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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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Based on passenger testimony and my late observations, I believe the aircraft was on fire from some point after the run up. I do
not know exactly what caused the fire or the extent of the damage before the aircraft came to a complete stop. After inspection
with the FAA inspector, we believe the fire originated behind the firewall, between the firewall and the instrument panel where the
fuel shutoff valve, electric fuel boost pump and brake reservoir are found.
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None on the day.

The aircraft was consumed by a fire after it came to a stop. The aircraft was on fire before coming to a complete stop on the taxiway; I remember seeing
flames in the passenger right wheel well, and the passenger called "engine fire" then for an emergency ground egress. The passenger also recalls an unusual
heat source by his legs approximately 1,000' down the runway, before any corrective maneuvers take place.

The aircraft came to a stop on the intersection of taxiway A and A4 and burned on the taxiway. There is some damage to the taxiway, likely from the burning
aircraft. The aircraft also hit and knocked over a single taxiway light.



Both occupants exited the aircraft. The Passenger observed heat and flames in his leg well and called "engine fire." When the aircraft came to a complete 
stop, both of us released our seat belts and egressed the aircraft through the doors/windows. I paused long enough to get the fire extinguisher to attempt to 
put out the fire. 
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The event:
On 15 July, I met Mr Micah Hayden at Meadowlake airport to take him flying in Glassair N181AL. Pre-flight, start, taxi seemed normal. As I approached 
Taxiway A, the windsocks were conflicting on which runway they were favoring, so I stopped and listened to the AWOS. The AWOS called the winds 050 at 7 
knots, a near direct crosswind to either runway (150 or 330). This was approximately 1300L. I chose 15 because a Decathalon or Citrabria had just landed on 
15 and it is the favored runway for the airfield. I taxied to the north end of the airfield and performed a normal run-up, paying particular attention to the Mag 
check and carb heat check.

I took the active runway 15 for takeoff and all indications were normal initially. At some point, I continued to creep to the left side of the runway (logical with a 
left crosswind), despite efforts (via brake and rudder) to correct back to the centerline. I made one last big effort to correct back to the right and got to the right 
of centerline, though swerving to accomplish it. Tire marks show I made it to the right side of the centerline with both wheels but not much more. Correcting 
back, I brought the airplane back to the left but my vector was too great to the left and decided to abort the takeoff rather than continue. I accepted going into 
the grass and likely ground loop in the aircraft. I reduced the power to idle at and at some point the wreckage shows I pulled the mixture to Idle Cutoff. The 
aircraft continued off the prepared surface into the grass, eventually coming to a stop on the intersection of Taxiway A and A4.

As we approached stopping, my passenger exclaimed “Engine Fire” and called for an emergency ground egress. I looked over and saw flames coming from 
the right leg well and consciously remember those flames before the aircraft came to a complete stop. We emergency ground egress, I pause to grab the fire 
extinguisher, then run to the front of the aircraft in an attempt to put the fire out; flames were coming from near the firewall-fuselage intersection of the aircraft, 
on the right side. My extinguisher had no effect on the fire and the aircraft is completely on fire within 3-5 minutes. It eventually burns on the taxiway for 5-7 
minutes until the fire department came and put the fire out. The aircraft is destroyed after the fire. After talking to the NTSB and the FAA, they released the 
aircraft to be placed in the hangar.

Analysis:
Known facts after examining the aircraft with the FAA inspector, Mr Dale Shuel and Mr Richard Hosker, along with the airfield manager, Mr Dave Elliot and 
field A&P Mr Mike Barr.
1. The fire did not appear to originate from the engine compartment, forward of the fire wall. There is rubber tubing still present.
2. The worst scorching appears to be in the area where the design gives an optional header tank to be installed; none was installed in this aircraft. Wires are 
melted, all rubber tubing is clearly melted. When the area was revealed, the group exclaimed this was the likely source of the felt/seen in the cockpit fire.
3. In this area, the fuel shutoff valve AND electric fuel boost pump are installed, along with the brake reservoir in front of the pilot's feet on the left side. This 
means fuel lines and hydraulic lines are inside the cockpit.
4. Tire marks show the aircraft near the left side of the runway, approximately 1,000' down the runway, a clear movement to the right side of the centerline, 
then a vector back across the runway to the left, eventually off the runway on the left (east) side of runway 15.
5. The tire marks show some skidding but the brakes are not locked up.
6. Once departing the runway, the right tire is skidding and disturbing the grass/gravel making a clear mark, the left side appears to bounce several times with 
times of skidding as well.
7. There is nothing to hit along the runway to cause a spark until ~10-20 feet away from the aircraft stopping where the aircraft took out a blue taxiway light. 
8. Before this taxi light is hit, there is clear scorching of the grass along the track of the right wheel, for approximately 10-15'. This says the aircraft is already 
on fire before hitting the light. The scorching on the ground is along the path of the right wheel well and appears to be a light dousing, consistent with a liquid 
hitting it, burning briefly and then going out for lack of fuel.
9 The passenger remembers e cessi e heat on his legs hile the aircraft is on the left side of the r n a before the right a action to get back to the

If the fuel/brake line theory does not hold up under scrutiny, I do not know why I was unable to keep the aircraft on the centerline. I was properly endorsed 
and trained. Training may have been a player in this accident, but I cannot point to anything directly. I consciously thought about the differences between 
tricycle and tail wheel flying before the flight and explained them to Mr Hayden as the takeoff and landing would be different than he was used to.

I cannot pinpoint a reason for the aircraft to catch on fire. Perhaps the electric fuel pump leaked after an unknown hours of use. Pressurized fuel or brake 
fluid, seem to put as many of the pieces together as possible.

There is a minor point worth noting about accepting any tailwind. I consciously accepted a 1-2 knot tailwind (1.21 knots to be exact) in favor of the aircraft that 
just landed. This may have made a slight difference.

However, I believe the decision to abort, accept entering the grass and possible ground loop is what saved my life and the life of the passenger. The aircraft 
had already swerved twice and was not going in the desired direction. At that point, I aborted the takeoff rather than trying to continue to salvage a bad 
takeoff, careening down the runway to get control of the aircraft. That decision to not accept the aircraft performance, however it got there (my inability or 
mechanical degradation of the brakes by coating them with a fluid), likely saved the lives of the two people in the aircraft. This does not explain or prevent the 
fire, but helps in decision making for the future.



Mr Micah Hayden is a cadet at the Air Force Academy. He has gone through a 10 sortie introduction to powered flight course in a T-53, a Cirrus SR-20. For his clear communicaton 
of "engine fire" and commanding a "Ground Egress," he should be commended.

My flight hours are approximate. My current civilian log book was burned in the fire and the only recoverable portion of the logbook was the current BFR from this year. If desired, I 
should be able to get my recent tricycle gear hours from the flight school's computer, but all of my tail wheel time was in the burned logbook.

07/23/2017
///SIGNED///       Paul Carlton III
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