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ACCIDENT

Aircraft Type and Registration:  Europa, G-TAGR

No & type of Engines:  � Rotax 9�2 ULS p�ston eng�ne

Year of Manufacture:  2004 

Date & Time (UTC):  2� July 2006 at �305 hrs

Location:  �.5 m�les West of RAF Syerston, Nott�nghamsh�re

Type of Flight:  Pr�vate 

Persons on Board:  Crew  � Passengers  �

Injuries:  Crew  None Passengers  None

Nature of Damage:  Nose landing gear collapse and significant damage to 
lower fuselage and w�ng mounts

Commander’s Licence:  Pr�vate P�lot’s L�cence

Commander’s Age:  57 years

Commander’s Flying Experience:  394 hours (of wh�ch 29 were on type)
 Last 90 days - 5 hours
 Last 28 days -  � hour

Information Source: A�rcraft Acc�dent Report Form subm�tted by the p�lot/
owner and subsequent test�ng

Synopsis

Shortly after tak�ng off from RAF Syerston the p�lot 

not�ced that the eng�ne was not runn�ng at max�mum 

speed and, as the a�rcraft cl�mbed through 200 ft, �t began 

runn�ng roughly w�th �ts speed decreas�ng.  The p�lot 

reduced the power sett�ng, wh�ch resulted �n the eng�ne 

runn�ng smoothly for a short wh�le, but when �ncreased 

power was demanded to �n�t�ate a cl�mb and return to 

RAF Syerston, the eng�ne aga�n began to run roughly 

and fa�led to respond to throttle �nputs.  The p�lot carr�ed 

out a forced landing in a crop field which resulted in 

the collapse of the nose land�ng gear and damage to the 

lower fuselage and w�ng mounts.  In the absence of any 

identifiable technical defect, it was considered that fuel 

vapour lock�ng, caused by the use of un-�nsulated fuel 

l�nes w�th�n the eng�ne compartment, had caused the loss 

of power.

History of the flight

The pilot/owner had planned to fly with a friend to 

Waterford, v�a Swansea.  As the a�rcraft would need 

to operate close to �ts max�mum all up we�ght, the 

p�lot pos�t�oned the a�rcraft to RAF Syerston on the 

prev�ous even�ng to make use of the longer runway. 

This flight lasted for approximately 1.5 hours and, apart 

from a short per�od of ‘rough runn�ng’ when cl�mb�ng 

through 2,500 ft, the flight was uneventful.  On the 
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day of the acc�dent, the eng�ne started normally and 
no abnormal�t�es were observed dur�ng the pre-takeoff 
power checks.  Some �5 m�nutes later, the takeoff was 
commenced and, �n�t�ally, appeared normal. Shortly 
after rotat�on, the p�lot not�ced that the eng�ne was only 
produc�ng 5,�00 rpm �nstead of the expected max�mum 
of 5,500 rpm but, as �t was runn�ng smoothly and the 
a�rcraft was cl�mb�ng at 500 fpm, he dec�ded to cont�nue 
w�th a gentle cl�mb to allow the a�rspeed to bu�ld up.  
After passing 200 ft, the engine began to misfire and its 
speed decreased below 4,800 rpm.  The p�lot reduced the 
power setting to see if the misfiring could be corrected.  
At 4,000 rpm, the engine ran smoothly and, with 15º of 
flap set, the aircraft was able to maintain its altitude.  The 
p�lot then slowly �ncreased the eng�ne power sett�ng and 
attempted to cl�mb, w�th the �ntent�on of carry�ng out a 
w�de c�rcu�t and return�ng to RAF Syerston.  However, 
the engine failed to respond and began to misfire severely.  
As the a�rcraft was now descend�ng through 200 ft the 
pilot turned ‘in to wind’ and identified a suitable field for 
a forced land�ng.  Wh�le concentrat�ng on ma�nta�n�ng 
flying speed the pilot misjudged the final stages of the 
approach and landed heav�ly w�th the a�rcraft �n a sl�ghtly 
nose down att�tude.  Th�s, together w�th a pronounced 
upslope of the landing field, resulted in the nose landing 
gear fa�l�ng and the a�rcraft’s nose and propeller str�k�ng 
the ground.  Both occupants were un�njured and able to 
leave the a�rcraft una�ded.

Investigation

The p�lot had bu�lt the a�rcraft �n 2004 from a k�t and 
�nstalled an eng�ne suppl�ed by the a�rframe manufacturer.  
The eng�ne had run for 5� hours pr�or to the �nc�dent and 
had been ma�nta�ned by Rotax approved eng�neers s�nce 
�ts �nstallat�on.

An aftercast provided by the Met Office showed that, 
although the air temperature was 29ºC, the humidity was 

relat�vely h�gh and therefore there was a poss�b�l�ty of 
carburettor �c�ng at low power sett�ngs.  Before tak�ng 
off, the a�rcraft had been on the ground w�th the eng�ne 
runn�ng for approx�mately �5 m�nutes, presumably at 
both low and h�gh power sett�ngs, w�th the attendant 
r�sk that some carburettor �ce could have formed wh�lst 
runn�ng at low power.  Although the �n�t�al part of 
the takeoff at h�gh power was apparently normal, the 
poss�b�l�ty that �ce could have bu�lt upon that already �n 
the �nduct�on system could not be fully d�scounted.

The fuel tank on a Europa has two lobes on �ts lower 
s�de to allow �t to s�t over the rear port�on of the fuselage 
land�ng gear bay, wh�ch �s used �n the mono-wheel 
var�ant of the a�rcraft.  Fuel �s then pumped from each 
lobe, on select�on, to the eng�ne by both an electr�cal and 
mechan�cal fuel pump.  At the t�me of the acc�dent fuel 
was be�ng suppl�ed by the left s�de of the tank.  Tests 
carried out by the owner after the incident confirmed 
that, although some debris was found in the fuel filter 
assoc�ated w�th the left lobe, the supply from each s�de 
of the tank was over tw�ce the eng�ne’s max�mum fuel 
consumption rate.  The tests also confirmed that the fuel 
return l�ne was free from obstruct�on.  An �nspect�on of 
the �gn�t�on system showed all cables to be free from 
crack�ng and v�s�ble damage.  

Photographs prov�ded by the owner show that the fuel 
l�nes to and from the mechan�cal fuel pump were routed 
over the right inlet manifold, Figure 1; this complies 
w�th the recommended rout�ng �n the manufacturer’s 
bu�ld manual.  The manual also recommends that these 
l�nes are prov�ded w�th an �nsulat�ng sleeve to prevent 
heat transfer �nto the fuel.  Th�s recommendat�on was 
�ntroduced� by the k�t manufacturer as a result of several 

Footnote

�  Europa A�rcraft Serv�ce Bullet�n No � of June �997  
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cases of fuel vapour lock occurr�ng dur�ng takeoff, wh�ch 
man�fested �tself as rough runn�ng and eng�ne stoppage.  
The fuel lines fitted to G-TAGR were un-insulated and 
constructed w�th bra�ded steel re�nforcement.  

G�ven the use of un-�nsulated fuel l�nes �n an area of the 
engine bay which would be subject to significant heat 

bu�ld up, and the h�gh amb�ent temperature on the day, 
the poss�b�l�ty that the eng�ne’s rough runn�ng and power 
loss was caused by a vapour lock, wh�ch �nterrupted the 
flow of fuel to the engine, also could not be dismissed. 

Figure 1




