


















6120_Robert Rich 

Continued from Recommendation block.  

When I purchased the aircraft and conducted initial type training, my instructor and I overprimed the 

engine during the first start attempt while using the auxiliary fuel pump.  This is while the seller looked 

on.  We were given the shutdown signal and it was stated that fuel overflow was visible.  To this day, I 

cannot recall the details behind this occurrence, but it played a role here as this thought is the reason I 

selected the auxiliary fuel pump off when I assessed a forced landing was imminent.  

As my primary self-critique, assuming what I believe caused the power loss, I failed to remedy the 

problem for one primary reason.  My emergency procedures knowledge was not sufficiently rehearsed 

to allow application of appropriate procedures following loss of power.  In addition to this, my fuel state 

and energy state were additional factors.  With a higher fuel state, there would have not been a 

tendency to make the last selector change so close to empty on the feeding tank.  This alone could 

possible have driven a different outcome.  With regard to the energy state, my decision to fly a straight-

in approach placed the aircraft at a lower altitude than necessary.  Moreover, I allowed the aircraft to 

descend below the objective flightpath of 3 degrees for KLPC.  As noted earlier, I was striving for 3100 Ft 

MSL at 10 NM but was passing 4000 Ft at 17 NM.  A higher energy state likely would prevented task 

saturation and may have allowed both the ability to reference the AFM emergency procedures and the 

ability to inform ATC of the situation.   

Aside from the problems that I either caused or failed to remedy, the early decision to turn to nearest 

suitable surface, overall good energy management following power loss, the decision to delay gear 

extension, the presence to use available lighting, and the attempt to keep flying the airplane likely saved 

our lives.   We are all extremely fortunate.   



Robert Rich          4 Jan 2020 

Accident summary for N5474D on 27 Dec 2020, 1810 PST at KIZA 

 

Summary of events: 

-The AFM lists 11.8 GPH for 65% power numbers, but this is based on the original O-470G engine.  In 

practice, with the STC'd IO-470N, 12.5 is more typical at these altitudes and conditions.  For flight 

planning I assumed 13.0 GPH. 

-I departed KLPC planning on 1+45 enroute to KHII and 1+50 for return segment.  Flight was planned for 

Day VFR first segment and Night VFR second segment.  VFR Flight Following was used for both 

segments.  Enroute winds were westerly until approximately PMD/KAPV then changed to northeasterly.  

Planned route was KLPC LHS PMD KAPV HEC KEED KHII for first segment then reverse order for second 

segment.  The area surrounding KLPC was forecast to develop rainshowers 3-4 hours after planned KLPC 

arrival so both enroute and on-ground time at KHII were a consideration.   

-Aircraft is equipped with STC'd IO-470N (260 HP) injected engine as opposed to original O-470G (240 

HP) pressure carbureted engine.  Fuel tanks are original design and fuel quantity indication system is 

original.  The STC includes an electric auxiliary fuel pump and a combined manifold pressure/fuel flow 

meter gauge.  Fuel system consists of Left Main 20 Gal (17.5 Usable), Right Main 20 Gal (17.5 Usable), 

Left and Right Auxiliary Fuel Tanks that are interconnected providing a combined 20 Gal (19.0 Usable).  

Fuel Selector positions are Left Main, Off, Right Main, and Aux.  Unique to the design is that all return 

fuel returns to Left Main regardless of selector position.   

-With regard to fuel planning, I was waiting to assess status upon arrival at KHII and, once again, 

reassess while passing KWJF which is located mid-route.  In addition, I expected R2501N to be cold 

which would allow direct routing.   

-I departed KLPC at 2217z, solo, and with all fuel tanks topped off (60 Gal total / 54 Gal usable).  Surface 

winds were 250/15 so I expected and found more favorable winds at 9500 Ft MSL.  These tailwinds 

lasted until mid-route and direct routing was possible.  I landed uneventfully at KHII Rwy 32 at 

approximately 0005z.  Fuel management was as described above with 1st hour on Left Main, then 

approximately 45 minutes on Aux, then switch back to Left Main on downwind before landing.  At KHII 

ground time at idle was a total of 20 min as passengers on-boarded as planned.   I assessed 32 Gal 

usable fuel remained at takeoff.   

-We departed KHII Rwy 32 for the second segment at 0025z, turned west, climbed to 6500 Ft MSL, and 

approximately 10 minutes after takeoff, resumed VFR Flight Following.  Fuel flow was as planned, direct 

routing was utilized and winds were initially favorable resulting in approximately 170 knots ground 

speed.  We passed KWJF as planned and fuel status was re-assessed.  I estimated that we had used 13-

14 gal, until this point, which resulted in 18-19 usable remaining.  Based on these calculations, present 



position, ground speed and expected 40 min time-to-go, I made the decision to continue.  My 

expectation was that we were still in compliance , although very close, with CFR 91.151 45 minute Night 

VFR reserve fuel requirements.  

-Approaching LHS area, I was assessing lighting conditions and the ability to see/avoid some cloud build-

ups in the area.  I made the decision to alter course slightly south to RZS then proceed direct to KLPC.  

Approximately 10 NM east of RZS I made a slow climb to ensure VMC as we passed over terrain and 

associated clouds.  Upon reaching RZS the weather cleared and I was visual with KIZA and the vicinity of 

destination KLPC.  Approximately 10 NM east of KIZA, I informed Santa Barbara Approach that I was 

beginning descent from now 8500 Ft MSL.  KLPC AWOS was reporting clear skies below 12000 Ft, 10 NM 

visibility and calm winds.  I continued descent with the intent to arrive at 3100 Ft MSL when 10 NM from 

KLPC for straight-in Rwy 25.   

-We passed approximately 1 NM north of KIZA while direct KLPC.  At approximately 0210z, 17 NM from 

KLPC, and approaching 4000 Ft MSL, I made the planned, and final, fuel selector change from Right Main 

(now indicating very close to Empty) to Left Main (now indicating slightly less than 1/2 full).  As I made 

this change, the engine stumbled to approximately idle power.  At this point I would assess that we were 

approximately 4 NM Northwest of KIZA.   

-For much of the remainder of this report I can clearly remember most actions.  There are specific and 

pertinent details where I simply cannot recall some finite flight parameter details, the exact sequence of 

some actions and/or the specific configuration of engine and fuel controls at a given time.  I will do my 

best to state where I am uncertain.  

-As a historical perspective, I had experienced slight stumbles before when making fuel tank selector 

changes and have always associated this with imperfect selector detent position. In the past, I had 

always re-ensured proper detent position and the engine behavior resumed as expected.   

-In this case, my attention went directly to ensuring proper detent in Left Main.  I continued to work the 

fuel selector in Left Main for 2-3 sec.  This produced no change.  Still concerned with selector detent 

position, I switch back to Right Main.  Airspeed was approximately 170 MPH and I noted a descent of 

approximately 600-800 FPM.   Again, there was no change to engine power or behavior.  

-Approximately 5 seconds after occurrence, and now at approximately 3600 Ft MSL and speed near 150 

MPH, I made the decision to turn 180 degrees left toward KIZA.  This was a precautionary measure as 

my thought to fly towards a suitable runway while I worked to restore power.  I began a slightly 

descending180 turn.  At approximately 90 degrees of turn, airspeed was now at 110-120 MPH.  At this 

point task management became more challenging and it was compounded by onboard distractions.  I 

began to channelize attention on maintaining optimum glide and flying the most direct flightpath 

toward KIZA Rwy 8 final.  During the turn I attempted changes to throttle, mixture control, left/right 

magneto positions and auxiliary fuel pump.  I also made fuel selector changes to, at a minimum, Aux 

and, I believe to Left Main, then back to Aux.  I remember returning both throttle and mixture controls 

to full forward following excursions. Throttle movement had no affect on engine behavior but did cause 

large indicated movements to manifold pressure indicator.  Mixture control had no affect.  Individual 

left/right magneto positions had no affect.  Fuel selector changes had no affect and at each position, I 

again, attempted to work and ensure proper detent.  These actions produced no change to engine 

power or behavior.  Along this path lies the Chumash Resort and Casino which is a relatively tall 



structure.  At approximately 135 degrees of turn, the stall warning system activated.  This required 

lower pitch to avoid stall, but prevented sufficient pitch to regain best glide as this flightpath was too 

close to the casino structure and the adjacent hillside.  This also required that I stop turn until beyond 

the taller center of the structure.  At this point, I simply tried my best to maintain above stall speed, 

avoid the casino structure, and once clear, resume final alignment with Rwy 8.  Once past the structure 

it became more apparent that the current flight path would terminate short of the runway.  I selected 

left/right landing lights to On.   

-Now low, slow, without the ability to assess the landing area and without restoration of engine power, 

my mindset changed.  I know that near this point I selected Left Main (1/2 full indication) and left it 

there in hopes of a change.  I also turned off the Auxiliary Fuel Pump; an action I now regret.  I will re-

address this action later in this report.  Throughout, I did not reference the AFM emergency procedures.  

This was primarily due to energy state, task management and the challenges associated with trying to 

read at night while low altitude. 

-At an estimated 800-1000 Ft MSL, and approximately 1.0 NM from Rwy 8 while angling slightly left to 

right, for alignment, I noted a large tree that appeared directly in our flight path.   I aggressively rolled 

right.  Nearly simultaneously, I noted the terrain was higher than the runway surface and rising both 

ahead and to the right of our path.  I immediately selected Landing Gear-Down, and nearly 

simultaneously rolled wings-level and aggressively pithed-up.  I assess that the aircraft contacted the 

ground within 1 second of Landing Gear-Down selection with right wing making first contact followed by 

center fuselage below the engine.  I assess touchdown speed was approximately 65 MPH.   Almost 

immediately, the aircraft was spun to the right and came to a stop. I then forced the cabin door open 

while the front right passenger egressed onto the wing.  The front right passenger then assisted the rear 

right passenger, with the dog, to egress onto the wing.  I forced the panel door open and selected 

Battery Master-Off.  I then egressed through the cabin door onto the wing and called 911. 

 

Personal assessment:  

With regard to fuel planning, I realized an important fact that must be accounted for in some aircraft but 

not in others.  It applies here.  That is, in addition to accounting for unusable fuel, you must account fuel 

left in tanks during the management process.  In this case, unless each tank is run dry before switching, 

there is some usable fuel, left unused, in the right main and both left and right auxiliary tanks.    

I had been trained to maintain aircraft control, analyze the situation and take the appropriate action.  

With maintain aircraft control, it is inherent to aviate first, navigate second and communicate only when 

awareness and task management allow.  I realize this is preliminary, but in hindsight and with time to 

rehash the situation and actions a thousand times, I believe that due to channelized attention, I mis-

analyzed the cause of engine power loss.  At the time, I believed that fuel feed to the engine was 

interrupted due to the position of the fuel selector valve.  When taking actions to address this cause, 

they were unsuccessful and rather than re-analyze or simply reference general emergency procedures 

for this indication, I allowed multiple human factors to complicate the situation and prevent an 

acceptable resolution.   



I now suspect that fuel cavitated from the right main coincident with the fuel selector change from right 

to left main.  I knew, both from previous fuel management, and the most recent indication, that the left 

main was still nearly 1/2 full.  Further, the indicating system had historically proven accurate.  I believe 

that had I simply selected Left Main, selected Auxiliary Fuel pump-On and waited, or at least maintained 

this configuration while I worked selector position and/or other engine controls, this accident may have 

been prevented. 

When I purchased the aircraft and conducted initial type training, my instructor and I overprimed the 

engine during the first start attempt while using the auxiliary fuel pump.  This is while the seller looked 

on.  We were given the shutdown signal and it was stated that fuel overflow was visible.  To this day, I 

cannot recall the details behind this occurrence, but it played a role here as this thought is the reason I 

selected the auxiliary fuel pump off when I assessed a forced landing was imminent.  

As my primary self-critique, assuming what I believe caused the power loss, I failed to remedy the 

problem for one primary reason.  My emergency procedures knowledge was not sufficiently rehearsed 

to allow application of appropriate procedures following loss of power.  In addition to this, my fuel state 

and energy state were additional factors.  With a higher fuel state, there would have not been a 

tendency to make the last selector change so close to empty on the feeding tank.  This alone could 

possible have driven a different outcome.  With regard to the energy state, my decision to fly a straight-

in approach placed the aircraft at a lower altitude than necessary.  Moreover, I allowed the aircraft to 

descend below the objective flightpath of 3 degrees for KLPC.  As noted earlier, I was striving for 3100 Ft 

MSL at 10 NM but was passing 4000 Ft at 17 NM.  A higher energy state likely would prevented task 

saturation and may have allowed both the ability to reference the AFM emergency procedures and the 

ability to inform ATC of the situation.   

Aside from the problems that I either caused or failed to remedy, the early decision to turn to nearest 

suitable surface, overall good energy management following power loss, the decision to delay gear 

extension, the presence to use available lighting, and the attempt to keep flying the airplane likely saved 

our lives.   We are all extremely fortunate.   

 

 

 //signed// 

Robert M Rich 




