


















Narrative History of Flight:

We departed Snyder Texas (KSNK) at approximately 1:35pm CST. I did the normal run up prior to
departure. I picked up Flight Following from Abilene Approach. Nothing out of the ordinary prior to the
incident.

Just as I was passing the East boundary of Grand Prarie (KGPM) Class D (I was above it) Approach
Cleared me to Descend at Pilot�s discretion and Contact tower.

I switched to tower (frequency was already in the backup on the top radio). With my left hand, keyed
the mike while dropping the gear w/ my right hand. Moved my right hand back to the throttles. Stated
to tower I was 5 miles west, inbound full stop, request runway 13. Tower replied �84 Lima Tango�
�POP�. The final word I heard was Tango, then the Pop. Screens were blank simultaneously with the
loud POP/Bang. I was unaware at this second that the engines were also out, as I had just dropped the
landing gear, which normally results in a fairly rapid deceleration. I declared �Mayday, Mayday,
Mayday� which I know did not go out, as I could not hear it in my headset. I checked breakers and
switches, all were normal. I momentarily wondered if I was cleared to land or not, not overly concerned
prior to realizing the engines were out, as my only issue was how to safely approach the field not
knowing if I was cleared to land.

A few seconds after the POP, I realize I also lost both engines. I verify with throttles. Nothing, I realize I
only have stick and rudder (everything else is electronic). I am now very concerned if I can make the
field. It is very apparent with my sink rate that I cannot make it. I check for landing areas between my
position and the runway threshold. Nothing much but residential neighborhood. I see Keist (the
ultimate landing road), but mentally struggle with abandoning the airport. Because I see Industrial to
the South of Keist and only residential towards the airport, I determine that Keist is the third best
choice. (Airport was my primary choice, but I knew it was not possible and much more likely to kill
someone on the ground). For the next 20 seconds or so, I desperately look for an alternative to Keist, as
it was crowded with traffic and had power lines. At about 600 to 700 feet AGL, I turn to my wife and tell
her �we are about to die�. I tell her to �call someone�, meaning 911. At this moment, I see a large gap
in the Eastbound lane of Keist.

I make a turn to Keist and line up. I intentionally lined up slightly to the right of center of the three
Eastbound lanes, as I was not sure if my Left wing would encounter an oncoming car from the opposite
direction.

I did not see the power line that I flew through until it was about 10 feet in front of the aircraft. By the
time my brain processed the power line, we hit it. We then made a smooth landing. Immediately after
touchdown, I encountered two road signs which did significant damage to my right hand wing.

As I stopped the aircraft, we opened the doors. Kim jumped out first. She told me to �get out�. I
switched the master off and quickly left the aircraft.

Police arrived fairly quickly.



Safety Recommendation:

There is nothing in the POH addressing the electrical/dual engine failure I experienced or how a pilot can
determine if the backup batteries are functional and online. There is also no indication to the pilot
during preflight or in flight that the backup batteries have failed or are not functioning properly. These
items should be addressed immediately by Diamond and affected aircraft grounded until they can be
operated safely.

There should be an Emergency Procedure to immediately cycle the Electric Master in the event the
panel and engines are lost, such as was the case in this incident and in the DA42 incident in Germany. If
recycling the Electric Master brings the electricity back online, then the procedure should continue with
engine restart steps. This should be a memorized emergency checklist item, as in both cases the
electrical and dual engine failures occurred during gear operation. By definition, you will be very close
to the ground with very limited time while cycling the gear.

Diamond should immediately work on a permanent fix in which the ECU test does some functional
equivalent of testing the ECU batteries prior to every flight. Diamond pilots are currently doing the
functional equivalent of taking off without checking the magnetos on a conventional engine. This is
obviously an extremely dangerous and unsafe situation for all pilots, passengers, and innocent people
on the ground. This would affect not only the DA62, but also the DA42 and DA40 (basically all Diamond
aircraft with ECU�s). It is important to point out that even if my ECU batteries were correctly wired,
there is one inline fuse on each ECU battery unit. These fuses could blow for many reasons, and the
pilot has no way of knowing. This is an unbelievable design flaw. I am sure as of today, there are more
than one Diamond aircraft flying around with either incorrectly wired ECU batteries or blown fuses. The
pilots have no way of knowing that they are themselves in danger, but more importantly, they are
putting other people in danger.

As an interim checklist item while a more permanent fix is instituted, pilots should be instructed to cycle
the Electric Master on and off, after engine start, to ensure the ECU back up batteries are functioning
properly. This task should probably fall immediately prior to turning the Avionics Master on in the
�Check After Engine Start� checklist. The pilot should verify for some number of seconds that the
engines run without interruption without the main battery being online. This would simulate the failure
that I encountered and what happened in Germany.

Until the above procedural changes are made, I believe it is imperative to ground the entire Diamond
ECU equipped fleet. The design flaws that lead to my incident are bound to happen again to other
unsuspecting pilots until these issues are addressed.


