The Safety Alert

Spring is in the Air!
Happy Spring! The newsletter is a little bit late this month. Between the holidays, a heavy work schedule and a lot of preparation for our upcoming evaluated SAR, we’re a bit behind schedule. This month’s issue was planned for spring flying activities. In browsing the NTSB Database, I found our first story regarding a CAP aircraft. The final NTSB report has not yet been released as of publication of this newsletter. 

John
Sabotage or Poor Maintenance?
On May 31, 2003, at 0617 Pacific daylight time, a Cessna 182Q, N4892N, impacted terrain and came to rest inverted following an in-flight loss of control shortly after takeoff from runway 36 at the Lake Tahoe Airport, South Lake Tahoe, California. The Civil Air Patrol (CAP) operated the airplane as a public-use flight under the provisions of 14 CFR Part 91. The airplane was substantially damaged. The certified flight instructor (CFI) received minor injuries. The private pilot and one passenger were not injured. Visual meteorological conditions prevailed for the cross-country flight to the Winnemucca Municipal Airport (WMC), Winnemucca, Nevada. 
In an interview with the Safety Board investigator-in-charge, the pilot stated that they were activated for a mission to search for a missing aircraft. They were repositioning to WMC, where the search was being coordinated. A safety briefing was conducted, in which the pilot and the CFI discussed flight duties. If a problem were to occur, the CFI would take the flight controls and fly the airplane.
The pilot conducted a normal preflight that included checking the fuel, oil, and flight control surfaces. They got into the airplane, and he started the engine according to the airplane's approved checklist. He again checked the flight controls, with no discrepancies encountered. He taxied the airplane to runway 36, conducted a run-up, and set the mixture per the takeoff checklist. 
The pilot applied the throttle as the airplane rolled out onto the runway. He called airspeed "alive" between 40-50 knots, and then called the airplane off the ground (60 knots). He flattened the nose to gain airspeed; the nose pitched up, and he pushed the yoke forward to lower the nose. The airplane remained in a nose high attitude. At that point the CFI called "my plane," and he responded with "your plane." The pilot stated that the CFI flew the airplane from that point on. He indicated that she pushed the yoke forward and "shook" the airplane to try and loosen the flight controls. 
The nose high condition remained and the pilot assisted the CFI by raising the flaps and helping to keep the yoke in the forward position. He indicated that the rear passenger moved forward to see if the weight redistribution would help. The airplane was now beyond the airport environment. They also retarded the throttle to reduce engine power; however, the engine kept running. 
The nose wheel struck bushes and was sheared off. The airplane landed in a soft wet field where the nose landing gear dug into the dirt and the airplane nosed over. The pilot stated that they conducted the emergency procedures to evacuate the airplane.
According to a Federal Aviation Administration (FAA) inspector who examined the airplane on scene, the elevator down cable turnbuckle safety wire was cut. He the found the cable out of the turnbuckle and lying on floor of the empennage. The elevator up cable turnbuckle safety wire was also cut; however, it was still attached to the turnbuckle.

NTSB Database
Spring Fever!

Spring fever can affect anyone's ability to stay alert and focused. This C172 pilot was just a little out of "sync" and missed a clear opportunity to prevent an expensive mishap. 
It was a beautiful day after 22 rainy days. I went out to enjoy the sun and upon return, I decided to make a straight-in approach instead of a full pattern. [My] landing checklist for the C172N doesn't say "flaps" and because of the lack of normal pattern procedure, I landed with only 20 degrees of flaps. I was wondering why speed did not decrease. I floated and made a long touchdown. I immediately applied brakes but could not stop in the remaining runway. I ran off the runway and the airplane sustained some damage.... I could not understand why I was floating. I could have, and should have, gone around, but somehow I didn't. It was a beautiful day. I was not mentally alert.
Scenic vistas are one of the benefits of the aviation profession, but as this pilot of a light aircraft learned, they can also be a distraction. There is no substitute for a physical checklist, even on the picture perfect days. 
Approaching for a landing, I determined the active runway from broadcasts by a Learjet preparing to depart. On downwind and base, I observed the Lear's departure and did a mental landing checklist. I did not use the physical checklists available to me in the aircraft. I know of no mechanical malfunction. I either skipped the landing gear item on my checklist, or if I did check, I did not lower the gear and confirm it. The oversight was brought to light by the sound of the airframe impacting the runway. 

The short duration flight and nice weather may have made my attitude more casual than it should have been. The beautiful, low sun with the Learjet departing out over the ocean may have interrupted or distracted me from my mental checklist.... I will always use physical checklists in the future and triple-check gear down. I became more involved in enjoying the view than attending to the business at hand.
ASRS reports often point out that the "little voice" should be heeded right away… A solo pilot confirmed the need to act swiftly when the voice calls. 
I was beginning my descent from cruise. ATC cleared me to descend and maintain 5,000 feet. As I was descending through 4,600 feet, ATC told me that he was showing me 400 feet low on his Mode C. He gave me the current altimeter and restated, "Maintain 5,000 feet." I acknowledged my mistake, apologized, and promptly climbed back to 5,000 feet. In my mind I was thinking that I was cleared to 3,000 feet instead of 5,000 feet. There was a moment during the descent that I questioned myself about the altitude. I very nearly asked ATC to confirm the altitude limit, but decided not to. It was only discovered after ATC alerted me to the fact that I was 400 feet below my cleared altitude. Had he not made the comment, I would have descended to 3,000 feet. Why I was thinking 3,000 feet instead of 5,000 is still not clear to me. One thing is clear. There was a moment when the little voice in my head spoke out and I ignored it. In the future I will not hesitate to ask questions and confirm any doubts I have. 
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