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National Transportation Safety Board
Aviation Accident Final Report

Location: Santa Barbara, CA Accident Number: SEA07LA152

Date & Time: 06/10/2007, 1415 PDT Registration: N914DD

Aircraft: Dassault-Breguet Mystere Falcon 
900 Aircraft Damage: Substantial

Defining Event: Injuries: 15 None

Flight Conducted Under: Part 91: General Aviation - Executive/Corporate

Analysis 

The captain supervised the fueling and the weight and balance computations, while the first 
officer filled out the takeoff and landing distance (TOLD) card; a center of gravity (CG) location 
was not computed. The first officer entered a takeoff gross weight of 45,400 pounds on the 
TOLD card, with the V-speeds for that weight entered on the card (V1 116 knots and Vr 129 
knots). Post accident calculations revealed that the actual gross takeoff weight was 46,481 
pounds and the CG was 15.73% of mean aerodynamic chord (MAC), which was within the 
maximum gross takeoff weight and center of gravity limits of 46,500 pounds and 14 to 31% 
MAC, respectively. The V-speeds for the actual gross weight are V1 118 knots and Vr 131 knots. 
The crew set the stabilizer trim at -5.5 degrees, which is in the takeoff range, from -4.5 degrees 
to -7.5 degrees. The -4.5 degree position is labeled “AFT” and is the right position for aft CG 
locations, while the -7.5 degree position is labeled “FWD” and is the right position for forward 
CG locations. For the airplane’s calculated CG of 15.73% MAC, the right setting for the 
stabilizer trim should have been between -7 and -7.5 degrees. The captain said that everything 
was normal in the takeoff. The first officer called V1, followed by Vr, at which time he pulled 
back on the yoke, but with no response. When the speed was well into the upper 130-knot 
range he relaxed the yoke, then pulled aft again, and again there was no response from the 
airplane. The captain aborted the takeoff and the airplane came to rest 580 feet off the end of 
the runway, after impacting a berm. A post accident inspection of the airplane revealed that all 
systems were operating within allowable tolerances. Post accident simulator testing revealed 
that when configured for takeoff in the accident conditions, stabilizer trim set to -5.5 degrees 
and V speeds set for 45,400 pounds, a delay of 2 to 4 seconds was noted from the time an up 
elevator input was made to the time the airplane reacted in pitch. When the simulator was 
configured with the stabilizer trim set to -7.0 degrees and the V speeds set for 46,480 pounds, 
there was no delay in airplane response to elevator input.

Probable Cause and Findings

The National Transportation Safety Board determines the probable cause(s) of this accident to be:
The erroneous gross weight calculation and improper trim setting by the captain, which 
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resulted in the airplane's failure to rotate at Vr as expected and the captain's decision to 
perform to a high speed aborted takeoff.

Findings

Occurrence #1: OVERRUN
Phase of Operation: TAKEOFF - ABORTED

Findings
1. (C) PERFORMANCE DATA - INCORRECT - PILOT IN COMMAND
2. (C) TRIM SETTING - IMPROPER - PILOT IN COMMAND
3. LIFT-OFF - NOT ATTAINED - PILOT IN COMMAND
4. ABORT ABOVE V1 - PERFORMED - PILOT IN COMMAND
----------

Occurrence #2: ON GROUND/WATER ENCOUNTER WITH TERRAIN/WATER
Phase of Operation: TAKEOFF - ABORTED

Findings
5. (F) TERRAIN CONDITION - BERM
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Factual Information

HISTORY OF FLIGHT

On June 10, 2007, about 1415 Pacific daylight time, N914DD, registered as a Dassault-Breguet 
Mystere Falcon 900, was substantially damaged when it overran the departure end of Runway 
25 following an aborted take-off at the Santa Barbara Municipal Airport, Santa Barbara, 
California. The airplane was registered to Kerry Acquisitions LLC, of Concord, Massachusetts, 
and operated by Trishan Air, of Santa Barbara. The airline transport rated captain, airline 
transport rated pilot acting as first officer/co-pilot (FO), and 13 passengers were not injured. 
Visual meteorological conditions prevailed for the 14 Code of Federal Regulations (CFR) Part 
91 business flight, and an instrument flight rules (IFR) flight plan was filed. The flight was 
originating at the time of the accident, and the intended destination was Tampa, Florida.  

In a statement submitted on June 11, 2007, and in a personal interview with a Federal Aviation 
Administration (FAA) Aviation Operations Safety Inspector, the captain reported that a normal 
preflight was conducted, and that the fuel load was brought up to 18,400 pounds for the 
[transcontinental] flight. The captain stated that the calculated weight of the aircraft was 
45,400 pounds, with the following takeoff speeds being noted: takeoff decision speed (V1) - 116 
knots, rotation speed (Vr) - 129 knots, and take-off safety speed (V2) - 154 knots. The captain 
further stated that based on the speeds previously noted, the balanced field length for a 
Runway 25 takeoff was 5,000 feet; according to the Airport Facility Directory, the length of 
Runway 25 is 6,055 feet. The captain reported that he did not perform a center of gravity (CG) 
computation. The captain revealed that all checklists were completed prior to reaching the 
runway, at which time the flight was cleared for takeoff. The captain reported that as power 
was applied normal acceleration was felt for a heavy weight takeoff, and all engine indications 
were normal. The captain stated that V1 speed was called, followed by Vr speed being called, at 
which time he pulled back on the yoke, but with no response. The captain further stated that 
when the speed was well into the upper 130 knot range he relaxed the yoke, then pulled aft 
again, and again there was no response from the airplane; "...it did not even try to lift off." The 
captain reported that with the end of the runway fast approaching he determined "...the odds 
of a possible airborne crash were greater than a runway/clearway type of incursion." The 
captain stated that power was then immediately reduced to the stops, full nose forward 
pressure was applied to the yoke, and maximum braking effort was applied. The captain 
further stated that because of the high speed minimal braking effectiveness, the airplane 
departed the end of Runway 25 just to the right of centerline, coming to a stop about 100 yards 
off the end of the runway into the dirt.  

In a statement submitted on June 11, 2007, the first officer reported that prior to taking off the 
captain supervised the fueling and the weight and balance, while he calculated and filled out 
the takeoff and landing distance card (TOLD card). The first officer further reported that after 
the engines were started, all checklists were completed prior to reaching Runway 25. The first 
officer stated that during the takeoff roll acceleration seemed normal, and that he called out 
"speed alive," "80 knots," "V1" and "Vr" speeds. "I then transitioned to the outside of the 
aircraft, expecting to see the aircraft lift off the ground. Shortly thereafter [the captain] called 
out something to the effect that nothing was happening. He then initiated the runway abort 
procedure, and that when it was apparent the airplane was not going to stop on the runway, the 
captain called out for everyone to brace themselves." The first officer stated that the airplane's 
nose gear sheared off when going over a berm, and that the airplane came to rest with its nose 
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on the ground.  

PERSONNEL INFORMATION

The Captain

The captain, age 53, held an airline transport pilot certificate with a rating for airplane multi-
engine land, and commercial privileges for airplane single-engine land. At the time of the 
accident the captain reported a total time of 14,000 hours, with 400 hours in make and model. 
The captain received his Dassault DA-50 type rating at the Flight Safety International Training 
Center, Teterboro, New Jersey, on June 24, 2006. The captain's most recent FAA first-class 
medical certificate was issued on February 1, 2007, with no limitations.

The First Officer

The first officer, age 66, held an airline transport pilot certificate with a rating for airplane 
multi-engine land, and commercial privileges for airplane single-engine land.  At the time of 
the accident the first officer reported a total time of 15,000 hours, with 10 hours in make and 
model. The first officer received training in the DA-50 airplane from the accident captain in 
accordance with Federal Aviation Regulation (FAR) 61.55. The first officer's most recent FAA 
first-class medical certificate was issued on March 9, 2007, with the limitation "must wear 
corrective lenses." 

AIRCRAFT INFORMATIOIN

The Dassault-Breguet Mystere Falcon 900, serial number 80, was issued an airworthiness 
certificate on January 9, 1990. The airplane was maintained in accordance with FAR Part 
91.409 (f)(3) per the Dassault Falcon Jet recommended inspection program. The most recent 
inspection conducted prior to the accident was complied with on March 2, 2007, at a total 
airframe time of 5,473.1 hours. The airplane was equipped with three Garrett TFE 731-5BR 
turbofan engines, each rated at a maximum thrust of 4,750 pounds. The airplane was 
dispatched in accordance with the airplane's Minimum Equipment List (MEL) with the thrust 
reverser inoperative.

The airplane was configured to carry 12 passengers and two pilots. According to the airplane’s 
type certificate data sheet, A46Eu, Revision 14, Mystere-Falcon 900, dated March 28, 2007, 
Crew Seats: The optional third crew seat may be occupied for takeoff and landing.

METEOROLOGICAL INFORMATION

At 1353, the weather reporting facility located at SBA reported wind 250 degrees at 8 knots, 
visibility 6 miles, haze, scattered clouds at 1,500 feet, scattered clouds at 20,000 feet, 
temperature 18 degrees C, dew point 12 degrees C, and an altimeter setting of 29.89 inches of 
Mercury.

FLIGHT RECORDERS

The airplane was equipped with a Fairchild model A-100-A cockpit voice recorder (CVR). The 
CVR was secured and subsequently forwarded to the Safety Board's Recorder Laboratory in 
Washington, DC for evaluation. 

A transcript of the recording was prepared beginning at 13:51:27.9. The recording and 
transcript continued uninterrupted through the rejected takeoff and ended at 14:12:04.2. At 
14:11:38.7, during the takeoff roll, the first officer called V1, and at 14:11:42.8 the first officer 
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called Vr. At 14:11:51.8, 13.1 seconds after V1 was called by the first officer, the sound of 
decreasing engine RPM is heard. At 14:12:00.0 numerous impact sounds are heard, followed 
by the recorder ceasing to operate at 14:12:04.2.  

A flight data recorder (FDR) was not installed on the airplane, nor was it required to be per 
FAR 91.609(c).

WRECKAGE AND IMPACT INFORMATION

A post-accident investigation of the accident site revealed that the airplane came to rest in an 
upright position 580 feet past the departure end of Runway 25, and about 15 feet to the right of 
the runway's extended centerline. After exiting the end of the runway the airplane impacted a 
berm, which resulted in the nose landing gear collapsing rearward and the airplane sliding on 
its nose before coming to a stop. Maintenance personnel who examined the airplane shortly 
after the occurrence reported substantial damage to the forward section of the pressure vessel, 
just aft of where the nose landing gear is attached; the nose landing gear had separated during 
the overrun.

TESTS AND RESEARCH

At the request of the NTSB investigator-in-charge (IIC), a FAA operations inspector conducted 
a DA-900 Level C flight simulator evaluation at the facilities of Flight Safety International's 
Wilmington, Delaware Learning Center. The evaluation was conducted in order to evaluate the 
airplane's rotation characteristics in various takeoff configurations. Seven takeoff scenarios 
were performed.

For scenario one, the simulator was configured at a gross takeoff weight of 46,480 pounds, 
slats and flaps set to S+20 degrees, stabilizer trim set at -5.5 degrees (mid range of the green 
band), and Vr –129 knots for 45,400 pounds. During the simulated takeoff, a delay of 2 to 4 
seconds was noted from the time an up elevator input was made to the time the airplane 
reacted positively to rotation. 

For scenario two, the simulator was configured at a gross takeoff weight of 46,480 pounds, 
slats and flaps set to S+20 degrees, stabilizer trim set at -7 degrees (aft range of the green 
band), and Vr – 129 knots for 45,400 pounds. During the simulated takeoff, a slight delay of 1 
to 2 seconds was noted from the time an up elevator input was made to the time the airplane 
reacted positively to rotation. 

For scenario three, the simulator was configured at a gross takeoff weight of 46,480 pounds, 
slats and flaps set to S+20 degrees, stabilizer trim set at -7 degrees (aft range of green band), 
and Vr – 131 knots for 46,480 pounds. During the simulated takeoff there was no delay of 
elevator input, and the airplane performed a normal rotation. For details of the other four 
scenarios, refer to the public docket for this accident.

A post accident maintenance inspection by the airplane manufacturer, under the supervision of 
a National Transportation Safety Board air safety investigator, revealed that all systems were 
operating within allowable tolerances and the aircraft's performance was in accordance with 
expected parameters for the given conditions.  

ADDITIONAL INFORMATION

Airplane Configuration 

It was confirmed during the post accident examination of the airplane that the position of the 
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stabilizer trim was set at -5.5 degrees, the flaps were set at 20 degrees, and the slats were both 
deployed. It was also confirmed that the speed bugs were set to the following values: V1 - 116 
knots, Vr - 129 knots. It was also confirmed during the investigation that the third “crew seat” 
located in the cockpit was occupied by the 13th passenger. 

Weight and Balance

Weight and balance data from the TOLD card, which was entered by the first officer, indicated 
a Zero Fuel Weight of 24,400 pounds, fuel on board of 18,400 pounds, for a total Gross Takeoff 
Weight of 42,800 pounds; the entry on the TOLD card for the Gross Takeoff Weight was 
45,400 pounds, a difference of 2,600 pounds. Additionally, the flight crew entered a figure of 
45,300 pounds into the airplane's Aircraft Gross Weight Counter. Weight and balance data 
calculated by an FAA Aviation Operations Inspector revealed a Gross Takeoff Weight of 46,484 
pounds, resulting in a calculated center of gravity (CG) of 15.73% of the Mean Aerodynamic 
Chord (MAC); the CG range for the airplane is 14% to 31% of MAC, and the maximum gross 
takeoff weight is 46,500. In its final report, the airplane manufacturer stated that "...the 
airplane appears to have been within authorized weight and CG limits at the time of the event."  

V Speeds

Reference speeds (V speeds) for the following weights are as follows:

45,400 pounds

V1 – 113 knots

V2 – 129 knots

46,480 pounds

V1 – 118 knots

V2 – 131 knots

Heavy Weight Takeoffs 

In a statement dated June 22, 2007, the pilot in command reported "...an interesting call was 
made by the chief test pilot at Dassault to our local investigative rep. He said that at gross 
weight takeoffs you will not get rotation at Vr (rotation speed) and [an] anomaly occurs with 
the Falcon 900. That it will only occur after holding the yoke full aft for 2 or more seconds. It 
makes me wonder what Vr really is. Did they know this before? Why is it not taught in the 
training centers that Vr is not really Vr." The pilot reported 400 hours total time in the Falcon 
900 airplane.

In a statement dated August 8, 2007, a Falcon 900B captain, who was the accident captain’s 
simulator partner during their type rating training, reported that while in Nepal, Tibet the 
previous month, he performed a takeoff near the maximum gross weight of 46,000 pounds, 
with a temperature of 24 degrees C and a CG of about 21% MAC. The pilot stated, "Upon 
rotation, I noticed that the nose was very slow to un-stick – so much so that I had to ‘milk’ the 
airplane off the runway by floating the elevator in and out of what seemed to be degradation of 
control of the elevator surface. It felt to me like a breaking of the airflow over the horizontal 
stabilizer. Because of this rotation delay, far more runway was used upon rotation than the 
charted length." The pilot further reported that a few days later, while performing a similar 
takeoff at Farnborough, United Kingdom, in similar circumstances, the aircraft rotation 
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reacted very similar to the takeoff described above. The pilot reported that he had logged over 
400 hours in the Falcon 900B airplane.

On February 29, 2008, a FAA operations inspector conducted an interview with the Flight 
Safety International simulator instructor who provided instruction for the accident captain's 
simulator sessions 3 - 5. The instructor stated that during the training sessions the captain had 
performed several maximum weight takeoffs with the stabilizer trim set at the bottom of the 
green band for a forward CG.

In a telephone interview with the IIC, an FAA operations inspector, who was previously 
employed by Flight Safety International as a Falcon 900 simulator instructor, as well as a FAA 
Designated Pilot Examiner (DPE), reported that during his tenure as a Falcon 900 instructor, 
he and all of the other instructors taught maximum gross weight takeoffs with the stabilizer 
trim set at the bottom of the green band.

Stabilizer Trim 

According to the Falcon 900 Operating Manual - Description, the horizontal stabilizer position 
can be checked on the instrument panel trim position indicator. This scale is graduated in 
degrees from +2 degrees NOSE DOWN to -10 degrees NOSE UP. The green range from -4.5 
degrees to -7.5 degrees corresponds to takeoff positions.  The -4.5 degree position is labeled 
“AFT” to indicate this is the appropriate position for aft CG locations, and the -7.5 degree 
position is labeled “FWD” to indicate that this is the appropriate position for forward CG 
locations.

According to the Falcon 900 Operating Manual – Procedures, under Taxiing:

•     Take-off Trim. . . . . . . . . . . . . . . . . . . . . . . . Set

Bring the tailplane back into the green take-off band by using the control on the control wheel 
to the appropriate position, which depends on the airplane CG position, e.g. FWD if the 
airplane has a forward located CG.

According to information provided by Dassault representatives, the Civil Aviation Authority of 
the United Kingdom (CAA-UK) performed an evaluation of the MF900 Airplane Flight Manual 
(AFM), which resulted in the CAA-UK including in their AFM findings, “There must be a 
simple chart relating c.g. to take-off trim position.” (Refer to “Operation of Horizontal 
Stabilizer” chart attached). The CAA-UK requirement was taken into account and reflected in 
specific AFM pages for UK-registered aircraft, which included the MF900. Had such a chart 
been available and used prior to the accident flight’s take-off for a calculated c.g. of 15.73% 
MAC, the referenced stabilizer trim setting would have been between -7 and -7.5 degrees.
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Pilot Information

Certificate: Airline Transport; Flight Instructor Age: 53, Male

Airplane Rating(s): Multi-engine Land; Single-engine 
Land

Seat Occupied: Left

Other Aircraft Rating(s): None Restraint Used: Seatbelt, Shoulder 
harness

Instrument Rating(s): Airplane Second Pilot Present: Yes

Instructor Rating(s): Airplane Single-engine Toxicology Performed: No

Medical Certification: Class 1 Without 
Waivers/Limitations

Last Medical Exam: 03/01/2007

Occupational Pilot: Yes Last Flight Review or Equivalent: 06/01/2006

Flight Time: 14000 hours (Total, all aircraft), 400 hours (Total, this make and model), 12500 hours (Pilot In 
Command, all aircraft), 100 hours (Last 90 days, all aircraft), 40 hours (Last 30 days, all 
aircraft)

Co-Pilot Information

Certificate: Airline Transport Age: 53, Male

Airplane Rating(s): Multi-engine Land; Single-engine 
Land

Seat Occupied: Right

Other Aircraft Rating(s): None Restraint Used: Seatbelt, Shoulder 
harness

Instrument Rating(s): Airplane Second Pilot Present: Yes

Instructor Rating(s): None Toxicology Performed: No

Medical Certification: Class 1 With Waivers/Limitations Last Medical Exam: 02/01/2007

Occupational Pilot: Yes Last Flight Review or Equivalent: 06/01/2006

Flight Time: 15000 hours (Total, all aircraft), 10 hours (Total, this make and model), 8000 hours (Pilot In 
Command, all aircraft)
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Aircraft and Owner/Operator Information

Aircraft Manufacturer: Dassault-Breguet Registration: N914DD

Model/Series: Mystere Falcon 900 Aircraft Category: Airplane

Year of Manufacture: Amateur Built: No

Airworthiness Certificate: Normal Serial Number: 80

Landing Gear Type: Retractable - Tricycle Seats: 16

Date/Type of Last Inspection: 03/01/2007, Annual Certified Max Gross Wt.: 46500 lbs

Time Since Last Inspection: 96.8 Hours Engines: 3 Turbo Fan

Airframe Total Time: 5569.9 Hours Engine Manufacturer: Garrett

ELT: Installed, not activated Engine Model/Series: TFE 731-5BR

Registered Owner: Kerry Acquisitions LLC Rated Power: 4750 lbs

Operator: Trishan Air Air Carrier Operating 
Certificate:

None

Meteorological Information and Flight Plan

Conditions at Accident Site: Visual Conditions Condition of Light: Day

Observation Facility, Elevation: SBA, 13 ft msl Observation Time: 1353 PDT

Distance from Accident Site: Direction from Accident Site:

Lowest Cloud Condition: Scattered / 1500 ft agl Temperature/Dew Point: 18°C / 12°C

Lowest Ceiling: None Visibility 6 Miles

Wind Speed/Gusts, Direction: 8 knots, 250° Visibility (RVR):

Altimeter Setting: 29.89 inches Hg Visibility (RVV):

Precipitation and Obscuration: No Obscuration; No Precipitation

Departure Point: Santa Barbara, CA (SBA) Type of Flight Plan Filed: IFR

Destination: Tampa, FL (TPA) Type of Clearance: IFR

Departure Time: 1412 PDT Type of Airspace: 

Airport Information

Airport: Santa Barbara Municipal Apt (SBA) Runway Surface Type: Asphalt

Airport Elevation: 13 ft Runway Surface Condition: Dry

Runway Used: 25 IFR Approach: None

Runway Length/Width: 6055 ft / 150 ft VFR Approach/Landing: None

Wreckage and Impact Information

Crew Injuries: 2 None Aircraft Damage: Substantial

Passenger Injuries: 13 None Aircraft Fire: None

Ground Injuries: N/A Aircraft Explosion: None

Total Injuries: 15 None Latitude, Longitude: 34.426111, -119.840278
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Administrative Information

Investigator In Charge (IIC): Thomas Little Adopted Date: 11/10/2008

Additional Participating Persons: Dale E House; Federal Aviation Administration; Van Nuys, CA

James Urcinole; Federal Aviation Administration; Teterboro, NJ

David Marshall; Falcon Jet; Van Nuys, CA

Larry Clark; Trishan Air; Santa Barbara, CA

Publish Date: 11/10/2008

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 pubinq@ntsb.gov, or at 800-877-6799. Dockets released after 
this date are available at 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.
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