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FOREWORD 
 
This report is a technical document that reflects the views of the investigation 
team on the circumstances that led to the accident. 
 
In accordance with Annex 13 of the Convention on International Civil Aviation, 
it is not the purpose of aircraft accident investigation to apportion blame or 
liability. The sole objective of the investigation and the Final Report is the 
determination of the causes, and define recommendations in order to prevent 
future accidents and incidents. 
 
In particular, Article 13 of the Royal Decree of 9 December 1998 stipulates 
that the safety recommendations made in this report do not constitute any 
suspicion of guilt or responsibility in the accident. 
 
Unless otherwise indicated, recommendations in this report are addressed to 
the Regulatory Authorities of the State having responsibility for the matters 
with which the recommendation is concerned. It is for those Authorities to 
decide what action is taken. 
 
The investigation was conducted by L. Blendeman. 
The report was compiled by H. Metillon 
 
 
NOTE:  
For the purpose of this report, time will be indicated in UTC, unless otherwise 
specified. 
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Synopsis  
 
Date and hour of the accident 
January 02, 2010 -15:30 UTC 
 
Airplane 
Cessna F 172 P, registered OO-TRB, 
 
Accident location 
Off EBUL airfield 
 
Airplane owner 
The pilot owned the airplane 
 
Type of flight 
Private flight 
 
 
Narrative:  
The airplane took off from the airfield of Ursel at 15.00 UTC with two persons 
on board for a local flight. 
Around 15:20 UTC, the meteorological conditions around Ursel degraded 
rapidly, involving an important snowfall. 
At 15:40 the airfield staff called by radio the OO-TRB without success. Later 
after contacting  the neighbouring airfields it became evident that the airplane 
was missing. 
A search action was initiated, involving a SAR helicopter from the Military and 
a Federal Police helicopter. 
The wreckage of the airplane was found around 21:00 UTC at a short 
distance North of the airfield. 
The two occupants were fatally injured. 
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1. Factual information.  
 
 

1.1 History of flight. 
 
The pilot owner arrived in Ursel on the afternoon of Saturday, 
January 2 with the intention to make a local flight with a friend. The 
pilot-owner registered her flight in the airfield logbook and went to 
the hangar to prepare her airplane. 
 
The weather conditions around Ursel  at that time were rather good, 
as reported by other pilots. Seven airplanes (including OO-TRB) 
took off - essentially for local flights -. 
 
The OO-TRB took off approximately at 15.00 UTC with two persons 
on board for a local flight. 
 
Around 15:20 UTC, the meteorological conditions around Ursel 
degraded rapidly, involving an significant snowfall. 
 
Subsequently, airplanes in the circuit landed immediately or diverted 
to other airfields. The last airplane landed at 15:40 UTC. 
 
OO-TRB was called on the Ursel radio frequency without success. 
 
Reportedly, an airplane was seen crossing the airfield from north to 
south and then was not heard from again. 
 
A witness (reported the day after) heard an airplane engine power 
increase followed by trees cracking and crashing sounds in a 
neighbouring wood around 15:30 UTC. 
 
A search action was initiated, involving a SAR helicopter from the 
Military and a Federal Police helicopter. 
The wreckage of the airplane was found around 21:00 UTC North of 
the airfield. 
The flight direction shown by the damage to the trees was North to 
East. 
The airplane fuselage was lying upside down. The engine was still 
attached to the fuselage, but was angled 75° upward . 
The LH wing was separated and laid 4 meters behind the fuselage. 
The RH wing was crushed and laid underneath the fuselage. 
 
The two occupants were fatally injured. 
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1.2 Injuries to persons. 

 
Injuries Pilot Passenger Others Total 
Fatal 1 1 0 2 
Serious 0 0 0 0 
Minor 0 0 0 0 
None 0 0 0 0 
Total 1 1 0 2 

 
 

1.3 Damage to aircraft. 
 
The airplane was totally destroyed. 

 
 

1.4 Other damage. 
 
A few trees were destroyed or damaged and the ground was slightly 
contaminated by the remaining fuel and engine oil. 

 
 

1.5 Personnel information. 
 
Pilot 
Sex: Female 

 
Age: 76 years old 
 
Nationality: Belgian 

 
Licence:  Belgian Private Pilot Licence National (PPL 

Licence) first issued on September 9, 1981 
 International PPL Licence: 

 First issued on March 4, 1989. Last issued 
on December 12, 2008. Valid until 
December 12, 2013. 

 
Ratings: SEP (land). Skill test: Proficiency Check 

passed on October 2009. Valid until 
November 30, 2011. 

 
Medical Certificate: Class 2, valid until December 14, 2010. 
 
Flight experience: The pilot had on the date of the accident a 

total (PPL) flight experience of 1486 FH 
(PIC) only VMC. 
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Most of the experience was gained on OO-TRB, and was spread 
regularly throughout the year with an average of 28 FH per year for 
the last two years. 
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The pilot flew an average of 2,4 FH during the winter months (Dec, 
Jan, Feb) 
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During the last 3 months, the pilot had flown a total of 5:24 FH. 
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Most of the flights performed were local flights from EBUL. During the 
last 10 years, out of the 429 landings, 374 were done in EBUL. 
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Passenger 
Sex: male 
 
Age: 74 years old 
 
Nationality: Belgian 
 
License: None – No pilot experience known 

 
 
 

1.6 Aircraft information. 
 
Airplane general information. 
The Cessna 172 Skyhawk is a four-seat, single-engine, high-wing 
fixed-landing gear, fixed pitch propeller airplane. The first Cessna 
172 flew in 1955 and are still in production. 

 
Characteristics: 
 
Crew: 1 
 
Capacity: 3 passengers 
 
Length: 8,22 m 
 
Wingspan: 10,97 m 
 
Height: 2,68 m 
 
Wing area: 16,16 m2 
 
Empty weight: 695 kg 
 
Max takeoff weight: 1089 kg 
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Airframe:  
Manufacturer: CESSNA 
 
Type: F 172 P 
 
Serial number: F17202108 
 
Total flight hours: 2209h46 
 
Built year:  1981 
 
Registration:  OO-TRB 

 
Certificate of registration:  N°3243 issued May 15,  1981 
 
Certificate of airworthiness: EASA Form 25 issued July 9, 2007 
 
Airworthiness Review Certificate: EASA Form 15A Last issued on 

July 16, 2009. Valid until July 15, 
2010 
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Engine: 
Manufacturer:  LYCOMING  
 
Type:  O-320-D2J 
 
Total flight hours: 2209h46 
 
Total flight hours since O/H: NA 
 
Serial number:  L-10359-39A 
 
Propeller: 
Manufacturer:  MAC CAULEY  
 
Type:  1C160DTM7553 
 
Total flight hours: 2209h46 
 
Total flight hours since O/H: 204h21 
 
Serial number: 82825 

 
Equipment: 
The airplane was equipped with Basic Six Instruments (airspeed 
indicator, artificial horizon, vertical speed indicator, altimeter, 
directional gyro and turn and bank indicator) to perform VFR flights 
and VFR night flight around airfield. 
The following radio navigation equipment was installed: 
o Two COM/NAV 
o One ADF 
o One DME 
o One Transponder 

A portable GPS was also on board. 
 
Emergency Locator Transmitter 
There was no Emergency Locator Transmitter (ELT) installed, nor 
was it required to install one. 
 
The Belgian Regulation (Code de l’air – Luchtwetboek) does not 
require  General Aviation aircraft not used in Commercial Air 
Transport to carry ELT’s. 
 
Only the regulation on Commercial Aviation (EU-OPS 1 ref. 
859/2008) and Belgian Regulation (M.B. 12 September 1991 
Luchvaartuigen / Aéronefs  -5700Kg) require the installation of ELT’s 
in those aircraft. 
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For information, Belgian registered General Aviation aircraft flying to 
neighbouring countries such as France and the Netherlands are 
required by law to carry ELT’s. 
 
Nevertheless, ICAO Annex 6 Part II “International General Aviation –
Aeroplanes” Chapter 2.4.12 defines the following:  
 

·  2.4.12.1 Recommendation.— All aeroplanes should carry an 
automatic ELT. 

·  2.4.12.2 Except as provided for in 2.4.12.3, from 1 July 2008, 
all aeroplanes shall be equipped with at least one ELT of any 
type. 

·  2.4.12.3 All aeroplanes for which the individual certificate of 
airworthiness is first issued after 1 July 2008 shall be 
equipped with at least one automatic ELT. 

 
Maintenance: 
The maintenance was performed regularly by a Part M subpart F 
approved maintenance organisation. 
 
The inspection schedule of the Cessna maintenance manual D2065-
3-13 and the Cessna Continuous Airworthiness Program D5133-13-
1-2000 were used as a guide. 
 
The last maintenance type was a 100h inspection and was 
performed on July 24, 2009. 
During this maintenance a new R/H magneto and a new mode C 
transponder GARMIN GTX 328 were installed in accordance with 
the  “Minor change Design, EASA ref.EASA.A.C.11804”.  
The vacuum Air Filter was replaced and the altimeter was also  
tested i.a.w. FAR-43 Appendix E during the last maintenance. 
Every applicable “Airworthiness Directives” including the recurrent 
ones were complied with. 
 
The 2000h engine’s constructor recommended  time between 
overhaul was extended up to 2400h as per Belgian CAA Circular 
“Airworthiness n°08 Edition 4”. 
 
The airplane’s airworthiness was assessed by the Belgian Civil 
Aviation Authority during the last maintenance and a new “EASA 
Form 15A Airworthiness Certificate” was issued on July 16, 2010. 
This Airworthiness Certificate was valid up to July 15, 2011. 
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Fuel: 
The airplane used Avgas 100LL fuel. 
 
The last refills were made at Ursel airfield on October 5, 2009 (101 
litres) and December 12, 2009 (131 litres). 

 
Owner of the airplane: 
The pilot was  the airplane’s owner 

 
 

1.7 Meteorological conditions. 
 

The general forecast issued by Belgocontrol on 02/01/2010 at 
05:30UTC (Valid for period 02/01/10 – 06:00 UTC to 02/01/10 18:00 
UTC) is given in appendix. 
 
In particular, the general forecast states: 
 
Weather:  In the morning local breeze with isolated freezing fog 

(Ardennes), locally some feeble snow (grains), along the 
coast temporary light wintry showers. 

 
Warning:  For locally temporary light snow grain mainly forenoon. 

Later in afternoon wintry showers over the west. 
 

 
The observations made at Oostende (EBOS), Deurne (EBAW) and 
Brussels (EBBR) were: 

 
METAR at 1450 UTC 
PLACE WIND VIS. CLOUDS TEMP DEW QNH PREC 
EBOS 210° 

08KT 
8000m FEW012 

SCT020 
BKN037 

01° -01° Q1017  SNOW* 

EBAW 220° 
08KT 

9000m FEW010 02° -01° Q1016  / 

EBBR 220° 
09KT 

9999m FEW009 
BKN011 

01° -02° Q1017  / 

*SNOW at Oostende (SHSNRA): showers of snow and rain. 
 

METAR at 1520 UTC  
PLACE WIND VIS. CLOUDS TEMP DEW QNH PREC 
EBOS 240° 

10KT 
9999m FEW020 

BKN035 
02° -01° Q1017  SNOW* 

EBAW 210° 
09KT 

9000m FEW011 01° -01° Q1016  / 
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EBBR 230° 
09KT 

9999m FEW009 
BKN012 

01° -02° Q1017  / 

*SNOW at Oostende (SHSNRA): showers of snow and rain. 
 

A snow shower was observed above the EBUL region. It appeared 
suddenly at 15:10 and was active until 15:50. 
 
Day-light 
Sunrise:     07:45 UTC 
Sunset:     15:48 UTC 
Twilight: Civil twilight:   16:26 UTC 

Nautical twilight:  17:08 UTC 
Astronomical twilight: 17:48 UTC. 
 

(Definition of twilight: time between sunset and dusk during which 
there is natural light provided by the upper atmosphere, which 
receives direct sunlight and reflects part of it toward the Earth's 
surface). 
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WEATHER RADAR BELGOCONTROL: Meteorological conditions in 
the vicinity of EBUL around 15:10 and 15:20 UTC 
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WEATHER RADAR BELGOCONTROL: Meteorological conditions in 
the vicinity of EBUL around 15:30 and 15:40 UTC 
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1.8 Aids to navigation. 
 
The primary radar works with passive echoes and allows the 
detection of an airplane flying above 1000 ft. 
The secondary radar units work with active answer signals. 
This means that the use of a transponder enhances the detection 
ability of the radar so that airplanes are visible from an altitude of 
400 ft . 
 

 
 
The radar images from “Belgocontrol” show some airplanes but not 
OO-TRB. 

 
A portable GARMIN – Streetpilot III GPS was found on board. 
It was impossible to determine if this GPS was switched ON or OFF. 
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1.9 Communication. 

 
The airplane was equipped with a “ARC RT-385” radio. 
 
The radio was switched ON but there was no communication 
established between the airplane and the AFIS “Ursel Radio” or 
other airplanes. 
 

The recently installed GARMIN GTX 328 transponder was switched 
OFF. 
 
 

1.10 Aerodrome information. 
 
The airfield of EBUL is a former NATO reserve base that is now 
categorized as a reserve airfield of the Belgian Defence -  Air 
Component. 
 
The airfield is located 510839N - 032832E, between the cities of 
Gent and Brugge.  
 
The elevation is 95 ft and it is equipped with a 2980 m long – 45 m 
wide concrete runway oriented 070° / 250°. Maximum strength is 
10000 kg. 
 
The runway length for civil use is limited to 799 m. 
 
The airfield is bordered by a forest with a tree height between 10 and 
22 m above the ground level. The horizontal visibility of people 
standing on the airfield is limited by the surrounding forest. This 
enabled those people to see the arrival of bad weather. 
The airfield is given in concession to a civilian operator outside the 
military activities. This operator called “VZW CC EBUL” is 
responsible of the civilian operation of the aerodrome during the 
weekend and holidays for two different aero clubs and also for 
privately owned airplanes. 
 
The use of the airfield is subject to prior permission from the 
operator.  
 
The circuits are left hand for both runways (07 and 25) at an altitude 
of 1200 ft. 
 
The operating hours are limited to: 

- On Friday: 13:00 to sunset + 30 Min. 
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- On Saturday, Sunday and holidays: Take off and landings 
from  07:00 to sunset +30 Min. 

- After 19:00 to sunset + 30 Min. only landings allowed. 
 

The aerodrome is provided with a Flight Information Service (AFIS) 
called “Ursel Radio” on the frequency 135,125 MHz (Information 
only, no ATC). 
 
On the day of the accident the runway in use was 25. 

 

 
Circuit: 
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1.11 Flight recorders. 
 
The GPS held on board is of a type that does not record the 
trajectory of the airplane. 

 
 

1.12 Wreckage and impact information. 
 
The wreckage was found at a distance of 170 meters with respect to 
the border (fence) of the airfield and at 430 meters from the axle of 
the runway. 

 
The airplane impacted the trees from a forest bordering the North 
side of the airfield with the fuselage, the wings, the elevator and with 
the landing gear. 
 
The trees had an average height of 13 m. The first trees showing 
signs of impact were located 79m from the crash zone. That means 
at 90 meters of the border of the airfield. 
 
The direction of the impact was 340°. 
 
The RH wing strut was broken in two parts.  
 
The fuselage was found resting on its back. 
 
The RH wing remained attached to the fuselage by cables and 
wires, with the exception of the wing tip that was found on the top of 
a tree. 
The wing was found folded in parts between the back of the fuselage 
and the ground. 
 
The LH Wing, the LH main landing gear and the LH elevator were 
severed. 
 
The outer part of the LH wing, the LH main landing gear and the LH 
elevator were found close to the main wreckage. 

 
A typical “Avgas” aviation fuel smell was perceptible around the 
wreckage.  
 
The engine was still attached to the fuselage but had rotated 75° in a 
vertical upward movement from its normal position. Due to this 
movement the engine had hit and damaged the topside of the 
firewall. 
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Although the fuselage rested on its back, the crankshaft axle was 
practically vertical and the propeller had disappeared in the soft 
ground. 
 
The wreckage was inspected and the following was fo und: 
 
Wings: 
The two wings were reconstructed and showed 4 important impact 
damages from trees. Each wing was severed into two main parts. 
The extremity of the LH wing was totally separated from the rest of 
the wing and the remainder of the wing was still attached by wiring 
and cables to the fuselage. 
 
The extremity of the RH wing showed severe impacts. 
 
The ailerons and the flaps had stayed attached to the remains of the 
wings. The flaps were retracted. 
 
The structural wing tanks were destroyed and the fuel leaked out. 
 
Tail group: 
The elevators and the rudder were found attached to their respective 
planes. 
 
Fuselage: 
The fuselage was broken in 2 parts in the area of the baggage door. 
 
A part of the RH wing strut remained attached to the fuselage. 
 
The LH wing strut was separated from the fuselage. 
 
The dashboard had moved backward due to the deformation of the 
firewall. 
 
The ceiling of the fuselage had moved in the direction of the 
fuselage floor, reducing the height of the cabin. 
 
Engine and propeller 
The engine mount was bent 75°upwards. 
 
The engine still rotated freely. 
 
The ignition plugs showed a normal colour. 
 
The propeller blades were bent backwards and the spinner was torn 
around the propeller hub in a rotating movement. 
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Instruments and electrical accessories: 
The suction pump was in good condition. 
 
The setting of the altimeter was 1016 mb. 
 
The pitot heat switch was OFF. 
 
The Navigation Light switch, Beacon Light switch and Landing Light 
switches were found in the ‘OFF’ position.  
 
Engine controls: 
The position of the power lever and carburettor heat was not reliable, 
due to the shock. 
 
The magneto selector switch was on Both. 
 
The Fuel Tank Selector was on both tanks 
 
Flight controls: 
All control surfaces were connected to the control cables. 
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The fuselage was found resting on its back 
 
 
 
 

 
 
The engine mount was bent 75°upwards. 
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Aerial picture of the crash zone 
 

  Ursel Airfield 
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Detail picture showing trees impacted by the airplane – This picture 
was taken by the rescue helicopter and illustrates the difficulty in 
locating the wreckage since the airplane is hidden by the wood. 
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1.13 Medical and pathological information. 

 
The occupants of the airplane died instantly from the impact. 

 
 

1.14 Fire. 
 
There was no fire 

 
 

1.15 Survival aspects. 
 
The pilot and the passenger wore their ventral safety belt but the 
shoulder harnesses were not used. 

 
 

1.16 Tests and research. 
 

Not applicable 
 
 

1.17 Organizational and management information. 
 

Not applicable 
 
 

1.18 Additional information. 
 

Between 14:35 UTC and 15:10 UTC, six airplanes took off from 
EBUL. 
 
One A/C cancelled his flight due to the weather deterioration at about 
15:15 UTC. 
 
Four airplanes landed at EBUL between 15:10 UTC and 15:40 UTC: 

o Two A/C landed just before the snowfall. One was flying close to 
the airfield for “touch and go” and the other one landed after a 
navigation flight. 

o Two A/C landed with some difficulties during the snowfall, from 
which one came back immediately after the take off and the 
other one landed after a navigation flight. The pilot of the last 
airplane to land at 15:27 UTC saw a non identified high wing 
airplane crossing the runway from North to South at an 
estimated altitude of 1000 feet. At this moment the visibility in 
the snow was estimated 3 km. This airplane was assumed to be 
the OO-TRB. 
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One of the A/C that took off in EBUL encountered some difficulties 
immediately after the take off but reached EBKT as originally 
intended. 
 
One A/C that intended to come back and land to EBUL after a 
navigation flight diverted to EBKT. 
 
There was no report by the pilots of icing problems. 
 
 

1.19 Useful or effective investigation techniques. 
 
Not applicable 
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2. Analysis.  

 
2.1. Search and Rescue 

 
EBUL airfield was expecting to see OO-TRB coming back together 
with the last foreseen airplane that landed at 15:40 UTC. 
 
OO-TRB was called by Ursel Radio without success. 
Then the EBUL airfield personnel asked the neighbouring airfields 
whether OO-TRB landed somewhere else.  
 
At 16:20 (Sun Set + 30 min, legal limit for landing), it became clear 
that OO-TRB was missing. 
 
EBUL AFIS contacted ACC Brussels to report the missing airplane. 
ACC checked first the radar image, but no information corresponding 
to the missing airplane was available. 
 
It was later determined that the primary radar could not detect the 
OO-TRB due to the low altitude flight. 
In addition, the transponder of the airplane was not activated 
reducing further detection ability. 
At 16:40 RCC Brussels contacted the Rescue Center Koksijde – 
SAR. 
 
EBUL contacted the local police at 17:02 UTC, who started the 
search, including the tracing of the mobile phones carried by the two 
occupants. 
 
At 17.02, Rescue 94, a Sea King helicopter of the 40th Squadron 
BAF, took off. The crew was equipped with night goggles and heat 
tracers. 
 
The search continued with the arrival of a helicopter of the Federal 
Police. 
 
The search concentrated in the area indicated by the aerial masts 
activated by the mobile phones of the occupants. It was in the 
vicinity of the runway of EBUL. 
 
At 19:47 UTC, the air search was called off, due to atmospheric 
conditions. 
 
The police team on ground had listened to a witness stating he 
heard trees cracking and the sound of something falling in a wood 
North of the runway (in the vicinity of the “Jagershof” restaurant). 
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Eventually, the police team on foot found the wreckage of the 
airplane at 21:00 UTC. 
 
It took finally more than four hours to find the airplane 
notwithstanding the important means of search, particularly by the 
localisation of the wreckage by the mobile phones and by the use of 
two helicopters. 
 
The use of an ELT would have facilitated the search. 
 
The morning after the accident, the Federal police helicopter 
returned to take aerial pictures of the crash area, but although it was 
daylight, the detection of the wreckage from the air proved to be very 
difficult due to the dense forest of the 13 m high trees. 
 
 

2.2. Weather 
 

The general weather forecast issued on January 02, 2010 mentioned 
along the coast temporary light wintry showers. A warning was also 
published for locally temporary light snow grain mainly forenoon and 
later in afternoon wintry showers over the west. 
 
However, the pilots present at EBUL airfield between 14:00 and 
15:00 UTC were under the impression that the weather was 
acceptable for flying, as there was no obvious sign of meteorological 
condition degradation. 
As a consequence, seven airplanes took off and landed during this 
period of time. 
 
Later, some pilots having taken off close to 15:00 UTC reported a big 
dark cloud in direction of the coast (North-West). 
 
During the flight of OO-TRB, the meteorological conditions around 
Ursel degraded suddenly, involving a significant snowfall. 
The snow shower that was observed over EBUL appeared at 15:10 
and lasted until 15:50. 
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2.3. Pilot’s Flight experience 

The pilot of OO-TRB had on the date of the accident a total (PPL) 
flight experience of 1486 FH (PIC) of which an average of 28 FH per 
year for the last two years. 
 
Notwithstanding this relative high number of flight hours the pilot’s 
experience during the winter months (Dec, Jan, Feb) was low with an 
average of 2,4 FH/Month. 
 
It is assumed that the pilot had not undergone recent training of non 
intentional flight in instrument flight conditions (IMC)  
As most of the flights (87%) performed during the last 10 years were 
local flights at EBUL, the pilot was probably not accustomed to use 
the radio outside EBUL or to perform navigation flights. 
Flying to a controlled airfield was not performed regularly either. 
 
On the other hand, the pilot certainly had a very good knowledge of 
the region around Ursel. 
 
 

2.4. Flight path 
 

The crash happened close to the airfield just after crossing the 
runway from S to N. 
 
The examination of the damage to trees shows that the airplane 
crashed with a low rate of descent. 
 
Due to the fact that the RH wing tip was found on the top of a tree on 
the left side of the crash area it is assumed that the airplane made a 
left hand roll due to the raising of the right hand wing when touching 
the top of the first trees. 
 
The outer part of the LH wing, the LH main landing gear and the LH 
elevator were found close to the fuselage wreckage indicating that 
they were severed close to the crash site and that these last shocks 
happened at nearly the same moment. 
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2.5. Wreckage examination 

 
The thorough examination of the wreckage didn’t reveal any 
technical anomaly that could have led to the crash.  

 
o All the parts of the airplane have been found on the crash site. 
o The flight controls were found correctly attached and connected 

to the control cables. 
o All the damage found was caused by impact force. 
o The crankshaft could rotate freely after the crash. 
o The ignition plugs showed a normal color and the magnetos still 

produced sparks. 
o The spinner was torn around the propeller hub in a rotating 

movement indicating that the engine was still running. 
o The suction pump was in good condition. 
o The altimeter was recently tested. 
 
Following the engine hour meter, the airplane engine ran 1hour 54 
minutes after the last refuelling of 131 litres. That means that based 
on an average fuel consumption of 35 litres per hours, at least 64 
litres were remaining in the fuel tanks. 
 
The engine stopped abruptly when the airplane went upside down 
in flight. The float type carburetor could no longer feed the engine 
with fuel due to the upside down position and the lack of positive G 
force. The engine still kept rotating for a few seconds by inertia. 
 
The propeller blades were bent backwards which is not abnormal 
because the crankshaft axle was nearly vertical when the propeller 
hit the soft ground of the wood. 
 

 
 
 

2.6. Electrical equipments, radio and transponder 
 

The transponder, the pitot heat, the navigation light, the beacon light 
and the landing light were in the OFF position. 
 
The radio was ON but the pilot didn’t use it to ask information or help.  
 
Not using the radio does not mean that the pilot didn’t hear the notice 
of bad weather warning conversation of the pilots in flight between 
14:35 and 15:10 UTC.  
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Moreover, the pilot of the OO-TRB had probably noticed, as the other 
pilots, the development of dark clouds. 
 
 

2.7. Pilot’s actions during the flight 
 

Despite the probable knowledge of adverse meteorological conditions 
the pilot took the decision to come back to EBUL (Get-home-itis). 
 
Not activating the electrical accessories or the transponder and not 
using positively the radio may indicate: 

o That the pilot was completely focused on the return to the base 
as soon as the bad weather was visible or, 

o That the pilot entered involuntarily into instrument 
meteorological conditions (IMC) and was completely absorbed 
by flying at a low altitude to remain in sight of the ground. 

 
Switching ON the electrical accessories including the transponder 
and asking assistance could have been felt  by the pilot as an 
overload of work. 
 
 

2.8. Survival aspects 
 
The pilot and the passenger wore their ventral safety belt but the 
shoulder harnesses were not used. Nevertheless, the shock was so 
great that not using the shoulder harnesses would not influence the 
fatal outcome of the accident. 
 
Furthermore, as it took more than four hours to find the wreckage, 
the survival chances of injured persons exposed to the extreme cold 
temperature would have been very low. 
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2.9. Hypothesis 

 
By force of habit the pilot was probably led to take the decision to 
return to Ursel and not to divert to another airfield . 
 
Despite the knowledge of adverse meteorological conditions the fear 
of the unknown was the strongest and the pilot didn’t perceive any 
other solution than to join Ursel as soon as possible, hoping that the 
weather’s condition were still acceptable. 
 
The pilot’s good knowledge of the region and her poor flight 
experience outside the EBUL environment probably convinced her 
that it was easier to reach EBUL than to ask help and avoid or 
escape the snowfall for a diversion airfield. 
 
It is possible that the pilot used her portable GPS to reach Ursel 
airfield. If the GPS was used, the pilot would have felt a false feeling 
of security, but the use of this GPS could not be confirmed. 
 
The non-identified high wing airplane that an other pilot saw crossing 
the runway from N to S at 15:27 UTC was probably OO-TRB. 
 
Due to the poor visibility the pilot of OO-TRB probably saw the 
airfield too late, when crossing the runway and then lost sight of the 
airfield. 
 
Then, she made a half turn and reduced the airplane’s altitude 
gradually due to the degradation of the visibility. 
 
A few minutes later the airplane was again above the runway, 
direction S to N, at very low altitude to remain in sight of the ground. 
 
At low speed with the flaps in the full Up position the Cessna 172 
was probably in a tail DOWN attitude reducing the pilot’s forward 
visibility. This fact added with a probable snow accumulation on the 
windshield reduced dramatically the frontal visibility. 
 
Consequently it is likely that the pilot’s observation of the ground 
was essentially made through the left hand window. 
 
The pilot saw again the airfield vertical of the runway and probably  
tried to make a short right hand circuit  to remain in sight of the 
runway and to land as soon as possible on rwy 25. 
 
During the right hand turn the pilot probably lost visual contact with 
the ground (Through the left hand window) and became IMC, 



   
AAIU-2010-01 
 

 
December 23, 2010  Page 34 
 

together with a slight loss of altitude resulting in contact with the 
trees. 

 
 

3.  Conclusions.  
 

3.1 Findings. 
o The airplane was airworthy for VFR flight. 
o The pilot held a valid PPL SEP (Land) license. 
o The airplane was flying in adverse meteorological conditions 

(Snowfall). 
o The experience of the pilot was essentially limited to local flights 

from and to Ursel. 
o The damage found on the wreckage were due to impact force. 
o The airplane was equipped with a transponder that was not 

activated. 
o Several electrical systems normally activated in adverse weather 

condition were not activated (Pitot heat, navigation lights, beacon 
light and landing light) 

o The wreckage was only found after 4 hours of intensive search. 
o The airplane was not equipped with an ELT, nor was it required to 

be. 
 
 
3.2 Causes. 

The cause of the accident is a controlled flight into terrain due to low 
altitude flying in adverse meteorological conditions and the “Get-
Home-Itis” phenomenon. 
 
 

3.3 Contributing factors 
o The lack of navigation flight experience probably prevented the pilot 

considering a diversion to another airfield. 
o Flight into adverse weather remains a leading cause of fatal 

accidents in general aviation. This situation occurs when a pilot fails 
to accurately recognize the weather conditions present. 
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4. Safety recommendations.  
 

AAIUbe recommends: 
 

o The BCAA/EASA to promote that pilots activate systematically the 
transponder (If installed), not only to facilitate air traffic control but 
also in order to eventually reduce the time to find a crashed airplane. 
 

o The BCAA to prepare a change in the Belgian Regulation in order to 
comply with ICAO Annex 6 Part II “International General Aviation –
Aeroplanes” Chapter 2.4.12 about the Emergency Locator 
Transmitters and to consider extending the requirements of carrying 
ELT’s to national flights to improve the survival chances of injured 
persons in case of accident. 

 
o The BCAA to support the initiative of the “European General Aviation 

Safety Team” (EGAST) to encourage safety improvements in 
general aviation. In particular by the issue of a safety promotion 
leaflet and poster increasing the awareness of the pilots making 
decision to fly in adverse meteorological conditions (See annexes). 

 
o The BCAA/EASA to revise the biannual skill test program for 

general/recreational aviation pilots to include topics such as: 
�  Decision making when encountering adverse meteorological 

condition. 
�  Unintentional IMC condition 
�  Navigation flight capabilities 
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EXAMPLE OF EGAST POSTER   
 

 
 


