


















Incident Report by Luis J. Jimenez, Pilot-­‐in-­‐Command.

Private Pilot Certificate #

Incident Date: 04/07/2017 16:00 PST

Location: Auburn Airport, WA (S50)

Aircraft: N 2351U Cessna 172D S/N 17249951

I arrived at the Auburn airport at around 13:00 PST on 12/07/2017. I completed a full preflight
before starting the engine at about 13:45 PST. During the preflight I measured about 11 gallons
of fuel left in the aircraft, so I decided to do my planned touch and goes before washing the
plane and refueling. At 13:50 PST I texted1 my family about the proposed short flight. I
proceeded to the run up area for Runway 34 to perform my pre-­‐takeoff check. I remember a
yellowish RV in the same area and asked whether he was ready or wanted to me go ahead. I
went ahead and held short for landing traffic.

After taking off, I stayed in the pattern and proceeded to make three touch and goes with the
final landing called as full stop. During these maneuvers there were no observed issues with or
anomalies with any of the control surfaces. A position report from In Reach at 14:18 PST shows
the aircraft at about 1.1 Statute miles SW of the threshold of runaway 34 at an altitude of 639
feet, a speed of 73.3 MPH and heading of 79M as I had turned base for probably the last of the
touch and goes.

After the final landing I proceeded to taxi the aircraft to the wash rack. An In Reach position
report shows the location inside of the wash rack at 14:48 PST. After washing the aircraft
(about 15-­‐20 minutes), I taxied to the fuel tanks for refueling. The receipt for the fuel purchase
was stamped 15:07:26 PST with a total amount of 20 gallons of 100LL fuel. Another In Reach
position report shows the aircraft stopped on the taxiway next to the fuel tanks and on its way
to the run up area @ 15:18 PST.

After refueling, I taxied to the run up area for runway 34 for a departure to the north. Again
during the pre-­‐takeoff check, the control surfaces revealed no anomalies in the response of the
ailerons. Once I took off, I departed the Auburn pattern to the east & picked up the Renton ATIS
@ 126.95. I then tuned to the Tower frequency @140.7 and noticing some heavy training traffic
in the Renton pattern, I decided to fly SE towards Lake Tapps before calling in the Renton Tower
for an inbound touch and go. Once over Lake Tapps, I specifically remember performing a
steep (30 degree) left steep turn towards the north. No anomalies were noticed and the turn
was completed in a stabilized manner. I called the Renton Tower for the touch and go and the
controller acknowledged the request and asked for me to call in my position when just east of
the Valley Medical Center. Once I reported my location east of the Valley Medical Center, the

1 These data points were collected from the position records of an In Reach device; See Appendix 1 for a list of the
position reports from the device and used through this statement as reference points.



Renton controller gave instructions for a straight-­‐in to runway 34, number two for landing. I
lined up with the centerline and made a stabilized approach for the landing. An In Reach
position report shows the aircraft as I made the flare over the numbers @ 15:48 PST at an
altitude of 9 ft, speed of 62.9 mph and a course of 339 M.

I then completed the touch and go and departed to the north until the controller released me
just north of the East Channel bridge. I cleared out yet stayed in frequency to be aware of the
traffic in the area as I was then returning to Auburn for a final landing. I recall traffic
northbound over the channel at 2000 feet (an RV) and another inbound traffic to Renton
located over mid-­‐Lake Sammamish. To the latter, the Renton tower requested to do a Factoria
arrival. I turned east at about 2500 feet and after locating both of the above mentioned traffic,
I turned south at about 2800 feet, above the Class D of Renton and below the Class B of SeaTac.

About 7 miles away from Auburn I tuned in to the Auburn CTAF of 122.8 to pick up traffic. I
noticed that the traffic was now using runway 16 for landing and I planned accordingly. At five
miles out and about 2000 feet, I called in inbound for runway 16 with a heading to the water
towers before the 45 to the downwind. At that point, Mr. Andy Pomery, a fellow pilot
recognized my voice and asked: is that you Luis?, and I said yes.

I then proceeded to a heading to the water tanks for the 180 and 45 to the downwind leg of
runway 16. As I approached the water tanks and before making a right 180 turn to line up for
the 45, I noticed the downwind traffic of a helicopter; based on the call the pilot was a female
pilot. I then made a steep (30 degree) turn to the right to line up for the 45 to a position NW of
the stables and the race track. Again there was no problem executing the right steep turn and
the control surfaces responded properly without any anomalies.

I announced the 45 and joined the downwind for runway 16. Before base I called in to confirm
number two for landing (after the helicopter). I called final and as I made the turn from base to
final, I noticed a heavy flock of crows to the east and called out to Mr. Pomeroy (who was now
third in line to land behind me) to watch for those. He said I got them.

On final I aligned the centerline of runway 16, pulled the flaps at 30 degrees, checked the air
speed indicator at a steady 70 mph and proceeded to reduce power to reduce altitude for
landing. About 20-­‐25 seconds later the nose of the airplane veered sharply to the left without
any control surface input. I reacted by applying a dose of heavy right rudder and the aircraft
then veered to the right. At this point I noticed I had no response from the ailerons, so I tried
to stabilize the aircraft in the center line with rudder inputs. My recollection is that the left to
right yaw lasted two oscillations, and for a moment I decided to abort the landing. As I slowly
applied power the lack of response for the ailerons became more pronounced and I decided to
pull the throttle back and bring the airplane down as best as possible.

I touched down at the centerline but the plane was oriented about 45 degrees to the right
(west) and it headed to the off-­‐runaway area west of the runway. I remember instinctively
pulling the flap handle all the way to add drag and minimize speed and then grabbed the yoke
with both hands to get ready for impact. The aircraft went over the side of the runway and



ended up at the ditch with the nose down in the mud in a general SE direction. I do not recall
when the right wing made contact with the ground. I quickly checked myself for any injury and
noticing all felt ok I then heard a female voice (the helicopter pilot that landed before me?)
askingman are you ok? I simply stated I am fine and turned off the master switch.

I opened the pilot’s door without any problem and stepped out into the water and mud; I was
able to walk to the side of the runway (while stumbling several times in the deep water and
bird netting) and a couple of individuals including Mr. Pomeroy were already there. They asked
if I was ok and I asserted all was fine. After a few minutes, I was offered a ride to the office but
before that, the three of us went back to the aircraft to collect my personal belongings. I picked
up my flight bag, headphones, aircraft documents and my jackets. After we returned back to
the side of the runway, I took several pictures with my phone, one of them shown below
(Illustration #1)



ILLUSTRATION #1 – Taken @ 16:15 PST on 12/07/2017, shortly after the incident.

By then Guillermo from the airport staff had shown up in their Polaris and offered me a ride to
the office. Once at the Airport office I filled the airport incident form and provided my driver’s
license and pilot certification for copying. At round 16:30 Jamelle Garcia, the airport manager,
arrived at the office and asked me several times if I was Ok; I assured them I was fine. I
requested for them to take me to the hangar where I had my vehicle and Mr. Garcia asked me if
all was turned off in the airplane. I told him I turned off the master. He then asked about the
ELT. I told him I did not check and then we both proceeded to tune our portable radios to the
emergency frequency of 121.5 to listen for any distress signal. No emergency signal was heard



in neither of the radios so Guillermo gave me a ride to the hangar where I picked up my vehicle
and left for my home at around 16:48 PM PST.

Later that evening at 18:44 PM PST I received a call from Mr. Josh Cawthra
from the NTSB. We spoke briefly about the incident and he indicated that next day Mr. Jack
Vanover would be at the airport. I asked Mr. Cawthra if I still had an obligation to report but he
indicated that was not needed since we had already spoken about the incident.

SUPPLEMENTAL INFORMATION

On 12/08/2017 at about 8:45 AM PST, I stopped by the airport office. Tanya escorted me to the
incident site where Mr. Donald Bacon, FAA Aviation Safety Inspector and Mr. Jack Vanover of
the NTSB were already inspecting the aircraft. Also three employees from AvTech Services LLC

were in the recovery process. On arrival I introduced myself as the pilot of the
plane to Joe, an employee of AvTech who was manning the winch being used for recovery. He
stated that is must have been a wild ride because both ailerons were drooped (e.g. both in the
down position). I stated it was interesting landing and waited until Mr. Vanover, NTSB
investigator in charge, came over and I introduced myself as the pilot and we then proceeded
to his vehicle where I answered his questions and I gave a brief recollection of what had
happened. We then both walked north on the runway, where we located the skid marks from
the aircraft. Based on these, it appears that when the aircraft landed in the center of the
runway, the right main gear touched first, skidded for several feet, then the nose gear touched
briefly and the plane then shifted to the left main gear albeit at a slightly different angle. See
Illustration #2 below.



ILLUSTRATION #2-­‐ Skid Marks. Photo taken on 12/08/2017.

I then noticed that at the edge of the runway there is a cable fence at about 1.5 – 2 feet high
used to hang the netting used to discourage the birds in that area. Based on my recollection of
pulling the flap handle all the way shortly after touch down, this action may have allowed the
aircraft to hop over the fence and land in the ditch. In my opinion this was a fortunate event
since if the aircraft had become tangled in the cable fence there was a distinct possibility of the
aircraft somersaulting and ending upside down in the ditch. Mr. Jack asked me what flap setting
I had at final and I responded 30 degrees. He then stated that the flaps were found at 0 degrees
but this was normal if I had pulled the flaps all the way since on these models the handle would
retract to 0 degrees if not held in the above 40 degree position manually.

I then met with Mr. Bacon. He asked me to give him a brief summary of what happened and I
brought over my pilot’s certification and medical, which he reviewed and returned to me. He
then handed me form FAA 8020-­‐23 and asked me to fill in the pending section about the PIC
and to email it back to him by Wednesday of the following week.

After I finished my interviews with both Mr. Bacon and Mr. Vanover, I took several pictures of
the aircraft as it was being recovered.



Illustration #3 below shows a frontal view of the aircraft. I noticed how indeed the left flap was
in line with the trailing edge of the wing (corresponding to a 0 degree flap setting), yet the right
flaps’ trailing edge was significantly lower. I then recalled when I took the pictures the day
before shortly after the incident, that the right wing was buckled at the root and this must have
pushed the flap downward from a neutral position (see illustration #1). This fact is relevant as I
then looked at the relative position of the ailerons on both wings.

ILLUSTRATION # 3 – Frontal view; trailing edge of right flap noticeably below the left flap trailing edge. Flap Setting at 0 degrees.

Illustration #4 a shows a photo of the left wing. A magnification on the inboard edge of the
aileron (4 b) shows how it is in a downward position relative to the left flap (assumed to be
neutral and thus a reference point of 0 degrees).



ILLUSTRATION # 4 a – Left wing; photo taken 12/08/2017



ILLUSTRATION # 4 b – Left wing. Magnification of inner edge of aileron relative to flap trailing edge

Per Cessna’s Service Manual2, Aileron travel specs are: Up: 20 plus or minus 1 degree; Down:
15 plus or minus 1 degrees. In other words, in a properly function aileron system, for every
degree an aileron travels down, the opposing aileron would rise about 1.33 degrees. Thus, if
we assume the left aileron to be in a completely down position (as much as 16 degrees), the
right side aileron should be at least 19 degrees in the up position.

2 100-­‐Series Service Manual -­‐ 1 September 1968; 1976 edition (Attachment #2)



Illustration #5 a is a picture of the right wing as the aircraft was being recovered. A
magnification of the same photo (5 b) clearly shows how the right aileron is in the down
position. If it is confirmed that the right flap is lower than neutral due to the buckling of the
right wing at the root, this photo may show that the right aileron could be as much as 10
degrees to possibly fully deflected in the down position.

ILLUSTRATION # 5 a – Right wing



ILLUSTRATION 5 b – Right Wing-­‐ Magnification of inner edge of right aileron relative to a possibly lowered flap.

These pictures confirm that the aileron system was not in specification at the time of the recovery and
would make the aircraft, in this condition, impossible to control. If the system was in this condition at
the beginning of the day, it would have been noticed during the preflight and on both pre-­‐takeoff checks.
Additionally, the day included three touch and goes in Auburn, one in Renton and two steep turns (both
to the left and to the right) and such condition would have been noticeable. Yet there were no
instances of lack of control response except in the final seconds on final before the incident.

On 12/08/2017 I spoke with Andy Pomeroy, fellow pilot and business associate about pending business
matters. He then mentioned that Mr. Wayne Johnson who has a hangar across from Mr.
Pomeroy in the north hangar section, had seen my approach and noticed that the “pilot was definitely
battling the aircraft to bring it under control…It did not look not like there was a problem with the
approach itself, rather the airplane was not responding….(paraphrased). I have not contacted Mr.
Johnson myself to maintain the integrity of the investigation.

Also on that same day, Mr. Vanover and Mr. Bacon called a couple of times for additional information
and indicated that on a preliminary basis the cables of the ailerons were “loose” yet no broken
turnbuckle nor cable was found. It will be interesting to see the results of analysis of cable tension. The
Service manual specifies the tension as 40 lbs +/-­‐ 10 lbs for the average temperature of the area.
(Appendix #2)





APPENDIX 2: CESSNA SERVICE MANUAL REFERENCES







Damage Assessment by Luis J. Jimenez, Pilot-­in-­Command.
Private Pilot Certificate #

Incident Date: 04/07/2017 16:00 PDT
Location: Auburn Airport, WA (S50)

Aircraft: N 2351U Cessna 172D S/N 17249951

ILLUSTRATIONS BELOW

1. Propeller – Ground strike as evidenced by bent propeller blades. Potential damage
to hub. Potential engine damage.

2. Right wing buckling at root. Beyond obvious damage of wing attachment to
fuselage, possible internal damage to fuselage.

3. Forward of firewall damage; Possible engine hit resulting in possible firewall
damage, and motor mounts. Forward landing gear collapsed.

4. Right wing Wingtip broken with internal rib damage possible.



ILLUSTRATION #1 – Prop Strike -­‐Propeller Blades bent



Illustration #2 – Severe buckling of right wing at root. Note the fuel tank cap on right side



Illustration # 3 – Front of firewall damage.



Illustration #4 – Right Wing tip broken




