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ACCIDENT

Aircraft Type and Registration: Sl�ngsby T67B, G-BLTU

No & Type of Engines: � Lycom�ng O-235-N2A p�ston eng�ne

Year of Manufacture: �985

Date & Time (UTC): 20 February 2006 at �325 hrs

Location: �3 m�les north of RAF Marham, Norfolk

Type of Flight: Tra�n�ng

Persons on Board: Crew - � Passengers - None

Injuries: Crew - None Passengers - N/A

Nature of Damage: Damage to land�ng gear, propeller, eng�ne and structure

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

Commander’s Age: 34 years

Commander’s Flying Experience: �,430 hours   (of wh�ch 68 were on type)
 Last 90 days - 8 hours
 Last 28 days - 8 hours

Information Source: A�rcraft Acc�dent Report Form subm�tted by the p�lot 
and AAIB �nqu�r�es

Synopsis

As a result of a reduct�on �n eng�ne power, poss�bly caused 
by carburettor �c�ng, the p�lot was unable to ma�nta�n 
he�ght and therefore made a forced land�ng �n a recently 
harrowed field.  During the landing roll the nose wheel 
dug �nto the soft earth caus�ng the nose leg to break and 
the aircraft to nose over coming to rest inverted.

History of the flight

The p�lot departed from RAF Wyton on a three hour 
nav�gat�on exerc�se around the south-east of England 
and was rece�v�ng a Fl�ght Informat�on Serv�ce from 
Marham on 124.15 MHz.  Approximately 45 minutes 
into the flight, and whilst flying straight and level at 
approx�mately �,�00 ft, the p�lot not�ced a reduct�on 

in the engine rpm from the cruise setting of 2,300 rpm.  

As the p�lot was check�ng that he had not �nadvertently 

knocked the throttle lever, the eng�ne rpm decayed 

towards 2,100 rpm.  The pilot selected the electrical 

fuel pump on and confirmed that the fuel pressure was 

in the green (normal) zone.  However, the engine rpm 

cont�nued to decrease so the p�lot contacted Marham 

and �nformed them that he had a rough runn�ng eng�ne 

and requested a head�ng to Marham, wh�ch was �8 nm 

away.  At this stage the pilot stated that the throttle was 

fully forward, the m�xture was fully r�ch and he bel�eves 

that he set the carburettor heat to on.  During the turn 

towards Marham the eng�ne rpm decreased to around 

1,700 rpm and the height reduced to 800 ft. The pilot 
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real�sed that he could not ma�nta�n he�ght and made a 

distress call on 124.15 MHz, which was acknowledged 

by Marham.  The pilot stated that a landing into wind 

would have enta�led descend�ng towards trees wh�ch he 

was not sure he would clear and, therefore, he elected to 

land in a field with a 90º crosswind.  He selected full flap 

and turned off the fuel cock and then held the a�rcraft 

in the flare for as long as possible.  The aircraft initially 

touched down on the ma�n wheels, but as the nose wheel 

touched down the a�rcraft nosed over com�ng to rest 

upside down.  The pilot made the aircraft safe and exited 

the aircraft through the shattered canopy.  He phoned 

h�s CFI us�ng h�s mob�le phone, and expla�ned what had 

happened.  Shortly afterwards a Tornado aircraft flew 

overhead, followed by a c�v�l�an hel�copter, wh�ch landed 

and offered assistance.  As this helicopter departed a 

Sea K�ng from Watt�sham arr�ved and took the p�lot to 

hosp�tal at K�ngs Lynn where he was exam�ned by a 

doctor and then discharged.

Landing site

One of the reasons the p�lot chose the land�ng s�te was 

that he could see a tractor operating in the field and 

therefore, �f necessary, the dr�ver would be able to ass�st 

him in vacating the aircraft. The field was large and flat, 

w�th trees along one edge and was be�ng harrowed by the 

tractor driver.  Ground marks indicated that the aircraft 

landed across the small furrows, touching down firstly 

on the ma�nwheels, followed shortly afterwards by the 

nose wheel.  The marks indicated that the nose wheel 

then dug �nto the soft ground, the nose leg broke and the 

aircraft nosed over coming to rest inverted.

Meteorological information

The local weather observat�on at Marham at �3�3 hrs 

on the day of the acc�dent reported the surface w�nd as 

030º/�6 kt and the surface temperature as 5ºC w�th a 

dew point of 2ºC.  The prevailing visibility was recorded 

as 25 km w�th 7 km v�s�b�l�ty to the north, where the 

accident occurred.  There were also reports of sleet and 

rain showers.  The cloud base was reported as scattered 

at 1,800 ft and broken at 4,000 ft.  The CAA carburettor 

�c�ng pred�ct�on chart �nd�cates that w�th these cond�t�ons 

there would have been a ser�ous r�sk of carburettor �c�ng 

at any power setting.

Data from a rad�osonde ascent for Nott�ngham, wh�ch 

the Met Office assessed was in the same airmass and 

therefore represented the cond�t�ons at the t�me of the 

acc�dent, gave the temperature, dew po�nt and relat�ve 

humidity at 1,100 ft as 4.6ºC, -0.7ºC and 68%.  These 

cond�t�ons would �nd�cate that there was a moderate r�sk 

of �c�ng at cru�se power and a ser�ous r�sk of �c�ng at 

descent power.

Aircraft examination

An external exam�nat�on of the eng�ne and fuel system 

was carried out by the AAIB.  Apart from mud, which had 

probably entered the fuel tank as a result of the acc�dent, 

there was no ev�dence of any contam�nants �n the fuel 

system.  Both the electrical and mechanical fuel pumps 

were found to be serv�ceable and all the carburettor 

fuel and heat controls were connected.  The induction 

and �gn�t�on systems were �ntact and the spark plugs 

indicated that the engine had been running slightly rich.  

The eng�ne turned over freely, the p�stons appeared to be 

�ntact and the eng�ne conta�ned an acceptable amount of 

clean oil.  Marks on the propeller indicated that it was 

produc�ng relat�vely l�ttle power when �t made contact 

with the ground.   

A rev�ew of the ma�ntenance records revealed that the 

eng�ne had operated for just under 500 hours s�nce the 

last factory overhaul w�th no recent faults that could 

account for the loss of power.
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Analysis

The damage to the a�rcraft occurred as a result of the 
nose wheel s�nk�ng �nto the soft ground caus�ng the nose 
leg to break and the aircraft to nose over.

There were no reports of any eng�ne problems on the 
flights leading up to the accident flight, nor were there 
any obv�ous �nd�cat�ons after the acc�dent to suggest 
that there was a fault in the engine or fuel system.  Not 
only were the weather cond�t�ons at the t�me conduc�ve 
to carburettor �c�ng, but the gradual reduct�on �n 

eng�ne power descr�bed by the p�lot �s symptomat�c 

of carburettor icing.  A flying instructor from the club 

stated that he had exper�enced carburettor �c�ng on th�s 

a�rcraft tw�ce dur�ng the prev�ous s�x months and on 

both occas�ons full power had been restored w�th�n 

30 seconds of carburettor heat having been applied.  It 

�s poss�ble that g�ven the p�lot’s cru�s�ng he�ght that he 

had insufficient time available after selecting carburettor 

heat for the �ce to clear before he was comm�tted to 

undertaking a forced landing.


