SERIOUS INCIDENT
Aircraft Type and Registration:

No & Type of Engines:

Year of Manufacture:

Date & Time (UTC):
Location:
Type of Flight:

Persons on Board:

Injuries:

Nature of Damage:

Commander’s Licence:

Commander’s Age:

Commander’s Flying Experience:

Information Source:

Synopsis

1) DHC-8-402 Dash 8, G-FLBA
2) Cessna 210M, G-TOTN

1) 2 Pratt & Whitney Canada PW150A
turboprop engines
2) 1 Continental 10-520-L piston engine

1) 2008 (Serial no: 4253)
2) 1977

12 November 2015 at 0840 hrs
East Midlands Airport
Commercial Air Transport (Passenger)

1) Crew -2 Passengers - 6

2) Not known

1) Crew - 1 Passengers - Not known

2) Not known
No damage

1) Airline Transport Pilot’s Licence
2) Not known

1) 37 years
2) Not known

1) 5,300 hours (of which 3,100 were on type)
Last 90 days - 135 hours
Last 28 days - 33 hours

2) Not known

Aircraft Accident Report Form submitted by the

pilot; Flybe Investigation Report; East Midlands

Airport Incident Report; CAA Air Traffic Services
Investigations Report

G-TOTN was flying an approach under VFR to East Midlands Airport in deteriorating
weather conditions. It turned onto the final approach without clearance and flew a
go-around when it became apparent that the runway was occupied by G-FLBA.

History of the flight

G-TOTN, was flying an approach under VFR towards Runway 27 at East Midlands Airport
and was cleared to position onto the left-base leg of the circuit. When asked if he could
see the airport, the pilot reported that he could not because there was low level fog in
his area. The METAR valid at the time was wind from 190° at 7 kt, visibility of more than
10 km, no cloud below 5,000 ft and a temperature of 9°C.
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When G-TOTN was 5.5 nm south-southeast of the airport, G-FLBA was cleared to takeoff
by the aerodrome controller. As G-FLBA entered the runway, the aerodrome controller
asked the approach controller whether the pilot of G-TOTN could see the runway and,
on being told that he could not, the aerodrome controller cancelled the takeoff clearance.
The pilot of G-TOTN could still not see the runway when 1.5 nm southeast of the airport
despite the runway lights having been turned on. He reported that he could see the runway
when he was 0.25 nm to the east at which time the approach controller cleared him to
continue the approach. Fifteen seconds later, the pilot of G-TOTN reported going around
(the aircraft was indicating 700 ft amsl on the radar display and subsequently descended
to a minimum of 500 ft (the airport elevation is 306 ft)). At the same time, the aerodrome
controller instructed the approach controller to discontinue G-TOTN’s approach.

The METAR issued seven minutes after the go-around reported greater than 10 km
visibility with 1-2 oktas of cloud at 600 ft aal.

Information from the pilot of G-FLBA

As G-FLBA lined up on the runway, the crew saw on TCAS that the approach was clear
although they could see an aircraft on the downwind leg indicating 1,300 ft above their
aircraft. When their takeoff clearance was cancelled, the same traffic appeared to be on
the centreline of the runway 800 ft above them. TCAS subsequently displayed a minimum
vertical difference between aircraft of less than 100 ft before the aircraft was seen by the
crew during its go-around.

When their takeoff clearance was cancelled, the crew of G-FLBAwas told by the aerodrome
controller that VFR traffic had become “situationally unaware”. The crew did not hear any
radio transmissions to or from G-TOTN because it was not on the tower frequency and,
consequently, were not sure whether the aircraft on TCAS was the aircraft the aerodrome
controller had referred to. The crew believed that, with more information, they might have
decided not to line up on the runway.

CAA Air Traffic Services Investigations (ATSI) Report

The ATSI report commented that the deterioration in the weather, apparent to the
aerodrome controller from the reports by the pilot of G-TOTN, was not communicated to
the aerodrome controller at the first opportunity (the deterioration was not noticed within
the tower because it was taking place behind the controller and assistant). Similarly, the
approach controller was not made aware that the runway was occupied until G-TOTN was
0.25 nm from the airport at 1,000 ft amsl.

The ATSI report concluded that the pilot of G-TOTN turned on to final approach without
a clearance to do so. There had been ineffective coordination between the aerodrome
and approach controllers and the event had been influenced by changes to local weather
conditions which were unnoticed and unreported.

The ATSI report recommended that the airport consider installing a surface movement
radar display in the approach control room to give controllers a greater awareness of
aerodrome activity.
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Information from the operator of G-FLBA

The operator commented that poor communication had degraded the situational awareness
of all concerned.

Note: the pilot of G-TOTN could not be contacted.
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