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ETSB ID: CER13FAl31

Occurrence Date: Jan. 12, 2013

Occurrence Type: Accident

PRELIMIFARY IFFORMATIOR - SUBJECT TO CHANGE
Most Critical Injury: Fatal

Investigated By: ETSB

Nearest City/Place: Paris, Texas
Registration Fumber: N5339V

State Zip Code: 75462

Aircraft Manufacturer: Piper

Local Time:

0900 Time Zone:

CST

lodel/Series Number: PA46-500TP
Injury Summary: Three fatal

= Fote: NTSB investigators either traveled in support of this inves-
tigation or conducted a significant amount of investigative work
without any travel, and used data obtained from various sources to
prepare this aircraft accident report.

On Jan. 12, 2013, approxi-
mately 0854 Central Standard
Time, a Piper PA-46-500T,
N5339V, was destroyed when
it impacted terrain shortly
after departure from Cox Field
Airport (PRX), Paris, Texas.
The commercial pilot and the
two passengers were fatally
injured.

A preliminary review of
Federal Aviation Administra-
tion air traffic control com-
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munications revealed the pilot
was issued an IFR clearance

at 0844 from Paris to Austin.
Shortly after takeoff, approxi-
mately 0850, the pilot contact-
ed the Fort Worth Air Traffic
Control Center. A controller
advised the pilot to maintain
5,000 feet. At 0853:12, a con-
troller advised the pilot he was
five miles south of Paris and to
confirm his altitude. The pilot
responded that he was nearing
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5,000 feet. The controller then
instructed the pilot to climb
and maintain 16,000 feet, and
the pilot acknowledged. At
0853:36, approximately 10
seconds after the last trans-
mission, the controller advised
the pilot to contact Fort Worth
Center on another frequency,
but the pilot did not acknowl-
edge the instruction, and there
was no further communica-
tion with him.

The airplane was first ob-
served on radar at 0852:22. It
was on a southwesterly head-
ing at an altitude of 4,200 feet.
Approximately 25 seconds
later, the airplane reached an
altitude of 4,700 feet and a
ground speed of 249 knots.

At 0853:40, the airplane was
still heading southwest, but
had climbed to 5,100 feet and
slowed to a ground speed of
214 knots. The airplane then
entered a descending right-
hand turn. At 0853:52, the
airplane was at an altitude of
4,800 feet and a ground speed
of 202 knots. At 0854:04, the
airplane continued to turn
right and climbed to 5,000
feet and slowed to a ground
speed of 153 knots. Nineteen
seconds later, the airplane
climbed to an altitude of 5,200
feet, and the groundspeed
slowed to 115 knots. The last
radar return was received

at 0854:34. At that time, the
airplane was at 4,500 feet at a
ground speed of 110 knots.

A wreckage review was
conducted on Jan. 16 and 17
under the supervision of the
National Transportation Safety
Board investigator in charge.
Examination of the airplane
revealed that the flap and land-
ing gear were fully retracted.
Flight control continuity was
established for all major flight
control surfaces from the
surface to the cockpit. Eleva-
tor trim continuity was also
confirmed. The elevator trim
tab was found in the 8-degree
nose-down setting. Continu-
ity of the autopilot system
could not be established due to
impact and fire damage.

The pilot’s logbook was
located in the wreckage. This
logbook was marked “#3”
The first entry was made on
May 30, 2009, and the last
complete entry was made on
Jan. 11, 2013. According to
the logbook, the pilot had ac-
crued a total of 2,365.7 hours,
of which, 126.9 hours were in
the same make/model as the
accident airplane. The pilot
also accrued a total of 118.3
hours in actual instrument
conditions and 86.3 hours of
simulated instrument condi-
tions. He logged 57.3 hours in
the last 90 days and 4.3 hours
in the 24 hours prior to the
accident.

This accident most likely
was caused by a loss-of-
control leading to a stall/spin,
which I suspect was precipi-
tated by spatial disorientation.
Mechanical failure is poten-
tially a contributing factor as
well.

We all throw around terms
like risk analysis, judgment
and aeronautical decision-
making. It’s really easy to
blame the pilot, but what
about the system? Do you
really believe you are qualified
to make every flight the FAA
says you are legal to make?

I recommend that each pilot
consider the following pro-
cedural steps, no matter what
the flight conditions may be:

1. Determine that the pilot
and the aircraft meet the
terms and conditions of the
SOP (standard operating
procedures). This step will
take some of the angst out of
aeronautical decision-making
while contributing mightily to
risk management and safety.
Organizations with good
safety records use SOP. A well-
vetted SOP is different from a
personal minimum because it
is in writing and agreed upon
well in advance. Personal
minimums can trump SOP,
but not the other way around.
Your SOP becomes the base-
line for your own personal
SMS (Safety Management



System). Your flight instructor can and
should play the role of chief pilot for your
organization.

2. Use proper call-outs and Pitch-Power
Configurations. PPC combinations are an
excellent way to verify the status of every
operation regardless of conditions. Ac-
tively consider the various climb segments
and which PPC will be used for each.
These techniques will give you the ability
to discover faulty instruments sooner and
make timely decisions confidently.

3. Get on the AP ASAP. The autopilot is a
critical safety device and should be used
regularly for all phases of flight. Single-
pilot IMC is not for sissies. Do not accept
IMC without an operational AP unless a
second qualified pilot is available. It is also
true that the autopilot is not to be used as
a crutch for poor skills. Both are necessary
for safe flight.

4. Do not accept any distractions while
hand flying. This means no answering
radios or operating brow switches until
the AP is engaged and verified.

5. Verify a stable climb with three ques-
tions: Which way? How high? What’s
next? If you cannot answer these ques-
tions immediately and correctly, you are
officially “behind the airplane” and need
assistance from ATC.

6. Seek excellent training at least twice
per year until you have ATP level skills
and knowledge, then ask your chief pilot
(flight instructor) for a recommendation.
The human brain can only process one
thing at a time. Excellent pilots do exactly
the right thing at the right time and in the
correct sequence. Experience makes this
somewhat easier, but only when you have
had excellent experience. Excellent experi-
ence is derived from excellent training.

Over the 27 years of PA-46 production,
an average of three fatal PA-46 accidents
have occurred per year. Over the imme-
diate past five-year period, the averaged
climbed to four fatal PA-46 accidents

per year. The vast majority of these are
considered pilot error. Unfortunately, the
concept of a standardized, procedural
approach to training has not taken root
in the PA-46 community as it has in other
pilot communities (Bonanza and Cirrus
are two such examples). I encourage you
to take charge of your own aviation train-
ing. Choosing to make the paradigm shift

and seek excellent training, which must
include tactical, practical advice on how
to construct your own personal Safety
Management System.

Remember: “Keep things as simple as
possible, no simpler” (Albert Einstein). “Be
quick, but don’t rush” (UCLA basketball
coach John Wooden). “Be sure you're right,
then go ahead” (Fes Parker/ Davey Crock-
ett). “Do the same thing, the same way, to a
high professional standard, every time. Set

your standard, stick with it, don’t violate

it and let no outside pressure change it.
Discipline is going to keep you alive” (Fred
Kaiser, FAASTeam program manager).

I welcome your comments
and suggestions. 4=—MMOPA
Fly Safely - Train Often
About the author: Dick Rochfort
has been providing excellent train-
ing and related services to PA-46

A instructors, owners and pilots
worldwide for more than 20 years.

If it seems every year insurance is becoming
more and more of a headwind you can’t
overcome, you're not alone. The entire aviation
industry is having a tough time in our newly
risk-sensitive world.

We won't pretend to have all the answers.
We're insurance brokers, not fortune tellers. But
we can promise we'll actively work to reduce
your burden. .. with risk-management advice,
contract reviews to better protect your interests,
and a dedicated claims advocate to work on
your behalf. And as the largest aviation insurance
broker in the world, you can count on the
strength of our relationships to work for you.

Whether insurance is a
headwind or tailwind depends
on which way you fly.

If this sounds like the kind of wind you want at
your back, you're in good company. We're pleased
to have earned an annual customer renewal rate
of 96%, beating the industry average by 10%. But
we'd be even more pleased if we can help you fly
in an easier direction.

Take the active.

Mark Vaughan mvaughan@airsure.com  720.746.3279 direct
Jay Kennedy jkennedy@airsure.com 720.746.3276 direct
Dallas. 972.980.0800 Denver. 303.526.5300 w. airsure.com
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