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ACCIDENT

Aircraft Type and Registration:  P�per PA-28-�6� Cherokee Warr�or II, G-BODR

No & type of Engines:  � Lycom�ng O-320-D3G p�ston eng�ne

Year of Manufacture:  �979 

Date & Time (UTC):  2 August 2006 at �330 hrs

Location:  A field south of Wycombe Air Park, Buckinghamshire

Type of Flight:  Pr�vate 

Persons on Board:  Crew - � Passengers - None

Injuries:  Crew - None Passengers - N/A

Nature of Damage:  Damage to the land�ng gear and left w�ng

Commander’s Licence:  A�rl�ne Transport P�lot’s L�cence

Commander’s Age:  59 years

Commander’s Flying Experience:  �9,840 hours (of wh�ch �75 were on type)
 Last 90 days - 227 hours
 Last 28 days -   93 hours

Information Source:  A�rcraft Acc�dent Report Form subm�tted by the p�lot 
and a report by a locally-based l�censed eng�neer

Synopsis

Dur�ng the cl�mb out follow�ng a touch-and-go land�ng, 
after a cross-country flight, the engine rapidly lost power 
and subsequently stopped.  A forced landing in a field 
was carr�ed out dur�ng wh�ch the land�ng gear and left 
w�ng were damaged.  Subsequent exam�nat�on revealed 
that there were 50 l�tres of fuel �n the left fuel tank but 
only �50 m�ll�l�tres �n the r�ght tank.

History of the flight

On the day of the accident the pilot planned to fly from 
Wycombe to the Isle of W�ght and return w�thout land�ng.  
The expected flight time was to be approximately 1 hour 
and 20 m�nutes.  Dur�ng the �n�t�al �nternal checks the 
p�lot noted that the fuel gauge for the left tank was 

reg�ster�ng approx�mately �7 gall US (64.6 l�tres) and 

the gauge for the r�ght tank between ¾ and full (67 to 

90 litres).  He completed the pre-flight aircraft checks, 

�nclud�ng a v�sual check of the contents of both fuel 

tanks.  The left tank conta�ned fuel to the tab �nd�cator.  

The r�ght tank conta�ned fuel to a level very sl�ghtly 

below the tab �nd�cator.  The techn�cal log/author�sat�on 

sheet �nd�cated that the a�rcraft held a total of 97 l�tres 

of fuel.  The P�lot’s Operat�ng Handbook states that the 

a�rcraft’s total usable fuel capac�ty �s �80 l�tres d�v�ded 

equally between the left and r�ght tanks.

The p�lot started up us�ng the r�ght tank, wh�ch appeared 

to conta�n the lesser amount of fuel.  Pr�or to chang�ng 



84©  Crown copyr�ght 2007

 AAIB Bulletin: 1/2007 G-BODR EW/G2006/08/04 

to the left tank he had to return to the a�rcraft d�spersal 
to change a defect�ve headset, enta�l�ng some delay.  For 
eng�ne power checks, takeoff and departure the p�lot had 
the left tank selected �n accordance w�th the checkl�st.  
The a�rcraft departed Wycombe at �205 hrs, a�rborne 
t�me.  When approx�mately abeam Farnborough, about 
�0 to �5 m�nutes after takeoff, he changed from the left to 
the r�ght tank, wh�ch he �ntended to use unt�l the approach 
check when returning to Wycombe.  During the flight the 
p�lot dev�ated from h�s planned track around Lasham to 
avo�d gl�d�ng act�v�ty �n that area, cl�mbed to 4,000 ft to 
trans�t over the Solent and carr�ed out an orb�t around 
Hurst Castle.  The a�rcraft performed normally except 
that, towards the end of the return leg to Wycombe, the 
p�lot not�ced a tendency for �t to roll sl�ghtly to the left.  
He adjusted the rudder tr�m and checked the fuel gauges 
for a poss�ble reason, but both tanks showed roughly 
equal quant�t�es, around �5 gall US (57 l�tres).  

Shortly afterwards, and just pr�or to enter�ng the 
Wycombe ATZ, the p�lot carr�ed out a fuel, rad�o, eng�ne, 
d�rect�on �nd�cator, alt�meter (FREDA) check and noted 
that both fuel tanks were �nd�cat�ng approx�mately 
15 gall US (57 litres).  The flight time prior to this point 
was approx�mately � hour and �0 m�nutes.  The p�lot 
jo�ned the c�rcu�t d�rectly onto the downw�nd leg for 
Runway 24 and completed the ‘downw�nd’ checks.  The 
fuel gauge read�ngs appeared s�m�lar to those observed 
�n the FREDA check.  At the end of the downw�nd 
leg he elected to carry out a touch-and-go �nstead of a 
full-stop land�ng.  The extra c�rcu�t and land�ng were to 
be for handl�ng pract�ce.  The touch-and-go land�ng was 
uneventful and the a�rcraft was cl�mbed towards c�rcu�t 
he�ght follow�ng the no�se abatement procedure.  

At approx�mately �00 to 200 feet (just after retract�on 
of ‘drag’ flap) the engine rapidly lost power, at which 
po�nt the p�lot lowered the a�rcraft’s nose and altered 

course by approx�mately 60º to the left and headed 
towards a field.  During the brief approach to this field 
he carr�ed out v�sual eng�ne fa�lure checks wh�ch d�d 
not determine a cause for the failure.  He notified the 
control tower that the a�rcraft had suffered an ‘eng�ne 
fa�lure’ and pos�t�oned the a�rcraft for a land�ng.  At 
about �00 ft agl the eng�ne power was momentar�ly 
restored but then fa�led aga�n.  Th�s power surge 
prov�ded the p�lot w�th the opportun�ty to reselect a 
sl�ghtly better land�ng area beyond the or�g�nal a�m�ng 
point.  There was insufficient height or time for further 
trouble-shoot�ng so he comm�tted to a land�ng, closed 
the throttle and touched down in the selected field on a 
head�ng of about 070º.  Dur�ng the land�ng roll, desp�te 
max�mum brak�ng, �t appeared that the a�rcraft was 
not go�ng to stop before contact�ng the far hedge and 
tree-l�ne, so rudder and d�fferent�al brak�ng were used 
to yaw the a�rcraft to the left.  The a�rcraft came to a 
halt at approx�mately �320 hrs, about �5 to 20 m from 
the hedge and on a head�ng of around 360º.  The t�me 
from when the r�ght tank was selected unt�l the acc�dent 
was approx�mately � hour and �5 m�nutes.

Engineering examination

A locally-based l�censed a�rcraft eng�neer attended the 
a�rcraft some 30 m�nutes after the event.  On �nspect�on 
there was no fuel v�s�ble �n the r�ght tank but the left tank 
was show�ng sl�ghtly below the tab (the tab �nd�cates 
approx�mately 64 l�tres out of a total usable capac�ty 
of 90 l�tres).  There were no s�gns of any fuel leakages 
from e�ther tank or the�r dra�n valves.  On check�ng the 
eng�ne, there were no s�gns of any leaks and the eng�ne 
turned over freely. 

On enter�ng the a�rcraft, the fuel, magneto and battery 
master sw�tches were all found sw�tched off although 
all the other electr�cal serv�ces sw�tches were selected 
on.  On select�ng the battery master sw�tch ON there 
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was no �nd�cated fuel pressure (normally on th�s a�rcraft 
type there �s fuel pressure �nd�cated on the gauge for a 
cons�derable t�me after the eng�ne �s sw�tched off).  The 
left fuel gauge �nd�cated approx�mately half full (�2 gall 
US/45.6 l�tres), wh�lst the r�ght fuel gauge �nd�cated 
about 2 gall US/7.6 l�tres.  W�th the fuel selected to the 
r�ght tank and the electr�c fuel pump sw�tched on the 
fuel fa�led to pr�me (rap�d ‘cl�ck�ng’ heard) and the fuel 
pressure gauge needle d�d not move.  On select�ng the left 
tank the fuel pump pr�med (‘cl�ck�ng’ slowed) and the 
fuel pressure gauge �nd�cated 4 ps�, wh�ch �s normal.

Hav�ng ascerta�ned that the undercarr�age was not �n 
danger of collaps�ng, the eng�ne was started w�th the 
left fuel tank selected and �t started and ran normally.  A 
full-power eng�ne run was carr�ed out and all �nd�cat�ons 
were normal.  The results of magneto and carburettor 
heat checks were found to be normal.  The r�ght fuel tank 
was then selected w�th the eng�ne speed set at �,500 rpm.  
After 65 seconds the fuel pressure smoothly dropped to 
zero and �5 seconds later the eng�ne stopped and would 
not restart.  On select�ng the left fuel tank the electr�c 
fuel pump was used to repr�me the fuel system and the 
eng�ne started and ran normally aga�n.

Pr�or to recovery of the a�rcraft from the acc�dent s�te, 
approx�mately 50 l�tres of Avgas was dra�ned from 
the left tank and �50 m�ll�l�tres dra�ned from the r�ght 
tank (both through the�r respect�ve dra�n valves).  The 
P�lot’s Operat�ng Handbook states that the unusable 
fuel in critical flight attitudes is 1 gall US (3.8 litres); 
the Ma�ntenance Manual g�ves an unusable quant�ty of 
0.�25 gall US (0.47 l�tres) per tank.

Analysis

The p�lot gave a very full and frank account of the 
c�rcumstances of th�s acc�dent and made the follow�ng 
assessment of why �t occurred:.  

“The primary cause was my failure to select to 
the left tank during the FREDA and the downwind 
checks when returning to the Wycombe airfield.

The secondary causes were:-

1. Possible visual overestimation of fuel 
quantity in right tank.

2.   Optimistic right fuel gauge.
3.   Increased fuel burn due to:

a. Long taxi time due to change of a 
defective headset,

b. Diversion around Lasham due to gliders,
c. Climb to 4000 ft over the Solent,
d. An orbit over Hurst Castle

.

I had estimated that there should have been 
15 minutes endurance remaining in the right tank 
when I returned to Wycombe airfield.  The above 
factors had reduced this to just a few minutes.

I have tried to understand why I failed to change 
back to the left tank, as I had planned to do so, 
on the return leg.  After leaving the Farnborough 
MATZ there were a number of distracting factors:

Radio frequency change from Farnborough to 
Wycombe, with associated RT calls.

Descent due to LHR TMA ahead.
Moderate turbulence.
The attempted diagnosis of increasing roll 

tendency.

I believe that my observation of equal (and 
sufficient) fuel quantities, at this point, persuaded 
me to leave the fuel selection as it was for the 
remaining 10 minutes of the flight.

I believe now that I should have been more 
pessimistic in my fuel calculation in view of 
the factors in (3) above and certainly not have 
attempted an extra unplanned circuit, without 
reconfiguring the fuel  system.”


