
  MEMORANDUM FOR RECORD 
 
Brian C. Rayner 
Senior Air Safety Investigator 
Eastern Region Aviation       March 22, 2017 
 
 

Subject:  ERA16FA035  Climax, Georgia Written Statements and Email Excerpts 
Names:  Jeff Cousins – Mechanic 
  Mark Hornby - Mechanic 
  Ken Willaford - Mechanic 
 
Mssrs. Cousins, Hornby and Willaford provided email and written statement accounts of their 
association and recollections of Mr. Odom, and the maintenance and event history of the accident 
airplane over the course of the investigation. For the purpose of continuity, their statements and 
emails were combined.  
 
Mr. Rayner, 

 

Pleasure speaking with you yesterday, sorry it was under such sad circumstance. To follow-up 
our conversation, here is a recap of what you & I had discussed (based on my recollection, direct 
observation and some added factual data) regarding Cessna 441 N164GP and its 
Owner/Operator (Pilot), Mr. Gene Odom (Legal Airways, LLC). Please review the following: 

 

• National Flight Services, Inc. (NFS) has been in business since 1960, headquartered in 
Toledo (Swanton), Ohio. NFS maintains satellite repair stations in Lakeland, FL and New 
Braunfels, TX. All NFS facilities hold FAA Air Agency (repair station) certificates with 
OpSpec ratings consistent with the work to be accomplished at each facility, and all are 
Honeywell authorized service centers for the TPE331 engine as used on a variety of 
turboprop powered aircraft, including the Cessna 441 Conquest II. Each NFS service 
center may have a differing level of authorization for TPE331 maintenance from 
Honeywell, i.e. Major vs. Overhaul. For reference, NFS Toledo (and New Braunfels) hold 
Overhaul authorization for the TPE331, while Lakeland hold Major authorization. This 
allows the Lakeland facility to perform all TPE331 maintenance except engine overhaul. 
TPE331 engines received at NFS Lakeland that require are typically routed to NFS Toledo 
for that work.  

 



• My personal credentials are that I hold an FAA Airman Certificate (Mechanic) with 
Powerplant rating and an FAA Repairman Certificate for Non-Destructive Testing. I have 
been employed by NFS for thirty (30) years (14 of those in the NFS Toledo facility, and 
16 years in the NFS Lakeland facility), beginning as a turbine engine technician on 
TPE331 and Pratt & Whitney PT6 engines in 1985, and currently serving as Director of 
Quality for the entire NFS organization. I have also served in the U.S. Army as a turbine 
engine mechanic on various rotary wing and fixed wing aircraft for a four year period of 
active duty from 1978 to 1982.  
 

• I first became aware of Cessna 441 (N164GP) and Gene Odom in 2012. My 
understanding is that he had purchased this aircraft from a company in Australia that 
had used it previously for air ambulance work. The aircraft was unusual in that it had 
been modified by the previous owner/operator with an STC which removed the original 
type design cabin door and stairs, and installed a large cargo door to allow 
ingress/egress of medical stretchers.  At some point, the medical equipment interior 
had been removed, and a corporate type interior had  been installed. The TPE331-8 
engines installed on the aircraft (P-31286C Left & P-31075C Right) up to the point of 
purchase by Legal Airways, had been inspected/maintained by the previous 
owner/operator in Australia under an inspection program developed by them, which 
had apparently not been supplied to Mr. Odom when he purchased the aircraft. So 
when the aircraft changed ownership and the engine inspection program didn’t, under 
14CFR, the engines became immediately due for overhaul.  
 

Through conversations with both Ken Willaford, principal at our neighboring facility 
Aeromech, Inc. here at Lakeland Linder Regional Airport, Lakeland, Florida, who was 
contracted by Gene Odom/Legal Airways to provide overall inspection / maintenance 
services on N164GP, and Mr. Odom, NFS was contracted with by Legal Airways to 
overhaul the engines and qualify them for operation under the manufacturers 
recommended TBO program. While the airframe was undergoing 
inspection/maintenance at Aeromech, we removed the engines for overhaul, crated and 
shipped them to our overhaul facility at NFS Toledo. At some point during the overhauls, 
Aeromech finished with their work on the aircraft and we had finished one of the 
engines. As I recall, Mr. Odom was getting agitated at that point to start using the 
aircraft. NFS provided him a rental engine , which we installed along with the first 
overhauled engine (I checked our records, the engine we had completed and reinstalled 
first was the right engine, SN: P-31075C). Following all required rigging, ground and 
flight adjustments to both the freshly overhauled engine and the rental engine, the 
aircraft was released to service for the work we had performed.  

 

On the first takeoff from KLAL with the aircraft following that work, Mr. Odom had 
aborted the takeoff (hearsay from me, but the story, which can be corroborated by 
Aeromech personnel, is that he did not properly secure one of the nose baggage doors, 



leaving the key in it; when he (or his companion in the right seat – think it was a pilot 
named Daryl Hicks) noticed the key fly into the windshield during the takeoff roll, and 
the door flapping, Mr. Odom aborted (or rejected) the takeoff), at some point in the 
rejected takeoff pulling both power levers to reverse and the engine condition levers to 
the cutoff and feather position, which shut the engines down and feathered the 
propellers. Once the aircraft rolled to a stop, one of them was able to retrieve the key 
and secure the baggage door. Mr. Odom at that point had gotten the aircraft towed by 
Flight Level Aviation, the KLAL FBO at the time,  to the ramp in front of the 
FBO/Aeromech. After witnessing multiple attempts  to restart the right engine by Mr. 
Odom, the FBO called Ken Willaford at Aeromech and suggested that he might want to 
go out and see if could help, as the engine wouldn’t start. After reviewing the start 
procedure with Mr. Odom and the position of the  engine power and condition levers, it 
was determined that he had been trying (making multiple attempts – one source put it 
at ten) to start the right engine with the condition lever in cutoff and feather, and the 
propeller still in the feathered position, not on the start locks as required when starting 
a TPE331 engine. Once the condition lever had been returned to its normal position for 
starting, and the propeller had been placed on the start locks by the Aeromech 
technician by use of the unfeathering pump, the engine started. At that point, the left 
engine/propeller was also properly configured for starting and was successfully started 
as well. Mr. Odom and his right seat companion went ahead and made their intended 
trip plus several more. Upon return from one of the trips, Mr. Odom complained to Mr. 
Willaford that there was now an EGT split between the L & R engines, with the right 
engine running in the neighborhood of 50o C warmer than the left. 

 

Mr. Willaford contacted us and we determined that, through the facts described above 
and troubleshooting by our technician, Mark Hornby, that when Mr. Odom had made 
those multiple attempts to start the right engine with the right propeller in the feather 
position, rather than on the start locks, it caused the engine rpm to stagnate in the 
TPE331 “critical range” of 18-28% rpm, which caused the engine rotating group to 
“bow” and the second stage centrifugal compressor impeller to contact its shroud 
(thermal sprayed aluminum on the 2nd stage compressor housing), rubbing shroud 
material off, which increased the required clearance between the impeller and shroud 
established during the engine build during overhaul. This increased compressor 
clearance caused the compressor to be less efficient, especially at altitude, and was 
causing the noted temperature split between the two engines. The right engine still 
made AFM power for the day, however, virtually all “margin” built into the engine at 
overhaul was now gone (engine P-31075C had made 902 SHP corrected to sea level, 
standard day conditions at post-overhaul acceptance testing; overhaul minimum power 
requirement for a TPE331-8 is 865 SHP, and 100% torque on wing is 635 SHP – available 



SHP (and calculated T4 & T5 temp differential) between 865 and max SHP achieved 
(902) is “margin”).  

 

Of course Mr. Odom tried to blame us when we denied warranty, and was threatening a 
lawsuit, even when we had explained to him in detail what was causing his freshly 
overhauled engine to run hotter than it should (his improper starting technique after 
the rejected takeoff causing damage to the engines compressor section). Only 
intervention by Ken Willaford reminding Mr. Odom that he (Mr. Odom) had tried 
immediately after the rejected takeoff to start the engine multiple times in a row 
improperly configured for starting, and agreeing with us that the improper starting 
technique caused the compressor damage and EGT split, got him to drop it. As the 
engine still made AFM minimum required power for the day, and we would not perform 
a compressor repair under warranty due to the circumstances, Mr. Odom elected not to 
have us repair the engine and he continued to operate it. 

 

• Another incident that stands out was the time Mr. Odom showed up in my office with 
his father in tow. He had come to check on the status of / or to discuss issues with an 
EEC (Electronic Engine Control). Also in the office was Mark Hornby, our engine 
technician. Both Mark Hornby and I had noticed during this conversation that Gene’s 
eyes were “glassy looking and watery”, like he was either drunk or high on something (I 
never smelled any alcohol, though). During our discussion about the EEC, somehow 
Gene started telling us a story about a flight he had recently made out west somewhere. 
He stated that when he had landed, he was met by government officials with guns. 
Instead of using one of his hands to illustrate that they had pointed their guns at him, at 
this point he pulled his own handgun from his waist band and started waving it around 
my office, using it to illustrate what the government agents had done to him. At that 
point I asked him to put his gun away, which he did.  

 

• The last incident I was directly involved in with Mr. Odom concerns an EEC he had 
purchased from a gentleman in Brooksville, Florida. He had purchased this EEC as a 
spare; he had had a couple of EEC issues in the past, and didn’t want to be grounded 
waiting on replacements. We had determined that this EEC was an inoperative core, so 
with his approval, we sent it to the only facility currently repairing them worldwide, TAE 
Australia, who is an  authorized service center for the Honeywell TPE331, and holds an 
FAA 145 certificate, as well as Australian and other NAA approvals. The unit was 
deemed by TAE as “beyond economical repair” (BER). Of course, when we told Mr. 
Odom that, he got very angry as he had paid 13K or so for it. He asked at that time that 
we give it to him when it came back from Australia, and stated that since he was an 
engineer, he would fix it himself. Fortunately, by the time it arrived back at our facility, 
he had already forgotten about it, and never mentioned it again.  
 



We actually still have this EEC, and would have attempted to talk him out of trying to fix 
it himself or somehow tried to prevent him from working on it himself – my feeling at 
the time being that it was a disaster waiting to happen, based upon what I knew of Gene 
Odom by then.  
 

• Knowing Mr. Odom well enough by then from dealing with him first hand on various 
issues, and listening to the many first person anecdotal stories floating around KLAL 
regarding Gene Odom’s poor aviation and decision making skills, I firmly believe that he 
certainly was not well trained on the Cessna 441 and its Honeywell TPE331-8 engines. I 
further firmly believe that while he was book smart, with a multitude of impressive 
college degrees, and may well have been a brilliant attorney, he was an individual who 
possessed, along with an unhealthy dose of arrogance, zero common sense.   

 

Please let me know if you have additional questions, or I can be of further service in this 
investigation. 

 

Sincerely, 

 

Jeff Cousin 

 

Jeffrey H. Cousin 

Director of Quality 

National Flight Services, Inc. 

TAE USA 

 
Brian, 

 

This is a follow up e-mail to the phone conversation we had yesterday 11/16/15. The following 
incidences are personal interactions that I had with Gene Odom involving Cessna 441 N164GP. 

 

1. As mentioned yesterday, our Toledo Ohio facility overhauled both engines on N164GP. 
One engine was ready for installation while the other engine was not ready. One 



overhauled engine and one serviceable, rental engine were installed onto N164GP per 
Gene Odom’s request.  After an engine installation a test flight is required to set the 
Electronic Engine Control (EEC) parameters to the installed engine and to perform an in 
flight Negative Torque System (NTS) check. Myself and another technician from our 
Toledo Ohio facility performed these checks. Before the flight there was some concern 
on my part about the amount of fuel onboard for the test flight, I was reassured by 
Gene that there was enough fuel onboard to do the tests that we needed to do. During 
the test flight, with Gene as PIC, we made several extreme bank angles that illuminated 
the Fuel Level Low lights in the annunciator panel. An extreme bank angle to the left 
would illuminate the RH Fuel Level Low light and an extreme bank angle to the right 
would illuminate LH Fuel Level Low light. Towards the end of the flight, during straight 
and level flight both Fuel Level Low lights were flickering. During descent into KLAL both 
Fuel Level Low lights continued to flicker. I refused to fly with Gene from that point on. 

2. Gene Odom and his father had come to the shop here at NFS Lakeland to discuss the 
issues that Gene was having with the EEC (Electronic Engine Control). I had noticed that 
Gene’s eyes were glassy looking and watery. During our discussion about the EEC’s the 
conversation had gotten off track and Gene started telling us a story about a flight he 
had made out west somewhere. He stated that when he had landed that he was met by 
government officials with guns. Instead of using his hands to illustrate this part of his 
story, he pulled his own gun from his waist band and used it to illustrate, waving it 
around the office. This took place in Jeff Cousin’s office with Myself, Jeff, and Gene’s 
father present. 

3. There were several other occasions that I interacted with Gene while his eyes were 
glassy and watery. Once was when I went to his hangar to do some troubleshooting for 
him, he had glassy eyes and seemed like he was preoccupied with something else. The 
second occasion was when he came to the shop to check on the progress of the second 
overhauled engine that I was prepping for installation, again he had glassy eyes and 
seemed like he was preoccupied.  

 

If any other incidences come to mind that I personally witnessed I will let you know 

 

Thanks 

Mark 

 
 
 
 
 
 
 
 
 
 
 



 
 
Subject:  ERA16FA035 Climax, Georgia 
Name:  Jeff Cousin Director of Quality Assurance NFS Lakeland, FL 
 
Mr. Cousin was the Director of Quality for National Flight Services, Inc in Lakeland, 
Florida. His company overhauled the engines of the accident airplane. He was 
interviewed by telephone, along with his colleague Mr. Mark Hornby and the following 
is a summary of the interview. 
 
FAA Powerplant License and Repairman Certificate.   
 
Mark Hornby – FAA A&P Certificate. 
 

• Back in 2012 Mr. Odom purchased the airplane from Australia and the engines 
were on an approved operator's maintenance program. Once purchased, the 
engines were due overhaul.  

• The engines were removed in Lakeland, shipped to and overhauled in Ohio. The 
engines were not completed at the same time, so the owner requested that the 
overhauled engine be installed along with a rental engine. 

• On the first flight after installation, the pilot aborted the first takeoff, he closed the 
throttles, feathered the props, and then attempted an engine restart. This was 
contrary to the checklist, and resulted in damage to the compressor section of the 
overhauled engine. 

• Mr. Hornby said he and another technician went on a test flight with Mr. Odom 
and he said the flight "scared the crap out of him" and he refused to fly with Mr. 
Odom after that. The airplane departed with little fuel, and the bank angles were 
so steep that for each left turn, the right fuel level low light would illuminate and 
vice versa. Prior to landing, in wings level flight, both low fuel level lights were 
flickering. 

• Mr. Odom did not use a checklist. At times, he was seen just getting in his 
airplane, starting up, and taxiing out with a preflight.  

• One time he taxied his Cirrus into and over the wing of his C441. 
• The airplane was equipped with a cargo door that was installed by the air 

ambulance company that previously owned the airplane. It's an STC. 
• The airplane had a problem with one of its electronic engine control (EEC) 

computer. So, Mr. Odom purchased a spare for about 13,000 dollars. We sent it 
for overhaul, but it was returned because it was not "economically feasible for 
repair." Mr. Odom asked for the computer back because he said he was an 
engineer and would "fix it himself." 

• Anyone here on the airfield figured he would undoubtedly "do himself in" with 
either his airplanes or his helicopter. 



• Mr. Odom came into the shop on more than one occasion where he appeared to be 
intoxicated. During one visit, Mr. Odom un-holstered his handgun and waived it 
around to illustrate a point while telling a story. 
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