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All persons listed were interviewed by NTSB personnel:  
 
 
The following is a summary of conversation: 
 
DEPUTY MCLAIN  
Deputy McClain stated that there was no smell of fuel once and he could not see anything on the 
ground. He could hear fuel sloshing in the tanks when he moved the wings.  
 
JEAN (GIL) HARRISON 
With regard to Cable...I (perhaps foolishly) did not manually check the tanks prior to my 
departure.  The tanks had been filled upon my arrival there, 48 hours earlier.  To make a potentially 
bad situation worse...I also did not manually check the tanks prior to my departure in Havasu, due 
to my (perhaps false) sense of security that I had in the high level of accuracy that I had experienced 
with my Fuel Scan 450.   
 
To my understanding at the time: I had departed Cable with full tanks.  I had used 13.1 gallons of 
fuel on my way to Havasu.   Granted...some fuel had dripped from the left wing tank vent while 
the aircraft had been parked at Cable...but I don't see how an excess of 20 gallons of fuel could 
have dripped from the fuel tank vent during that time.   Ultimately, I realize that I may have caused 
my own problem, by not checking the tanks manually.  My own negligence in manually checking 
the tanks may indeed be the problem here.  But if so...where did over 20 gallons of fuel go??   
 
With regard to the boost pump:  I received my flight training I Cessna 152's, 172's 177's and 177 
RG's.  From the time that I started receiving flight training in 1979, I cannot ever remember 
receiving any instruction whatsoever, on the fuel boost pump.  To my recollection, it was always 
considered as something that was on the dash...but, something that no one ever used.  I remember 
turning it on a time of  two (by accident) while turning on the Master switch.  When I had turned 
it on accidentally, I heard it working. prior to starting the engine. 
 
I didn't fly for 39 years before attending an AOPA Rusty Pilot seminar.  About a year later, I was 
signed off as being current in my little C177.  I'm fully aware that ignorance is no excuse 
whatsoever...but I can't remember any emphasis being made on the Fuel Boot system at all.  Yes...I 
read the POH for the airplane, and saw it's recommendations for the Fuel Boost system....however, 
I'm afraid that I gave it little importance, other than during possible use during takeoffs during 
super-cold weather.   
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I am befuddled about the foolish mistakes that I made during my descent and crash.  I don't know 
how...but I even forgot to lower the flaps on the aircraft, prior to crashing.  I feel like such an 
idiot.  And ultimately...if I forgot to lower the flaps (which is something that I do each and every 
time I normally landed the aircraft)...I find it very easy to understand why I also forgot to turn on 
the Boost Pump, after 43 years of never having to turn one on. 
 



3 
 
 
 
 

 



4 
 
 
 
 

 



5 
 
 
 
 

 
 
We were flying straight & level at 9,500 feet, toward Sedona, from Lake Havasu City.  I 
had just been given some information from ALB CRT when the engine lost power.  I 
immediately richened up the mixture setting, as I had been running just slightly rich of 
peak, and I thought I might have run the engine too lean, and had somehow starved the 
engine to the point of a power loss.  I believe that the EDM-830 had been showing a 
power display of 54% prior to the power loss..  I had been running right at 2600 rpm.  The 
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engine gave no warning whatsoever...it simply lost power.  It never sputtered or surged...it 
just completely lost power.  The engine did not lock up...the propeller kept windmilling...so 
I felt that if I could find the right combination of mixture and throttle settings, it would 
restart.  ALB CTR came back on the radio, and asked me if I was still there.  I informed 
him that I was experienced engine trouble.  The engine made no attempt to restart.  I 
pushed the throttle setting in, about a halfway...thinking that I might have been asking too 
much of the engine, and it might restart at a lower power setting.  I tried full rich on the 
mixture.  I tried many combinations.  During my decent, I saw that the engine was 
windmilling at about 910 rpms, but that was simply due to the wind forcing the prop to 
turn...I could never coax any kind of life out of the engine, at all. Once I realized that I was 
probably not going to be able to get the engine to restart, I spoke to ALB CTR, and 
declared an engine out emergency...mayday mayday mayday...and skwaked 7700 on the 
transponder. 
  
I always ran the fuel tank selector on "Both Tanks".  Shortly after we bought the plane in 
2019, I noticed that one wind tank would drain fuel at a faster rate than the other.  I can't 
remember which side was draining fuel faster.  I checked with Mark Nauman; the owner 
of Arizona Aircraft Maintenance at the the Havasu Airport, who told me that this was 
common on Cessnas.  I asked him  specifically, what would happen if one tank went dry 
while the other tank still had fuel in it...I asked him if the fuel pump would start sucking 
air.  He told me that the Cessnas has some kind of system that prevented air in the fuel 
line, as long as there was fuel in the other tank...even when "Both Tanks" was 
selected.  After I was told that; I never concerned myself with the fact that one tank was 
draining fuel faster than the other again.  At times...when I would fuel the airplane 
myself...I would find a four or five gallon difference in how much fuel each tank would 
take...depending on how much fuel I had used overall. 
  
The Fuel Scan 450 had proven to be quite accurate in our aircraft.  If anything, it tended 
to show just a little more fuel usage, than the actual fuel usage...which I always saw as a 
good thing.  After the crash, and after I was able to get my wife out of the aircraft, I turned 
the Master switch back on, to double-check the amount of fuel remaining.  i honestly can't 
remember if it read 23 gallons, or 28 gallons...either way, it indicated that there was plenty 
of fuel remaining on board at the time the engine lost power.  The fuel would have been 
distributed between both of the wing tanks, although the amounts in each tank would 
probably have been different, due to the unequal fuel drainage from each tank. 
  
When I would top off the tanks, I often noticed that fuel would drip from only one of the 
wing tank vents at the tip of each wing...not both vents.  However, I also noticed that the 
next time I refueled, fuel had been used from each tank (although not equally).  I asked if 
this was a problem, and was assured that it was not, as long as fuel was draining from 
both tanks. 
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I honestly cannot recall if I tried to switch tanks from both to one side or the other.  At the 
time, I was trying to size up a potential landing area, when a different voice came over 
the radio, and mentioned that there was a private airfield about three miles ahead of me, 
if I could make it.  My wife was being a real trooper.  She saw that something was wrong, 
and she could hear my "mayday" through her headphones.  I feel that I was able to 
maintain my composure, and reassure her that everything would be OK...but my mind 
was going about a hundred miles an hour, and I truly cannot recall if I tried to switch 
tanks.  According to what I had been told by A&P Mark Nauman, it shouldn't have made 
any difference anyway. 
  
The aircraft had 36.7 hours on it, since completing its Annual. 
  
The engine had 36.7 hours SMOH.  However, the company that performed the Annual 
was Cutter Aviation, Prescott. I asked them to send the prop out for inspection.  The 
Sensenich prop dealer in Tucson informed me that I needed a new propeller.  He then 
ordered a new prop, and Cutter installed in on my aircraft.  As it turned out, the pitch on 
the new propeller was too low (according to STC &337's).  This lower pitch allowed my 
engine to overspeed.  I noticed the overspeed at about 13 hours after getting the plane 
back from its Annual, while breaking in the overhauled engine.  Cutter was reluctant to do 
anything about it, until I filed a complaint with the FSDO in Phoenix. 
  
Investigative Results Report 9-AAE-Reports (FAA). Violation of an order, regulation 
or standard of the FAA occurred related to a maintenance provider deviated from 
the instructions of a Supplemental Type Certificate (STC), by installing a propeller 
with an incorrect pitch on his aircraft, N2994X, and returned it to service. Case # 
AAE-EHL-20220728-795 Frank Waterhouse Aviation Safety Scottsdale Flight 
Standards District Office Created on or about 15 Nov, 2022 
  
Cutter Aviation then performed an overspeed inspection, as noted in the engine 
logbook. Then engine had 36.7 hours on it SMOH...but only 23.6 hours on it, since it's 
overspeed inspection.  
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