




















The following statement was copied from the pilots 6120. The information did not fit in the 
space provided. 

 

The flight was a personal part 91 flight to my hometown Hyampom, California. I departed  
from a private non identifier crop dusting airstrip North of Tracy, California. On ForeFlight I 
obtained a briefing for my direct VFR route of flight before departing at 9:15 AM. My cruise 
altitude was 8500 feet for mountainous terrain clearance over the Norther part of my route 
and a TFR ceiling clearance near my destination. There were no discernible aircraft issues 
enroute to my destination. I arrive overhead my destination at 8500 feet on a heading of 
approximately  310 degrees. After clearing the 8000-foot ceiling and boundary of the TFR I 
reduced power significantly and reduced airspeed into the flap range. Then I applied 
approximately 10 degrees of flaps for a reduced airspeed decent down into the small 
mountain valley where the airport was 7200 feet below me. The descent was set up for a 
landing on runway 32 which favored the winds coming up the valley. I flew the whole 
approach in a wide left-hand 270-degree descending pattern. I turned from a wide 
descending NW heading onto a long descending rough downwind course along the contour 
of the mountainside.  Far out on my descending downwind leg in my pre-landing checks I 
verified fuel selector on both tanks position, which it had been for the whole route of flight. I 
had not opened my cowl flaps yet as I didn’t want to shock cool the engine after going from 
cruise power directly into a fairly steep low power decent down into the confines of the 
valley. I pushed the mixture in incrementally a few times during the decent from my cruise 
altitude. In downwind it was in full rich position. The whole approach flight down from my 
cruise altitude was a steady state descent, low power setting approach, including a 
shallow downwind onto base descent. My head was mostly outside focused on the terrain 
and my decent profile down to the airport. I had no thoughts or indications it was nothing 
other than a normal approach to landing at this small mountain valley airport that I had 
landed at numerous times before. Everything seemed perfect for a normal landing. I had 
not had to adjust the power setting at all from the initial power setting set at beginning of 
descent from cruise altitude. My downwind to base turn was below 1000ft AGL because 
the mountainside for left traffic does not allow for a wide turn to base and an extended 
downwind would have put me inside the TFR. Somewhere around downwind to base  I 
pushed the prop full forward for low pitch. I didn’t notice a notable  pitch change sound as I 
had a very low power setting so there wouldn’t be much of a notable difference to detect. 
Part way into my base leg I went to make a slight power adjustment/increase to maintain 
and adjust my approach profile to land on 32. I did not get the power response I anticipated 
with a slight throttle adjustment, and I quickly realized something was off/not right. A full 
forward throttle increase verified my thoughts. I had zero engine throttle responses to my 



inputs. I was startled to say the least but had little to no time to think about anything but 
keep flying the airplane. By this point in time I was low, slow and had limited recourse for 
landing options. I knew I could not make the airport. I had absolutely no time for any 
emergency procedure checklist usage other than confirming full forward on power, prop, 
and mixture. All I could do was fly out the airspeed I had remaining. I didn’t even have time 
for extending flaps the rest of the way to full flaps position as I was at approximately 200 
feet AGL and at a 90 degrees position to the only possible feasible landing option I had 
available other than straight ahead into the trees or river. So, I made a really mushy low 
airspeed turn to the left to attempt to reach some resemblance of open gravel bar to land 
on parallel to but across the river from the airport. I was just barely able to level my wings 
from my turn at my point of ground contact. Touch down was hard as I was slow and almost 
completely out of airspeed from my turn toward my off-field landing choice. Large gravel 
rocks at initial ground contact took out the nose wheel and strut. The airplane continued 
straight ahead coming to a stop roughly 150 feet or so after touching down. I was in shock 
after landing and in a state of disbelief at what had happened so quickly and unexpectedly. 
My first thoughts response was the thought of a fire. A quick assessment determined there 
wasn’t. Also realized though thoroughly shaken I was not injured. My brother and nephew 
were waiting for me at the airport across the river and didn’t see my touch down, just it’s 
dust. They drove up the road a short distance and could see me standing outside the 
airplane. To reach me they had to drive around the valley to reach me, about a ten-minute 
drive. While they did, I unloaded my baggage from the airplane. When they arrived, I loaded 
up my baggage into my nephew’s pickup. Then I secured the airplane the best I could. By 
the time I loaded up my baggage and closed up the airplane approximately 25 to 30 
minutes had passed. No emergency response or first responders had arrived at the landing 
scene. I was uninjured and the airplane was secure so I left the site with my brother for his 
home. 

 

Normally I would have flown a longer final approach to a landing on 32 at this airport but 
that approach would have put me inside the TFR that was present at the time. The off-field 
landing is no fault of the TFR but it did change my approach to a significantly lower, close in 
downwind to base turn in the traffic pattern. The distance from the point in base leg that I 
detected a problem to my off-field landing site was roughly 1250 feet or so. At an 80mph 
approach speed that’s approximately 10 to 11 seconds for me to react and execute my off-
field landing. Attached is a ForeFlight screen shot with intended flight path in green, 
problem detection point & actual in red and a normal longer final in blue drawn in. 




