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Aviation Investigation Final Report

Location: Byron, Georgia Accident Number: ERAT1FA431
Date & Time: July 31,2011, 13:19 Local Registration: N156RP
Aircraft: Beech G35 Aircraft Damage: Substantial
Defining Event: Aircraft structural failure Injuries: 1 Fatal

Flight Conducted Under:  Part 91: General aviation - Personal

Analysis

During a cross-country flight, about 9,200 feet mean sea level, the pilot cancelled his visual
flight rules flight following and descended toward the destination airport. Review of the radar
data showed the airplane descending from 9,200 feet at a rate of 2,000 feet per minute and a
ground speed of 180 knots. At an altitude of about 3,000 feet, the ground speed was 178 knots
and radar contact was lost. No radio transmissions were received from the pilot after radar
contact was lost. Witnesses who were working in a field said they heard a loud "popping"
sound. They looked up and saw an airplane and what looked like a wing separating from it.
They continued to watch the airplane as it began to spin before crashing into the ground.

Examination of the airplane revealed that the airplane wings had experienced high positive
forces when the stabilizers broke in a downward direction. Once the stabilizers broke, the
airplane immediately pitched down and changed rapidly from a high positive angle of attack
(AOA) to a high negative AOA. The high negative air loads on the wings caused the right wing
to break in a downward direction and caused the left wing and fuselage to rotate left wing
down.

Further breakup analysis indicated that there was no specific evidence of flutter. A review of
the airplane flight manual revealed the never-exceed speed (VNE) for calculated and indicated
airspeed was 176 knots. During the postaccident examination of the airspeed indicator, the
indicator needle was stuck at the 192 mph position. It is likely that as a result of the continued
flight beyond the VNE envelope during a steep descent to the destination airport, the airplane
broke up in flight due to the airplane exceeding the design limits.
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Probable Cause and Findings

The National Transportation Safety Board determines the probable cause(s) of this accident to be:
The pilot’s sustained flight at airspeeds in excess of the airplane's never exceed speed during
a steep descent, which resulted in a subsequent in-flight structural failure due to overstress.

Findings

Personnel issues Incorrect action performance - Pilot
Aircraft Airspeed - Capability exceeded
Aircraft Fuselage main structure - Failure
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Factual Information

History of Flight
______________________________________________________________________________________________________________________________________|

Enroute-descent Aircraft structural failure (Defining event)

Uncontrolled descent Collision with terr/obj (non-CFIT)

HISTORY OF FLIGHT

On July 31,2011, about 1319 eastern daylight time, a Beech G35, N156RP, experienced an in-
flight break up during a descent over Byron, Georgia. The private pilot was fatally injured. The
airplane came to rest in a vacant lot in a residential subdivision and was substantially
damaged when it impacted terrain. The airplane was registered to and operated by a private
individual under the provisions of 14 Code of Federal Regulations Part 91 as a personal flight.
Visual meteorological conditions prevailed and no flight plan was filed. The flight originated
from Stuart Powell Field Airport (DVK), Danville, Kentucky at approximately 1119; destined for
Perry-Houston County Airport (PXE), Perry, Georgia.

According to information obtained from the Federal Aviation Administration (FAA), the pilot
was in cruise flight at 9,200 feet when he cancelled visual flight rules flight following with the
Atlanta Air Route Traffic Control Center. Radar data tracked the airplane descending from
9,200 feet, at a rate of 2,000 feet per minute, and a ground speed of 180 knots. At an altitude of
approximately 3,000 feet, the ground speed was reduced to 178 knots before radar contact
was lost with the airplane. No radio transmissions were received from the pilot after radar
contact was lost.

Witnesses reported that they were working in a field when they heard a loud "popping" sound.
They looked up and saw an airplane and what looked like a wing separating from it. The
airplane began to spin before crashing into the ground. One witness called 911 and went over
to the crash site to see if he could help.

PERSONNEL INFORMATION

The pilot, age 44, held a private pilot certificate with ratings for airplane single-engine land. He
also held a third-class airman medical certificate issued on March 31, 2010, with no limitations
or waivers. The pilot's logbook was not recovered for review. A review of the pilot's application
for insurance revealed that in January 6, 2011, he reported on an updated application that he
had 400 total hours and 140 hours in make and model.

AIRCRAFT INFORMATION
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The three-seat, low-wing, retractable-gear airplane, serial number D-4492, was manufactured in
1956. It was equipped with a Continental E-225-8, 225 horsepower engine, which was equipped
with a Hartzell two-blade propeller. A review of the aircraft logbooks indicated that on October
1, 1995, the original logbooks were lost and the previous owner at the time estimated the
aircraft to have 4,000 hours. A review of maintenance logbook records revealed that the last
annual inspection was completed on June 4, 2011 at a tachometer time of 366.18. The
airframe total time was 4,172.2 at the time of the annual inspection. The airplane’s tachometer
was damaged during the accident.

Further review revealed that on July 2, 1996 the left and right elevators were re-skinned. The
Airworthiness Directive (AD 94-20-04) was documented as paragraph 3 note 2-3 of AD by
Supplemental Type Certificate Kit No. 35-4016-3 was verified.

During the examination of the airspeed indicator dial, it was noted that it was marked per the
airplane flight manual with "MPH" on the outside and "Knots” on the inner ring. "VNE = 202
MPH (175kph) Yellow 175 MPH (152 kph) to 202 MPH." During the postaccident examination
of the airspeed indicator, the indicator needle was stuck at the 192 MPH position.

METEOROLOGICAL INFORMATION

The reported weather at PXE, which was located about 8 miles south of the accident site, at
an elevation 418 feet, was: wind 290 degrees at 7 knots, visibility 10 statute miles; clear skies;
temperature 33 degrees Celsius (C); dew point 22 degrees C; altimeter 30.02 inches of
mercury.

WRECKAGE AND IMPACT INFORMATION

The airplane was examined at the accident site on July 31 and August 1, 2011. The accident
site was located in a vacant lot in a residential subdivision. The wreckage debris was spread
throughout the subdivision on a path approximately 970 feet long. The wreckage debris path
was on a magnetic heading of 230 degrees.

The cockpit cabin was crushed and breached, and left wing remained attached at the wing root
and carry through spar. The entire right wing was separated at the wing root and was located
approximately 500 yards from the main wreckage site, and was also on a 230 degree heading.

Diagonal wrinkles were present along the upper and lower wing skins. Pulled rivets were
present on the leading edge at the lap joint outboard of the stall vane. The left wingtip
separated, and was located in the vicinity of the main wreckage. The left aileron separated at
the inboard edge of the outboard hinge. The left flap remained attached. The left flap actuator
measured 1.75 inches, corresponding to a flaps retracted position. The left main landing gear
was folded in the gear well. Residual fuel remained in the left main and aux tanks.

The right wing separated from the wing carry-through structure inboard of the attach fitting.
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The forward spar carry-through was fractured. The upper portion of the forward spar carry-
through separated in the vicinity of rivets in the wing attach fitting. The nested C-channels in
the lower portion of the spar carry-through was separated, with small portions of aluminum
deformed upward approximately 90° in the bottom of both C-channels. The forward portion of
the forward spar web was bent forward and downward. The right landing gear push rod was
bent downward and aft. The inboard rib of the right wing was damaged where the right landing
gear push rod had been pulled downward through the lightening hole. The aft upper wing
attach fitting was fractured on the inboard side at the furthest outboard line of rivets. All
associated structures were separated. The aft lower wing attach fitting remained intact with
associated structure that remained attached, bent downward and aft. The right main landing
gear remained attached and folded in the gear well. The right flap remained attached. The right
aileron cables separated at the bell crank and pulled through the wing.

The left stabilizer separated from the aft fuselage, but remained attached by the elevator trim
cables. The trim cables tore through the bottom surface of the left stabilizer to the area of the
inspection plate. The trim cables tore down through the aft fuselage structure approximately 1
inch. Wrinkles were present on both the upper and lower portions of the stabilizer. The left
stabilizer skin was deformed laterally along the aft stabilizer spar. Fractures were present on
the forward and aft stabilizer spars. The left ruddervator separated from the left stabilizer and
separated into four pieces and revealed buckling throughout the span of the stabilizer. The left
ruddervator horn separated from the hinge and the left ruddervator push rod. The ruddervator
horn was located at the beginning of the wreckage path.

The right stabilizer separated from the aft fuselage. The trim cables tore through the bottom
surface of the right stabilizer to the inspection plate. The trim cables tore through the aft
fuselage skin approximately 6 inches. The forward spar of the right stabilizer exhibited a small
portion of the bottom of the C-channel bent downward. The right elevator remained attached.
The right elevator counterweight separated from the elevator. The right ruddervator horn
separated from the hinge and the right ruddervator push rod. The right ruddervator push rod
also separated from the differential mechanism. Buckling was observed throughout the span
of the stabilizer. The right ruddervator horn was located on side of a home and had impacted a
roof at the beginning of the wreckage path.

The fuselage was resting on its right side with compression toward the left side of the
fuselage. The upper aft fuselage structure separated from the fuselage. Rudder and elevator
control continuity was confirmed from the differential mechanism to the aft spar. The airspeed
indicator read approximately 192 mph. The 256 inch bulkhead was bowed aft in the area of the
left and right stabilizer forward spars. The upper spar cap of the right portion of the forward
spar carry-through structure was bent upward with the outboard 4inches was bent downward
and aft.

Examination of the engine revealed it sustained impact damage. The impact damage was

concentrated on the lower left side of the engine. The starter motor, left-magneto, and vacuum
pump separated from their respective mounting locations. All of the ignition leads exhibited
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varying degrees of impact related damage. The upper six spark plugs exhibited normal wear
signatures when compared to the Champion-Aviation Check a plug chart. The spark plugs
were removed and the cylinder combustion chambers borescope revealed a normal amount of
combustion deposits. The crankshaft was rotated and compression and valve train continuity
were established on each of the six cylinders during the rotation of the crankshaft.
Examination of the engine and its components did not reveal any preimpact mechanical
malfunctions or failures that would have precluded normal operation.

Examination of the propeller revealed that both blades exhibited evidence of rotational scoring.
The propeller blades were marked A and B. Blade A was relatively straight with little bending.
Blade B had multiple bends with twisting. There were no discrepancies noted that would have
precluded normal operation of the propeller.

MEDICAL AND PATHOLOGICAL INFORMATION

An autopsy was performed on the pilot on August 8, 2011, by Georgia Bureau of Investigation,
DeKalb, Georgia, as authorized by the Peach County Coroner.

Forensic toxicology was performed on specimens from the pilot by the FAA Bioaeronautical
Sciences Research Laboratory, Oklahoma City, Oklahoma. The toxicology report stated no
ethanol was detected in the liver or the muscle, and no drugs were detected in the liver.

Pilot Information

Certificate: Private Age: 44 Male

Airplane Rating(s): Single-engine land Seat Occupied: Unknown

Other Aircraft Rating(s): None Restraint Used:

Instrument Rating(s): None Second Pilot Present: No

Instructor Rating(s): None Toxicology Performed: Yes

Medical Certification: Class 3 Without Last FAA Medical Exam: March 31, 2010
waivers/limitations

Occupational Pilot: No Last Flight Review or Equivalent:

Flight Time: 400 hours (Total, all aircraft), 140 hours (Total, this make and model)
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Aircraft and Owner/Operator Information

Aircraft Make: Beech Registration: N156RP
Model/Series: G35 Aircraft Category: Airplane
Year of Manufacture: Amateur Built:
Airworthiness Certificate: Normal Serial Number: D-4492
Landing Gear Type: Retractable - Tricycle Seats: 3
Date/Type of Last Inspection:  June 4, 2011 Annual Certified Max Gross Wt.: 3650 Ibs
Time Since Last Inspection: Engines: 1 Reciprocating
Airframe Total Time: 4172 Hrs as of last Engine Manufacturer: CONT MOTOR

inspection
ELT: C91 installed, not activated Engine Model/Series: E225 SERIES
Registered Owner: PELISSIER ROBERT W Rated Power: 225 Horsepower
Operator: PELISSIER ROBERT W Op:edrating Certificate(s) None

Held:

Meteorological Information and Flight Plan

Conditions at Accident Site: Visual (VMC) Condition of Light: Day

Observation Facility, Elevation: WRB,294 ft msl Distance from Accident Site: 11 Nautical Miles

Observation Time: 13:55 Local Direction from Accident Site: 229°

Lowest Cloud Condition: Clear Visibility 10 miles

Lowest Ceiling: None Visibility (RVR):

Wind Speed/Gusts: 9 knots / None Turbulence Type /
Forecast/Actual:

Wind Direction: 320° Turbulence Severity /
Forecast/Actual:

Altimeter Setting: 30 inches Hg Temperature/Dew Point: 35°C/22°C

Precipitation and Obscuration: No Obscuration; No Precipitation

Departure Point: Danville, KY (DVK) Type of Flight Plan Filed: None

Destination: Perry, GA (PXE) Type of Clearance: VFR flight following

Departure Time: 11:19 Local Type of Airspace:
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Wreckage and Impact Information
_______________________________________________________________________________________________________________________________________|

Crew Injuries: 1 Fatal Aircraft Damage: Substantial
Passenger Injuries: Aircraft Fire: None

Ground Injuries: N/A Aircraft Explosion: None

Total Injuries: 1 Fatal Latitude, Longitude: 32.603054,-83.771385
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Administrative Information
|

Investigator In Charge (lIC): Alleyne, Eric
Additional Participating Daniel Couch; FAA/FSDO; Atlanta, GA
Persons: Brian J Weber; Hawker Beechcraft; Wichita, KS

Jason Lukasic; Continental Motors; Mobile, AL
Tom McCreary; Hartzell Propeller Inc.; Piqua, OH

Original Publish Date: December 11,2012

Last Revision Date:

Investigation Class: Class
Note: The NTSB traveled to the scene of this accident.
Investigation Docket: https://data.ntsb.gov/Docket?ProjectID=81296

The National Transportation Safety Board (NTSB) is an independent federal agency charged by Congress with
investigating every civil aviation accident in the United States and significant events in other modes of transportation—
railroad, transit, highway, marine, pipeline, and commercial space. We determine the probable causes of the accidents
and events we investigate, and issue safety recommendations aimed at preventing future occurrences. In addition, we
conduct transportation safety research studies and offer information and other assistance to family members and
survivors for each accident or event we investigate. We also serve as the appellate authority for enforcement actions
involving aviation and mariner certificates issued by the Federal Aviation Administration (FAA) and US Coast Guard, and
we adjudicate appeals of civil penalty actions taken by the FAA.

The NTSB does not assign fault or blame for an accident or incident; rather, as specified by NTSB regulation,
“accident/incident investigations are fact-finding proceedings with no formal issues and no adverse parties ... and are
not conducted for the purpose of determining the rights or liabilities of any person” (Title 49 Code of Federal Regulations
section 831.4). Assignment of fault or legal liability is not relevant to the NTSB'’s statutory mission to improve
transportation safety by investigating accidents and incidents and issuing safety recommendations. In addition,
statutory language prohibits the admission into evidence or use of any part of an NTSB report related to an accident in a
civil action for damages resulting from a matter mentioned in the report (Title 49 United States Code section 1154(b)). A
factual report that may be admissible under 49 United States Code section 1154(b) is available here.
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https://www.ntsb.gov/about/organization/AS/Pages/aviation-classification.aspx
http://data.ntsb.gov/carol-repgen/api/Aviation/ReportMain/GenerateFactualReport/81296/pdf

