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Lesson 1. We all make mistakes

Pilot ASAP Report: ATC Controller Error KSLC Rwy 35 LDA DME Approach

Used with reporter’s
permission
LA = Low Altitude Warning

SALT LAKE CITY, UTAH
2 LDA Rwy 35

"misseo Arcr: Climb 1. then LEFT ¢
TCH VOR and oo!bo-md on TCH VOﬂ ﬂ 55 to OCD VON and hold
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Lesson 2. We don’t always knows what’s ahead
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On arrival to KTEB on the WILKES BARRE 4 STAR and about 2 min prior to reaching \3‘\
MUGZY at 6000 MSL and 250KIAS, we overheard a GV preceding us on this arrival
transmit to TRACON that “we just came very, very close to a glider at MUGZY at

6000 feet". As we approached MUGZY, the PF pointed out a glider at our 11 o'clock

and same altitude. | also spotted the aircraft (white, low wing and probably single

seat) in a right hand orbit. We passed behind it. Passing MUGZY we were given a
normal radar vector to the east towards the KTEB Rwy 19 final. | acknowledged

this vector and reported the glider encounter. A few seconds later | noticed another

glider to our right about the same horizontal distance and about 1000 feet below

us. We passed this aircraft N of its position. | also reported this aircraft to the very

busy controller who responded with "we can't see them". Evasive action was not
required. We then continued the approach and landing at KTEB. Both the PF and |

have been flying into KTEB for 20-30 years. The PF was even based there for a few

years. We both agreed that we were totally unaware of glider ops in this area. We

also both agreed that had we been given the same vector 10-15 seconds earlier,

the outcome of this event may have been very different. EJM
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Lesson 2. We don’t always knows what’s ahead
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Lesson 2. We don’t always knows what’s ahead

4556 Alrport Road  Cincinnati, OH 45226 T 513979 6600 F513 979 6662

EXECUTIVE JET
MANAGEMENT

ANETJET:

CC-2013-06-01

TITLE: Glider Operations Near “MUGZY” on the “Wilkes Barre 4 Arrival”

DATE: June 18, 2013

This Crew Communication (CC) letter is being issued by the Executive Jet Management Safety
Services Office in accordance with the Executive Jet Safety System
Manual Section 8 for communication to all flight crew personnel about critical safety related
information received through the EJM ASAP Safety Reporting Program.

Information has been received through an Aviation Safety Action Program (ASAP) Report
warning of glider operations in the vicinity and altitude of the “MUGZY” non-compulsory
reporting point on the “Wilkes Barre 4 Arrival.”

The crew member submitting the report has given their permission to publish the de-identified
narrative which reads (unedited):

On arrival to KTEB on the WILKES BARRE 4 STAR and approx 2 min prior to reaching MUGZY at 6000 MSL and 250
KIAS, we overheard a GV preceding us on this arrival transmit to TRACON that “we just came very, very close to a
glider at MUGZY at 6000 feet". They were then given a normal vector towards the airport. As we approached
MUGZY, the PF pointed out a glider at our 11 o'clock and same altitude. | also spotted the aircraft (white, low wing
and probably single seat) in a right hand orbit. We passed behind it (S of its position) at the above listed approx
distance. Passing MUGZY we were given a normal radar vector to the east towards the KTEB Rwy 19 final. |
acknowledged this vector and reported the glider encounter. A few seconds later | noticed another glider to our right
approx the same horizontal distance and about 1000 feet below us. We passed this aircraft N of its position. | also
reported this aircraft to the very busy controller who responded with "we can't see them". Evasive action was not
required. We then continued the approach and landing at KTEB.

Both the PF and | have been flying into KTEB for 20-30 years. The PF was even based there for a few years. We both
agreed that we were totally unaware of glider ops in this area. We also both agreed that had we been given the
same vector 10-15 seconds earlier, the outcome of this event may have been very different.

I researched the pubs and the only mention | could find was a symbol on the VFR Sectional indicating glider ops in
this area. We of course always operate under IFR and don't use this chart. There is also no mention of high speed IFR
traffic in this area depicted on this chart, even though V226 coincides with this arrival routing. A similar arrival route
is just south of this one for traffic inbound to KEWR.

I researched the pubs for airports in this area that might have glider traffic and found that 1N7 (Blairstown, NJ) has
over 50 gliders based there. This airport is approx 5 NM SSW of MUGZY. | was able to speak with one of the locally
based glider pilots. He stated that many nearby airports also have glider ops, and while they are probably unfamiliar
with MUGZY or the STAR, (MUGZY is only depicted on the STAR) they should be aware of the need to avoid loitering
in this area. He stated however that sometimes they may get "stuck” at this altitude.

Continued on next page
Page10of3

ASAP Report June 17, 2013

Received permission from submitter to
publish as Crew Communication Letter
Crew Communications Letter issued on
June 18, 2013

Reviewed in initial crew SMS training
Shared with other 135 operators
conducting charter for EJM
Information added to crew briefing
sheet for KTEB departures and arrivals
indicating glider operations about 5nm
Southwest of MUGZY

EJM
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Lesson 2. We don’t always knows what’s ahead

Carson City, NV
 Under 91.215 gliders are
not required to have a
Mode C transponder

installed
~. * However if installed and
maintained under 91.413
pilot shall operate the
transponder, including
Mode C
e Glider pilot did not have
transponder on to save
ship’s battery for radio

\o/
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Lesson 3.0 Risk is Everywhere

* Human Error
e At-Risk Behavior
e Reckless Behavior
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Lesson 3.1
What we had yesterday, may not be what we have today

EJM

EXECUTIVE JET MANAGEMENT



Lesson 3.2 The Monkey is Always There

HOW OUR INTUITIONS
DECEIVE US
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Christopher Chabris and Daniel Simons

EJM
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Lesson 3.3 Who are the best teachers?

You are .
* Because today you learned something \%\

Executive Jet Management <z

T‘ , * You become the teacher through safety reporting ™\
Volume 6 ~ Issue 2 December 2017 SAFE o ASAP & Mandatory Reports
samrstey  NEWS - Crew Communication Letters

ENCOURAGE OPEN COMMUNICATION

/ * Safety News Letters
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Safety Reporting - Safety Performance Indicator (SPI)

SMS Safety Performance Indicators Updated 4/25/2019
Lagging Indicator* Current Mitigations / Task
Item # Safety Performance Indicator Target gg B R Current Risk ARMS Risk Mitigation Strategy B X
Leading Indicator** Assigned to
Level
8 [Safety Reporting (ASAP)(Mandatroy) |>36/ 10000 Departures |92 / 10,000 Departures On target N/A Calvert

\o/
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FOQA at Executive Jet Management

@ Advisory e Guidancein AC 120-82

U.S. Department

Lot Circular

R * FAA approval of EJM FOQA 1&0 Plan
Y ——— Se pt 2012

QUALITY Al IRANCE Initiated By: AFS-230  Change:

L]
1. PURPOSE, This advisory circular (AC) provides guidance on one means, but not necessarily [
the only means, of developing. implementing, and operating a voluntary Flight Operational re u I re l I l e n O r a r
Quality Assurance (FOQA) program that is acceptable to the Federal Aviation Administration
(FAA).

.
a. FOQA is a voluntary safety program that is designed to make commercial aviation safer > 2
by allowing commercial airlines and pilots to share de-identified aggregate information with the ’
FAA so that the FAA can monitor national trends in aircraft operations and target its resources to

address operational risk issues (e.g.. flight operations, air traffic control (ATC), airports). The
fundamental objective of this new FAA/pilot/carrier p: s to allow all three parties to

. .
s s s o o s e Curre ntl 47 aircra ft IN proeram
and obtain valuable safety information, the airlines, pil and the

To achieve this obje
FAA are voluntarily agreeing to participate in this
achieve a mutual goal of making air travel safer.

b et s g e g ot st e * Gulfstream, Global and Falcon 7X

provided to the FAA will be kept confidential and the identity of reporting pilots or airlines will
remain anonymous as allowed by law.  Information submitted to the FAA pursuant to this
program will be protected as “voluntarily submitted safety related data” under Title 14 of the

* Adding about 26 additional aircraft

(1) In general, aggregate FOQA data provided to the FAA under 14 CFR part 13,
section 13.401 should be stripped of information that could identify the submitting airline prior

to leaving the airline premises and. regardless of submission venue, should include the following °
statement: I n

WARNING: This FOQA information is protected from disclosure under

49 U.S.C. 40123 and part 193. It may be released only with the written
permission of the Federal Aviation Administration Associate Administrator
for Regulation and Certification.

ogram so that all three organizations can

EJM
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Safety Performance Indicators from FOQA Data

Executive Jet Management, Inc.

SMS Safety Performance Indicators Updated 4/25/2019
Lagging Indicator* Current Mitigations / Task
Item # Safety Performance Indicator Target gg' 8 | Current Risk ARMS Risk Mitigation Strategy B )
Leading Indicator** Assigned to
Level
. . Conditions that can lead to wing tip strikes
i . X Current FDM data indicates zero events during i X L
6 |Global Wing Tip Strikes (FDM Data) 0/ 10,000 Departures 0 X L. reviewed during crew initial company SMS Berner/Calvert
takeoff and landing, with-in set parameters .
training.
Automated script add to Aerobytes analysis
Last 12 Months software to indicated full compliance, partial . . o L L
K i . Continuous discussion in new pilot indoctrination,
Control Surfaces Predeparture 30,000/ 10,000 Departures Column =0.00 compliance or no checks and to data mine all datain X L R
7 . . . . pilot recurrent and publication of data. Included in Jackson/Calvert
Checks (FDM Data) 100% Compliance Wheel =0.00 system. Analysis fleet type checklists to determine Q2 2018 road show talks
Rudder =0.00 location of checks of flight controls in the checklist.
On target

EJM
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FOQA Data Review Control Surface Checks

| File View System Window Help
1S TrFEIBO | aN L R0 15| @Ebed T=T
¥ Detais [ Fiont View |2 Events | X states | P State Vawes | V3 State Ponts | ¢ Fight Actions |

&+ 2R

&}

Custom | (@ Paneis @' Graph | @) List| @ Animation | /] Approach | (@ Map | [8! Enveiope | 8] Raw Data

Values: 'C

WOW Nose Gear - LGECU
WOW Right Main Gear - LGECU
WOW Left Main Gear - LGECU

: Input’ at 18:23:19
8

g

g Airspeed - indicated 1= 30.0 K {\ Autopilot Engaged (ADF1)

Airspeed - indicated 1
Pach angle 1

Pich angle 1 Piot Elevator Column Posn
- s o G Rudder position
i’

9 Guar DOWN (o0 Growsd)

Pitch angle 1

Plot Elevator Column Pos = D 0.1 0, L Rudder pedal postion
Roll angle 1
Coplot handwheel postion

L radio attude (Combined)

St o I Engine Start and Control Checks
¥4 Engine Startis present

Fight Control Check - Control Column (max)

Rudder position = R0.2 0, h
“T Fight Control Check - Control Column (min)

Pt Elevator Column Posn

Rudder postion

Rudder pedal position = R 0.2
e oo sooe | % Pt ddad . Fight Control Check - Control Cokumn (range)

¥ Fight Control Check - Control Wheel (max)
Fiight Control Check - Control Wheel (min)
Fight Control Check - Control Wheel (range)
Fight Control Check - Rudder Pedal (max)
Fight Control Check - Rudder Pedal (min)
Fight Control Check - Rudder Pedal (range)
Start EGT - max (1 sec) #1

Start EGT - max (1 sec) #2

Start EGT - max (2 sec) #1

Start EGT - max (2 sec) #2

Rollangle 1=L0.20,

Coplot han

Rudder pedal posttion

Copiot handwheel postion

WOW Nose Gear - LGECU

L radio attude (Combined)

Airspeed - Cruise (average)
WOW Right Main Gear - LGECU Duration - Climb

Duration - Cruise

Duration - Descent

Autopiot Engaged (ADF1) Duration - Taxiin

+0000.000s | [} 1 . +0300.000s | 1 ] . +0800000s . i i ||| oirston=Texiout

WOW Left Main Gear - LGECU

Summary: Visible Range = 00:14:47  Current Selection = 00:13:47 (+0000.000s to +0827.000s)  Current Time = 18:23:19 (+0413.500s into data)
=% [ 43 Possive

i Checks.

Engine Start and Control Checks _____
Taxi to take-off

Level e

ot [Coomendiopst 7] | [
oo [Somcion =] 1] -] @] ] -] ] Speea [T =] ™ tooe? '

EJM
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FOQA Data Review: Global Wing Tip Strike

Aerabytes FOM v.180119a - Fred Calvert - EIM - [Flight (Panels View)]

B Bie View System Windew Help
HFdIrFEaE | gk ia SEBn| ==T% 4+ TR
o cetsn [ Fight View | |4 everea | = staten | [ Stae Vines | 15 State Puiis | 2t Fight Actions |

® cusion @ Paceis | @) Grapn | @) Lt | @) anemascn | @) Agproach | [ wap| @) envenpe | (@ RawDma

Values: Rudder trim'’ a1 22:44:23 (+55,

VI (from BALT

Excasarve pechired curig takesft 5% <
Plch - max va Enveicpe (TO-10-350) 200 @\
Excessive rolpdch) during takes!?  S0% \
Rl - snaix v Envaget (T0-10 - 350) A g N
100
4
=TT
e
'
&0
il i)
Viertical G - max v8 S upper imt -0TEC
0756

Airspeed - max vs Vimo (S secs]
Airspeed - mn

Tiese - durniion e 020434 HUS
Viertical G - most sve 126 .,

Summary. Visible Range = 04:04:11  Cusrent Selection = 04:04:11 (+0000.000s to +14651.8755)  Current Time = 22:44:23 (+5586.555s into data)

WET 2322602 Z3020031Kb5SS BKND1T 042 00950 i
430156, Excassive pochiroll durng taksolf  S0% nemsane phehi L) dureg takestt
420167, Excsssve rolipkch) during faksot 0% Excessave relipafh) cureg takestt | n
410271, Poasiche Deep mecing 6% Peasbie Oes bndng H
410272 Long Plare (distance from fare height)  34% Lang Flare {dstanc from fare height)
ETBECC22. Summary P Summary
5785024, Fuel Montoring Fuel Mondorng |
5255375, Engine Start and Cantrel Checis Engne Siar and Convral Checia
STRSA00, Taxito ke-off Tasiio iake.o ? |
706813, Take off Taig oft |
S7R5021. Goae Gl
5838500, Intial Chnb ntia) Camb | v
Layout [Rucddes rm =T
Range [Setcionr =] W -| @] #|[c] Ml speed (7 =] I Loos? Panels esirapolaied vahses 1L lwced visbie) Orfet 0000 404
- Vinkle Fangs = 040411 Cument Sebection = (4 0411 (0000000 to +14551 575)  Curent Time = 2284 23 (+4566 5555 inko cata) GMT 21710115
UM Auto OFF [a d Fim R xlUsen 14 [28Apr19 123504

{Take off}.{Roll - max vs Envelope (TO-10 - 35ft)} & {Pitch - max vs Envelope (TO-10 - 35ft)}
{Approach}.{Roll - max vs Envelope (Flare - TD+10)} & {Pitch - max vs Envelope (Flare - TD+10)}

* Determine the clearance in roll for a given pitch or pitch for a given roll against the theoretical aerodynamically
unloaded geometry of the aircraft.

* Clearance is also affected by wing loading and gear strut compression. EJ M

* These 4 state values look for the instance of least clearance during takeoff and landing.
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FOQA Data Review: Global Wing Tip Strike
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FOQA Data Review: Global Wing Tip Strike

LA
T%erboro Airport 30 kts. * m

5574 ft. / 426 remaining

M ; ‘
g i S
—
. X

7SO

»

/ Nose Wheels “TD .

]

40009 ft. / 1991 remainin

"
7

4 a5

15t Brake
3507 ft. / 2493 remaining -

TR deploy

3247 ft. / 2753 remaining
Main Gear Contact
2873 ft. / 3127 remaining

\o/
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Development of SOPs

Night Visual Approaches

GOM change to require uses of
available precision approaches,
for night visual approaches.

Text added to GOM:

Only request visual approaches
at night to runways that have
an instrument approach and fly
the instrument approach profile.

+1000)ft

L

/A

+500(tE T —
-
L 3000

\o/
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FOQA Data Validation

First — Don’t believe the data!
 Ask can this be real?
e There are many sources of error:
* FDR system errors, program errors, bad data, poor data quality,
e weather conditions
* how the aircraft was going through the air at the time of the recorded event
or exceedance
* FDM data must be used with caution
* Only people trained in FDM data analysis should interpret FDM data
* Could accuse crew of events that never happened

EJM
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FOQA Data Validation
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FOQA Data Validation
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FOQA Data Validation
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