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NATIONAL TRANSPORTATION SAFETY BOARD 
NTSB Form 6120.1 

PILOT/OPERATOR AIRCRAFT ACCIDENT/INCIDENT REPORT 

The pilot/operator aircraft accident/incident report may be filed by
mailing in this form, per instructions on the last page.  Copies of this form
may be obtained from the NTSB Web site <http://www.ntsb.gov>, the
National Transportation Safety Board Regional Offices, and the Federal
Aviation Administration Flight Standards District Offices. 

Rules pertaining to aircraft accidents/incidents, overdue aircraft, and
safety issues are contained in Part 830 of the National Transportation
Safety Board's Regulations, 49CFR. These rules state the authority of the
Board, define accidents, incidents, injuries, and other terms, and provide
procedures for initial and immediate notification by aircraft pilots/operators.

A. APPLICABILITY 

The pilot/operator of an aircraft shall file a report with the Regional
Office of the National Transportation Safety Board nearest the accident or
incident for which immediate notification is required by section 830.5(a).
The report shall be filed within ten (10) days after an accident for
which notification is required by Section 830.5 or when, after seven
(7) days, an overdue aircraft is still missing.  An aircraft accident, as
defined in 49CFR 830.2, is determined as an occurrence that involves a
fatality, serious injury, or substantial damage.  For occurrences that do not
involve a fatality, the determination that the occurrence is an accident can
be appealed by writing to the Director, Office of Aviation Safety, National
Transportation Safety Board, 490 L'Enfant Plaza, S.W., Washington, D.C.
20594.   

B. DEFINITIONS 

1. "Aircraft Accident" means an occurrence associated with the
operation of an aircraft that takes place between the time any person
boards the aircraft with the intention of flight and all such persons have
disembarked, and in which any person suffers death, or serious injury, or
in which the aircraft receives substantial damage. For purposes of this
form, the definition of “aircraft accident” includes “unmanned aircraft
accident,” as defined at 49 C.F.R. 830.2.

4.  "Fatal Injury" means any injury that results in death within thirty (30)
days of the accident. 

5.  "Serious Injury" means any injury that (1) requires hospitalization
for  more than 48 hours, commencing within 7 days from the date the injury
was received; (2) results in a fracture of any bone (except simple fracture
of fingers, toes, or nose); (3) causes severe hemorrhages, nerve, muscle,
or tendon damage; (4) involves injury to any internal organ; or (5) involves
second- or third-degree burns, or any burns affecting more than 5 percent
of the body surface. 

INSTRUCTIONS TO PILOTS/OPERATORS FOR COMPLETING THIS FORM 
It is necessary that ALL questions on this report be answered completely and accurately. 

If more space is needed, continue on a blank sheet. 

cargo/baggage compartment fire suppression system, or airport
emergency ground equipment. 

Engine: Enter engine make and model information as indicated on the
engine data plate.

Owner/Operator Information: Enter the owner information as shown on the
registration certificate. Commercial operators, enter the operator
information, including "Doing Business as" when applicable, as shown on
the operator certificate.

Revenue Sightseeing Flight: Indicate whether the accident aircraft was
conducting revenue sightseeing operations under FAR Part 91 at the time
of the accident.

Public Use: Federal, state or local government flight operations such as
official travel, law-enforcement, low-level observation, aerial application,
firefighting, search and rescue, biological or geological resource
management, or aeronautical research. Military operations should not be
included under public use. If public use, also indicate whether the flight
was conducted by Federal, State, or Local government.

Air Medical Flight: Indicate whether accident flight was being conducted
for the purpose of carrying medical personnel, patient(s), or organs.
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NTSB Form 6120.1 (rev. 2/2011).  This form replaces 6120.1/2.  

The Pilot/Operator Aircraft Accident/Incident Report Form is used in
determining the facts, conditions, and circumstances for aircraft accident
prevention activities and for statistical purposes.  It is necessary that  ALL
questions be answered completely and accurately to serve the above
purposes. 

2. "Substantial Damage" means damage or failure which adversely
affects the structural strength, performance or flight characteristics of the
aircraft, and which would normally require major repair or replacement of
the affected component.  NOTE: Engine failure or damage limited to an
engine if only one engine fails or is damaged, bent fairing or cowling,
dented skin, small puncture holes in the skin or fabric, ground damage to
rotor or propeller blades, and damage to landing gear, wheels, tires, flaps,
engine accessories, brakes, or wing tips are not considered "substantial
damage" for purposes of this report.  

3. "Operator" means any person who causes or authorizes the
operation of an aircraft, such as the owner, lessee, or bailee of an aircraft.

Nearest City/Place: Use the name of the nearest community that has a
Post Office in the state where the accident/incident occurred.

Date & Time: Indicate the date and local time of the event. Be sure to
indicate the time zone.

Phase of Operation: Indicate the phase of operation during which the
accident/incident occurred.

Aircraft Information:  Enter aircraft make and model information as
indicated on the aircraft registration certificate, including series. If the
involved aircraft is certified as "amateur-built," include the name of
manufacturer of the kit or plans when appropriate.

Max Gross Weight: Enter the certificated max gross weight for the aircraft
involved in the occurrence. This should be the same as the maximum
gross weight indicated on the aircraft weight and balance documents.

Airworthiness Certificate: For light sport aircraft, if aircraft certificated as
"Light Sport - Experimental", check both the "Light Sport" and
"Experimental" check boxes.

Type of Fire Extinguishing System: If a fire extinguishing system was used
to fight an aircraft fire, specify the type(s) of extinguishing system(s) used.
Examples     include     handheld     extinguisher,      engine     fire     bottle,
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All the damage that happened to the aircraft was from the firewall and forward. The nose gear did collapse after rolling approx 75 ft which led to most of the
damage. Engine cowling cracked and broken. Engine remained intact however the radiator and other lower parts of the engine were damaged. Two of the
three propellers where cracked and bent as well as the spinner.



Once the aircraft came to a stop, I ensured all fuel shut offs and power were off and exited the aircraft from the pilots door (left door) and waited outside the
aircraft for emergency personnel to arrive.
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N320RJ is an experimental Kit Fox 7 owned by Mike Frost who recently was a student of mine that received his Private Pilot Certificate this November. The
instruction I had given Mike was all done in Choice Aviation's Cessna 172M. After completing his private pilot certificate Mike planned on flying his Kit Fox 7.
Mike had Choice Aviation conduct an annual conditional inspection and wanted me to fly the aircraft to gain proficiency in order to give Mike instruction in his
Kit Fox. The annual conditional inspection was done on 20 October 2016 by Joe Ashment. Choice Aviations Chief Pilot Ben Atnip and I conducted a check
out flight on the 5th of November. The flight was cut short due to engine roughness after takeoff and set back on the runway and taxied back to Choice's
maintenance department for closer inspection. The result was the aircraft was not receiving enough fuel at full power even with both electric fuel pumps on.
After installing check valves for the fuel system as well as replacing the fuel regulator Ben and I again tried another checkout flight the 22nd of December.
After closer examination in flight we still had slight engine roughness at high power settings but not nearly as bad as before. The airplane ran perfectly fine at
35" manifold pressure and under and we were able to do power off stalls, steep turns, climbs and descent as well as three takeoffs and landings in which the
airplane flew normal. In order to fix the remaining fuel issue at high power settings Joe adjusted the fuel pressure to the maximum settings in order for the
engine to receive more fuel needed to run at max power. Both Ben and I felt confident in my handling of the aircraft and I decided to fly the Kit Fox Friday
December 23 at 9:00am in order to gain further proficiency in the handling characteristics of the aircraft in order to provide the best instruction for Mike. This
local flight started with a thorough weather brief from Aviation Weather Center website followed by calculations of performance and weight and balance. Next
I conducted a thorough preflight inspection which included checking proper fuel quantity and fuel sampling. All fuel, oil, coolant, flight controls, airframe, tires,
brakes, antennas, and lights where all in working order for a safe flight. I proceeded to pull the aircraft out of the hanger and started the aircraft. It took
several tries to start the engine and had to use the choke in order to start the engine in the cold conditions. Once started, engine instruments were in the
green and taxied to runway 22 after receiving the automated weather and completing the after start checklist. Holding short of runway 22 I ran the engine to
4000 RPM's and checked the left and right ignition circuits. I then turned fuel pump B on and ran the airplane to maximum power which brought the fuel PSI
to maximum of 23 PSI but the engine ran fine. This was a good sign because until this point the engine wouldn't run smoothly at max power settings. I
brought the engine back to 4000 RPM's and checked the fuel pumps and when shutting both fuel pumps off the airplane slowly quit and died. I restarted the
engine and to confirm this was OK I taxied back to maintenance for a second opinion. Normal operation calls for fuel pump A to be running all the time but I
wanted to ensure that the fuel system was in working order in all fuel pump positions and thought it would be wise to have the mechanic sit in on a run up to
ensure everything was working properly. Joe got in on the right seat and the airplane remained with in limits from max power to idle with both fuel pumps on
and with both fuel pumps off the pressure dropped which is to be expected being gravity fed and the engine did not shut off. Joe then got out of the airplane
and I proceeded to taxi to runway 22 and conducted another run-up at 4000 RPM with both pumps on. Everything checked out and I entered the runway
applied full power verified engine instruments were in the green and airspeed was alive and rotated at 47knots. I climbed at 70 knots and turned left
crosswind at 5700 ft. On left crosswind I realized my airspeed was at zero and looked onto the left wing to see the pitot tube had rotated sideways and wasn't
receiving any ram air. My plan at this point was to return for landing and have maintenance tighten the pitot tube. I entered the left downwind leg for 22 and
was at a pattern altitude of 6000 ft. I conducted a before landing check followed by verifying the checklist and abeam the numbers brought the power back to
15" manifold pressure and began my descent. Both fuel pumps were on at this point and listening to the engine I sensed something wasn't right and applied
power in which there was no response. I had turned left base and started to realize I had a serious problem and proceeded directly for the runway numbers.
With out an airspeed indicator I maintained what I thought was the best glide pitch attitude and tried to manage the energy I had left on the airplane. The
propeller was still turning but after multiple attempts of adjusting the throttle I soon realized the engine did not have any power to give. I made one final radio
call on Cody CTAF frequency stating I was making an emergency landing short of of runway 22. There was a small snow bank just in front of the blast pad
from the snow removal conducted on the runway. I knew I didn't want to risk running into the snow bank so I made a decision to set the aircraft in the grass
prior to runway 22 as soon as I cleared the airport fence. The landing was firm but touched down on the mains first. Once the nose wheel hit I rolled for
approximately 75 ft then the nose gear collapsed and the propeller hit the dirt. I then continued to slide for another 90 ft and the aircraft came to a stop. I

There were many different things that may have prevented this unfortunate outcome. Joe and I did lots of research and we were both knowledgeable of the
correct operation of the aircraft. We also took lots of advice from the owner Mike Frost who was very knowledgeable and had attended training from Rotax.
We read through the engine manual and Kit Fox manual several times. However I felt that the operation of the fuel system and especially the fuel pumps
were very vague in the operation manuals.

The pitot tube that was installed on the aircraft was in my opinion of poor design and needed to be more secure so that it would not turn in flight.

Lastly I think the snow bank at the end of the runway did play a factor. I cant say for certain if I would have made the runway with the bank not being there but
it was a hazard that I wanted to avoid hitting which resulted in setting the aircraft down a few hundred ft earlier than what I had to.
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