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10 Dec 2018 
 
I, Nicholas John Manjarrez, submit the following statement voluntarily.  I hold a Commercial Single Engine Land 
Airman Certificate and Instrument Airplane Rating.  # .  My last biennial flight review was my commercial 
check-ride conducted on 15 Apr 2017. 
 
Flight Experience 
 
I have logged 714 hours total time. 
 
I have logged 58 hours in a C172P.  Most other flight hours logged are between the:  C172SP, C182T, and SR-22. 
 
I have logged 136.4 hours pilot-in-command time in the past two years since 3 Dec 2016. 
 
I had logged 25.8 hours pilot-in-command time in the 90 days preceding the incident. 
 
Recency of Instruction Received 
 
I have logged 23.9 hours of dual instruction time since (and including) my last biennial flight review in April 2017.  
I completed an instrument proficiency check on 29 Jun 2018. 
 
After reviewing my ASI transcript via my AOPA account I have not logged WINGS credit during 2018.  I attest to 
having reviewed various accident case studies in the past months via the Air Safety Institute YouTube channel but 
did not yet log WINGS credit via the FAAST website. 
 
I have not attended a seminar in the past year. 
 
I had recently enrolled in the King Schools CFI and Multi Engine Rating courses on 16 Nov 2018 and 28 Nov 2018 
respectively and had completed several lessons leading up to the day of the incident. 
 
Statement of Incident 
 
The plan of the day, 2 Dec 2018, was for a VFR leisure and sight sighing flight with a friend, Caleb J. Bean, around 
the island of Guam.  I had scheduled to rent N98884 from Trend Vector Aviation at Guam International Airport 
(PGUM).  I had flown this aircraft two days prior on 30 Nov 2018 conducting solo pattern work at PGUM.  I 
experienced no issues with the aircraft during that flight. 
 
On 2 Dec 2018 we arrived at the airport at approximately 0800.  While waiting for rental check-out I conducted a 
final weather self-briefing using the computer terminal provided by Trend Vector.  I conducted an abbreviated self-
briefing.  After checking out the aircraft we proceeded to the ramp.  I conducted a standard preflight and aircraft 
walk-around.  The fuel was visually checked and both tanks were filled to the top.  Fuel samples were unremarkable 
showing no signs of contamination.  A typical pungent gasoline odor was noted upon olfactory inspection.  The oil 
was visually checked indicating approximately 6 quarts and was not grossly soiled or obviously contaminated.  The 
other phases of the preflight both interior and exterior were unremarkable. 
 
We then boarded the aircraft, started up, and taxied to the edge of the company ramp where I received the current 
ATIS and set needed radio frequencies.  The engine had started without difficulty and was operating smoothly 
during taxi. 
 
I proceeded to taxi to the run-up area short of taxiway Delta.  During the engine run-up checks operation was 
smooth and all instruments and gauges were nominal.  The magnetos and carburetor heat tested normally.  An equal 
drop of approximately 100 RPM on each magneto was observed and a drop of about 100 RPM was observed with 
carburetor heat engaged.  A normal idle was observed at full idle with the throttle retarded to the stop. 
 
 
 



We were given clearance to taxi-up to runway 6R and held short for about 3 minutes for landing traffic.  Take-off 
clearance was given for 6R.  Once airborne I discussed with ATC a left turn out and downwind departure due to 
skydiving operations and jumpers south of the field.  I departed the pattern downwind of 6L climbing to 2,500 FT 
and then turned left crossing the approach ends of runways 6R and L.  I proceeded southbound on a heading of 
approximately 180. 
 
We followed the coast proceeding south and maneuvered around some dissipating scattered cloud formations 
including a slight climb to about 2,800FT to arrive in the practice area over Cocos Island.  We loitered in the area 
climbing to a maximum altitude of 6,000FT to take advantage of clearing skies and a panoramic view of the island.  
We continued loitering for about 15 minutes awaiting some cloud banks to continue dissipating and clear the west 
side of the island where we intended to travel next. 
 
While loitering I executed some basic turning maneuvers to provide photo opportunities to my friend and to clear 
the area.  Upon descent I executed two emergency spiraling descents—for practice—one each left and right reaching 
a maximum speed of 120 KIAS and 1,500FT/min rate of descent leveling back at 2,500 and turned northwesterly to 
follow the coast towards Apra Harbor. 
 
We continued along the coast and began a descent to 1,500 feet in the vicinity of Agat Bay.  Experiencing some not 
unexpected orographic turbulence due to nearby terrain I maneuvered to extend our range from the terrain and 
initially climbed back to 2,000 FT where the ride was smoother.  I then again turned to proceed inbound towards 
Apra Harbor and the naval base where we planned to finish our sight-seeing prior to returning to PGUM. 
 
Again I descended to 1,500 FT and we overflew the naval base and harbor twice prior to departing the area to the 
south.  I had intended to proceed back towards Agat Bay, climb to 3,000 FT and cross the island towards Yona and 
Pago to setup for a visual approach to 6R. 
 
We had continued south and were climbing through about 2,000 -2,500 FT when I turned easterly to cross the 
island.  In the climb, upon reaching what I believe was about 2,500 FT I heard an audible reduction and visibly 
observed a stark partial loss of RPM from 2,500 RPM to 1,800.  RPM then abruptly dropped to zero.  Prior to this 
point there were no mechanical clunks, bangs, or engine roughness.  There was no visible oil or fuel leakage outside 
the aircraft.  There was no odor of a hot engine or fire of any type.  All conditions seemed nominal based on visual, 
audible, and tactile observations. 
 
Realizing what had occurred I pitched forward to level and pitched forward to begin establishing glide speed.  I 
recall conducting an inboard to outboard scan.  Scanning that the fuel selector remained on both, the mixture was 
still full rich, the throttle was not disturbed, the magneto switch was engaged in both, and that the primer remained 
locked.  I applied carburetor heat and left it engaged.  I cycled the throttle two or three times and left it full open.  I 
then cycled the mixture and left full rich.  I cycled the magnetos and tried to crank with no effect. 
 
All the above happened quickly.  I continued to hone in the glide speed by trimming the aircraft.  I turned 
northbound and hugged the coast to avoid ditching the aircraft in deep water.  I transmitted a mayday call on the 
PGUM tower frequency which I had remained tuned into while in vicinity of Apra Harbor and intended to monitor 
during the entire return to PGUM.  I was acknowledged and stated my intentions to land ahead along the shore and 
stated that I thought I could make it to the vicinity of the naval base.  Hugging the coast my heading had me pointed 
in the vicinity of the south east side of Naval Base Guam. 
 
My considerations for a best safe landing field was the rising terrain to my right, deep water to my left, and an array 
questionable beaches below.  Landing on the coastal road was not a realistic option as I knew it was lined with 
manmade and natural obstructions as well as uneven terrain. 
 
I maintained a glide speed that was about 5-10 KIAS greater than best glide to provide a safety margin against the 
expected turbulent conditions as we passed the terrainhttps://www.youtube.com/watch?v=BSizVpfqFtw.  I made a 
judgement that I could make it to Naval Base Guam and land somewhere on the facility.  Being stationed there I was 
familiar with the ground features and was easily able to identify them.  In the back of my mind I made the judgment 
that the best chance for EMS response to a potential crash would happen on the base.  I was initially unsure if I 
could stretch the glide to the old Orote Airstrip on-base. 



The base has its limitations (as an emergency landing site) due to uneven terrain and manmade obstructions.  I 
contemplated landing on a few roads on base that I knew were wide enough but I also weighed the fact that there are 
power lines along most our major on base roads with cross wires that are not well visualized from the air.  I further 
noted there was a fair amount of traffic on the roads.  I wanted to avoid the housing and shopping area.  I ultimately 
judged that I could extend the glide all the way to Orote Airstrip. 
 
Approaching within about one mile I did not think I had adequate altitude to maneuver and enter a pattern for 
landing into nominal winds.  Being so low, I was already setup for a very tight extended left base landing to the 
west.  I made a final decision to land west judging inadequate altitude to maneuver for a better approach.  I elected 
to extend the flaps ten degrees while on the base leg and turned a tight final.  Given the likely tailwind above the tree 
line I likely excess ground speed onto final. 
 
At this point I was fully committed and continued to descend.  I passed the halfway point of the strip prior to 
eventually touching down very long and accepted that we would ultimately impact the vegetation off the runway 
departure end.  I held the nose up and maintained directional control as best as possible to avoid larger brush and 
trees.  This all happended very quickly. 
 
I am not sure how fast we were still traveling when we departed the runway.  I did not attempt to brake heavily not 
knowing if there was soft soil and did not want to risk tumbling over and/or cart-wheeling.  We entered the 
vegetation and came to an abrupt stop. 
 
Neither of us lost consciousness or sustained severe injury.  Once stopped I noted significant fuel spillage from both 
wing tanks.  I ordered my passenger to “get out”, hastily secured the interior, and we both evacuated via the 
passenger door and proceeded aft out of the brush and onto the paved area where we met two bystanders and 
awaited EMS who arrived within minutes. 
 
 

             




