Mike J. Hodges
NTSB AS-CEN

12/14/2021

CEN21LA404 — NTSB Examination Report

N9114W (Cessna 182D airplane with a Continental Motors 0-470 engine) was examined at Smiling Aviation in
Delta, CO, on 12/14/2021. Present during the examination was Mike Hodges, NTSB investigator-in-charge, Casey
Love, air safety investigator, from Textron Aviation, Wichita, KS, and various staff members from Smiling Aviation.

Airframe:

All major components of the airframe were accounted for at the facility.

There were no signs of a fire.

There were no reported control continuity issues by the pilot during the accident.

The left and right fuel tanks were still intact from the accident sequence.

The right and left fuel tank caps were found installed. Both fuel tanks had the anti-siphon mechanism
installed. No issues were noted with the fuel caps.

Both fuel tanks had bladders installed. No signs of fuel were found in the fuel tanks. The insides of both
bladders were examined, and no issues were noted. No major debris was found that would have inhibited
fuel delivery in both bladders.

The left-wing fuel tank vent (there is only one fuel tank vent on this model) was checked with plastic wire
(inserted from the external vent to inside of the bladder) and was found free of any blockages. The vent
tube that interconnects the left and right tanks was also verified to be free of obstruction.

Air was passed through the fuel system, by mouth, through a fuel hose from the wing root fuel lines,
through the fuel selector to the fuel strainer. No obstructions were detected. The fuel selector function
was verified in the same manner.

The fuel strainer screen contained light debris which covered approximately 30 percent of the screen
surface. Fuel flow was not obstructed. The fuel strainer bowl contained a small amount of light debris.
The cockpit did not have a carburetor temperature system and gauge installed.

Airframe to engine control continuity was established during the engine test run.

No onboard data recording devices were installed on the airframe.

The airframe records were documented.

The engine cowling was found separated from the engine.
The engine mount was intact.

The cylinders and crankcase all appeared intact.

There were no signs of a fire.

All the engine accessories were attached to the engine.
The fuel and oil lines were secure.

The oil level was checked, and it showed 8 quarts of oil.
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e The crankshaft was able to be rotated by hand with no issues noted. The impulse coupler made a noise
when the crankshaft was rotated.
The air intake system was intact.

e The exhaust system was intact on both sides. This model does not have internal exhaust baffles installed,
just a hollow tube.

e The oil tank cap was found intact.

e The oil tank was intact.

e Asalvage Piper fuel tank was connected to the top of the cabin to facilitate an engine test run. Fuel was
added to the salvage tank along with a battery. The original three-bladed Hartzell metal propeller (which
all three blades were bent rearward from the accident sequence) was replaced with a two-blade Hartzell
metal propeller instead.

e The engine was successfully test run on the airframe. The engine ran without any issues noted for about
two minutes. During the initial start, some grey colored smoke came out of the exhaust, as this was likely
from the airplane be inverted for a week before being recovered and set upright. The engine was filmed
and photographed during the test run, showing the successful operation of the engine. During the test
run, the engine idled and produced roughly 2,300 RPM and 23” of MP and would accelerate. An RPM drop
was noted on each magneto.

e After the engine test run, the fuel lines and hoses were removed and checked for the possibility of
intermittent obstructions, and nothing was found.

e The two filters in the carburetor were removed after the engine run and no major debris was found that
would have blocked fuel flow.

e A fuel sample was obtained in a jar from the carburetor. No signs of water or debris were noted in the
sample.

e The spinner was not damaged from the accident.

e No onboard data recording devices were installed on the engine.

e The engine and propeller records were documented.

Summary:

No mechanical malfunctions or failures were noted with the airframe and engine that would have precluded
normal operation.
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RECORD OF CONVERSATION

Michael J. Hodges

Air Safety Investigator

Central Regional Office

Office of Aviation Safety

National Transportation Safety Board

Date: 02/11/2022
Person Contacted: Erin Quilter (Office Manager — Smiling Aviation)
NTSB Case Number: CEN21LA404

Narrative:

The following is a synopsis of the information provided by Erin Quilter to the NTSB
investigator-in-charge, via a telephone conversation.

e Smiling Aviation went and recovered N9114W (Cessna 182D airplane) from a field in Delta, CO.

e The airplane was laying upside down for several days before it was recovered. At the time of the
accident, the field was very wet and muddy.

o During the recovery, no fuel leaks were observed on the airplane or on the ground. One quart total
of fuel was recovered from the airplane.

e The airplane was transported from the field to Smiling Aviation’s hangar at the Blake Field Airport
(AJ2), Delta, CO.
**** Nothing Follows ****
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N9114W Flight Tracking and History - FlightAware
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From:

To:

Cc:

Subject: Re: CEN21LA404 (N9114W) - Additional Question
Date: Thursday, February 24, 2022 11:50:52 AM

[CAUTION] This email originated from outside of the organization. Do not click any links or open attachments
unless you recognize the sender and know the content is safe.

Hi Mike—

Sorry about that—I thought | had answered this one.

There were 8 loads total that day, but after refueling, there were four loads.
Let me know if you have any other questions | can answer.

Thanks,

Kateri

From: Hodiges Michac! I

Date: Thursday, February 24, 2022 at 10:48 AM

Tos Kateri Drexler

Subject: RE: CEN21LA404 (N9114W) - Additional Question
Hi Kateri,
Just following up on this please. Thank you.

Mike

Mike J. Hodges, MS, CHP
Air Safety Investigator
National Transportation Safety Board

4760 Oakland Street, Suite 500
Denver, Colorado 80239-2793

Cellular/SMS: _
Facsimile: ||| GG

Response Operations Center (24/7): 1-844-373-9922
Work Hours: Monday-Friday, 0900-1730 Mountain Time

“We always need to prepare ourselves for handling the unexpected.” — Neil A. Armstrong



From: Hodges Michael
Sent: Friday, February 11, 2022 2:06 PM

To: Kateri Drexler_

Subject: RE: CEN21LA404 (N9114W) - Additional Question
Hi Kateri,

| am just following up on this question please.

Thank you.

Mike

Mike J. Hodges, MS, CHP

Air Safety Investigator

National Transportation Safety Board

4760 Oakland Street, Suite 500
Denver, Colorado 80239-2793

Cellular/SMS: _
Facsimile: || || GGG

Response Operations Center (24/7): 1-844-373-9922
Work Hours: Monday-Friday, 0900-1730 Mountain Time

“We always need to prepare ourselves for handling the unexpected.” — Neil A. Armstrong

From: Hodges Michael
Sent: Wednesday, December 15, 2021 10:38 AM

To: I

Subject: CEN21LA404 (N9114W) - Additional Question
Hi Kateri,

| hope you are doing well.

| have a quick question about the accident please.

| saw that the airplane was fueled with 17.3 gallons at about 0930 local time. | know you mentioned
before, when you took off for the accident flight, there was 15 gallons of usable fuel onboard. It

looks like you departed for the 8t load of the day at about 1130.

How many jump flights were there between about 0930 and about 1130 that day? Was it 8 flights or



were there more?
Thank you again.

Mike

Mike J. Hodges, MS, CHP
Air Safety Investigator
National Transportation Safety Board

4760 Oakland Street, Suite 500
Denver, Colorado 80239-2793

Cellular/SMS: _
Facsimile: |||

Response Operations Center (24/7): 1-844-373-9922
Work Hours: Monday-Friday, 0900-1730 Mountain Time

“We always need to prepare ourselves for handling the unexpected.” — Neil A. Armstrong

CONFIDENTIALITY NOTICE - THIS E-MAIL TRANSMISSION MAY CONTAIN INFORMATION THAT IS
PRIVILEGED, CONFIDENTIAL, PROPRIETARY, SUBJECT TO COPYRIGHT, AND/OR EXEMPT FROM
DISCLOSURE UNDER APPLICABLE LAW. IT IS FOR THE USE OF INTENDED RECIPIENTS ONLY. If you are
not an intended recipient of this message, please notify the original sender immediately by
forwarding what you received and then delete all copies of the correspondence and attachments
from your computer system. Any use, distribution, or disclosure of this message by unintended
recipients is not authorized and may be unlawful.

































each takeoff roll with the expectation that the engine will fail on that flight. Be
prepared!
Pilot Preparation

o Have a current weather briefing, including winds aloft.

« File a Notification with Air Traffic Control.

o Determine jump run direction and altitude (be sure to convert AGL to MSL).
o Determine who is the jumpmaster or loadmaster for the flight.

Aircraft Inspection

e Jump planes are flown hard and endure more takeoffs and landings than most
other aircraft. A thorough preflight inspection is essential to each day.

e Look for cracked and loosened components around the spinner, engine
cowling, inflight doors, and landing gear.

e Check propeller for nicks and scratches.

e Check tires and brakes.

o Check the oil quantity.

o Check fuel tanks often with a calibrated fuel stick; do not rely on fuel gauges.
Use only approved aviation fuels. Research has shown that the vast
majority of jump plane accidents were the result of fuel
exhaustion, fuel starvation, or fuel contamination.

o Conduct an engine run up and aircraft systems check.

Loading the Aircraft
An aircraft both overweight and out-of-balance is on the verge of being
uncontrollable.

o Determine the aircraft's weight and center of gravity (CG). The maximum
takeoff weight is found in the aircraft manual. The center of gravity can be
calculated from charts also found in the aircraft manual.

o Ensure that the aircraft stays within its weight and balance limitations. This
includes the weight of each occupant and his or her associated gear -
parachute, jumpsuit, helmet, etc.

e Occupants must be secured with a seat belt or other approved restraint prior to
taxi. All equipment should be secured or restrained.

The Takeoff

o If multiple jump planes are operating, constant vigilance for landing
parachutes is necessary when taxiing and taking off.

e In Cessnas, the fuel selector is in a location where it can be inadvertently
switched off. Check it prior to and during each takeoff for proper position.

e Have a pre-planned action for every possible event, including engine failure
(e.g., have alternative emergency landing areas in mind).

The Climb



o Climb angles often impede the front view from the flight deck. Use shallow
turns (usually to the left), which also serve as clearing turns.

e Avoid busy victor airways or established arrival or departure routes.

« Monitor power settings and engine temperatures to maximize the climb
performance while minimizing engine overheating.

« Atany point during the flight, the aircraft should be in a position to safely
glide back to the airport if the engine fails.

The Jump Run

Every jJump plane has a target speed for the jJump run. For Cessna, it is
generally between 80 and 90 mph. Find the power setting that maintains the
jump run altitude and target airspeed.

o Determine the desired spot for dropping jumpers. The spot is the skydivers'
predetermined exit point over the ground, and it is nearly always upwind of
the intended landing area.

e The jump pilot must assess whether releasing the jumpers will compromise
safety. If so, the jumpers must be held until all conditions are clear for the
jump.

« Winds at altitude can have a large influence on the spot, even though the
skydivers are free-falling through it. (A 30 mph wind at 12,500 AGL can
move a group of free-falling jumpers a half-mile from their exit point.)

e A jumpmaster will fine-tune the aircraft's alignment over the spot.

o ltis vital that the pilot maintain a healthy margin above stall speed to prevent
a stall on the jump run.

o With student skydivers, the jumpmaster will often call for reduced power to
assist jumper climb-out. Use pitch to maintain airspeed.

e On jumper climb-out, the pilot may need additional control inputs to counter
the effect of skydivers on the step. Many jump planes with a rear door can
have their aft CG exceeded if many jumpers mass in or near the door on a
jump run.

e When jumpers have exited, notice ATC of "jumpers away" and advise the

controller of your next maneuver.

Descent

e A Cessna's inflight door can be closed with a yaw maneuver that will need to
be practiced. Make sure that the door is securely latched.

o Set up a descent consistent with safety, and guarding against shock cooling.
Each operator will have a preferred airspeed for descent. For Cessnas, descent
speeds are in the 140 mph range. This speed should result in a 1,000-1,200
fpm descent rate.

o Use carburetor heat during descent; Cessnas are susceptible to carburetor ice.

e Atany point, the aircraft should be in a position to glide to the airport if
necessary.






Some of the ideas an materials in this series were developed by the aviation industry. The FAA
acknowledges the support of the aviation industry and its various trade and membership groups in the
production of this series. Special thanks go to Ed Scott, US Parachute Association; Skydive City in
Zephyrhillis, Florida; Sunpath Productions; Jake Brake, Cessna 182 pilot; Lakeland Linder Regional
Airport ATCT; Tampa International Airport ATCT; Tony Hathaway, Freefall Video; and Tom Sanders,
Aerial Focus.

Comments regarding these publications should be directed to the National Aviation Safety Program
Manager, Federal Aviation Administration, Flight Standards Service.

For more information on skydiving and parachute operations or details on the US Parachute
Association, please call 1-800-371-USPA or visit online at http://www.uspa.org.









PILOT SAFETY AND 6
WARNING SUPPLEMENTS FUEL MANAGEMENT

FUEL SELECTION FOR APPROACH/LANDING

On some single-engine airplanes, the fuel selector valve handle is
normally positioned to the BOTH position to allow symmetric fuel feed
from each wing fuel tank. However, if the airplane is not kept in
coordinated flight, unequal fuel flow may occur. The resulting wing
heaviness may be corrected during flight by turning the fuel selector
valve handle to the tank in the "heavy" wing. On other single-engine
airplanes, the fuel selector has LEFT ON or RIGHT ON positions, and
takﬁoffs and landings are to be accomplished using fuel from the fuller
tank.

Most multi-engine airplanes have fuel tanks in each wing or in wing tip
tanks, and it is advisable to feed the engines symmetrically during
cruise so that approximately the same amount of fuel will be left in each
side for descent, approach, and landing. If fuel has been consumed at
uneven rates between the two wing tanks because of prolonged
single-engine flight, fuel leak or siphon, or improper fuel servicing, it is
desirable to balance the fuel load by operating both engines from the
fuller tank. However, as long as there is sufficient fuel in both wing
tanks, even though they may have unequal quantities, it is important to
switch the left and right fuel selectors to the left and right wing tanks,
respectively, feeling for the detent, prior to the approach. This will
ensure that adequate fuel flow will be available to each operating
engine if a go-around is necessary. In the case: of single-engine
operation, operate from the fuller tank, attempting to have a little more
fuel in the wing on the side with the operating engine prior to descent.

On all multi-engine airplanes equipped with wing tip fuel tanks, the tip
tanks are the main fuel tanks on the tank selector valve controls. Refer
to Supplement 12 of this Pilot Safety and Warning Supplements
Manual and the applicable airplane operating handbook.
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