






















Pilot narrative excerpt from 6120 

6/22/24 N406Z - Approx 40 gallons of 100 LL on board (20 gal in each wing tank) After 
starting engine and during run up at KDGW at approximately 06:25 am MST, I increased 
throttle to achieve 1500 RPM, and per recommended run up procedure, cycled ECU 1 and 
ECU 2 mag switches. ECU 1 Off ran smooth and normal; ECU 2 Off ran rough and dropped 
2-300 RPM. Switched both ECUs to ON (smooth operation again) and increased RPM to 
1700 for 60 seconds (thinking rough operation was likely caused by a fouled spark plug 
from running the engine with mixture rich, because of high fuel trim percentage on manual 
fuel tuner). I was running rich to keep CHT's within acceptable range for break in period of 
engine flight testing and the extra fuel helped to cool the Cylinders during high RPM and 
MAP's used for engine break in. Cycled both again with the same results: ECU 1 Off ran 
smooth, ECU 2... rough but only dropped only 150 RPM. Felt good about flying after both 
ECU1&2 equaled smooth operation and because I'd be closely orbiting KDGW with the 
airstrip on glide as necessary. Normal flight for next two hours, 37-40% fuel trim to keep 
CHTs to 380-412 degrees. Manually switched fuel tanks on fuel selector valve from left to 
right tank at the 1 hour mark. Everything was in the green (Oil approx 202, MAP 22-23", RPM 
2500, Oil Pressure 72 (I think). Fuel selector 1 green, 2 yellow. ECU 1 blue, ECU 2 green 
(backup) on EFII display screen. G3X Screen started flickering during the last 15-20 mins of 
flight. Wondered if there might be a connection or ground interruption, so I took video of it 
with my I Phone. At the 2 hour mark of the flight, I flew over to the Backcountry Supercubs 
grass strip, at approx. 700 AGL to land, knowing that the shop contained tools to possibly 
analyze and fix any squawks noted. Approaching the airstrip, I very gradually decreased the 
throttle (so as to not "shock cool" the engine, and at around 65 mph indicated, turned the 
trim wheel to approx half way to nose-high trim. Flying southeast bound, downwind, and 
decreasing altitude, I increased AoA, decreased MP, and pulled 2 notches of flaps. The 
engine quit on downwind correlating with the decreased manifold pressure. Initial scan of 
the panel revealed that ECU 1 indicator was red, ECU 2 was grey. The Fuel selector icons 
showed PMP1 green and PMP2 yellow. Voltage meter was still reading battery strength at or 
above 14 volts with no low power alarms. Turned onto base with my eyes out the cockpit to 
maintain orientation with the airstrip and my altitude. I quickly cycled ECU switches off/on. 
ECU1 went from red to gray, and back to red. ECU 2 briefly turned yellow and with an 
advancement of the throttle, the engine sputtered briefly but then quit again. I looked back 
at the EFII monitor and confirmed that the ECU 1 & 2 were again showing red and gray. 
Made base to final turn. Cycled fuel pump selector switch, which operated properly 
(correlating colors were as expected, switching from green to yellow and back to green 
when toggle was cycled). Cycled ECU switches again, but this time with no change. ECU 2 
may have been in yellow briefly, but things were happening fast at this point. Engine 



sputtered a little but my eyes were on my approach to focus on flying the airplane safely. 
One quick glance revealed ECU 1 was still red. At that point, I was committed entirely to 
landing. I slipped over the power lines to be "on altitude" without gaining or losing airspeed. 
Once the landing point was made, I exited the slip into a wings level, 3 point attitude. 
Rounded out to flare, glanced at my airspeed and remember it dropping through 47-45 
mph, and noted less elevator authority than this airplane's consistent flight characteristics 
before engine and prop upgrade. I remember making mental note that the extra weight 
installed on the nose with the new engine and propeller was likely the cause. I landed in a 
wings level, 3 point attitude with full stick-back input, and the airplane's trim set to approx 
half way to nose-high trim (which had been set before the decrease in MAP and just before 
my initial downwind leg of my landing approach). What resulted was a moderately hard 
touchdown, but a landing I was confident would be a non-event. Without pause, the plane 
flipped over on its nose and onto it's top (apparently caused by the axles sheering at the 
inner wheel on both sides of the airplane). Although my memory is very clear up to this 
point, I only have flashes of memories after this point. One when I unclipped my 4 point 
seat belt and fell upside down onto roof/skylight, and exited airplane fearing of fire. I don’t 
remember much after that, until speaking with the medic on the transfer from Douglas 
hospital to Casper hospital. 

 

Operator safety recommendation 

 

When I go through the sequence of this incident/accident, and analyze without emotion 
and only logic (to the best of my abilities), I feel strongly that I was following protocols 
and risk mitigation practices to fly during phase one test flight hours of an unfamiliar 
engine, fuel injection, fuel delivery and ignition system, propeller and less 
consequentially, new wheels, brakes, landing gear legs and axles, as safely and with the 
most room for error that I could have. I was always within glide of a place to land with 
very few exceptions, I was diligent in attention to detail relative to keeping the engine 
and operation metrics within acceptable limits and was prepared with checklists and 
emergency procedures on laminated cards within quick reach in the airplane (which 
were also committed to memory). Although I read all literature provided, and spoke to 
the designer of the EFII System 32 components of my power plant, I think being even 
more familiar with it's function and perhaps more importantly, more experienced with 
the finest points of it's operation might have prevented the engine troubles I 
experienced. But, I will stand behind the facts of my accident, which are that the engine 
interruption was a link in the chain of events that caused the damage to the airplane and 



to my personal injury. When the engine stumbled and quit, I was in a position to 
responsibly fly and land the airplane in a safe manner. In my opinion, the axles provided 
for the 10" Beringer wheels were grossly under built and not even close to satisfactory 
for the airplane they were installed on. I didn't even bottom out my Acme Aero shocks, 
damage my gear legs or the gear leg attachments before those axles thoroughly 
sheered/failed, and caused the 35" bushwheels to detach from my airplane. In my 
opinion, although the mag failure (or any factors that may or may not have caused the 
low altitude engine failure) was a significant factor in this event, it would have been a 
non-event ending in a normal and safe landing in a designated landing strip if it were not 
for the obviously insufficient 1" diameter axles. It should be noted that Bruce Reed, 
owner of Backcountry Supercubs verbally warned me prior to installing those axles that 
they were, in his opinion, not up to the loads of normal operation in my airplane. Being 
that Beringer is a reputable company, and one I trusted, I instructed him to go ahead and 
install them with the caveat that I'd "keep a close eye on them". There are many lessons 
to learn from this event. But for me, not listening to Bruce is haunting. In the future for 
System 32 users, I hope pilots can learn and realize that using high fuel trim 
percentages to keep cylinder temps reasonable during the rigorous break in period is a 
good strategy, but it's my guess that it's potentially important to reduce the fuel trim 
back to 0% before pulling MAP so that the engine doesn't receive too much fuel 
(possible flooding) or doesn't foul the spark plugs. Again, those are assumptions and 
are yet to be determined, but I think worth mentioning in this context. 

 




