












































N903JT      KTEB – KAGC  

IOE day #6, Aman Lal as the training candidate (SIC at the time of the event) and Aaron Graszler as the 
Training Captain PIC.  Aman Lal was to act as pilot flying and Aaron Graszler as the pilot monitoring.  As 
briefed with the SIC I would act as a support role at this part of the training phase and be an SIC role to 
him.  The SIC performed all the preflight planning and flight plan filing, while I also performed preflight 
planning to make sure we were all on the same page.  

 

Preflight planning and data were gathered and considered as well as briefed for potential winter 
weather conditions upon landing at KAGC.  Utilizing eligible on demand performance calculations, the 
landing distance on a wet runway (AFM 115%).  Runway condition codes were not available as a NOTAM 
but were available in the air upon talking with local approach and tower.  Previous runway braking 
actions were reported good, so factoring a runway condition code of 5.  We calculated runway required 
to land well within distance of the runway utilizing Eligible On Demand, factoring in flaps TO/APPR icing 
conditions, engine bleeds on, and wet runway (reports provided to company officials).  

 

We departed normally from KTEB, entered clouds shortly after departure and were IMC for generally 
the remainder of the flight.  Climbing out we had icing detected and the aircraft systems operated 
normally, automatically turning on the wing and tail deicing systems, while we already had the engine 
anti-icing switches in the “ON” position.  At some point during the climb out we had a L Engine Bleed Fail 
CAS message and ran the appropriate checklist.  The checklist called to turn the L/H Engine Bleed to 
“OFF” and turn the Wing Flow switch to the operable side, in this case being the R/H.  The checklist 
indicated with Engine Bleed in the OFF position no higher than FL250 could be obtained.  We discussed 
staying below FL250 for the remainder of the flight and while level at 17,000 (I believe I recall), the CAS 
message went away.  I discussed with the SIC that with the CAS message “fixing itself” I would return the 
controls back to normal and planned altitude with no deviations would be required.  I utilized the 
checklist and returned items back to the NORM and ON position for the appropriate systems.  We 
continued to climb to FL400 for a moment before decent to the airport.  I was monitoring ATIS to get the 
latest updates at the airport while the SIC was looking at alternative options if a suitable report was not 
received.  During decent, the same L/H Engine Bleed CAS message illuminated again, we again ran the 
checklist as stated prior, and I had mentally planned a call to maintenance control upon landing to 
discuss the issue.  

 

While monitoring the ATIS at the airport I never recall hearing any official braking action reporting, the 
only thing I recall hearing was 1/8” slush on taxiways and ramp areas.  I do not recall hearing 
information regarding the runway so we continued with the intent that a local report would be our 
deciding factor.  Meanwhile, the SIC and I were discussing alternative airports of KPIT, KYNG and when 
he had filed the flight plan, he had listed KCLE as a weather alternate, with KPIT and KYNG being our 
mental performance alternates.   

 



As we neared the airport we had calculated and recalculated our landing distance with multiple 
scenarios, we had gotten a report of previous landing traffic reported good braking.  That told me and 
the SIC that the runway would be wet as anticipated, but no word of contamination.  As a Training 
Captain, I allowed the SIC continue with the landing since the only factor to consider was lower visibility 
and braking action reported as good.  I never anticipated runway contamination and therefore we 
continued to KAGC, had the conditions been reported as braking action less than good we would have 
proceeded elsewhere, and EOD calculations would be null and void for landing on Runway 28.  The ILS 
28 was setup and briefed, calculations for anticipated runway conditions were input to the CDU and we 
proceeded.  We had performed all appropriate checklists and were holding on flaps landing on the 
approach checklist. 

 

We were informed of current visibility at the airport of 4000’ RVR which was suitable for us to continue 
with the approach, minimums for ILS 28 at KAGC are 2400’ RVR.  We were vectored on to the ILS and 
captured the localizer at approximately 180 knots or greater to comply with the aircraft icing conditions 
speed requirements.  I do not recall any anomalies proceeding with the approach, we were configured, 
with checklists complete and stabilized within 10 knots of calculated vREF by 1000’ AGL.  I recall seeing 
our “green dot” speed was just slightly higher than calculated vREF and I told the SIC to fly that as the 
REF speed.  The tower had told us to continue as a snowplow was on the runway.  Shortly thereafter we 
were cleared to land, and I do not recall hearing any runway anomaly reports at this time.  I was 
monitoring outside while the SIC was monitoring inside at the instruments.  I recall calling ground 
contact about 300-500’ above minimums, 100’ or so above minimums I saw approach lights, lost them 
momentarily and saw them prior to minimums, we continued down as briefed, and prior to 100’ over 
TDZE I called the runway in sight.  At this point I could see the runway end lights and runway centerline.  
From what I could see the middle section of the runway looked like pavement from the altitude and 
speed, and the shoulders of the runway were slightly obscured by snow, but I could still see the shoulder 
runway markings faintly. 

 

I recall touching down slightly beyond the 1000’ markers of the runway but not egregiously, and it felt 
like the first 1/3 of the runway.  I called for the SIC to extend the speed brake which I believe he did, but 
I never was able to verify as I was back to looking outside to monitor for deceleration and maintaining 
runway centerline.  I recall a slow deceleration below 100 knots and at some point, I had called for 
maximum braking, I recall seeing 80 knots but cannot say in relation to the runway where we were.  It 
was an abnormal deceleration when considering a wet runway.  I never felt the anti-skid system turn on 
or off and remembering this being very odd.  At some point I also got on the brakes, and don’t recall 
calling for control but was going to overpower, if necessary, given the circumstances.  I recall being 
fixated on the last 1000’ of lighting and knowing we were still at a high enough speed that if we didn’t 
do something more in short order things would not be good.  I started at this point reaching for and 
applying the emergency braking system in hopes something would change.  I at some point just locked 
the emergency brake into its detent and started noticing the end of the runway approaching with a very 
short runoff area.  I vividly recall seeing the ground sort of disappear beyond the departure end.  I am 
not sure at this point if I started steering to the left to try and get more flat ground or if the airplane just 
started turning, but self-preservation started kicking in.  I recall sliding sideways with the nose of the 



airplane facing south, meaning the right side of the aircraft was leading the slide.  I next vividly recall 
thinking that as we hit the grass at the end of the runway, how long will the R/H main gear hold on 
before collapsing.  I could feel us dig into the dirt, and at some point, the gear did collapse.   The next 
few seconds we were just along for the ride, as pretty much the entire landing rollout.  I recall spinning 
and now the aft of the aircraft facing downhill and at some point, coming to a stop realizing we were 
upright, and I looked over to the SIC, he appeared to be in good physical condition, and then I quickly 
turned around and asked the passenger if he was ok, which he replied that he was.  I remember making 
a radio call of “We’re off the end”, to which ATC replied something similar to “they are on their way”.  
Our final resting place of the aircraft was nose facing east, with the tail of the aircraft facing west and 
downhill of the embankment. 

 

From this point we shut down the engines immediately, the SIC had turned the battery off, and I 
immediately focused on getting evacuated from the aircraft.  I got up out of my seat to look at the 
outside of the aircraft for fuel or fire through the cabin windows and to prepare the passenger for 
evacuation.  I opened the main entry door, the SIC vacated his seat and exited through the main entry 
door.  I grabbed the passengers’ belongings and began to help him out of his seat, I stepped out of the 
aircraft to allow him to come up to the doorway, I stood just outside of the doorway and provided him 
with a hand to help him get up through the forward seats.  Once I helped him down the doorway stairs, I 
recall pushing him towards the top of the embankment we came to rest on, and another individual 
(later identified as an airport official) at the top of the hill gave him a hand up.  I recall needing a hand to 
get up the hill myself as it was a bit slick and a steep bank.  Once outside of the aircraft we were able to 
assess no fire and no immediate fuel leaking that could be seen.  We got away from the aircraft and 
waited for emergency personnel to come upon the scene.   

 

After this I just recall talking with the passenger and SIC to make sure everyone was ok, other than 
emotionally shook up.  When the fire fighters arrived on scene, I gave them a quick synopsis and briefing 
and that everyone was evacuated, and no persons were remaining on board.  I called company 
personnel as quickly as I could to get them involved. 

 

While walking around the end of the runway after things were in the hands of officials, I remember 
feeling a snowy or slush on the runway surface but cannot recall exactly how thick or if it extended to 
the centerline of the runway where I had seen runway surface.  I'm not certain how long after the 
accident this observation was made.  The snowfall rate had picked up after our landing. 

 

These are the details of the incident of N903JT at KAGC on 03/09/2022 to the best of my recollection, 
report finalizing on 03/10/2022. 
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