






















AG Crash  
N6793K 

Grumman 164-B  AgCat 
6/25/24 

 
I was hired by  of Vincent Crop Dusting Service, located in Kaplan, La., to 
reposition Grumman 164-B  AgCat, N6793K, from Moe’s Crop Dusting Service, located at  

, Pleasant Grove, Calif., 95668, to Thompson Aero, located in Amana, 
Iowa, at the Amana Airport, identifier; C-11. I was going to work in this aircraft while flying for 
Thompson Aero, and when the application season ended in August, the aircraft was going to be 
flown to  business in Louisiana.  
 
Even though I have more than 600 hours of flying the Grumman AgCat A and B models, I had 
not flown this particular aircraft, so I made several operational check flights on the following 
dates: 
 
June 10th for 1.0 hour 
June 14th for 0.5 hour 
June 18th for 0.5 hour 
June 20th for 0.5 hour  
 
In addition to these flights, I attended three hours of ground school on June 10, 2024 taught by 

, a highly experienced aerial applicator pilot and A&P mechanic with extensive 
experience in many of the models of the Grumman AgCat, including the Super-B Turbine AgCat. 
Additionally,  told me he had experience flying N6397K several years ago while 
making aerial applications carrying loads of 375 gallons of material.  
 
In addition to the ground school and operational check flights with this aircraft, I spent June 10, 
2024, assisting  in preparing the aircraft for the upcoming repositioning flight. We had 
many discussions about the flight characteristics of this aircraft, including start, taxi, takeoff, 
flight, landing, and shutdown procedures. After June 10, I also had several telephone discussions 
with  clarifying information about this particular aircraft.  
 
We developed a flight plan to fly the south route via Arizona, Texas, and New Mexico, before 
turning northbound through Kansas, Missouri, and Iowa. I planned to navigate this route with 
Foreflight loaded in my iPad positioned in a kneeboard. I also had a portable Stratus Mode B-In, 
coupled with Foreflight mounted inside the cockpit to assist with aircraft proximity and 
identification. 
 
I decided to depart for my flight on June 24, 2024. Unfortunately, I discovered a small fluid leak 
at the lower left side of the hopper. I advised the maintenance personnel of Moe’s Crop Dusting 
Service that I would postpone my flight so repairs could be made. At 1230 hours on June 24, 
2024, I was advised via a phone call from , operations manager of Moe’s Crop 
Dusting Service, that the repairs were complete, a leak check of the hopper had been performed, 
and the aircraft was ready for the following morning’s departure. At 1315 hours, I texted . 



 that the repairs were complete, and that I would depart the morning of June 25, 2024 for 
the Iowa flight.  
 
During the week before and leading up to my departure date of June 25, I checked the weather 
patterns via the Leidos website. On the departure date, I checked Leidos at 0230 hours to 
discover a few small rain cells in the Sacramento area, the weather was clear, and light winds 
were out of the south in the Lincoln, Calif., area, which favored the north-south configured 
private runway of Moe’s Crop Dusting Service. The reported weather at Lincoln Airport, 
identifier KLHM, was Temperature: 16 degrees C, Dew Point: 8 degrees C, Pressure of 29.86”, 
and winds out of the southeast at 8 mph. (On June 27, 2024, I checked the Weather Underground 
Historical Data for Lincoln, Calif. This information verified the Leidos reporting information for 
June 25, 2024.)  
 
I arrived at Moe’s at 0430 hours and performed a lengthy pre-flight check of the aircraft. We 
prepared the aircraft for the flight by loading 270 gallons of Jet A Fuel in the hopper and 60 
gallons of Jet A fuel in the upper wing fuel tanks. As per the Grumman AgCat 164-A/B Flight 
Manual, page 8, the Gross Weight of the aircraft is 4,500 pounds, and the (Operational) Cam-8 
Weight is 7,020 pounds. The flight manual does not include an Empty Weight Specification. (See 
attached pdf 1977 Grumman Flight Manual, CAM-8 document.)  
 
According to Jane’s Civil and Military Aircraft Upgrades: 1995-96, page 399, the Super-B 
Turbine conversion which this aircraft was equipped lists Empty Weight: 3,325 pounds, Certified 
Gross Weight: 5,200 pounds, and Max Take Off Weight (CAM-8): 7,020 pounds.  
 
I calculated the fuel weight of 330 gallons of Jet A Fuel x 6.7 pounds/gallon = 2,211 pounds. My 
weight of 190 pounds and 10 pounds of baggage, with the empty aircraft weight of 3,600 
pounds, calculated a total take-off weight of 6,011 pounds, which was within CAM-8 limits.  
 
After completing my pre-flight check of the aircraft, I started the engine at 0545 hours with the 
assistance of a start pack. I then took the following steps: 
 

• Monitored the N-1, TOT, Torque, Fuel, and Oil Pressure gauges during the entire start 
procedure.  

• Once the N-1 gauge reached 70-75 percent, signaled to the ground assistant to remove the 
start pack.  

• Once the pack was removed, engaged the Generator and confirmed that it was 
functioning correctly.  

• Maneuvered the power lever up and over the back gate toward the Beta mode to reduce 
the engine idle RPM and to ensure the propeller was removed from the Prop Stops.  

• Performed a systems check monitoring the N-1, Torque, and TOT gauges and found the 
engine was performing normally.  

• Verified that the navigation and Mode-B(In) equipment were working correctly, and then 
taxied to the north end of the runway.  

• Performed a pre-takeoff check monitoring engine instruments, fuel, and oil pressures 
along with oil temperature to find all systems were in the normal operating ranges.  



• Advanced the red Engine Speed Control lever all the way forward and felt the engine’s 
rpm accelerate.  

• After the pre-takeoff check was complete, released the main wheel brakes to depart 
southbound on the runway.  

 
I slowly advanced the power lever all the way forward and monitored the aircraft’s position on 
the runway as the tail was still down. The aircraft did not appear to be accelerating as quickly as 
it had in previous flights; however, on this flight, I was carrying a heavier load than on previous 
flights. As the tail came up, I discovered that I had used up about 90 percent of the runway. The 
aircraft did not appear that it was ready to fly since it was failing to gain lift.  
 
I gently pulled back on the control stick in an attempt to clear the gate at the end of the runway. I 
felt the aircraft strike the gate and continued southbound across Nicolaus Avenue. As we crossed 
onto the roadway, I saw my right wingtip collide with a white Ford F-150 truck being driven 
eastbound on Nicolaus Avenue.  
 
I continued flying the aircraft until crashing onto a small north-south dirt roadway that separates 
two flooded rice fields. Once the aircraft impacted, it turned 180 degrees and came to rest facing 
in a northbound direction. I performed an emergency fuel cutoff and shutdown on the engine. 
Once it stopped, I turned off the master and generator switches. I then exited the aircraft and ran 
over to the damaged Ford truck, which had come to a stop along the eastbound lanes of Nicolaus 
Avenue approximately 300 feet east of the impact point.  
 
When I reached the truck, I saw that the left and front airbags had deployed. With the help of 
another person, we opened the driver’s door and assisted the driver and only occupant, a woman, 
who later was identified on the news as .  was conscious and verbal. She did 
not appear to be injured.  stepped outside the vehicle, and I asked her if she was OK. 
She replied that she was. I apologized to her for the crash and remained near her until the 
California Highway Patrol and Fire Department arrived.  
 
I remained at the scene to answer questions from the authorities and identified myself as the pilot 
operating the aircraft. At the scene, I spoke to FAA Investigator  on the phone and 
provided him with a brief statement as to the events leading up to the crash with post-crash 
details.  
 
Following the crash, I met with , pilot/manager with Moe’s Crop Dusting, to obtain 
specific airframe and engine information from the logbooks of N6397K. I learned that the 
aircraft had not been flown in four years. I was told the company had no reason to fly the 
airplane since the company had other AG aircraft available. I do not know if the fact the plane 
had not been flown in four years was a factor in the crash or not.  



Owner / Operator Safety Recommendations 
 

How could this accident/incident have been prevented? 
 
When I suggested that the company hire someone else who repositions planes to fly this aircraft 
to Amana, Iowa, it was suggested the repositioning flight would be a good opportunity for me to 
gain more experience with this particular aircraft. In hindsight, I should have been more vocal 
about the company hiring someone else to reposition the plane. 
 
Prior to the crash, I was told the plane had not been working for a year. Afterward, I learned the 
plane had not been flown for four years. Had I known this information, I would have tried to 
perform more acclimation time in the aircraft.  
 
During the four operational check flights, I concentrated on checking for hopper leaks and for 
aircraft system checks. For each flight, I increased the amount of Jet A fuel in the hopper to 
increase the load on the aircraft for each takeoff, and the aircraft departed the runway quickly 
with no performance issues. However, I did not take the same heavier hopper load that I would 
be taking for the repositioning flight.  
 
As for the events leading up to the crash, I reviewed my checklist before I departed. As I 
powered up, the engine instruments were advancing into the green, the engine RPMs sounded 
like the engine was advancing correctly, and I concentrated on remaining centered on the 
runway. I do not know why the aircraft did not gain sufficient lift for the departure.   
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