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1. Total flight time in make/model                1800 hours

2. Total flight time in the last 30 days           22 Hours

3. Total flight time in the last 90 days           85 Hours 

4. Total flight time in the last 365 days         540 Hours

5. Total flight time career                                5860 Hours

I am a CFII, AGI and A&P Mechanic with 20 years of flying experience. I was the Lead Factory Flight

Instructor at Cirrus and have been a CSIP for over 3 years. Prior to Cirrus I was a US Army Blackhawk

pilot and I’m also a rotary wing CFII with an SR-70 type rating.

The purpose of this flight was to provide Taylor Harris with Advanced Transition Training in a 2008 Cirrus

SR22 Turbo Normalized aircraft and reposition the aircraft to Georgetown TX for the new owner. She

was the acting PIC and I was the Cirrus Standardized Instructor Pilot (CSIP) conducting the training.    

Taylor and I arrived at Camarillo Airport (KCMA) around noon on Tuesday October 3, 2017. We spoke

with the service rep and mechanic who showed us to the airplane. I asked several questions about what

type of services were performed and the extent and scope of repairs. He mentioned the compression

check had passed but heard leaking so they removed and cleaned valves of carbon build up. We then

spent about 45 minutes looking through the logs. There was an entire page of entries for the recently

completed annual inspection. I also noted the plane had only flown about 100 hours in the last year and

not more than a few hundred over the last 4-5 years I believe. I wanted to pay special attention to look

for corrosion or worn parts during the pre-flight. After the logbook recon we completed our flight

planning and decided to make our first stop at Safford Regional (KSAF). 

We proceeded back to the plane and conducted a thorough preflight after Channel Islands Air fueled the

aircraft to full. We didn’t notice any sort of oil or fuel residue on the underside of the airplane during the

preflight and every component appeared normal and acceptable for flight. 

We took off at approx. 1330 local time under VFR conditions and full fuel. Our planned stop was a 2.3

hour flight which gave us about 2 hours of reserve fuel. All systems were normal on takeoff and we

began flight following with Pt Magu Approach. We climbed to 11,500 MSL and conducted a cruise/level

off check. Power was set to 75% and 2400RPM with fuel flow about 16GPH. Again all systems were

normal and weather was clear with about a 30 knot tailwind. Approx. 1.5 hours into the flight and about

25 miles across the Arizona state line we noticed the oil pressure had dropped from the mid 40s down

to 30psi. As soon as the initial pressure drop occurred we decided to turn back towards Blythe (KBLH). I

think it was 30 miles away but the terrain and lack of airports ahead of us prompted that decision. As we

started towards the airport the oil pressure began to continually drop while all other engine indications

remained the same. 

Prior to crossing back into California the oil pressure had dropped below 10psi but the oil temp, EGT,

CHT and TITs were all within normal ranges and engine was operating normally. Taylor pulled the power

back to below 55% power to relieve internal pressures. At this point oil dropped to less than 5 and we

lost engine power completely. We were talking to LA Center and declared an emergency and I believe

stated that we would be pulling the parachute. We established best glide speed of approx. 95 knots and



continued towards KBLH. We realized we would end up about 8 miles short of the airfield and both

made the decision to pull caps. 

Based on terrain below us we glided further west to avoid a housing area and the river to a more open

field area. At approx. 2000 ft AGL I pulled the caps handle. It worked as we thought it would. Slight nose

up, then about a 70 degree pitch downwards for several seconds until the chute fully inflated. We then

started floating down in a mostly level attitude. We were drifting towards the east with winds out of the

west as we shut off the fuel, mixture cutoff, throttle to idle and all electrical was shut off including the

magnetos. 

Without electrical power we couldn’t determine decent rate but it looked and felt like about 1500fpm.

We had our hands across our waist when we hit and I believe all the windows cracked, we hit our heads

against the door windows, headsets were ripped off but no apparent other physical damage occurred.

The pilot door was jammed shut but passenger door was able to open so we climbed out after the plane

was dragged about 20 ft by the still fully inflated chute. After we departed the plane was dragged at

least another 200 feet at which time the main landing gear was broken and the bottom of the wing

appeared to have opened and fuel was pouring out. The prop/engine was stopped prior to impact but

the propeller tips were all broken during the dragging. 

When we were well clear of the area I called 911, a few local guys had seen/heard the parachute

deployment and waited with us until law enforcement came. After the fire department secured the

airplane and cut down the inflated chute we took pictures and noticed that while the belly was totally

intact it had fresh, clean oil completely coating it from the tail as far forward as we could see. No oil

could be seen on top of the engine cowling, the oil filler cap and door or windscreen. 

We both refused medical care at the scene but later went to the hospital to get checked for injuries. We

both had chest pain, headaches, soreness and bruising along with obvious trauma and shock from the

event. 

X

Marc Cohen

08 Oct 2017


