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INCIDENT

Aircraft Type and Registration: Boe�ng 757-2T7, G-MONE

No & Type of Engines: 2 Rolls-Royce RB2��-535E4-37 turbofan eng�nes

Year of Manufacture: �985

Date & Time (UTC): �7 March 2006 at �945 hrs

Location: On approach to G�braltar A�rport

Type of Flight: Publ�c Transport (Passenger)

Persons on Board: Crew - 8 Passengers - �86

Injuries: Crew - None Passengers - None

Nature of Damage: None

Commander’s Licence: A�rl�ne Transport P�lot’s L�cence

Commander’s Age: 45 years

Commander’s Flying Experience: ��,772 hours (of wh�ch 8,38� were on type)
 Last 90 days - ��2 hours
 Last 28 days -   47 hours

Information Source: AAIB F�eld Invest�gat�on

Synopsis

Follow�ng a surve�llance radar approach (SRA) to 
Runway 09 at Gibraltar Airport, the flight crew lost visual 
contact w�th the runway after pass�ng the V�sual Dec�s�on 
Point (VDP).  During the subsequent go-around, the crew 
d�d not follow the correct m�ssed approach procedures 
but ATC prov�ded effect�ve head�ng control to avo�d the 
h�gh ground.  The lowest alt�tude of the a�rcraft when 
over the land was 2,�00 ft.  The h�ghest po�nt on the 
land, just south of the airfield, is 1,420 ft.  

Follow�ng the �nc�dent, ATC and the a�rcraft operat�ng 
company made changes to procedures to reduce the 
chances of a s�m�lar occurrence.  Add�t�onally, �t was 
cons�dered that the a�rport l�ght�ng should be �mproved 
and a recommendat�on has been made to that effect.

History of the flight

The crew were operating a flight from Luton Airport to 

Gibraltar Airport.  This was their first flight of the day.  

Company regulations required the landing at Gibraltar 

to be flown by nominated captains only, hence the 

commander was the handling pilot.  Prior to flight, the 

crew checked the dest�nat�on weather, wh�ch �nd�cated 

that the current and forecast weather was w�th�n the 

required JAR-OPS limits of 1,000 ft cloud ceiling 

and 5,000 m v�s�b�l�ty but that there was a poss�b�l�ty 

of the v�s�b�l�ty deter�orat�ng temporar�ly below l�m�ts 

at the expected arr�val t�me.  Due to the forecast, the 

crew dec�ded to take an extra �,000 kg of fuel.  Before 

departure, the first officer inserted the route into the 

Fl�ght Management Computer (FMC), �nclud�ng the 
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approach to Runway 09; the commander then checked 

the route and modified the final approach to provide a 

vertical profile.

The flight was initially uneventful apart from occasional 

moderate turbulence.  Once w�th�n rad�o range of 

G�braltar, the crew checked the latest weather.  Th�s 

�nd�cated a surface w�nd of 060º at �0 kt and v�s�b�l�ty 

of 5,000 m w�th the lowest cloud scattered (SCT) at 

1,000 ft.  The commander then briefed the first officer 

on the SRA approach and assoc�ated m�ssed approach 

procedure for Runway 09 .

During the subsequent descent, the aircraft was transferred 

to ‘G�braltar Approach’ and cleared eventually to �,500 ft 

w�th radar vectors towards po�nt ‘V�ctor’; a nav�gat�on 

po�nt some 9 nm south of G�braltar.  The crew also 

asked for an update on the weather, wh�ch was reported 

as v�s�b�l�ty 5,000 m �n ra�n, cloud ‘FEW’ at �,000 ft, 

‘SCT’ at �,800 ft and ‘BKN’ (broken) at 3,000 ft.  Dur�ng 

the westerly track to ‘Victor’, the crew configured the 

a�rcraft for land�ng and completed the land�ng checks.  

The aircraft was being flown on autopilot with the 

autothrottles engaged and each p�lot had ‘Map’ d�splayed 

on h�s hor�zontal s�tuat�on �nd�cator (HSI).  Pr�or to 

descent, the first officer had checked the accuracy of the 

map �nformat�on and the commander later made a further 

check of the accuracy us�ng the G�braltar DME.  Us�ng 

the head�ng selector �n response to ATC �nstruct�ons, the 

a�rcraft pos�t�oned on a northerly head�ng past ‘V�ctor’.  

The accuracy of the a�rcraft map d�splay was cons�stent 

w�th radar �nformat�on prov�ded by ATC and the a�rcraft 

was cleared to commence descent at the ‘5.0 nm Radar 

F�x’.  The commander selected a vert�cal descent speed 

of 700 ft/m�n and an �nd�cated a�rspeed of �35 kt.  It was 

dr�zzl�ng but the a�rcraft was clear of cloud and the crew 

could see the l�ghts of sh�ps on the surface but no l�ghts 

from the land.  As the a�rcraft approached the VDP at 

1,000 ft, the accuracy of the map display was confirmed 

and the commander saw the runway strobe l�ghts �n the 

expected position.  He confirmed that the first officer 

could also see the strobe l�ghts and when the ‘Talk-

Down’ controller asked �f the crew were v�sual w�th the 

runway, the first officer replied in the affirmative.  The 

commander selected  090º on the head�ng selector and 

the a�rcraft started a r�ght turn at approx�mately 20 to 

25º angle of bank.  W�th the angle of bank steady, the 

commander d�sconnected the autop�lot and autothrottles, 

selected his flight director off and maintained the existing 

angle of bank and descent rate of about 700 ft/m�n.  As 

he was do�ng so, he cont�nued to check that he could st�ll 

see the runway strobe lights.  The first officer monitored 

the head�ng select�on and pre-selected the ‘Tower’ 

frequency in preparation for an expected frequency 

change.  He also mon�tored the a�rspeed and was then 

aware of ATC ask�ng �f they were st�ll v�sual w�th the 

strobe l�ghts.  At about the same t�me, the commander 

lost sight of the strobe lights and asked the first officer if 

he st�ll had them �n s�ght.  At th�s stage, the commander 

cons�dered that he was ma�nta�n�ng a constant head�ng.  

The first officer was not visual with the strobes so the 

commander called “GO-AROUND, FLAP 20”.  The 

commander appl�ed manual go-around thrust but d�d 

not select the ‘Go-Around’ sw�tch on the thrust levers.  

When a pos�t�ve rate of cl�mb was ach�eved, the gear 

was retracted.  The first officer informed ATC that they 

were go�ng around and noted that h�s ADI was not 

annunc�at�ng ‘GA’.  He adv�sed the commander who then 

selected the ‘Go-Around’ sw�tch; ‘GA’ was annunc�ated 

and the flight directors commanded a climb on the 

ex�st�ng a�rcraft track.  About then, ATC �nstructed the 

aircraft to turn right onto a track of 180º.  The first officer 

selected the head�ng to �80º and, as the a�rcraft turned, 

noted h�gh ground dep�cted on the left s�de of h�s HSI 

d�splay; pr�or to the approach, the EGPWS ‘TERRAIN’ 
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funct�on had been selected.  Once level at the m�ssed 
approach alt�tude, the commander made the dec�s�on to 
d�vert to Malaga A�rport because he cons�dered that low 
cloud may have resulted �n the crew los�ng s�ght of the 
runway strobe l�ghts.  The d�vers�on was uneventful and 
the crew reported the �nc�dent when they arr�ved back at 
Luton A�rport the next morn�ng.

The ‘Talk-Down’ controller noted that the radar had 
been produc�ng �nterm�ttent returns w�th�n about 7 nm 
range.  However, pr�or to the approach by G-MONE 
other a�rcraft had carr�ed out successful approaches 
to Runway 09.  Dur�ng the approach by G-MONE, 
the controller noted that there were no pr�mary radar 
returns from the a�rcraft at the VDP but checked that the 
crew were v�sual w�th the runway and then cleared the 
a�rcraft to land.  Thereafter, he mon�tored the approach 
us�ng �nterm�ttent secondary radar returns.  However, at 
just under two m�les range the controller noted that the 
aircraft appeared to be right of the required track.  Two 
further secondary returns and a very fa�nt pr�mary radar 
return also �nd�cated that the a�rcraft was r�ght of track 
and the controller asked the crew to confirm that they 
were st�ll v�sual w�th the runway.  The crew responded 
that they were not v�sual and were go�ng around.  The 
controller mon�tored the a�rcraft track and noted that the 
a�rcraft was apparently �n a r�ght turn.  He cons�dered 
that �t was turn�ng towards the ‘Rock’; h�gh ground 
immediately south of the airfield at 1,420 ft.  He issued 
a warn�ng about the prox�m�ty of the ‘Rock’ together 
w�th an �nstruct�on to t�ghten the turn.  When he was 
confident of the aircraft position from improved radar 
returns, the controller �nstructed the crew to turn onto a 
head�ng of �80º.  Once the a�rcraft was clear of the land, 
the controller asked for the crew’s �ntent�ons and then 
co-ord�nated the d�vers�on to Malaga.

Recorded information

Both ATC and the flight crew reported the incident to 
the�r respect�ve organ�sat�ons but the AAIB was not 
�nformed unt�l 22 March.  By then the Fl�ght Data 
Recorder (FDR) and Cockp�t Vo�ce Recorder (CVR) 
had been overwr�tten.  Nevertheless, the a�rcraft 
Qu�ck Access Recorder (QAR) data was ava�lable and 
prov�ded useful �nformat�on.  Add�t�onally, the R/T had 
been recorded and was also ava�lable.  

QAR data

The flight path of the aircraft during the incident period 
was constructed from data recorded on the QAR.  Th�s 
flight path is presented in Figure 1.  It commences 
as G-MONE tracked north on 00�ºM towards the 
VDP.  At the VDP, the a�rcraft was at an alt�tude of 
approx�mately �,000 ft, at a computed a�rspeed of 
�33 kt, and was descend�ng at just under 900 ft/m�n.  
G-MONE then entered a descend�ng turn to the r�ght, 
ach�ev�ng a max�mum recorded bank angle of just 
over 26º.

Th�rty seconds after the a�rcraft commenced the turn, 
the eng�ne thrust �ncreased for the ‘Go-Around’.  At 
th�s po�nt G-MONE was descend�ng through 650 ft at 
�34 kt, w�th a bank angle of 8º to the r�ght and turn�ng 
through a head�ng of 077ºM.  The a�rcraft descended 
a further �00 ft to 550 ft before �t entered a cl�mb.  
It then ach�eved a cl�mb rate of about 3,000 ft/m�n 
wh�lst turn�ng onto a head�ng of �40ºM.  It rema�ned 
on th�s head�ng for �2 seconds before turn�ng left onto 
a head�ng of �34ºM for a further �2 seconds, followed 
by a turn to the r�ght onto a head�ng of �80ºM.  As 
G-MONE turned onto the head�ng of �80ºM, �t was 
overland and cl�mb�ng through 2,�00 ft.  
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R/T information

Both ‘Approach’ and ‘Talkdown’ frequencies were 
recorded.  G-MONE was transferred from ‘Approach’ to 
‘Talkdown’ at 1940 hrs and, by 1945:19 hrs the aircraft 
was head�ng 360ºM at �,500 ft amsl and 5.5 nm from 
touchdown.  The controller gave G-MONE clearance to 
commence descent for a 3º gl�depath at 5 nm range and 
thereafter prov�ded adv�sory alt�tudes.  At 4 nm range, 
G-MONE was cleared to land and at 3 nm range (VDP), 
at 1946:30 hrs, the crew were asked for confirmation that 
they were v�sual w�th the runway.  W�th no �mmed�ate 
response from the crew, the controller transm�tted a 
further request for confirmation and then, with the 
crew confirming that they were visual, G-MONE was 

cleared to cont�nue v�sually for land�ng.  Forty seven 

seconds after G-MONE passed the VDP, the controller 

transm�tted that the a�rcraft appeared to be south of track 

and asked for confirmation that the crew were visual 

w�th the runway.  The crew repl�ed that they were not 

v�sual and were go�ng around.  The controller responded 

w�th an �nstruct�on to t�ghten the turn and �5 seconds 

later, �nformed G-MONE that contact had been rega�ned 

and �nstructed the a�rcraft to turn r�ght onto �80º.  At 

1948:15 hrs, the controller advised the crew that the 

a�rcraft was now pass�ng to the west of Europa Po�nt 

(the south easterly point of Gibraltar).  At 1949:28 hrs, 

the crew requested a diversion to Malaga Airport.

Figure 1

Reconstructed flight path of G-MONE
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Operational information

Operating company information

The company assessed G�braltar as a Category ‘B’ a�rport, 

which required nominated captains to be the handling 

p�lot for the land�ng.  The assoc�ated wr�tten br�ef for the 

a�rport �ncluded �nformat�on add�t�onal to that w�th�n the 

Jeppesen charts.  Follow�ng th�s �nc�dent the company 

rev�ewed the br�ef and added further �nformat�on.

Both crew members had previously flown into Gibraltar, 

and had ut�l�sed the SRA approach to Runway 09.  

The crew dut�es for a standard m�ssed approach procedure 

were deta�led �n the company Operat�ons Manual 

Part B.  This required the pilot flying to announce “GO 

AROUND FLAP 20”, advance the thrust levers and 

to press the ‘Go-Around’ sw�tch.  Thereafter, the crew 

would retract the gear once a pos�t�ve rate of cl�mb had 

been ach�eved and would mon�tor the annunc�at�on of 

‘GA’ on the ADI.  

The act�vat�on of a thrust lever ‘Go-Around’ sw�tch would 

result in the flight director bars appearing on each pilot’s 

ADI, regardless of the position of the flight director 

switches.  The flight director would then command a 

cl�mb and a head�ng to ma�nta�n the ex�st�ng ground 

track of the aircraft.  A subsequent selection of ‘HDG 

SELECT’ or ‘L NAV’ would g�ve the crew the opt�on of 

follow�ng a selected head�ng or the programmed m�ssed 

approach route.  However, th�s select�on would cause 

each pilot’s flight director bars to retract from view 

unless the respective flight director switch was ‘ON’.  

ATC information

The a�rport has wh�te low-�ntens�ty l�ghts �nstalled 

each s�de of the runway, and blue l�ghts at the edge 

of the runway shoulders, �n accordance w�th ex�st�ng 
regulat�ons.  The sea wall �s �nd�cated by a row of 
omn�-d�rect�onal red l�ghts and the runway threshold 
�s �nd�cated by a row of un�-d�rect�onal green l�ghts.  
PAPIs for Runway 09, set for a 3º descent, are pos�t�oned 
each s�de of the runway 9� m from the threshold.  A 
strobe l�ght �s pos�t�oned each s�de of the threshold 
for Runway 09, and angled towards the VDP to ass�st 
visual acquisition of the runway. This was required 
because of the presence of other cultural l�ght�ng, 
the low �ntens�ty of the runway l�ghts and the lack of 
convent�onal approach l�ghts. The ATC procedures 
required these strobe lights to be ‘switched off when 
aircraft at 2 nm unless required by pilot’.  Add�t�onally, 
to help w�th approach gu�dance, there �s a marker buoy 
with a flashing amber light positioned on the extended 
centre l�ne of the runway 4,500 ft from the sea wall.  
There �s also a strobe l�ght on each s�de of the sea wall 
as a warn�ng to mar�t�me vessels.  

All the l�ghts for Runway 09 had been checked as 
serv�ceable on both the day of the �nc�dent and the 
following day.  Additionally, the ATC assistant confirmed 
that he had not sw�tched off the strobe l�ghts dur�ng the 
approach of G-MONE s�nce he was not v�sual w�th the 
aircraft.  The crew confirmed that both had initially seen 
the strobe l�ghts but had seen ne�ther the marker buoy 
l�ght nor any runway l�ghts.

In reported weather cond�t�ons of v�s�b�l�ty 3,700 m 
or less, or SCT cloud 700 ft or less, the required ATC 
procedure was to ask the crew �f they are v�sual w�th the 
runway at the VDP.  

The publ�shed m�ssed approach for Runway 09 �s as 
follows:
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‘Continue in radar pattern as directed climbing to 
3,900’ (3885’).  When over the upwind end of the 
runway, or passing 1,900’ (1,885’) in IMC, climb 
on runway heading.’

The standard ATC �nstruct�ons for a m�ssed approach 
from the VDP �s to turn the a�rcraft onto a north-easterly 
head�ng to ensure that the a�rcraft rema�ns well clear of 
the ‘Rock’.  

In marg�nal weather cond�t�ons the ATC procedure �s to 
keep the aircraft on ‘Talkdown’ frequency, and not to 
transfer �t to ‘Tower’ unt�l after land�ng.

The h�ghest obstacle on G�braltar �s on top of the ‘Rock’ 
at �,420 ft.  

Weather

The G�braltar TAF, �ssued at �400 hrs and val�d 
between 1500 and 2200 hrs was as follows:  visibility 
of 8,000 m �n haze; cloud FEW at �,000 ft, SCT at 
2,000 ft; becom�ng from �700 to 2000 hrs, v�s�b�l�ty 
6,000 m �n l�ght ra�n; cloud SCT at �,000 ft.  There was 
a 40% probability of a temporary deterioration between 
�900 and 2200 hrs to 4,000 m �n moderate ra�n; there 
was also a 30% probability of a temporary deterioration 
between �900 and 2200 hrs to 2,500 m �n heavy ra�n 
and cloud SCT at 500 ft.

The METAR for �850 hrs �nd�cated a surface w�nd 
from 040º at 6 kt, v�s�b�l�ty of 5,000 m �n ra�n, cloud 
FEW at �,000 ft, SCT at �,800 ft and BKN at 3,000 ft.  
The a�r temperature was �5ºC, the dew po�nt was �3ºC 
and the QNH was �007 mb.  The trend �nd�cated no 
significant change.  

The METAR for �950 hrs �nd�cated a surface w�nd from 
070º at 06 kt, v�s�b�l�ty of 5,000 m �n moderate ra�n, cloud 

FEW at 300 ft, SCT at �,600 ft and OVC at 4,000 ft.  
The a�r temperature was �4ºC w�th a dew po�nt of �4ºC.  
The trend �nd�cated a temporary deter�orat�on of 4,000 m 
v�s�b�l�ty �n ra�n and cloud SCT at �,000 ft.

Throughout the per�od from �500 to 2300 hrs, the w�nd 
at 2,000 ft was forecast to be from �30º at 20 kt becom�ng 
�90º at 20 kt.  At �950 hrs, the w�nd measured near the 
top of the ‘Rock’ was from 090º at �0 kt.

ATC investigation

Immed�ately after the �nc�dent, G�braltar ATC carr�ed 
out a comprehens�ve �nvest�gat�on �nto the �nc�dent.  
The conclus�on was that the controllers and ass�stants 
had operated correctly and �n accordance w�th the�r 
procedures.  The �nvest�gat�on also rev�ewed the present 
procedures and made the following recommendations: 

1. Controllers to confirm with crews at the VDP 
that they are v�sual w�th the runway regardless 
of weather cond�t�ons.  If the crew do not 
acknowledge promptly that they are v�sual, 
the controller w�ll �n�t�ate the m�ssed approach 
procedure.  NB:  This recommendation was 
accepted and an operating instruction was 
issued to ATC staff on 23 March 2006.

2. That the runway strobe l�ghts are left on unt�l 
approaching aircraft are at 1 nm range.  NB:  
This recommendation was accepted and an 
operating instruction was issued to ATC staff 
on 23 March 2006.  

3. An evaluat�on of the performance of the 
pr�mary radar and cons�derat�on of the need for 
gu�del�nes for controllers to �nd�cate when the 
radar performance �s not su�table for SRAs.
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Analysis

The �nc�dent occurred when the crew lost s�ght of the 
runway strobe l�ghts after the VDP and commenced the 
m�ssed approach procedure.  Dur�ng the go-around, the 
crew did not fly the required heading and ATC became 
concerned that the a�rcraft was head�ng towards h�gh 
ground.  Effect�ve act�on by the controller ensured that 
the a�rcraft’s track rema�ned clear of the h�gh ground, 
even though the alt�tude of the a�rcraft was such that 
no coll�s�on r�sk ex�sted.  Th�s analys�s covers aspects 
cons�dered relevant to the �nc�dent.

Airport

G�braltar A�rport was cons�dered by the operat�ng 
company as an airport with a need for particular briefing 
and crew qualification.  The local topography can result 
�n w�nd var�at�ons result�ng �n strong turbulence and 
rap�dly chang�ng v�s�b�l�ty and cloud cond�t�ons.  These 
aspects are well documented but must be cons�dered �n 
relat�on to the locat�on and character�st�cs of the runway 
and the lack of approach a�ds.  Th�s �s part�cularly 
relevant to operat�ons at n�ght when the low �ntens�ty 
of runway l�ght�ng, lack of effect�ve approach l�ght�ng 
and prox�m�ty of other cultural l�ght�ng means that 
visual acquisition of the runway is difficult to achieve 
and to ma�nta�n.  The a�rport procedures are constantly 
under rev�ew and changes were made shortly after the 
�nc�dent.  

Flight crew

The crew were qualified to operate into Gibraltar and 
were fam�l�ar w�th the procedures.  They were aware 
that the weather was marg�nal and carr�ed add�t�onal 
fuel.  In accordance with company requirements, they 
configured the aircraft for landing and established the 
correct a�rspeed and rate of descent pr�or to the VDP.  
Th�s should have ensured that at the VDP the crew 

were able to visually acquire the runway and maintain 
v�sual contact.  To enable early v�sual contact, the 
handl�ng p�lot made full use of the automat�c features 
of the a�rcraft.  At the VDP, both crew members saw 
the runway strobe lights, confirmed this fact to ATC 
and the commander commenced a turn to l�ne up on 
the runway.  Seated �n the left cockp�t seat, �t would 
be difficult for the commander to maintain visual 
contact w�th the runway �n the r�ght turn.  Th�s would 
be part�cularly relevant as he would also be �nvolved 
�n other act�ons such as d�sconnect�ng autop�lot and 
autothrottles, switching off the flight directors and 
transferring to manual flight.  It would be easier for 
the p�lot �n the r�ght seat to ma�nta�n v�sual contact 
w�th the runway but, w�th the l�m�ted runway l�ghts 
and the amb�ent l�ght�ng at G�braltar, �t would be 
necessary to maintain continual contact.  The first 
officer acknowledged that he preset a radio frequency 
dur�ng the r�ght turn �n ant�c�pat�on of an expected 
rad�o change.  It was therefore poss�ble that both p�lots 
may have been ‘look�ng �n to the cockp�t’ at the same 
t�me and thus both lost v�sual contact w�th the strobe 
l�ghts.  It was also poss�ble that a patch of cloud may 
have obscured the l�ghts.  Nevertheless, �t appeared that 
the approach briefing had not emphasised sufficiently 
the �mportance of ma�nta�n�ng v�sual contact w�th the 
strobe l�ghts.  

When visual contact was lost, the crew were required 
to carry out the m�ssed approach procedure.  The 
a�rcraft was now r�ght of the centre-l�ne and turn�ng 
r�ght, although the commander thought that he was 
ma�nta�n�ng a constant head�ng.  Th�s r�ght turn 
cont�nued as the commander advanced the thrust levers 
unt�l he was rem�nded to select the ‘Go-Around’ sw�tch.  
When he did so, the flight director bars appeared and 
commanded the current a�rcraft track, wh�ch was now 
approx�mately �40º.  Ne�ther p�lot was fully aware of 
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th�s head�ng as the�r pr�or�ty was to �n�t�ate a cl�mb and 
reconfigure the aircraft.  With the climb established 
the pr�or�ty would then be to ensure that the a�rcraft 
was on the correct m�ssed approach track.  However, 
shortly after the �n�t�at�on of the m�ssed approach ATC 
prov�ded head�ng �nstruct�ons and the controller’s 
prompt act�ons resolved the s�tuat�on.  

W�thout CVR and FDR �nformat�on, �t was not poss�ble 
to determ�ne the exact t�m�ngs and act�ons of the crew.  
Nevertheless, �t was apparent that the crew had not 
ma�nta�ned cont�nual v�sual contact w�th the runway 
and then d�d not comply fully w�th the go-around 
procedures.  Follow�ng the �nc�dent, the operat�ng 
company c�rculated an account of the �nc�dent to all the�r 
crews together w�th appropr�ate lessons.  Add�t�onally, 
the company crew br�ef for G�braltar was rev�ewed and 
add�t�onal �nformat�on �ncluded on the a�rport and the 
assoc�ated procedures.

General

Dur�ng the �nvest�gat�on, �t was apparent that an 
approach �nto G�braltar �n the m�n�mum perm�tted 
weather conditions requires a high level of concentration 

and effect�ve co-ord�nat�on by the crew and ATC.  
Wh�le the operat�ng company and ATC have produced 
operat�ng procedures based on the ex�st�ng fac�l�t�es, a 
cr�t�cal factor would appear to be the ma�ntenance of 
v�sual contact w�th the runway.  W�th the l�m�ted a�rport 
l�ght�ng, th�s currently means that one crew member 
must cont�nually ma�nta�n v�sual contact w�th the 
runway strobe l�ghts, thereby reduc�ng h�s capac�ty to 
monitor the flight parameters.  Given the high intensity 
of the cultural l�ght�ng �n the v�c�n�ty of the a�rport, more 
effect�ve approach and runway l�ght�ng would prov�de 
more capac�ty for the crew to mon�tor these parameters.  
The following recommendation is therefore made:  

Safety Recommendation  2006-065

It �s recommended that the a�r regulator rev�ew the 
a�rport l�ght�ng at G�braltar w�th the a�m of prov�d�ng, for 
civilian operations from the airfield, runway approach 
l�ght�ng and �mproved the runway l�ght�ng.

W�th the other act�ons taken by ATC and the a�rcraft 
operat�ng company, �t �s not cons�dered necessary to 
make any further recommendat�ons.


