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F o r e w o r d

This report is a technical document that reflects the point of view of the Civil 
Aviation Accident and Incident Investigation Commission (CIAIAC) regarding 
the circumstances of the accident object of the investigation, and its probable 
causes and consequences.

In accordance with the provisions in Article 5.4.1 of Annex 13 of the 
International Civil Aviation Convention; and with articles 5.5 of Regulation 
(UE) nº 996/2010, of the European Parliament and the Council, of 20 
October 2010; Article 15 of Law 21/2003 on Air Safety and articles 1., 4. 
and 21.2 of Regulation 389/1998, this investigation is exclusively of a 
technical nature, and its objective is the prevention of future civil aviation 
accidents and incidents by issuing, if necessary, safety recommendations to 
prevent from their reoccurrence. The investigation is not pointed to establish 
blame or liability whatsoever, and it’s not prejudging the possible decision 
taken by the judicial authorities. Therefore, and according to above norms 
and regulations, the investigation was carried out using procedures not 
necessarily subject to the guarantees and rights usually used for the evidences 
in a judicial process.

Consequently, any use of this report for purposes other than that of 
preventing future accidents may lead to erroneous conclusions or 
interpretations.

This report was originally issued in Spanish. This English translation is provided 
for information purposes only.
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A b b r e v i a t i o n s

00:00 Hours and minutes (length of time)

00:00:00 Hours, minutes and seconds (period in time)

c.g. Center of gravity

cm.  Centimeters

dd/mm/yyyy Day, month and year (date)

DGAC Spain’s Civil Aviation General Directorate

FAA Federal Aviation Administration of the United States

ft Feet 

GCAPP Approach control in Gran Canaria

GCLB ICAO code of the El Berriel aerodrome

kg Kilograms

km Kilometers

kt Knots

m. Meters

MAF Multi-axis fixed-wing

MPH Miles per hour

RPM. Revolutions per minute

SAR Search and rescue service

TULM Ultralight pilot license

ULM Motorized ultralight

UTC Coordinated universal time

VFR Visual flight rules
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S y n o p s i s

Owner and operator: Private

Aircraft: Quicksilver GT-500 ultralight, registration EC-CJ7

Date and time of accident: 12 January 2018 at 10:501

Site of accident:  Aerodrome of El Berriel in San Bartolomé de Tirajana 
(Las Palmas – Canary Islands – Spain)

Persons on board: 1 crew and 1 passenger, with minor injuries

Type of flight: General Aviation – Private / Visual Flight Rules

Phase of flight: Takeoff – Initial climb

Date of approval: 30 September 2020

Summary of accident

The Quicksilver GT-500 aircraft, registration EC-CJ7, took off at 10:30 UTC from runway 
07 at the aerodrome of El Berriel (GCLB), in San Bartolomé de Tirajana (Las Palmas – 
Canary Islands – Spain) to go on a local, 30-minute flight with the pilot and one 
passenger on board.

After doing one circuit of the aerodrome traffic pattern with a touch-and-go, during the 
initial climb phase, the pilot realized that the aircraft was rolling and yawing right. He 
tried to correct it with left pedal, but the aircraft did not respond.

He tried to return to the runway by turning to the right even more using the roll 
control, but he was unable to land on it.

Due to the low altitude of the aircraft and the problems controlling it, the pilot decided 
to land in the sea near a beach in the vicinity of the runway 07 threshold. At the time, 
the sea was calm and the beach empty. He configured the aircraft to make an emergency 
landing, stopping the engine, disconnecting the battery and setting flaps one2, and he 
reported his situation to the aerodrome.

At approximately 10:50 UTC, the aircraft landed in the sea some 25 meters away from 
the coastline. The two occupants sustained minor injuries and exited the aircraft under 
their own means. The aircraft was seriously damaged.

 1     All times in this report are in UTC, which is the same as local time.
 2     Flaps one corresponds to a 10º downward deflection.
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The investigation has determined that the probable cause of the accident was the 
inadvertent blockage of the aircraft’s yaw control system by the passenger.

In addition, the location of the aircraft’s yaw control system components in the rear 
compartment are thought to have contributed to the accident.

Three safety recommendations are issued as a result of the investigation into this 
accident.
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1. FACTUAL INFORMATION

1.1. History of the flight

The Quicksilver GT-500 aircraft, registration EC-CJ7, took off at 10:30 UTC from runway 
07 at the aerodrome of El Berriel (GCLB), in San Bartolomé de Tirajana (Las Palmas – 
Canary Islands – Spain) to go on a local, 30-minute flight with the pilot and one 
passenger on board.

After doing one circuit of the aerodrome traffic pattern with a touch-and-go, during the 
initial climb phase, the pilot realized that the aircraft was rolling and yawing right. He 
tried to correct it with left pedal, but the aircraft did not respond.

He tried to return to the runway by turning to the right even more using the roll 
control, but he was unable to land on it.

 1 

 

 

1.- INFORMACIÓN FACTUAL 

1.1.- Antecedentes del vuelo 

La aeronave Quicksilver GT-500, matrícula EC-CJ7, despegó a las 10:30 UTC por la pista 
07 del aeródromo de El Berriel (GCLB), T.M. de San Bartolomé de Tirajana (Las Palmas – 
Islas Canarias – España), para realizar un vuelo local de 30 minutos de duración, con el 
piloto y un pasajero a bordo. 

 

 
 

Después de realizar un circuito de tránsito de aeródromo con toma y despegue, en la fase 
de ascenso inicial el piloto notó que la aeronave alabeaba y guiñaba a la derecha, e intentó 
contrarrestarlo pisando el pedal izquierdo, pero esta no respondía. 

Intentó volver a la pista virando más aún a la derecha con el mando de alabeo, pero no le 
fue posible aterrizar en ella. 

Debido a la poca altura que tenía y a los problemas para controlar la aeronave, el piloto 
decidió amerizar cerca de una playa, en las proximidades de la cabecera 07 de la pista, que 
en ese momento estaba desierta y con el mar en calma. Configuró la aeronave para realizar 
una toma de emergencia, parando el motor, desconectando la batería y poniendo un punto 
de flaps, y comunicó su situación al aeródromo. 

Aproximadamente a las 10:50 UTC, la aeronave amerizó a unos 25 metros de la línea de 
costa, sus dos ocupantes sufrieron lesiones de carácter leve y salieron de ella por sus 
propios medios, y esta resultó con daños importantes. 

 

 

Figura 1.- Trayectoria de la aeronave. Figure 1. Aircraft’s flight path.

Due to the low altitude of the aircraft and the problems controlling it, the pilot decided 
to land in the sea near a beach in the vicinity of the runway 07 threshold. At the time, 
the sea was calm and the beach empty. He configured the aircraft to make an emergency 
landing, stopping the engine, disconnecting the battery and setting flaps one, and he 
reported his situation to the aerodrome.

At approximately 10:50 UTC, the aircraft landed in the sea some 25 meters away from 
the coastline. The two occupants sustained minor injuries and exited the aircraft under 
their own means. The aircraft was seriously damaged.
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1.2. Injuries to persons

Injuries Crew Passengers Total in the aircraft Other
Fatal

Serious

Minor 1 1 2 N/A

None N/A

TOTAL 1 1 2

1.3. Damage to aircraft

The aircraft sustained serious damage as a result of the accident.

1.4. Other damage

None.

1.5. Personnel information

The pilot, a 39-year-old Spanish national, had an ultralight pilot license (TULM) issued 
by Spain’s National Aviation Safety Agency (AESA) on 22 June 2010, and a multi-axis, 
fixed-wing (MAF) rating that was valid until 30 June 2018.

He also had a class-2 medical certificate that was issued on 6 August 2014 and valid 
until 30 July 2019.

According to the information provided by the pilot, he had a total of 48:04 flight hours, 
of which 11:15 had been on the type.

1.6. Aircraft information

The QUICKSILVER GT-500 ultralight is a tandem, two-seat, high-wing, strut-braced 
airplane with an aluminum tubular structure and cloth surfaces. It has a landing gear 
with a nose wheel. It is equipped with a two-cylinder, two-stroke, manual pull-start 
engine that can provide a maximum power of 65 HP at 6500 RPM, and a fixed-pitch, 
two-blade pusher propeller made of wood. The accident aircraft was outfitted with dual 
controls.

It has a wingspan of 9.14 meters and is 6.21 meters long and 1.98 meters tall.

It was developed by QUICKSILVER ENTERPRISES Inc. in the United States, and 
manufactured in Spain by AZA AIRCRAFT S.A. (QUICKSILVER FLY S.L. after 13 August 
1999). It has a type certificate of airworthiness, No. 86-I, issued initially by Spain’s Civil 
Aviation General Directorate (DGAC) on 22 September 1992, and revised (Rev. 1) on 13 
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October 1999, and No. TA1CH, issued initially by the Federal Aviation Administration 
(FAA) of the United States on 26 July 1994 and revised (Rev. 2) on 9 June 2014.

1.6.1. Airframe

Manufacturer: AZA AIRCRAFT S.A.

Model: QUICKSILVER GT-500

Serial number: 0305

Year of manufacture: 1995

Registration: EC- CJ7

Operator: Private

1.6.2. Certificate of airworthiness

Class: Special Restricted

Category: Private

Technical performance: Normal

 Aircraft suitable for visual flight only

Issue date: 11 October 1996

Validity:  Valid as long as the specifications contained in Type 
Airworthiness Certificate No. 86-I of Spain’s DGAC are 
preserved.

1.6.3. Maintenance record

Total flight hours: 538:06

Last overhaul: 6 May 2017

Hours at last overhaul: 505:18

Last 25-hour check: 11 December 2017

Hours at last 25-hour check: 530:24

1.6.4. Engine

Manufacturer: ROTAX

Model: R-582

Serial number: 4341037

Same flight hours and maintenance tasks as the airframe.
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1.6.5. Weight and balance

Maximum takeoff weight: 385 kg

Basic empty weight: 190 kg

Estimated takeoff weight on accident flight: 353 kg

Center of gravity (c.g.)3 limits:

  - Front: 173 cm

  - Aft: 189 cm

Estimated position of c.g. on accident flight: 180 cm

1.7. Meteorological information

The weather conditions were not limiting for visual flight.

1.8. Aids to navigation

Not applicable in this case.

1.9. Communications

The pilot was in radio contact with the approach frequency of the Gran Canaria control 
center (GCAPP/124.3 MHz). There were also telephone conversations between the 
control center and the operations office at the aerodrome of El Berriel.

After taking off at 09:53, the aircraft’s pilot radioed the control center and reported he 
was doing touch-and-go landings at the aerodrome of El Berriel and that he would be 
in the area for 30 minutes. He was given instructions to call after the final landing and 
was assigned transponder code 7040. After 30 minutes, at 10:32, he was called on the 
radio several times but he did not answer. Since it was not possible to communicate 
with him on the radio, the supervisor was asked to call the El Berriel aerodrome to 
confirm he had landed safely.

The supervisor called the El Berriel aerodrome at 10:33, could not get through on the 
first try, and called again at 10:50. This time someone did pick up and confirmed that 
the traffic was on the ground, so he entered 10:51 for the safe landing time on the 
flight progress strip.

At 12:05, a call was received at the control center from the operations manager at El 
Berriel, who reported that the traffic was not safely on the ground, that it had had a 

 3      The position of the center of gravity is taken from the perpendicular plane of the airplane’s longitudinal axis, 
which runs through the center of the nosewheel (datum) and is positive in the aft direction.
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runway excursion and gone into the sea after landing, that its two occupants were well 
and that the airplane was inoperative. The supervisor reported this to the Control Room 
Supervisor.

Later, at 12:27, the Control Room Supervisor called the operations office at El Berriel to 
collect the information needed to give to search and rescue services and to report the 
event.

1.10. Aerodrome information

El Berriel (GCLB) is a restricted aerodrome located 8 km southwest of the city of 
Maspalomas, on the island of Gran Canaria. Its reference point is at an elevation of 
8m/25 ft and it has one asphalt runway in a 07/25 orientation that is 800 m long and 
20 m wide.

The traffic pattern at the aerodrome is south of the airfield at an altitude of 500 ft, over 
the surface of the terrain or of the sea.

1.11. Flight recorders

The aircraft did not have flight recorders, nor were they required for the aircraft type.

1.12. Wreckage and impact information

After flying one circuit of the traffic pattern with a touch-and-go, during the initial 
climb phase the pilot noticed that the aircraft was yawing and rolling to the right. He 
tried to correct this with left pedal, but the aircraft did not respond.

He tried to return to the runway by turning right even more with the roll control, but 
he was unable to land on it due to the high speed, around 80 MPH (the aircraft flight 
manual provides the following approach speeds: 51 MPH without flaps and 46 MPH 
with flaps (30º downward deflection) under normal conditions). He increased the engine 
RPMs in an effort to gain some altitude, and the aircraft veered to the right, which he 
corrected with the roll control and by reducing the engine RPMs.

Due to the low altitude and to the problems controlling the aircraft, the pilot decided 
to land on the water near a beach that was close to the runway 07 threshold. The 
beach was empty at the time and the water was calm. He configured the aircraft for 
an emergency landing, stopped the engine, disconnected the battery and set the flaps 
to one. He also reported his situation to the aerodrome. The aircraft landed in the 
water, some 25 meters away from the coastline, and the two occupants exited the 
aircraft under their own power.
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The aircraft was later taken out of the water, its wings were removed and it was taken 
to the El Berriel aerodrome, where steps were taken to preserve the airframe and engine.

 6 

 
 

 

1.13.- Información médica y patológica 

Los dos ocupantes de la aeronave sufrieron lesiones de carácter leve. 

Después del accidente, el piloto refirió magulladuras y erosiones, en los brazos y 
antebrazos. Trasladado a un centro sanitario, se le diagnosticó cervicalgia y se le envió a 
su domicilio. 

Asimismo, el pasajero refirió una herida en la parte interna del tobillo derecho, erosiones en 
los brazos y una contusión en la frente. Trasladado a un centro sanitario, también se le 
diagnosticó cervicalgia y se le envió a su domicilio. 

 

1.14.- Incendio 

No se produjo incendio. 

 

1.15.- Aspectos relativos a la supervivencia 

Los atalajes que equipaban los dos asientos de la aeronave funcionaron correctamente y 
cumplieron la función para la que fueron diseñados, y los dos ocupantes de la aeronave 
salieron de ella por sus propios medios y alcanzaron la orilla sin complicaciones. 

Poco después del amerizaje, llegaron al lugar efectivos de la Cruz Roja que prestaban 
servicio en una playa contigua, por mar, en una lancha neumática, y una patrulla de la 
Policía Local de San Bartolomé de Tirajana y dos ambulancias de soporte vital básico, por 
tierra. 

Los dos ocupantes de la aeronave fueron atendidos en el lugar y trasladados después a un 
centro sanitario donde recibieron el alta unas horas después. 

 

1.16.- Ensayos e investigaciones 

1.16.1- Declaración de los ocupantes de la aeronave 

Figura 2.- Fotografías de la aeronave, dentro y fuera del agua. Figure 2. Photographs of the aircraft, in the water and on the beach.

1.13. Medical and pathological information

The aircraft’s two occupants sustained minor injuries.

After the accident, the pilot reported bruises and scrapes on his arms and forearms. He 
was taken to a medical center, diagnosed with neck pain and sent home.

The passenger reported an injury to the inside of his right ankle, scrapes on his arms 
and a contusion on his forehead. He too was taken to a medical center, diagnosed with 
neck pain and sent home.

1.14. Fire

None.

1.15. Survival aspects

The harnesses installed on both aircraft seats worked correctly and as designed, making 
it possible for the two occupants to exit the aircraft under their own means and reach 
the shore without any problems.

Shortly after the water landing, Red Cross personnel who were stationed on an adjacent 
beach reached the crash site by sea on an inflatable boat. A patrol from the local police 
of San Bartolomé de Tirajana and two basic life support ambulances also arrived at the 
scene via land.

The aircraft’s two occupants were treated at the site and then taken to a medical center, 
from which they were released a few hours later.
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1.16. Tests and research

1.16.1. Statement from the aircraft’s occupants

1.16.1.1. Statement from the Pilot

He was preparing to go on a local flight consisting of flying circuits of the aerodrome 
traffic pattern at the El Berriel aerodrome, and filed a flight plan to this end, which was 
authorized.

He did the pre-flight check of the airplane, gave instructions to the passenger and once 
the latter was seated with the seatbelt fastened, he taxied from the apron to the 
holding point for runway 07, which was the runway in use. The wind speed was 9 
knots.

Once the engine reached the proper operating temperature, he entered the runway, 
took off and flew an initial lap of the aerodrome traffic circuit, during which he radioed 
Gran Canaria approach control to report his intentions and request a transponder code. 
He was assigned 7040.

After flying the circuit and doing a touch-and-go, during the initial climb phase he 
noticed that the aircraft was rolling and yawing to the right. He tried to correct it with 
left pedal, but the aircraft did not respond.

He tried to return to the runway by turning right even more with the roll control, but 
he was unable to land on it due to the excessive speed, around 80 MPH. He increased 
the engine RPMs in an effort to gain some altitude, and the aircraft veered to the right, 
which he corrected with the roll control and by reducing the engine RPMs.

Due to the low altitude and to the problems controlling the aircraft, he decided to land 
on the water near a beach that was close to the runway 07 threshold. The beach was 
empty at the time and the water was calm. He configured the aircraft for an emergency 
landing, stopped the engine, disconnected the battery and set the flaps to one. He also 
reported his situation to the aerodrome. The aircraft landed in the water, some 25 
meters away from the coastline, and the two occupants exited the aircraft under their 
own power.

1.16.1.2. Statement from the Passenger

He was flying with the pilot in the aircraft that he owned.

The pilot gave him instructions in terms of the procedure in the event of an accident 
and aspects to keep in mind on board the airplane, including resting his feet on the 
pedals, keeping his hands and feet inside the airplane, fastening his seatbelt, not 
inflating the life jacket while inside the airplane, not removing his helmet and keeping 
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the shield down, not unfastening his seatbelt until the airplane came to a stop or, in 
the event of an accident, after the impact.

Once in the rear seat with the seat belt fastened, on his own initiative and as he had 
done on previous flights, he lowered his feet and rested them on the two bars on either 
side of the control shaft, located on the floor of the fuselage. And to be in a more 
comfortable seating position, he placed his knees outward. (See 1.18.1 – Aircraft’s yaw 
control system.)

As on previous occasions, the flight was proceeding normally. During a touch-and-go in 
preparation to fly another circuit, the airplane started veering right, then the pilot made 
a sharp turn to the right before turning around to land in the opposite direction.

The pilot was unable to land and the pilot reported during the climb that he could not 
control it, that it was veering to the right.

The pilot looked back two times and then said they were going into the water. Once in 
the ocean, the passenger exited the airplane under his own means, and it sank down 
to the wings.

1.16.2. Inspection of the aircraft wreckage

After the aircraft was taken out of the water, and before its wings were removed for 
transport, it was noted that the oil and gasoline valves were open and the two magneto 
levers and the battery switch were in the off position. The aircraft’s flight controls also 
worked correctly, with no interference of any kind.

As for the potential damage sustained by the aircraft, the following was observed in the 
airframe:

  - There was no damage to the fuselage structure, the engine mount or landing 
gear.

  - There was damage to the leading edge and outer edge of the right wing. It 
looked bent, but the cloth covering the surface was not pierced.

  - The left wing and the struts on both wings were undamaged.

  - The actuating rods for the elevator controls were bent (right side) and broken 
(left side).

  - The metal bulkhead located underneath the rear seat was bent and some 
rivets were missing. Another bulkhead located behind the rear seat was also 
bent.

  - The main fairing, made of fiberglass, was completely broken. The points 
where it attached to the rest of the aircraft were in their proper positions.
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The fuel tank was more than half full and the line from the tank to the engine was in 
good condition.

The propeller had no marks or damage of any type.

As for the engine, the magnetic plug had no particles in it, the spark plugs were in 
good condition and the float chambers in the carburetors were full of gasoline.

1.17. Organizational and management information

Not applicable.

1.18. Additional information

1.18.1. Aircraft’s yaw control system 

The yaw control system in the aircraft consists of two pairs of pedals and two bellcrank 
that are attached to each other and to the rudder using cables. The pedals at each seat 
are joined to the respective bellcrank via rods such that the entire assembly moves as 
one (see diagram in Figure 3).

In addition, the forward bellcrank 
is attached to the landing gear 
fork to provide steering control 
when taxiing on the ground.

The two bellcrank are located at 
the bottom of the fuselage, 
between the pedals and seats, 
behind the respective stick to 
control pitch and roll.

At each position, the bottom of the pedals rotates about a horizontal bar that is attached 
to the aircraft structure and perpendicular to the plane of symmetry of the aircraft, such 
that yaw control is achieved by using the top of the foot to push the top of the pedal 
on the side to which the aircraft is to be turned.

1.18.2. Structural and control components in the rear seat

The photograph in Figure 4, taken during the overhaul of the aircraft, shows the floor 
of the rear compartment, between the two seats, and the corresponding structural and 
control components. 

 9 

El sistema de mando de guiñada de la aeronave consta de dos pares de pedales y dos 
crucetas, unidas por cables entre ellas y con el timón vertical; los pedales de cada posición 
están unidos a las respectivas crucetas a través de varillas, de manera que todo el conjunto 
se mueve de manera solidaria (ver esquema en la figura 3). 

Además, la cruceta delantera está 
unida a la horquilla del tren de aterrizaje 
delantero, para proporcionar mando de 
dirección durante el rodaje en tierra. 

Las dos crucetas están situadas en la 
parte inferior del fuselaje, entre los 
pedales y los asientos, detrás de las 
respectivas palancas de mando de 
profundidad y alabeo. 

En cada posición, la parte inferior de los pedales gira sobre una barra horizontal, fija a la 
estructura de la aeronave y perpendicular al plano de simetría de esta, de modo que el 
mando de guiñada se obtiene empujando con la punta del pie el extremo superior del pedal 
del lado hacia el que se desea que gire la aeronave. 

 

1.18.2.- Elementos estructurales y de mando en la posición trasera. 

En la fotografía de la figura 4, tomada durante la revisión general de la aeronave, se muestra 
la parte inferior del habitáculo correspondiente a la posición trasera, entre los dos asientos 
de la aeronave. En ella se pueden observar los elementos estructurales y de mando 
correspondientes a esa posición. 

 

Figura 3.- Esquema del sistema de mando de 
guiñada de la aeronave. 

Figura 4.- Parte inferior del habitáculo trasero, entre los dos asientos de la aeronave. 

Figure 3. Schematic of the aircraft yaw control system.
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1.18.2.- Structural and control components in the rear seat. 

The photograph in Figure 4, taken during the overhaul of the aircraft, shows the floor of the 
rear compartment, between the two seats, and the corresponding structural and control 
components.  

 

The sequence of photographs in Figure 5 shows a person seated in the rear seat of the 
aircraft. In the left image, the feet are resting on the pedals. In the central image, they are 
resting on the structural bars located directly in front of the seat. To avoid interfering with 
the bellcrank of the yaw control, the knees have to be kept apart and the feet pressed down 
on the bars. In the right image, the heels are next to the central tube of the fuselage structure 
and are interfering with the bellcrank, potentially impeding its motion. 

 

 

 
Figure 5.- Possible foot positions in the rear compartment 

Figure 4 – Floor of the rear compartment, between the two seats of the aircraft. Figure 4 Floor of the rear compartment, between the two seats of the aircraft.

The sequence of photographs in Figure 5 shows a person seated in the rear seat of the 
aircraft. In the left image, the feet are resting on the pedals. In the central image, they 
are resting on the structural bars located directly in front of the seat. To avoid interfering 
with the bellcrank of the yaw control, the knees have to be kept apart and the feet 
pressed down on the bars. In the right image, the heels are next to the central tube of 
the fuselage structure and are interfering with the bellcrank, potentially impeding its 
motion.
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En la figura 5 se muestra una secuencia de tres fotografías, con una persona sentada en el 
asiento trasero de la aeronave. En la imagen de la izquierda, tiene los pies apoyados en los 
pedales. En la imagen central, los tiene apoyados en las barras de la estructura situadas 
inmediatamente delante del asiento; para no interferir con la cruceta del mando de guiñada, 
es necesario separar las rodillas y presionar los pies sobre las barras. En la imagen de la 
derecha se han aproximado los talones al tubo central de la estructura del fuselaje y se 
interfiere con los pies en la cruceta, pudiendo llegar a bloquearla. 

 

 

1.18.3.- Manual de vuelo de la aeronave. 

En su declaración (apartado 1.16.1.2), el pasajero indicó que, antes de iniciar el vuelo, el 
piloto le dio instrucciones respecto de las actuaciones en caso de accidente y los aspectos 
a tener en cuenta a bordo del avión, y que entre estos figuraba tener los pies en los pedales. 

Cabe reseñar que en el Manual de vuelo de la aeronave (GT-500 Owner Manual Doc. 907-
01), no se ha encontrado ninguna referencia a posibles instrucciones a impartir a los 
ocupantes del asiento posterior de la aeronave, en general, ni sobre la posibilidad de que 
se produzca una interferencia de los pies del pasajero con el mando de guiñada en el caso 
de que no se mantengan en los pedales durante el vuelo, en particular. Tampoco se ha 
encontrado ninguna referencia a estos aspectos en otros documentos de la organización 
responsable del diseño de la aeronave.  

 

1.19.- Técnicas de investigación útiles o eficaces 

No se han utilizado. 

 

 

Figura 5.- Posibles posiciones de los pies en el habitáculo trasero Figure 5. Possible foot positions in the rear compartment

1.18.3. Pilot Operating Handbook.

In his statement (section 1.16.1.2), the passenger indicated that, before starting the 
flight, the pilot gave him instructions regarding the actions in case of an accident and 
the aspects to take into account on board the plane, including resting his feet on the 
pedals.
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It should be noted that in the Pilot Operating Handbook (GT-500 Owner Manual Doc. 
907-01), no reference has been found to possible instructions to be given to the 
occupants of the rear seat of the aircraft, in general, or about the possibility of 
interference of the passenger’s feet with the yaw control in the event that they are not 
kept on the pedals during flight, in particular. Nor has been found any reference to 
these aspects in other documents of the organization responsible for the design of the 
aircraft. 

1.19. Useful or effective investigation techniques

Not used.
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2. ANALYSIS

The pilot of the aircraft was preparing to go on a local flight lasting 30 minutes, 
accompanied by a passenger, and planned to fly around the traffic pattern of the 
aerodrome. To this end, he filed a flight plan, which was approved, completed the pre-
flight and before-takeoff procedures and, once in the air, radioed the Gran Canaria 
control center.

As part of the flight preparations, he gave instructions to the passenger involving the 
actions to take in the event of an accident and aspects to keep in mind while on the 
airplane, including the instruction to keep his feet on the pedals.

At this point, it should be noted that no reference has been found to possible instructions 
to be given to the occupants of the rear seat of the aircraft, in the Pilot Operating 
Handbook or in other documents of the organization responsible for the design of the 
aircraft, therefore, it is considered that the initiative to give these specific instructions to 
the passenger came from the pilot himself.

After flying around the aerodrome traffic pattern once and doing a touch-and-go, 
during the initial climb phase the pilot noticed that the aircraft was yawing and rolling 
right. He tried to correct it by applying left pedal, but the aircraft did not respond. He 
tried to return to the runway by turning the roll control even more to the right, but he 
was unable to land on it.

Since he was unable to control the aircraft, the pilot decided to do a water landing at 
a beach near the runway 07 threshold. The beach was empty at the time and the water 
was calm. He configured the aircraft for the water landing and touched down on the 
water some 25 meters away from the shore. Although the aircraft sustained significant 
damage, the two occupants only received minor injuries and exited the aircraft under 
their own means. Given the circumstances, the pilot made the right decision, executed 
the emergency maneuver correctly and obtained a reasonable outcome.

After the accident, once the aircraft was out of the water, no signs of pre-existing faults 
or problems were found with either the airframe or the engine. The flight controls on 
the aircraft were also verified to work correctly, with no interference of any kind.

Having ruled out a potential mechanical problem with the aircraft, the only possibility is 
that the accident was caused by the action of one of its occupants. The pilot encountered 
an aircraft that was behaving abnormally and that he could not correct, so it is 
appropriate to consider a possible action by the passenger.

On the one hand, as described in 1.18.2, the layout of the system used to control the 
yaw of the aircraft and the location of its components, with a bellcrank situated on the 
floor of the fuselage, between the pedals and the seat, mean that if the passenger’s 
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feet are improperly positioned, they could interfere with the bellcrank, preventing it, 
and therefore the yaw control, from moving.

On the other, the passenger stated that on his own initiative, and probably without 
being aware of the potential consequences of his action, lowered his feet and rested 
them on the two bars located on either side of the control shaft, on the floor of the 
fuselage, and to be more comfortable in his seat, he rotated his knees outward, as he 
had done on previous flights.

The passenger also sustained an injury to the inside of his right ankle, which is consistent 
with this ankle interfering with the bellcrank and the yaw control cables on that side.

This indicates that the most probable scenario is that the passenger’s feet inadvertently 
interfered with the yaw control, resulting in an abnormal flight attitude. The passenger 
focused on the control problem, not thinking of the possible cause and unaware that 
he was the source of the problem, and kept the control blocked until the aircraft landed 
on the water.

Finally, the fact that the layout of the yaw control system on the aircraft and the location 
of its components make it possible for the passenger’s feet to interfere with some of its 
components and potentially block their movement make it necessary to issue three 
safety recommendations, one to the owner of the aircraft type certificate, other to the 
authority responsible for the oversight of the owner of the aircraft type certificate and 
another to the authority responsible for issuing the certificate of airworthiness for this 
aircraft type in Spain, in an effort to avoid a repeat of the situations like the one 
described in this report.
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3. CONCLUSIONS

3.1. Findings

a)  The pilot of the aircraft was properly qualified, experienced and physically fit, and 
he had a valid license and medical certificate.

b)  The aircraft had been maintained according to the maintenance program 
approved by its manufacturer, and it had valid certificates of airworthiness and 
registration.

c)  The aircraft’s weight and balance were within the allowed limits.

d)  The occupants, the pilot and a passenger, were on a local flight planned to last 
30 minutes, doing laps of the aerodrome traffic circuit.

e)  After doing one circuit of the aerodrome traffic pattern and a touch-and-go, 
during the initial climb phase, the pilot felt the aircraft roll and yaw to the right, 
which he was unable to correct.

f)  Given the impossibility of controlling the aircraft, the pilot decided to land on the 
water near a beach and touched down some 25 meters away from the shore.

g)  After the accident, no signs of any pre-existing failures or problems were found 
with the airframe or engine. The aircraft’s controls worked properly, with no 
interference of any kind.

h)  The layout of the yaw control system on the aircraft and the location of its 
components make it possible for the passenger’s feet to interfere with some of 
its components and potentially block their movement.

i)  The pilot instructed the passenger to keep his feet on the pedals, which the 
passenger, of his own accord, did not do.

j)  The passenger sustained an injury to the inside of his right ankle, which is 
consistent with this ankle interfering with the components of the system used to 
control the aircraft’s yaw.

3.2. Causes

The probable cause of the accident was the inadvertent blockage of the aircraft’s yaw 
control system by the passenger.

In addition, the location of the aircraft’s yaw control system components in the rear 
compartment are thought to have contributed to the accident.
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4. SAFETY RECOMMENDATIONS.

The investigation into the accident of a QUICKSILVER GT-500 ultralight aircraft, 
registration EC-CJ7, at the aerodrome of El Berriel in San Bartolomé de Tirajana (Las 
Palmas – Canary Islands – Spain) on 12 January 2018, reference ULM A-001/2018, has 
underscored how on QUICKSILVER GT-500 aircraft, the layout of the yaw control system 
and the location of its components make it possible for the passenger’s feet to interfere 
with some of its components and potentially block their movement.

In an effort to avoid a repeat of the situation like the one described in this report, the 
following Safety Recommendations are issued:

REC 23/20

It is recommended that Quicksilver Enterprises Inc., as the owner of Type Certificate of 
Airworthiness No. 86-I, issued by Spain’s Civil Aviation General Directorate, and No. TA1CH, 
issued by the Federal Aviation Administration (FAA) of the United States, take the 
appropriate measures, from the point of view of the aircraft’s design, to avoid the 
possibility of having the yaw control system blocked due to the passenger’s feet 
interfering with some of its components in aircraft of this type.

REC 24/20

It is recommended that the Federal Aviation Administration (FAA) of the United 
States, as the authority responsible for the oversight of Quicksilver Enterprises Inc., 
take the necessary actions to ensure that Quicksilver Enterprises Inc. take the appropriate 
measures, from the point of view of the aircraft’s design, to avoid the possibility of 
having the yaw control system blocked due to the passenger’s feet interfering with 
some of its components in aircraft of this type.

REC 25/20

It is recommended that the National Aviation Safety Agency (AESA), as the authority 
responsible for issuing the Certificate of Airworthiness for the QUICKSILVER GT-500 
aircraft registered in Spain, review the process for issuing certificates of airworthiness 
for this type of aircraft in order to avoid the possibility of having the yaw control system 
blocked due to the passenger’s feet interfering with some of its components in aircraft 
of this type.
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