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EXPLOITING

: PRIVATE

OWNER

: PRIVATE

MANUFACTURER

: CIRRUS AIRCRAFT

Country of manufacture

: USA

TYPE

: SR 22

NATIONALITY

: ISRAEL

REGISTRATION DETAILS

: 4X-CWN

PLACE OF ACCIDENT

: MOUNT AINOS OF KEFALONIA

DATE & TIME

: 28. 04. 2009, 16:57

note

: The times are UTC (local
time = UTC + 3h)

SUMMARY
At 09:18 on 28.4.09 the 4X- aircraft arrived at the State Airport of KosCWOand
4X-CWN type Cirrus 22 from ISRAEL. After a while3About an hour later the
planes took off from Kos to Corfu. Along the way, while at an altitude of 9,000
ft, encountered an ice problemand the 4X-CWO aircraft returned and landed
in Athens 4X-CWNthat preceded landed at Zakynthos airport on 15:11 h.Then
his operator 4X-CWN submitted a plan flight view withdestination Corfu and
at 16:44 took off. At 16:51:50h its operatorThe aircraft reported that it was 91
nm from Corfu and on 16:56:11 h thatreturns to Zakynthos. At the call of VET,
at 16:57:16 and16:59:14 h answeredthe co-pilot's wife, in a voice obviously
anxious: "one minute please". Since then, despite the continuous calls of VET,
no answer was received from the aircraft. At17:01 h on the emergency
frequency of the State AirportKefallinias heard a show from Emergency
Locator Transmitter (ELT) ηwhich stopped after Two minutes.On 05.30 h 29.0
4.09 the wreckage of the aircraft was found in an inaccessible mountainous
area of Mount Ainos, Kefallinia at an altitude 4,460 ft.

The Committee for the Investigation of Accidents and Flight Safety was notified of
the accident at 21:00 h on 28.4.09 and with the document EDAAP / 621 / 29.4.09 an
investigation team was appointed headed by Investigator I. Papadopoulos and
members N. Pouliezos Investigator. Tziriti EEK, L. Loukopoulou Specialist in Human

1

Factor. Members of the team were at the scene of the accident at 08:30 h
29.04.09.

Notification of the accident was sent to Israel (country of registration), the
United States of America (country of manufacture of the aircraft) and the
European Aviation Safety Agency (EASA). Accredited representative from Israel
the Chief Investigator has been appointed Itzhak Raz, who having already been
notifiedfor the accident from 21.30 h of 28.04.09 arrived at the scene of the
accidentmorning of 29.4.09. The Investigative Team moved the bodies
afterwardshis arrival.

A draft of the finding has been sent to the Israeli and United States Air
Accident Investigation Authorities for comment in accordance with Annex 13
of the Chicago Convention.

Their comments were included in

finding.
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FACTS

1.1

Flight history

1.1.1

Flight preparation

The pilots of the two aircraft that had flown together several times in the
past, had planned to go from the TEL AVIV of ISRAEL to the ELBA of ITALY, to
take part in the annual meeting of the owners and operators of aircraft
Cirrus (Cirrus Owners and Pilots Assotiation (COPA)), which willwas
conducted by 1 to 3 May and would attend the Download seminarCritical
Decisions COPA.
Three days before the accident, the two pilots met for a few hours with their
trainer on a Cirrus 22 aircraft, whom they continued to consult on their
flights even after completing their training.
According to the instructor, during the meeting the route of the trip, the
ground handling services in each destination, emergencies and the actions
that would be required by each were discussed. The pilot of the accident
aircraft had at his disposal IFR maps and approach maps (Approach plates)
Jeppview (electronic version of Jeppesen AirwayManuals), was not equipped
with maps VFR and used maps fromlaptop and aircraft instruments.
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The trainer advised them to avoid iced flights and VFR flights with limited
conditions, although all the preparation involved performing instrument
flights, and the impression he was given was that there would be no sight
flights (VFR).

1.1.2

The flight TEL AVIV - KOS

The two aircraft took off from TEL AVIV International Airport (SDE-DOV /
ISRAEL) on 05:30 h 28.04.09 with destination the State Airport of Kos. The
planning of the flight included, after Kos, landing in Corfu.
In the 4X- aircraftCW was driven by the pilot and his wife, who was alsoholder of
a degree in private aircraft, and in the aircraft 4X-CWO the pilot and two
passengers.
They took off with a difference of a few minutes of the first from the second and while the flight of
the aircraft 4X-CWO would be conducted according to the rules of instrument flight (IFR) of the
aircraft 4X-CWN would be conducted with visual flight rules (VFR).

With the approach of Kos Airport, the pilot of the 4X-CWO aircraft was the
first to contact at 08:45 h while he was 32 nm from VOR of Kos and requested
an approach procedure using the radio aid K.OS / VOR. The operatorof 4XCWN got in touch at 08:52 h when it was 35 nm southeast ofKos in height
6,000 ft.
The approach was carried out normally and the aircraft landed at Kos Airport at
09:10 h and 09:18 h respectively.

During their stay at the Airport, the aircraft were refueled. The a / f4X-CWN
was equipped with 183 L of fuel. The pilots then received meteorological
information and submitted an IFR flight plan for Corfu via KOPAR -L995 - KRK.

1.1.3

The flight KOS - ZAKYNTHOS

On the 12th:07 h the two pilots came in contact with the Airport Control
Tower(PEA) of Kos Airport, who informed them that Eurocontrol had changed
the route they had requested for Corfu. The new route given to them was
GILOS -BRAVO 34 - ARA / VOR - H51 - KESAL - KERKIRA,
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FL100 (Annex A). The pilots of the two aircraft repeated the route toPEA and
12:17 h (α / φ 4X-CWN) and at 12:20 h (4X-CWO a / f) requested permission to
start. Before taking off, the PEA repeated the new route they would follow
and the pilots repeated it again.
At 12:31 h the 4X-CWN took off while the 4X-CWO took off afternine minutes
at 12:40 h.On the 12th:37:28 h the 4X-CWN aircraft was at a height of 5.500 ft
and his VETKO Airport authorized the operator to contact RADARAthens. The
12.39 h while passing 6500 ft, the operator contacted the RADAR Athens
(124,475 MHz), he was identified and the VET asked him if theits final height
would be FL100.
The pilot replied that he would prefer a lower height if possible. VET initially
authorized him for FL90 and reminded him that after MILOS /VΟR maybe
should go up to FL100. The Governor replied that he would go up to FL100.
At 13:05 h his VET RADAR Athens, due to the fact that the route from
DIDIMON /VOR to the NEMES reference point passes through the Athens
terminal area, asked the aircraft operator to contact the Athens Approach (
132.975 MHz).At 13:35 h the operator of the aircraft, which had already
passed the MILOS / VOR, contacted the Athens Approach stating FL90.
At 14:05 h the Approach of Athens turned him on the RADAR of Athens. On
the 14th:07:50 h the operator of the aircraft, which was now 10 nm north of
the cityTripoli and 5 nm south of runway B.34, contacted the R7 sector of
RADAR Athens, reported FL90 and asked, due to the risk of freezing, to go
lower to FL70. VET informed him that the minimum flight altitude (meaning
Minimum Flight Level) on the route followed by the aircraft to ARAXO isFL100
and should go up to FL100, telling him "4X-CWN the minimum flight altitude

on course to ARX is 100, so you have to climb 100. ”The pilot came back
saying "I want to go down" and while VET asked him if he wanted to go back
the pilot replied "Right, I'm in danger of freezing",However, he continued his
course and VET allowed him to go down toFL80.
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On the 14th:14:50 h the operator reported to 7,800 ft and requested a further
descent toFL70. VET pointed out to him that the minimum flight altitude was
FL100 and allowed him to remain at his current height, pending further
instructions.

At 14:18 h the VET requested from the pilot who was 25 nm to ARA / VOR to
go up to FL80 and, if possible, continue for FL90. Οpilot replied that due to
frost he could not climb the FL90 and finally got the authorization to climb
and stay in the FL80.On the 14th:23 h the pilot asked to continue for ARAXOS
- CORFU. His VETrepeated that the minimum flight altitude is FL100, that
there are mountains (in the area) and asked him to climb if he could on FL
100.At 14:37 h and while the a / f was located 30 NM about from ARA / VOR
the pilot asked if it was possible to land in Agrinio. EEK informed him that
Agrinio Airport is closed and that the nearest Airport is Kefalonia. The pilot,
who stated that there were no more freezing conditions, requested and
received the Corfu weather which was:"WIND FROM 030º 3kt, VISIBILITY 3

km, FEW AT 800 'SCATTER AT 1800', CB SCATTER AT 2000 ', TCU BROKEN AT
1500', TEMPERATURE 12, QNH 10, DEW POINT 10 CORRECTION QNH 1008 ”.
Asked by VET on14:45 if it will continue forCorfu or not, the pilot stated that
he would head to Kefalonia and asked for the weather in Kefalonia. The
aircraft at that time was above Lefkada and was 45 meters awaynm from
Corfu. VET informed him that Kefalonia was closedand that his choices were
Zakynthos or Araxos. The Governor replied that he would go to Zakynthos
and asked for the meteorologist of Zakynthos.
VET gave him the meteorological which was: “WIND FROM 180º, 20 kt,

VISIBILITY 10 km, FEW AT 1000 ', FEW AT 1800', TCU SCATTER AT 3000 ',
BROKEN AT 8000', TEMPERATURE 18, DEW POINT 12, QNH 1009”, The course
he had to follow and when asked by the pilot if he knows the procedures for
Zakynthos airport, the pilot replied “I have themprocedures in GPS but I do

not have the heights " ("I have on the GPS the procedures but I do not have
the levels.")
At 15:01 h he reported that it is out of clouds but there are clouds lower and he is
still flying with IMC conditions heading for the VOR of Zakynthos.
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At 15:03 h he contacted the Zakynthos PEA and at 15:10 h he landed at
Zakynthos airport.
The pilot of the 4XCWO aircraft, which followed the same route, while
passing the DIDIMON /VOR and was in contact with the Athens Approach,
took on 14:16 h order from VET, which had in mind the report of 4X-CWNon
ice, turn right on a 340º course to Corfu. The pilot turned to the new course
and on14.34 h informed VET that in FL100 thatthere were freezing conditions
and requested an immediate 180º turn for another destination with better
conditions.
EEK gave permission for a 180º turn and the aircraft finally landed at Athens
International Airport.

1.1.4

The flight ZAKYNTHOS - CORFU

After landing in Zakynthos, according to a statement from the Airport
Service, the pilot of the aircraft was informed by telephone by the Corfu
Meteorological Office about the weather in Corfu and expressed his intention
to leave again for Corfu. At16:20 h submitted a plan flight view to Corfu. The
route indicated on the flight plan was ZAK -KFN - KRK, the speed 160 kt, flight
level 40 and travel time 30 minutes.
The meteorological conditions of Zakynthos and Corfu, according to EEK,
allowed a VFR flight and the pilot informed her that she had taken a long trip.
The meteorological of Corfu15:50 h was "06008KT 6000 - RA SCT008 FEW018CB

SCT025 BKN080 12/11 Q1009 RETS RMK CB SE 18 KM. ” Themeteorological of
Kefalonia at 16:00 h was "18012KT 9999 FEW018 SCT020 BKN080 17/14 Q1009. ”
At the same time, the TAF of Corfu were:"LGKR 281100Z 2812/2912 15020KT

9999 FEW020 SCTO30 BECMG 2818/2820 14010KT PROB40 TEMPO 2812/2912
6000 RA SCT015 BKN025 PROB30 TEMPO 2812/2818 3000 TSRA SCT006
FEW018CB BKN020 =" and "LGKR 281700Z 2818/2918 15020KT 9999 FEW020
SCT030 PROB40 TEMPO 2818/2824 6000 RA SCTO15 BKN025 PROB30 TEMPO
2818/2824 3000 TSRA SCTO10 FEW018CB BKN020 PROB40
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TEMPO 2910/2915 6000 RA SCTO15 BKN025 BECMG 2910/2912
22010KT =”

The aircraft took off at 16:44 h and when asked by PEA Zakynthos how high it
would like to fly initially, he replied: “I would first like to fly at 2,500 ft”.At 16:
46 h the operator reported 6 nm from the airport and the PEA of Zakynthos
asked to get in touch with the Andravida Approach under whose control the
area he was going to fly to Corfu was. On the 16th:47 h the operator
contacted Andravida Approach and reportedthat is 8.5 nm from Zakynthos to
Kefalonia. Andravida gave him the QNHand asked him to report 30 DME
away from Zakynthos.
The pilot then asked Andravida about the weather in her area saying (“Do

you know a weather report in your area? ”)At 16:48 h the pilot called
Andravida and asked: 'Where do you want toare we reporting? " (“Where do

you want us to report? ”). Andravida answered"Continue in the direction of
Corfu, keep 2500 or indicate if you want to go up" ("continue direct to Kerk
ira, maintain 2500 or report if you wish toclimb ”).
At 16:49:24 h Andravida gave the weather of Kefallinia saying: “WIND FROM

170 DEGREES, 12 KNOTS VISIBILITY IS 5 KM, MIST, CLOUDS FEW, 1500 FEET,
SCT 1800 TCU, BKN 2500, TEMPERATURE 17º C, 14 DEW POINT”.The operator
confirmed the download and stated his position saying "My positionat the

moment it is 91 nm from Corfu, my direction is 333 ° » (“My position is right
now 91 miles from Kerkira, my direction is 333° ”). Andravida replied that she
exercises only procedural control, has no radar and asked the pilot to report
30nm from Zakynthos on the trail to Corfu. THEthe operator's response was

"We will report 30 nm from Zakynthos » (“we will report 30 miles from
Zakinthos”). From16:51:06 h until 16:52:32 h Andravida talked to Prevezaand
was informed that the weather is bad 30 nm west of Preveza (iein the area
between Kefalonia and Corfu). At 16:52:45h ηAndravida repeatedly called the
aircraft, without response.
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On the 16th:53:30 h the pilot answered Andravida saying: "I'm going back to

Zakynthos. My position is25 nm from Zakynthos "("I am going back to Zakinthos. My
position is 25 miles north of Zakinthos ”).On the 16th:54:46 h a female voice was
heard from the a / f saying: "One minuteyou are welcome" (“Just a minute please”).
At 16:56:25 h on the Andravida frequency, but from a recording that has only been
doneon the tape recorders of Zakynthos State Airport, a female voice was heard
saying "help please" (“help, please”).At 16:56:27 h Andravida called the aircraft twice
and at 16:56:45 hagain a female voice was heard visibly anxious to say "Just a

moment please"(“Just a minute please”).

In the continuous broadcasts that followed from Andravida to the a / f, no
answer was given.
At 16:57:26 h in the PEA of Kefalonia, a sound was heard in the danger
frequencyemitting ELT, which 2 minutes later it stopped. Phase declared
alarm and alarm from the Athens Regional Control Center (ATHINAI ACC) and
helicopter SUPER PUMA and a / f C-130s rushed to the area towardssearch of the
aircraft.

The 21:30 h of 28.04.09 police officers who were searching the area from the
ground, saw a small fire in an inaccessible area on Mount Ainos in Kefalonia.
Special Unit of the Fire Service (EMAK) that was transported from Patras by C130 and men of the special forces of the Air Force,climbed in the above area
and 02:30 of 29.04.09 located the wreckage of the aircraft on the SW side of
Mount Ainos in N. Kefalonia, in an inaccessible area with coordinates 38 ° 08
́05.29΄΄ N, 020 ° 39΄ 43.65΄ ́A, inclination approximately 45% and altitude 4,
460 ft (photo 1). Based on the traces on the ground, the aircraftcollided with
the rising ground and in a NW direction.
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Photo 1

Photo 2
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1.2

Facial Injuries

Crew

Injuries

Passengers

Others

Deadly

2

0

0

Serious

0

0

0

0/0

0/0

0/0

Light / Nobody

1.3

Aircraft Damage

From the collision and the fire, the aircraft was completely destroyed (photo.
2).

1.4

Other damages

No further damage was caused.

1.5

Crew Information

1.5.1

Governor

Man, aged 62 years.
Degrees:

Private pilot license

Abilities:

On land single-engine airplanes with a maximum
take-off mass of 12,500 LBS acquired on 17 April 2011
(GROUP A).
In light multi-engine reciprocating aircraft acquired
17.12.02 (GROUP B).

Specialty:

Instrument flight GROUP A acquired
25.6.02.

Flight experience:

666 hours until December 2008, of which417 in a / f
SR 22 as Captain, with 95 hours of instrument flight.
Repeated flight test in type: 02.02.09.Periodic
instrument flight control: 02.02.09.
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Health certificate: Class II in force until 15.05.09 with the observation
to wear myopia glasses.

According to the instructor, with whom he flew a few times a year, the pilot
had good flying skills, was conservative in his decisions, and did not seek
risks. He flew regular intercity flights (IFR), and had someexperience in flights
with IMC conditions.

1.5.2

Co-Governor

Woman, aged 60 years.
Degrees:

Private pilot licenseIn single-engine land planes with

Abilities

maximum masstake-off 12,500 lbs acquired on 7.2.02
(GROUP A).

Flight experience:

303 hours until March 2006, of which 60 hours as
Governor. Repetitive volatile
type check: 29.01.04.

Health certificate:

Category II in force.

According to the trainer, the co-pilot (and the pilot's wife) flew as a pilot (PIC)
on the couple's domestic and international flights in the past. He did not
know whether the co-pilot was involved in the preparation of this trip, but
from his experience, the two pilots often flew together while he often heard
from them about the excellent cooperation they had in the aircraft at the
time of the flight. The trainer stated that he did not know why the co-pilot did
not keep her flight booklet up to date, but that he himself had given her the
recurrent check in 2009.

1.6

A / F Information

Manufacturer

: Cirrus

Model

: SR22

Row number

: 1678

Year of construction

: 2005
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Certificate Registration:Registered in the a / f registers of the Israeli Registry

the 01.03.06, Certificate Number 1266
Certificate of Airworthiness: Last PPI was issued on 11.3.09 in
valid until 10.3.2010.
Motor

: Continental 10 - 550 - N

Propeller

: HARTZEL type PHC-I3YF-IRF

1.6.1

General information

The SR22 type aircraft is a single-engine, four-seater aircraft in the category
of Technologically Advanced Aircraft (Technically Advanced Aircraft -TAA). The
US Civil Aviation Authority (Federal Aviation Administration) names each
aircraft equipped with "new generation" avionics that take full advantage of
computing power and modern naval aids to improve operator awareness of
space location, and provide weather and terrain information. TAA aircraft are
equipped with a moving-map display, GPS approved for instrument flight
and autopilot.
The SR22 goes beyond the classic definition as it is equipped with a glass cockpit
which houses two large screens of 10.4 inches each. (Figure 1) The Primary Flight
Display (PFD) appears on the left (replacing the classic six-packor set of round
dial mechanical instruments). M appears on the rightultifunction Display (MFD).

Picture 1
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The aircraft of the accident had the following equipment:

Auto pilot (Sys 55X Autopilot Prgmmr)
Integrated suite: Avidyne Flight Max EX5000C MFD (MultiFunction Display)
and PFD (Primary Flight Display) TAWS (KGP 560)

GNS (Garmin) 430 (GPS / COM / NAV) (dual)
GMA 340 Audio Panel
Engine Monitoring (EMax)
Stormscope
Mode A / C Transponder

1.6.1.1 Primary Flight Display
The left display, right in front of the operator, is the PFD. It is actually divided
into two: the upper half of the screen contains the electronic attitude
direction indicator (EADI), and the lower half of the screen displays the
horizontal situation indicator (EHSI). In the center of EADI is the attitude
indicator, with standard bars and turn hashes while on the left and right side
there is airspeed tape and altitude tape and vertical speed indicator (VSI),
respectively.
The PFD combines displays of up to 9 independent round-dial gauges on one
display, e.g., air speed, height, direction, vertical speed, navigation aid source,
and tilt indicator.

1.6.1.2

MultiFunction Display

The right display in the center of the panel (to the right of the operator) is the
MFD. MFD displays a variety of different information pages. The operator can
choose between: moving-map (including this location), engine tracking,
checklists and performance, weather, traffic information, trip details, fuel,
and other pages depending on optional equipment (e.g. maps and
awareness soil).
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Example: MAP page (left) and

WEATHER page (right)

The MAP page shows the ground heights in color but, according to the
manufacturer's manual, is for advisory purposes only and not must be used
for shipping.

Page TERRAIN
The page TAWS (Terrain Awareness Warning System) at EX5000C works togetherwith
the EGPWS (Ground Proximity Warning System). Any yellow or red markingson the
TAWS page indicates imminent danger due to ground or obstacle.

If a ground or obstacle warning occurs while a page other than TAWS is
selected in the MFD, a warning message is given in the Message Bar.
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1.6.1.3 Terrain Awareness Warning System (TAWS) (KGP560)

The accident aircraft was also equipped with one Honeywell KGP 560 Terrain
Awareness / Warning System (Enhanced Ground Proximity Warning System EGPWS). This system uses databases forterrain, obstacles, runways, and GPS
and altitude information (regardless of the altitude setting by the operator)
to provide Alerting and Warning functions. In addition to audible warning
signals, the system also provides visual warning signals that appear on the
Garmin unit. The databases are contained in a card that must be installed by
the operator on the computer for its proper operation. There are 3 databases
(Americas, Atlantic,and Pacific) and it is up to each operator to determine
which databaseto buy and install. The plane of the accident was purchased
with the Atlantic database, which contains Greece and Israel.

According to the KGP 560 Operator's Manual (Honeywell, Version 7, Oct /
2005), during normal flight, the system indicates the position of the aircraft
in relation to the surrounding terrain / terrain and known obstacles. If the
aircraft flies to an area where a collision with the ground or an obstacle is
imminent, the system provides visual and audible warning signals. The
system also provides a "look-ahead" function (independent of Terrain
AwarenessDisplay), which comparescourse of the aircraft with the ground,
obstacles and distance from runways (data from the database). When this
function detects ground at a distance covered in one minute, the audible
warning "Caution Terrain, Caution Terrain" is given. The operator must adjust
his course accordingly in order to move away from the threatening agent
until the warning is silenced. If the course of the aircraft continues to the
threatening factor, the audible warning is repeated every 7 seconds. The
pilot must act immediately and adjust the course of the aircraft. If the aircraft
approaches in about 30 seconds from the threatening factor, the warning
"Terrain Terrain, pull up" is given continuously.
Visual warning signals are given in the Notice Board(Annunciation Panel).
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TAWS Annunciation panel
If TAWS is configured to display information on its map MFD,the distance of the
aircraft from an obstacle is represented by:

- Green: the distance is safe
- Yellow: the ground is too close to or above the height of the aircraft - the
aircrafthas no safe distance

- Red: the ground is higher than the aircraft (at least 2000 ft) - το α / φhas
no safe distance and collision may not be unavoidable.
According to the manufacturer, the system must be checked before flight for
proper operation by pressing the self-test button on the TAWS Annunciation,
usually during the pre-flight test. This action is not in the checklist but is
listed as a supplement to Cirrus's POH (Pilot's Operating Handbook)
Appendix. Operators should be familiar with these Annexes.

1.6.1.4

Unit GPS Garmin 430

The "heart" of the avionics system is the Garmin unit 430 GPS which is used
to track the position of the aircraft and its course. The unitGPS also allows the
combination of additional features such as the Terrain Awareness Warning
System, the Skywatch traffic avoidance, etc.
The operator can choose from a number of different displays of information
relating to navigation, reference points and route (navigational, route /
waypoint) and airports.

1.6.1.5

Other equipment on the aircraft

According to the instructor, the operator was using a JeppViewManuals
(electronic version of Jeppesen Airway Manuals), which can
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read or print from a personal or laptop computer. According to the publisher,
this version is intended for use on the ground and printing the necessary
maps for a flight is recommended before the flight. Themanuals mustto be
renewed at regular intervals by the operator.

1.7

Meteorological Information

METAR LGKR
LGKR 281550Z 06008KT 6000 –RA SCT008 FEW018CB SCT025 BKN080 12/11
Q1009 RETS RMK CB SE 18 KM =

LGKR 281620Z 07008KT 9999 SCT008 FEW018CB SCT025 BKN080 13/11
Q1009 CB SE 20 KM =

LGKR 281620Z 07008KT 9999 SCT008 FEW018CB SCT025 BKN080 13/11
Q1009 BECMG TSRA =1
LGKR 281720Z 14006KT 9999 FEW008 SCT080 14/10 Q1009 RMK FEW 180 =

TAF LGKR
LGKR 281100Z 2812/2912 15020KT 9999 FEW020 SCTO30 BECMG 2818/2820
14010KT PROB40 TEMPO 2812/2912 6000 RA SCT015 BKN025 PROB30
TEMPO 2812/2818 3000 TSRA SCT006 FEW018CB BKN020 =

LGKR 281700Z 2818/2918 15020KT 9999 FEW020 SCT030 PROB40 TEMPO
2818/2824 6000 RA SCTO15 BKN025 PROB30

TEMPO 2818/2824 3000 TSRA SCTO10 FEW018CB BKN020 PROB40
TEMPO 2910/2915 6000 RA SCTO15 BKN025 BECMG 2910/2912
22010KT =

1 Note

: After the release of the first METAR at 16:20 h with the indication

CB SE 20 km, the National Meteorological Service immediately issued a new one
METAR with a two-hour forecast for the trend of changing weather (TREND
FORECAST), ie that a storm was expected at the airport (BCMG TSRA).
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METAR LGKF

LGKF

281600Z 18012KT 9999 FEW018 SCT020 BKN080 17/14 Q1009 = 281700Z

LGKF

19012KT 5000 BR FEW015 SCT018TCU BKN025 17/14 Q1009 RMK BKN080 =

SPESI
SPGR 91 LGKF 281612

LGKF 281612Z 18011KT 5000 BR FEW015 SCT018 BKN025 17/14 Q1009
BKN080 =
TAF LGKF
LGKF 281100Z 2812/2821 14015KT 9999 FEW015 SCT030 PROB40 TEMPO
2812/2821 6000 RA SCT010 BKN025 PROB30 TEMPO 2812/2818 3000
TSRA SCT008 FEW018CB BKN020 =

LGKF 281400Z 2815/2824 16015G25KT 9999 SCT020 BKN080 PROB40
TEMPO 2815/2824 6000 RA PROB30 TEMPO 2815/2821 3000 TSRA
SCT010 FEW018CB BKN020 BECMG 2816/2818 27015KT =

METAR LGZA

LGZA

281450Z 18016G27KT 9999 FEW010 FEW018TCU SCT030 BKN080 18/12
Q1009 =

LGZA

281750Z 18012KT 7000 SCT008 FEW018TCU BKN030 16/13 Q1009 =

TAF LGZA
LGZA 281100Z 2812/2821 14015KT 9999 FEW020 SCT030 PROB40 TEMPO
2812/2821 6000 RA SCT010 BKN025 PROB30 TEMPO 2816/2820 3000
TSRA SCT008 FEW018CB BKN020 BECMG 2816/2818 20015KT = LGZA
281400Z 2815/2824 20015G25KT 9999 SCT025 BKN070 PROB40
TEMPO 2815/2824 6000 RA SCT015 BKN025 PROB30 TEMPO
2815/2821 3000 TSRA SCT010 FEW018CB BKN020 BECMG 2816/2818
27015KT =
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1.8

Radio aids

THE

Zakynthos and Kefallinia Airports have DVOR / DME. Corfu Airport has
DVOR / DME, RADAR approach

and

automatic airport information service (ATIS).
The aircraft during the route KOS - ZAKYNTHOS was served by the Air Traffic
Control Services of KEPATH and the ATHENS Approach and used the radio
aids that exist on the route.

1.9

Communications

The Investigative Team, together with the accredited Israeli representative,
carefully analyzed the ground and aircraft communications as well as the
telephone communications between the auditors.
The communication between the aircraft and the ground stations with which it came in contact
was good, with the exception of the Zakynthos - Corfu section where there were moments when
the aircraft and the Andravida station were broadcasting simultaneously.

1.10

Airport Information

Zakynthos and Kefallinia airports are in the terminal area of Andravida
airport, which exercises procedural control of approach to them. They are
State, International airports and their opening hours are variable depending
on the requirements of the passenger traffic.
NOTAMS Β0208/09 and B0171 / 09 respectively determined their operating
hours. According to them, on 28.04.09 Zakynthos Airport was open from
03:30 until 04:30 h, from 07:30 h to 13:00 h and from 15:00 huntil 17:30 h,
while the 29.04.09 from 15: 30h to 17:30 h.The Airport of Kefallinia on the
28th.04.09, operated from 05:00 h to06:30 h and from 17:00 h to 18:45 h.

1.11

Flight Data Recorders

The aircraft was not equipped with flight data recorders as there was no
obligation to do so. PFDs, MFDs and integrated electronics
These circuits, from which information may have emerged, were destroyed
due to the fire that followed the collision.
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1.12

Debris and Impact Information

The aircraft, having a NE course, collided on the SW side of Mount Ainos in
Kefallinia in an area with an altitude 4,460 ft and slope 45°. From the impact
traces it seems that the aircraft came in contact with the ground with the
lower part of the fuselage and given the large slope of the area it is
concluded that it was rising with great foresight. After the collision and
without any scattering of debris, the aircraft moved for a while upward
sliding and then due to the slope of the area it slid backwards. The slip
stopped when the straps of the parachute with which the aircraft was
equipped(Cirrus Airframe Parachute System - CAPS) were involved in a bush.
From the factthat the straps had been extended while the parachute dome
had not been developed, it is concluded that the parachute mechanism was
triggered by the impact on the ground.

1.13

Medical and Pathological Information

The piles of both occupants had their limbs charred
incinerated. At the autopsy, no evidence of alcohol or other substances was
found in either. Their deaths came from injuries compatible with an air strike
on the ground.

1.14

Fire

After the collision, a fire broke out which completely destroyed the cockpit
and the main part of the fuselage. The fire was long lasting because9:30 p.m.
h, four hours and thirty minutes after the collision, there was still a fire (the
one identified by the police investigating the area).

1.15

Survival Processes

Both occupants of the aircraft were in their seats in the cockpit. The seat belt
mechanism was fastened while the straps were incinerated. The pilot's wife
was on the left side of the cockpit.
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1.16

Checks and Investigations

Representation flight was performed with type aircraft Cirrus SR22 with the
sameequipment with the accident aircraft. The flight followed the initial
course of the accident aircraft to Corfu and at the point where it is estimated
that the pilot decided to return to Zakynthos, the autopilot was given the
option "GO TO ZAKINTHOS. ” The aircraft turned right and headed south,
having at a very short distance to its left the main volume of Mount Ainos.

1.17

Additional Information

1.17.1

Testimony of hearing witnesses

At the foot of the mountain that collided with the aircraft, there is a village, whose
residents heard the noise of the engine of the aircraft. The village has an altitude of
300 ft and is at a distance3.5 about SW, from the point of impact.

The testimonies taken from four residents who heard the noise, all coincide with
the fact that: at 20:00 h (UTC 17:00) around 28.04.09, they heard the sound of an
airplane engine flying low over the village. The sound was heard for about five
minutes and was sometimes loud and sometimes weak. There was cloud and fog
in the area and for this reason, even though they heard the aircraft, they could
not see it. Everyone had the impression that there was a problem and the
question why the aircraft was walking near the mountain.

1.17.2

Educational Programs for Cirrus A / F

According to the Operation Manual (Flight Operations Manual) ofcompany
Cirrus, the aircraft operators type Cirrus have to watch theeducational
programs Cirrus Transition Training Course or the Cirrus Standardized
Instructor Program (CSIP) before taking on the role of managergovernor in
a / f Cirrus.The aircraft operators Cirrus must go through recurrent training
at the relevant training centers (Cirrus Standardized Training Center (CSTC))
or with a special trainer (Cirrus Standardized Instructor (CSI)) underthe
guidance of its Training Plan Cirrus (Cirrus Pilot Learning Plan). THEtraining
focuses on aeronautical decision making, risk management (risk
management), and

21

aviation education (airmanship), resulting in its increasehandling capacity.
Pilots with an instrument flight license must complete a re-flight instrument
test (instrument proficiency check) each 6 months.
Following two fatal accidents in January 2003, the Cirrus Aircraft Owners and
Operators Association (Cirrus Owners and Pilots Association (COPA)),
together withthe Cirrus Design and insurers, created training and instruction
material aimed at improving security, training, and the decision-making
process.
Her Critical Decision Making seminar COPA (Critical Decision Making (CDM)
seminar) is an interactive, free seminar lasting half a day andgeneral aviation
safety issues, accident analysis - including aircraft accidents Cirrus - and aims
atcreation of safety techniques (safety routines) for each operator. The
programCirrus Pilot Proficiency lasts an entire weekend andaddressed to
owners Cirrus and their partners. It concerns knowledge andflying
proficiency exclusively for aircraft Cirrus and includes management issues
available resources for aircraft operated by a single operator (Single Pilot
Resource Management). The Program is conducted in the USA. but also in
Europe, and offers ground and air modules with experienced, certified
trainers (certified Cirrus Standardized Instructor Pilots).
The operator after the purchase of the aircraft had attended the first training
program, Cirrus Transition Training Course.
1.17.3 Analysis of Data from other accidents with Cirrus SR2X aircraft

From the production of the Cirrus SR20 in 1999 to 2009, 55 accidents with Cirrus
independent type (SR2X) aircraft have been recorded internationally (data
provided on the COPA website). The analysis of the findings indicates the
operator as a possible cause in97% of them (in total 37 findings in which possible
causes have been named). Most (75%) of the operators were generalexperienced
(had a high number of flight hours (400) but only 18% of them hadsignificant
number of flight hours (>400) in the type (31% of them had between 150 and
400, while 44% of pilots had less than 150 hours in the press).
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More than half (58%) had a degree in instrument flying. A little bitmore than
half (54%) accidents occurred in conditions IMC, while 38%of the accidents
related to flights that were performed IFR. It is remarkablethat about the
24% of accidents involve flights in which the pilot,while flying VFR, found in
IMC conditions (indicating loss of consciousnessstatus). The38% of accidents
involve IFR flights in IMC conditions(indicating lack of experience).

1.18 Useful or Effective Investigation Techniques
It does not apply.
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2

ANALYSIS

2.1

Operator

The pilot remained in contact with his instructor, even after the end of his
training, and sought his advice in preparation for his long journey to Italy.
This indicates a conscientious operator who, although experienced, values
the additional advice that can be offered by another, obviously even more
experienced operator. However, it is noteworthy that the trainer was given
the impression that no flights would be operated during the trip.VFR.

2.2

The Flight Tel Aviv - Kos

As the takeoff from Tel Aviv took place on 05:30 h, the awakening of the pilot
and his wife took place at least on 04:00 h, if not earlier. Waking up so early
in the morning was probably not the usual thing for the 62-year-old pilot and
his wife and would cause some disorientation of their circadian rhythm. This
was followed by a four-hour VFR flight in an unfamiliar environment and then
a three-hour stay at Kos airport. At12:31 htook off from Kos for 2:40 h,
second leg of the voyage the pilot was already awake 08:30 h.

2.3

The Flight Kos - Zakynthos

Although the change in flight plan submitted by Eurocontrol did not lead to
major changes to the requested route, the change in Flight Level (FL), from
FL80 requested in FL100, caused dangerice in the aircraft, which definitely
increased the workload and intensity of the operator. Eight minutes after
takeoff and while the aircraft was at 6500ft rising, the pilot, fearing that he
would face freezing conditions, asked for a lower altitude than the
authorized FL100 and was given the FL90 up to the MIL / VOR. At 14:07 h
while the MIL / VOR had passed and was still on the FL90, he reported a risk
of freezing and insisted on landing on the FL70, although his VET clarified
that the minimum flight level on the route for ARAXO VOR is FL100. When, at
his insistence and the risk of freezing he said he was facing, the VET asked
him if
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He wants to go back, the pilot replied "I'm right, I'm in danger of freezing",
but he continued on his way and VET finally gave him permission to go down
to FL80. Treating the situation in this way by a non-professional pilot with a
limited number of hours of instrument flight suggests a rather aggressive
attitude and obsession with achieving the goal despite all the difficulties. The
pilot of the other aircraft (4X-CWO) that was flying with him, also facing ice
problems, changed 180 ° and landed in Athens.
The action of VET also, which in the face of the risk of freezing reported by
the pilot and his obsession to continue the flight succumbed and allowed
flight below the minimum flight level of BRAVO
34, was not appropriate and was fraught with danger.At 14:37 h, the
operator without stating the reason while clarifying that nowas now facing
freezing conditions and while the flight plan had Zakynthos airport as an
alternative airport, it requested to land at Agrinio airport. Agrinio airport is
military and needs at least 48 hours notice and relevant approval to accept
aircraft, unless of course the aircraft is in a state of emergency. VET informed
the pilot and informed him that if he wants to land, the nearest airport is
Kefallinia. The pilot continued his journey north to Corfu, asked for and took
the time of Corfu airport and while he was 45nm fromCorfu, at 14:45 h stated
that he was returning to Kefalonia.
Although the pilot still did not mention the reason for the return, it is most
likely that since there was no longer a risk of freezing, the weather given to
him for Corfu or the weather he was facing, finally made him while he was 45
nm fromCorfu, to decide his return to Kefalonia which was away from the
position that was about 93 nm.
Fatigue may also have played an important role in this operator's decision. At
the time of his decision he was now awake for 11h - and its intensity (stress)
flight under freezing conditions undoubtedly added to this fatigue. In
addition, the hours during which all this happened coincide with the low daily
level of circadian rhythm, which means that a person, especially when his
sleep cycle is already disturbed, feels quite drowsy.
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It is possible, therefore, that the pilot felt that he was no longer in the mood
and / or ability to cope with the difficult conditions and preferred to be back
on the ground to rest, or at least to change the environment a little and
rejuvenate.
Three minutes after the change of route to the south in order to land in
Kefalonia, EEK informed the operator that the airport of Kefalonia is closed
and offered him to land in Zakynthos, which was 28 nm further southon its
course and provided him with information on the approach and landing
course. The operator stated that he has the procedures on the GPS but not
the heights. This statement was probably made because the pilot, although
he had declared Zakynthos airport as an alternation airport, did not have the
approach charts, since these were on the laptop and he may have thought
that there was no time to retrieve them. The same charts on the GPS module
are partial descriptions of the instrument approaches and are not approved
for IFR air navigation.
At 15:10 h the pilot landed the aircraft at Zakynthos airport, being 12 h on
alert of which the last three in flight downfrom stress.

2.4

The flight Zakynthos-Corfu

2.4.1

Decision to operate the flight

According to NOTAM Β0208/09, Zakynthos airport on 29.04.09 opened at
15:30 h. It is possible that the pilot was informed of this after landing at the
airport. During his stay on the ground, approximately 1:30 h, the operator
contacted the meteorological station of Corfu airport by phone.
When submitting the flight plan, the pilot stated that he had received the
flight time. The flight plan stated: routeZAK - KFN - KRK,speed 160 kt, OP40,
flight duration 30 min and the operator name asGovernor (Pilot in
Command). The meteorological bulletin of Corfu thattime theoretically
allowed flight VFR, however, the conditions were not idealfor flight to an
unknown area. A weather report, of course, is better
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understood and appreciated more correctly in combination with the relief of
the area. The pilot's decision was rather optimistic and raises questions
about the pre-flight preparation. According to his instructor, the pilot was
flying with mapsVFR on laptop. Theoretically, thesemaps were used on the
ground to prepare the flight. The other important source of information,
however, is that of the terrain depicted in the MFD with the corresponding
database and which can provide protection by avoiding ground (terrain
avoidance protection), was available only in flight, andso it was useful only
after the important decision to take off / fix (go / nogo) had already been
taken.
The final decision of the pilot to take off from Zakynthos airport was probably
influenced by 3 factors:
Get-home-itis: It is the phenomenon that describes the tendency to
wantto return home (get home) or fulfill a goal,expressed as a function of
distance from home or target. The shorter the distance, the greater the
tendency to achieve the goal. This natural tendency often characterizes
the decisions of operators, when e.g. decide to attempt to land or take
off from an airport despite unfavorable meteorological reports, and insist
on flying in marginal VFR conditions that eventually lead to IMC
conditions.
The decision-making process relies heavily on the way in which an
operator "frames" the impending situation, for example approaching an
airport where bad weather prevails. If the pilot treats the situation with
reference to potential costs (loss of time, fuel costs if the flight continues
to an alternative airport), then he is more likely to accept more risks and
choose to continue to his original destination. Conversely, if he perceives
the situation with reference to the expected profit (security), then the
operator is more likely to avoid the risk and choose to change
destination. Research studies show that as the target approaches, for
example, as the aircraft approaches the destination airport,
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in cost - and many pilots decide to go ahead and land rather than change
their destination (O'Hare & Smitheram, 1995)2.
The pilot of the accident aircraft, although not in the air and his decision
had nothing to do with approach but departure from the airport, may
have been similarly affected by the phenomenonget-home-it is. The
relatively high number of flight hours (>400 hours in the press) may have
mistakenly reinforced his perception that it was possible (and prudent) to
attempt to fly to his final destination. The lighting conditions were still
good (sunset on17:11 h) and they allowed herVFR flight.
In fact, the operator may have already begun to show symptomsgethome-itis on a larger scale when he insisted on flying for a long time
space at risk of freezing - unlike the pilot of the other aircraft he was
traveling in, who chose to change course and land at Athens
International Airport.
Certainly, the most aggravating factor must have been the fact that, if he
decided to spend the night in Zakynthos, he could not take off until 15:30
h the next day due to its opening hoursAirport. Such a delay would mean,
in turn, a significant delay in the couple's arrival at their final destination
where they had a specific purpose and plan to follow. Having been
forced, the pilot, to deviate from his original course and having ended up
in Zakynthos, in a way, he may have felt "trapped" on the island, with the
only way out being the immediate departure again.Overconfidence in
own abilities: The operator may have underestimatedthe risk posed by
conducting a VFR flight in an unfamiliar area, due to the technology of its
aircraft. In other words, he may have overestimated his abilities, relying
on the terrain avoidance functions of the aircraft that would allow him to
detect, in flight, and avoid obstacles on the ground.
The tendency of pilots to overestimate their abilities, especially in matters
of weather assessment and its impact on the flight, but also of
O'Hare, D., & Smitheram, T. (1995). “Pressing on” into deteriorating conditions: Anapplication
of behavioral decision theory to pilot decision making. The International Journal of Aviation
Psychology, 5, 351-370.

2
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requirements for dealing with it can also be seen through accident data
attributed to flights that start VFR but end up in IMC conditions. 24% of
these (the database relates to 409 US general aviation accidents between
1990-Involving unintentional entry intoIMC Conditions Indicating Poor
Weather Estimation (Goh &Wiegmann, 2002)3.

Fatigue: Corfu was the final destination and its last legscheduled flights
for the day. The operator's attempt to reach his destination was directly
related to the couple's ability to rest. In addition, this night would mean
that they would follow the original schedule according to which they
would arrive in Elba (final destination), as they intended, the next day.
Fatigue isimportant factor that can greatly affect the decision-making
process, and exacerbate the phenomenon of get-home-itis.

2.4.2

The flight

Shortly after take-off, and while the position of the aircraft stopped being
recorded by the radars, due to the geographical obstacles and the flight
altitude of the aircraft, the pilot contacted the Andravida Approach and
requested a weather report in the area saying "Do you know a weather

report in your area? ” THEEEK, after talking to Kefalonia and was informed
about the weather prevailing in the area of the airport, gave him the latest
weather report of Kefalonia, which if compared to the METAR that existed for
Kefalonia at the time of the take-off, had significant changes after visibility
had dropped to 5 nm, there was fog and the roof of the clouds hadlower.
We do not know if the pilot made this comparison, however he continued the
flight. At that time, according to his report, it was flying in the direction of 330 °
and it was 91nm from Corfu.

After the report of the weather of Kefalonia, EEK Andravida came in contact
with Preveza which is further north on the way to Corfu, in order to
3 Goh, J. & Wiegmann, DA (2002). Human factors analysis of accidents involving visual flight
rules flight into adverse weather. Aviation, Space, and Environmental Medicine, 73, 817-822.
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be informed about the weather prevailing in the area. Preveza informed EEK that
bad weather and storms prevailed in the area between Kefalonia and Corfu. VET
called the aircraft four times to give him this information without receiving a
response. When the pilot of the aircraft finally answered, he stated that he was
returning to Zakynthos and that he was 25nm north ofshe, so the VET did not
give him the weather information he had received from Preveza.

In the 4 minutes and 6 seconds mediated by the operator's report that he is
91 nm from Corfu, until his report that he returns toZakynthos and is located
25 nm of it, should according to its speeda / f to have traveled about 10 nm.
Although for four minutes he continued the courseto Corfu should have been
81 nm south of Corfu and 40 nm north of Zakynthos. The fact that it
mentions25 nm north of Zakynthosmeans that for a while he continued his
course to Corfu, passed Kefalonia, faced the bad weather that Preveza
reported existed between Kefalonia - Corfu, realized that it was not safe to fly
in time and decided to return.
From that moment on, there is no other information regarding the actions of
the pilot and the course of the aircraft, since it has not been recorded by
radar, except for the testimonies of the inhabitants of the village located at
the foot of Mount Ainos, that they heard it flying low above them, but they
could not see it because of the cloud and fog that prevailed in the area. Also
an indication that something was wrong was the three shows by the pilot's
wife, who in a visibly upset voice said"just a minute please ”at 16:54:46 h (one
minute and 16 seconds after reporting that they are returning and that it is
25 nm from Zakynthos), "help please ” at 16:56:25 h and "just a minute please

” at 16:56:45 h.
At 16:57:26 h ELT was heard, which stopped broadcasting 2 minutes later
probably due to the fire that followed the collision.
The collision point of the aircraft is 25 meters from Zakynthos airport nm.To
explain the fact and justify how 3 minutes and 56 seconds after the operator
reports that he is 25 nm north ofZakynthos, the aircraft was found again at
the same distance from Zakynthos must

30

Examine the possibility of prolonged rotation of the aircraft in the area, which
coincides with and explains the impression that those who heard it had that "the
aircraft was walking near the mountain".

If we consider that the pilot was using the autopilot, when he decided to
return to Zakynthos, he would have given him the option "GO TO ZAKINTHOS
”, the details of which were in the automatic after it hadlanded on it about
two hours ago. As can be seen from the re-flight flight with SR22 aircraft,
equipped with the same electronic equipment as the accident aircraft, from
the position where the aircraft was estimated to be when the pilot decided to
return, the autopilot performs a right turn, because Zakynthos is clockwise
less than it is counterclockwise. With the normal degree of 17 ° that the
automatic performs the turn, the aircraft first comes over mountainous
volumes with an altitude of 1,500 ft to
1,700 ft and continuing through the area where the village is locatedwhose
inhabitants heard it. In this position the aircraft has a short distance to its left
the main volume of Mount Ainos, whose altitude is 5,100 ft.
If we consider that the pilot did not use the automatic, it is most likely that he
first turned to the left, to head to the airport of Zakynthos. The left turn
seems more logical, since it had the sea on its left and the island with its
mountain mass on its right. But while his intention would be to make a 180 °
turn and continue to Zakynthos, the fact that the aircraft was heard to fly for
some time over the area of the village located at the foot of the mountain,
that it remained at 25nm fromZakynthos, and the fact that its direction
during the collision was BBA, imply that the pilot did not stop the turn in
time, and the aircraft did not acquire N course to Zakynthos. On the contrary,
he seems to have continued the turn, reaching the foot of the mountain, in
the area of the village where its inhabitants heard it.
Of the two cases mentioned above, the most probable is the first, ie that the
autopilot was involved causing the aircraft to crown on the right.
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Arriving at the above area due to the course of the aircraft at that time, a
warning message must have been received from the TAWS for imminent danger
due to proximity to the ground and the pilot tried to reach a height rather by
making turns. While trying to reach a height and while the aircraft was on the
rise with a BBA course, it crashed into the mountain at an altitude

4,460 ft. Who was in charge of the aircraft at that time is notpossible to be
determined, since in the flight plan the husband is mentioned as the
responsible pilot while in the left position of the cockpit his wife was found.
In any case, however, the aircraft was dual-operated and the pilot who was in
control of the aircraft could be in the right position.
It is therefore obvious that at some point, while flying under IMC conditions, despite
the equipment that the aircraft had and that logically provided information about its
position, the pilot lost consciousness of the aircraft position. His relatively short
experience in instrument flight probably did not allow him to perceive in time and
fully compose all the information provided to him by the instruments of the aircraft,
resulting in a loss of state awareness. Since

spouse had less flight experience the crucial decision to handle the situation
to be made had to be made by the spouse.
Examining, in retrospect, the crisis as a whole, the risk assessment, the decisionmaking, and the actions of the operator, it is worth emphasizing the important
role of aircraft technology. Studies show that the download process

decisions by general aviation pilots to stay in the air at marginal VMC
conditions or continue the VFR flight in IMC conditions, ismuch more likely
when there is GPS in the aircraft than when there is no such unit.4
The same operators report a lower risk assessment of the situation. There is
also a direct relationship between the time operators invest in the study of
images (on the screen) and how advanced technology is in the aircraft (eg
the sharpness of the radar screen). Operators with highly advanced
technology are slow to make the decision to change
4 Johnson, NR, Wiegmann, DA, Goh, J. and Wickens, CD (2005). Cockpit technology and
weather-related decision making: An integrative review. Presented at the 13th International
Symposium on Aviation Psychology, Dayton, OH.
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destination and get closer to the storm, because their attention is distracted
by the displays on the screens of their instruments. By comparison, pilots
who do not have sophisticated weather and other air navigation information
tend to be more conservative in their decisions and display more
"precautionary" behavior when it comes to avoiding potentially dangerous
situations. In other words, technologically advanced operators tend to have
more "reactive" behavior, and use the technology to improvise on the spot,
eventually getting closer to the extremes. This shift in decision-making, from
preventive to reactive (or from strategic to more tactical), has played an
important role in the number of incidents and accidents. 76% of general
accidents
for example, refers to a deliberate entry (flight) in bad weather, indicating a
risk perception error (Goh & Wiegmann, 2001)5.
In general, there is a general concern in the aviation community that the
technology available in Technologically Advanced Aircraft (Technically
Advanced Aircraft), such as this aircraft, may involve an increased loadand
risks in decision making. Even the best technology and the most advanced
tools are limited by the user's ability to use them. Advanced computers and
aircraft displays require proper training, so that the operator can take full
advantage of their capabilities, and have timely access to the information he
seeks, without, as it is said, "getting lost" the box ”). The degree of familiarity
and experience of the operator with the advanced automation in his aircraft,
significantly affect his ability to use them when the situation becomes
unexpectedly complex - without wasting valuable time, awareness of the
situation and, ultimately, control α / φ.

It is worth noting that at the time the 62-year-old pilot decided to make a
change and return to Zakynthos, he was awake for 14 hours, most of them in
the air, and some of them under demanding conditions.
5 Goh, J. & Wiegmann, D. (2001). Visual flight rules (VFR) flight into instrument meteorological
conditions (IMC). Presented at the 11th International Symposium on Aviation Psychology,
Columbus, OH
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2.4.3

The Weather

From the METAR and TAF issued for the airports of Corfu and Kefalonia and
from the SPESI issued for Kefalonia at 16:12, twelve minutes after the
issuance of the METAR of 16:00 h and reported the existence of fog,It turns
out that special attention should be paid to the time before the flight.

In general, the prevalence of southerly winds in the area, at all basic levels
(500-850-SFC) in cyclonic traffic for the month of April when the sea
temperature is relatively low, results in the appearance of increased
stratigraphic mainly clouds, limited instability.
The stratified low clouds are reflected in the satellite images (Appendix B)
and in the METAR observations of the adjacent airports and especially of
Kefalonia airport (FEW015-SCT018-BKN025-BKN080).At the same time, the
small temperature difference with Dew Point (17/14) enhances the possibility
of a larger amount of clouds with bases even lower (below 1,000ft) in the
windward, but also the prevalence of limited visibility.(5,000 m) due to the
increased relative humidity (> 80%).
All the above in combination with the South air current of moderate intensity
that appears in the METAR observations of the adjacent airports and
especially of the airport of Kefalonia (19012KT) which is reinforced in height,
show that at the time of the accident in the area there was increased low
cloud with very possibly below 1,000 ft due to the topography and at the
same time limited visibility outside the clouds.

3

CONCLUSIONS

3.1

Findings

3.1.1

The pilot held a private airline pilot's license and a valid health
certificate, but his experience in instrument flights was limited.

3.1.2

The co-pilot, the pilot's wife, held a private pilot license and a valid
health certificate.
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3.1.3

According to its maintenance registers, the aircraft was navigable and carried
all the necessary equipment for instrument flights.

3.1.4

The flight KOS - CORFU which was finally formed in KOS - ZAKYNTHOS
was carried out in a large part under the risk of freezing and below
the minimum flight level, factors that increased the workload and the
stress of the pilot.

3.1.5

The action of the VET to allow the flight below the minimum flight
level was not appropriate.

3.1.6

Shortly after landing in Zakynthos the pilot decided to
fly again to Corfu. An important role in this decision must have been
played by the fact that the airport of Zakynthos opened the next day
on15:30 h, which meant a significant delay in his arrivalcouple to
their final destination where they had a specific purpose and plan to
follow.

3.1.7

Before his departure, the pilot contacted the meteorological station
of Corfu airport by phone and received the weather prevailing at that
time. (METAR of 15:50 h)

3.1.8

According to the METAR issued for Corfu airport, the storm clouds
that referred to the METAR of 15:50 h, σταMETAR of 16:20 h were
expected to turn into a storm.

3.1.9

After taking off from Zakynthos, the pilot contacted Andravida and
asked about the weather in the area.

3.1.10

The weather given by Andravida for the area of Kefalonia through
which the plane headed for Corfu was passing, showed that there was a
deterioration.

3.1.11

The aircraft continued its course to Corfu, but during the time that
Andravida was in contact with Preveza, which is further north on the
route to Corfu, to receive information about the prevailing weather,
the pilot faced bad weather which prevailed north of Kefalonia and
decided to return to Zakynthos.
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3.1.12

At the time of return, in the area of Kefalonia there was increased
low cloud cover with cloud bases very likely below the
1,000 ft due to the topography and at the same time limited visibility
outside the clouds.

3.1.13

The pilot entering the area with the above weather, despite the advanced
technological equipment of the aircraft, lost awareness of the position of
the aircraft in the area and followed the wrong course with the final result
of the impact of the aircraft on the mountain.

3.1.14

The findings show that at the time of the collision the aircraft was on
the rise.

3.2

Possible Causes

Failure to assess the risk and make a decision on executionVFR flight from
Zakynthos to Corfu,
Untimely termination VFR flight, resulting in its evolution into flightwith
conditions IMC,
Loss of awareness of the situation resulting in the collision of the aircraft on the
mountain (CFIT - Controlled Flight Into Terrain).
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ANNEXES

Annex A: Aircraft Route at Athens FIR
Annex B: Satellite meteorological photography
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ANNEX A.
Corfu LGKR
Airport

Destination

ATS Route

H51

Point
impact

Possible point

return for

Mount Ainos

LGZA

Airport

LGAV

ARA / VOR

Airport

LGKF

NEMES

ATS Route

Airport

B34

LGZA

Airport

LGKO

DIDIMON / VOR

Route a / c LGKO - LGZA

ATS
Route
Kos-Gilos-B34ARA / VOR-H51-Kesal-Kerkyra
Route a / c LGZA - Ainos

GILOS
MILOS
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ANNEX B

MSG IR Ch9, 28.04.09, 16:45 UTC

MSG IR Ch9, 28.04.09, 17:00 UTC
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