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From .July 4, 1991, to August 31, 1993, the National Transportation Safety Board 
investigated a total of 29 accidents involving either pilot guides (hunting/fishing guides who 
routinely transport clientele tolfrom game locations by aircraft) or "aero lodges," (lodges that 
are only accessible via aircraft operated by or for lodges in the State of Alaska). In all 
instances, the operations were being conducted under the provisions of Title 14 Code of Federal 
Regulations (CFR) Part 91. Fourteen of the accidents resulted in fatalities or serious injuries. 
In contrast, during this same period, similar types of operations conducted under 14 CFR Part 
135 experienced six accidents, one of which proved fatal. The total number of pilot guidelaero 
lodge flights conducted in Alaska during this period is unknown; therefore, the accident rate for 
this type of operation is not determinable. Nevertheless, because of the large number of these 
accidents and the causal factors involved, the Safety Board believes that these accidents reflect 
a serious safety problem in pilot guide/aero lodge operations conducted under 14 CFR Part 91 
that warrants action by the Federal Aviation Administration (FAA) to enhance the level of 
passenger safety. 

The following trilogy of pilot guidelaero lodge accidents provides a representative sample 
and illustrates the concerns of the Safety Board: 

On July 30, 1992, a float-equipped de Havilland DHC2 airplane, operated by a lodge 
under a company visual flight rules (VFR) flight plan, collided with terrain near Dillingham, 
Alaska, while maneuvering to reverse direction in a mountain pass that was obscured by 
weather.' The six passengers sustained fatal hjuries, and the cornmercial pilot was seriously 
injured. The airplane was destroyed by the impact and postcrash fire. The pilot said that during 
his attempt to reverse direction, the airplane stalled at an altitude of several hundred feet above 
the ground, and lie was unable to regain control of the airplane before i t  crashed. The pilot 

I For more detailed information, read Field Accident Report ANC92FA116, Brief No. 0542 (attached). 
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reported that he had accrued several hundred hours in the DHC2 and that the majority of his 
flight time in the airplane was accrued with the lodge during the spring and summer months over 
a 2-year period. The Safety Board was not able to validate the pilot's type of flying experience 
in the DHC2. The lodge operator did not perform a background check on the pilot nor was a 
record kept of the pilot's flying activity. The pilot's proficiency in the DHC2, as well as his 
knowledge and understanding of the elements involved in mountain flying, were not assessed by 
the lodge on an annual basis. 

On September 1, 1992, a wheel-equipped Cessna 206 airplane nosed over while making 
an emergency landing on a dry lake shore near Fort Yukon, Alaska, following an engine failure 
during cruise flight.* The private-certificated, self-employed pilot guide received minor injuries. 
One of the two passengers on board the airplane was seriously injured, and the airplane was 
substantially damaged. The passengers reported that the pilot aborted the first takeoff attempt 
after ovenvnning the gravel strip into &foot high willow brush. On the second takeoff attempt, 
the airplane went through the willows and "bumped over the river bank, down to the river, 
before getting airborne." The airplane reportedly climbed slowly with no reduction from takeoff 
power for approximately 55 minutes. There was a manufacturer-imposed maximurn power time 
limitation of 5 minutes on the aircraft engine, Based on the passenger loading list, which 
comprised primarily moose meat and outdoor support equipment, and the pilot's account of fuel 
on board, the takeoff weight of the airplane was conservatively estimated to be 4,372 pounds, 
or 772 pounds over the maximum 3,600 pounds authorized by the manufacturer of the airplane. 

On August 31, 1993, a wheel-equipped de Havilland DHC2 airplane crashed 
approximately 6 miles west of Iliamna, Alaska.3 At  the time of the accident, the airplane was 
being operated by a lodge under 14 CFR Part 91 on a VFR flight plan The commercial pilot 
and two passengers were seriously injured, and three passengers were fatally injured. The 
airplane was destroyed. Accounts of the events leading up to the accident, as reported by the 
pilot, indicate that the airplane may have stalled while in a turn to reverse direction. The Safety 
Board's investigation into the pilot's background, qualifications, and training could not validate 
that the pilot received stall awareness and recovery training in the DHC2. 

The Safety Board's review of the previously mentioned accident data revealed that the 
majority of the accidents resulted from inappropriate pilot decisionmaking. Consequently, 
attention was focused on the performance of the pilots, Le., their level of pilot certification, 
experience, training; the typical flying environment; the extent of oversight provided by 
privatelindustry sources, as well as the FAA; and the adequacy of the applicable Federal 
Aviation Regulations (FARs). 

The investigations disclosed that while most of the pilots possessed either a private or 
commercial pilot certificate, the indoctrination, training, and checkout they received in their 

For more detailed information, read Field Accident Report ANC92LA152, Brief No. 0536 (attached). 

The investigation of Field Accident ANC93FA161 is continuing. I 
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respective aircraft, as well as the nuances of Alaska flying, were self-taught and evaluated. The 
Safety Board believes that the environment in which these operations are conducted is often 
extremely demanding of both the pilot and aircraft, thus learning from only experience can be 
hazardous. The range of operation, for any given flight, may be from sea level to altitudes 
greater than 7,000 feet, with vast temperature, weather, and terrain extremes. Essentially, any 
area with a semi-level surface void of obstructions with sufficient length, as subjectively 
determined by the pilot, qualifies as a landing strip. Moreover, the majority of the flights are 
conducted in remote regions of Alaska where weather reporting is marginal or nonexistent. 
Consequently, the overall operation requires a high degree of knowledge, skill, professionalism, 
respect for the elements, and a keen awareness of the limitations of the aircraft and one’s self. 

Presently, entry into pilot guiddaero lodge operations under 14 CFR Part 91 is 
unrestricted. All that is required of a certificated private pilot is an aircraft and a willing client. 
Comments solicited from survivors and next of kin revealed a general belief that flights were 
quasi-commercial in that an expense was involved for the services provided by the pilot or 
lodge, and as such, the safety of the operations was comparable to that of cornmercial aviation. 

Due to the remote nature of these operations, the total number of guides and lodges 
involved in transporting clientele by air is not easily determinable. However, unofficial 
estimates from industry, state, and Federal sources indicate that there are approximately 270 
state licensed guides in Alaska that incorporate an aircraft in their business, and upwards of 12.5 
lodges in the state with the majority using an aircraft to transport clientele to the lodge and/or 
remote hunting and fishing areas. 

The Safety Board is aware of and commends the FAA for its study of aviation 
commercial guiding activities within the State of Alaska. The study, which was completed in 
December 1992 by the FAA’s Alaskan Region Flight Standards Division, was undertaken for 
the purpose of assessing the safety of air transportation associated with commercial guiding 
activities conducted under 14 CFR Part 91, versus 14 CFR Part 135, within the State of Alaska. 
Alaskan flight standards personnel informed the Safety Board that the findings of the study 
illuminate a need to elevate the standards for pilot guiddaero lodge operations currently 
conducted under 14 CFR Part 91. The Safety Board supports the FAA’s efforts in  this area but 
notes that the study was completed over a year ago. The Board believes, therefore, that the 
FAA should expedite its evaluation of the study and develop and implenient measures that are 
aimed at providing the much-needed increased standards for this industry. 

The Safety Board believes that the frequency with which causal factors and findings relate 
to insufficient pilot experience, qualifimtions, and training in many 14 CFR Part 91 pilot 
guiddaero lodge accidents underscores the need to develop and iniplement an increased level of 
standards for these types of operations. Informal discussions with pilot guides and lodge owners 
indicate that the industry’s rank and file are aware of the need for a higher level of 
professionalism and safety. 
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Therefore, the National Transportation Safety Board recommends that the Federal 
Aviation Administration: 

Expedite rule making activity to amend 14 CFR Part 135 to establish 
minimum pilot certification, experience, qualification, and training 
requirements for pilot guidelaero lodge operations presently conducted 
under 14 CFR Part 91 (Class 11, Priority Action)(A-94-99) 

Ensure that surveillance resources are adequate to give selected attention 
to the operations, equipment, and airmen associated with pilot yidelaero 
lodge operations (Class II, Priority Action)(A-94-100) 

Chairman VOGr and Members LAUBER HAMMERSCHMID'I', and W L  
concuned in these recommendations 

&,- -By CarlW Vogt 
Chairman 
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