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Aviation Investigation Final Report

Location: Alamosa, Colorado Accident Number: CEN12FA058

Date & Time: November 10, 2011, 16:15 Local Registration: N337LC

Aircraft: Cessna 337G Aircraft Damage: Destroyed

Defining Event: Loss of engine power (partial) Injuries: 1 Fatal

Flight Conducted Under: Part 91: General aviation - Personal

Analysis 

One witness reported that the pilot started both engines before takeoff and that both the front and rear 
engines were running for about 5 minutes before he started to taxi the airplane. Another witness reported 
seeing the airplane flying just after takeoff at a low altitude and then hearing the engine shut off before 
the airplane went out of sight behind a stand of trees. Another witness reported seeing the airplane flying 
at a low altitude when it suddenly lost altitude and nose dived toward the ground. 

The twin-engine airplane's fuselage had two engines in tandem, one engine in front of the cabin and one 
engine behind the cabin. The airplane had retractable landing gear and a belly-attached cargo pod. 
Examinations of the rear engine's propeller blade assembly showed evidence that it was not producing 
power at impact. The front engine's propeller blade assembly showed evidence that it was producing 
power at impact. Examinations of the fuel distribution system revealed that the front engine fuel selector 
handle was set to the left tank. The front engine fuel selector valve was found between the "left tank" 
and "off" positions. The rear engine fuel selector handle and valve were found in the "off" position; 
therefore, the rear engine was most likely starved of available fuel, which is consistent with the physical 
and witness evidence of a loss of power to the rear engine. Further, given the witness statement that both 
engines were running before departure, it is likely that the fuel selector was inadvertently moved to the 
"off" position during, or shortly after, takeoff.

Detailed examinations of the airframe components and teardowns of both engines did not reveal any 
preexisting mechanical anomalies that would have contributed to the accident. The Pilot's Operating 
Handbook (POH) noted that the airplane's single-engine climb rate is reduced 15 feet per minute (fpm) 
with the belly cargo pod attached and 240 fpm when the gear is in transit. The actual weight of the 
airplane at the time of the accident could not be determined due to a lack of fuel and airplane empty 
weight information. A weight of 4,000 pounds, the lightest weight shown in the POH, was used for 
airplane performance calculations, which showed that, at the time of the accident, the airplane's single-
engine climb rate with the belly cargo pod attached was about 99 fpm. Given that the main landing gear 
were likely in transit, the climb rate could have been reduced by as much as 240 fpm. In this condition, 
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the airplane would not have been able to climb and the pilot would not have been able to maintain level 
flight.

Probable Cause and Findings

The National Transportation Safety Board determines the probable cause(s) of this accident to be:

The loss of power to the rear engine due to fuel starvation during takeoff, which resulted from the fuel 
selector valve being inadvertently moved to the "off" position, and resulted in the airplane's inability to 
climb. 

Findings

Aircraft Fuel selector/shutoff valve - Incorrect use/operation

Personnel issues (general) - Pilot

Aircraft Fuel - Fluid level

Aircraft Climb rate - Attain/maintain not possible
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Factual Information

History of Flight

Initial climb Loss of engine power (partial) (Defining event)

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

Post-impact Fire/smoke (post-impact)

HISTORY OF FLIGHT

On November 11, 2011, at 1615 mountain standard time a Cessna 337G, N337LC, registered to LAMP 
Ministry LLC, of New Haven, Michigan, was destroyed when it impacted the ground shortly after 
takeoff from runway 20 at the San Luis Valley Regional Airport/Bergman Field (ALS), Alamosa, 
Colorado. The airplane was being operated under the provisions of 14 Code of Federal Regulations Part 
91. The pilot, who was the sole occupant, sustained fatal injuries. Visual meteorological conditions 
prevailed and no flight plan was filed. The flight's intended destination was Harriet Alexander Field 
(ANK), Salida, Colorado.

A witness located at the airport observed the pilot start the airplane (both engines). She did not see the 
airplane taxi or takeoff. Another witness, who was located south of the accident site, saw the airplane 
traveling east at a low altitude. Then he thought he heard the engine shut off and airplane went out of 
sight behind a stand of trees. The witness then heard a "pop", then, another "pop." Another witness, 
driving in a car nearby the accident site saw the airplane flying to the east when it suddenly lost altitude 
and nose dived toward the ground. This witness lost sight of the airplane behind trees and did not see the 
airplane impact the ground. 

PERSONNEL INFORMATION

The accident pilot, who had over 3,650 total hours of flight time in single and multi-engine airplanes, 
565 hours of which were time in the Cessna 337. He had been flown to Alamosa by another ministry 
pilot on the morning of the accident. The reason for the trip was to pick up the airplane after it's annual 
inspection was completed in Alamosa. The ministry pilot stated that the accident pilot was in good 
spirits and did not express any concerns. Both the accident pilot and ministry pilot discussed what work 
was done to the airplane during the annual inspection. The ministry pilot also stated that the pilot 
displayed very good aeronautical knowledge and flying skills and that his last bi-annual flight review 
was conducted in the Cessna 337 sometime during June of 2010.

According to tachometer times entered in the aircraft journey log, between October 29, 2010 and 
November 1, 2011, the accident pilot flew the accident aircraft 124.1 hours. He held Commercial Pilot 
certificates for single and multiengine airplanes and held an instrument rating in airplanes. The pilot's 
most recent FAA medical certificate (Second Class) was dated June 6, 2011. The medical certificate 
noted that the pilot "must wear corrective lenses and possess glasses for near and intermediate vision".
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AIRCRAFT INFORMATION

The airplane was a 1976 Cessna Skymaster 337G, S/N: 33701672. The twin engine airplane's fuselage 
had two engines in tandem, one in front of the cabin and one engine behind the cabin. The airplane was 
equipped with retractable landing gear and a belly-attached cargo pod. 

The airplane had been in Alamosa since October 15, 2011, undergoing an annual inspection, which was 
completed on November 1, 2011. The flight was the first flight after the annual inspection. According to 
airport personnel, 35.1 gallons of fuel (topped off) was added to the right wing tank prior to takeoff. 

Log Book Review

Fire damaged aircraft journey logs with a start date of 1999 were recovered from the aircraft. The 
journey log recorded detailed flight times for individual flights and maintenance entries for the aircraft. 
Based on annotations in the journal, the aircraft was regularly flown in Canada from 1999 until 
December 2005. An entry dated December 12, 2005 was followed by an entry dated October 29, 2010. 
Starting with the October 29th entry, the accident pilot was the only listed pilot for the aircraft in the 
journal. The aircraft's last annual inspection was completed on November 1, 2011. 

According to the journey log and an interview with the repair station manager, the aircraft was flown to 
Alamosa on October 15, 2011*, with a tachometer total time of 4385.5 (hour meter 2113.6) to undergo 
an annual inspection that began on October 17, 2011. Based on last annual inspection entry in the 
journey log (November 1, 2011), the front engine Total Time (TT) was 1769.2 hours and Total Time 
Since Overhaul (TTSO) was 114.5 hours. The rear engine TT was 1420.9 hours and TTSO was 114.6 
hours. Front and rear propeller TTs were 605.2 hours respectively. Each propeller had a TTSO of 114.6 
hours.

Also recovered from the wreckage were fire damaged individual logbooks for the front and rear engines 
and propellers. 

Front Engine

The front engine was factory rebuilt in April of 1995 by TCM. In April of 2001, at 1001.9 hours, the 
engine was removed for repair and a new crankshaft was installed. The engine was reinstalled on the 
aircraft. In March of 2002, at 1164 hours, the engine was removed for propeller strike and reinstalled. 
An entry dated December 12, 2005 was followed by an entry dated May 5, 2009. The May 5th entry 
showed that the engine was removed for overhaul at 1654.6 hours Since Major Overhaul (SMOH). The 
engine was reinstalled on October 25, 2010. The last entry was dated November 1, 2011 (annual 
inspection). The front propeller was removed and overhauled at 490.6 hours TT on October 25, 2010. 
The propeller was then reinstalled on October 28, 2010.

Rear Engine

The rear engine was factory rebuilt in February 1998 by TCM. In March 2002 at 815.7 hours SMOH, 
the engine was removed, repaired and reinstalled due to propeller strike. An entry dated January 2, 2005, 
1160 hours SMOH, was followed by an entry dated October 28, 2010, 1306.3 hours TT and 0.0 hours 
SMOH. The last entry dated November 1, 2011 was an annual inspection. The rear propeller was 



Page 5 of 13 CEN12FA058

overhauled on March 3, 2010. The propeller was reinstalled had an annual inspection on October 28, 
2010 at 490.6 hours TT. An entry dated November 1, 2011 showed a total time of 345 hours TT.

METEOROLOGICAL INFORMATION

Local witnesses stated that the weather was mild with variable light wind.

METAR KALS 102352Z AUTO 25004KT 10SM CLR M02/M09 A3032 

METAR KALS 102252Z AUTO 26004KT 10SM CLR 01/M10 A3034 

FLIGHT RECORDERS

The airplane was not equipped with hardened recording devices. The investigative team searched the 
wreckage for any evidence of installed non-volatile memory devices. Due to the extent of the thermal 
damage to the airplane it is unknown at this time whether any of these memory devices were onboard 
the airplane.

WRECKAGE AND IMPACT INFORMATION 

General

The accident site was located at N37 degrees, 24.631 minutes, W105 degrees, 52.349 minutes, at an 
elevation of 7,544 feet. The site was 0.89 miles south of the departure end of Runway 20. Initial 
observations of the wreckage showed evidence that the rear propeller was not producing power at 
impact and the fuel valve to the rear engine was observed to be in the closed position. There was 
evidence that the forward engine was producing power at the time of impact. Neither the uplocks nor 
downlocks for the main landing gear were engaged, but due to impact damage, the actual landing gear 
position at impact could not be confirmed. Flight control cable continuity was confirmed from the cabin 
floor under the front seats to each flight control. Control cable continuity could not be fully assessed on 
scene due to extreme impact and fire damage to the front of the airplane. 

Airframe 

The aircraft impacted a relatively level cow pasture on a heading of approximately 070 degrees in a 
wings level, 45-degree nose down attitude. No ground contact marks were observed before the main 
wreckage. A post-impact fire consumed a majority of the fuselage, including the cockpit, between the 
rear and front firewalls. Portions of both wing roots were also consumed by the post impact fire. The 
post-impact fire initiated a small grass fire in front of the aircraft. The post-impact fire consumed mostly 
all of the cabin section and all of the cockpit flight and engine monitoring instruments. A latched and 
partially fire damaged seat belt was found on the left side of the fuselage.

Landing Gear System

Neither the uplocks nor downlocks for the main landing gear were engaged, which could indicate that 
the landing gear may have been in transit, but due to the severe impact damage, the actual landing gear 
position at impact could not be confirmed. The left main wheel and tire assembly exhibited damage 
similar in shape to a propeller blade cut.
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Flight Controls

All of the flight controls remained attached. The right wing's leading edge exhibited slight aft crushing 
at the wing root. The remainder of the leading edge and the left wing's leading edge did not exhibit aft 
crushing damage. The two tail booms were partially fractured and each was bowed outboard. No leading 
edge damage was present to the front of the horizontal stabilizer. Flight control cable continuity was 
confirmed from the cabin floor under the front seats to each flight control. Control cable continuity 
could not be assessed on scene due to extreme impact and fire damage to the front of the airplane. The 
flap actuator, which was separated from its mounting structure, was in a retracted position.

Engines / Propellers General

The front engine was partially buried in the ground at a nose down angle between 30 and 45 degrees. It 
was attached to the aircraft firewall. The front propeller was partially attached to its engine flange. One 
blade exhibited double S-bending. The rear engine was also attached to the firewall. The rear propeller 
was found separated from its engine flange and approximately 100 feet in forward of the aircraft 
wreckage. No rotation marks were noted to the propeller. The leading edge of one of the blades had 
several deep gouges. Neither propeller assemblies (front and rear engine) were in the feather position. 
The power control quadrant in the cockpit exhibited extreme fire damage, however, all engine and 
propeller controls were found in the full forward position

Front Engine

The front engine remained partially attached to the airframe via the engine mount, control cables, hoses 
and wires and exhibited thermal damage. The engine oil sump was fractured into several pieces. A 
section of the accessory case was separated. The starter, starter adaptor, magnetos and starter adaptor 
were fractured free of the engine. The propeller remained partially attached to the engine crankshaft 
propeller flange. One propeller blade exhibited "S" shaped bending and gouges in the leading edge.

Rear Engine

The rear engine remained partially attached to the airframe via the engine mount, control cables, hoses 
and wires and exhibited thermal damage. The propeller and engine crankshaft propeller flange were 
separated from the engine at the engine crankshaft nose seal and were located forward of the main 
wreckage. Aft bending midway from the propeller hub and gouges in the trailing edge were observed in 
one blade of the propeller. 

Fuel System

The outboard fuel tanks in the left wing appeared intact. The both wings' inboard tanks and the right 
wing outboard tanks were partially consumed by fire. The front engine selector handle was set to the left 
tank. The front engine fuel selector valve was between the left tank and off positions. The rear engine 
fuel selector handle and valve were in the off position.

Due to the severe thermal damage resulting from a fuel fed post-impact fire, the airplane was moved to a 
facility for more detailed examinations of the airframe and engines. Detailed examinations of the 
airframe and engine teardowns were conducted at Beegles Air Salvage, Greeley, Colorado on November 
14, 2011.
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Airframe Observations

Control cable continuity was confirmed for the elevator and ailerons from the cabin floor to the control 
yokes. The rear engine cowling exhibited damage consistent with propeller cuts. The main landing gear 
were not locked in either the extended or retracted positions. The main landing gear legs were in an 
intermediate position with the legs folded back and the wheels oriented upward near the main gear 
wheel wells. The nose gear appeared to be in the retracted position. The two leading edge gouges on rear 
propeller blade "A" (9" and 12" inboard from the tip) appeared to line up with the damage to the left 
main gear axle and wheel hub when the propeller blade was placed next to the damaged left main wheel. 
The two fuel selector valves were removed from the aircraft structure and found to function normally. 
The rear fuel strainer screen was clear of debris. The front fuel strainer was not located in the wreck-age. 
All of the cockpit engine controls were in the full forward position.

Engine / Propeller Observations

Front Engine – IO-360-G (2), serial number 244582-R
McCauley Propeller – D2AF34C306-B, serial number 010231

The propeller was partially attached to the crankshaft flange and all of the cylinders remained attached 
to the crankcase. The alternator, both left and right magnetos, and the starter were separated from the 
engine due to impact forces. The exhaust system and air induction system exhibited impact damage. 
Both left and right magneto drive shafts did not rotate freely when turned by hand, however, the cotter 
pins on the magneto drive shafts were intact. Both magnetos were disassembled and examined. The 
distributor driven and drive shaft drive gears were found intact. The magneto drive coupling rubber 
bushings were missing. The ignition harness exhibited thermal damage. The top spark plugs exhibited 
normal operating signatures in accordance with the Champion aviation check-a-plug comparison chart. 
The bottom spark plugs were inspected using a lighted borescope and exhibited normal operating 
signatures in accordance with the Champion aviation check-a-plug comparison chart. 

The fuel pump had been displaced toward the rear of the engine due to impact forces. A portion of the 
mixture control cable remained attached to the mixture control lever and was near the lean position. The 
fuel pump drive coupling exhibited impact damage. The fuel pump was disassembled and the fuel pump 
vanes were found intact. No indication of hard particle passage was observed in the fuel pump housing. 
The relief valve seat exhibited no obstructions and the diaphragm was intact with no indication of fuel 
leakage in the chamber side of the diaphragm.

The fuel manifold valve was disassembled and the screen was found clear of obstructions. The 
diaphragm exhibited damage and the plunger and diaphragm retaining nut was found tight and secure. 
No scoring was observed on the fuel valve assembly. No indication of fuel leakage was observed in the 
vent chamber side of the diaphragm. All fuel injector lines remained attached to their respective fuel 
injector nozzles. All fuel nozzles were clear of obstructions. The throttle fuel control throttle lever and 
throttle plate were observed near the idle position. 

A portion of the oil sump was not located. The oil screen was clear of obstructions and a residue of oil 
was present.

All cylinders were inspected using a lighted borescope. The internal combustion chambers exhibited a 
material consistent with that of normal combustion deposits. The cylinder bores were clear of scoring 
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and no evidence of hard particle passage was observed in the cylinder bore ring travel area. All overhead 
cylinder components exhibited a residue of oil. The intake and exhaust valve faces were inspected using 
a lighted borescope. The intake and exhaust valve faces exhibited a material consistent with that of 
normal combustion deposits. All rocker arms were intact and exhibited a residue of oil. The piston heads 
were examined using a lighted borescope and exhibited a material consistent with that of normal 
combustion deposits.The crankshaft exhibited continuity through the oil sump opening and a residue of 
oil was present. Spiral cracking was observed aft of the crankshaft flange.

The starter and alternator had impact damage. The vacuum pump drive shaft did not rotate by hand. The 
vacuum pump was disassembled and the rotor and vanes were found intact. 

The propeller governor control cable remained attached to the propeller governor control lever. The 
control lever was moved through its full range of travel by hand. The propeller governor drive shaft 
rotated by hand. The propeller governor oil screen was clear of obstructions The two-bladed, variable-
pitch propeller, remained partially attached to the crankshaft flange. Both propeller blades exhibited 
chordwise scratches, polishing, and leading edge damage. One propeller blade exhibited a bend toward 
the cambered side of the propeller blade, beginning near the propeller blade root. 

No pre-impact anomalies were found during the front engine examination.

Rear Engine – IO-360-GB, serial number 813007-R
McCauley Propeller – D2AF34C307-B, serial number 000235

The engine mount and firewall remained attached to the engine. The engine crankshaft propeller flange 
was separated and located with the propeller. All of the cylinders remained attached to the crankcase and 
all damage observed was consistent with impact forces. The exhaust system and the induction system 
exhibited impact damage. Both magneto drive gears turned freely by hand and their respective cotter 
pins on the magneto drive shafts were intact. Both magnetos were disassembled and examined. The 
distributor driven and drive shaft drive gears were found intact and the magneto drive coupling rubber 
bushings were intact. The ignition harness exhibited thermal damage. The top spark plugs exhibited 
normal operating signatures in accordance with the Champion aviation check-a-plug comparison chart. 
The bottom spark plugs were inspected using a lighted borescope and exhibited normal operating 
signatures in accordance with the Champion aviation check-a-plug comparison chart. 

The fuel pump remained intact, was attached to the engine, and exhibited thermal damage. The mixture 
control lever moved from stop to stop by hand and the fuel pump drive coupling was intact. The fuel 
pump did not turn freely by hand and was disassembled. The fuel pump vanes and rotor exhibited a 
molten material and the diaphragm exhibited thermal damage. This thermal damage was due to the post-
impact fire. The fuel manifold valve was intact and safety wired. The fuel manifold valve was 
disassembled and the screen was clear of obstructions. The plunger and diaphragm retaining nut was 
tight and secure. No scoring was observed on the fuel valve assembly. No indication of fuel leakage was 
observed in the vent chamber side of the diaphragm. A residue was observed in the fuel manifold 
assembly. All fuel injector lines remained attached to their respective fuel injector nozzles and all fuel 
nozzles were clear of obstructions. 

The oil screen was safety wired, clear of obstructions, and a residue of oil was present. 
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All cylinders were inspected using a lighted borescope. The internal combustion chambers exhibited a 
material consistent with that of normal combustion deposits. The cylinder bores were clear of scoring 
and no evidence of hard particle passage was observed in the cylinder bore ring travel area. Suction and 
compression were obtained on all cylinders at the top spark plug hole when the crankshaft was rotated 
by hand with an adaptor in the propeller governor drive. All overhead cylinder components exhibited a 
residue of oil and exhibited movement when the crankshaft was rotated. The intake and exhaust valve 
faces were inspected using a lighted borescope. The intake and exhaust valve faces exhibited a material 
consistent with that of normal combustion deposits. All rocker arms were intact and exhibited a residue 
of oil. The piston heads were examined using a lighted borescope and exhibited a material consistent 
with that of normal combustion deposits. The crankshaft exhibited continuity to the valve train and 
accessory gears.

The starter and the alternator exhibited thermal and impact damage. The vacuum pump drive shaft 
exhibited thermal damage and did not rotate by hand. The vacuum pump was disassembled and the rotor 
and vanes were intact.

The propeller governor exhibited impact damage and was fractured near the base. The propeller 
governor control lever was fractured free of the governor. The propeller drive gear was fractured and the 
propeller governor oil screen was clear of obstructions.

The propeller and crankshaft propeller flange were separated from the engine. The blades were labeled 
A and B for identification. Blade A was bent aft from the hub to the tip. Two large gouges were 
observed in the leading edge of blade A, 9 and 12 inches from the tip. Chordwise scratches to the 
cambered side of the blade were observed approximately midway from the hub to the tip. Blade A was 
fractured and loose in the hub. Blade B exhibited chordwise scratches to the cambered side of the blade 
approximately midway from the hub to the tip. 

MEDICAL AND PATHOLOGICAL INFORMATION

An autopsy did not reveal any pre-existing medical conditions that could have contributed to the 
accident. Toxicology tests on the pilot were negative.

TESTS AND RESEARCH

Performance Calculations

The actual weight of the aircraft at the time of the accident could not be determined due to a lack of fuel 
and aircraft empty weight information. A weight of 4,000 pounds, the lightest weight shown in the POH, 
was used for the following calculations. The POH noted that the normal rate of climb and single engine 
rate of climb for the aircraft is reduced 15 feet per minute with the belly cargo pod attached.

According to the POH, the following conditions were used to determine the normal rate of climb for the 
aircraft: flaps and gear up, 2600 RPM, 24 inches Hg manifold pressure or full throttle, cowl flaps open, 
an airspeed of 110 KIAS. The normal rate of climb at a pressure altitude of 7,000 feet, at 0°C with the 
belly cargo pod attached is 672 feet per minute.

According to the POH, the following conditions were used to determine the single engine rate of climb 
for the aircraft: flaps and gear up, 2800 RPM, full throttle, mixture set in accordance with placarded fuel 
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flow, cowl flaps open on the operating engine, cowl flaps closed on the inoperative engine, inoperative 
engine's propeller feathered, and an airspeed of 85 KIAS. The single engine rate of climb with the rear 
engine operating at a pressure altitude of 7,000 feet, a temperature of 0°C, and the belly cargo pod 
attached is 142 feet per minute. The single engine rate of climb with the front engine operating at a 
pressure altitude of 7,000 feet, a temperature of 0°C, and the belly cargo pod attached is 99 feet per 
minute.

According to the POH, the rate of climb is reduced 110 feet per minute with the landing gear extended. 
The rate of climb is reduced 240 feet per minute when the gear is in transit.

ADDITIONAL INFORMATION

The airplane wreckage was released to the owner's representative.

Pilot Information 

Certificate: Commercial; Private Age: 58

Airplane Rating(s): Single-engine land; Multi-engine 
land

Seat Occupied: Left

Other Aircraft Rating(s): Glider Restraint Used: 3-point

Instrument Rating(s): Airplane Second Pilot Present: No

Instructor Rating(s): None Toxicology Performed: Yes

Medical Certification: Class 2 With waivers/limitations Last FAA Medical Exam: June 10, 2011

Occupational Pilot: No Last Flight Review or Equivalent:

Flight Time: (Estimated) 3645 hours (Total, all aircraft), 565 hours (Total, this make and model), 52 hours 
(Last 90 days, all aircraft), 30 hours (Last 30 days, all aircraft), 1 hours (Last 24 hours, all 
aircraft)



Page 11 of 13 CEN12FA058

Aircraft and Owner/Operator Information 

Aircraft Make: Cessna Registration: N337LC

Model/Series: 337G Aircraft Category: Airplane

Year of Manufacture: 1976 Amateur Built:

Airworthiness Certificate: Normal Serial Number: 33701672

Landing Gear Type: Retractable - Tricycle Seats: 6

Date/Type of Last 
Inspection:

November 1, 2011 Annual Certified Max Gross Wt.: 4630 lbs

Time Since Last Inspection: 0 Hrs Engines: 2 Reciprocating

Airframe Total Time: 4386 Hrs as of last inspection Engine Manufacturer: CONT MOTOR

ELT: Installed, not activated Engine Model/Series: IO-360 SER

Registered Owner: LAMP MINISTRY INC Rated Power: 300 Horsepower

Operator: LAMP MINISTRY INC Operating Certificate(s) 
Held:

None

Meteorological Information and Flight Plan

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

Observation Facility, Elevation: KALS,7539 ft msl Distance from Accident Site: 2 Nautical Miles

Observation Time: 15:52 Local Direction from Accident Site: 360°

Lowest Cloud Condition: Clear Visibility 10 miles

Lowest Ceiling: None Visibility (RVR):

Wind Speed/Gusts: 4 knots / Turbulence Type 
Forecast/Actual:

 / 

Wind Direction: 260° Turbulence Severity 
Forecast/Actual:

 / 

Altimeter Setting: 30.34 inches Hg Temperature/Dew Point: 1°C / -10°C

Precipitation and Obscuration: No Obscuration; No Precipitation

Departure Point: Alamosa, CO (ALS ) Type of Flight Plan Filed: None

Destination: Salida, CO (ANK ) Type of Clearance: None

Departure Time: 16:14 Local Type of Airspace: Class E



Page 12 of 13 CEN12FA058

Airport Information

Airport: San Luis Valley Regional ALS Runway Surface Type: Asphalt
Airport Elevation: 7539 ft msl Runway Surface Condition: Dry
Runway Used: 20 IFR Approach: None
Runway Length/Width: 8519 ft / 100 ft VFR Approach/Landing: Unknown

Wreckage and Impact Information 

Crew Injuries: 1 Fatal Aircraft Damage: Destroyed

Passenger 
Injuries:

Aircraft Fire: On-ground

Ground Injuries: N/A Aircraft Explosion: None

Total Injuries: 1 Fatal Latitude, 
Longitude:

37.403888,-105.859725(est)
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Administrative Information

Investigator In Charge (IIC): Lemishko, Alexander

Additional Participating 
Persons:

Terry Rhea; FAA FSDO; Denver, CO
Kent  Hamilton; USFS; Denver, CO
Henry Soderlund; Cessna; Wichita, KS
Chris Lang; Continental Motor Co.; Mobile, AL

Original Publish Date: September 24, 2014

Last Revision Date:

Investigation Class: Class 

Note: The NTSB traveled to the scene of this accident.

Investigation Docket: https://data.ntsb.gov/Docket?ProjectID=82280

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.

https://www.ntsb.gov/about/organization/AS/Pages/aviation-classification.aspx
http://data.ntsb.gov/carol-repgen/api/Aviation/ReportMain/GenerateFactualReport/82280/pdf

