reporter Organization : Government

Function.Air Traffic Control : Enroute
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1035911
Human Factors : Communication Breakdown
Communication Breakdown.Partyl : ATC
Communication Breakdown.Party2 : ATC

Person : 2

Reference : 2

Location Of Person.Facility : ZHU.ARTCC

Reporter Organization : Government

Function.Air Traffic Control : Enroute
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1035926

Events

Anomaly.Airspace Violation : All Types

Anomaly.ATC Issue : All Types

Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Air Traffic Control

Result.General : None Reported / Taken



Assessments

Contributing Factors / Situations : Procedure
Primary Problem : Procedure

Narrative: 1

Returned from break and was relieving the Ocean East D-Side. ACR X was in hand
off mode to Miami Center and deviating over 20 miles south of course. | asked D-
Side if he needed a point out to Key West Sector and the R-Side advised she was
on line with Miami coordinating. So his replied was handled and left. Miami
Controller advised R-Side W174 active and R79 advised that we did not even show
it scheduled. Then R79 asked the A319 if able left 10 degrees left turn and pilot
responded no. | advised Houston Missions who did not show W174 active. Advised
W174 was active and Miami Missions had not advised Houston Missions who had
not advised us. | advised that the A319 was unable turn due to weather and we
needed airspace capped immediately. | recommend Airspace that [was] originally
part of Miami Center at 8600W be returned to Miami Center. It should have never
been assigned to Houston Center and is fraught with danger due to Military
Airspace and lack of communication between Centers and causes both coordination
with airspace and radio and radar communication errors. This is not the first
occurrence over Military Airspace activity and numerous times we are not advised
of RADAR outages either.

Narrative: 2

Aircraft was deviating east for weather. | was informed after off the sector by
another Controller that W174 was active and the aircraft was in it. | relieved the
Controller before me and he didn't advise of the airspace being hot. We show this
airspace as active in real time, however we sometimes get calls from Miami that it's
hot. We need to proceduralize the call when the airspace goes hot and/or cold.

Synopsis

ZHU Controller described a restricted area incursion when intra and inter facility
coordination was incomplete.



Time / Day
Date : 201208

Place

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

Environment

Flight Conditions : VMC

Weather Elements / Visibility : Thunderstorm
Weather Elements / Visibility : Rain

Weather Elements / Visibility.Visibility : 10
Light : Daylight

Ceiling.Single Value : 15000

RVR.Single Value : 6000

Aircraft

Reference : X

ATC / Advisory.Center : ZLA
Aircraft Operator : FBO

Make Model Name : Small Aircraft, High Wing, 1 Eng, Retractable Gear
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Personal

Flight Phase : Cruise

Route In Use.Airway : V21
Airspace.Class E : ZLA

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : FBO

Function.Flight Crew : Pilot Flying
Function.Flight Crew : Single Pilot
Qualification.Flight Crew : Private
Qualification.Flight Crew : Instrument
Experience.Flight Crew.Total : 217
Experience.Flight Crew.Last 90 Days : 6.4
Experience.Flight Crew.Type : 22.6

ASRS Report Number.Accession Number : 1035681
Human Factors : Confusion

Human Factors : Situational Awareness
Human Factors : Communication Breakdown



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

Events

Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Anomaly.Inflight Event / Encounter : CFTT / CFIT
Detector.Person : Flight Crew

Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Result.Flight Crew : Returned To Clearance

Result.Flight Crew : Became Reoriented

Result.Air Traffic Control : Issued New Clearance

Assessments

Contributing Factors / Situations : Weather

Contributing Factors / Situations : Human Factors

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

Narrative: 1

While en route to SGU, LA Center told me to 'expect the visual approach’ into SGU.
When crossing over MMM, | noticed a significant down pour between me and the
airport. | mistakenly thought | needed to remain in VMC since | was to expect the
visual approach. In addition | was concerned about the possibility of downdrafts
associated with the down-pour since the forecast had called for isolated
thunderstorms. | decided to deviate course 20 degrees to the right and follow the
ground-track for the VOR/DME-A approach into SGU to remain clear of the weather.
By making the turn, I was able to remain in VMC. However, | turned into higher
terrain where | would be unable to maintain 2,000 FT ground clearance without
climbing. The Controller queried me and | responded that | was turning to follow
the VOR/DME-A ground track. Whereupon the Controller had me climb and
maintain 10,000 FT for terrain clearance. After a brief conversation with the
Controller, I realized that when | became uncomfortable about going through the
down-pour (and associated downdrafts) | should have: 1) requested the VOR/DME-
A approach into SGU (which would have kept me clear of the weather) before
deviating from my clearance, or, 2) requested to deviate 20 degrees right of course
for weather before turning. The Controller didn't realize | was in VMC and was
concerned when | turned into higher terrain, rightfully so. In the future, | will better
communicate my concerns to ATC and | will request a different clearance if I'm
uncomfortable with the one I received. In addition, I will not deviate from the
clearance | received.

Synopsis

An pilot approaching SGU IFR was told to expect a visual approach then deviated
from the ATC assigned track because of weather and after approaching high terrain
was given a climb clearance.



Time / Day

Date : 201209
Local Time Of Day : 1201-1800

Place

Locale Reference.ATC Facility : ZZZ. TRACON
State Reference : US
Altitude.MSL.Single Value : 2700

Environment

Flight Conditions : Marginal

Weather Elements / Visibility.Visibility : 10
Light : Daylight

Ceiling.Single Value : 2500

Aircraft

Reference : X

ATC / Advisory.TRACON : ZzzZZ
Aircraft Operator : Personal
Make Model Name : SR22
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : VFR

Mission : Personal

Flight Phase : Cruise

Route In Use : Direct
Airspace.Class D : ZzZZ

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 : Private
Experience.Flight Crew.Total : 1956
Experience.Flight Crew.Last 90 Days : 23
Experience.Flight Crew.Type : 101

ASRS Report Number.Accession Number : 1035367
Human Factors : Situational Awareness
Human Factors : Training / Qualification

Events



Anomaly.Airspace Violation : All Types

Anomaly.Deviation - Procedural : FAR

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

Were Passengers Involved In Event : N

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Result.Flight Crew : Exited Penetrated Airspace

Result.Air Traffic Control : Issued Advisory / Alert

Assessments

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

Narrative: 1

Earlier in the day the ceilings were about 3,500 to 4,000 FT so | decided to make
the return trip VFR with Flight Following and stay under the 3,000 FT floor of the
Bravo [airspace] since that is what ATC would have me do had | filed. All was well
until I reached the shoreline. | was at 2,700 FT and was cleared by Approach
through the Class D at or above 2,500 FT, but had to stay below the Bravo at 3,000
FT. As | reached land the ceiling descended to just about 2,700 or 2,800 FT, so |
descended to 2,500 FT but that still put me through the base of the clouds. Then
ATC warned me about traffic ahead on a missed [approach] and suddenly | found
myself trapped in and out of the clouds, unable to descend without busting the
Delta airspace. Meanwhile | could not see the traffic which was being called out by
the traffic warning system as straight ahead. | was able to turn into clear weather
away from the traffic but busted VFR minimums and descended into the top 100
feet of the Delta [airspace]. | should have monitored the ATIS while | was over the
ocean and asked for a clearance when it was clear that | could not maintain VFR
minimums or circled when the weather closed in and asked for a clearance. Next
time | will get the clearance first and cancel if the weather accommodates.

Synopsis

An SR-22 pilot on a VFR flight found himself between a cloud layer above and Class
D airspace below and with unseen traffic ahead. Pilot was eventually able to reach
VMC conditions, but not before violating the airspace and cloud clearance criteria.



Time / Day

Date : 201209
Local Time Of Day : 1201-1800

Place

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

Environment

Flight Conditions : VMC

Weather Elements / Visibility : Turbulence
Weather Elements / Visibility : Haze / Smoke
Weather Elements / Visibility : Windshear
Weather Elements / Visibility : Thunderstorm
Weather Elements / Visibility : Rain

Weather Elements / Visibility.Visibility : 5
Ceiling.Single Value : 10000

Aircraft

Reference : X

ATC / Advisory.Center : ZLC

Aircraft Operator : Government

Make Model Name : Medium Large Transport
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 137

Flight Plan : None

Mission : Ferry

Flight Phase : Cruise

Route In Use : Direct

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Government
Function.Flight Crew : Captain

Qualification.Flight Crew : Flight Engineer
Qualification.Flight Crew : Air Transport Pilot (ATP)
Qualification.Flight Crew : Flight Instructor
Qualification.Flight Crew : Multiengine
Experience.Flight Crew.Total : 16800
Experience.Flight Crew.Last 90 Days : 200
Experience.Flight Crew.Type : 1000

ASRS Report Number.Accession Number : 1035327
Human Factors : Other / Unknown

Events



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

When Detected : In-flight

Result.General : None Reported / Taken

Assessments

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

Narrative: 1

This report concerns the United States Fire Service (USFS), a government agency
that | contract to, and non-FAA certified non-pilot resource managers that call
themselves "dispatchers”. | fly a firefighting air tanker and while on a mission, we
are a Public Aircraft. Precluding this report are several "non-flights” where |
declined to go to a wild land fire due to meteorological conditions or daylight
requirements. These have been followed up by complaints about me to the
hierarchy of my government contractor and ultimately to me for explanation. This
has ultimately affected my aeronautical decision making, for I have begun "second
guessing" to avoid any repercussions. So much of our dispatches are off airway and
through areas of non or un-forecast weather that | believe that we must always
favor decision making in its most conservative sense.

I received a fire dispatch to go to Eastern Idaho (approximately 400 NM). | was
given a choice to load retardant or not (in which case | would stop at a base closer
to the fire for retardant), | chose not to load. | flight planned on my computer and
showed and briefed the route with my First Officer. Checking the weather, we saw
that there were areas of light to medium precipitation both North and South of my
route. Departure, en route and arrival aerodromes were all reporting clear with
better than 10 NM visibility. The satellite photos did show smoke all along the
route, however. No pilot reports were available. For the entire flight we were
encountering flight visibility from 20 NM to as little as 5 NM. Some of the route was
between intermittent cloud layers with occasional scattered to broken tops below us
and alto stratus and cumulonimbus above us. All of the route was basic VFR,
though we had to fly in reference to instruments some of the time. About half way
to our destination, Dispatch gave us a divert to Pocatello, ID (PIH approximately
200 NM south) to load and go to a new fire. The XM download on the Garmin 396
showed an area of light to medium precipitation (later observed as Cumulonimbus
Mammatus) directly on our route and ending just north of PIH. The bases were
initially 13,500 FT, but steadily dropped to approximately 11,000 FT in light rain.
PIH was VFR with a 30 degree crosswind gusting to 22 KTS. The direct route was
over 9,000-12,000 plus mountainous terrain. To the right of course was mostly
lower terrain, but then it had occasional above 13,000 FT peaks. The sector
altitudes were approximately 10,000-11,000 FT and between 12,000 and 13,200 to
the right as well. We had to continually deviate to the right of course for terrain and
weather. We were able to maintain greater than 2,000 plus terrain clearance, but
had to maneuver to do so. Flight visibility quickly dropped to about 5 miles. The
ATC radar was unfortunately of no assistance since they were experiencing some
outages. The route was off airways and had no airports or forecasts. The weather
forced us to divert towards taller terrain with decreasing ceilings. The last 50 miles



was in and out of light rain with 20 miles visibility over 4,000 FT flat terrain. The
next time | get a similar divert off of my flight planned route with any kind of
weather and no forecasting, 1 will decline or land somewhere VFR to check weather
if empty. This was a case of [a] Dispatchers harassment affecting my judgment.

Synopsis

Air Tanker pilot reports being harassed by USFS "dispatchers" to accept missions
that are unacceptable due to meteorological conditions or daylight requirements.

The managers are non-FAA certified non-pilot resource managers that call
themselves "dispatchers".



Time / Day

Date : 201209
Local Time Of Day : 1801-2400

Place

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

Environment

Flight Conditions : IMC

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

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 : Cruise

Airspace.Class A : Z2ZZ

Component

Aircraft Component : Air Conditioning and Pressurization Pack
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 : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1035162
Human Factors : Situational Awareness

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 : Landed As Precaution
Result.Flight Crew : Diverted

Assessments

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

Narrative: 1

We were cruising at FL360 and noted the presence of thunderstorm activity about
50 NM ahead of us and asked ATC for a deviation to the right (west) to go around
it. They told us that the very tall cumulus nimbus was at our 12 o'clock but if we
took a 10-15 degree turn to the west we could miss that very tall cell and we would
be able to clear the lower weather to the west of the cumulus nimbus. We took a
10 degree turn to a heading of approximately 220 degrees. Whilst on top of the
weather, both the First Officer and | noticed the pressure beginning to build in our
ears. We saw that the cabin altitude had climbed to about 9,000 FT and was
continuing to climb somewhat rapidly. | also noticed that both packs had cyan
failure messages. | attempted to recycle both packs off and then on, to no effect.
By this time the cabin altitude was around 9,700 or so and still climbing rapidly. |
called the flight attendant who was toward the back of the aircraft and told her to
sit down immediately, which she did. | then told ATC that we required an
immediate descent to FL180. They told us that we were cleared to FL180 and asked
if we needed any assistance. | told them we had lost both pressurization packs and
needed to descend very quickly. I did not declare an emergency, as | didn't feel it
was necessary to do so.

We completed an emergency descent at about 5,000 FPM. As we began our descent
I revised my requested altitude to 10,000 FT which ATC approved. The emergency
descent took us right in to the weather. There was no lightning present, because
we had passed to the west of the worst part of the storm system. There was,
however, continuous moderate turbulence throughout our descent. | realized we
were heading further into the cell and requested a right turn to the northwest from
ATC to get back out of the weather. We were given a turn to approximately 320
degrees. | had considered the donning of our crew O2 masks, but | paid close
attention to the cabin altitude, and after rising to about 12,000 FT it began
descending again. This told me that at least one of the packs had begun working
again. | decided against putting our O2 masks on. The cabin altitude continued to
descend as we descended to 10,000 FT. Once we were below 14,000 FT | told my
First Officer to slow our rate of descent, which he did. During the descent, | believe
through about FL180, | advised ATC that we were requesting a diversion to a
nearby airport for landing, as there was no way we could continue on to destination
with the fuel remaining (approximately 6,700 LBS) at 10,000 FT. Once level at
10,000 FT we had to fly around 10 NM or so further to the northwest until we got
out of the moderate turbulence. At that time, | started to prepare for a landing in
the nearest airport. Complicating the issue was the fact that our ACARS was on
MEL and so | had no quick way of contacting Dispatch. Once we had completed our
emergency descent to 10,000 I considered using ARINC to contact the Dispatcher



to advise them of our diversion but we were still in the inclement weather and |
decided to exercise my Captain's Emergency Authority to just divert ourselves, and
I would contact Dispatch and Maintenance Control once we were safely on the
ground at the airport. We were under our landing structural weight for landing in
the airport, so there was no issue with that. We were handed off to the TRACON as
we made our way toward the airport. We asked for and were given delay vectors so
we could build and brief the approach, as well as brief the passengers and the flight
attendant on the situation. | tried for 15 minutes to contact operations while
airborne to no avail. We also had the TRACON and Tower try to call them on the
phone but they didn't answer. We landed without incident and taxied to the holding
pad while we again tried for 10 minutes to call operations. Finally they answered us
and gave us a gate, to which we taxied, parked and deplaned the passengers.

Once safely at the gate and with the passengers deplaned, | called Dispatch and
advised them that we had deviated to the nearest airport and told them what had
happened. | told them | would call Maintenance control to try to see what had gone
wrong with the packs and then | would get back to them. I called maintenance,
explained that we had had a dual pack failure at FL360 and had made an
emergency descent and diverted to the nearest airport. After asking me a few
questions about the event he had me turn on the APU and run the packs, both of
which worked on the ground. He then had me pull up the Maintenance page on the
MFD to see if there had been any system errors logged by the aircraft. There were
three error messages associated with our incident. | told him what they were and
he said that they would need to fix the plane. We were aircraft swapped to another
aircraft, which arrived around four hours later. We departed and continued on to
destination without further incident.

The lack of ACARS, made it difficult to easily contact dispatch to advise them of our
diversion to an unlisted alternate. The inclement weather made our emergency
descent uncomfortable and challenging. The pack malfunction caused the incident.
In retrospect, | might have reconsidered my non-declaration of an emergency, if
only to have expedited and priority handling from ATC.

Synopsis

EMB145 Captain experiences a dual pack failure at FL360 and diverts to a suitable
alternate after an emergency descent with ATC approval, but without an official
declaration of an emergency. The descent is through weather and moderate
turbulence is encountered and the cabin altitude reaches 12,000 FT. The crew
elects not to use their oxygen masks during the event.



Time / Day

Date : 201209
Local Time Of Day : 0601-1200

Place

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

Environment

Flight Conditions : IMC

Weather Elements / Visibility : Windshear
Weather Elements / Visibility : Thunderstorm
Weather Elements / Visibility : Turbulence
Light : Dawn

Aircraft

Reference : X

Aircraft Operator : Air Carrier

Make Model Name : Medium Transport, 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 : Parked

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1034795
Human Factors : Communication Breakdown
Human Factors : Situational Awareness

Human Factors : Workload

Human Factors : Fatigue

Human Factors : Physiological - Other

Human Factors : Distraction

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

Events



Anomaly.Flight Deck / Cabin / Aircraft Event : lliness
Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Flight Crew

When Detected : Pre-flight

When Detected : In-flight

Result.General : None Reported / Taken

Assessments

Contributing Factors / Situations : Weather

Contributing Factors / Situations : Procedure

Contributing Factors / Situations : Human Factors

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

Narrative: 1

Got into destination with minimum rest available, thunderstorms came in right after
arrival. Massive amounts of lightning and loud thunder most of the night. | had
trouble falling asleep initially; 1 noticed the clock still just before midnight local with
only a few hours left to sleep. It seemed | woke up about every 30 minutes and/or
whenever the thunder woke me up. Then around about two hours before scheduled
wakeup time, Crew Scheduling woke me up notifying me of an "adjustment” to my
schedule. Thanks for that. It could have waited. So overall, | may have gotten
somewhere close to 4-4.5 good hours of sleep, only to be woken up early, then had
to deal with more thunderstorms, and deviations on the way. Honestly, the back of
my eyeballs hurt, my head hurts, my whole body hurts. And that feeling you get,
prior to getting sick, that's how | feel.

Just plain communication (on my part) was sketchy. | almost felt as if | was in a
haze. Although the thunderstorms woke me up with a bit of adrenaline while we
were trying to fly through and around them. | asked several times for the First
Officer to repeat things he said simply because | heard him, but I didn't hear him, if
that makes sense. | felt as if it took me twice as long as normal to get a clear
thought through my head. | felt unsafe and a potential risk to my job and my crew.

Synopsis

Violent thunderstorms, minimum rest, an unnecessary call from Scheduling, and
possibly an impending illness contributed to an Air Carrier Captain flying fatigued.



Time / Day

Date : 201209
Local Time Of Day : 1801-2400

Place

Locale Reference.ATC Facility : ZZZ.ARTCC
State Reference : US
Altitude.MSL.Single Value : 10000

Environment
Weather Elements / Visibility : Icing

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : Dash 8 Series Undifferentiated or Other Model
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Flight Phase : Cruise

Airspace.Class E : 277

Person

Reference : 1

Location Of Person.Facility : ZZZ.ARTCC

Reporter Organization : Government

Function.Air Traffic Control : Enroute
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1034736
Human Factors : Communication Breakdown
Human Factors : Distraction

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

Events

Anomaly.ATC Issue : All Types

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Air Traffic Control

Result.General : Declared Emergency

Assessments



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

Narrative: 1

Air Carrier X called me level at 10,000 FT and reported moderate mixed icing. |
asked him the outside air temperature to file a PIREP. | talked to another aircraft
and three more aircraft called at once. | heard Air Carrier X request block 140b100;
I assigned 100b140. | talked to the other two aircraft and soon after Air Carrier X
in a shaken voice, hard to understand, said "Air Carrier X emergency procedures.” |
noticed he was losing altitude so | issued traffic to him as there was a Caravan off
his left wing at 5,000 FT he requested 5,000 FT. | issued 6,000 FT for traffic. He
asked for a heading, | told him deviation approved as needed. My D-Side was on
the line with Approach as this happened on the border between Center and
TRACON. The TRACON requested control and communication as he was headed
their direction. | asked the pilot what heading he would like he said 300. | assigned
300 and 5,000 FT as traffic was now clear and shipped him to the TRACON. | didn't
ask him all the emergency questions as required; as his voice indicated that he was
under stress and busy with the aircraft. Looking back | should have verified more
information. There was little time and he was already in icing when he called I'm
not sure if there was a lot | could have done to prevent it from happening. The
aircraft below him at 5,000 FT didn't report any icing.

Synopsis

Enroute Controller described an icing event that resulted in an emergency
declaration. The Controller acknowledged that all the required emergency
information was not obtained from the pilot.



Time / Day

Date : 201209
Local Time Of Day : 0601-1200

Place

Locale Reference.Airport : ZZZ . Airport
State Reference : US
Altitude.AGL.Single Value : 350

Environment

Weather Elements / Visibility.Visibility : 2
Light : Daylight
Ceiling.Single Value : 500

Aircraft

Reference : X

ATC / Advisory. TRACON : ZZZ
Aircraft Operator : Personal

Make Model Name : PA-31 Navajo/Chieftan/Mojave/T1040
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : SVFR

Mission : Personal

Flight Phase : Cruise

Route In Use : Direct
Airspace.Class C : ZZZ

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Personal

Function.Flight Crew : Pilot Flying

Function.Flight Crew : Single Pilot
Qualification.Flight Crew : Multiengine
Qualification.Flight Crew : Air Transport Pilot (ATP)
Qualification.Flight Crew : Flight Instructor
Qualification.Flight Crew : Instrument
Qualification.Flight Crew : Flight Engineer
Experience.Flight Crew.Total : 15900
Experience.Flight Crew.Last 90 Days : 28
Experience.Flight Crew.Type : 310

ASRS Report Number.Accession Number : 1034701
Human Factors : Training / Qualification

Human Factors : Time Pressure

Human Factors : Situational Awareness



Events

Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Deviation - Procedural : FAR

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

Were Passengers Involved In Event : N

When Detected : In-flight

Result.General : None Reported / Taken

Assessments

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

Narrative: 1

I was flying from home base to [an airport], 10 NM away, to deliver the plane for
its Annual Inspection. | had planned to leave early but the weather was 500 FT
ceiling; 2 miles visibility and the lowest approach minimum at [my] destination was
1 mile visibility and 800 FT ceiling with a very short (2,000 FT) runway and no
approach lights. I waited over 2 hours for weather to improve, but it didn't. |
decided to request a special VFR clearance after phoning the FBO at [my
destination]. They told me the visibility there was at least 3-4 miles and the ceiling
was definitely 500 FT or better. | assumed the ceiling would be at least 500 FT all
the way on the 4-5 minute flight. When | got about 2 miles east, the ceiling
suddenly dropped, and | had to decide whether to stay at 500 FT AGL and pop into
the clouds or descend to remain clear. | decided to descend and went down to what
I estimated to be about 350 FT AGL. Even though it was a sparsely populated area,
I flew over two housing developments below 500 FT AGL. Three miles from [my
destination] | saw the airport and runway, and the ceiling increased. | made an
uneventful landing and it wasn't until after 1 got out of the plane that | realized that
I had busted the regulation for minimum altitude over a structure or vehicle.

The basic cause was that | had made a false assumption that the ceiling would be
at least 500 FT all the way since the two airports were only 10-11 miles apart. This
was definitely a case of poor judgment on my part. In the future, 1 will not assume
that the ceiling will remain uniform, and give myself margin for error. | should have
waited until the ceiling was at least 800 FT to 1,000 FT. My desire to get the Annual
underway ASAP because one of my partners planned to use the plane in two weeks
also played a role similar to the old "get-home-itis."

Synopsis

PA31 pilot on a VFR flight descended to 350 FT over a residential area to avoid a
low ceiling.



Time / Day

Date : 201209
Local Time Of Day : 0601-1200

Place

Locale Reference.ATC Facility : ASE.TRACON
State Reference : CO
Altitude.MSL.Single Value : 14000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory. TRACON : ASE
Aircraft Operator : Personal

Make Model Name : BAe 125 Series 800
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Ferry

Flight Phase : Initial Approach
Route In Use : Vectors
Airspace.Class E : ZDV

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 : Personal

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1034432
Human Factors : Troubleshooting

Human Factors : Human-Machine Interface
Human Factors : Workload

Person : 2



Reference : 2

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Personal

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1034433
Human Factors : Troubleshooting

Human Factors : Human-Machine Interface
Human Factors : Workload

Events

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

When Detected : In-flight

Result.Flight Crew : FLC complied w / Automation / Advisory
Result.Flight Crew : Returned To Departure Airport

Assessments

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

Narrative: 1

We began to configure early for the approach and landing on Runway 15 in ASE.
Upon selecting Flaps 15, the Stall Warning annunciator and Flap Annunciator
illuminated. This indicated a flap asymmetry. We retracted the flaps, and requested
a delay vector from Aspen Approach. The flying pilot continued hand flying the
aircraft while | consulted the checklist. The checklist indicated that we would be
required to do a flaps inoperative approach and landing. This would increase the
landing distance by 45%. Due to the tailwind on the approach, the steepness of a
normal approach in Aspen, the inability to fully configure to land, and the
availability of a long runway pointed into the wind at out departure airport, we
decided to return to our departure airport. We changed our destination and were
given a return clearance. After discussing the approach with my Captain, we
requested vectors outside the final approach fix for the ILS. This would give us
sufficient time to stabilize our speed and get configured before landing. The flight
continued without any other issues.

Narrative: 2

We asked for delay vectors, looked up and accomplished the appropriate checklist,
and made the decision together that a steep descent into Aspen and a landing with
a 6 knot tailwind was ill advised. We then asked ATC for a return clearance. We
returned to the departure airport and accomplished a no flap approach and landing
without further event.

Synopsis



A BAE-125-850XP flight crew reported STALL IDENT and FLAP annunciations
indicating a flap asymmetry during landing preparation at ASE and so after
completing the QRH procedure they returned to the departure airport.



Time / Day

Date : 201208
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : ZZZ . Airport
State Reference : US
Altitude.MSL.Single Value : 18000

Environment

Weather Elements / Visibility : Windshear
Weather Elements / Visibility : Thunderstorm
Weather Elements / Visibility : Turbulence
Weather Elements / Visibility.Visibility : 10
Light : Daylight

Ceiling.Single Value : 7500

Aircraft

Reference : X

Aircraft Operator : Personal

Make Model Name : M-20 K (231) / Encore
Crew Size.Number Of Crew : 1

Operating Under FAR Part : Part 91

Flight Plan : None

Mission : Personal

Flight Phase : Climb

Route In Use : Direct

Airspace.Class A : 2727

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Personal
Function.Flight Crew : Pilot Flying
Function.Flight Crew : Single Pilot
Qualification.Flight Crew : Flight Instructor
Qualification.Flight Crew : Commercial
Qualification.Flight Crew : Multiengine
Qualification.Flight Crew : Instrument
Experience.Flight Crew.Total : 3000
Experience.Flight Crew.Last 90 Days : 30
Experience.Flight Crew.Type : 500

ASRS Report Number.Accession Number : 1034308
Human Factors : Other / Unknown



Human Factors : Workload
Human Factors : Situational Awareness

Events

Anomaly.Airspace Violation : All Types

Anomaly.Deviation - Procedural : FAR

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

Were Passengers Involved In Event : N

When Detected : In-flight

Result.General : None Reported / Taken

Assessments

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

Narrative: 1

I received a flight weather briefing for my intended route. Bases were forecast to
be 7,500 to 8,000 FT and scattered thunderstorms. | was en route climbing and |
made a decision to climb over a section of cloud cover that was next to some
building cumulus clouds. I commenced climbing and thought | would be over it by
11,000 FT. This put me in close proximity to [a restricted area], that | was avoiding
since | knew it was "hot" up to 15,000 FT. | was then in an air mass that was
building and taking me up higher and | was climbing to stay clear of the clouds. |
attempted to turn around and made a 360 degree turn and found that where | had
entered was now higher then the original flight path. | was now in a narrow canyon
of clouds and to stay clear of them | was forced even higher. | was trying to get my
oxygen system working and | was really worried about getting in to the clouds
because every time | got close to them it was really turbulent. | was not talking to
ATC for flight following and 1 did not have the frequency available to call for a
clearance and | was afraid to look down into the cockpit to find it on my charts
should I inadvertently go into the clouds. | topped out at around 19,000 FT and
then started to descend out of this area.

I was too embarrassed to call ATC for help once | cleared the area. This was a
foolish decision since | should have been on flight following the entire route and
should have never been in this situation. | was surprised to find that the forecast
was not as | expected with scattered thunderstorms, just this one big cell/air mass
on my intended flight path. | placed too much emphasis on the ability of the
aircraft to climb fast enough to get me over it and underestimated the ability of the
clouds to build so fast. [This was] very poor decision making.

Synopsis

M-20K pilot, expecting only scattered thunderstorms on a VFR flight, encountered
fast-building cells which he was unable to avoid by a 180-degree turn and was
barley able to avoid by climbing to FL190. Pilot made no contact with ATC.



Time / Day

Date : 201208
Local Time Of Day : 1801-2400

Place

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

Environment
Weather Elements / Visibility : Icing

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ

Aircraft Operator : Personal

Make Model Name : PA-28 Cherokee/Archer/Dakota/Pillan/Warrior
Crew Size.Number Of Crew : 1

Operating Under FAR Part : Part 91

Flight Plan : IFR

Flight Phase : Cruise

Route In Use : Vectors

Airspace.Class E : 277

Person

Reference : 1

Location Of Person.Facility : ZZZ.ARTCC

Reporter Organization : Government

Function.Air Traffic Control : Enroute
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1033692
Human Factors : Situational Awareness

Events

Anomaly.ATC Issue : All Types

Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Air Traffic Control

Result.Air Traffic Control : Issued New Clearance

Assessments

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

Narrative: 1



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

Synopsis

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



Time / Day

Date : 201208
Local Time Of Day : 0601-1200

Place

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

Environment

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

Aircraft

Reference : X

ATC / Advisory.Tower : 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

Flight Phase : Initial Approach
Airspace.Class B : MIA

Component

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

Person : 1

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : First Officer

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1033302
Human Factors : Situational Awareness

Human Factors : Workload

Person : 2

Reference : 2

Location Of Person.Aircraft : X
Location In Aircraft : Flight Deck
Reporter Organization : Air Carrier



Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1033318
Human Factors : Situational Awareness

Human Factors : Workload

Events

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

When Detected : Taxi

Result.Flight Crew : Became Reoriented

Assessments

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

Narrative: 1

Coming into approach on Runway 09 at Miami we had briefed a flaps 15 landing as
a result of high gusting cross winds related to a hurricane. Approach was very
gusty and included heavy precipitation at times. About the time of calling for gear
down Tower reported a Regional Jet three miles ahead as we went IFR in heavy
showers. Pilot flying called for S turns and began maneuvering for spacing while
trying to acquire the Regional Jet visually. Rejoining final approach course at
approximately 700 FT and made an uneventful landing. On taxi cleanup while First
Officer brought flap handle up he noticed flap setting read 10 degrees and suspects
that landing was made at 10 degrees setting.

Both pilot flying and pilot not flying were so focused on attaining separation on the
other aircraft and maintaining course, glide path and proper airspeed that we
missed the 1,000 FT call. The approach was challenging with the weather, winds
and ATC calls all happening at the same time. Possible solution may be to move the
1,000 FT "Landing checklist complete" call to 1,500 FT.

Narrative: 2

Our flight involved extensive holding, a diversion, additional holding en route, and
eventual approach to MIA in very windy (crosswind) conditions. The winds were
nearly 90 degrees to runway heading and approximately 20 KTS. Light rain was
reported, and approach path was turbulent. We acquired the runway several miles
out, visual conditions but in rain which required high speed wipers. On final at
approximately 1,500 AGL Tower cleared us to land and requested that we slow to
final approach speed for Regional Jet traffic ahead. We could not slow any further
because we were already at flaps 15 approach speed. | considered changing to a
flaps 30 configuration but, ironically, | thought we might not get fully configured by
1,000 AGL and we would either have to go-around or get a FOQA phone call, so |
opted to keep flaps 15. First Officer executed an S turn to the south to gain
separation from the Regional Jet ahead. Rain increased in intensity as we
approached runway, we were very preoccupied with the traffic separation, the huge



crab due to the crosswind, the decreasing visibility due to rain, and the turbulence,
all of which contributed to our not catching the fact that flaps were not at 15 but at
10. Landing was normal, with a slight bounce and normal rollout. First Officer
executed a good approach and landing in very difficult conditions.

I cannot stress enough just how aware | am of the seriousness of our error, in spite
of the normal outcome. | need to put increased emphasis on monitoring the
checklist, even when conditions outside the airplane may be more difficult than
normal and requiring more of our attention. Checklist must prevail. Secondly, when
conditions are challenging and there is no operational requirement for flaps 15, |
will remain with flaps 30/40 which will provide me with a landing flap configuration
warning if flaps are not set properly. At flaps 15, we use the "flap inhibit" switch
which disables any warning. While on downwind First Officer called for flaps 2,
which is not normally used, | don't remember but if he then called for flaps 10, |
might have then gone to flaps 5 (hext slot) and so when he called for flaps 15, |
might have gone to flaps 10 (next slot). | don't know if this is what happened, but
it if did it certainly contributed to the final outcome, of course we should have
visually verified the flap position on the gauge and the handle.

Synopsis

B737-800 flight crew reports planning a flaps 15 landing due to strong gusty
crosswinds then becoming distracted during the approach and landing with flaps set
to 10 degrees.



Time / Day

Date : 201208
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : ZZZ . Airport

State Reference : US

Relative Position.Angle.Radial : 025

Relative Position.Distance.Nautical Miles : 15
Altitude.MSL.Single Value : 6400

Environment

Weather Elements / Visibility : Thunderstorm
Weather Elements / Visibility.Visibility : 10
Light : Daylight

Ceiling.Single Value : 8000

Aircraft

Reference : X

ATC / Advisory.TRACON : ZzzZZ
Aircraft Operator : Personal

Make Model Name : Baron 55/Cochise
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Personal

Flight Phase : Climb

Route In Use : Vectors
Airspace.Class E : ZZZ

Component

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

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Personal

Function.Flight Crew : Pilot Flying

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



Qualification.Flight Crew : Flight Engineer
Experience.Flight Crew.Total : 10843
Experience.Flight Crew.Last 90 Days : 143
Experience.Flight Crew.Type : 50

ASRS Report Number.Accession Number : 1033140
Human Factors : Workload

Human Factors : Situational Awareness

Human Factors : Distraction

Human Factors : Human-Machine Interface

Events

Anomaly.Deviation - Altitude : Overshoot
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Flight Crew

Were Passengers Involved In Event : N

When Detected : In-flight

Result.Flight Crew : Returned To Clearance

Result.Flight Crew : Became Reoriented

Assessments

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

Narrative: 1

I was on an IFR clearance and was given runway heading to 3,000 FT. Upon
checking in with Approach I was given a heading of 020 degrees and a further
climb to 5,000 FT. After reading back my clearance | advised Approach what
heading | needed to avoid thunderstorms. Shortly after, while approaching 5,000
FT, I was cleared to my final filed altitude of 6,000 FT and cleared on course. |
entered 6,000 FT in my reminder and looked at the iPad that | was carrying in the
aircraft. This aircraft is owned by another person and they had onboard WiFi and no
radar. The autopilot was on, but there was no altitude pre-select requiring me to
select altitude hold. The airplane was climbing and starting the turn as | looked
down at the iPad to determine if the on course heading that | had chosen would
keep me clear of the thunderstorm cells in the area. As my scan crossed the
altimeter | noticed that | had blown through 6,000 FT and had almost reached
6,500 FT. I immediately disconnected the autopilot and continued the turn to my
on course heading while smoothly lowering my nose and descending to 6,000 FT.
After quickly reaching 6,000 FT I received no call from Approach.

This was first day that | had flown this airplane, and the third of four legs on this
day. | have a Baron of my own, but they are very different; different panel,
different autopilot, different scan. My aircraft has an altitude alerter. My
unfamiliarity with the airplane and its controls was a contributing factor. Another
contributing factor was multiple altitude and heading changes in a short period
while trying to maintain good situation awareness with regard to weather
avoidance. A further contributing factor was operating as a single pilot. I'm a major
airline pilot by profession and I'm used to having a second pilot to double check



me. Having to aviate, navigate and communicate in an unfamiliar aircraft while
avoiding weather helped lead to a brief altitude deviation. Fortunately, | was not in
congested airspace and there was no conflict.

Synopsis

B55 pilot attributed an altitude overshoot to lack of familiartity with the aircraft's
autopilot, a succession of altitude and heading instructions from ATC, and weather
avoidance.



Time / Day

Date : 201208
Local Time Of Day : 0601-1200

Place

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

Environment
Flight Conditions : IMC

Aircraft

Reference : X

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

Make Model Name : Dash 8-100
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 121
Flight Plan : IFR

Flight Phase : Initial Approach

Component

Aircraft Component : Air/Ground Communication
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 Flying

Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1033049
Human Factors : Communication Breakdown
Human Factors : Situational Awareness

Human Factors : Time Pressure

Communication Breakdown.Partyl : Flight Crew
Communication Breakdown.Party2 : Dispatch

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 : 1033050

Events

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

Were Passengers Involved In Event : N

When Detected : In-flight

Result.General : Declared Emergency

Result.Flight Crew : Requested ATC Assistance / Clarification
Result.Flight Crew : Diverted

Result.Air Traffic Control : Issued New Clearance

Result.Air Traffic Control : Provided Assistance

Assessments

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

Narrative: 1

We departed after an hour delay on the taxiway due to weather. Our minimum fuel
for departure was 2,937 LBS and we departed with 3,000 LBS. Weather at our
destination was forecast to be VFR for our arrival. After checking on with Approach
we were informed that the weather had suddenly dropped to 3/4 SM visibility, a
completely unforecasted change in weather conditions.

With no approaches available to us, and no alternate on the release, | attempted to
contact Dispatch on the satphone, but was unable to get a connection. Because we
were low on fuel and unable to get help from the company, | elected to declare a
fuel emergency, and asked the Approach Controller for help. She directed us
eastward toward better weather, and mentioned that the airport of ZZZ was about
45 NM to the east and was reporting 10 SM visibility and 6,000 FT overcast. By this
time we were down to just 1,350 LBS of fuel, and so began heading in that
direction.

While en route | attempted once again to contact Dispatch on the satphone, and
this time got through, though the connection was poor. | declared a fuel emergency
and informed the Dispatcher of our current position and situation. The Dispatcher
asked about the airport we were headed to, and whether it had fuel, and | replied
that the Controller had informed us that its runway was 100 x 5,299 FT and it had
an airline terminal served by turboprops, and an FBO that had jet fuel available.
The airport was about 13 minutes away. At this point the Dispatcher said
something about 700 LBS of fuel, and | thought he was describing how much we
would burn to get there. He then said to call him back on the ground, and we both
signed off. We continued to the airport and landed in VMC with just over 1,000 LBS
of fuel remaining.



After parking and calling Dispatch back, | was informed that our landing was at an
airport not in our Operations Specifications had created a complicated situation.
Our Dispatcher informed me that after hanging up he had tried to call us back on
the satphone and also tried to contact ATC with the aim of telling us to continue on
to another airport but was unable to do so.

Having initially no communication with Dispatch, and no good information about
weather at surrounding airports or fuel planning information to reach them, | had
to fall back on ATC as a resource to resolve our emergency situation. By the time |
established contact with Dispatch our critical fuel situation gave us very few
options, and | elected to get the aircraft on the ground safely rather than fly further
to a more convenient airport.

We would not be able to depart under Part 121, so the passengers were bussed an
hour to their destination, while we waited with the aircraft for the situation to be
resolved to the point where we could depart under Part 91 to return the aircraft to
the Company's system. The company took various steps to ensure that we could
depart legally.

I have experienced other situations where the satphone system had a very poor
connection or would not connect at all, especially when the local weather is poor. It
would have been easier to resolve the problem if it had worked better. If we had
been able to communicate with Dispatch earlier it would have been possible to
divert to another airport with a greater margin of fuel.

Narrative: 2

[Narrative #2 contained no additional information.]
Synopsis

A Dash 8 flight crew, dispatched to their destination with no alternate, encountered
unforecast below minima weather and were forced to divert. When they were
unable to contact Dispatch they requested assistance from ATC and were directed
to a nearby airport where they landed with minimum fuel. Unfortunately the airport
was not authorized in their company Operations Specifications and they were
unable to refuel and take their passengers to their destination.



Time / Day

Date : 201208
Local Time Of Day : 1201-1800

Place

Locale Reference.ATC Facility : ZZZ.ARTCC
State Reference : US
Altitude.MSL.Single Value : 41000

Environment

Flight Conditions : VMC

Weather Elements / Visibility : Turbulence
Weather Elements / Visibility.Visibility : 40
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ

Aircraft Operator : Air Taxi

Make Model Name : Gulfstream G200 (1Al 1126 Galaxy)
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 135

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 Taxi

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 7600
Experience.Flight Crew.Last 90 Days : 25
Experience.Flight Crew.Type : 500

ASRS Report Number.Accession Number : 1032887
Human Factors : Situational Awareness

Human Factors : Training / Qualification

Human Factors : Workload

Human Factors : Distraction

Events



Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Flight Crew

When Detected : In-flight
Result.Flight Crew : Took Evasive Action
Result.Flight Crew : Requested ATC Assistance / Clarification

Assessments

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

Narrative: 1

In level flight at FL410 after being in cruise at altitude for approximately 1/2 hour,
we experienced some moderate turbulence. Then we felt a buffet and the airspeed
started decreasing. The autopilot started pitching the aircraft nose high to maintain
altitude. | increased to max take-off power and disconnected the autopilot. We
could not maintain altitude and the airspeed was decreasing so we requested
descent to FL390. Upon reaching FL390 we continued to feel buffet and requested
FL370. We continued the descent to FL370 and the turbulence cleared up. We
continued the flight at FL370 for approximately 30 minutes in light turbulence. We
requested FL390 for the rest of the flight and did not have any turbulence at FL390.

Synopsis
A G200 experienced an altitude loss in moderate turbulence at FL410 so after the

autopilot pitched up and aircraft speed decreased to maintain FL410, the crew
descended to FL370 to maintain stable flight.



Time / Day

Date : 201208
Local Time Of Day : 0001-0600

Place

Locale Reference.ATC Facility : ZDC.ARTCC
State Reference : VA
Altitude.MSL.Single Value : 24000

Environment

Flight Conditions : IMC
Weather Elements / Visibility : Thunderstorm

Aircraft

Reference : X

ATC / Advisory.Center : ZDC

Aircraft Operator : Air Carrier

Make Model Name : Commercial Fixed Wing
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Flight Phase : Descent

Airspace.Class A : ZDC

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
Experience.Flight Crew.Total : 13000
Experience.Flight Crew.Last 90 Days : 150
Experience.Flight Crew.Type : 1500

ASRS Report Number.Accession Number : 1032793
Human Factors : Communication Breakdown
Human Factors : Distraction

Human Factors : Time Pressure

Human Factors : Workload

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

Events



Anomaly.ATC Issue : All Types

Anomaly.Conflict : Airborne Conflict

Anomaly.Deviation - Track / Heading : All Types
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Flight Crew

Detector.Person : Air Traffic Control

Were Passengers Involved In Event : N

When Detected : In-flight

Result.General : Declared Emergency

Result.Flight Crew : Requested ATC Assistance / Clarification
Result.Flight Crew : Returned To Clearance

Result.Flight Crew : Took Evasive Action

Result.Air Traffic Control : Issued New Clearance

Assessments

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

Narrative: 1

On the EMI arrival for BWI, there was a cell directly ahead. Other aircraft ahead of
us were deviating around the cell. Approximately 30 miles from the cell, we
informed the Controller that we needed a deviation to the left (north) around the
cell. The Controller told us to standby, that he would have a deviation for us
shortly. At approximately 12 miles from the cell, we informed the Controller that we
could not accept any further delay in deviating. The Controller told us to descend to
FL210, and reaching FL210, we were cleared to deviate. At this point, the cell was
less than 10 miles ahead. We told the Controller that we would initiate a descent,
but we couldn't wait until we reached FL210 before deviating and we needed to
turn now. The Controller instructed us to make a 90 degree turn to the right
(south).

At that point, the geometry of the cell and our close proximity to it made it
impossible to turn south and avoid the cell, and we simply were unable to argue
with him any longer. We responded that we could not accept a turn to the south,
that we were initiating a turn to the north at that time to avoid the cell. The
Controller responded by asking us to squawk 7700 on our transponder, which we
did. After leveling at FL210, we were shortly able to turn back toward the BUBBI
Intersection, and we informed the Controller that we could accept a turn that
direction. We were cleared back on course and told to return to our normal squawk
code.

Throughout this event, the Controller seemed to be completely overwhelmed by all
the traffic in his airspace and the numerous deviations being requested. At no time
did the traffic on our TCAS appear to be anywhere near us, and while 1 know TCAS
doesn't provide the full ATC picture, the Controller also did not issue any traffic any
heading or altitude changes to avoid us on our emergency deviation, so it remained



unclear to us exactly why our requested deviation north was such a problem for the
Controller or why an emergency squawk was necessary.

Synopsis

When ATC was unable to allow them to divert around a thunderstorm, the flight
crew of an air carrier aircraft flying the EMI RNAV STAR to BWI was forced to
declare an emergency in order to do so. The Controller's extremely high workload
was felt by the reporter to have been a primary contributing factor.



Time / Day

Date : 201208
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : ELP.Airport

State Reference : TX

Relative Position.Distance.Nautical Miles : 10
Altitude.MSL.Single Value : 9500

Environment

Flight Conditions : VMC

Weather Elements / Visibility : Thunderstorm
Weather Elements / Visibility.Visibility : 10
Light : Daylight

Ceiling.Single Value : 25000

Aircraft

Reference : X

Aircraft Operator : Personal

Make Model Name : Baron 58/58TC
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : None

Mission : Passenger

Flight Phase : Cruise

Route In Use : Direct
Airspace.Class E : ELP

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck
Reporter Organization : Personal
Function.Flight Crew : Single Pilot
Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Multiengine
Qualification.Flight Crew : Private
Experience.Flight Crew.Total : 950
Experience.Flight Crew.Last 90 Days : 25
Experience.Flight Crew.Type : 5

ASRS Report Number.Accession Number : 1032579
Human Factors : Situational Awareness
Human Factors : Training / Qualification
Human Factors : Distraction

Events



Anomaly.Airspace Violation : All Types

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

When Detected : In-flight

Result.General : None Reported / Taken

Assessments

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

Narrative: 1

Flying from Phoenix area headed towards Dallas area, | encountered isolated
thunderstorms and rain showers and was deviating around them using a
combination of XM (for strategic overview) and on-board radar (for near/tactical
decision making). Aircraft was new to me, as was the G600 glass panel, and this
was the inaugural trip home in the new airplane. I'd done some reading on weather
radar and was consciously trying to learn to the use the radar to augment my
visual assessment of the clouds and isolated rain showers, so | was picking my way
through/around the rain showers, rather than doing a large deviation around the
area entirely. In the course of doing this, the XM was showing that the weather
(Nexrad) was generally best to the right of my course, so when | was picking
through the showers, | was tending to deviate right. At all times, the aircraft was in
legal VFR, and was generally in very good VFR as the showers were fairly wide-
spread. We never even got the windshield wet, though cloud-to-ground lightning
was visible 10-30 miles away.

At some point, | noticed a strange-looking and visually striking set of parallel roads
below and | switched over to the map view to try to identify them. It was at that
point that | realized that those were the roads representing the border between
Mexico and the US and that | was very close to the ADIZ boundary. | don't know
whether or not | was ever in Mexican airspace, but | was disappointed in myself to
not even be aware to ask the question. | realize that | was spending so much time
and attention trying to learn the new-to-me weather radar (in an effort to be safer
down the road), that | lost awareness of where | was in relation to the national
border and ADIZ. Had the road/fence/border not come into view, and the weather
been a little different, it's entirely possible that I'd have flown 25 miles into Mexico
on a 1200 squawk deviating south of the weather without any awareness.
Corrective action: Hold a more appropriate balance between learning for
tomorrow's safety and executing for today's. Use weather deviations as a cue to
review where you are. IFR, this is much less of a concern, but single-pilot-VFR, it's
easy to imagine how one could drift into rising terrain, Class B airspace, a restricted
area, or in this case, an ADIZ.

Synopsis

BES58 pilot reports becoming distracted using XM weather and on-board radar for
the first time in his new aircraft and not paying attention to navigation. This results
in a possible intrusion into Mexican airspace without a flight plan.



Time / Day

Date : 201208
Local Time Of Day : 1201-1800

Place

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

Environment

Flight Conditions : VMC
Weather Elements / Visibility : Thunderstorm

Aircraft

Reference : X

ATC / Advisory.Center : ZLC

Aircraft Operator : Air Carrier

Make Model Name : Commercial Fixed Wing
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 : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1031735
Human Factors : Communication Breakdown
Communication Breakdown.Partyl : ATC
Communication Breakdown.Party2 : Flight Crew

Events

Anomaly.ATC lIssue : All Types

Anomaly.Deviation - Track / Heading : All Types
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Air Traffic Control

When Detected : In-flight



Result.Flight Crew : Became Reoriented
Result.Air Traffic Control : Issued Advisory / Alert

Assessments

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

Narrative: 1

We were on our filed route LAS direct to BCE, then J100 approaching an area of
thunderstorms prior to BCE with tops to FL450. We requested a left deviation for
weather and were cleared to deviate "left of course, direct to EKR when able."” We
deviated approximately 12 NM left of course to get past the first line of cells. In the
vicinity of BCE was another line of cells north of our original course and straight in
front of us. We initiated a right turn to avoid those cells, remaining left of our
original course line of LAS-BCE-J100. We were still left of our original course and
turning toward EKR as we cleared the second line of cells, when SLC Center asked
us why we had turned right. We informed them we had been cleared left of course
and remained left of our original course the entire time. The Controller indicated
that a right turn was not allowed. My understanding was my clearance was to
remain left of my original course and that ATC would provide separation for us as
long as we did not deviate right of our original course. 1 was asked to contact SLC
Center on arrival, which I did. They informed me the situation would require further
review.

Synopsis

An Air carrier had clearance to deviate left of course for weather and direct EKR
when able. After clearing the first cell a right turn was made to avoid a second cell,
still remaining left of the original course line. ATC informed the crew that they
should have received clearance for the right turn.



Time / Day

Date : 201208
Local Time Of Day : 1801-2400

Place

Locale Reference.ATC Facility : ZLC.ARTCC
State Reference : UT
Altitude.MSL.Single Value : 38000

Aircraft

Reference : X

ATC / Advisory.Center : ZLC

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

Flight Phase : Cruise

Route In Use : Vectors

Airspace.Class A : ZLC

Person : 1

Reference : 1

Location Of Person.Facility : ZLC.ARTCC

Reporter Organization : Government

Function.Air Traffic Control : Enroute
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1031659
Human Factors : Communication Breakdown
Human Factors : Confusion

Communication Breakdown.Party?2 : Flight Crew

Person : 2

Reference : 2

Location Of Person.Aircraft @ X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1031730

Events

Anomaly.ATC Issue : All Types
Anomaly.Deviation - Track / Heading : All Types
Anomaly.Deviation - Procedural : Clearance



Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Air Traffic Control
Result.General : None Reported / Taken

Assessments

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

Narrative: 1

A B757 was cleared by ZLA to deviate left of course when able proceed direct EKR.
The B757 was northbound on the left deviation and decided that he needed to
deviate to the right, he made about a 90 to 110 degree right turn to go right
around some weather. | informed him that a right turn when he was cleared to
deviate left was a pilot deviation; any right turn should have taken the aircraft
direct to EKR. He said that because he was cleared to deviate left of course that
gave him approval to make any deviations necessary as long as he remained left of
his previous flight plan. Two other Air Carriers earlier in the day did similar turns
opposite the direction they were cleared to deviate. | am curious if other countries
allow aircraft to deviate as they please as long as the stay to the left/right of the
aircraft's previous route. On occasion | have cleared an aircraft to deviate up to i.e.
10 miles left or right of their filed route, but I am very clear on my expectations. If
an aircraft is cleared to deviate left of course when able direct to a fix, their new
route is a direct line from the deviation to the cleared fix, as a result any turn right
of that line would require a clearance from ATC. | believe this is a huge safety
issue, | don't know if the pilots are so caught up in getting around the weather that
they forget what their clearance was or if they think it is no big deal and just work
their way around the weather. As a controller when | issue a left deviation | do not
separate aircraft to the right of aircraft unless the on course turn could become a
factor. Pilots making these types of deviations potentially put themselves and other
aircraft in the NAS at a huge collision risk. I believe that the airlines need to
educate their pilots so that they are clear on what is expected from them.

Narrative: 2

Requested a right and left deviation from ATC for thunderstorm avoidance.
Recieved clearance to deviate right of course up to 20 degrees and proceed direct
to OAL when clear. Deviated ten degrees right of course putting us 5 miles north of
course. Abeam first group of storms started a left turn to clear second group of
storms. Reported our turn to ATC at which time we were told we were not cleared
to come left. At this point I could not come back right due to second storm.
Continued left turn and retuned to original course and avoided storm by five miles.

Synopsis

ZLC Controller voiced concern regarding the interpretation of a "weather deviation
clearance" and what turn limitations are in fact authorized from ATC's perspective.



Time / Day

Date : 201208
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : ATL.Airport
State Reference : GA
Altitude.MSL.Single Value : 9000

Environment

Flight Conditions : Mixed

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

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

Aircraft

Reference : X

ATC / Advisory.TRACON : A80
Aircraft Operator : Personal

Make Model Name : PA-60 601/601P Aerostar
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Personal

Flight Phase : Climb

Route In Use : Direct
Airspace.Class B : ATL

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 : Air Transport Pilot (ATP)
Experience.Flight Crew.Total : 7000
Experience.Flight Crew.Last 90 Days : 15
Experience.Flight Crew.Type : 2000

ASRS Report Number.Accession Number : 1031398
Human Factors : Human-Machine Interface
Human Factors : Physiological - Other

Human Factors : Situational Awareness



Human Factors : Workload
Human Factors : Confusion

Events

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

Detector.Person : Air Traffic Control

Were Passengers Involved In Event : Y

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Result.Flight Crew : Requested ATC Assistance / Clarification
Result.Flight Crew : Regained Aircraft Control

Result.Flight Crew : Became Reoriented

Result.Air Traffic Control : Provided Assistance

Assessments

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

Narrative: 1

I had routed around the Atlanta Class B airspace while penetrating an area of
thunderstorms using visual, radar and Nexrad. Requested climb from 9,000 to
10,000 to get above the tops and better judge appropriate deviation routes. | was
also cleared to deviate left and right. | set 10,000 into Altitude Alert, put the
autopilot in pitch mode and started climb.

I was distracted by the need to make several turns to avoid visual and radar areas
of heavy rain while in light to very heavy rain and turbulence. | recall seeing too
high a pitch attitude and decreasing airspeed so rotated the pitch wheel down. |
was so intent on staying out of the nasty stuff and finding a good way through that
I forgot | was supposed to be climbing to 10,000. Approach called to confirm my
altitude as 8,300 and asked why | was going down, not up. | told them | was in
heavy turbulence and having trouble holding altitude. The autopilot did not
disconnect in the bumps. | simply got distracted trying to get through the weather.
I re-initiated by climb to 10,000. Approach said there was lower traffic, but was out
of the way.

Single pilot piston twin; in and out of heavy rain in southeast afternoon
thunderstorms; in and out of IMC and worried about a passenger is a full work
load. My last real IMC thunderstorm experience was several years ago. The more
successful you are at staying out of thunderstorms the less proficient you are at
getting through them. My autopilot does not have an altitude preselect which would
have avoided the problem. | thought about disconnecting and hand flying, but
managing the turns to avoid with radar and Nexrad and the occasional VFR peek
took a lot of attention. In hindsight | could have deviated 20 miles north and had a
less stressful flight.

Synopsis



An Aerostar 601P single pilot reported difficulties experienced when attempting to
avoid thunderstorms and turbulence while circumnavigating the ATL Class B
airspace.



Time / Day

Date : 201208
Local Time Of Day : 1801-2400

Place

Locale Reference.Airport : MCW.Airport
State Reference : IA

Relative Position.Distance.Nautical Miles : 10
Altitude.AGL.Single Value : 800

Environment

Flight Conditions : Mixed

Weather Elements / Visibility : Rain
Weather Elements / Visibility.Visibility : 5
Light : Dusk

Ceiling.Single Value : 800

Aircraft

Reference : X

ATC / Advisory.CTAF : MCW
Aircraft Operator : Personal

Make Model Name : PA-28 Cherokee/Archer/Dakota/Pillan/Warrior
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : None

Mission : Personal

Flight Phase : Landing

Route In Use : Direct
Airspace.Class E : MCW

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Personal
Function.Flight Crew : Single Pilot
Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Private
Qualification.Flight Crew : Instrument
Experience.Flight Crew.Total : 300
Experience.Flight Crew.Last 90 Days : 9
Experience.Flight Crew.Type : 300

ASRS Report Number.Accession Number : 1031395
Human Factors : Situational Awareness
Human Factors : Training / Qualification
Human Factors : Communication Breakdown



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

Events

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

Miss Distance.Horizontal : 200

Miss Distance.Vertical : 200

Were Passengers Involved In Event : N

When Detected : In-flight

Result.Flight Crew : Landed As Precaution

Result.Flight Crew : Diverted

Assessments

Contributing Factors / Situations : Weather

Contributing Factors / Situations : Human Factors

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

Narrative: 1

My passenger and | were on a return flight back to our home airport. When we
departed we knew the weather was good most of the way but looked questionable
for the last 100 miles but radar and METARs looked like there may be an opening to
complete the trip. We planned to stop if it looked like we couldn't make it VFR. (I
am low-time instrument rated but not current.) There were several TFRs scheduled
in the morning along our path for a Presidential tour so we wanted to at least get
past that before morning.

As we progressed the ceiling started to get lower so we landed to check the
weather. The airport was very small with no weather info but | was able to use my
handheld devices to get some information. We decided to press on for another
short leg to what appeared to be a little bigger airport with better facilities. We
made that leg, with low ceilings but found the airport did have weather but even
fewer other services. We decided to proceed despite the low ceilings and impending
dusk to a large airport where we could find a hotel until the weather cleared in the
morning.

We made the leg but ceilings continued to lower with rain as well. Dusk became
dark and there were several tall windmills on our path. It was a lot closer than |
prefer between the obstacles and the low ceiling. | was concentrating on visual
references and finding the airport and did not communicate on CTAF. After landing
uneventfully, | realized that there was a commercial flight that landed not long
after we did. Overall, there were far too many things that could have gone wrong in
the chain of events.

We should have stayed another night and left in the morning, and just deviated
around the TFRs; it would have been fewer miles and less time and money than we
ended up with anyway...AND a lot safer. We also could have chosen to stay at the
first, smaller airport and not continued into deteriorating conditions. Uncomfortable
is always better than dead, or on the front page of the news!

Synopsis



A PA28 pilot related the poor decisions he made in attempting to complete his
return flight to his home field when weather conditions were marginal, night was
falling and circumnavigating TFRs would be necessary.



Time / Day

Date : 201208
Local Time Of Day : 0601-1200

Place

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

Environment
Flight Conditions : IMC

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : Commercial Fixed Wing
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Flight Phase : Cruise

Airspace.Class A : 277

Component

Aircraft Component : Cockpit Window
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 Flying
Experience.Flight Crew.Total : 11500
Experience.Flight Crew.Last 90 Days : 235
Experience.Flight Crew.Type : 4000

ASRS Report Number.Accession Number : 1031315
Human Factors : Communication Breakdown
Human Factors : Fatigue

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

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)
Experience.Flight Crew.Total : 25000
Experience.Flight Crew.Last 90 Days : 230
Experience.Flight Crew.Type : 10400

ASRS Report Number.Accession Number : 1031515

Events

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

Were Passengers Involved In Event : N

When Detected : In-flight

Result.General : Declared Emergency

Result.General : Work Refused

Result.Flight Crew : Returned To Departure Airport

Assessments

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

Narrative: 1

While level at cruise, the Captain discovered a crack beginning to develop on the
inner pane of his front window. He began to run the QRH while | continued to fly
the aircraft. We also called to have the on board mechanic come up and take a
look. We ran the QRH for an inner pane crack, which required us to don our O2
masks, begin a descent to 14,000 FT and to return to our departure airport.

We were flying in and out of rain showers while at the some time deviating around
cells and had occasional light to moderate turbulence. We declared an emergency,
and had to coordinate with ATC for a descent to a lower altitude, while at the same
time talking to company traffic that was below us in order to facilitate a descent.
We then began a slow descent to 14,000. We had to communicate on HF which
made transmissions hard to understand and caused a delay in getting what we
needed.

We were cleared to return and, as we watched the crack increase slightly, flew an
RNAV approach while in and out of rain showers. We landed without further
incident. Total flight was 2:50 minutes.

After flying for 2:50 minutes and declaring an emergency, Crew Scheduling wanted
us to swap aircraft and complete the flight. Our scheduled flight time for our round
trip is blocked at 7:50. If we were to add the time already flown it would have but
us at 10:40 of flying time for the day. That is longer then most TRANS-PACIFIC
flights from the West coast to Japan. Those planes are crewed with 3 pilots and
have bunk facilities. This would have been 10:40 minutes of flying time and



probably 15 plus hours of duty time.

The Captain and 1 felt it would not be safe to continue on to the next flight and
were told by Scheduling that our only option was to call in fatigued. We decided the
safest course of action after having declared an emergency and doing an air return
in weather was to call in fatigued.

Narrative: 2
[Narrative #2 contained no additional information.]
Synopsis

An international flight crew operating a round trip flight within the South Pacific
discovered a growing crack in the Captain's windshield. They declared an
emergency and returned to their departure aiport. They then refused to fly their
turnaroud with another aircraft due to fatigue.



Time / Day

Date : 201208
Local Time Of Day : 1801-2400

Place

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

Aircraft

Reference : X

ATC / Advisory. TRACON : ZZZ
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 : Climb

Route In Use : Vectors
Airspace.Class E : ZZZ

Person

Reference : 1

Location Of Person.Facility : ZZZ. TRACON

Reporter Organization : Government

Function.Air Traffic Control : Departure
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1031263

Events

Anomaly.ATC Issue : All Types

Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Air Traffic Control

Result.General : Declared Emergency

Assessments

Contributing Factors / Situations : ATC Equipment / Nav Facility / Buildings
Contributing Factors / Situations : Procedure

Contributing Factors / Situations : Weather

Primary Problem : Weather

Narrative: 1

B737-800 checked on my frequency after take off climbing to 10,000 FT on a
27777 departure. North departures were 10 miles in trail to the Center's airspace
and being vectored due to weather over the other normally used fixes. B737-800



on initial call asked if the speed restriction could be deleted. | replied that he was
RADAR contact and negative on deleting the speed. Prior to ZZZZY | assigned
B737-800 250 KTS until advised due to the 10 miles in trail. When B737-800
approached the Victor airway, | instructed him to turn left heading 360 to avoid the
weather over ZZzzZz77, he advised that he wished to stay on his routing. My concern
was had | left him go directly to ZZZZZ he would want to deviate farther east and
enter the area where the northeast arrivals were. The pilot was not following my
instructions and at one point said he was declaring an emergency. | asked if he
wished to return to ZZZ and he replied negative that he wanted to continue
heading 030 towards the arrival corridor. After several more transmissions back
and forth between B737-800 and myself, he finally accepted the 360 heading but
advised that | had taken him through heavy precipitation. At the time my RADAR
display was showing light to moderate precipitation to the west of where | was
vectoring the north departures and moderate to heavy precipitation to the east of
ZZ7ZYY over the ZZ777 area. My display was not showing any precipitation on the
Victor airway in the area that | vectored this and the preceding departures. | was
shown a Falcon replay shortly after the event and the area that | was vectoring the
departures through was showing weather that was NOT displayed on my RADAR
scope. Recommendation, find out why my display was not showing the same
weather that the pilot was seeing and that the Falcon replay was showing.

Synopsis

Tracon Controller described an unsafe event when issuing departure vectors that
reportedly resulted in an air carrier traversing heavy precipitation. The Controller
indicated a "Falcon" replay displayed different weather that the operational display
revealed at the time.



Time / Day

Date : 201208
Local Time Of Day : 1801-2400

Place

Locale Reference.ATC Facility : ZZZ.ARTCC
State Reference : US
Altitude.MSL.Single Value : 33000

Environment

Flight Conditions : IMC
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 : Z2ZZ

Component

Aircraft Component : Air Conditioning and Pressurization Pack
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)
ASRS Report Number.Accession Number : 1030864
Human Factors : Workload

Human Factors : Distraction

Human Factors : Situational Awareness

Human Factors : Time Pressure

Human Factors : Training / Qualification

Human Factors : Troubleshooting



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

ASRS Report Number.Accession Number : 1031022
Human Factors : Troubleshooting
Human Factors : Situational Awareness
Human Factors : Time Pressure

Human Factors : Training / Qualification
Human Factors : Workload

Events

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

When Detected : In-flight

Result.General : Declared Emergency

Result.Flight Crew : FLC complied w / Automation / Advisory
Result.Flight Crew : Took Evasive Action

Result.Flight Crew : Overcame Equipment Problem

Assessments

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

Narrative: 1

While flying level cruise at FL330 with engine and airfoil ice protection on and
established for 20 minutes, low flow light on annunciation came on indicating a
climbing cabin pressure. Both pack flow indications indicated zero with a cabin
pressure rising at 700 FPM. Immediately started descent to lower altitude while
running appropriate checklist. With anti-ice all turned off, regained both packs and
had pressurization once again at FL250. As still in icing conditions in and out of the
clouds, turned back on ice protection and cross feeds. Two minutes later lost
pressurization a second time with both packs shutting down. Declared an
emergency this time and descended as rapidly as possible to 10,000 feet MSL.
Cabin never got above 9,200' and warning nor did passenger oxygen masks ever
deploy. As normal pressurization returned at 10,000', continued 240 miles to
destination with sufficient fuel for normal landing at our filed destination.

Narrative: 2

At approximately 26,000ft, packs registered air flow, and at some point during the
descent the Captain turned off the anti-ice. Leveled off at 25,000 ft but needed
anti-ice system. With the anti-ice system on we lost both packs, again and
coordinated with ATC to descend to 10,000ft. During the descent with the anti- ice
off both packs came back online and the pressurization system functioned
normally.



Synopsis

Both MD-82 Packs shutdown at FL330 with engine and airfoil anti-ice ON so a
descent was begun immediately. The packs recovered temporarily at FL250. After a
second dual pack shutdown, an emergency was declared and the flight continued at
10,000'.



Time / Day

Date : 201208
Local Time Of Day : 1201-1800

Place

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

Environment

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

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : Commercial Fixed Wing
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Flight Phase : Climb

Airspace.Class A : ZZZ

Component

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

Person

Reference : 1

Location Of Person.Aircraft @ X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1029193

Events

Anomaly.Aircraft Equipment Problem : Critical
Anomaly.ATC Issue : All Types

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

Were Passengers Involved In Event : N



When Detected : In-flight
Result.General : Declared Emergency
Result.Flight Crew : Returned To Departure Airport

Assessments

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

Narrative: 1

Shortly after takeoff, four Caution Messages posted. They were PITOT BASE HEAT,
L AOA HEAT, L STATIC HEAT and L PITOT HEAT. I consulted the QRH, and the
problem persisted. | contacted Dispatch and spoke with Maintenance Control to see
if they had any other ideas. They had no useful input, and | decided to return to my
departure airport.

There were multiple layers of clouds with a long line on thunderstorms in the area.
We were unable to avoid entering a cloud and received an ICE message. | informed
ATC of our problem and advised them that we needed to return to MDT. They
issued a vector clearance back to the airport.

ATC issued a clearance to climb. | advised that we needed to leave icing conditions,
but ATC said they were unable to let us descend and they needed me to climb.
Knowing that our flight instruments could become compromised, | declared an
emergency to leave the IMC and icing conditions. We were given a clearance to
descend. The remainder of the return flight was uneventful. The passengers, Flight
Attendant, Dispatch and Maintenance were kept informed.

I do not think this situation was avoidable because it was an aircraft malfunction.
Looking back, the only thing | would have done different is make an earlier decision
to return before contacting Maintenance.

Synopsis

When an air carrier flight crew suffered the loss of multiple pitot static system ice
protection systems shortly after takeoff they had to declare an emergency with ATC
in order to avoid flying through icing conditions as they returned to their takeoff
airport.



Time / Day

Date : 201208
Local Time Of Day : 1201-1800

Place

Locale Reference.ATC Facility : ZDC.ARTCC
State Reference : VA
Altitude.MSL.Single Value : 14000

Aircraft

Reference : X

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

Make Model Name : A321

Operating Under FAR Part : Part 121
Flight Plan : IFR

Mission : Passenger

Flight Phase : Descent

Person

Reference : 1

Location Of Person.Facility : ZDC

Reporter Organization : Government

Function.Air Traffic Control : Enroute
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1028978
Human Factors : Situational Awareness

Events

Anomaly.Airspace Violation : All Types

Anomaly.ATC Issue : All Types

Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Air Traffic Control

Result.General : None Reported / Taken

Assessments

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

Narrative: 1

Sectors 18 and 19 were heavily impacted with weather and deviations all morning.
The supervisor had asked TMU to shut down the traffic but that was not
accomplished. All aircraft were deviating off of their single flow routing and
departures were still coming off metropolitan airports. With all of the climbing and
descending traffic all deviating it was a complex situation. Aircraft were routinely
deviation into adjacent airspace including New York Center and Philadelphia



Approach. A321 deviated well into New York Center airspace and could not return
to the Korry Arrival. My D-Side and Tracker were unable to get New York Center
sectors to answer land lines for coordination/point outs. The situation was unsafe
as A321 was more than 20 miles outside of my airspace. | advised A321 to squawk
emergency. Eventually my assistants were able to effect coordination and New York
Approach took RADAR. His weather situation was ongoing all morning and yet
traffic management continued to send aircraft into known weather, even after
repeated attempts by the Supervisor to get the traffic stopped. We should not
continue to push aircraft through severe weather areas; traffic management should
take preemptive, safety conscious steps to avoid these repeated situations.

Synopsis

ZDC Controller described a heavily impacted traffic period by weather conditions
resulting in multiple airspace infractions due to deviation events. The reporter listed
the lack of TMU interventions as problematic.



Time / Day

Date : 201208
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : TOL.Airport

State Reference : OH

Relative Position.Angle.Radial : 090

Relative Position.Distance.Nautical Miles : 20
Altitude.MSL.Single Value : 5000

Environment

Flight Conditions : IMC

Weather Elements / Visibility.Visibility : 10
Light : Daylight

Ceiling.Single Value : 3000

Aircraft

Reference : X

ATC / Advisory. TRACON : TOL
Aircraft Operator : Corporate

Make Model Name : Bonanza 33
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Passenger

Flight Phase : Cruise
Airspace.Class C : TOL

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Corporate
Function.Flight Crew : Pilot Flying
Function.Flight Crew : Single Pilot
Qualification.Flight Crew : Instrument
Qualification.Flight Crew : Private
Experience.Flight Crew.Total : 1048
Experience.Flight Crew.Last 90 Days : 17.7
Experience.Flight Crew.Type : 648

ASRS Report Number.Accession Number : 1028936
Human Factors : Situational Awareness

Events



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

When Detected : In-flight

Result.Flight Crew : Landed As Precaution

Result.Flight Crew : Diverted

Result.Air Traffic Control : Issued New Clearance

Assessments

Contributing Factors / Situations : Weather
Primary Problem : Weather

Narrative: 1

Departed Traverse City (TVC) with Toledo Express (TOL) as destination with
alternate Jackson, MI. Ultimate destination was New Jersey after fuel stop and an
opportunity to look at and assess updated weather. En route from TVC to TOL, we
contacted Flight Watch for update on Akron (CAK) weather which would have been
closer to a half-way point between TVC and New Jersey destination but still behind
a line of thunderstorms east of that location. Current and forecast weather at Akron
had improved from an earlier briefing we received so we requested a change of
destination from Toledo to Akron with Lansing Approach. While en route, we
monitored XM weather and at the top of the hour (13:00), METARS showed ceiling
at CAK had dropped to 600 overcast. We elected not to continue and requested
diversion back to original destination Toledo Express (TOL). This request was made
to Toledo Approach and we advised that we were electing to go to the better
weather conditions in Toledo, take on fuel and within 90 minutes or so, make a
decision about continuing the flight. Storms strengthened into a line that was in
central PA between our location and home airport so we elected to stay overnight in
Toledo and continued the flight the following day.

Synopsis

BE33 pilot describes using XM weather in flight to determine that continuing to
destination was not advisable and that deviating to TOL to spend the night was the
best option.



Time / Day

Date : 201208
Local Time Of Day : 0001-0600

Place

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

Environment

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

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ
Aircraft Operator : Corporate

Make Model Name : Cessna 402/402C/B379 Businessliner/Utiliner
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : IFR

Flight Phase : Cruise

Route In Use : Vectors

Route In Use : Direct
Airspace.Class E : ZZZ

Person

Reference : 1

Location Of Person.Facility : ZZZ.ARTCC

Reporter Organization : Government

Function.Air Traffic Control : Enroute
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1028755
Human Factors : Other / Unknown

Events

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

Result.Aircraft : Aircraft Damaged

Assessments

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



Narrative: 1

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

Synopsis

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



Time / Day

Date : 201208
Local Time Of Day : 1201-1800

Place

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

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ

Aircraft Operator : Fractional

Make Model Name : Citation V/UIltra/Encore (C560)
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 91

Flight Plan : IFR

Mission : Passenger

Flight Phase : Cruise

Airspace.Class A : ZZZ

Component

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

Person : 1

Reference : 1

Location Of Person.Aircraft @ X

Location In Aircraft : Flight Deck

Reporter Organization : Fractional

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1028599
Human Factors : Training / Qualification

Human Factors : Physiological - Other

Human Factors : Time Pressure

Human Factors : Workload

Person : 2



Reference : 2

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Captain

Function.Flight Crew : Pilot Not Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1028601

Events

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

When Detected : In-flight

Result.General : Declared Emergency

Result.Flight Crew : Diverted

Result.Flight Crew : Took Evasive Action

Result.Flight Crew : FLC complied w / Automation / Advisory

Assessments

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

Narrative: 1

En route we were at FL450 in order to top weather and provide a smooth ride for
passengers. The cabin pressure suddenly began to climb at approximately 1,000 FT
per minute. We donned the 02 mask, dropped the mask for our passengers and
began a rapid descent to the requested and assigned altitude of FL340. We
performed the checklist in accordance with Company SOP's and continued the
descent to 10,000 FT and then with the Company's input, diverted and made a
normal landing.

Narrative: 2

We were filed at and flying at FL400 as we approached a line of thunderstorms. |
(pilot not flying) discussed with pilot flying and we decided to climb. | requested
and was cleared to FL430. As we continued several minutes later the ride began to
deteriorate again, so we discussed and requested FL450. About 15 minutes after
this, while flying over some thunderstorms, my inner ear felt discomfort and my
partner noticed it as well, he stated "l think we've got a pressurization issue." We
both scanned the pressurization system and noticed that the cabin had begun to
climb at about 600-1,000 FPM (the rate was varying quite a bit as we commenced
the descent.) | was wearing my mask, and ordered my co-pilot to put his on and
commence a descent. We both realized that we would be descending into severe
weather, so we hesitated while he scanned the radar for the best route down, and |
called ATC. I told them we had a pressurization issue and needed an emergency
descent. She said "Standby." | replied that no, we were starting down now. She
cleared us immediately to FL340. Pilot flying set that, | acknowledged, and he
accomplished the memory items for the emergency descent. | dropped the 02
masks in the cabin, seat belt sign was already on, and turned to brief the
passengers to don them immediately, and explained what was happening. We
activated the anti-ice systems as we descended through the weather, but could not



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

Synopsis

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



Time / Day

Date : 201208
Local Time Of Day : 1201-1800

Aircraft

Reference : X
Make Model Name : No Aircraft

Person

Reference : 1

Location Of Person : Company

Reporter Organization : Air Carrier
Function.Dispatch : Dispatcher
Qualification.Dispatch : Dispatcher
Experience.Dispatch.Dispatch : 25

ASRS Report Number.Accession Number : 1028566
Human Factors : Communication Breakdown
Human Factors : Confusion

Communication Breakdown.Partyl : Dispatch
Communication Breakdown.Party2 : Other
Communication Breakdown.Party2 : Flight Crew
Analyst Callback : Completed

Events

Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Dispatch

Result.General : None Reported / Taken

Assessments

Contributing Factors / Situations : Company Policy
Contributing Factors / Situations : Chart Or Publication
Primary Problem : Company Policy

Narrative: 1

WSI SIGMET products lack the SIGMET identification numbers e.g. S1 or C1 as
issued by the controlling authority like Gander or Shanwick or any other. It makes
it hard to coordinate SIGMET and Hazardous Weather information when crews refer
to a SIGMET by a number given to them by ATC. The Dispatcher then goes looking
for it, but will never find or identify the SIGMET they are referring to by its proper
tag number. This is so frustrating and flat out dangerous. We must have the
SIGMET tag numbers attached to the SIGMET header line as issued from the
original issuer.

Callback: 1



The reporter believes that the lack of communications is the root issue here.
Dispatch and flight crews may not be talking about the same enroute weather
because the commercial weather product's number system does not correlate to
North Atlantic Controlling Agencies weather reporting. The consequence is when an
airborne flight crew calls Dispatch for information about a SIGMET or Hazardous
Weather with a report number, the Dispatcher may not know what the crew is
referencing because the Controlling Agency number will not be in the commercial
weather product's report causing confusion and miscommunication.

Synopsis

A Dispatcher reported that a Commercial Weather product used by his Company
does not reference North Atlantic Air Traffic Agencies' SIGMET and Hazardous
Weather reports causing miscommunication and confusion.



Time / Day

Date : 201208
Local Time Of Day : 0001-0600

Place

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

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : EMB ERJ 190/195 ER&LR
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Flight Phase : Cruise

Route In Use : Vectors

Airspace.Class A : ZZZ

Person

Reference : 1

Location Of Person.Facility : ZZZ.ARTCC

Reporter Organization : Government

Function.Air Traffic Control : Enroute
Qualification.Air Traffic Control : Fully Certified
ASRS Report Number.Accession Number : 1028508
Human Factors : Situational Awareness

Events

Anomaly.Airspace Violation : All Types

Anomaly.ATC Issue : All Types

Anomaly.Conflict : Airborne Conflict

Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Air Traffic Control

When Detected : In-flight

Result.General : None Reported / Taken

Assessments

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

Narrative: 1



I was working combined sectors with numerous aircraft and severe impact of
weather and airspace constrictions. The Warning Area was active and "not"
accepting point outs. | had aircraft that needed to go around weather so | had to
have these aircraft squawk 7700 in order to fly through the Warning Area. During
all of this, | accepted a point out on Air Carrier Y climbing to FL360. Literally
moments later, | took a hand off on Air Carrier X who was on a large deviation
around weather at FL340 and headed towards the Warning Area. | was working
other aircraft that were already on 7700 Codes and was in the process of having Air
Carrier X do so as well when both the adjacent sector CPC and | noticed the
confliction. The adjacent sector CPC could not enter the Warning Area airspace with
their Air Carrier Y and my Air Carrier X would not turn so the adjacent sector tried
to get a report from their aircraft that they were out of FL350. | thought that they
had received that report and that they didn't know how to report it in the data tag
so | /ok'd the function from my position. | reported the aircraft at FL350 only to
have the Data tag reset to FL347. Sometime later, the supervisor came over to ask
what happened between our aircraft. | thought that we had both vertical and
horizontal but the supervisor said that we did not. Have my aircraft squawk 7700
sooner when ever they are near military airspace and/or other aircraft because of
weather.

Synopsis

Enroute Controller described a loss of separation event during weather deviations
and vectors to clear restricted airspace.



Time / Day

Date : 201208
Local Time Of Day : 1801-2400

Place

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

Environment

Flight Conditions : IMC

Weather Elements / Visibility : Turbulence
Weather Elements / Visibility : Icing
Weather Elements / Visibility : Thunderstorm
Light : Night

Aircraft

Reference : X

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

Make Model Name : A310

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

Mission : Cargo / Freight

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 : First Officer

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1028440
Human Factors : Distraction

Human Factors : Situational Awareness

Human Factors : Troubleshooting

Human Factors : Workload

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

Events



Anomaly.Aircraft Equipment Problem : Less Severe
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 : Weather
Contributing Factors / Situations : Aircraft
Primary Problem : Aircraft

Narrative: 1

[We] encountered heavy static which caused us to lose communication with ATC.
Large thunderstorms required us to deviate. Once we were clear of clouds
communication was reestablished with ATC. We maintained last assigned altitude of
FL290. There was no traffic on TCAS. We communicated in the blind to ATC. [We]
tried 121.5 and ACARS. Unfortunately we lost COMM on ACARS too. Upon landing
the Captain made a write up in the maintenance logbook. Suspect bonding.

Synopsis

An A310's enroute ATC and ACARS communications were disrupted as the aircraft
deviated around thunderstorms at FL290. Once clear of the weather, normal
communication were reestablished.



Time / Day

Date : 201208
Local Time Of Day : 0001-0600

Place

Locale Reference.ATC Facility : ZZZ. TRACON
State Reference : US
Altitude.MSL.Single Value : 22000

Environment

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

Aircraft

Reference : X

ATC / Advisory. TRACON : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : Commercial Fixed Wing
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Flight Phase : Descent

Airspace.Class A : Z2ZZ

Component

Aircraft Component : VHF
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 : 14000
Experience.Flight Crew.Last 90 Days : 150
Experience.Flight Crew.Type : 2000

ASRS Report Number.Accession Number : 1028334

Events



Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Procedural : Clearance
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 : Overcame Equipment Problem
Result.Flight Crew : Regained Aircraft Control

Result.Flight Crew : Requested ATC Assistance / Clarification

Assessments

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

Narrative: 1

There were severe turbulence reports up higher and ATC had us at much lower
altitudes from reports but we still encountered moderate/severe turbulence which
started at FL220. Aircraft rolled right and left excessively and had to turn the
autopilot off and regain control. |1 used a fair amount of time to access aircraft
controls, hand flying and not forcing the issue and was also not sure if this was a
turbulence issue alone. Aircraft has an on going deferred issue with the number two
rudder PCU inoperative which was a real concern and complicated our assessment.
The initial goal was to fly the airplane, navigate and communicate to ATC our issue.
But we had a secondary communication issue, not knowing that the number one
VHF radio started dropping out the last two digits in both frequency windows.
Trying to communicate with ATC was a real issue, we lost communication with
TRACON and went through four frequency's trying to relay our problem and inform
them we would not be descending on schedule for crossing restriction. This radio
issue continued with Approach and Tower, but we were now aware of it and when
frequency changed we corrected it. We initiated a right turn talked with ATC, got
vectors, reported the severe turbulence, advised that we would not comply with
crossing restrictions because of the turbulence without a turn. TRACON seemed
very satisfied with our decision and had no issues and we did not declare an
emergency. We were vectored in for a visual approach with normal landing and
park at gate. At gate we informed Maintenance of the moderate/severe turbulence
and the number one VHF radio. Phone call was made to the Duty Manager,
TRACON, and the North East Chief Pilot later in the day. Seat belt sign was on, no
injuries at all. The aircraft did not overspeed, inspection was done and no damage
found. The VHF radio was replaced. | have checked the box that | exercised
Captain’'s Authority because while regaining control and accessing the aircraft, |
knew not descending initially would be in conflict with our ATC clearance.

Synopsis

Air Carrier Captain reports being dispatched with an inoperative rudder PCU and
encountering moderate to severe turbulence. The aircraft rolls excessively and he
questions the role the inoperative PCU may be playing. VHF communication
problems are also reported.



Time / Day

Date : 201207
Local Time Of Day : 0001-0600

Place

Locale Reference.ATC Facility : NHK.TRACON
State Reference : NH
Altitude.MSL.Single Value : 5000

Environment

Weather Elements / Visibility : Thunderstorm
Weather Elements / Visibility : Rain

Weather Elements / Visibility : Turbulence
Weather Elements / Visibility.Visibility : 1
Ceiling.Single Value : 3000

Aircraft

Reference : X

ATC / Advisory. TRACON : NHK
Aircraft Operator : Personal

Make Model Name : Cheetah, Tiger, Traveler AA5 Series
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Personal

Flight Phase : Cruise

Route In Use : Vectors
Airspace.Class E : NHK

Component

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

Person

Reference : 1

Location Of Person.Aircraft : X
Location In Aircraft : Flight Deck
Reporter Organization : Personal
Function.Flight Crew : Pilot Flying
Function.Flight Crew : Single Pilot
Qualification.Flight Crew : Instrument
Qualification.Flight Crew : Private
Experience.Flight Crew.Total : 1777
Experience.Flight Crew.Last 90 Days : 11
Experience.Flight Crew.Type : 1000



ASRS Report Number.Accession Number : 1028210
Human Factors : Human-Machine Interface

Events

Anomaly.Aircraft Equipment Problem : Less Severe
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Flight Crew

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Assessments

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

Narrative: 1

Flight between BRV VOR and TAPPA Intersection encountered heavy turbulence. [I]
deviated to avoid heavy rain and severe updrafts. [I] lost GPS display for unknown
reason. [I] should have requested a deviation earlier. Too much reliance on Nexrad
Radar probably contributed to the situation.

Synopsis

AAS5 pilot reports encountering heavy turbulence at 5,000 FT while attempting to
use Nexrad to avoid the worst weather.



Time / Day

Date : 201208
Local Time Of Day : 0601-1200

Place

Locale Reference.ATC Facility : ZOA.ARTCC
State Reference : CA
Altitude.MSL.Single Value : 9000

Environment

Flight Conditions : Mixed

Weather Elements / Visibility : Rain
Weather Elements / Visibility : Turbulence
Weather Elements / Visibility.Visibility : 20
Light : Daylight

Ceiling.Single Value : 10000

Aircraft

Reference : X

ATC / Advisory.Center : ZOA
Aircraft Operator : FBO

Make Model Name : Skyhawk 172/Cutlass 172
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Personal

Flight Phase : Cruise

Route In Use.Airway : V113
Airspace.Class E : ZOA

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck
Reporter Organization : FBO
Function.Flight Crew : Pilot Flying
Function.Flight Crew : Single Pilot
Qualification.Flight Crew : Instrument
Qualification.Flight Crew : Private
Experience.Flight Crew.Total : 290
Experience.Flight Crew.Last 90 Days : 15
Experience.Flight Crew.Type : 290

ASRS Report Number.Accession Number : 1027943

Events



Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Flight Crew

When Detected : In-flight

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

Assessments

Contributing Factors / Situations : Weather
Primary Problem : Weather

Narrative: 1

En route southbound on V113, Nexrad weather showed areas of medium
precipitation. | was in visual conditions and could see the clouds were just above
my cruising altitude. | requested a 20 degree deviation from ATC which was
approved. Shortly after turning to deviate away from the medium precipitation, |
encountered a downdraft that caused me to lose 700 FT from my assigned altitude
of 9,000 FT to approximately 8,300 FT. ATC asked about my altitude and |
responded that | was in a downdraft and requested lower. ATC cleared me to
descend and maintain 7,000 FT.

Synopsis

C172 pilot encounters a strong down draft flying below storm clouds at 9,000 FT
and looses 700 FT inadvertently. ATC questions the descent then assigns 7,000 FT
as requested.



Time / Day

Date : 201207
Local Time Of Day : 1801-2400

Place

Locale Reference.Airport : ORF.Airport
State Reference : VA
Altitude.AGL.Single Value : 3000

Environment

Flight Conditions : IMC

Weather Elements / Visibility : Turbulence
Weather Elements / Visibility : Rain

Weather Elements / Visibility : Thunderstorm
Weather Elements / Visibility.Visibility : 5
Light : Dusk

Ceiling.Single Value : 600

Aircraft

Reference : X

ATC / Advisory. TRACON : ORF

Make Model Name : PA-32 Cherokee Six/Lance/Saratoga/6X
Crew Size.Number Of Crew : 1

Flight Plan : IFR

Nav In Use : GPS

Flight Phase : Initial Approach

Airspace.Class C : ORF

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Function.Flight Crew : Pilot Flying
Qualification.Flight Crew : Instrument
Qualification.Flight Crew : Private

Experience.Flight Crew.Total : 375
Experience.Flight Crew.Last 90 Days : 14
Experience.Flight Crew.Type : 375

ASRS Report Number.Accession Number : 1027903

Events

Anomaly.ATC Issue : All Types

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Track / Heading : All Types
Anomaly.Deviation - Procedural : Clearance

Anomaly.Inflight Event / Encounter : Weather / Turbulence



Detector.Person : Flight Crew

When Detected : In-flight

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

Assessments

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

Narrative: 1

Took off early to avoid approaching weather and first 45 minutes of the flight was
uneventful. Throughout the flight I was following XM weather and was planning to
divert to Newport News if needed. However, the forecast indicated the front was
stationary which turned out to be spot on. As | got closer | updated my plans and
thought about landing at Norfolk. When Norfolk Approach cleared me for the ILS 5
to CPK via NALDE I paused. | had been listening to CPK's AWOS for some time and
knew the wind was fine; the ceiling was 800 FT, with good visibility and distant
lightning. This matched up nicely with what XM weather was showing so | felt
comfortable completing the flight as filed. However, | noted that NALDE (IF/IAF)
was in the yellow returns and likely the distant convective activity noted on the
AWOS. | said unable and requested the GPS 23 approach. After a short pause ATC
came back and cleared me to CPK via the GPS 23 approach and give me vectors to
the IAF (Norfolk VOR at 3,000 FT)** This was the first indication that ATC would
put me into danger. Approaching CPK from the south was NOT a safe option for a
light aircraft. **I programmed my GPS and about this time a close lighting strike
energized the skin of the plane, which doesn't have static wicks. The result was
being able to transmit 5x5 but just barely make out ATC over what seemed like a
very loud failed squelch. This was determined by a radio check with Norfolk. | broke
out my standby radio but just flying the airplane required all my attention so |
didn't try to tune it. Things settled down, the radio reception got progressively
better and | even broke out into the clear for a bit and ATC asked my how the ride
was which | informed them it was currently pretty darn good. No sooner had |
spoken when | was back in the woods working to keep the CDI centered as the
plane jerked around. Everything was going as planned when ATC vectored me to
ZIMON (IF). | accepted the change, reprogrammed the GPS and when the CDI
centered | was in a right bank and had lost 200 FT. I corrected and noted my new
course to ZIMON and twisted the CDI outer ring and proceeded. The turbulence
made changing anything difficult and the rain was very heavy. Heavy like if you
were driving on the freeway you would pull over vice continuing on. Just as | got
things settled, ATC vectored me to FUBSY (FAF) at this time all | wanted to do is
get to ZIMON and fly 228 degrees to the runway following the approach plate. | felt
because | had accepted ZIMON I didn't really have a choice but to accept FUBSY.
ATC basically turned my FAF into the IAF.** At this point | was sure ATC was trying
to put me into danger and | was getting angry. **1 acknowledge ATC and
programmed the GPS. When done | was in a right dive with wings at nearly 40
degrees and had lost 400 FT. | was in a usual attitude and if not for my training
and a working attitude indicator | would have been a statistic. I'm not sure how
close | came to FUBSY but just as | was going to call missed | broke out, saw the
runway REIL, told ATC | had the runway in sight and canceled my clearance. The
landing was uneventful and actually one of my best. As | taxied up to the fueling



area the sky opened up and the rain | had just been flying though seemed to have
followed me. | taxied to the ramp and called the Tower in the hopes of finding out
what | had done to the controller to justify him to try and kill me. | talked to his
supervisor and he let me know that none of the controllers currently on watch were
pilots that they were just doing what they had been trained to do. My controller
was vectoring me around his airspace to maintain separation for Norfolk's traffic
and that if I needed the full approach | should have asked for it. | got the
impression that the RNAV (GPS) Runway 23 for CPK is actually NEVER flown as
published. Two days later 1 went flying with my former CFIl and told him what
happened and we practiced intercepts, holding and conducted three approaches. |
specifically requested the RNAV (GPS) 23 to CPK "full approach" and Norfolk
responded UNABLE. The plane that | fly is a very capable IFR platform and | feel it
can safely fly in hard IFR with green returns. Having ATC initially attempt to vector
me into yellow returns that could actually be red due to XM weather lag is
unacceptable. Not understanding that a GA plane in turbulent, heavy rain IFR might
want to fly an approach as published resulted in me nearly staining my shorts or
worse. Turning a FAF into the IAF for no apparent reason other than to get me
down sooner or keep the airspace "clear"” is unacceptable. If Norfolk's SOP is to
typically not allow the RNAV (GPS) Runway 23 at CPK to be flow as published this
should be noted on the plate. I've studied this approach many times and the
runway alignment and the approach give a new pilot no indication that Norfolk
would not want to allow pilots to fly this as published. Just the opposite, the
published approach seems better in clearing the airspace than multiple vectors
turning a FAF into the IAF. | do want to say the controller | worked with was very
friendly as he tried to kill me. NOTE - During the last 20 minutes of the flight the
autopilot was turned off, as it wasn't able to keep up with the increasing
turbulence.

Synopsis

PA32 pilot experiences difficulty maintaining altitude and heading while being
vectored to successive fixes on the RNAV to Runway 23 at CPK in heavy rain.



Time / Day

Date : 201208
Place

Altitude.MSL.Single Value : 32000
Environment

Flight Conditions : IMC

Weather Elements / Visibility : Turbulence
Weather Elements / Visibility : Thunderstorm
Weather Elements / Visibility : Icing

Aircraft

Reference : X

ATC / Advisory.Center : ZZZ

Aircraft Operator : Air Carrier

Make Model Name : EMB ERJ 170/175 ER&LR
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Flight Phase : Cruise

Airspace.Class A : 277

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 : 1027743
Human Factors : Situational Awareness

Events

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

Were Passengers Involved In Event : Y

When Detected : In-flight

Result.Flight Crew : Took Evasive Action

Assessments

Contributing Factors / Situations : Weather
Primary Problem : Weather



Narrative: 1

We were en route on a southerly route for weather. A line of storms was running
south to north perpendicular to our route of flight. The line of storms ran almost to
Canada to the north and approximately 150 miles to the south. Other aircraft were
traversing a break in the weather that was approximately 80 miles wide. The break
was closing in, but preceding aircraft were reporting rides as only "light chop". We
had been cleared to deviate as necessary and proceeded toward the gap in the
weather. The closer we got, the quicker the gap seemed to close. We discussed our
options, of which our only real option was a 90-100 degree turn to the left for at
least 150 miles, possibly over 200 miles. This would have almost certainly put us in
a low fuel situation later in the flight.

At 50 miles away, the gap had closed to only about 40 miles wide. We asked for a
ride report from the preceding aircraft (20 miles ahead on TCAS), and it was
reported "light chop with a little moderate, but closing up fast.” We already had the
seatbelt sign ON due to our proximity to the storms, although up to this point our
ride had been absolutely smooth. Since it had been smooth, | made a cabin call to
the flight attendants to ask them to be seated and buckle up, and then made a PA
announcement to the passengers reminding them that the seatbelt sign was on and
that we would be passing through a bumpy area around weather in about 5
minutes.

As we approached within 10 miles of the gap, ATC asked if we were going to make
it through. At this point the gap had all but closed up, however we were close
enough that any turn would have put us in areas of heavy radar returns, i.e. we
were committed. We could see daylight above and ground below the gap, but the
clouds had closed in front of us. As we entered the clouds we immediately
encountered moderate chop/turbulence with heavy rain droplets and icing
conditions. The anti-ice activated and we observed light rime forming on the
windshield wipers. Airspeed seemed to move around +/-10 KTS in the chop;
however the airspeed trend vector danced around wildly, sometimes causing the
airspeed to flash amber to warn of an impending overspeed. The PLI had appeared
and remained on but never changed color from green to amber. We were getting
bounced around pretty good, so | reported moderate to extreme chop and asked
ATC for a descent. They immediately cleared us down to FL320 (from FL340) and
the First Officer initiated a descent.

Due to the turbulence the aircraft was slow to respond to autopilot inputs, so | took
control of the aircraft and lowered the nose approximately 3-5 degrees using TCS.
Before we had reached FL330 we popped out of the clouds into smooth clear air,
and | slowly continued the descent to FL320. We had been in the area of turbulence
for about 20-30 sec. | then returned control to the First Officer and called the flight
attendants to make sure everyone was ok. A Flight Attendant said it was pretty bad
but everyone was ok. | reported to ATC that we were fine but that the gap had
closed up on us and no one else should try to go through. We continued the flight
normally without further event.

Synopsis

ERJ-170 flight crew attempted passage through a narrowing path between
thunderstorms, encountered severe turbulence and, with ATC clearance, descended
to smooth, clear air.



Time / Day

Date : 201207
Local Time Of Day : 1801-2400

Place

Locale Reference.Airport : IAD.Airport
State Reference : DC
Altitude.MSL.Single Value : 500

Environment

Flight Conditions : VMC
Weather Elements / Visibility : Windshear

Aircraft

Reference : X

ATC / Advisory.Tower : IAD

Aircraft Operator : Air Carrier

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

Operating Under FAR Part : Part 121

Mission : Passenger

Flight Phase : Landing

Airspace.Class B : 1AD

Component

Aircraft Component : Trailing Edge Flap
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
Experience.Flight Crew.Total : 9380
Experience.Flight Crew.Last 90 Days : 200
Experience.Flight Crew.Type : 5740

ASRS Report Number.Accession Number : 1027023

Events

Anomaly.Aircraft Equipment Problem : Less Severe
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 : Executed Go Around / Missed Approach

Assessments

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

Narrative: 1

Dulles Tower [was] reporting windshear alert. We had a 20 KT gain at 500 FT and
began going high on glideslope. Executed missed approach when got a TE Flap
Disagree EICAS. Flap handle at 20 and flaps locked out at 23. Ran the checklist and
performed uneventful 20 flap approach to landing.

Synopsis

Air Carrier First Officer reports a go around due to an unstabilized approach caused
by windshear. A TE flap disagree EICAS message is displayed during the go around

with the flaps locked at 23 degrees. After compliance with QRH procedures an
uneventful partial flap landing ensues.



Time / Day

Date : 201207
Local Time Of Day : 1201-1800

Place

Locale Reference.ATC Facility : ZIX.ARTCC
State Reference : FL
Altitude.MSL.Single Value : 16300

Environment

Flight Conditions : Mixed

Weather Elements / Visibility : Turbulence
Weather Elements / Visibility : Rain

Weather Elements / Visibility : Thunderstorm
Weather Elements / Visibility.Visibility : 5
Light : Daylight

Ceiling.Single Value : 8000

Aircraft

Reference : X

ATC / Advisory.Center : ZJX
Aircraft Operator : Personal
Make Model Name : Eclipse 500
Crew Size.Number Of Crew : 1
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Personal

Flight Phase : Descent

Route In Use : Direct
Airspace.Class E : ZJX

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Personal

Function.Flight Crew : Pilot Flying

Function.Flight Crew : Single Pilot
Qualification.Flight Crew : Flight Instructor
Qualification.Flight Crew : Air Transport Pilot (ATP)
Qualification.Flight Crew : Multiengine
Experience.Flight Crew.Total : 5100
Experience.Flight Crew.Last 90 Days : 20
Experience.Flight Crew.Type : 400

ASRS Report Number.Accession Number : 1026404
Human Factors : Communication Breakdown



Human Factors : Time Pressure
Communication Breakdown.Partyl : Flight Crew
Communication Breakdown.Party2 : ATC

Events

Anomaly.ATC Issue : All Types

Anomaly.Deviation - Altitude : Excursion From Assigned Altitude
Anomaly.Deviation - Procedural : Clearance

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

Detector.Person : Air Traffic Control

When Detected : In-flight

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

Result.Air Traffic Control : Issued Advisory / Alert

Assessments

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

Narrative: 1

On IFR flight plan to ECP. Weather was rapidly deteriorating accompanied by
severe thunderstorms and moderate to extreme precipitation. Aircraft is equipped
with NEXRAD weather, but not on-board sweeping weather radar. Approximately
30 miles from severe reported weather (as reported by prior aircraft and confirmed
by NEXRAD equipment) | attempted to change destination to CEW to avoid entering
extreme weather exceeding capability of aircraft. Requested change of destination
from filed destination (ECP) to CEW approximately three times over 5 minute
period. ATC did not acknowledge transmission, and descended aircraft to assigned
altitude of 17,000. During descent to 17,000 ATC advised to level off at 18,000. |
then advised ATC that if I could get descent below 18,000 I would cancel IFR
clearance and precede VFR. ATC advised "standby" and then assigned 17,000.
During descent below 18,000 | requested to "cancel IFR" more than once to remain
VEFR prior to entering extreme weather and precede VFR, but transmission was not
acknowledged. After announcing to Controller | was canceling IFR aircraft
descended below last assigned IFR cleared altitude of 17,000. Aircraft descended to
approximately 16,300 MSL at which time ATC advised assigned altitude was
17,000. Better flight planning and earlier decision making regarding a more suitable
alternate would have mitigated problem. This would have given ATC and me more
time to sequence and plan aircraft's intended course of action.

Synopsis

EA500 Captain reports communication difficulties with ATC while attempting to
change destination or descend and and cancel IFR due to weather. A deviation
below the ATC assigned altitude of 17,000 FT occurs prior to the Controller
acknowledging IFR cancellation request.



Time / Day

Date : 201207
Local Time Of Day : 1201-1800

Place

Locale Reference.ATC Facility : ZIX.ARTCC
State Reference : FL
Altitude.MSL.Single Value : 18000

Environment

Flight Conditions : Mixed

Weather Elements / Visibility : Thunderstorm
Weather Elements / Visibility : Icing
Weather Elements / Visibility : Turbulence
Weather Elements / Visibility : Rain

Weather Elements / Visibility.Visibility : 4
Light : Daylight

Aircraft

Reference : X

ATC / Advisory.Center : ZJX
Aircraft Operator : Corporate

Make Model Name : King Air C90 E90
Crew Size.Number Of Crew : 2
Operating Under FAR Part : Part 91
Flight Plan : IFR

Mission : Passenger

Flight Phase : Cruise

Route In Use.STAR : JARAMS2
Airspace.Class A : ZJX

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
Qualification.Flight Crew : Instrument
Experience.Flight Crew.Total : 4850
Experience.Flight Crew.Last 90 Days : 45
Experience.Flight Crew.Type : 3550

ASRS Report Number.Accession Number : 1026369



Human Factors : Other / Unknown

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

Events

Anomaly.ATC Issue : All Types

Anomaly.Deviation - Track / Heading : All Types
Anomaly.Deviation - Procedural : Clearance
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Person : Flight Crew

Detector.Person : Air Traffic Control

When Detected : In-flight

Result.Air Traffic Control : Issued Advisory / Alert
Result.Air Traffic Control : Issued New Clearance

Assessments

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

Narrative: 1

My co-pilot and | were in cruise flight at 16,000 FT. There were multiple level 3 and
4 thunderstorms in the area. We asked for permission to deviate around the cells in
our flight path. The Controller gave us original instructions to deviate from a
heading of 270 to 360 as needed. About 15 NM later we were approaching a level 3
thunderstorm and could only go right which was a direction to the northeast or left
which was to the southwest. Our Radar, Nexrad XM weather and visual all looked
like the best way around the cell was to the left. We asked the Controller if any
aircraft had gone to the right around the cell. His answer was that no other aircraft
had attempted to go to the right of the cell. At that point we asked to deviate to
the left around the thunderstorm. ATC approved and we were cleared to deviate to
the south around the cell as needed and cleared direct TURBO Intersection on the
JRAMS?2 arrival when able. As we began our deviation, the cell continued to build.
We were in moderate to severe turbulence and rain. We requested a climb from
16,000 FT. to FL180 which was granted. As we leveled off at altitude, we began to
clear the cell. At that time, a new Controller came on the radio and said, "It looks
like you are flying to the south.” We stated that yes; we were deviating around the
buildup and are now clear of it to turn back to the right. The Controller said, "You
were given from 270 to 360 to deviate." At this point we were flying on a 240
heading. Before | could explain the weather deviation instructions to the south the
previous Controller had given us my co-pilot answered, "Ok, sorry.” The Controller
replied, 'Next time just let us know if you need to go south.' The Controller then
gave us a clearance to turn north direct to a VOR on the arrival. The radio
frequency was extremely busy with calls from other aircraft to ATC. There was not
enough time for me to call back and clarify to this Controller the clearance we had
received to deviate to the south around the thunderstorm cell from the first
Controller. We do not know if this information was passed along to the second
Controller.

Synopsis



A BE9O0 Captain is cleared to fly headings between 270 and 360 to deviate around
weather. When it becomes necessary to deviate to the southwest, a different
Controller on the same frequency approves that request. When the first Controller
returns to the frequency, he admonishes the crew for deviating from the original
clearance. An explanation is not provided due to time and frequency congestion.



Time / Day

Date : 201207
Local Time Of Day : 0001-0600

Place

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

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 : Climb

Airspace.Class A : ZZZ

Component

Aircraft Component : Weather Radar
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 : Other / Unknown

ASRS Report Number.Accession Number : 1026330

Events

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

When Detected : In-flight

Result.General : Declared Emergency

Result.General : Maintenance Action

Result.Flight Crew : Returned To Departure Airport

Assessments



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

Narrative: 1

[We had a] weather radar failure with good test indications. [We were] unable to
continue to destination due to weather enroute. Received clearance to [departure
airport], received clearance to dump fuel and declared emergency for anticipated
overweight landing. Dumping began at FL290 and ended approaching [airport] at
6,000 FT. Approach and landing normal with 25 flaps. ARFF inspected brakes and
gear before taxi to gate. ARFF escorted aircraft to gate and provided fans to
minimize brake temperatures. Good coordination between Dispatch, ATC, ARFF and
[airport].

Synopsis

Reporter stated a B767-300 had a loss of weather radar, and with weather forecast
enroute was unable to continue. Emergency was declared for overweight landing
and flight returned to departure airport.



Time / Day

Date : 201207
Local Time Of Day : 1201-1800

Place

Locale Reference.Airport : HPN.Airport
State Reference : NY
Altitude.MSL.Single Value : 11000

Environment

Flight Conditions : VMC
Light : Daylight

Aircraft

Reference : X

ATC / Advisory. TRACON : N9O

Aircraft Operator : Air Carrier

Make Model Name : Medium Transport, Low Wing, 2 Turbojet Eng
Crew Size.Number Of Crew : 2

Operating Under FAR Part : Part 121

Flight Plan : IFR

Mission : Passenger

Flight Phase : Descent

Airspace.Class E : N90O

Component

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

Person

Reference : 1

Location Of Person.Aircraft @ X

Location In Aircraft : Flight Deck

Reporter Organization : Air Taxi

Function.Flight Crew : Pilot Not Flying
Function.Flight Crew : First Officer
Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1025942
Human Factors : Distraction

Human Factors : Human-Machine Interface

Events

Anomaly.Deviation - Speed : All Types
Anomaly.Deviation - Track / Heading : All Types
Anomaly.Deviation - Procedural : FAR



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

When Detected : In-flight

Result.Flight Crew : Returned To Clearance

Assessments

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

Narrative: 1

While on the BOUNO FOUR arrival into HPN, we were cleared direct to GWENY to
cross at 11,000 FT. The weather radar had painted isolated rain cells at GWENY and
requested deviations north of GWENY from ATC. New York Approach approved the
request. When almost abeam GWENY and at approximately 11,300 FT, ATC cleared
us direct to RYMES (the last fix on the BOUNO FOUR arrival). Before the First
Officer went heads down to command direct RYMES, the First Officer observed the
airspeed was selected magenta 245 KTS (FMS directed airspeed). Once heads
down, the First Officer discovered RYMES was not on the arrival in the MCDU, to
which the Captain stated he had deleted the point. The First Officer then consulted
the STAR chart to confirm the spelling of the fix. The First Officer did notice the
Captain commanded a shallow turn toward RYMES in order to comply with ATC's
clearance. Once spelling was confirmed, the First Officer asked the Captain to
confirm the waypoint and the place it should be inserted into the flight plan.
Immediately after the waypoint was inserted, the First Officer heard the over speed
clacker sound. The First Officer observed the airspeed was 344 KTS and was inside
the maximum airspeed header. In addition, the altitude was approaching level at
4,000 FT. It was then the First Officer, noticed that the Captain was overly
distracted with the waypoint fix and had failed to properly configure the autopilot.
The Captain immediately pulled the speed brakes and reduced the Vertical Speed
rate on the autopilot. The airspeed clacker again sounded two more times until the
aircraft slowed to normal flying speed. The rest of the approach was flown without
incident.

Afterward, the First Officer asked the Captain what had happened on the approach.
When the First Officer when heads down, the Captain stated that he observed a
scud cloud deck and wanted to descend beneath it quickly. He then selected the
Vertical Speed wheel on the autopilot WITHOUT selecting PROF for speed
protection. Afterward, the Captain became distracted with direct to the missing
waypoint, and failed to fly the aircraft. The First Officer was not aware of the
autopilot changes due to preoccupation with inserting the missing waypoint and did
not confirm autopilot automation changes. Once aware of the deviation, the
Captain quickly took measures to restore the plane back to normal flying
parameters. ATC did not inform the aircrew of the deviation. Fly the aircraft and
don't get distracted. Use PROF for speed protection.

Synopsis

First Officer as pilot not flying reports exceeding Vmo below 10,000 FT while
attempting to enter a missing waypoint into the FMC. The Captain had used Vertical
Speed on the MCP to descend quickly below a cloud layer then became distracted
by the waypoint search.



Time / Day

Date : 201207
Local Time Of Day : 0601-1200

Place

Locale Reference.Airport : MEM.Airport
State Reference : TN
Altitude.MSL.Single Value : 6000

Environment
Light : Dawn

Aircraft

Reference : X

ATC / Advisory.TRACON : MEM
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 : Initial Approach

Route In Use.STAR : TAMMY 4
Airspace.Class B : MEM

Component

Aircraft Component : AC Generation
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

Qualification.Flight Crew : Air Transport Pilot (ATP)
ASRS Report Number.Accession Number : 1025871
Human Factors : Confusion

Events

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

Anomaly.Deviation - Procedural : Published Material / Policy
Anomaly.Inflight Event / Encounter : Weather / Turbulence
Detector.Automation : Aircraft Other Automation



Detector.Person : Flight Crew
When Detected : In-flight
Result.General : Maintenance Action

Assessments

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

Narrative: 1

We were assigned the TAMMY4 RNAYV arrival into MEM. After meeting the crossing
restriction at TAMMY we got a new assigned altitude down to 6,000. We were a
little unclear about the airspeed and were at ROCAB around 20 KTS faster than
what is listed on the arrival. To add to our workload we had a GEN2 fail just prior
and we had weather on the arrival.

Synopsis

CRJ-200 Captain reports missing the speed restriction crossing ROCAB on the
TAMMY4 arrival to MEM due to weather and a generator failure during the descent.



Time / Day

Date : 201207
Local Time Of Day : 0001-0600

Place

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

Aircraft

Reference : X

Aircraft Operator : Air Carrier

Make Model Name : B747-C/F

Crew Size.Number Of Crew : 3
Operating Under FAR Part : Part 121
Flight Phase : Parked

Component : 1

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

Component : 2

Aircraft Component : FDR
Aircraft Reference : X

Person

Reference : 1

Location Of Person.Aircraft : X

Location In Aircraft : Flight Deck

Reporter Organization : Air Carrier

Function.Flight Crew : Flight Engineer / Second Officer
ASRS Report Number.Accession Number : 1025806

Events

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

When Detected : Routine Inspection

Result.General : None Reported / Taken

Assessments

Contributing Factors / Situations : Procedure
Contributing Factors / Situations : Company Policy



Contributing Factors / Situations : Aircraft
Primary Problem : Ambiguous

Narrative: 1

After a stressful flight caused by excessive weather diversions a decision was made
to divert due to estimated low fuel at intended destination. After landing it was
noted that #4 engine thrust reverser failed to stow and that EGT had exceeded the
allowed limits. Emergency/Abnormal Checklist was completed and engine
shutdown. After block in appropriate logbook entry was completed and after
maintenance investigation we were advised that the aircraft was down pending an
engine borescope. Upon our arrival back at the aircraft for continuation of our flight
we were advised by Maintenance that the engine was serviceable for further flight,
the #4 thrust reverser was deactivated, and the Flight Data Recorder (FDR) was
inoperative. The MEL was reviewed for compliance, Operations Control was advised,
and the new MELs were added to the flight plan with the Operations Controllers
time and initials. Flight proceeded without further incident. | was advised by
another crew member the following day after my return to my home base that we
had possibly completed the flight segment with an unserviceable aircraft.
Maintenance failed to tell us that the flight data recorder had in fact been removed
and was not inoperative as we were led to understand. Prior to completion of the
"Before Start Cklist" it was noted that the FDR was inoperative and the amber
inoperative light was illuminated. Improve dialogue between Maintenance and
Flight Operations to clearly identify discrepancies and the proposed rectification.

Synopsis

B747 Flight Engineer reports a weather diversion that results in an engine over
temperature and a reverser that fails to stow during landing. The flight is
dispatched the next day with the thrust reverser and the FDR on MEL. The reporter
learns later that the FDR was removed from the aircraft by Maintenance, possibly in
violation of FARs.





