






















Incident involving N789LH on 04/22/23 

 

I’m going to break this flight down into 3 phases: Phase 1 includes briefing, preflight, and all 
flight with normal condi�ons. Phase 2 is the �me where normal flight is s�ll achievable with the 
onset of symptoms. Phase 3 begins when the emergency is recognized, emergency procedures 
are ini�ated, and ends when the aircra� is on the ground, shut down.  

BLUF: I believe that we had a very slow engine roll-back where we were losing horsepower a 
litle at a �me, making it difficult to recognize a change in engine noise. I do not believe the 
needles ever split. The engine was s�ll running to some degree with blades turning slowly once 
we were on the ground requiring an emergency shutdown.  

Phase 1 

I met Scot (my second student of the day), discussed his flight background, goals of the 
training, and environmental condi�ons. Scot had approximately 15 hours of Robinson �me and 
wanted to get some Schweizer �me to compare the two aircra� prior to deciding as to which he 
was going to con�nue in. Scot had previously flown 0.8 in a Schweizer with another of our CFIs, 
however he was unavailable, so I was filling in. This was my second flight of the day in N789LH. 
A�er the first flight my first student and I completed a post flight. Prior to my flight with Scot, I 
completed a detailed walk around (normal walk around with addi�onal aten�on to the engine 
compartment as well as the rotor system) while he got seated in the aircra�. The engine started 
without difficulty. On startup I recall that both magnetos dropped approximately 100 rpm (125 
rpm is the max allowable drop within 5 seconds, no more than 50rpm drop differen�al) and the 
engine responded appropriately to the flight idle check with a good split, needles rejoining, and 
stabilizing between 1200-1600 RPM. Our hover power was 22” of manifold pressure during the 
hover power/before takeoff check. 

We ini�ated the period with 15-20 minutes of hover work then departed via RWY 22 for right 
traffic. We completed 2 traffic paterns. On the third patern I chose to depart to the west to 
work on straight and level fight with al�tude & speed changes, improving his scan, and throtle 
RPM management. We maintained al�tudes between 1200’ and 1700’ MSL (500’-1000’ AGL). 
A�er about 15 minutes I decided to take him to the confined area east of the field. We turned 
SE to circumvent south of M91. Throughout the flight, I was constantly reminding Scot to adjust 
throtle to maintain ENG/RRPM, however I felt that he had started to develop a beter scan and 
demonstrated some ability to properly react to high and low RPM during phase 1. His 
ability/inability to keep up with throtle input to maintain RPM was normal for his hour level in 
a Schweizer. Of note the appropriate RPM for this aircra� is 3000-3200 RPM. I strive to maintain 
3100 RPM. 

 

 



Phase 2 

It is difficult to precisely determine when this phase started, so I’ve decided to pick this por�on 
because this is when I first started no�cing my student’s increasing difficulty with the throtle. 
Throughout the flight, when the low rotor horn sounded or if I no�ced high RPM, if Scot didn’t 
make an immediate and appropriate correc�on, I would state “Rotor RPM” and allow him a 
short �me to make the correc�on, and if the correc�on s�ll wasn’t made, I would make the 
correc�on and announce my ac�ons. This is a normal training method I use to get the student 
thinking about RPM and throtle manipula�on during power changes.  I always try to ins�ll the 
fact that rotor RPM is life.  

We were transi�oning west to east approximately 3 NM south of M91 – Springfield Robertson 
County Airport at 1200’-1400’ MSL (500’-700’ AGL), with Scot on the controls. I noted that the 
RPM was low and heard the horn and announced, “Rotor RPM”, Scot made a correc�on, but 
almost immediately had low RRPM, again I announced, and Scot again made a correc�on. On 
the third �me in a short span (possibly 15-30 seconds between each event), I announced low 
rotor RPM but Scot didn’t appear to make a correc�on. At this point I atempted to increase 
RPM via throtle manipula�on. I no�ced that the throtle was fully engaged, and we s�ll had low 
RPM at around 2950. I noted that I could regain RPM to about 3050 if I pushed against the 
limi�ng spring in the throtle. I announced, “I have the controls” and took the controls. 

This is the moment that I started evalua�ng/analyzing our situa�on to determine if we were 
entering an emergency. I was perplexed because this didn’t make sense to me, I’d never trained 
this scenario. I had an instructor that once said to me “you know, most likely if you have an 
engine failure it will be slow not sudden” some years back but that did not come to mind un�l 
a�er I was on the ground. I started to wonder if I was twis�ng the throtle the wrong way, so I 
made a slight reduc�on in throtle, noted the drop in RPM, and immediately increased throtle 
all the way to the stop regaining approximately 3050 RPM. I never remember seeing a split in 
Engine and Rotor RPM throughout the en�re event. 

Phase 3 

At this point, I s�ll didn’t know what was happening, but knew that something wasn’t right, so I 
told Scot that I had decided to make a precau�onary landing. I turned the aircra� towards the 
nearest field and started a normal approach. The last reported winds I had heard from AWOS 
were variable at 5kts. I would es�mate that at the ini�a�on of the approach we were at 
approximately 200’-300’ AGL. As we started the descent, I heard the low RRPM alarm sound. 
We were in a normal descent with the throtle fully engaged against the spring and our RPM 
con�nued to decay and was now around 2900. I decided to autorotate. We were at 
approximately 40kts and 100’-200’ AGL. I announced to Scot “Were going to auto,” 
simultaneously lowering the collec�ve with throtle fully engaged, and nosed the aircra� over to 
an accelera�ve a�tude to gain some airspeed. In my mind’s eye I knew where I was on the 
height/velocity diagram and knew I needed airspeed ASAP. Upon entering the autorota�on, I 



never again looked inside but rather remained focused outside. I announced, “Mayday Mayday 
Mayday, 789, autorota�on, south of the field” (or at least that’s what I think I said) on CTAF. At 
approximately 40-50’ I started a slight decelera�on though we were in a near ver�cal descent 
leveling the aircra� at approximately 10’-20’ AGL, and as we rapidly approached the ground, I 
applied collec�ve to cushion the landing.  

Upon contact with the ground, the aircra� was brought to an immediate and sudden stop due 
to the hard landing and the so� dirt stopping what litle forward airspeed we s�ll had, throwing 
us forward against the seatbelts hard enough that our headsets, hats, and sunglasses flew off 
our heads. Due to the hard landing the rotors dipped and contacted the tail boom damaging 
both.  I performed an emergency engine shutdown, confirmed that we were safe (i.e. not on 
fire, blades had stopped, and not in danger of rolling etc..), and then confirmed that Scot was 
ok. We exited the aircra� and started making phone calls to the airfield for assistance. 

 

Robert Larson 

CFI/CFII Exp 12/23 
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Memorandum For Record 

Timothy W. Monville 
Sr. Air Safety Investigator 
Eastern Region  
 
Date: 6/7/2023 
NTSB Accident Number: ERA23LA205 
 
 
 
On April 25, 2023, at 0805 EDT student pilot Scott L. Goff e-mailed Federal Aviation 
Administration inspector Joseph Kachinski the following statement: 
 

“The Incident involving 789LH, April 22, 2023 

I have approximately 14 hours in a R22. I traveled north from Atlanta to Springfield just to try a 
different bird (couldn’t find a Schweizer in Georgia, at all). The weekend before, I went up in 
the same aircraft, no problems. 

 
The pre-flight went without hesitation as Bob (Larson) had just flown it minutes before. He let 
me get in as he did a quick walk-around before we began. 

 
The R22 has a governor on the throttle, which takes over at ~80% RPM and allows the pilot to 
concentrate on other things (basically easing the pilot’s burden, if you will). The Schweizer 269 
does NOT have that feature. That will come in to play in a moment. We were between three and 
five miles south of the Springfield-Robertson County airport (M91), practicing basic maneuvers 
(holding a heading, altitude, turns), just Bob showing me the aircraft’s capabilities and pointing 
out the differences in the two. 

The communication that we discussed (as I’m sure most instructors do) is saying “I have the 
controls,” “you have the controls,” so someone always has the aircraft and there are no errors 
from that perspective. 
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Just before the incident, I seemed be having trouble maintaining altitude. I assumed it was my 
not being used tocontrolling the throttle, since the governor system on the R22 does it for me. 
At this point, I could not say if the throttle was operating correctly as I probably wasn’t using it 
correctly (if at all). 

 
The last maneuver Bob asked me to do was straight and level and maintain 1200 ft. When he 
saw I had lost 200 ft.shortly after saying that, he said “OK, let’s set 1000 ft as the altitude we 
want, concentrate on the controls and we’ll watch the RPMs (as the 269 likes that ~2900-3100 
RPM setting), and he (I assumed) was going to watch even more attentively to ascertain what 
I was doing wrong. I still had the controls at this point. 

 
I am not sure how quickly we reached 600 ft., but that’s when he said “I have the controls.” A 
light illuminated (upper left on the instrument panel, the LOW ROTOR RPM light), and he 
said something like “we gotta land.” Only when I heard him say on the radio “MAYDAY, 
MADAY” did I realize we had a problem. I did not notice the needles split, but at that point, 
I’m sure they were. I heard the engine running the entire time, never a cough or sputter nor 
any out-of-the-ordinary sounds. 

 
Our “final approach” (if you will) was pretty steep, but Bob only had 600 ft. to prepare. We hit 
pretty hard, headsets and sunglasses flying off our heads, but the seatbelts did their job. 

I credit Bob to saving my life, as helicopter crashes are notorious for serious injuries and 
death. We both walked away from this one, unscathed.” 

 




