JAPA E-Journal

CALLBACK A%

From NASA’s Aviation Safety Reporting System

Issue 557 June 2026

Expect the Unexpected
MEZEFRERREFEL. DHETIE (D) MZEEXFAMHEATTE> Y- VOICES Z&EEUTOWEIHN
finZe KEDHKET(E NASA H' ASRS (Aviation Safety Reporting System : fZELZEIRESATL) 2ESE

U. 8A CALLBACK ZFITLTLE T,
ZO E-Journal (3 JAPA OERFAMTIEE SNNERHEERAZAIINL T CALLBACK OFBERZIBITIHEDTY,

~ FHIBGhFEEBADER ~

[ FEARRIREADMEZ L& MZEFRTOZENTHD, e, wER, BEARNFIRTY . TNEF. fZEZRARNS, EX
FRATRIZENRITI DIRTDAR (AR TE, ENBRFIETEHDET .

RAZEHEAI TR, ZRAFEE T D ERICLOT, —RHMICHIBT NP RISEREME T I 2RI8EEN BICERELFT. FHITHRSE
BBOFLECRR. /MOy hRBFRIBZARRL . KR ZINRSE 2O EREVBERBIRZEZI TORIINERDER A,
IFREAEER(T, TORZRD TGRS E TN T, TUTCENUL ALY MOEEPIS-DOEEICEVWTHERNRILERDF
F, 70 17 SOMEKETHD. AECPEDIOEEMOAIETHZS—> - —F UV ROSREL TLEIHEIN2HIEER. €
DEZEZOEE 2R TVET, [RAOFERE. FHIERER. BEZRIDIFRE(CMATHTENVETT 50
FRIRATHRZIRNL TEXUID, STHERSZHIANEFZATVET, |

SHO CALLBACK (&, FRATORRZ RESPE TRAEU FHIEhEREZBSNCIBLIR— MDY TILEKONTHRITL
T, HRBZR TR, IREBORDH. BE, 178, RUBCOVTERTH TS,

Part 91 — BEPERF

RN ERARITIREOSZH . VAT 7EREMDT AR~ )N(OYNE, ZBEOBERET(C. COFHIEHRILY
MIBBLFUIZ,

B FRITHZETORVWSIRIIINTEI -3V ARITHZ TO. FRB—BOIETUZ. MI1v7-){5— IO ZE
M3, SOTIVFTEIWTW RO RFADTRITHEIIITUIZ. FAld, ISV BRMEUIEE, JBTER. XX (CmIF T+~
JaBIBLELIZ. IO - 32 FYTFIvINE N=ALITBLUTPAFIVL I ADEA DR\ EZFEFEL T BRIRAT
21TV IBERRCEALFU, BIAZHEERLANS, 20y ML ZEESD, BEfEEEZRIBLFEUL. FAFIRARZRTS D
FFEIODODETEE. TUCHURESTORIC, REICAEITTVELZ, O-FT—23VREETHRL TOSREIC,
SBERO/\SRIZEZROBRIERC. BADEYFEBNDUEELELZ. 20O, BORIOBERICEVEYI 7Y
hIWINRAFUR, FLEFTBICE+DBEEBENRVMRIR TUIEH, #RZ5I EECU CRPES BTN TERLIZ. FhD
FRATHEZD MY I DRBCENKS VDRI NG OTZOMNEI I MDFR A TUR. FRITIHICR O THSBASMNIIZOEDOTI A
RATIZOEEE N, D AMRA =)L F vy T2 R I LHISERF OB ERRICETRIANDF A 25X TLWOTUR |



COVEREE L) T (R ZFTRE L TORESNTVEI N IBTERB(CEA I 2RIICERERZUB N2 R, &
fo. COVFEEFFADERERZEESEN BN L FIRUTVWEUZ, FADFROTVHARD, BFEIFOBOSES(IHEE
M5# 5 J4—b (¥ 1.5m) TUZ. Fe. MEREFC(E, HEHMHFS EhDO T, BIARFZEDIICE TVWELE. 1
ELB(C HEBIOREDEOIETUROT, IBEROMAIL ERCEAREREVERDI MR TVEUE. IBERIRIA
SEDZEDBZIMTONLEND T, SBEORA RIR#MEFFE>B TURZ. 20t 2LFESMOBVEYI YT RSy
%R DOIF2ORFIFEICHUMRRTUR . EvI7YT R E 2L BLRINEZONELNFE AN, FHAEGHIE
EMCRONTERETSZOFFEOREBOTVET . RITHOEEE L @R R R I TAREE L
HOENBERZEITI LR TGEFOIINETEHDFEA. Fe. RATH CRIMEREEOEMNEERCL\DEE
(FUDTE, EIRICLD T DBEEMTONZENNETT . MZEHEDEZEOB] MM TEHDHEE. Bl
IBERZEXBCEAUTERDERA. RITH TEEIITIEEAC. (FZOTELOVWTOIRFEEAF mETUL.

Part 135 - £HM

EFPRIVIIZ-OFrL>Tr—350 BUEORRSEM (& RENFIVIUANAREEZEFIEE (SOP) (CHEDT
FEAXIIEZEIT O ALYMYE(CIZANL — hIBFHRECBIBLELUR,

B EFE REIEQRFOESIEIPERCKITELU. BREORAOMIGE. _ EFNSKERITIRITUTRS
T 2a1—TF4IZITICETUI, BT RIRAICRAE T 2IRNEZEF—-U. TORBR. EXRFREEREDFIVIY
ANESBIRENMBEDHIRTICEDEUR. COFIVIUANIREMEETFIEE (SOP) ([>T T L. MREGHE
RICEEHEINIISICR A8, BRBVRTRRES AT LADERRZMRET T DE(CU T, RITZRUE L. TDE&. &5
(CEEZ LEIFTUKE, BENBURLEL. BRRTICEET2EEDERS EICAS ( Engine Indicating and
Crew alerting System) OXyt—IHhFRRESNTESENEESNEUL. INSOES@AC(E. L (R) BATT
OFF, [6&U] L (R) GEN OFF OESMIBPENSENTLELUR. BELICICZOMBENEETHILHKL. B
B A N — MERELVFU -+, BETFH, EICAS h'5(EIR GEN FAILIIL GEN FAILITAPU GEN FAILIIL
BATT FAILJIR BATT FAILIEDAYE—SHES(CRFRENFUR, A EBEINEDRa%sR5U. BETEREITELZ -
RE(IRBHESE 22U THD., ZOHBEEF(C(IBEESEA—/\— (%9 2,000 R R) (CRBLEBRIEGZEL
Iz, 2ENRBEBS RRAEBIEDBIREEZE X T, H 4 (FCOFEREZFIANDZECUDTURZ, 2DEOD., RITO
FEDER D D, EEAESPE., BIEERFEIAEEFIAICR O TITON ., BELRER(IEB(FIEIGCRIE I DN TEXUL
[RE : EXECRORESRE,

MR 1 WEREEIEEDFENM,

Part 121 - #AM

HIWREO VMC 7J0-FH, CORKBEFBHOME L, BEN TFIEAALYNIBBLEU, 20, LXDH
DORE(CECERMIFEASNIUL,.

B TRNGL OFRIT ASE (7ZX>) A RNP M 15 770-FHI(C, RNAV E N FAELDEGREEIL, A (AL
BROSETULTUWRERTIC Lateral(#&AME)BLY Vertical(BIERREZ)D NAV [BIRIKONELL. CNIEFHIEH
ERETHD. FAFFTEAPFIEZEITULIEE X EAT—REEEBRULLOIEF2MBELELLN, ZORRTEAT
—REITISSEP T4 T RO TVWELIZ. D TU—=D4 > TEolcEARIEFIEE, FMS (CHESEOH (5> BN
EOTVWRREBETHOD. ESTARENHBTICEOTLEFVEL KR ZIBIE I BedICA U ZE P ULE.
TO/GA(takeoff/go-around) R4 >z U T Flaps 2”& “Gear Up"ZMFFRL. F 7218 F 3L T, Missed
approach(E A181T)Z2X1TUEUIZ, FAF OFBICTHofefcsd. LA DEAEBITEEZELKTEL. Vac [Approach
Climb Speed] TLERURMNS Heading E—RZERALTEIEROBERO A BNAEARZRITEUZ, £,
PFD(Primary Flight Display)_t® EGPWS(Enhanced Ground Proximity Warning System, it F#5im2e



HR)DOFRFEERL THIAZZEIEE L. D%, Missed approach holding point(EEAIEITIFHR > N CEIThA
hEmZRIIELELZ, Lateral AEIBLU Vertical D NAV RI8EFBIHITEAT -2 BE FHAHFLLIIELFELE
A BFRIOHIFICED, HEEICEITIZENTEEFEATU THLNETULEEL DA LD ETURN. SBEEAD]
—ANBEENTUVT, SRESNIEAEB T2 FIEBEDRIE TEFHATUR, BKEZ(Enroute control)Z>4—I=0.
IAF ADNAJA—%Z(FERD. ERERKEEEALUEL

RE: ZR. RESEOEHTE. EFIEOHE. BMLEEFIE,

RE: COOMRROBRGETIZENHLLNBULNERAN, RNAV E HEEISNZNEREIZERITU-J4>7
TEEMZEBAITZCET. COLORBBOBREZER I 2ENTEETLL, T, 7 O-FOBREININRERIZAN
A > ROAUVDOHERE . LDZAL—ART =732 RPZRT7TO-F2EMI 2DIEIIONMELNER AL 2. Lateral
BEDAAFISZARUTOEAEBITICONTIV-J1>9%0LTHLE. Lateral HA5>ZNEONTRREIAEL TLBIK
RET. FMC [CRIR(SEA S RN BERTE I DDIARIIEE T,

REE: FARTEZAUN KASE(Aspen ZZ7)(C(& TRNGL 7% Fix, RNP M 15 , RNAV-E 7% Approach (&
RBARDEEA.

Part 121 - SER

HIMZESFLD MD-11 BHEORUEH L (L. BERICTFRAERALYNIBBLEUN, COHRSEE. VWOIETE
[FHARHIRZEEL TH EOFEEMZINETRLTVET,

WZZ7 [5AJE, ACARS DB ENNXYE—Z(CHD. MZEHEDBEARHEFFDID(CA— M5 ROERNEREINFUR. Falk
5( ILS 7TO-FHEIBERE XXL ADA— RS> REeRA#EUIZ. 7TO-FREELTHD, HELT T LTHED. FMA
(Flight Mode Annunciator) (C(&IDUAL LAND JEFRIRENTWVEUIZ * . [UREAH(EA— BF> ROFIPREEF A
(CYNF-THD., A— N1 0w b DEREZHIBR I 2L RN REBIEB b FEA TUIZ, 77O—-FOEUIBMRA >~
T. FCC (Flight Control Computer) Mode Annunciator (X[ALIGN]. [FLARE]. [RETARD |0OZFKR%ZRU
TWELIZ, BEHR 30~20 J1—bOMAT, A—MN1OYMITL 7ZITINDLIHEEZ EIFFEUIN, FEEIFHE
9 3a1c. A= AOYMNITL7ZRIDNDLIHEEZEE . SRS T FEUZ, 2D A— N {10y MIBE SRR
UEUIZ. FAFFENHEMECEIDB RN, BURLBERICHEEIU. NI RUELUR. FABIEZAEEIGO
AROUND JEMUFEUR. FAFZROY ML ZEREICU. EvFZ##330 T, TO/GA Z1yF=IRUELULR. JIFETEID (D
> REEFIE. 2L TT-7392 RFIRICRES T, #AzEEEEFU,
BEFBURUBEBATY O-FUTFHBEEZITVELU, R A— N2 RETRFOMZEMOMERERNMER U
AEPERFOBEEDMIZ. fATHERCEIRUEUL, #llZEDR1C, 5L EEIEL (. HADIEENESIDENE
PRV EZBRMERUELUR, BIBRMBEZBILEEEZITEFEAN. CORMEHORE M ZBMHERELDD. RITZEN
DECEZ 25 VEHOM L (G DIICHREZWVLET KRN EENMABZEANECNFERRICEILUIZZE(S
BHENFULN, COIBEN, BCERZEST. FHTOIR(UBRINENZLZD—BERDIEZFEO TVET,
—REERRELT AT-BLY---7IO-FEHIN, T-7370> ROFEEF
([OVWTHRTHR(CBIVEDEZ S TEHUI, AN T 739> REIRES

([CERZAUERLIBILEFULERATUR UNL. J-7502RREOT PR
EwMFERCTELORD, SERBUEN Z LB ALY N BTz, TDEERS —
ZIEIRILZI (& FBENER(CEFEUE. TBHEERLITIAR
EIRZEIBL ., A-TORERN TERLIofeHhe . EFEMARHESR |
EATSLRTRVOTIERBUTLLIN. 2D, EFIBEZOBHICEEE  xFMA © DUAL LAND 0Fx (B.L)
IRRAGREICANTZRRIDENTEDTULD, 8£ (REME)



KASE/ASE —w _JEPPESEN ASPEN, COLO
ASPEN-PITKIN CO/SARDY 25 APR 25 RNAV (GPS}-F

ATIS [ASODS when Twr inop) % ASPEN Approach (R) DEMVER Center (R) EALSPEN Tower S Ground
123.8 119.85 when agpinop.| CTAF 118.85 121.9
Final ALLIX MDA(H)
s RNAVY Apch Crs Refer to Ap! Elev T838°
B 166° 1220074363 |  Minimums
§ MISSED APCH: Climbing RIGHT turn to 14000' direct LINDZ and on track
£|247° to GLENO and hold. MSA MAFMU
Z[Alt Set: INCHES Trans level: FL 180 Trans alt: 18000
@17, Procedure not authorized at night. 2. When local altimeter setting not received, procedure not
authorized. 3. DME/DME RNP-0.30 not authorized. 4. Visibility reduction by helicopters not authorized.
5. VGSI and descent angles not coincident. 6. Cold temperature altitude correction required at or
below -21°C. 7. Pilat controlled lighting 118.85.
S ' / \?(3:-" J ' NoPT Arrival Sector
LTy h A
o\ ® ~ via Airway
g’ 3
&] L8282 &8 (-"{“/
Vel

- 3530

- D TABLE
i _113.0 DB

13700
MAFMU
""" bis| apt 7838’
Gnd speed-Kis 70 90 | 100 [ 120 | 140 | 160 T
Descent Angle  6.49° | B06 | 1037|1152 | 1382|1613 | 1843 Gorer T, | 140007
Ajrpart r- _B_'- L]NDI
MAF at MAFMU Chart RT
] CIRCLE-TO-LAND
= Max Circling not authorized for CAT C sauthwest of Rwy 15-33
3_,Krs MDA H)
| a] w0 102007 (2362') - 1%
2| 8120 102207 2382') - 1%
Elc|ra 109607 3122') -3
E D MNA
CHANGES: Cold temperature note, DBL VOR service volume. (B) JEPPESEN, 2012, 2025, ALL RIGHTS RESERVED.

£ (GREWHE) : 7ARIEIOSRMNOBERR)Y — N,
IR7E(E RNAV-E Approach (2/ET&N T, -E Approach /' current &2 TWVAESTT,
BER S A ZDHIFRNS CAT-D OBEAAREFIMTES . CAT-C O E175 HE<FMLTVET,



CALLBACK

From NASA’s Aviation Safety Reporting System
Issue 557 June 2026

—— Expect the Un@i;?eéted

“Expect the unexpected” is blunt philosophy that aviation both teaches and demands. It is also sound
wisdom that larger than life aviators have heralded to all who fly since the dawn of aviation itself.

In an aircraft, the element of surprise can briefly degrade one’s decision and reaction times. If an
unexpected event occurs, pilots and crews must be ready and equipped to resolve the issue and
conclude the situation. Training and experience hammer home that point, which is also fundamental in
threat and error management. A quote often credited to Gene Cernan, Apollo 17 commander and most
recent human to have walked on the moon, captures the philosophy and its importance. “Prepare for
the unknown, unexpected, and inconceivable:--after 50 years of flying I'm still learning every time I fly.”
This month, CALLBACK shares a small sample of reports illuminating unexpected events that occurred
across various phases of flight. Observe events; then consider the reporters’ situational awareness,
thoughts, actions, and emotions.

Part 91 - The Takeoff

On a quiet VMC day, a Glasair private pilot encountered this unexpected threat during an otherwise
unremarkable takeoff.

m ---It was a quiet day at this uncontrolled GA [General Aviation] field. No traffic in the pattern and my
airplane was the only one moving on the ramp. After warming up the engine, I proceeded to taxi for
departure on Runway XX. After doing run-up checks, I checked for incoming traffic on base or final,
made my radio call, and rolled out onto the runway. I checked ahead while advancing the throttle and
commencing the takeoff roll. I was shifting my view back and forth from out in front to the engine
instruments and airspeed. As I was accelerating to rotate speed, my pitch attitude changed a little bit
due to running over a small hump in the runway. At that time, I was able to see a white pickup on the
runway in front of me. Insufficient room to stop, but I was able to rotate and lift off. I do not know
how much clearance there was between my airplane and the truck. After returning to the airport, I
found out that an airport employee had given permission for an individual to drive out onto the active
runway to look for a hubcap! Supposedly, this individual had a handheld radio, but admitted to not
making a radio call before driving onto the active runway. Individual claims that he did not hear my
radio call. In my aircraft, my eye level is about five feet off the ground when seated. During acceleration,
the nose of the aircraft comes up enough to partially obstruct my forward vision. This was several days
after a snowstorm, so there were large white areas on either side of the runway and in the background.
The runway had recently been repainted, and various runway markings were bright white. Very hard
to pick out a completely unexpected white pickup. Maybe I should have seen the pickup sooner, but
consider myself lucky to have seen the unexpected obstruction in time to avoid it. The airport operator



should never allow anyone to drive on the runway that is not a county employee with the appropriate
Ground Ops training. Any time a county vehicle is on the runway, there should be plenty of warning by
radio. If there is even a possibility of a conflict with an aircraft, the vehicle should not enter the runway
safety area. The county employee should have known better.

Part 135 - The Climb

During the climb, an air taxi Challenger 350 First Officer experienced an escalating threat, subsequent
to its initial mitigation in the crew’s response via checklist and SOP.

®m During climb---crew noticed electrical flickering and anomalies. Our initial response is to level the
climb and troubleshoot. We initially monitored the situation, which was intermittent and led us to the
Unexpected Electrical Indications Checklist. This checklist was completed per SOP, and the decision was
made to continue monitoring electrical indications and system, as it seemed the issue had self-corrected.
Momentarily after, as we continued our climb to higher, the issue continued, and we were alerted with
multiple and varying EICAS messages regarding the electrical system. These notifications included L
(R) BATT OFF, [and] L (R) GEN OFF electrical faults. The crew immediately decided the issue was true
and decided to divert:--. During descent, more EICAS alerted us with messages: R GEN FAIL, L GEN
FAIL, APU GEN FAIL, L BATT FAIL, R BATT FAIL. We acknowledged these and continued our descent:--.
The crew acknowledged our fuel load, which would require us to land overweight (roughly 2,000 Ibs.).
We accepted this, given the alternative of total electrical loss. The rest of the approach phase, landing
phase went per SOP and crew and---passenger made it into the ramp safely. Cause: Electrical wiring,
faults, etc. Suggestions: Maintenance.

Part 121 - The Approach

During a night VMC approach, this commercial fixed wing Captain encountered an unexpected threat
that may not have been considered. Some worthy sentiments were then offered.

® While on RNP M 15 into ASE (Aspen) prior to TRNGL, the RNAV E was activated prematurely causing
a loss of lateral and vertical navigation while descending into terrain. This was unanticipated, and my
first thought was to execute a discontinue procedure, so I reached up to disarm the approach - which
was already not active anymore. There was a moment where I struggled to decide what to do, as every
discontinue procedure I had briefed had lateral guidance still existing in the FMS. I spent some time
processing the situation, then executed a missed approach by pressing the takeoff/go-around (TO/GA)
button, calling flaps 2 and gear up. Since we were prior to the FAF we then set a higher altitude and
used Heading Mode to roughly follow the runway track while climbing at Vac [Approach Climb Speed],
utilized Enhanced Ground Proximity Warning System on Primary Flight Display to avoid terrain, and
then we began a right turnout to the missed approach holding point. We tried to reload the approach
for lateral and vertical guidance, but due to time constraints, were unable to do so safely. Our lowest
altitude was above the DA, and we were not aligned with the runway to safely begin the balked landing
procedure. We returned to Center and received vectors to the IAF and repeated the approach with no
further issues. Cause: Late night, long duty day, closed Tower, and a complicated approach procedure.
Suggestions: While it is probably unlikely to avoid this situation in the future, reinforcing the importance
of briefing when the RNAV E is supposed to be activated would help to mitigate this in the future. Also,
training reloading of the approach and sequencing the next point could be useful to allowing for a
smoother go-around/missed approach. Finally, briefing discontinue procedures with no lateral guidance
would help if there isn't enough time to reload the approach safely to have a plan in place in the event
of loss of lateral navigational guidance.



Part 121 - The Landing

This air carrier MD-11 First Officer experienced an unexpected threat during the landing that
exemplifies the wisdom of expecting the unexpected at any time.

m Arriving in ZZZ, an automated ACARS message requested an autoland be performed for aircraft
currency. We attempted to perform an autoland to Runway XXL from an ILS approach. The approach
was stable, configured, and the FMA (Flight Mode Annunciator) indicated DUAL LAND. Weather
conditions were well within the autoland limitations, and there were no deferred maintenance items
that could have limited the performance of the autopilot. At the appropriate points on the approach,
the FCC (Flight Control Computer) commanded ALIGN, FLARE, and RETARD. At an altitude of
approximately 30 to 20 feet, the autopilot pitched up as if to flare, but before the main wheels touched
down the autopilot abruptly pitched down several degrees as if it were de-rotating. The autopilot then
disconnected without command. I assumed manual control, but the aircraft touched down firmly on
the runway and bounced. We both called, “GO AROUND.” I advanced the throttles, held the pitch, and
pressed the TO/GA switch. We recovered the airplane using the bounced landing procedure taught to
us in training and then using the go-around procedure. We returned for another approach and manual
landing to the same runway. The Captain entered the failed performance of the airplane to perform an
autoland in the logbook as well as to describe the firmness of the touchdown. Both we and Maintenance
verified visually that we avoided damaging the aircraft or scraping the tail before we left the airplane.
I do not believe any limitations were exceeded, but want to include this report to add to the value of
the program and for safety awareness. I was surprised how quickly the situation turned from stable to
unstable and hope this report will help express the need to stay vigilant and be ready for the unexpected.
One item of importance is that Tower and:--Approach made an inquiry about the cause of the go-
around. I realize they have a job to report the go-around, and to their credit, they didn't immediately
jump in to start asking questions of us. But, because the cockpit becomes very busy during a go-
around and distractions are a real threat, the only good time to ask that question is by the Ground
Controller after we are safely on the ground when the crew can collect their thoughts on the matter
together with open discussion. The Ground Controller can disseminate it to all interested parties.
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