


















Accident narrative for N5281D on April 04, 2024
Prepared by 

On April 1, 2024, I traveled with  who was the PIC in his father's C206 to Stevensville, 
Montana.  He picked me up at Sandpoint Airport.  He was accompanied by two friends,  
(airline pilot) and a CFI friend (don't recall his name) from Felts field.  

We arrived at Stevensville Airport (32S).  We did a thorough pre-flight since the airplane annual was 
recently completed.  I noted the aircraft was equipped with a STOL leading edge, VG's and wingtip 
extensions. I noted oil was at 8 quarts, so I asked the mechanic to add at least two quarts.  He indicated 
they did not change the oil, only changed the oil filter.  After familiarizing ourselves with the panel, we 
fueled the main tanks, but not the Aux tanks.  

We departed for the return flight to COE.  The flight took approximately 1.2 hours enroute.  I noted 
 was proficient with his flight skills and comm on the flight to and from Stevensville.  Prior to our

first landing at COE we performed power on and  power off stalls and recovery procedures (we noted 
stall break occurred at about 45 MPH in Vs and about 40-42 MPH at Vso) We also performed slow 
flight and several steep turns in both directions.  

We then performed 6 landings on Runway 24 at COE.   had a good handle on the aircraft doing 
very well with maintaining directional control, with only some small deviations along the centerline.

On April 4, 2024, I met Essex at his hangar at COE at about 12:30 PM.  He was just completing his 
pre-flight inspection.  He advised he filled both main tanks and sumped the tanks.  Oil was 9 ½ quarts.  
He said the former owner preferred to keep oil at 8 quarts.  I advised Essex the O-470 sump holds 12 
quarts.  I suggested, he not run the engine with only 8 quarts, particularly with warm OAT.  We checked
tire pressures and put mains at 35 lbs. And tailwheel at 45 lbs.

We departed COE and planned to do 1-2 landing at Hackney Airfield, but we noted equipment on the 
runway.  We continued to Sandpoint (SZT) Airport, where we did a variety of wheel and three point 
landings.  I think 7 T/O's and landing.  During the second or third landing,  landing resulted in a 
bounce.  It was the only landing I provided some assistance following the bounce.  Otherwise he 
maintained good directional control with rudder and pitch control and airspeed during the other 
takeoffs and landing.

We took a short break at Granite Aviation.  We drank water and talked to two charter pilots.  We 
departed SZT for Priest Lake Airport (67S).  Just prior to our arrival at 67S,  turned on the fuel 
transfer pumps for his Aux tanks to see if it operated correctly.  I noted the fuel totalizer showed we had
37 gallons.  I asked how much fuel he had in the Aux tank to insure we didn't overfill the mains.  He 
said he only put 3 gallons in the Aux tank.  Upon arrival at 67S we checked wind conditions, which 
appeared to be calm.  The windsock didn't look in very good condition and I noted the water at Priest 
lake was mostly glassy.  A little surprising because it was breezy at SZT.  

I believe we did 4-5 T/O's and landings.  During the last approach I mentioned that  downwind 
was a little long and if there was an engine problem, he may not make it to the runway.  I recommended
he turn his base leg sooner.  On the next circuit, I suggested we perform a power off landing as we 
entered the downwind.  Just prior to the abeam point of the threshold for Rwy 32,  reduced power
to idle.  He immediately turned to the runway.  I asked him for his best glide speed.  He replied 80.  As 



we approached the runway A/S was 80 mph, Then once we were over the runway his speed was 70 
mph.  The airplane aligned with the runway.  At approximately 50' agl I felt the decent rate increase and
called for “power”, then I said, “full power” I looked and  had the throttle full in.  I pulled back 
on the yoke, the airplane flared, but I anticipated a bounce.  There was a short bounce, then the airplane
came down on the left side and slid down the runway in a straight line for a distance, then started 
yawing to the left.  I tried to correct with rudder and brakes, but realized my efforts were futile.  

After the aircraft came to a stop,  pulled mixture to off and turned off master and I turned fuel 
selector to off, since we noted fuel dripping out of the fuel vent.  

There was a post accident examination with a deputy with Bonner County Sheriff (see diagram 
prepared by the deputy).  It appeared the left wheel assembly departed the attach point on the lower 
gear leg, which caused the spring gear to dig into the ground.  The gear leg dug into the soft dirt and 
grass causing it to fracture at the upper radius where it entered the  fuselage.  The right tire mark 
showed the airplane continued in a straight line for 167' where the fractured landing gear leg came to 
rest. The  airplane continued in a straight line for approximately 100', then started yawing to the left 
where the left wheel came to rest at 307' from the initial touchdown.  The airplane continue swerving to
the left due to the right wheel and fuselage dragging on the ground.  The aircraft came to rest 453' from 
the initial point of touchdown.

I returned to the 67S 2 days later to verify and take additional photos.  Photographs (submitted to 
NTSB) showed the left wheel made contact with the ground first, immediately followed by the right 
wheel.  There was no indication of a side load (berming) for the left wheel and what appears to be a 
very slight side load (berming) on the contact point of the right wheel.  13' from the contact impression 
of the left wheel, the landing gear leg without the wheel assembly made contact with ground, where a 
torsional load caused the spring steel landing gear to fracture at the upper radius.  Approximately 2' 
after the landing gear contact with the ground, the left side of fuselage made contact with the ground 
with a noticeable impression. The right wheel made contact with the ground approximate 8' from the 
initial contact impression of the right wheel.  The right wheel impression continued until the airplane 
came to rest.  There were right wheel impressions in the dirt for approximately 260', which showed it 
traveled in a straight line with the longitudinal axis of the aircraft with no indication of yawing left or 
right.  At approximately 260', I noted indications of yaw marks in the dirt (berming) with an 
approximate orientation of the yaw to the NNE and continued yawing motion to the outside of the 
curve (showing significant berming) until the aircraft came to rest facing the opposite direction of the 
landing.  Based on my recollection of the position of the nose of the aircraft on touch down and the 
physical evidence (photos and diagram), there was no indication of a sideload on the wheel or yaw on 
the vertical axis at the touchdown point and no yawing for approximately 260'.  

Neither  or I felt a hard impact from the first touchdown until the aircraft came to rest.  As a side 
note, another aircraft showed up at 67S.  I asked him to listen on 121.5 for an ELT.  There was no ELT 
signal.  

I had discussions with a former Boeing Aircraft Tech and an IA who has testified as an expert witness 
in aviation accidents.  I inquired about the forced needed to strip the nuts off four 5/16” AN bolts.  Both
indicated that a significant force would be required to cause nuts to fail considering the significant 
clamping strength of AN-5 or AN-6 fasteners. Both indicated that should have caused the gear leg to 
exit the attach point in the fuselage before the nuts would fail or at least there should be significant 
distortion in the gear box area and fuselage.  Both indicated the axle attach bolts may have been 
compromised due to either too much or too little torque by not using a torque wrench.  That this would 



cause overstress to the bolt and nut threads by too much torque or wear on the threads over time by 
inadequate torque.  I also learned this aircraft had been involved in two previous ground loops in 
Alaska.  It had been flown on skis and floats. Without review of the logbooks, it is unknown if the 
landing gear legs or wheel attach bolts and nuts were replaced after the ground loops.  I was informed 
the Alaska Bushwheels were removed during the recent annual and 8.50 x 10 wheels installed.  
Although changing tires should not require the gear leg attach bolts to be removed.

Both suggested researching other similar accidents.  I found several where a wheel departed the 
aircraft.  I will cite three.  Two were in Alaska and one in Texas, where the wheel departed the aircraft.  
Two during a landing (C195 and C206).  One was a C185 that was back taxiing on a runway.  When the
pilot turned around to takeoff, the wheel departed the gear leg, causing damage to the wing and prop.  It
appears the NTSB performed tests on the C185 bolts where the nuts stripped off the bolts.  In these 
NTSB reports it was suggested the FAA issue an Airworthiness Directive or call for more detailed 
inspection other than just a visual inspection of the Landing gear and wheel attachments.  








