National Transportation Safety Board
Aviation Accident Final Report

Location: Bellevue, ID Accident Number: SEAO5FA025
Date & Time: 12/06/2004, 1020 MST Registration: N25SA
Aircraft: Cessna 208B Aircraft Damage: Destroyed
Defining Event: Injuries: 2 Fatal

Flight Conducted Under: Part 135: Air Taxi & Commuter - Non-scheduled

Analysis

Weather reporting facilities reported icing conditions in the area of the accident site. The pilot
of a Cessna Citation flying the same RNAV approach twenty minutes prior to the accident
aircraft reported picking up light to occasional moderate rime ice. The last communication
between the local air traffic controller and the accident pilot indicated that the flight was two
miles south of the final approach fix. The controller inquired if the pilot had the runway in
sight, and the pilot reported "negative, still IMC." A witness on the ground near the accident
site reported that he heard the aircraft first then saw it at a low level below the cloud base flying
in a southeasterly direction. The witness stated that the right wing was lower than the left as
the aircraft continued to descend. The witness then noted that the wings were moving "side to
side" (up and down) a couple of times before the nose of the aircraft dropped near vertical to
the terrain. This witness reported hearing the sound of the engine running steady throughout
the event. The wreckage was located in a flat open field about 3,000 feet south of the final
approach fix coordinates. The aircraft was destroyed by impact damage and a post crash fire.

Probable Cause and Findings
The National Transportation Safety Board determines the probable cause(s) of this accident to be:

The pilot's failure to maintain aircraft control while on approach for landing in icing
conditions. Inadequate airspeed was a factor.
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Findings

Occurrence #1: LOSS OF CONTROL - IN FLIGHT
Phase of Operation: APPROACH - FAF/OUTER MARKER TO THRESHOLD (IFR)

Findings

1. (C) WEATHER CONDITION - ICING CONDITIONS

2. (C) AIRCRAFT CONTROL - NOT MAINTAINED - PILOT IN COMMAND
3. (F) AIRSPEED - INADEQUATE - PILOT IN COMMAND

Occurrence #2: IN FLIGHT COLLISION WITH TERRAIN/WATER
Phase of Operation: DESCENT - UNCONTROLLED

Findings
4. TERRAIN CONDITION - OPEN FIELD
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Factual Information

HISTORY OF FLIGHT

On December 6, 2004, about 1020 mountain standard time, a Cessna 208B, N25SA, registered
to Spirit Air Inc., operated by Mountain Bird Inc., doing business as Salmon Air, Salmon,
Idaho, as a 14 CFR Part 135, commercial cargo flight under contract with United Parcel Service,
collided with flat open terrain located about seven miles south of Bellevue, Idaho. The flight
was designated as Mountain Bird 1860. Visual meteorological conditions prevailed at the time
and an instrument flight rules flight plan was filed. The aircraft was destroyed by impact
damage and a post-crash fire. The airline transport pilot-in-command and another company
airline transport pilot that was on board for the purpose of transportation to his home base,
and had no flight crew responsibilities were fatally injured. The flight originated from Salt
Lake City, Utah, about one hour and fifteen minutes prior to the accident and was destined for
Friedman Memorial (SUN), Hailey, Idaho.

A witness who was working in a field next to the accident site reported that he heard the
aircraft first then saw it at a low level below the cloud base flying in a southeasterly direction.
The witness stated that the right wing was lower than the left as the aircraft continued to
descend. The witness then noted that the wings were moving "side to side" a couple of times
before the nose of the aircraft dropped near vertical to the terrain. This witness reported
hearing the sound of the engine running steady throughout the event.

Another witness in the area reported only hearing the sound of the engine "accelerate" before
hearing a "big boom."

The pilot of a Cessna Citation 525A, N525DG, was interviewed by the investigator-in-charge
(IIC) on December 7, 2004. The pilot reported that his flight departed from SUN at 0904. The
pilot reported that a light accumulation of snow covered the taxiway and runway during taxi
for takeoff. During the climb-out, the pilot noted that visibility to the southeast was between
four to five miles and the ceiling was approximately 2,500 feet. The bases of the clouds were
about 7,500 feet and the tops were about 9,000 feet and ragged. The pilot reported that during
the climb, he activated the engine and wing heat prior to entering the cloud bases. No
accumulation of ice was noted on the unprotected areas during the climb.

The pilot of a Cessna Citation 525, N525DR, was interviewed by the investigator-in-charge on
December 7, 2004. A written statement was also provided. This pilot reported that he was
ahead of the Cessna 208 and flying the same instrument approach to SUN. The pilot reported
that from about 12,000 feet to about 8,000 feet, they were in instrument meteorological
conditions (IMC) and "picking up light to occasional moderate rime ice." The flight broke out
of IMC and ice accumulation about four to five miles south of the final approach fix (LIBYO).
The pilot reported that the ice accumulation started about 40 to 50 miles out from SUN. He
stated that the tops of the clouds were about 12,000 feet and the bases from about three miles
from the final approach fix were about 7,500 feet to 8,000 feet.

Air traffic control records indicated that N525DR reported over LIBYO (final approach fix) at
0957, and was cleared to land. The aircraft landed at SUN at 0959.

PERSONNEL INFORMATION

At the time of the accident, the pilot held an airline transport pilot certificate for airplane
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multiengine land; a commercial certificate for airplane single-engine land; a flight instructor
certificate for airplane single-engine, multi-engine and instrument; ground instructor for
advanced and instrument, and mechanic certificates for airframe and powerplant.

The pilot was issued a Class 2 Federal Aviation Administration medical certificate on June 15,
2004. A limitation indicated "Must wear corrective lenses."

A review of the pilot's flight logbooks by the NTSB IIC noted a total flight time in all aircraft of
9,757 hours, with 9,277 hours as pilot-in-command (PIC). A total time of approximately 202
hours had been accumulated in the Cessna 208/208A/208B aircraft.

The logbooks indicated that the pilot began flying with Ameriflight, a 14 CFR Part 135 operator
in June 1990, and began flight training in the Piper PA 31-350. By July 1990, the pilot was
logging the flight as PIC. In January 1991, the logbook indicated the first flight in a Cessna
208A as second-in-command (SIC) and PIC by February. The pilot accumulated a total time of
54.7 hours between January and April 1991, flying in the central to southern California area.
The pilot then transitioned to the Beech BE99 aircraft, with flights also in the Piper PA31 and
PA32.

The logbook does not indicate flight time in a Cessna 208 again until July 1992 to July 1993.
During this period, the pilot flew the Cessna 208, accumulating a total flight time of 25.7 hours,
still flying with Ameriflight in the southern California and Arizona areas. In 1993, the pilot
also started flying in Utah, Idaho and Colorado.

In April 1994, the logbook noted the pilot's last flight with Ameriflight, followed shortly by a
notation of beginning flight in a Beech BE9o for Guardian Air One in Arizona. Several flights
were logged before the pilot discontinued flying with Guardian Air One and began flying a
Beech BE Ago with Air Adventures Skydiving.

In 1999, the logbook indicated that the pilot started back with Ameriflight in the Piper PA32
and Beech 99 until July 2004, when the pilot signed on with American Aviation flying the
Piper PA-31-350 until October 2004.

Personnel records obtained from Salmon Air, indicated that the pilot began employment on
October 1, 2004. Basic indoctrination was completed on October 15. The pilot attended and
passed the Flightsafety International Caravan 1 (CE-208) 135 Initial/Transition course on
October 22. On October 26, the pilot satisfactorily completed the Salmon Air Cessna 208B
Caravan check ride.

A review of Salmon Air's training program, Operating Specifications and the flight and ground
training records for the pilot, revealed that the program included a section for winter
operations. The majority of the program was generic to their fleet of aircraft. One page of
information specific to the Cessna 208 Caravan indicated, "The Cessna Caravan's weak point
known throughout the industry is its ground icing and/or in-flight icing scenarios." Test
questions answered by the pilot also indicated his knowledge of the hazards of ice
accumulation on this model aircraft. The training program does not identify specific minimum
operating or approach speeds in the event of ice accumulation other than the statement, "Never
cycle boots below 130 KIAS-preferably higher. The higher the speed the more effective the
boots work."

The operator reported that the pilot was hired to fly a United Parcel Service (UPS) contract,
which originates in Salt Lake City, Utah. The pilot's normal work duty was from Monday
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through Thursday with a typical duty day starting between 0500 and 0530, and ending the day
between 1830 and 1900. The route of flight is Salt Lake City to Sun Valley, to Challis, Idaho, to
Salmon in the morning as Mountain Bird 1860. In the afternoon, the route is from Salmon to
Sun Valley to Salt Lake City as Mountain Bird 1861.

While employed with Salmon Air to the time of the accident, the flight logbook indicated a total
flight time of 121.2 hours. Simulator training at Flight Safety indicated 12.8 hours. The flight
logbook indicated a total of 23 days with flights into SUN. In the remarks section, two entries
were noted that indicated a GPS approach to runway 31 was accomplished at SUN.

AIRCRAFT INFORMATION

The operator followed the Cessna Model 208 Progressive Card Program to accomplish hourly
phase maintenance inspections.

The last maintenance logbook entry dated December 3, 2004, indicated a total airframe and
engine time of 2,176.4 hours. The aircraft, Cessna model 208B, s/n: 208B0866, was
manufactured in 2000, and equipped with a Pratt & Whitney Canada model PT6A-114A free
turbine turbo-prop engine, s/n: PCE-PC0826, manufactured in September 2000.

A review of maintenance records and the equipment list, indicated that the aircraft was
equipped with pneumatic deicing boots on the wings and wing struts, main landing gear legs
and cargo pod nose cap, horizontal and vertical stabilizer leading edges, electrically-heated
propeller blade anti-ice boots, electric windshield anti-ice panel, and pitot/static heat system.
The wing, wing strut, landing gear, cargo pod and stabilizer de-ice system included an ice
detector light and a deice pressure annunciator.

At the time of the accident, the cabin seats had been removed. The most recent weight and
balance calculations indicate a maximum landing weight of 8,500 pounds and a maximum
takeoff weight of 8,750 pounds. Empty weight without seats was 4,815.6 pounds and a useful
load of 3,935 pounds. The load manifest for the flight on the day of the accident indicated a
total weight of 1,800 pounds of cargo. The aircraft was fueled with 238 gallons of jet A fuel
prior to departure.

METEOROLOGICAL INFORMATION

At 0408, an electronic computer generated (DUATS) weather briefing was initiated for
Mountain Bird 1860. The "Abbreviated Route Weather" quick path service was selected
requesting current Surface Observations, Terminal Forecasts, Winds Aloft and NOTAM
information for the route from Salt Lake City to Salmon, Idaho. Locations in between were
Twin Falls, Idaho (TWF), Sun Valley (SUN) and Challis, Idaho (LLJ).

The National Transportation Safety Board, Operational Factors Division, Washington D.C.
evaluated the weather conditions that existed at or near the time of the accident. The Senior
Meteorologist reported that weather data was gathered from official National Weather Service
(NWS) sources including the National Climatic Data Center (NCDC).

The surface analysis chart over Idaho depicted winds from the south at 10 knots or less to calm,
with overcast skies with several locations depicting continuous light snow.

The weather depiction chart for 1200 indicated visual flight rule conditions were depicted over
the accident site. The station model over Hailey indicated broken sky cover with a ceiling of
3,800 feet with light continuous snow.
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The radar summary chart for 1019 depicted scattered echoes of light-to-moderate intensity
snow over Idaho at the time of the accident, with an area in the immediate vicinity of the
accident site.

Surface observations were made by the part-time air traffic control tower controllers who
reported at 0945, the SUN surface weather observation was reporting the weather as calm
winds. Visibility was six miles with light snow and mist. The sky conditions were scattered at
2,000 feet, broken at 4,500 feet and overcast at 6,000 feet. The temperature was 7 degrees C,
and the dew-point was 10 degrees C. The altimeter was 29.71 inches of Hg.

At 1031, the wind was calm, visibility was 4 miles in light snow and mist, scattered clouds at
1,500 feet, ceiling broken at 2,000 feet, overcast at 3,000 feet, temperature was -5 degrees C,
dew point was -9 degrees C, altimeter was 29.75 inches of Hg.

The upper air data sounding depicted a moist low-level environment with the Lifted
Condensation Level (LCL) at 1,676 feet above ground level (agl) and Convective Condensation
Level (CCL) at 3,949 feet agl. The sounding had a relative humidity of 75% or more from
approximately 2,000 feet agl to approximately 25,000 feet mean sea level (msl). The sounding
indicated a shallow surface based temperature inversion with temperatures remaining below
freezing through the depth of the inversion. The sounding indicated favorable for light to
moderate rime icing conditions from the LCL to approximately 16,000 feet msl, with surface
precipitation in the form of wet snow.

Satellite data images depicted an extensive area of low clouds over the region in an undulating
pattern with the cloud rows oriented in a north-to-south direction perpendicular to the low-
level winds, with an area of mid-level clouds extending over central Idaho including the
accident site.

The area forecast header warned users to see AIRMET Sierra for IFR conditions and mountain
obscuration. The accident site was within the boundary for the advisory, which indicated
occasional mountain obscurations in clouds, precipitation, fog and mist. AIRMET ZULU was
issued at 0847 for icing conditions and was valid until 1400. The advisory warned of
occasional moderate rime or mixed icing-in-clouds and in-precipitation below 17,000 feet. The
conditions were expected to continue beyond 1400 through 2100.

The NWS grid forecast for potential icing conditions forecast total icing potential for 9,000 feet
through 13,000 feet for 1100 on the day of the accident. An area of icing was depicted over
southwestern Montana into southern Idaho. The area depicted an approximately 60% chance
of icing at 9,000 feet decreasing with height over the area to less than 20% at 13,000 feet.

Local law enforcement personnel reported that this weather system was the first of the season
in the area with any notable snow accumulation.

COMMUNICATIONS

A review of the recorded communications between FAA Air Traffic Control (ATC) and
Mountain Bird 1860 indicated that at 0654, the pilot requested and received an IFR clearance
to Sun Valley. The controller indicated that the issued clearance was read back correctly.

At 0828, the pilot contacted ground control and requested taxi instructions.

At 0904, Mountain Bird 1860 was cleared for takeoff on runway 34 left and instructed to
contact departure control.
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At 0906, Mountain Bird 1860 contacted departure control and the aircraft was radar
identified.

At 0910, the departure controller instructed the flight to proceed direct to Ogden and then to
resume his own navigation via Victor 101.

At 0919, the pilot reported to the Sector 7 controller (Salt Lake City Air Route Traffic Control)
that he was at 10,000 feet and requested to proceed VFR-on-top.

At 0920, Mountain Bird 1860 contacted the Sun Valley tower controller requesting the current
weather. The Sun Valley controller reported the wind from 170 degrees at four knots. The
altimeter was 29.72 inches Hg. The sky condition was visibility six miles with light snow and
mist, scattered at 2,000 feet, broken at 4,500 feet and overcast at 6,000 feet. A Citation who
departed 30 minutes prior reported the bases at 7,500 feet and the tops at 9,500 feet.

At 0945, the pilot contacted the Sector 7 controller requesting to climb 500 feet, which was
approved.

At 0948, the pilot reported in with the Sector 31 controller that he was VFR-on-top and level at
10,500 feet, followed by a request for clearance to proceed direct to OREYE intersection. The
Sector 31controller advised the pilot that the Sun Valley altimeter was 29.71 and that they were
cleared direct to OREYE. The controller advised the pilot to expect the RNAV approach.

At 0949, The Sector 31 controller contacted the Sun Valley controller for the current weather at
Sun Valley. The Sun Valley controller indicated a calm wind with visibility of six miles and
light snow and mist. Scattered clouds at 2,000 feet, a broken ceiling at 4,500 feet and overcast
at 6,000 feet. The temperature was minus six degrees C, and the current altimeter setting was
29.73 inches Hg.

At 0950, the Sector R31 controller advised the pilot that the Sun Valley altimeter setting was
29.73.

At 0952, the Sector R31 controller advised the Sun Valley controller that N525DR (Cessna
Citation) and Mountain Bird 1860 would both be on the GPS runway 31 approach.

At 1005, the Sun Valley Controller notified the Sector R31 controller that N525DR had landed.

At 1005, the Sector R31 controller notified the pilot that radar contact was lost (Mountain Bird
1860 was about 50 miles south of Sun Valley) and instructed the pilot to contact him 10 miles
south of OREYE. The pilot acknowledged the transmission followed by the controller advising
the pilot to report leaving 10,000 feet if he was planning on going lower.

At 1006, the pilot contacted the Sun Valley controller and reported that they were 16 miles
south of OREYE for the GPS 31 approach. The controller instructed the pilot to report WTSOX
and then LIBYO indicating that they had a vehicle on the runway blowing snow. The winds
were reported as calm and the altimeter was 29.74 inches Hg. The pilot acknowledged the
instructions to report WTSOX and LIBYO.

At 1011, the Sector R31 controller advised the pilot to cross OREYE at or above 9,000 feet and
cleared him for the RNAV Runway 31 approach. Mountain Bird 1860 was about 17 miles south
of the airport at this time. The pilot acknowledged the clearance and the controller instructed
the pilot to contact Hailey tower on 125.6.

At 1016, the pilot reported to Hailey tower that their position was two miles south of WTSOX
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intersection. The controller instructed the pilot to then report LIBYO.
At 1020, the pilot reported their position as two miles south of LIBYO intersection.

At 1020:18, the controller cleared the flight to land and asked the pilot if he had the airport in
sight. The pilot reported "negative, still IMC (instrument meteorological conditions)." There
were no further communications with the flight after this time.

WRECKAGE AND IMPACT INFORMATION

The on-site investigation was conducted on December 7, 2004, by investigators from the
National Transportation Safety Board, Cessna Aircraft Company and the Federal Aviation
Administration.

The wreckage was located on flat open terrain in a plowed field at latitude 43 degrees 21.933
minutes north, and longitude 114 degrees 13.774 minutes west. The terrain elevation was
4,900 feet mean sea level.

The nose of the airplane was positioned to about 333 degrees magnetic. The entire cockpit,
fuselage, empennage and majority of the wings were consumed by the post-crash fire.

The first identifiable ground disturbance was located about 20 feet in front of the nose of the
wreckage. The main wreckage structure was confined to and area of about 28 feet in length
and the wingspan from tip to tip was about 58 feet. This area was severely heat distressed. The
front half of the fuselage was upright and the back half of the fuselage was laying on its left
side. From the main wreckage on a magnetic heading of about 153 degrees for about 52 feet,
contents of the cargo bay pod were scattered on the ground. The cargo was not heat damaged.

Sections of the wing spars were identified with the left wing positioned to 210 degrees magnetic
and the right wing positioned to 30 degrees magnetic. Portions of the flight control surfaces
were found as well as exposed sections of control cables. The flap jackscrew mechanism
indicated that the flaps were in the retracted position. Control continuity was confirmed from
each aileron push/pull tube to the wing root. Continuity for the elevator was confirmed
through the length of the cable run. Rudder continuity was confirmed from the aft bellcrank to
the front of the fuselage. The elevator trim tab was set to 5 degrees tab down. Portions of the
fire damaged tail flight controls were located next to the right side of the cockpit.

The engine was positioned nose down with the propeller spinner buried about three feet. The
tips of two propeller blades were visible, while the third blade was completely buried. The
engine was positioned to about a 75-degree nose down angle to the level terrain. The cockpit
area was on top of the aft section of the engine. All cockpit instruments were destroyed and
unreadable.

All three propeller blades were detached from the propeller hub. Propeller blade "A" was
straight with trailing edge nicks from about eight inches from the tip to mid-span of the blade.
Propeller blade "B" displayed slight aft bending with trailing edge nicks about 17 inches and 31
inches from the hub. Propeller blade "C" displayed aft and slight "S" bending deformation.
This blade was buried in the ground. Trailing edge nicks were noted the entire length of the
blade.

MEDICAL AND PATHOLOGICAL INFORMATION
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The Blaine County Coroner's Office, Hailey, Idaho, Autopsy Reports indicated that both the
pilot and passengers cause of death was "Blunt force trauma due to an aircraft accident."

During the autopsy, samples were collected and sent to the Federal Aviation Administration
Civil Aeromedical Institute, Oklahoma City, Oklahoma, for analysis. The toxicological
examination was negative for all tested substances.

ADDITIONAL DATA/INFORMATION

Radar Data provided by the Federal Aviation Administration and the United States Air Force
indicated that the flight departed from Salt Lake City and initiated a climb to 10,000 feet direct
to Ogden, Utah, followed by a direct course routing to Sun Valley. Altitude and course
remained steady throughout the flight and the initial descent phase as the aircraft approached
OREYE intersection. The last radar return was identified at 1017, at an altitude of 9,200 feet at
43 degrees 08 minutes 44.509 seconds north latitude, 113 degrees 58 minutes 10.134 seconds
west longitude.

The approach plate for the RNAV (GPS) Runway 31 approach identifies OREYE as the Initial
Approach Fix (IAF). The pilot had been instructed to cross this intersection at or above 9,000
feet. The plate then indicates to fly a heading of 294 degrees, 10 miles to WT'SOX intersection,
crossing at or above 8,600 feet. A turn to a heading of 323 degrees is then identified for a
distance of five miles to LIBYO, the final approach fix (FAF), crossing this fix at or above 8,000
feet. A descent is then initiated to OHMAN, the missed approach fix.

LIBYO intersection is located at 43 degrees 22 minutes 22.540 seconds north latitude, 114
degrees 13 minutes 26.050 seconds west longitude. The accident site was located
approximately 3,000 feet south of the intersection coordinates.

The Cessna 208 Caravan Information Manual, indicates a "Minimum Speed in Icing
Conditions. " The manual states, "Minimum speed during flight in icing conditions with the
flaps up is 105 KIAS. This does not limit speeds for takeoff or approach phases of flight." The
manual identifies several "warnings," "cautions" and "notes" for operation in icing conditions.
One note indicates, "cycling the deice boots increases stall speeds by up to 10 knots. These
stalls are preceded by mild stall buffet which serves as a good warning."

On December 9, 2004, a Flight Inspection conducted by the Federal Aviation Administration
was accomplished for the RNAV (GPS) Runway 31 approach. The inspection included the
initial approach, intermediate, final and missed approach segments. The results found that the
RNAYV performance was satisfactory.

The wreckage was recovered from the accident site on December 7, 2004, by personnel from
SP Aircraft, Boise, Idaho. The wreckage was transported to Boise for security.

The pilot's personal flight logbooks were returned to the pilot's family representative on
December 15, 2004.

The maintenance logbooks were returned to the owner's representative on December 29, 2004.

The wreckage was released to the owner's representative on March 15, 2005.

Page 9 of 12 SEAO5FA025



Pilot Information

Certificate:

Airplane Rating(s):

Other Aircraft Rating(s):
Instrument Rating(s):

Instructor Rating(s):

Medical Certification:

Occupational Pilot:

Flight Time:

Aircraft and Owner/Operator Information
____________________________________________________________________________________________________________________________________________|

Aircraft Make:
Model/Series:

Year of Manufacture:
Airworthiness Certificate:

Landing Gear Type:

Date/Type of Last Inspection:

Time Since Last Inspection:

Airframe Total Time:

ELT:
Registered Owner:

Operator:

Operator Does Business As:
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Airline Transport; Flight
Instructor; Commercial

Multi-engine Land; Single-engine

Land
None

Airplane

Airplane Multi-engine; Airplane
Single-engine; Instrument Airplane

Class 2 Valid Medical--w/
waivers/lim.

Age:

Seat Occupied:

Restraint Used:
Second Pilot Present:

Toxicology Performed:

Last FAA Medical Exam:

Last Flight Review or Equivalent:

60, Male

Left

Yes

Yes

06/15/2004

10/22/2004

9757 hours (Total, all aircraft), 202 hours (Total, this make and model), 9277 hours (Pilot In
Command, all aircraft), 196 hours (Last 90 days, all aircraft), 93 hours (Last 30 days, all

aircraft)

Cessna

208B

Normal

Retractable - Tricycle

Airworthiness
20 Hours

2117 Hours at time of
accident

Installed, not activated
Spirit Air Inc.

Mountain Bird Inc.

Salmon Air

11/09/2004, Continuous

Registration:
Aircraft Category:
Amateur Built:
Serial Number:
Seats:

Certified Max Gross Wt.:

Engines:

Engine Manufacturer:

Engine Model/Series:
Rated Power:

Operating Certificate(s)
Held:

Operator Designator Code:

N25SA
Airplane
No
208B0866
2

8750 lbs

1 Turbo Prop
Pratt & Whitney Canada

PT6A-114A
675 hp
On-demand Air Taxi (135)

GAJA
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Meteorological Information and Flight Plan

Visual Conditions

SUN, 5319 ft msl

1045 MST

Scattered / 2000 ft agl
Broken / 4500 ft agl
Calm /

Conditions at Accident Site:
Observation Facility, Elevation:
Observation Time:

Lowest Cloud Condition:
Lowest Ceiling:

Wind Speed/Gusts:

Wind Direction:

Altimeter Setting: 29.73 inches Hg
Precipitation and Obscuration:
Departure Point: Salt Lake City, UT (SLC)
Hailey, ID (SUN)

0904 MST

Destination:

Departure Time:

Airport Information

Airport: Friedman Memorial (SUN)
Airport Elevation: 5319 ft
Runway Used: NA

Runway Length/Width:

Wreckage and Impact Information

Crew Injuries: 1 Fatal
Passenger Injuries: 1 Fatal
Ground Injuries: N/A

Total Injuries: 2 Fatal

Administrative Information
Investigator In Charge (lIC): Debra J Eckrote

Additional Participating Persons:

Condition of Light: Day
Distance from Accident Site: 8 Nautical Miles

Direction from Accident Site: 320°

Visibility 6 Miles
Visibility (RVR):

Turbulence Type /
Forecast/Actual:

Turbulence Severity /
Forecast/Actual:

Temperature/Dew Point: 6°C/9°C
Type of Flight Plan Filed: IFR

Type of Clearance: IFR

Type of Airspace: Class E

Runway Surface Type:
Runway Surface Condition:

IFR Approach: Global Positioning System;
RNAV

VFR Approach/Landing: None

Aircraft Damage: Destroyed

Aircraft Fire: On-Ground

Aircraft Explosion: None

Latitude, Longitude: 43.350000, -114.216667

Report Date: 09/13/2005

Lewis Sanders; FAA/FSDO; Boise, ID

Henry Soderlund; Cessna Aircraft Company; Wichita, KS

Publish Date:

Investigation Docket:

NTSB accident and incident dockets serve as permanent archival information for the NTSB’s

investigations. Dockets released prior to June 1, 2009 are publicly available from the NTSB’s
Record Management Division at pubing@ntsb.gov, or at 800-877-6799. Dockets released after
this date are available at http://dms.ntsb.gov/pubdms/.

Page 11 of 12

SEAO5FA025


mailto:pubinq@ntsb.gov
http://dms.ntsb.gov/pubdms/

The National Transportation Safety Board (NTSB), established in 1967, is an independent federal agency mandated
by Congress through the Independent Safety Board Act of 1974 to investigate transportation accidents, determine
the probable causes of the accidents, issue safety recommendations, study transportation safety issues, and evaluate
the safety effectiveness of government agencies involved in transportation. The NTSB makes public its actions and
decisions through accident reports, safety studies, special investigation reports, safety recommendations, and
statistical reviews.

The Independent Safety Board Act, as codified at 49 U.S.C. Section 1154(b), precludes the admission into evidence
or use of any part of an NTSB report related to an incident or accident in a civil action for damages resulting from a
matter mentioned in the report. A factual report that may be admissible under 49 U.S.C. § 1154(b) is available here.
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