




















Accident Narrative N9158L 14.05.2026 

The overall trip initiated on May 14th 2026 in KSLE, taking off there at 13:56 local time. 
The aircraft was hangared there and pre-flight and before-takeoff checks, including an 
engine run-up showed no obvious deficiencies. Oil was at about 3qts, the gas tank fully 
filled to the 13GAL capacity. Flying to KPFC, no overall issues became apparent to either 
me as the front seat pilot, or my back seat passenger. 
Initially landing in KPFC, we overflew the airport and noted the wind to be blowing from a 
south//south-westerly direction, determined by the wind sock on the approach end of 
runway 32. My passenger let me know that he saw it shifting between a south and south-
westerly direction. During the following landing at 14:49 local time, there were no 
directional control issues. However, the tailwheel spring on the right (door) side 
disconnected, causing a shudder during the landing rollout and no rudder turning 
abilities, necessitating differential brake steering on the taxi back to parking. 
Parking the aircraft, I inspected and re-installed the tailwheel spring. I didn’t find any 
equipment to be damaged, checked the secure connection and determined it to be 
operable. 

After taking about an hour break, talking to a local resident and using the airport 
restroom, my passenger and I returned to the plane. I conducted a pre-flight check, 
additionally showing the resident the engine compartment and the inside of the cabin. 
During this check, I noted the oil to still be within the 3qt range and the gas tank to be 
about half empty, having approx. 6 to 8 GAL remaining. My passenger and I entered the 
plane and started up at 15:57 local time. I taxiied to the hold-short of the 14 end and 
conducted a before takeoff check. During the runup at 1700RPM, the left magneto 
dropped by about 50RPMs, while the right one dropped by 150RPMs. I determined this 
difference to by acceptable and within limitations, but something to be watchful of. 
Double checking the wind sock, I determined the 14 direction to be preferable for takeoff 
and lined up. We took off at 16:02 local time, climbing out with a right 45 degree turn 
towards the coast. Climbing out along the coast, I felt the engine dropping RPM slightly 
and overall running unnormally. I reduced power to 2000RPMs and continued in a 
somewhat cruise climb state. The left magneto showed a 50 to 100 RPM drop, 
performing within expectations. The right magneto dropped by about 500 RPMs, down to 
1500 RPM. I performed this check twice or thrice. While on the right magneto system 
only, even an increase in throttle setting would not change the engine RPM output, 
capping it at 1500RPM. Discussing options with my passenger, I decided to turn back 
and follow the coast into a right downwind for the 14 direction at KPFC with the goal of a 
full stop landing to figure out the issue on the ground. We reached a maximum altitude 
of 1300ft at about 5.5 NM south-southwest of the airport along the shoreline, approx. 
just north of the town of Neskowin (foreflight track data). 
Establishing on a right downwind, I noticed the 32 approach end windsock to show the 
same indications we had seen during the initial landing and the accident flight’s takeoff. 
I decided to continue for a landing in the 14 direction. Turning final, I realized I was a bit 



high and sideslipped the airplane to lose altitude. Getting out of the slip on short final, I 
was established on a good glidepath at about 60mph, which is an adequate approach 
speed for this aircraft. I had the carburator heat on during the approach, turning it off on 
short final as part of my personal procedures. During touchdown, the plane was 
configured to be Fuel-On, Magnetos-Both, Carb Heat-Off, Throttle-as req’d/idle and 
elevator trim where it felt right (can’t recollect the exact position). 
I touched the airplane down for a wheel landing at 16:14 local time. I landed it tail low, 
pushing it level as the main gear touched down. Rolling out on the runway, I maintained 
directional control by applying rudder input and held right aileron input as wind 
correction for the right crosswind component. Further decelerating, I felt it to be 
appropriate to land the tail. I released my fwd/neutral elevator pressure and started 
lowering the tail by moving the stick slight aft. While the tail was low, but not touched 
down, I felt the airplane start to turn right. I applied slight left rudder to counteract the 
movement. The plane responded unexpectedly, as it was lacking reaction. I intensified 
my rudder input to achieve the desired movement. The security camera footage later 
showed the tail touch down and me applying full aft elevator during this increased input. 
The plane started turning to the left quite intensely. Trying to balance this 
uncommanded movement sequence, I applied right rudder to line myself up parallel to 
the centerline again. The airplane reacted unexpectedly again, not acting upon my 
commanded input. Noticing the lack of correction, I intensified my rudder input. I was 
still unable to recognize a correcting right turning moment. Reaching the limits of my 
rudder input possibilities and getting close to the left lateral limit of the runway, I applied 
braking to the right heel brake. I am unable to recollect, but my passenger told me that at 
the beginning of that movement sequence, he felt the stick pinned fully aft on his leg. 
As I applied braking, I suddenly felt the tail rise sharply and the nose getting dangerously 
low. Next thing I remember is seeing the prop splittering and kicking up dirt as the 
airplane flips on it’s nose and turning on it’s back. Coming to rest, I saw AVGAS spilling 
out of the fuel tank cap infront of me. 
My passenger, sitting behind me, was able to open the initially stuck door, unbuckle and 
exit the aircraft. I released my seatbelt after he was out and exited aswell. 
Due to the stress of the situation, I forgot to perform a post accident shutdown, which I 
conducted upon arrival of the fire department and beginning of the rescue efforts. I re-
entered and found the fuel selector to be on, magnetos both, carb heat off, throttle idle, 
elevator trim in a centered position, starter battery on, intercom on and the hand radio 
on. I switched off all of these systems. 
Initially exiting the aircraft, I saw AVGAS and oil spill out of the front of the aircraft. This 
spill was later contained by a bucket. 

 
On the security cam footage, at point 16:14:20, you can see N9158L coming into frame 
on the right side. At this point, the tail is not touched down yet and still airborne. The 
plane is on the middle of the runway, maintaining a straight trajectory. At 16:14:21, you 



see the plane enter a turning motion to the right, which I am trying to correct by applying 
left rudder. At 16:14:22, the tail touches down and the elevator moves into a full aft 
position. At 16:14:23, the plane enters a turn to the left, which I am countering with 
increased rudder input and starting to hit the right heel brake at the end of the second. 
At 16:14:24, you see the tail rise sharply and the nose dip. At that point, the propeller 
impacts the runway and adjacent grass/dirt. At 16:14:25, the plane is vertical, flipping 
over it’s nose – coming to rest on it’s back at 16:14:26. 

Recollecting the incident and watching back the security camera video footage from 
adjacent Pacific City Inn, I have some personal input on the sequence of actions. First of 
all, the accident flight’s initial touchdown and landing were normal. During pre-flight 
planning, I determined the entire flight, plane and weather wise within my range of 
experience and myself comfortable in conducting this operation and bringing a 
passenger. I had recently flown the accident aircraft and experienced no issues. I briefed 
myself with ForeFlight EFB, noting a lack of a weather station at KPFC, but the “Daily” 
report showing VFR and METARs at KTMK and KONP airports reporting VFR and variable 
winds with up to 6 kts. I also checked “Marys Peak” weather camera, located further 
south along the planned area of flight. There were no relevant SIGMETs or AIRMETs for 
our route of flight in effect. Also, no NOTAMS had been published that were relevant to 
our flight. 

Looking at the camera footage, I want to focus on the location of the final moments of 
the accident sequence. The plane came to rest abeam 35350 Brooten Rd. The west side 
of the airport just prior to this point features (from north to south) a few hangars, 
followed by an empty lot and a row of trees. It is my opinion that the variable gusting 
winds from the south/south-west flowed through the empty lot, possibly whirling on the 
hangar and trees. This created an unpredictable wind condition that caused the aircraft 
to weathervane to the right just before the tailwheel touched down, thereby hitting it in 
the most vulnerable state it can be during landing. I also believe that during the braking 
and nose-over sequence, there was an additional tailwind (/gust), assisting in pushing 
the plane over and overpowering my full aft elevator input. 
At the time of the accident, the weather was good and sunny, having had rain come 
through just an hour earlier. I remember it starting to rain again during the ongoing 
rescue operation of the fire department. 
Revisiting the accident site on May 15th, I observed the 32 approach end windsock to 
move rather continuously in a south/south-westerly direction with sustained winds, 
while the wind sock located on a building by the parking area shifts somewhat quickly 
and thereby indicating the presence of abrupt gusting condition. Another windsock 
located west of the runway and close to the accident location was ripped and just 
hanging straight down. It indicated no useful information on wind conditions. 
While I am unable to determine from the post-accident pictures taken if the tailwheel 
spring had come undone again on the accident landing, I noted a part of the hook-up 
assembly missing during the FAA on-site investigation the day after. 



I also want to note that I was unable see all the other installed windsocks while on 
downwind during the accident approach. I stopped searching, after seeing the 32 
approach end wind sock and noting the existing wind conditions at that point. 
I do not believe that the magneto issue caused me to conduct a rushed approach. While 
it definitely made me decide to conduct a precautionary landing, I made sure to fly a 
stabilized approach and apply standard procedures. 




