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X|Aloll 2SEAH Sthshof gk

Foff zhed =l &27| M A 2 A|Ado| Alsts Adgistct Abshof X A| g X|

2t ZAIZF silE 2XM el XA 2 d

gtk X|A|Z}F “Contact Tower”0| ™, Toweroll WAlS st2t= 2ol HCt o|mf, “Contact Tower”
£ JOZ el o™, oM ez ZEFEu L

ol & 50|, =B A2 Al&HoM “Respond positively’2t= X[A|Z7F LIR0 HEEA|
CHaioF stod, o &0l Unable, Negative & F& HEv HF2l 2IAIZ SOistH X|Alof SHX|

= HE=2
ZE wal Al g Hof Station(&371, 2A 7| 2)S 22{ofF gk

Atigto]l X wWAlS i1 oo Stists ZA el 4, udl
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“E e Ak o Al]
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(@) AHgho|Lt XAl Lt2 W82 2aY uet ols A9, Al x| x| o= cigol
2 % uBUch AETE XAIS olshsln, LIRS MG ChEm BP0 CiESIAIY| o)
=k,

o £ &0, ATC7t “YOU'E X|&gt HE2, MEsHH “ME'E HHFo] tHEsoF & ch

(b) & 2| X|A|ZF "contact Ground control and explain your situation.”2t™, ‘contact’S i
1 "Ground"2t1l XM EHMA~E TESH T 0lst CiEO| o|o{Xof sk, LMOHH ZHA|
AZF "contact Ground on 121.4"2t1 F}em™ =F A= ofo st =Z2 "Contact
Ground control 121.4"2t1 &4 Cf,

(c) PITA : M&5t 2l=8 A wilagtollM “HiwA =kt

O| 72 MekstAHL thest st A2 HIZASHA 2

e 9|
SHCL Al dEollMets datet 80 ALEal EAlE A&

=

“AlX| H|HM= EZobd
=

FL150 < 15,000ft, 1,500ft

twelve thousnd ft <> one thousand two hundred. <> twenty thousand <>twenteen
thousand (1,200 & &= O|o}7|st= ChFSH AlE)

fifity < fifteen(50 vs 15) miles

Turn right heading 150 <> Heading 150 (ommitting the direction of turn)
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(2) A& [ X[A] [ M W HFEE PAHHMo=z HESHA eX|stn Jct=E 2HIF HWES
A Ez{iLi= EiHo| dizba st = el ot

(A2 At of Al]
(a) HHS|m At 1)

- | Atel AbEr CHA ol CHaHAM =FJ AL 2EMAM ZHESIEI= ZZol| s, “oftF & 3
Ct O 2E 2 cf 45 o v2ts O f2 Aol g E'HE, des 7
HMHM2=Z olsistdcte 2HE EHUWAl £t FAHAH AMEZ o|lslistX| ZIct= AS
=71X &Z7] M YA dAzS sustes ©HH, =2 §F JHX| HEHES 7|s5t01 02
X & Zof tHd|stY| s Moz UHisiAlZl HH S22 25 4™ AtR7F "ot

(b) EH 3| u| M= 2)
“Say again | don’t understand you.”x & Exofl st thet CHal 2xd XM E ZSAct
ot st= 4, Aol theh AZ0| M5 gle ol talMe d™ AtRIE U ch

(c) EH3lm 2bgk 3)

“Confirm taxi via alpha, then bravo?”M 3 & W82 FAHHSZE AdgstHAM £ 2ot
2 L2 2o thsto Eeolst= A2, O Mol Aol uetM 4520 sHEste M-S
uhs o ASFUHCH o2y, & WES wtE glo] M5 cf SEstHA et 20| confim
22 IctH 553 JtsEdChL

(d) EH3slm abgt 4)

‘| have never experienced, so | don’t know how to handle this situation”2} Ztol, of&l st
Mol2tA, ot& 2Eei& Aol UM 2ol UM EEZAELI_ St 4o, 22
o pHE px|HEel AEts ogstHA o ofst ZAEo| gict Sfof SHEE S =z
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Mg At of Al]

(@) A &=M=2 ESSH| M engine “damaged” tHAloll “injured”, “sick” 2l st= &
? & 03 MEo| AP = B &S A
- o3 ddolA =7 ofMstHets F2| glo| olsi7t 7IsstH 457, 2o|lE HFAIZ
X[ 7F ActH 3F™ olste] Ma4E WA FuCh

(b) MA MEOAM EFZFEOHO| Us 2F ZEZeAlel wirlo] EM FE2HMol Y
Ct malabgto Aol LA AtE2 QUX|SHA] Rste 2HA 2LF WM4IJtsdol EM
St

iy

o & =0, | wanna, we would like to, | need to ECl= “request ~"2 & Alsts A
=afi ok Bt

— (SA|IXF E$) There is a CB area in front of us, we want to deviate 10 mile left
side of the track. — (HZ F ) Request offset 10 mile left of the track due to CB (or
to avoid CB).

— (SAIXF Z#) we (BEH22F) encountering heavy turbulence because of that, we
needed(<-&# 27F) to climb to FL330. — (A2 &) Request climb to FL330 due to
turbulence.




(2 24 277 “=3" JA0lE, 2o] ejFo| geH 2eIls SE4E e + UFHCh
O 20| BY 287 AMEtE, olsiE JhsE AR, HHEMO|X| e UM Mp
we ARE have a declare emergency , we ARE call =, we ARE have a =

- we MAKING go around due to localizer signal fluctuatlon
@ WAMOHE HMelsties, AZE B2 HEE FAHAIR2 HE OfF[2 JIX|12 2|o|
7

2l zto| JlsstHets, =zt EZ2Hfragmentary structure)2 Z4& charelu|cf
- The unruly passenger restrained a flight attendant hurt and injured.

(@) 25 =381 a, an, the, —S%% FHEsH gh=xoz AEstE 29, 2 Zot 2oo|
ol

- We approaches finals / Request taxis to the terminals
- We'll the report_the when the established on the localizer.

() S25 M2k ojojy B W oIS SHHOR Msts ¥, 1 2 9ol

K
£l
n
m
82

N

Il

A o X7t WSt ol & gl shet
- We (are) leaving 14000 (for) FL310.

Hold (on) taxiway Delta.

Hold short (of) runway 23.

Request (ILS) runway 34. — Cleared (visual) approach

(3) Xpzh Mg oo UAJE A, 2elol HE & EHEHSOE A AMI e H
#Ho| A, 3| Part 2 Task A2 oOiX[2 & F 3 Task Ce Aol= IUH Al H

_C'>_
Hst Al20| HeXMoz UL
(4) ICAO Z|=ol 2|5t 585832 27| 9504 complex structure® AtE2g F= Jojof
5o, &XMol o3 Al 53 o8I ZHEofof g}

% Complex structurezt ICAO 9835 Appendix BAl 7|==0 UASLICH .



(B A& Zek ofAl]
(a) Request O|ALE:
We need to climb now

- We want to taxi to the terminal
- We would like to divert to the nearest airport.
- Can we go to runway 347
(b) Affirmative / Negative / Unable (to) O|AFS:
- Roger, field in sight.: Rogerzt Affirme 2|o|7} ct&uU Cl.

- We cannot continue taxi.. T&0| 27ts&2 Unable (to)2 E&sHol & Cth

A 2= =Lk =L XIAlol tiet 27Hs #EAl S2f Ao U

“ Confirm/Verify + instruction 2 clearance, information, + (2 2A|

“

intention) or able ~” &2 &Al0| HigtAISH e ghAl

SAtetel MAEGH gol otd == UELCh

- No, request ILS runway 23, | say again, runway 23: No= Negative2t s of &t

(c) PITB SEAl : &t&tolslf M. ofsl=l &tets HIESZ JHY Xetet EHHE ook sl

Unable/ Negative, (instruction/clearance ~), due to (reason), Request (alternative

“ Confirm~? 7 of st &o| 28 A< “Affirm~ 0| HIZH&ISIN, Yes, OK, Roger= 3l

9432 & ZESF FHSA oiwH(ZA H2018-682=)

 ofFZ # ZJO|EFE, ICAO =A
£ 3 st & =elsl 2AlZ HE =gt
O eSo| ofMsiz 2olo] MEo| Jtsstctn meteH ) 28Uts SF UL
[of| Al]
(a) 2= LH30|XT 2eItsSH(evel 422 ECh
- Turn right heading 1500l A "right” ZS0]| light2 =& X2 2 A oo MY Jts
- Cleared RNAV 2t50| <2kzh o| At x| gt ojo| MY Jts.
Lf S A2 etyst g|Edold|, At 2ZollA 3 (tree CHAl three2hs) b 5(fife CH 2
five2 =) YS0| HEZZEL.




w=0| ofasiM siE F=0f ctzA olsfE 7tsdo| Uct T=ME, 455 0|52 4
2 = A2, F|5HA|7| HiEfH T}

(@) 40 mile2 fo-wer zero2tl stH = =d|, forty2tn stct 2+30| fourteenX®E SzICtH
7t 5t Ad™el tatol E = UFHCh 20 two-zero StAIDY | 20|, twenteen2 =2 &
=SotAl= EdI7F JAE L (twelve? twenty?)

(b) Z&0AM can 2t can't= 2lo|7t M| ct2X|gh FHsHH 23St FEE F7] of
Haucoh ® 3%7F E700 o= E 28l JtsMol FUCh “unable”ol 2t ¥ =tEE o
b A&t

(c) windshield& wind shear2 Z&3t7Lt, TCAS RAITEE-CAS AR-AYIE [E|l7|& <ol
o &hZstAlol E225H Ao SIAIMEO| =X 2= 4 s S

(d) request= 3 E0kA S ALE 7| 2o HS22 2lst 282l X7t MEHcCt
LTI B request CHAl require 2| HHOlE ALESHHA HZE SElAH Ef=2l ZHA|
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25| otctl MZStA = A, SEEX MF J%A 24D k= A, oAl 8 #H ICAO 7+
of S¥x0f EAIZ ZF =Lt ICAOS 74 Altimeter 43210 M= decimalol 2 gl
o{, SIDe| wZ2 “ofAolo|C|"7} ot 2} “ME"JAL L sHE AletE=2 Walel e84 e
Mg flet Ae=2 & o H O =el P8 =g Ut

request= S EOA SA& AZE7| 2o HSo=2 olst 26fe] X7t HELChgh W
21 & request CHAl require &2 T E AlBstHAM L3S E2AH ZHO| HESHK 22
4 Et=9o| BH AL & =F A= quelF o] S0l HEstX| 2 F WMol it ol =
7t Mzt HotXl= AE J|dl FAIZ HiEUCH EEAM o= @3 2 UM E
non-native Zte| SlAILE S| AZEZS =0F = dg2 Ut g3 E2oke A= =2l =

SAE Z B ALZE otd Tts4ol ofF FUHCh

H|MA4MAo| st 0= Yt=EAl “MAYDAY, MAYDAY, MAYDAY” ,&2 “PAN PAN,
PAN PAN, PAN PAN”

FHEO UX| %2 A A HAMHOM S0{E ALK Rote 7t BEUCh
H|AMAMEES Molsietl 2sh= ZS “we are declaring emergency’2 2AIAE 2 7hs5HX|BH
=8t at=roll M non-native| declaring emergency= &HCH ZHM ALS| confimE FEsto] 222
gt wAME FIH UhEsH Ele A2 AR JAESHCEE sh=2l2| “declare”, “emergency” 2=
2 Et=Zel A AZE & Hol| 2ol X Rste d9E US 5 AFHCL MA 2E F7H7¢
S22 H|A/R7| Ags JHE Westl MESHA MEstol HZMel x=HE St E



of Mzstxt X|HE 017t “MAYDAY”, “PAN PAN" L Ct.

| eto|2t MZistA|L HESH 0{ AtS HiEHCL

(FAF 8B We are declaring emergency! / declare emergency!
Request priority!!(H] & M 1gl0[)
Emergency! Emergency! Emergency!



% We encounter severe turbulence. because of that, | would like to climb to flight level 150, if
there is no traffic. So, request climb to FL150.

— Request climb to FL150 due to turbulence.
(A3l A2 MAN HESIA 25| A(simple, clear, concise, direct), AFRE S0l HIEA| GIE¢)

@ 2bzhof oist 2™ ™l EHAl(unable/ negative)

R AL X[Alo] CHEE R X SEA|
Unable/negative (SHE AFgH  + due to (0l ®/performance...)

St ALSH), alternative intention

(o) ATC : HL123, maintain speed 290 or greater until advice
Pilot : Unable maintain speed 290 knots or greater, due to turbulence,
Request speed 270 or less/Our maximum turbulence penetration speed

is 270 knots

(2) 2HM 7t 2Fst= HIE HAIo| EHHol ZEAIFMAL,

O F 71X olMe @7t xeE= A, ZE W8S Hol EZEAI7oF FHCL

- ZtHAte] XA E “=EHread-back =l

=0{&t2HInquire) : 2| =UoE St @ At 3 HEo| et HBES FEAIANM
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(1) WAl Sof #d s Y 2eit A2 W= YHEA| “correction!”o| 2}
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P REE ST(UHR) RE
%% Providing options on alternative airports was more than adequate and suitable.

o B ‘A Iobol St SHS MBS of LUD MH YAUCIE T 1

M 71 &=(long pausing / silence):
Providing options on (&~~7)// alternative airports was (&£1~7)// more than adequate and
suitable. OFHZX| Zigtol| S0{7talctet Zo| &8 =+ USHCh

@ F™M™st HAIHZ (improper pausing with hesitation):
Providing options / on / alternative airports was / more than / adequate / and suitable.

® O &(stammering):
P, P, Pro, Providing o. 0. options on alt— alter— alternative airports was mo, mo, mo,
more than adequate an, an, and suitable.

@ F2olo|gt & o(filler):
Uh—- Providing ah— options um- on alternative airports uh—- was uh— more than ah-
adequate and um- um-— suitable.

® WAl Sti= 5% o|ufofl o|Fo{xof it
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ICAO Standard Phraseology

A Quick Reference Guide for
Commercial Air Transport Pilots

Communication error is the biggest causal factor
in both level busts and runway incursions in
Europe. This document aims fo provide
Commercial Air Transport (CAT) pilots and other
pilots flying IFR within controlled airspace with a
quick reference guide to commonly used
radiotelephony (RTF) phrases that may be
encountered during a routine CAT flight in
European Airspace.




Introduction

Communication error is the higgest causal factor in both level busts and runway
incursions in Europe. This document aims to provide Commercial Air Transport
(CAT) pilots and other pilots flying IFR within controlled airspace with a quick
reference guide to commonly used radiotelephony (RTF) phrases that may he
encountered during a routine CAT flight in European Airspace. It also explains
some of the rationale behind the use of certain words and phrases to aid
understanding and reinforce the need for compliance with standard phraseoclogy.

The goal is to improve safety by raising RTF standards.

The need for clear and unambiguous communication between pilots and Air
Traffic Control (ATC) is vital in assisting the safe and expeditious operation of
aircraft. It is important, therefore, that due regard is given to the use of
standard words and phrases and that all involved ensure that they maintain the
highest professional standards when using RTF. This is especially important
when operating within busy sectors with congested frequencies where any time
wasted with verbosity and non-standard, ambiguous phrases could lead to flight
safety incidents.

Phraseology has evolved over time and has been carefully developed to provide
maximum clarity and brevity in communications while ensuring that phrases are
unambiguous. However, while standard phraseclogy is available to cover most
routine situations, not every conceivable scenario will be catered for and RTF
users should be prepared to use plain language when necessary following the
principle of keeping phrases clear and concise.
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Clearance and Taxi
Take-off and Departure
Read-back

Climhb, Cruise and Descent

Approach and Landing
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Emergency Communications

Note:

This document uses RTF examples showing both pilot (denoted by blue italic
text) and ATCO (denoted by grey fext) communication. For example:

Pilot - Metro Ground, Big Jet 345, request taxi

LTS, D

ATC - Big Jet 345, Metro Ground, taxi to holding point A1, hold short of Runway

18



Taxiing - A Safety Critical Activity

BRTF is crucial to the safety of the flight during taxiing. Any mistake that causes
the aircraft to enter a runway in error could be catastrophic.

Taxi Clearance Limit

&ll taxi clearances will contain 2 clearance limit, which is the point at which the
aircraft must stop unless further permission to proceed is given.

Noting Down Taxi Clearances

Complex or lengthy taxi clearances should be noted down by crews.

RTF Taxi Instructions to Departure Runway
Metro Ground, Big Jet 345, request taxi

...... il i PR g | Y &
Metrg =rot 1511 I 11 ifai g

Taxi to halding point C, runway 27, Big Jet 345

Contact Metro Tower 119.2, Big Jet 345

Crossing an Intermediate Runway

If a taxi route involves crossing a runway, whether active or not, specific
clearance to cross that runway is required.

Departure Delay Information

Departure sequence information such as 'number 5 to depart’ or "expect
departure in ..." is NOT a take-off clearance.

RTF Taxiing Across an Intermediate Runway
Metro Ground, Big Jet 345, request taxi

Big Jet 345. Metro Ground. tasi to holding paint A1

Taxi to holding point A1 runway 18, Big Jet 345

When traffic permits

219 Jet 395 Cross runway 1o at Al, @3 o Nalding point . runway

Cross runway 18 at Al, taxi to holding point C, runway 27, Big Jet 345

NB: ATC may request Big Jet to confirm when Runway 18 is vacated



A Conditional Taxi Clearance

Conditional clearances may expedite traffic flow, but there are risks. Read-back
must ke in full and in the same sequence as given. A taxi clearance, shown
below, aliows taxi after anocther action has first taken place ie. the condition of
the clearance, Where there may be ambiguity as to the subject of the condition,
additional details such as livery and/or colour are given to aid identification.

& conditional taxi clearance allows the aircraft to taxi only after ancther action
has taken place. The structure and order of conditionzal clearances is essential to
their safe execution.

Correct read-back of a conditional clearance is vital.

Metro Delivery, Big Jet 345, Stand Bravo 1, Boeing 737 with information Q,
QNH1006, request clearance

Big Jet 345, Metro Delivery, Cleared to Smallville, T1A

Squawk 3456, slot time 1903

Clearaed to Smallviile, T1A, Squawk 3456, Big Jet 345

Big Jet 345, request siart up

Big Jet 345, start up approved, contact Metro Ground

Start up approved, contact Metro Ground 118.750 for taxi instructions, Big Jet
345

Metro Ground, Big Jet 345 Stand B1, request taxi

Big Jet 345, Metro Ground, after the red and white Antonov with the

purple fin, tax to holding point runway 08

After the red and white Antonov with the purple fin, taxi to holding point runway
08, Big Jet 345



*ICAD:

In all cases a conditional clearance shall be given in the following order and
consist of:

1. Identification;
2. The condition

3. The clearance; and

4, Brief reiteration of the condition

Conditional clearance to cross the intermediate runway:

Conditional phrases, such as “behind landing aircraft™ or "after departing
aircraft”, shall not be used for movements affecting the active runway(s), except
when the aircraft or vehicles concerned are seen by the appropriate controller
gnd pilet. The aircraft or vehicle causing the condition in the clearance issued
shall be the first aircraft/vehicle to pass in front eof the other aircraft concerned.

MB: Beware - the ICAQ phrase "behind’ has been misinterpreted as an
instruction to ‘get close to’ the preceding aircraft, leading to serious jet blast
incidents.

After landing Airbus 321, cross Runway 09 at C2 after, Big Jet 345

Then:

L d AT Ll Licl P LR & L k| IR LE=]

Taxi to holding point C1, runway 27, Big Jet 345

Then:

0 | = o P e R T Al & p ey =
ot 345 anta = T =t b |

Cantact Metro Tower 122.625, Big Jet 345



TAKE OFF AND DEPARTURE
‘Take-off’ shall anly be used when issuing a clearance to take-off.
* Do not use phrases such as 'prior to take-off’ or "after take-off’.

= If the controller uses "after departure” or “follow’, this is NOT a clearance to
take-off.

Any instructions to HOLD, HOLD POSITION or HOLD SHORT OF, shall be read
back in full using the appropriate phrase - HOLDING or HOLD SHORT OF,

In the airport environment, the word 'cleared’ shall only be used in connection
with a clearance to take-off or land. To aid clanty, a take-off clearance will
always be issued separately.

RTF Take-off Clearance
Metro Tower, Big Jet 345, approaching holding point €1

Big Jet 345, Metroc Tower, line up runway 7

Lining up runway 27, Big Jet 345

Cleared for take-off, Big Jet 345

Once airborne:

Big Jet 345, contact Metro Radar 124.6

Contact Metro Radar on 124.6, Big Jet 345

Amendment to Departure Clearance

Amendments to departure clearances are known to contribute to runway
incursion incidents.

The phraseclogy for amendments to departure clearances where the aircraft is
approaching the runway will begin with *hold position’,



RTF Amendment to Departure Clearance
Metro Tower, Big Jet 345, approaching holding point C1

B Iafb 34T fatrr Tr - lald o 1
Big et 052, Melrt ower; o art |

Hold at C1, Big Jet 345

Big Jet 345, hold position, amendment to clearance, T3F dapartu

- 18

5000 Fast

Holding, T3F departure, climb to 6000 feet, Big Jet 345

or:

Big Jet 345 held position, after departure climb to altitude 6000 feet

Helding, after departure climb to 6000 feat, Big Jet 345

Conditional Line-Up Clearance
Important points involving the active runway:

= The condition is always given directly after the call-sign and before the
clearance.

=  Conditional clearances must be read back in full and in exactly the same
seguence as given plus a brnef reiteration of the condition.

= The aircraft or vehicle that is the subject of the condition must be visible to
the flight crew and the controller.

= The subject aircraft or vehicle of the condition shall be the next
aircraftfvehicle to pass.

=  The condition must relate to only one movement.

s Always clarify if unsure.

RTF A Conditional Line Up Clearance
Metre Tower, Big Jet 345, approaching holding point C1

B P L fatres Tr - lald 3 1
Big-ie T2y Metrt ower; o at L1

Hold at C1, Big Jet 345

Conditional line up clearance:

0 b AT |

g el 43, behind \anamng 8oemng 737

1d 13 757, ling up runway 27, behind

Behind landing Boeing 757, line up runway 27, behind, Big Jet 345



Cancelling Take-off Clearance

If take-off clearance has to be cancelled before the take-off roll has commenced,
the flight crew shall be instructed to held position, stating reascon.

If it is necessary to cancel take-off clearance after the aircraft has commenced
the take-off roll, the flight crew shall be instructed to stop immediately.

RTF Cancelling Take-off Clearance

Aircraft has not commenced take-off roll:

H jat 345 hold position, Cancel take-oft, T say again cancel take-off due t

ehi n tr ME

Holding, Big Jet 345

Aircraft has commenced take-off roll:

Big Jet 245 ctop immediately Biao let 345 stop imedigtalv)

Stopping, Big Jet 345



READ-BACK

Read-back is vital for ensuring mutual understanding between the pilot and the
controller of the intended plan for that aircraft.

Following correct read-back the flight crew must ensure that they carry out
the correct action. Statistics show that one of the most commoen causes of a
level bust in Europe is correct read-back followed by incorrect action.
Strategies to prevent the above error include neting down the clearance

prior to read-back and ensuring that both flight crew members listen to all
clearances, including taxi clearance. If in doubt check!

Any safety related message or part of message transmitted by voice must
always be read-back.

The Following Shall Always Be Read Back

Taxi instructions

Level instructions

Heading instructions
Speed instructions
Airways/route clearances
Approach clearances
Runway in use

All clearances affecting any runway
SSR operating instructions
Altimeter settings

VDF information

Type of radar service

Transition levels

Frequency changes should always be read-back in full.

Checking the accuracy of a read-back is far easier if the information is read back
in the same order as given. Omissions are more difficult to pick up than incorrect
data.

When a read-back is required ensure it is complete and in the order
given.

Always listen for (and check) ATC confirmation or correction of read-
back.



CLIMB, CRUISE AND DESCENT

Initial Calls

Studies show that an initial call which does not contain all the required
information can lead to a loss of separation. On first contact after departure
include:

=  Call-sign

= SID

=  Current or passing level plus cleared level

The information in the initial call is essential for the safety of the aircraft by
ensuring mutual understanding between the crew and the controller of the
intention for the aircraft.

Omissions will require an additional call for clarification which may lead to
frequency congestion.

On first contact with subsequent frequencias include call-sign (and wake
turbulence category if ‘heavy') and:

= Level , including passing and cleared level if not maintaining the cleared
level

»  Cleared level (if different from current level)
= Speed (if assigned by ATC), and
=  Dther ATC clearances assioned.

RTF Initial call

2y Ln B =

Cleared for take-off, runway 27 Big Jet 345

Once airborne:

Contact Metro Radar 124.6, Big Jet 345

Initial call to radar:
Metro Radar, Big Jet 345, T3F, passing 2300 feet climbing to 6000 feet,



Degrees

Headings ending in zero can easily be confused with flight levels (this confusion
can be avoided by appending the word "degrees’, however this is not an ICAD
requirement or recommendation).

Flight Levels

Flight levels below FL100 are referrad to as two digit numbers e.g. Climb flight
level eight zero to reduce the risk of confusion with a heading instruction eg.
heading zero eight zero.

Flight levels 100, 200 and 300 are often confused for 110, 210 and 310: special
care should be taken when enunciating "zero zero'.

En-Route RTF

RTF En-Route Examples

o e A ractrirtinnc

Big Jet 345, fly heading 260 (degrees), climb to FL 100, no speed restrictions

Fly heading 260 (degrees), climb to FL 100, no speed restrictions, Big Jet 345

Big Jet 345, fly direct BONNY, ciimb to FL 360

Direct BONNY, climb to FL 360, Big Jet 345
Cantact Morthern Control, 132.6, Big Jet 345
Northern Control, Big Jet 345, passing FL240 climbing to FL 360, direct BONNY

Big Jet 345, Northern Control, fly direct CLYD

Direct CLYDE, Big Jet 345



Reduced Vertical Separation Minima

= Flight crew shall report RVSM approved status with "Affirm RVSM' and report
RVSM non-approved with "Negative BVSM' followed by reason.

=  Flight crew denying ATC clearance into RWSM shall state 'Unable RVSM’
followed by the reason, for example 'Unzable RVSM due turbulence’ or
'Unable RVSM due equipment’.

=  Flight crew able to resume RVSM shall use the phrase 'Ready to resume
RWVSM".

= ATC should be informed when a non-RWSM approved State aircraft is
requesting climb into RVSM airspace thus '._Request FL320, Negative RVSM'.

If able, ATC will give the clearance as follows "..Climb to FL 320, Negative
RWSM', Motice that the term "Negative RVSM’ is used in the clearance and the
read-back, thus "'Climb to FL 320, Negative RVSM_.". Otherwise ATC will state
that they are unable to issue the clearance into RVSM airspace.

RTF for TCAS

Once an aircraft departs from its ATC clearance or instruction in compliance with
an RA, or a pilot reports an RA, the controller ceases to be responsible for
providing separation between that aircraft and any other aircraft affected as a
direct conseguence of the manoeuvre induced by the RA.

If an RA is causing departure from the ATC clearance
{Callsign) TCAS RA {pronounced "TEE-CAS-AR-AY").

When returning to assigned clearance
{Callsign) CLEAR OF CONFLICT, RETURNING TO (assigned clearance).

When the assigned ATC clearance has been resumed
{Callsign) CLEAR OF CONFLICT (assigned clearance) RESUMED

When an ATC clearance contradictory to the ACAS RA is received,
the flight crew will follow the RA and inform ATC directly

{Callsign) UNABLE, TCAS RA.



Conditional Clearances

Conditional clearances can be issued eg. in the TMA. "After passing altitude 4000
feet, fly heading...” These must be treated with great care and read back in
exactly the same format in which they are given. If in doubt — check! Writing
down such clearances should help in preventing a conditional clearance being
neglected.

Avoiding Action

Lateral Avoiding Action

o JEL 3%, CHITIO (O 185Catd ) NSl dieELy O re 10U, Ugli. gL L4
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An urgent tone shall be used

RTF for VHF frequencies — Use of Six Digits

Use six digits except where the final twao digits of the freguency are both zero, in
which case only the first four digits need to be transmitted.



Simultaneous or Continuous Transmissions

Direct controller — pilot communication can be adversely affected by
simultaneous or continuocus transmissions, There are times when the controller
is not aware of a blocked transmission, but a pilot is. On hearing a simultaneous
transmission it can be helpful if a pilot informs ATC that the transmission was
BELOCKED.

Transmission blocked, Big Jet 345

To and For

Use of the word to” directly before a climb/descent instruction or change of
heading can be confused as "two’. Such coenfusion is avoided by using the
mandatory words “flight level’ or ‘heading’ immediately before the numbers.

There are also occasions where inappropriate use of the word “for’ can introduce
confusion if it is interpreted as the number *four’.

Wake Vortex Separation Requesis

Do not ask for reduced vortex wake separation; controllers do not have
discretion to grant this.



APPROACH AND LANDING

Pilot-interpreted Approaches (eg ILS) Phraseology

The phrasa "cleared ILS approach runway xx" has, in the past, introduced
some ambiguity whereby pilots have taken this to mean they are cleared to the
altitude/height depicted on the approach chart immediately prior to the final
approach fix. This should not be assumed; normally clearances to descend at
this point will be given distinctly.

Other phrases that are commonly in use include:

BAS/SBAS/MLS approach course)

[y]
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RTF Radar Vectors from the HOLD towards the ILS

Metro Approach, Big Jet 345, Boeing 737 with infarmation P, Holding MAYFIELD
descending FL 80

Big Jet 345, Metro Approach, now information Q, new QNH 998
QNH 998, Big Jet 345
g Jet 343, leave MAYFIELD, heading 120 descend to 6000 feet, QNH 99

wom

Heading 120, descend to 6000 feet, QNH 998, speed 210 knots, Big Jet 345

o ] I T SRS P o A L AP P = L ey
Big Jat 345, turn right heading 180, speed 180 knots, vectonng ILS runway 27

Right

Right heading 180, speed 180 knots, Big Jet 345

RTF —-ILS continued:

Big Jet 345, turn right heading 240, descend to 2000 feet, report established

leCalisar runway rgnt

T O

Right heading 240, descend to 3000 feet, report established localiser runway 27
Right, Big Jet 345

Big Jet 345, established localiser

om T = = e el [ e Sk e T w1
Brg Jat 345, cleared ILS approach runway 27 Right,

Cleared ILS approach runway 27 right, Big Jef 345

Or in busy RTF situations:

ig Jet 3453, turn right heading 240 degrees, cleared ILS approz

ight, maintain 3000, until glide-path interception

T m



Turning right heading 240, cleared ILS spproach runway 27 Right, maintain
3000 ft until glide-path runway 27 right

Continue Approach

If the runway is cbstructed when the aircraft reports “final’, but it is expected to
be available in good time for the aircraft to make a safe landing, the controller
will delay landing clearance by issuing an instruction to ‘continue approach’. The
contrelter may explain why the landing clearance has been delayed. An
instruction to ‘continue’ is NOT a clearance to land,

RTF Continue Approach
Metro Tawer, Big Jet 345, final runway 27 Right

Big Jet 345, continue spproach

Continue approach, Big Jet 345

T L y A S g | - - L 1]

Cleared to land runway 27 Right, Big Jet 345

The Go-Around

Instructions to carry out a missed approach may be given to avert an unsafe

situation. When a missed approach is initiated cockpit workload is inevitably

high.

s Any transmissions to aircraft going around shall be briaef and keptto a
minimum.

= In the event of a missed approach being initiated by the pilot, the phrase
‘going around’ should be used.

RTF the Go-Around

Controller Initiated:

Biag Job TG
4 FEL I

Going around, Big Jet 345

Pilot initiated:
Big Jet 345, going around

ciital
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EMERGENCY COMMUNICATIONS

RTF Emergency Communications

As soon as there is any doubt as to the safe conduct of a flicht, immediately
request assistance from ATC. Flight crews should declare the situation early; it
can always be cancelled.

= A distress call (situzation where the aircraft reguires immediate assistance) is
preficed: MAYDAY, MAYDAY., MAYDAY.

= An urgency message (situation not requiring immediate assistance) is
prefized:
PAN-PAN, PAN-PAN, PAN-PAN.

= Mzke the initial call on the frequency in use, but if that is not possibie
squawk 7700 and call on 121.5.

=  The distress/urgency message shall contain (at least) the name of the
station addressed, the call-sign, nature of the emergency, fuel endurance
and persons on board; and any supporting information such as position,
level, (descending), speed and heading, and pilot’s intentions.

RTF Emergency Communications

MAYDAY, MAYDAY, MAYDAY, Metro Control, Big Jet 345, main electric failure,
request immediate landing at Metro, position 35 miles north west of Metro,
heading 120 flight level 80 descending, 150 persons on board, endurance three
hours

Ora 1ok FACT ODan 1 R ALY A 3 P B A e LGl
31q Jet 345 Roger the M 1 £ T

Big Jet 345 request runway 09

Big Jet 345, roger, turn right heading 140 for radar vectoring runwa

Big Jet 345, heading 140, descend to 3000 feet QNH 995 , report established
localiser runway 09

Fuel Reserves Appreaching Minimum

‘Fuel Emergency’ or “fuel priority” are not recognised terms. Flight crews
short of fuel must declare a PAN or MAYDAY to be sure of being given the
appropriate priority.



Radio Failure

Over recent years the number of reported radic failure incidents has increased
considerably. With the heightened awareness in airborne security, ATC's inability
to contact an aircraft experiencing a radic failure could lead to that aircraft’s
interception by military aircraft.

Pilots should familiarise themselves with loss of communications procedures
and/or sleeping receiver procedures, including the use of 121.5 MHz.

Operators should ensure that ATC Units have readily available 24 hour contact
details of company flight operations control.



Standard Phraseology® %3] Xi&

=X: IATA
https://www.iata.org/whatwedo/safety/runway-safety/Documents/Phraseology-Report-ed-1-2011.pdf
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SID/STAR Phraseology

M SID/STAR PhraseologyZ2 AI23sIH Tt D E AR 3AZF 21 ZExjHoz 2F &
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ol0jS0| SO{LIBIA BME|QICE AINOR, 3 IE A AL} HFAI SID/STAR 222 0f
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Failure Effects
HEFEORHEZ ALESHK| oW 26, oJAtAEo| 2715, 2= ot Z2|7F &4 E = UrCk

Related Accidents and Incidents

- C525 / B773, vicinity London City UK, 2009

On 27 July 2009, a Cessna 525 departing from London City failed to comply with the
initial 3000 ft QNH SID Stop altitude and at 4000 ft QNH in day VMC came into
close proximity on an almost reciprocal heading with a Boeing 777-300ER. Actual
minimum separation was approximately 0.5nm laterally and estimated at between 100
ft and 200 ft vertically.
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The investigation found that "Had the revised ICAO (SID R/T phraseology) procedures
been adopted by the UK, it is likely that this incident would have been prevented
because (the Cessna) would have leveled off at 3000 ft regardless of its cleared
altitude.”

e Vehicle / PAY4, Perth Western Australia, 2012

Whilst a light aircraft was lined up for departure, a vehicle made an incorrect
assumption about the nature of an ambiguously-phrased ATC TWR instruction and
proceeded to enter the same runway. There was no actual risk of conflict since,
although LVP were still in force after earlier fog, the TWR controller was able to see
the vehicle incursion and therefore withhold the imminent take off clearance.

The subsequent Investigation noted that it was imperative that clearance read backs
about which there is doubt are not made speculatively in the expectation that they
will elicit confirmation or correction.

yeUg Ha

EEA EE @3 DS DAL 0Lt QRS YOI B EE ULHO BHO| YT S
SAt] 54%7F ZEALE ZEAZE AFSSHE A £k AurHOl B0 o8 WEE 980 WS
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(0]: "cleared 2, 7,000"2 2 O|S}|E|= "cleared to 7000")°| &A=& 7| @0l0Z X|EE|RULCE

(3) 1 FZxO|l AL, TOQI TWO, FOR2}t FOURS| AtEE2 1k 28
9l
“change one twenty five five": is that 120.556 or 125.5

(4) FOo| E7} 18,00091 AL, ‘“cleared to ten thousand" £ A3l  "cleared two-ten
thousand". = s{Me = QUC} M2t DEE AFEY O "to"2ls T E AFESt= A2 i<
SN2t g 4 9Uck

L)O| AtEE[= X|YOAE=, "TO 2= EHO{QF &/A| FLO| &[0z o] & = U
o: M=ztst 7ZtA0| "cleared to ten" & [ "cleared 210".22 Q9= %= QIC}

5 7| HZEL| 4% "Heading" LAl "TO"E ALESIH 1x HE 37tz =53 €2Z =+ U0
(0: "heading zero five zero” L4l “turn TO zero five zero” 0| climb/descend to flight level

0508}= &{7t2 QOQIE 2~ QILC}).

(6) SID 8! STARE At&8% M £= I 1k HNoHo| M0 tiet F2do| 20 E.

(7) 2EE3 AE | HFER} OHE XM QUCE DHUSO|LE XA EHMSHAHLE HEE 258 7
2E MESIH 4 2FLQ} Q6o 0| F7HY = ULt
" Similar FIt numbers on different airlines

= Usage of native language with all domestic traffic
= |n various USA airports, mostly JFK.... "clear to go" is a horrible example

= Misunderstanding of clearance onto an active runway. Threat of being on an active
runway with traffic on short final.

= |arge US airports, particularly those above (KORD, etc), controllers talk too fast, so
you can't quite get all the clearance, but you don't want to ask for a readback
because they are so busy. Area of most trouble is with ground control, then tower.
It gets progressively better as you go to terminal, then center.

= Headings can be mistaken for levels and visa versa.
= Multiple call signs very similar

= Misunderstanding between taxi clearance and line up clearance. Misunderstanding
leading to stay at initial level

= Misunderstanding, potential loss of separation

= Speaking fast with strong aggressive accent in a non std ICAO and speaking
another language with local operator

= Non-standard phraseoloqgy, improve threat in control-transfers
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= |s aircraft cleared to line up with preceding aircraft still holding at threshold
= Line up and wait / hold
= Specific SID crossing altitude deletions

= [ine up clearance or rwy crossing clearance with rwy hold short red light
iluminated. 2.- tight turns into ILS, increasing the chances of interfering into a
parallel approach

@) A= 0|F A JHH2=2 Heohr| 20 dgs 8 = A2z oEACL 25|29 Cf
2 HIA THA0 it S8t 57t O AbF FEs UL HestE Ao A8 gEE e
A0| ojHel 2 g0of gt At RE 245 MAsts YR I0| =HQl=lCh

(9) QHEeh 2o Cigh Mt FEXto| oot M2 ofE W& BHAR ZFAF 252 oo &
o £ L Z3HEA A8 &+ 1, ¢ 43k =
2EX OloiotH =FAe| 2ol S/Es s 2LF7T

(10) OH ZALO|M Z=FALZF 2ot ATC 3{7te| HmE O{&el & 7iX| o= Ct=2t &Lt

= Confusion over clearance - present position direct to, or cleared via filed flight
plan routing

= [ong clearances "hdg ...+ spd ...+ climb/descend to ...+ clear for ...+ change to
frequency ..." very hard to remember all

= (Can cause confusion as to whether a hdg or FL

= "Clear Direct Heading to XXX", which creates confusion whether ATC wants us
to track DIRECT to XXX or maintain a specific HEADING. Another regular ATC
CLEARANCE: "Climb To Five Thousand”, which could easily be interpreted as
"Climb TWO Five Thousand"!

= Pushback and taxi clearances using very confusing terms and gate hold
procedures that amount to frustration and the occasional bout of rage among
pilots, especially if they're from another area.

= |[f there is no arrival procedure, there is often a very confusing decent clearance.
Example; "at 50 miles from xxx, descend to xxxx ft." Also, there are so many
transitions on departures, it can be difficult to understand departure clearances
due to English not being the mother language.

= When being cleared for take-off for an RNAV departure there are times when
the phrase “clear for takeoff’ creates confusion for some because most airports
with Rnav departures use “clear for takeoff and state the Rnav departure” . |
like to see all CLEARANCEs to include the Rnav departure.
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(11)

When assigning a speed, sometimes we hear a CLEARANCE like this: "Reduce
speed to two two zero knots". Perhaps it would be better to use "Reduce two
two zero knots" or "Reduce to two twenty knots", since using "to (target)" can
get confusing. Same thing happens with headings and altitudes with potentially
dangerous outcomings.

X ggx & ATC 5710 atet X8 W82 ChZah 2ot

ICAO procedures should push for all airports to provide clearances before
pushing, to allow pilots time to study and discuss the clearance before operating
the aircraft. Receiving clearances during taxi requires pilots to program their
FMS's at that time, distracting them from their taxi operation.

India, Sri Lanka and other countries where the route clearance is given during
taxi out or just prior to reaching the departure runway.

ATC clearance given to pilot while taxing

Taxi instructions whilst still at speed on landing roll. A repeated ATC clearance is
always spoken faster than the first time whereas it should be slower

NASFE HY SR AW Fo7t TR YR Hot7t &2 HY DHAo|ch oIt
82 £017] Sl N4BF 5 Y 2 HAYS A2 FXYO2M AT 9
of CHet =S Y TaIL UCH ATCE, THSSHE, B2 87t SO oM E THsohe o
o 9N sl FO[of BiCt

ML 2E s EAAZE RIRE €27 EAL 2EAHQ A0 A= AF 2

ETAL = EHAZE AHEDE
!

» Non-standard phraseology:

Use of phrase "down/up to 80" instead of "climb/descend flight level 80"

USA: total lack of standardisation, eg "change one twenty five five": is that 120.55
or 125.5

Variations on "line up and wait" Variations on altitude phraseology

On the ground the ATC says « follow the traffic ahead of you » this created a
runway incursion...

Some ATC agencies in the MENA region will clear the flight from position "XXX
YYY", meaning via the published/planned route, while other nearby agencies will
use the same terminology to mean direct between the stated points.

Cleared from XXX, YYY : direct? flight planed route
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The term "Shuttle Climb" is referenced in CYVR(%/7 1) missed approach
procedures. This is neither defined in Jepps nor understood by FAA

Certified pilots. It is an ambiguous direction that is more often misidentified as a
"Max Rate Climb" rather than a “climb at holding speed’.

ATC USA: Rwy full length available

When given direct routing, we hear "fly to", "got to", "procede to". There should
be only one wording: "direct to" (Boeing and Airbus use this on their FMS).

SID’S/STAR’S:

SIDs and STARs require airplane to comply with all altitude restrictions, either
climbing or descending, unless the ATC specifically cancel the restrictions at a
specific intersection, and when doing so, sometimes the ATC asks pilots why they
are levelling instead of continue the climb or descent;

Altitude restrictions in SID STAR

High workload after airborne with a SID change and altitudes giving in meters
There is no consensus whether altitude restrictions on SIDs and STARs are
deleted or still applicable if assigned another altitude, i.e., certain countries this
applies but in rest of world this does not. Lack of standard phraseology to
indicate whether altitude restrictions are deleted or not;

The inconsistent procedure for clearance to climb/descend on SID's and STAR's is
a source of confusion and requires additional communication for clarification. This
uses often scarce communication time;

In country XXXXX crossing altitude restrictions still apply even when off route. You
are still required to adhere to the restriction now passing abeam that position at
the specified altitude. This only applies to country XXXX;

When approaching on a STAR radar service clears you "Direct to a waypoint”
sometimes they mean cancel the star and fly direct other times they mean fly the
STAR and continue to that waypoint. | think the word Direct is not properly used.

Words/Number pronunciation:

The use of the words “TO” and “TWQO”, and “FOR” and “FOUR”

It was recommended that the words “altitude” or “flight level” be used in all altitude/level
change clearances.

For example: “Airline XXX climb to altitude five thousand feet”, rather than “Airline XXX climb
to five thousand”, which could be easily misunderstood as “Airline XXX climb two five
thousand.”

Using words as TO, FROM etc... are supposed to be expelled from phraseology.
This is why we have inbound XYZ, XYZ inbound, NEXT etc... in our "word
base";
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ATC often uses the word TO (two?) when issuing descent or climb clearances;
Use the word "To" on an Altitude clearance. Example "Clear to 3 thousand feet".
Am | clear 3000 feet or 23000 feet?

Both ATC and pilots commonly use Climb/Descend TO a FL and omit to use
Climb/Descend TO ALTITUDE xxxx THOUSAND FEET. Also the word 'DEGREES’
is often omitted when assigned a heading of eg 240 (DEGREES)

Descend to (two?) 2000 feet'. Why not say descend 'altitude 2000 feet'?
Frequently used is for example Descent to(Two)three zero zero instead of
descend FL300

The word to and the number two quite often can lead to misunderstandings.

My complaint is ATC not using "Flight Level" or "Altitude" before a climb or
descent clearance and not using the word "Degrees” after a heading instruction.
Even in your example "Climb to (two?) nine zero" Should be "Climb to (two?)
Flight Level nine zero". This removes the possible error/threat.

» The use of language other than English in communication

Foreign crews do not understand French language and that affects situational
awareness

Use of local language for chat and clearances to other aircraft on the frequency
destroys situational awareness

Local language leads to loss of SA by other carriers

Use of Chinese to domestic traffic but English with others. This reduces SA
General misuse of the English language, along with two different languages
being used, depleting Situational Awareness

Reunion/Madagascar. Comms between aircraft and ATC in French. Breaks down
the situational awareness if you do not understand French or any other local
language in the specific region.

Whilst in Canadian (Quebec) airspace the insistence of both pilots and ATC to
speak French. This seriously degrades situational awareness for non-French
speakers.

Use of a foreign tongue to locally based pilots, that if you do not speak means
that you are not completely aware of what is happening around you with regards
to other traffic

Mixture of English and local lanquage

In some countries where native language is used with native flights other than
English reduces situational awareness significantly, especially in busy terminal
areas. In my humble opinion, | think English should always be used due to
safety issues.
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= During one part of the interview, a pilot answered a question that expressed the
sentiment of many pilots. The question was, “When controllers are speaking in
their native language to their own pilots, is that much of an issue for you?” to
which the pilot replied, “I feel out of the loop because | don’t know if the foreign
carrier coming in might be conflicting traffic for me. You kind of know what the
controller’s asking them and what they’re acknowledging. So, everybody’s sort of
on the same sheet of music. | really have no idea what the controller might be
asking the pilot. It makes me a little uneasy; for the most part, | guess they’re
keeping things sorted out, | hope.”

> Speech rate:
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= ATC providing too many instructions within one clearance ie altitude, heading,
airspeed in same clearance. Controllers in general speaking to fast due to high
volume of traffic and working several frequencies at once;

= Controllers usually speak to quickly and with strong accent, that can be
dangerous. Pilots are also afraid of the consequences of an initial
misunderstanding. It’s stressful without perceivable benefits;

= Comms to quick, resulting in say again or confusion.

= Authorized for X or Y approach, and then cleared to a point that is not on that
specific approach. Reading of clearances extremely fast and then having to ask
say again slowly 3 times.

= OE oot #EE EXMe Sod o0le] =V 2 =FJAS0| od =7t EAHASO
wo| Hots B0l ACHE HOIRALE 6712 X0 =otEl #H, 20 = HEZET ICAO 80 E At

|
&2 =2M 150| Ofsistr| ofFA TS ACL
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= My experience is that most controllers in Australia speak too fast and in a slang
that is very difficult to understand. Also they use the "climb TO nine zero". Also in
the USA they often speak too fast and with a very strong accent. It is funny to
see (hear) that most problems arise in so called English speaking countries. Also
India is a big problem as they often seem to think that the faster they speak, the
better they know the language. China and most other Asian countries have
improved tremendously over the past years.

» Multiple Instructions:
Z=FA=2 SO o2 JHel ATC XAE Bfh= M,

= =2 Oloiel 270 o THSCt XX
Ch. S4l2 &0 ZH8st XAIS Z23({0f St 2
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= Sometimes, controllers give too many instructions on a single call;

= [ong streams of instructions with multiple numbers (alt, speed, heading, crossing
alt, etc...);

= When the aircraft is slowing down to taxi speed (around 100 KTS), the tower gives
you all kinds of taxi instructions including crossing a runway. This is not the best
time to overload the first officer. The aircraft is still at high speed and the FO still
has duties to carry. The tower should at least wait until the aircraft is off the
runway or engaged on the taxiway

= Multiple instructions in one clearance...ie heading/alt/speed/turn

= Speaking too fast with multiple instructions.

= Controllers often issue more than 2 instructions in a single transmission.

O WHE AOjX|e eH ol X|AE ol &8 uWe 2HAE 2XM=2 XHE ULt

= Too many instructions/clearances in one transmission

= Too much information in a single message, specially during taxi instructions.
Inflight, speed, headings and altitudes are not given in a standard and logical
way, sometimes in different order. A logical order, speed/hdg/alt, according to most
Boeing MCP display, could help a lot.

= Transmitting instructions that contain multiple elements

= Too many information (ex: more than 3 instructions). Use of slang that might be
difficult to understand for non-native English speaker.

= Rate of speech in many MENA countries combined with the local accent

= Own wordings are often used. In local accent. Plus speed of speech.

= Use of very rapid speech, mostly by atc

= fast mumbled taxi clearances

= Sometimes controllers are so busy that they don't speak clearly in an effort to say
the instructions as quickly as possible.
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Multiple instructions that involve level, speed and conditional clearances, in busy
airspace

—

3 D5 BAALS SY/ME, CIEAT, LMY =o|97|, HH0| Y HES Hof

ATC/Pilot communicates in French which leaves other pilots out of the clue...
Voice in Spanish/French to local operators and therefore identification of possible
threats decreased.

Half of the communication is in French which can result in a loss of awareness.
Lack of English capability in China. Chinese is often spoken by ATC to Chinese
pilots

Use of Spanish/Chinese instead of English

South American and Russian pilots are very hard to understand due pronunciation
and omission of words. Greatest safety hazard though is the incorrect
interpretation of ATC clearances and the failure of ATC to correct erroneous
readback from pilots.

They speak normally in mother language and the English level is very poor.
language of the country such as French Spanish Chinese and Russian spoken on
the radio

Speaking French and lItalian all the time with local Airlines

Rapid speech and use of slang

Common (spoken) language, slang.

Use of slang, idioms, metaphors etc

When either pilots or controllers use slang or heavily-local accent in their
transmissions eg Americans and other native-english speakers. They have
tendency of not using standard phraseology as long as they are using English (in
their local twangs, irrespective), they reckon the rest of the world ought to
understand them.

Use of slang instead of standards (like "see you back in the triple nickel" instead
of "at XXX point, contact NY on frequency 5550")

EIDW: Local "Slang" is often used on the radio and clearances often include
excessive information. LIRQ: Very poor English both spoken and understood by
many controllers. LFPG: Use of French in such a busy airport often causes loss
of situational awareness with regards to other traffic.

Poor command of English is at the root of non-standard phraseology.

Readback

SA=2 TS AXALZE 2| =80 FHE 7|20|X| (=Lt =RCHL EE ZFAZL 2d=sr T
w2 g5t ZAAFZE EXSHK] 2ot dRE UIALEL ZJAIES 2AMLSe| HAE FXISH
|5t ZAX|AZE 2| =640 CHSE =telo] Hesiohl XA RUCE
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= When ATC gives clearance during flight that involves speed, hdg and FL all in the
same sentence followed with break/break. One of the numbers often gets wrong
and there is no read back to verify. Exp. speed 250 hdg 250 level 150
break/break;

= There is no need to do readback, and if you insist to do readback, they don't
correct you if you make a mistake.

=  Sometimes pilot’s or atc don't give the read back and don't correct them.

ICAO Annex 11 para 3.7.3.1 requires “Flight Crew shall read back to the air traffic controller
safety-related parts of ATC clearances and instructions which are transmitted by voice™

ICAO Annex 10 — Volume II and PANS ATM (Doc.4444) provide rules and procedures

for Pilot / Controller communications:

“Para 5.2.1.5.2: Transmissions shall be conducted concisely in a normal conversational tone.
Para 5.2.1.5.3: Speech transmitting technique should be such that the highest possible
intelligibility is incorporated in each transmission. Fulfillment of this aim requires that air
crew and ground personnel should:

a) enunciate each word clearly and distinctly;

b) maintain an even rate of speech not exceeding 100 words per minute. When a
message is transmitted to an aircraft and its contents need to be recorded the speaking

rate should be at a slower rate to allow for

c) the writing process. A slight pause preceding and following numerals makes them
easier to understand;

d) maintain the speaking volume at a constant level;”

> Transition altitude \ transition flight level

U xS FH 07 YOl met WitE M@ NS JHNCH MAHOE ME DEs 3000004
18000 LEMX| Cg 4 00|, Yo F7ks Y D=2 WY + Yk Ol BRML Hel
o DEE KFS| Yo % ChA O|E7IE ABSHE I MA YR XIolM QFEE J|uroz of
£ 50|18 Ar83HE Holct

we A4 B Wehs MY DEL MO|DES ST U Aot DEA MF EE QAR



‘attention getter'S 7}X|11 QUOO, O|= H| 22| A|AEI(FMS)Q| H|O|E{H|O|A0 =24 |
ZEMNZL =8 = UCL ALt O] A HEde2 FY XA TO| 1= FMS OO EfH| O] 20
Z2OY gL £502 MUE DE Ao RH SUKE Of|3tC}
= Transition altitude/flight level should be more consistent worldwide;
= The low transition altitude causes high workload down low, also opens up the 110
/ 100 problem. Why not lift the transition altitude to 10,000 feet and level to
FL110 in all countries where it is currently below 10,000 feet;
» Transition altitude is different in every country. Why can't there be a worldwide

standard altitude where this happens.

» Cleared for the approach

QAE XEAEE S@37|7F WS A2 HEXIF A|EE|= DEHC A Y M “cleared for the XYZ
approach” & [f 22{E HAIRCL O ZR0|= O] 5{7t7} &37|7F &7t=l M2 DEHX| staded
= USE LIEIWE BtH, CHE S0 = &37|7t &322  intercept SHAHLE FI7t 844 {747t
FO{E MR X D= E FX|sHoF oCL 2HS| ™ MAO Z2H LE-g0o| 20 U0 SFEE
=0| 7IE HHE = U= HHTAONM AE XEDIHC]

= ATC give specific descent altitudes in the approach phase. These are frequently
not in accordance with the approach plate minima (higher) which is acceptable but
then they clear you for the approach. In order to complete the approach further
descent is now required. This frequently leads to ambiguity as to which altitude is
acceptable to ATC. | believe that clear for the approach means clear to complete
the approach in accordance with the procedure and using the stated altitudes. This
is however often unclear and leads to additional RT to clarify and sometimes
delay in descending which can lead to stability issues especially during NPA.

= Glide intercept altitude is 4000ft. Pilot have clearance to follow STAR (STAR MEA
is 5000 then 4000) and have clearance for ILS approach with last cleared altitude
8000ft. May pilot initiate further descent according to STAR and intercept glide
from 4000ft or he must be at 8000 ft? Does ATC must emphasize to descent
according to STAR?

= At 6000ft on approach, "start descend for (!) thousand feet"

Metric Altitude

>

ZEMNE2 DS LIEILZ] /5l feet CHLl metersE H|EZ2Z AESts A2 fIdE S7HAZLE
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= A major threat that increases cockpit workload significantly is the use of METRIC
altitudes when climbing and descending (as opposed to during cruise) especially at
QFE airports where a conversion needs to be done between QFE Meters by ATC
to QNH Feet for Aircraft systems;

= | would prefer altitude clearances to include the word "altitude", e.g. "descend to
altitude 9,000 feet". SID clearances to altitudes above published SID constraints
would be clearer if they included the word "unrestricted". The problems caused by
use of metric Flight Levels are mitigated in my company by robust standard
operating procedures and the use of a metric conversion card. However, FLs in
China involve a metric level, but ATC frequently require a rate of climb / descent
in feet per minute. Mixing two measurement units is not ideal.

= On very busy and difficult to understand frequency we were cleared to descend to
FL 9800 meters using more than 2000 fpom rate of descent. Mixing units in a
same clearance is common occurrence.

> Altitude/Speed Constraints

SHEENA S=4 1 Hoto] FOZICHH, £ HI™MO| IS W a2t X etol
oHX| b BESHX|= EOh FeEet AtF 247 E0f HR0 O B2 28dS Zdiste, FF 0[O
HHEO YRS ISt
= |t is common when getting speed restriction that it is not clear if the restriction is
still valid when transferred to a new controller;
= Speed restrictions on arrivals also remain a source of confusion among controllers
despite the guidance the AIM provides (example: Airline ABC, max forward speed
when at 12000 feet with a cross fix xxxxx @ 210 kts 10 miles ahead. Does that
void the STAR speed restriction? It's not an expect, its a cross "at"; but ATC just
said max forward. Had they said, max forward speed and void the speed
restriction at XXXXX, that would be clear, or max forward speed but cross XXXXX
at 210 kts, that would be clear; but they rarely do this, and then confusion
reigns.)

» Taxiing over a red stop bar
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= There is a tendency for ATC to clear aircraft to taxi through red stop bar lights
onto active runway. If ATC doesn't get a read back because of frequency
congestion they will get into a lengthy discussion with the specific aircraft crew
about their lack of response when in fact no one can hear the clearance due to
multiple transmissions at the same time (ATC and other aircraft);

= At a certain airport, the red stop bars at the holding point rwy 33L cannot be
switched off therefore pilots have to cross a red stop bar all the times. This
practise is very dangerous and has already been reported many times but so far
with no effect.

= Clearance to Take off or to cross an active runway with a red stop bar still
illuminated (no LVP in force)

= Approaching a Red "stop" bar whilst taxiing, a request to cross is made, and
the aircraft cleared. But the bar remains red. The runway is active. A further
request is made... "cross the red" will normally be the response... But not
always. Gets confusing, especially whilst crossing an active runway.

= Notam and ATIS: Stop bars are ON for maintenance, some understand that they
can cross when cleared to lineup for example

= ATC clearing you to cross a runway with stop bars (red) on, and instructing you
to disregard the lights.

= Not using line up and wait behind clearance, also lots of airports do not
exercise the Red stop bars and are left on when cleared to line up due to
laziness of tower staff.

= Cleared to cross the runway hold short red lights (this is very frequent) some
airlines reply that by their sop they are not allowed to cross any red bar. This
seems to be the only way for them to switch those lights off when receiving
clearance for line up or to cross an active runway.

= When ATC give clearances to be execute after a while, like "clear to cross after
the ACFT on 3 nm final". They always forget the stop bars and we have to ask
them again.

The following information extracted from ICAO Doc 9870 AN/463 Manual on the

Prevention of Runway Incursions First Edition 2007"

“10. STOP BARS”

The following extracts from ICAO Standards and Recommended Practices are provided to assist
flight crews in understanding the use and application of stop bars: Annex 2 — Rules of the Air,
Chapter 3: "3.22.73 An aircraft taxing on the maneuvering area shall stop and hold at all
lighted stop bars and may proceed further when the lights are switched off.”

This lack of harmonization with ICAO SARPs degrades global safety, as it may lead to flight
crews crossing illuminated stop bars that are functioning as the last safety barrier.”
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> Route clearance while taxiing

25 = = 5707t FEE gl =2F & g= 40| &ty A0|Ct.
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= ATC Route clearance at some airfields are given during taxi out and more often

than not, as the pilot is lining up with the "takeoff clearance”

= Certain airports in the Caribbean on Int'l flights use clearance delivery and ground

control frequencies for engine start requests and taxi instructions. Then, they wait

to issue the flight's clearance on tower frequency. At certain very busy airports,

this practice seems to divert the tower controllers attention away from the arriving

and departing aircraft in the immediate vicinity of the airports

T4 FYTO| JHE =2 AN ZRFAZL FOUE MUUSHA & = U7 MEO| AHHO Olf
2 2%t 427t OtL|E2tH XJ A= O|F, X= 45 E= &5 § 237|2 A8 ¢ =Lt
> Other Communication Problems

ZIMNER2 O 22E OF 2D EFERE HEAHZS ALEGOF StCtn HEARiCH £35| Hi# AH
oA 2|1 = o|&e| 07t AFEE .

Poor radio discipline throughout leads to congestion/interruptions/repeat instructions
/repeat information/ delayed descent clearances and on and on;

Long airway and taxi clearances were given. No radio discipline. Everyone keeps
blocking each other. This is very specific to certain airspace.

Poor RT discipline is the biggest threats, including the use of dual language. At
CDG, | was nearly involved in a ground collision during pushback when my
pushback clearance was cancelled in favour of another aircraft. The cancellation
was given in French, which neither | nor my colleague understood. Although we
did not acknowledge the cancellation, the other aircraft was cleared to push from
the stand next to us. When | noted both of us moving at the same time
something obviously wasn't right so | told my tug-team to stop pushing until | had
resolved the situation.

There are so many, | could write a book. And a very thick one at that. Its quite
shameful that apparent professionals can have such poor discipline. Eg being told
to cross stopbars, being issued altitude clearance without callsign, being issue
tracking deviations and clearances without callsign, having altitude constraints
ignored without being cancelled, being ignored on the radio when inconvenient to
reply, being continually stepped on by pilots not listening out, being issued non
standard terminology clearances with local words inserted etc etc efc eftc.....
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= We have a problem with pilots reducing speed even though they were given a
specific speed. This does occasionally result in loss of separation with trailing
aircraft. This does often occur on downwind/base/final and with
British/Chinese/Eastern European airlines.

= Some flights do not comply with clearances to reduce or increase speed while are
vectored. They say that they are complying with company rules, and i am not
familiar with company rules. So what should i do?!!

= Different company policies not allowing all of the pilots in the system to fly the
airplanes more standardized. |.E. Lahso, speed on departure and speeds on final

SIDet STAR= ZHH|ALO|A & =X d&S D=0

= | give a climb and maintain clearance to an altitude. This cancels any altitude
restrictions on a SID. Pilots don't climb and ask if they have to comply with the
SID. Busy ATC facilities make up none standard phraseology to avoid these
question and pilots think this is standard.

= (Clearing a commercial airline pilot on departure to an altitude above the restrictions
on a SID and getting a questionable readback on altitude restrictions published on
the SID from the pilot.

= U.S. pilots frequently question whether a new altitude assignment on a SID
automatically cancels the crossing restrictions, taking up valuable frequency time.
Some controllers have resorted to changing their own phraseology to include
“cancel altitude restrictions"” thinking they are helping. It is my belief that by
EDUCATING pilots to understand the correct interpretation of the phraseology we
can eliminate this confusion. Instead, we are using our "own" phraseology, creating
a situation where now we are making pilots think that controllers HAVE to say
“cancel altitude restrictions" in order to cancel them. U.S. air carriers also frequently
“chip” on the arrival sector, thinking they are helping us, offering that they ‘have
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traffic in sight and can follow it," asking for their sequence, wanting to know why
they have to follow slower traffic, etc...again, taking up valuable frequency time.
Especially on arrival sectors, pilots should be more attentive to the frequency and
instructions instead of trying to "assist" controllers by chatting on the frequency.
When an aircraft following SID/STAR and cleared TO some level, pilot should not
ask whether any level or speed restrictions unless i am removing the restrictions,
as it is inbuilt in the system of SID/STAR, when situation arises i can remove the
restrictions and pass it on to the concerned aircraft

Climb now FL100, when SID restriction of 6000". Is that unrestricted/SID cancelled?
After taking off, aircraft call approach. They are initially cleared to climb to FL120. |
re-cleared them to climb FL190. They are supposed to comply with the SID, but
nearly 90% of them say "I understand to climb FL190 UNRESTRICTED" and | just
told them to continue to climb, nothing else
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(Difficulty for some non-native speakers in pronouncing English vowel-based words including
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the phonetic alphabet)
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A& &4# : Skyclip video: ‘Readback-Hearback’ (Eurocontrol)

“For safe air traffic control operations, it is crucial to have effective
pilot-controller communication. The readback - hearback process is a fundamental
part of that. ICAO defines this process as follows:
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‘The receiving station repeats the received message or appropriate part thereof

back to the transmitting station to obtain confirmation of correct reception ’
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Typically, errors occur when the controller does not detect and correct any errors
in the readback with obvious consequences. That's why ICAO states that:
oz, o= WAAE 2= oA @ F7E PAst £sHA] e o TASH] diE
of ICAOE thgat Zo] 425 Holgyct.

1. safety related parts of all messages must always be readback,
D= HARIY oA I BE2 P4 readback E|ofof shal,

2. readback must be complete and clear,
readbacka &4stal HE&sljof o,

3. controllers must keep their transmissions simple and clear.”
TR A4S Tastn Waksls] Slsfof ot

From: Readback Hearback (Skyclip video) Eurocontrol - Skybrary
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https://www.skybrary.aero/index.php/Solutions:SKYclips

« ol @ 2 AFHL ST Ato]EO AU

Stopbars

https://vimeo.com/158630249

Call sign Confusion

https://vimeo.com/184491539

Conditional Clearance

https://vimeo.com/190622166

Sensory lllusions

https://vimeo.com/206621329

Controller Blind Spot

https://vimeo.com/219830012

TCAS - Always follow the RA

https://vimeo.com/231510006

Landing without ATC Clearance

e

https://vimeo.com/236398698

Readback Hearback

https://vimeo.com/252486210
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Speed control for final approach /

Pilot Fatigue

https://vimeo.com/259725834

https://vimeo.com/259725755

TCAS RA High Vertical Rate

[s]o]o]4]

https://vimeo.com/266073075

Startle Effect

https://vimeo.com/266073033

In-Flight Fire

https://vimeo.com/266073033

CPDLC

~ DESCEND FL280

UNADLE
~MSG -
1= 12 ~

https://vimeo.com/290883737

Aim point Selection

https://vimeo.com/290883737

Low Level Go Around

b
Br

B I’

https://vimeo.com/307830594
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Low visibility takeoff

https://vimeo.com/307830450

Immediate departure

https://vimeo.com/315187000

Airside driving

S

https://vimeo.com/318226710

Level busts

https://vimeo.com/315186802

Call sign confusion

[ ‘“.; “ =

) %

A .
https://vimeo.com/164710071

Blocked transmission

https://vimeo.com/164710070

Radio discipline

https://vimeo.com/164710073

Loss of Communication

https://vimeo.com/164710072
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Unstable approach - scenario “The late

change”

https://vimeo.com/164706209

Non-stabilised - non-compliant
approach. Short vectoring and

interception from above.

Ni
COMPLIANT AIR 34

https://vimeo.com/258081265

Unstable approach - scenario
“Thank God it’ s Friday”

https://vimeo.com/164706207

VOLCANIC ASH

https://vimeo.com/164596776

Non-stabilised - non-compliant
approach. Tailwind on final and high
speed.

)+ NON COMPLIANT AIR 38

Terrain : 900 ft

https://vimeo.com/258138368
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Mayday calls
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Operational Issues Human Performance Enhancing Safety Safety Regulations
&
Air Ground Airspace Infringement Wildlife Strike Controlled Flight Into
Communication Terrain
o A A
.3
Fire Smoke & Fumes Ground Operations Airworthiness Level Bust
o o o
Loss of Control Loss of Separation Runway Excursion Runway Incursion
i
NJ .
Wake Vortex Turbulence Weather Emergency and

Contingency

ZFA :https://www.skybrary.aero/index.php/Main_Page#operational-issues

Air Ground Communication

AGC

o

Description “

"The passage of voice and/or data between an aircraft and a ground station

such as air traffic control or aircraft operating agency."
The full article can be read here.

See also the ALLCLEAR? toolkit.

https://www.skybrary.aero/index.php/Category:Air Ground Communication
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Fire Smoke and Fumes

(Redirected from Portal:Fire Smoke and Fumes)

FIRE, SMOKE & FUMES

Description

The effect of fire. smoke or fumes on an aircraft, its passengers and crew can
range from inconsequential to catastrophic depending upon the type and the
severity of the event, crew actions and the degree of their success, and, in the
event of an uncontrollable in-flight fire, the time lapse between discovery of
the fire and an on or off airfield landing. A general overview of the topic is

given in the article " Fire, Smoke and Fumes”.

Within this Category, the hazards associated with Fire, Smoke, & Fumes are
discussed in articles grouped under the following sub-categories of
Operational Fires, Post Crash Fires, Combustion Related Smoke, Non

Combustion Related Fumes and Fire Protection.

Examples of events which involved Fire, Smoke & Fumes can be found in the
article "Accident and Serious Incident Reports: FIRE"

https://www.skybrary.aero/index.php/Portal:Fire Smoke and Fumes

Loss of Control

LOC

Description

On this page you can see all the articles related to the subject of Loss of
Control. While many of the subjects covered within the Category are not in
themselves loss of control issues, the mishandling of those events could very

rapidly result in a loss of control situation.

Loss of control in flight is a major cause of fatal aircraft accidents. Loss of
control usually occurs because the aircraft enters a flight regime which is

outside its normal envelope. The full article can be read here.

https://www.skybrary.aero/index.php/Category:Loss of Control
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Wake Vortex Turbulence

WAKE

Description

All aircraft generate vortices at the wing tips as a consequence of producing

lift. The heavier the aircraft and the slower it is flying, the stronger the vortex.
Among other factors, the size of the vortex is proportional to the span of the

aircraft which generates it.

At low altitudes, vortices generally persist for as long as 80 seconds, but in
very light or calm wind conditions, they can last for up to two and a half
minutes. Once formed, vortices continue to descend until they decay (or reach
the ground). Decay is usually rapid and occurs more quickly in windy
conditions. Cross-winds can carry a vortex away from the flight path of the

aircraft.

https://www.skybrary.aero/index.php/Category:Wake Vortex Turbulence

Ground Operations

GND

Description

Ground Operations involves all aspects of aircraft handling at the airport, as

well as aircraft movement around the aesrodrome except on active runways.
The safety challenges of ground operations are partly associated directly with
those operations; for example, ensuring that aircraft are not involved in
collisions and that the jet efflux from large aircraft does not endanger small
ones. Even more important, ground operations are about preparing aircraft for
departure in such a way that the subsequent flight will be safe; for example,
correct loading of cargo and baggage, sufficient and verified fuel of adequate
guantity and quality and the correct use of ground deicing and anti-icing
facilities, where appropriate.

https://www.skybrary.aero/index.php/Category:Ground_Operations
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Loss of Separation

LOS

Description

Loss of separation between aircraft occurs whenever specified separation

minima are breached. Minimum separation standards for airspace are specified
by ATS authorities, based on ICAQO standards.

Types of Loss of Separation

Loss of separation may be either in a vertical or a horizontal plane, or both.
Loss of separation may ultimately result in a mid air collisien. A Level Bust is
one scenario where a loss of separation occurs, leading potentially to a mid air
collision. Loss of separation from notified airspace is dealt with under
Airspace Infringement. Loss of separation frem the ground is dealt with under
Controlled Flight Into Terrain (CFIT). Loss of separation between aircraft on
the ground is dealt with under Ground Operations and Runway Incursion.

Wake vortex, which may be a consequence of loss of separation between
aircraft on the same track, is covered in the category: Wake Vortex

Turbulence.

https://www.skybrary.aero/index.php/Category:Loss of Separation

Weather

WX

Description

On this page you will find articles on the subject of Weather. The articles are

listed below according to subject area.

If you are a new vistor to this SKYbrary Category, a good starting point is the

entry level article Weather.

You may also be interested in a list of Accidents and Incidents which feature

weather as a factor.

https://www.skybrary.aero/index.php/Portal:Weather
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Wildlife Strike

WS
On this page you will find articles on the subject: Wildlife Strike.

Description

A wildlife strike is a collision between an animal (most often a bird, but
sometimes another species) and a man made vehicle, especially aircraft.
Wildlife strikes constitute a serious hazard to aircraft safety and have caused

a number of fatal accidents.

https://www.skybrary.aero/index.php/Category:Wildlife Strike

Runway Excursion

RE

Definition

]

When the wheels of an aircraft on the runway surface depart the end or the

side of the runway surface.

"A veer off or overrun off the runway surface.” (ICAO)

Description

Runway excursions can occur on takeoff or on landing. They consist of two
types of events:

« Veer-Off: Excursion in which an aircraft departs the side of a runway

« Overrun: Excursion in which an aircraft departs the end of a runway

Overrun on Take Off

A departing aircraft fails to become airborne or successfully reject the take

off before reaching the end of the runway.

Overrun on Landing_

A landing aircraft is unable to stop before the end of the runway is

reached.

Veer Off

An aircraft departs the side of the runway after touchdown on landing or

departs the side of the runway during the take off run.

https://www.skybrary.aero/index.php/Category:Runway Excursion
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Emergency and Contingency

Description

This category contains articles covering various aspects of Emergency and

Contigency. The articles are grouped together under the subcategories:

= Aircraft Emergency & Unusual Situations
* Emergency Response Planning
» ANS Contingency Planning

https://www.skybrary.aero/index.php/Portal:Emergency and Contingency

h s

ALARM

Fi L
LS -

Aircraft Emergency and Unusual Situations

ANS Contingency Planning

The following 43 pages are in this category, out of
43 total.
A

An aircraft without transponder - Guidance for

Controllers
ATC Operations in Weather Avoidance

Scenarios

Bird Strike on Final Approach: Guidance for

Flight Crews
Bird Strike: Guidance for Controllers

Bomb Warning: Guidance for Controllers

Brake Problems: Guidance for Controllers

+  Communication Failure: Guidance for Controllers

Crew Incapacitation: Guidance for Controllers

Direct Emergency Communication

Electrical Problems: Guidance for Controllers

Emergency Communications

+ Emergency Descent: Guidance for Controllers

+ Emergency Descent: Guidance for Flight Crews

Emergency Evacuation on Land

Emergency Turn

Engine Failure: Guidance for Controllers

+  Engine/APU on Fire: Guidance for Controllers

+ Achievement of Contingency Planning

Centralised National Contingency Facilities

+  CFMU in Contingency Operations

Co-located Contingency Facilities

Conflict Free Routing under Contingency

Contingency Planning

. Contingency Planning: Volcanic Ash

Contingency Process

Contingency Strategies

Crisis Management

Degraded Modes of Operation

Delegation of Air Traffic Services
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Fuel Dumping - Guidance for Controllers

Fuel Dumping: Guidance for Flight Crews

Fuel Emergencies: Guidance for Controllers

Guidelines for Dealing with Unusual/Emergency
Situations in ATC

Hydraulic Problems: Guidance for Controllers

Hydraulic Problems: Guidance for Flight Crews

In-Flight Fire: Guidance for Controllers

In-Flight Fire: Guidance for Flight Crews

In-Flight Icing: Guidance for Controllers

Landing Gear Problems: Guidance for

Controllers

Landing Gear Problems: Guidance for Flight

Crews

Loss of Cabin Pressurisation

Medical Emergencies - Guidance for Flight Crew

Mountainous Terrain Escape Routes

Operations in Crude Oil Smoke: Guidance for
Flight Crews

Passenger Medical Emergencies: Guidance for

Controllers

Pilot Incapacitation

Pressurisation Problems: Guidance for

Controllers
Pressurisation Problems: Guidance for Flight

Crews

Radiation Cloud: Guidance for Flight Crews

System Wide Events: Guidance for Controllers

System Wide Events: Guidance for Flight Crews

Unlawful Interference: Guidance for Controllers

VFR Loss of Positional Orientation: Guidance for

Controllers

Volcanic Ash: Guidance for Controllers

Volcanic Ash: Guidance for Flight Crews
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Controlled Flight Into Terrain

CFIT

Description

Controlled Flight into Terrain (CFIT) occurs when an airworthy aircraft under
the complete control of the pilot is inadvertently flown into terrain, water, or

an obstacle. The pilots are generally unaware of the danger until it is too late.

Most CFIT accidents occur in the approach and landing phase of flight and are

often associated with non-precision approaches.

Many CFIT accidents occur because of loss of situational awareness,
particularly in the vertical plane, and many crash sites are on the centreline of
an approach to an airfield. Lack of familiarity with the approach or misreading
of the approach plate are common causal factors, particularly where the
approach features steps down in altitude from the initial approach fix to the

final approach fix.

https://www.skybrary.aero/index.php/Category:Controlled _Flight into Terrain

Level Bust

LB

Description

A level bust occurs when an aircraft fails to fly at the level to which it has

been cleared, regardless of whether actual loss of separation from other
aircraft or the ground results. Level busts are also known as Altitude

Deviations.

Definition

A level bust is defined by EUROCONTROL as: Any unauthorised vertical

deviation of more than 300 feet from an ATC flight clearance.

The full article can be read here

https://www.skybrary.aero/index.php/Category:Level Bust
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Runway Incursion

Description

International Civil Aviation Organisation (ICAO) defines a Runway Incursion as:

“Any occurrence at an aerodrome involving the incorrect presence of an

aircraft vehicle or person on the protected area of a surface designated for

the landing and take off of aircraft”.

A general overview of the topic can be found in the article "Runway Incursion”.

Articles addressing specific aspects of runway incursion are listed below

under the sub-categories Airport Design and Infrastructure, Preventing

Incorrect Presence on Runway, Runway Incursion Safety Nets, and

Organisational Defences Against Runway Incursion.

A comprehensive list of Accidents and Incident Reports on SKYbrary relating to

Runway Incursion can be found in the article "Accident and Serious Incident

Reports: RI"

https://www.skybrary.aero/index.php/Portal:Runway Incursion

W Airport Design and

V¥Preventing Incorrect

Infrastructure

Presence on Runway

VRunway Incursion

Safety Nets

¥Wrong Runway Use
Inappropriate
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https://trainingzone.eurocontrol.int

Aerodrome and Vicinity
{133)

Aircraft (35)

Approach Control Services
[107)

Area Control Services (46)

Coordination between ATS
Units (25)

CPDLC {5)

Emergency or unusual
situation {14}

General (129)

General ATS Surveillance
Service Phraseologies (54}

Ground Crew (7T)

S5%R and ADS-B
Phrazeologies {21)

€

WURCCOH TR

. Say Again?

e

8.33 KHZ CHANNEL SPACING (4)
ACAS RA (4)
ACKNOWLEDGEMENT (3)
AERODROME INFORMATION (16)

AERCDROME TRAFFIC CIRCUIT
8

AFTER LANDING (8)

AFTER TAKE-OFF (8)
ALERTING PHRASEOLOGIES (4)
APPROACH INSTRUCTIONS (29)
APPROVAL REQUEST (6)

AREA CONTROL INSTRUCTIONS
M

CHANGE OF CALL SIGN (2)
CHANGE OF CLEARANCE (4)

COMMUNICATIONS AND LOSS OF
COMMUNICATIONS [5)

CPDLC OPERATIONS (5)
DEPARTURE INSTRUCTIONS (6}
EMERGENCY DESCENT (2)
ESTIMATES AND REVISIONS (7)
EXPECTED APPROACH TIME (4)
GNSS SERVICE STATUS (4)
HOLDING (6]

IDENTIFICATION {11)
INFORMATION TO AIRCRAFT (7)

ISSUANCE OF A CLEARANCE (11)
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Phr ose

3y Datobose

Phrases will appear here when you make a selection.

(aircraft call sign) CLEARED TO.

©

(aircraft call sign) LOW ALTITUDE WARNING,
CHECK YOUR ALTITUDE IMMEDIATELY, QNH IS
{number) [{units)]. [THE MINIMUM FLIGHT ALTITUDE
IS (altitude]].

L)

(aircraft call sign) NOT RELEASED [UNTIL {time or
significant point]].

(aircraft call sign) RELEASED [AT {time}]
[conditions/restrictions].

{aircraft call sign) REQUEST APPROVED [(restriction
if any}].

{aircraft call sign) TERRAIN ALERT, (suggested pilot
action, if possible).

{aircraft call sign) UNABLE [alternative instructions).

(aircraft type) (destination).

© ¢ 0 O © o©

(aircraft type) (position) (level) INFORMATION (ATIS
identification) FOR LANDING.

(aircraft type) REPORTED (descripfion) ICING (or
TURBULENCE]) [IN CLOUD] {area) {time).

L)

{condition) LINE UP (brief reiteration of the
condition)

©

(distance} FROM TOUCHDOWN ALTITUDE (or
HEIGHT) SHOULD BE {numbers and units).

(distance) FROM TOUCHDOWN.
(distance} FROM TOUCHDOWN.

(distance) FROM TOUCHDOWN. ALTITUDE (or
HEIGHT) SHOULD BE (numbers and units).

(manceuvre, SAUAWK or IDENT) OB SERVED.
POSITION (position of aircraft). [[instructions]].

({name of unit) CLEARS (aircraft call sign).

o © © oo ¢

{number} METRES LEFT {or RIGHT) OF TRACK.
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http://english4aviation.pbworks.com/w/page/23998649/problem%20-20%20Listening%20to%20them#Communication

english4aviation

| Pages & Files

(] Wiki

VIEW EDIT

Problems - Listening to them

last edited by (3 Béatrice H, Alves 1 year ago

1, Communication

2. Anormal flight

3. Actual recordings without explanation

. Baggage cart blown near the runway

i, Can't land at Newark

i, Complaining abaut taxilights

iv. Engine fallure after take-off

/. On the importance of reading back taxi instructions after a long flight
vi, Engine fire and Compressor Stall

Undercarriage issues followed by low fuel at JFK
Alitalia with Landing Gear Problems at IFK

Vit

viil,
. Unruly passenger onboard
¥ Leading o a Crash

%, Etiquette

xii, Smaoke in the cockpit
il A tough day at JFK
wiv, Diversion due to cargo fire warning
xv, Air China 981
xvi, Wildlife and ATC
xvil, Medical emergency
xviil, Tell my wife T love her.
xix, Weird approach af IFK
. Abnormal situation (listening exercise)
xxi. Emergency landing at JFK (right main gear not extended)
wxil, Engine fire just before V1
wxill, Speed bird low on fuel in Singapore
xxiv, How important are good readbacks?
wxv, Hypoxia emergency
xxvi, Follow taxi instructions

'@ 1f you are citizen of an European Union member nation, you may not uss this senvice unless you are at least 16 years old,

' Get a fre

m
2

ecied from problem -20 Listening to them

|2} Page history
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AIO|E B#¥: Aviation Listeners

https://www.aviationlisteners.aero/

CATEGORIES START PRACTICING

Tower

you will find UG0S OF Under Tower, you will find 8udios of

€

mr B ® umy

Center SELF Abnormal Situations
Want fo heer warious Center Control Follow the sircraft through the verious When an emergency develops. Crews

ATIS Transcrpt PACK's

Usefu links — Listening comprehension

Lots of podcasts on a great variety of topics, all related to aviation of
course. You can download them and listen to them on you MP3 or

Airplane __Geeks
podcasts

whatever player you have while driving, walking or running.

http://www.airplanegeeks.com/

Aldo’s channel Lots of real recordings with their transcription.
https://www.youtube.com/user/aldo0815

Lots of listening exercises (with worksheets) based on actual recordings in

Aviation .

. all phases of the flight
Listeners https://www.aviationlisteners.aero/
Pilot edge Some audio samples of communication
Fllot_edge https://www.pilotedge.net/pages/example-audio
Aviation 101 https://www.youtube.com/user/MrAviation101
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Was that
10,000 feet 11 miles or
11,000 feet 10 miles?

... deared to
10,000 feet
11 miles west ...
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Content:
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. Rejected Takeoff

Engine Failure / Fire after W1

Engine Limit, Surge, Stall, Severe Damage and Separation
One Engine Inoperative Cruise / Driftdown

One Engine Inoperative Approach

Go-Around and Missed Approach - One Engine Inoperative
Rapid Descent

Ground Proximity Warning System (GPWS) Response
Windshear at Takeoff

= Tt I~ B

ke

Windshear Escape Maneuver

. Windshear in Flight

ki el
b =

. Windshear during Approach

=k
Ll

. FAin Landing Configuration

=k
R

. TAONLY Mode

—
[S5]

. Flap Extension using the Secondary or Alternate System

[=y]

. Pilot Incapacitation

=k
|

. Low Fuel Temperature

=k
[=a]}

. Low Fuel

=y
w

Fuel Jettison

[
o ]

. Tire Failure during or after Takeoff

(]
i

. Command Speed for Landing -- Mon Normal

]
|1

. Bounced Landing Recovery

%)
%]

. Directional Control Problem on Landing Rollout {Slippery Runway with a
Crosswind)

24. Landing on a Flat Nose Wheel Tire
25, Gear Disagree

https://www.theairlinepilots.com/forumarchive/b777/b777nonnormalprocedures.php
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