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Congress of the WUnited States
THashington, BEL 20515

June 21, 2005

Ms. Marion Blakey

Federal Aviation Administration
800 Independence Avenue, SW
Washington, DC 20591-0004

Dear Madam Adminjstrator:

We are writing because we have significant and growing concems about the flight safety
record of the Mitsubishi Heavy Industries MU-2B series aircraft, concemns we believe
require a strong and immediate FAA response, up to and perhaps including the immediate
grounding of this aircraft pending further investigation.

This critical matter was recently brought to our attention by two Coloradans, il
@R Thcir son was one of two pilots killed while flying an MU-2B out of
Centennial Airport in suburban Denver on December 10, 2004. The pilots apparently lost
an engine shortly after takeoff and were unable to maintain aircraft control,

While we understand that the investigation of that crash is just getting underway, it has
come to our attention that in 2004 alone there were six other MU-2 accidents resulting in
four additional fatalities. In fact on May 24" there was yet another fatal MU-2 crash in
Oregon.

After consulting with many experts in the aviation industry including pilots, one of the
most remarkable statistics for the MU-2 is that out of the 728 ever produced there have
been 181 accidents, meaning that almost 25% of the planes that were ever made have
crashed. There have been 238 fatalities in crashes involving this aircraft and within the
industry this plane has even eamned such nicknames as "The Widow Maker” and "The
Kill-u-2".

We also noted that several MU-2B incidents involved propeller failures, while others
involved what pilots described as a "loss of power” or "loss of torque." This suggests that
there may be more insidious problems inherent in the design of this aircraft. Given these
factors, it seems to us that post-accident reports blaming pilots for "failing to maintain
aircraft control" are far too simplistic—this aircraft can present pilots with situations that
are impossible to control.

We recognize that the FAA has taken some steps, including the 1997 issuance of an
airworthiness directive (14 CFR Part 39 [62 FR 51594 NO. 191 10/02/97]; Docket No,
97-CE-94-AD; Amendment 39-10150; AD 97-20-14) that recommended additional pilot
training for this aircraft. We also understand that after the fatal Centennial crash, the
aircraft's builder expressed concern about the adequacy of pilot training and
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recommended that MU-2 pilots get "specialized training in flight simulators so they can
test emergency conditions and procedures in a safe environment."

Unfortunately, we are skeptical that these actions go far enough. There may well be a
need to establish a special MU-2 series "type rating," and to require that this pilot
certification be completed before a pilot is allowed to begin/continue MU-2 flight
operations,

And further, we believe that the FAA must seriously consider ordering the aircraft
grounded until a thorough review of all MU-2 accidents can be completed (with special
emphasis on the possible role of engine problems in incidents/accidents).

In the attached letter, the- Ml who are courageously working to ensure that others
don't endure the same tragic loss they have offer their own 4-point plan for restricting this
aircraft's future. We request that you carefully review, and seriously consider, their
proposal.

We appreciate your attention to this request, and look forward to a prompt response.

UWBres G

Mark Udall Bob Beauprez Diana DeGette
Member of Congress Member of Congress Member of Congress

Respectfully,
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Dear Congressman Udall, l

Our 25 year old son snd another y¢ung man in his 20s were killed in the crash at Centennial Airport this past
December 10® when the cargo plane they were piloting lost en engine on tekeofT, tried to retum to the airport
and crashed just short of the runway. Our purpose today js two-fold, We want to share 2 little of who our son
was, with you. Also, we want to aik for your help regarding the airplane he was flying when he wes killed =z
plane that has a history we believe [few people are aware of, We bring this matter to you because of the
influence of your office, your abilily to initiate investigations, and effect change based on these mvestigations.
Without your help, our efforts would likely be frustrating, cumbersome and most probably ineffectual.
|

Twenty years ago we took onr 1I-,tc»snamu:t:ir-sl:.c:watC¢.-xxw|mialJ’Lit]:-:):t. He stood looking up, with
mouth agape, es he watched the Bllie Angels fly and decided at that moment what he wonld do with his life, He
was about 6 years old at the time, | While Wl ultimately grew too tall to be a Blue Angel (be was 6'6”, well
over the military pilot height limit), he never wavered from his goal of flying. Wil was not an casy leerner —
he studied long and bhard - but his determination and dedication to his goal remained strong and un-wavering as
he pursued his education as a pilot! Over time Tlbegan piling up numerous pilot ratings including: high
performance, complex, |, tail wheel, mountain flying. instruneent, multi-engine, certified flight
instructor, and probably more that fve can't remember. It was a happy time for us all s we added up his hours
together, celebrated each new socoinplishment, and discussed the endless possibilities. When be finally eamed
his commercial pilot and flight insfiuctor ratings, he was the most proud, energized, and excited he’d ever been
in bis life, His Mom and ] were, tdo. By the tinte he wes killed, he had completed most of the requirements for
tbe ATP (Air Transport Pilot) Licejise — a certification many refer to as the “Ph.D.” for pilots. In addition to the
academics, the ATP rating also requires an accumulated 1200 bours of flight time. {iiwhad slightly over 1000
hours and he was flying for the ni:riuugo carrier to get those additional few hours.

During most of Last year, JJill was chief corporate pilot for a company at Front Range Airport in Watkins, but
his job ended very suddenly when Iis employer’s business was shut down for financial reasons. He
immediately started applying for pilot positions throughout the US, but pilot jobs are difficult to get right now
and maoy of the openings were going to pilots with more experience who’d been “downsized” from airline
positions after 9/11. W contacted Flight Line, an air cargo company headquertered at Front Range Airport,
Because Wl had a great reputatian as a pilot, Flight Line asked him to fly co~pilot on their daily Denver to
Salthkemrgoﬂ!ghf,forjust325|adny,unﬁ1hehadthefcwaddiﬁornlhom‘ahcneededto get his ATP. He
was then to be hired by them as a stilaried pilot.

The plane be was assigned to fly 'lls the now obsolete Mitsubishi MU-2 (discontinued in, the mid-80’s), which
isaw&n-enginchzbopmpmmo“gloﬂmtuedfmmgo hauling because it’s cheap, fast, and carries abig
payload. Originally, the MU-2 wafi also used as a passenger carrier, but crashes started adding up and insurence
premiums became prohibitive (becjuse of the number of denths and the large cumulative dollar payouts these
deaths involved). Insurance premitims became too high for what were considered “high-limit™ or “talent™
passengers. S0, mostly it's used ndw as a cargo carier, typically with one pilot and occasionally a co-pilot.
Presumably these insurance mtes hiive remained manageable because crashes only involve 1, or sometimes 2,
ﬁm‘ ﬁm and especially sil:me the pilot and co-pilot are not considered *high-limit’ or “talent’

indivi : i

The MU-2 suffers from inherent design elements, which make it virtually un-flyable under certain
circumstances ~ circumstances that are routinely manageable in other aircraft in this class, In pilot circles the
plane is nick named the “Widow Maker”, “Hiroghima Sereamer”, “Rice Rocket” & “Kill You-2". When our
son mentioned this, we thought it was just macho pilot talk. We've come to find that a great many experienced
pilots want nothing to do with the;lrpl.ane because it's difficult to fly, temperamental and additionally almost
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impossible 10 land if it loses an eng;ine on takeoff, In large pert, the only commerelal pilots who will fly these
planes are the young guys, like .whnaredmpermwaccumulatchomssothcymmoveontoothn
cornmercial aviation jobs. And, evén knowing how tricky these planes are 10 fly, most cargo carrlers don’t
require, nor will they provide, advanced or specialized training for their pilots. A few startling and emazing
statistics:
1) Thers have been 26 acci
NTSB. Half of them involyed fatalities.
2) The MU-2 has been involvéd in 185 sccidents in the past 38 years. Seventy-seven were fatal accidents -
248 pilots and passengers v dead.
3) Keith Franz, an aviation efomey who specializes in sircraft litigation said there have been 20 FAA
directives (which is an airalorthy directive) concerning this airplane alonc — a disturbingly high mumber.
He has been quoted as sayif\g “That’s a very poor record.”

Had W Mom end [ koown Ilwhatwenowhnowaboutthisplme,wew:mldhuvodone’evuyﬂﬁnginour
power to convincs our son not to this job. Frankly, we probably wouldn’t have had to do much
copvincing. -wasalmysvm#eomemedabomﬁetymdwmﬂdhwemmepmdtbeﬁskjvstm
accumulate an pdditional 200 hourinof flying time. There was too much to lose,

ts and incidents involving MU-2's in the past § years, acconding to the

—‘wasamusicim,nt&hnicahfvokclimber,aﬁs}ﬂngfmmic,mold-carbuﬁlndsomuchmore. He was

young, strong, healthy, articulate, ¢ had the most incredible laugh, had just found “his perfect girl”, and had

only just begun to emjoy the ts his many falents made possible. Within fbe last few years, our son said
many times that he wanted to do sdmething “exceptional” with his life. He was so grateful and appreciative for
the privilege of actually being abld to do something he loved so much. He'd worked many jobs that drained his
spirit to help pay for his edueationand to reach his flying goel. MR, TS cood ficnd,
advisor, and pastor is now on a2 yjar sabbatical in the Congo. He told us that be had talked to Willifonly about
a month before and @ had told Jim. that he wanted to go to Africa and fly in the bush and spoke of wanting
to apply to Alr sonall' which flies relief and medical supplies in Africe. @l wented to “pay his
dues as a co-pilot, schlepping s end bags around, refueling out of barrels and doing all the stuff you have to
do if you want to be a pilot in a pidoe like this.” Wilhad applied 1o this organization only a few weeks before
e was killed. Also, ironically, 2 ks after WIS death, he got a call from & regional airline interested in
interviewing him.,

When we' ve heard about plene chshes in the past, we’ve felt enormous compassion for those killed and their
families who we, intellectually, knivw were devastated, When it happens to your own child it changes every
single aspect of your life. There jdn’t one moment, awke or asleep, when you don’t feel the enormity of your
loss - in the pit of your stomach — {h your heart.

& had moved back into our horhe this past year because he knew he would probably have to relocate at some
pointsnditwouldﬁr.-.ilimehlsméveelsewmﬁhedidn'tbavetownyabomlum,mﬂﬁngaddm. ete.
So, while he had been away at schhol for several years, this past year while he was home, be again became 2
hnge part of our sveryday activitiey and lives and we spent most dsys doing things with him involved. When he
returned from his job each sarly mrning at 12:10, even though we were usually asleep our minds would
register the sound of his car driving up, and know he was home safe — a focling parents koow well. Since his
death, we're now pulled wide-awake by the very absence of this sound.

We Jive within the flight path for Centennial Airport. Each evening between 7:35 and 7:45 we hear the
replacement MU-2, put into servici: two days after Wl death. Flying at only a few hundred feet directly
over our home, it’s a daily cruel arld harsh reminder of what was, what could have been and now what will
never be. In a strange way, it feels, like someone is thumbing their nose at us — just business as usuel - 0o
matter that our lives are de jand forever changed now that our only son is dead. Yl favorite ball-
cap still sits on a chair in his room}: Even afier these months since his death we can’t bring ourselves to do
anything with it other than to ionally pick it up and smeJl it ~his familiar scent still lingers on it.
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We are asking you to fnitiate an inyiestigation of the MU-2. Wc.andmanyavinﬂonrelmdpr?fmsk.mls,
suggest ther the plane should be Fnamﬂygmmdadfornvuiayofmmmhaddiﬁmwmmblewfety
record. It is & dangerous aircraft that has been allowed to continue flying for some reason. If even 5% of the
Boeing 747 fleet were involved in _ cither the FAA or the NTSB would immediatsly suspend them from
service. Now imagine allowing over 5 times that number to crash and the aircraft still being allowed to fly.
That's the case with the MU-2. 'Wp think it comes down to body count. A 747 crashing represents many
hundreds of lives in one fell ~—an MU-2 only represeats 1 or 2 at a time — relentlessly, mercilessly and
avoidably. There's not one family who has lost their loved one in a large commercial airline crash that grieves
or enguishes any more than we do, AecordingbtheNTSB’somwubaiie,thmwm?MU-Zamidmm
2004 alone — the year our son was jiilled. The MU-2 is a dangerous and deadly plane that, if you’ll excuse the
phrase, has been allowed to fly “under the radar” for years.

At the barest of minimums, if this | cannot be grounded, formal, extensive, specialized trainting should be
mandatory before  pilot is allowed to fly this sireraf. Furthes, pilots should be advised, in detail, what the
statistics are regarding incidents, cheshes and fitalities so they will be making decisions with full knowledge
and disclosure ebout the risk. Eve something 28 simple as applying for a credit card requires full disclosure!
On August 18", 2004, EJlen Engle$nan-Connors, chair of the National Transportation Safety Board addressed
cargo planc accidents in her remarits to the Air Line Pilots Association at the annual safety symposium. Part of
her comments were, “Air cargo safisty is not an'issue based on statistics; it's an issue of safety. In other words,
the family at home should have thé same expectation of safety no matter where the pilot flies, what the pilot
flies or fox whom the pilot flics.” [This woman is the chair of the NTSBI Stating the obvious to her all-pilot
sudience plays well — but, to our edge, nothing's been done by the NTSB to follow through on her “we're
here to protect you™ commems. |
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To prevent even ope more neexll ;ldmhorilﬁmy,mkeepﬂmommfunﬂyﬂombdngthmvmhﬁolhis
despair and uncertainty, to have unnecessary and needless death effect some positiva change is our goal.
Had the MU-2 been investigated efirlier, Sl might have lived to define his own legacy. While YR didn’t
have enough time to do what he cdpsidered to be ‘exceptionpal” during his short life, we would like to
accomplish something exceptionalifor him. We feel this aircraft should be grounded permanently as e
oommercial vehicle, Designelem?nts that make this aircraft dangerous to fly, cen’t be changed. Companies
wha have failed to provide ialj zed training for this aircraf}, aren’t going to start now, The NTSB has
always been inclined to list pilot ef'ror as the cause — there’s no reason to expect this to chenge either. And, it’s
diffiouit for dead pilots to defend themselves,

We think there may be four ways ) acoomplish this: :

1) By contacting the Compenitls who use these planes for profit, and appeal to their moral conscience. We
suspect these companies arp atready well aware of the saféty concerns, bowever, and have made their
decision by confinuing to uge the airplane. The line between & financial bottom line and the value of &
hurnan life seems to blur wlhen profits and stockholders need be addressed.

2) By contacting the end-ugericompanies who contract with the cargo carriers flying the MU-2. Letting
them know what the A lifs cost is versus the small cost difference in & conftract with & company
who won’t use an MU-2 cauld possibly be convincing, We understand that an amount of as little as
$30-540 a night could swirg a contract in this highly competitive fleld. That being the case, arguing
against that finencial bottofn line would likely be 2 time-consuming and fruitless up-hill batdle.
Meanwhile the plane contifiues to kill.

3) Continued insurance claims and lawsuits make it prohibitive for businesses to continue using these
planes because it becomes oo costly to msure them. This {s a deadly slow process. Used to be that the
MU-2 was also used as a charter plane, carrying passengers. A aumber of crashes involving “walent” or
“high-limit” passengers caiised the insurance premiwms to be prohibitive, Since the MU-2 hes now been
relegated to being mostly g eargo carrier, pilots are only killed one at & time and dollar awards add up
slowly and hence insurancé: premiums are still manageable.
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4) A formal inquiry or investifration. We believe & investigation done independent of the NTSB or the
FAA would fiad that the MV-2 has too high an incidence of crashes to be allowed to continus flying and
that there are other planes tist are much safer, nearly as fast and almost as inexpensive to operats. The
playing field is Jeveled fronh a cost standpoint when old, dangerous planes are removed from service and
everyone is competing with the same available machinery.

If an investigation had begun back|when crash statistios on the MU-2 began 1o raise red flags, we belicve we
might be home right now eating dirmer with our son. Instead we are pleeding for you to investigate this airplene
mdit'sabysmnlnfetymwrdwtjﬂmmomfnnﬁﬁeshmtodwl“rhhthismmdy.

Many, many people have advised us that, regardless of what we do, who we talk to (including your office), that
there's really nothing that will be ducomplished - nothing will meke any difference. :

|
We've been told there’s just too miich money involved in maintaining the status quo of the MU-2 for us to
effect change, Private owners, carjio carriers, parts and service companies and Mitsubishi all stand to profit
from the contirmed use of the MU-.

We've been told that The General ,;:'\vinﬂon Revitalization Act protects Mitsubishi Heavy Industries from Jegal
action. This act protects manufactiirers of airplanes more than 18 years old from product liebility. Production
on the MU-2 stopped in the early 80’s,

We’ve been told thet 2 company célled Turbine Aircraft Services, located in Texas, acts as & kind of “straw
man" for Mitsubishi to keep these firplanes serviced and flying. Mitsubishi provides financial and technical
support theough Turbine Aircraft Services and yet remains out of the loop for Lability. Since Turbine Adrcraft
Services didn’t manufacture the M]J-2, they are likewise protected.

But by far the most frustrating we’ve been 10ld is that we might as well just ‘let it go” because the NTSB
and the FAA are well aware of the problems, but will never — never — do anything about them. They know the
statistics, have far more information than we do, pit their own spio on the accident investigation reports, and
the final reports almost always attr{bute crasbes to “pilot error” — that somehow the pilot should have been able
to bring a disabled and inherently dangerous plane in regardless of what goes wrong. (We personally spoke
with the owner of a large aviation company in Tulsa who said that the very best pilot he ever knew, with well
over 26,000 hours of flight time, Idst an engine on takeof¥ in the MU-2 and was killed when he couldn’t land
the airplane safely. He was an expirienced MU-2 pilot.) It comes down to the fact thar the NTSB end FAA
don’t want to do anything, have no intention of doing anything, and they’re really just too big to go up against.
The general copsensus - “noble cafise —not enough horsepower on our end”,

tH

That can’t be so, can it? Thay :ho(jlldn't have the power to dismiss the lives of our children so effortiessly or by
exerting their power, They can’t bl that big, can they? How can they be more powerfirl than the taxpayers who
employ them and whom they are to represent and protect? We're asking you for your help.

'l_‘hankyou for your consideration ¢f this eritical issne, We look forward to hearing from you and we offer our
tnneandmistmcensyourmyﬁn'flituscﬁﬂ.
i F a l

Empectﬁally,

)

|
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|
|
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Representative

Mark Udall

2" Congressional District of Colorado

240 Cannon House Office Building

Washington, D.C, 20515

Phone:  202.225.2161

Fax: 202.226.7840

Website:  http://www_house.gov/markudall
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