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Interim Report 
Identification 

Type of Occurrence: Accident  

Date: 12 September 2022 

Location:  Rendsburg-Schachtholm 

  

Aircraft: Airplane 

Manufacturer: Daher Aircraft Design 

Type: Kodiak 100 

  

Injuries to persons: One person suffered minor injuries 

Damage: Aircraft substantially damaged 

Other Damage: Crop damage 

 

State File Number: BFU22-0947-3X 

Abstract 

During stall recovery on final approach, as part of flight training to acquire the class 

rating for Kodiak 100, the aircraft lost altitude and touched down hard on a meadow 

prior to the airport. 
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Factual Information 

History of the Flight 

In the morning on the day of the occurrence, the airplane was flown from Guernsey 

Airport, Great Britain, to Hamburg Airport where it landed at 1218 hrs1. On board were 

the owner of the aircraft, the pilot in command and one person who wanted to acquire 

the class rating for Kodiak 100. 

At Hamburg Airport, both met with the flight instructor for the planed practical flight 

training. After they had talked about the training flights and the schedule for the day, 

the airplane took off at 1352 hrs from Hamburg Airport. On board were the student 

pilot, the class rating instructor and the owner as passenger. The owner wanted to 

observe the flights and deepen his knowledge about the type. 

The flight led from Hamburg to Kiel-Holtenau and the aircraft landed at 1452 hrs at 

Rendsburg-Schachtholm. The flight included manoeuvres (steep turns, slow flight) at 

about 2,000 ft AMSL, approaches and landings with and without using the flaps at Kiel 

and at Rendsburg-Schachtholm.  

At 1558 hrs, training resumed and traffic patterns at Rendsburg-Schachtholm and 

Itzehoe were flown. At 1640 hrs, the flight ended at Rendsburg-Schachtholm. 

At about 1700 hrs, the airplane took off again. It was planned to conduct approaches 

and landings at Rendsburg-Schachtholm, Itzehoe and Kiel-Holtenau and end the train-

ing at about 1900 hrs at Hamburg. After take-off, the airplane remained in the traffic 

pattern and an approach without flaps and a go-around were flown (Fig. 1). After the 

go-around another approach without flaps should be conducted. This time, the training 

objective was to fly a critically low airspeed during final approach without flaps and the 

correct recovery, i.e. the speedy recovery of a safe airspeed while retaining control of 

the airplane. The student pilot and the passenger stated that according to the flight 

instructor first a Pitch Down to Unload and then Set Maximum Power were to take 

place. 

                                            

1 All times local, unless otherwise stated. 
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During final approach, the student pilot reduced speed until the stall warning sounded. 

Then he reduced the pitch angel and increased engine thrust. He had planned to per-

form a go-around. But the flight instructor reduced engine thrust again and instructed 

the student pilot to try once again. The stall warning sounded right away and the stu-

dent pilot decreased the pitch angle and increased engine thrust.  

According to the flight instructor, the engine responded with a delay and the airplane 

unexpectedly descended further. He had tried to stabilise flight attitude when the air-

plane touched down hard on a meadow prior to the runway, at about 1707 hrs. 

After a sliding distance of about 70 m, the aircraft came to a stop substantially dam-

aged but upright. All three persons could disembark without help. The flight instructor 

suffered minor injuries. 

Personnel Information 

Pilot in command/Flight Instructor 

The 57-year-old flight instructor held a Commercial Pilot License (CPL(A)) issued by 

the Luftfahrt-Bundesamt (German civil aviation authority) in accordance with Part-FCL. 

The licence listed the valid class ratings for TBM SET, Piaggio 180, SET Kodiak 100, 

Pilatus PC 12 SET, MEP (land), SEP (land) and the respective instrument rating and 

SEP (sea). In addition, he had ratings for aerobatics and mountain flight. He had a 

valid flight instructor rating (FI(A)) for CPL, PPL, SE SP, ME SP, night, instructor and 

instrument rating. In addition, English language proficiency level 4, ATPL theory and 

MCC were listed.  

Fig. 1: GPS flight path recording from taxiing to the take-off position until the stop on a meadow prior to runway 21 

 Source: Google EarthTM, adaptation BFU
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He held valid examiner certificates as CRE(A), FE-CPL(A), FE-PPL(A), IRE(A) and 

FIE(A). 

His class 1 medical certificate for other commercial operations was valid until 3 Octo-

ber 2022, without restrictions. 

According to his own statement, he had a total flying experience of 15,369 hours and 

45,865 landings. He had a flying experience as flight instructor of 11,100 hours. 

At the ATO of the aircraft seller, he held the position Head of Training. He held an 

authorisation by the United Kingdom Civil Aviation Authority (CAA) permitting him to 

instruct the class rating Kodiak 100 for the owner and the student pilot involved in the 

accident, valid until 30 September 2022. 

Student Pilot 

The 42-year-old student pilot held an Airline Transport Pilot Licence (ATPL(A)) issued 

in accordance with Part-FCL by the CAA. The licence listed the valid ratings SEP 

(land), IR and FI(A). He used to have the class rating PA46-SET/SP, but it had expired.  

His class 1 medical certificate for other commercial operations was valid until 1 Au-

gust 2023, without restrictions. 

According to his own statement, he had a total flying experience of about 8,500 hours, 

of which about 1,500 hours he had conducted on single engine turboprop aircraft 

(SET).  

He had attended the theoretical part to acquire the class rating for Kodiak 100 from 

18 July 2022 to 20 July 2022 at the ATO of the aircraft seller. 

Owner 

The 54-year-old owner of the accident aircraft held a Private Pilot Licence (PPL(A)) 

issued by the CAA in accordance with Part-FCL. The licence listed the valid SEP rat-

ing. He had completed the training to acquire the class rating for Kodiak 100 on 14 Au-

gust 2022 at the ATO of the aircraft seller. He held a Temporary Certificate of Licence 

Privileges for Ratings or Certificates, valid until 25 September 2022 as pilot in com-

mand of the aircraft prior to licence entry. 

His class 2 medical certificate was valid until 15 October 2022, without restrictions. 

According his statement, he had a total flying experience of about 176 hours. 
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Aircraft Information 

The Daher Aircraft Design LLC Kodiak 100 is a high-wing airplane for up to 10 persons 

(including pilot). It is equipped with a turboprop engine, a four-blade variable-pitch pro-

peller and a fixed landing gear in nose-wheel configuration.  

The aircraft is equipped with an integrated Garmin G-1000 avionic system. The system 

with three displays depicts the flight instruments, the engine and system monitoring 

and includes flight control, navigation and communications systems. The G-1000 also 

includes the Warning and Caution Annunciations and Alert System. 

According to the Pilot Operating Handbook (POH), stall speed without flaps and no 

bank angle is about 68 KIAS. It stated a maximum loss of altitude during stall without 

bank angle with about 500 ft.  

POH, Normal Procedures, 4-31 Stalls: The stall characteristics of this airplane are con-

ventional and aural warning is provided in the form of a stall warning horn which is at 

a minimum of 5 KCAS prior to stall in all loading configurations. […] NOTE: Stalls 

should be practiced in a conservative manner and at a sufficient altitude to allow for a 

safe recovery. 

POH, Normal Procedures, 4-2 Airspeeds For Normal Operation: 

Normal Approach – Flaps 35°..................................................................80-85 KIAS 

Normal Approach – Flaps 0°................................................................100-105 KIAS 

Short Field Approach Flaps 35° (Vref)..........................................................76 KIAS 

Fig. 2: Three-way view Kodiak 100 Source: POH Kodiak
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The engine is operated with four levers: Emergency Power Lever, Power Lever, Pro-

peller Control Lever and Fuel Condition Lever. The Fuel Condition Lever has the posi-

tions: CUTOFF, LOW-IDLE and HIGH-IDLE. CUTOFF cuts fuel supply to the fuel jets. 

LOW-IDLE limits idle to about 52% NG and HIGH-IDLE to about 86% NG. 

Manufacturer:    Daher Aircraft Design LLC 

Type:      Kodiak 100  

Year of Manufacture:   2022 

Manufacturer’s Serial Number (MSN): 100-0310 

Empty weight (including seats):  2,153 kg 

Maximum take-off mass:   3,291 kg 

Operating Time:    71.5  

Landings:     65 

Engine type:     Pratt and Whitney PT6A-34 

The aircraft was equipped with a Cargo Belly Pod below the fuselage. On 5 July 2022 

the aircraft was registered in Guernsey. On 16 August 2022 the maintenance organi-

sation issued the last aircraft certificate of release to service. 

Meteorological Information 

At the time of the occurrence it was daylight. 

According to the aviation routine weather report (METAR) of 1703 hrs of the military 

airport Hohn, about 12 km away, the following weather conditions prevailed: 

Wind:    180° / 4 kt 

Visibility:   More than 10 km 

Lowest cloud:  1-2 octas with a lower limit of 3,000 ft AGL 

Temperature:  20°C 

Dewpoint:   13°C 

QNH:    1,013 hPa 
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Radio Communications 

Radio communications between the flight Crew and the Flugleiter (A person required 

by German regulation at uncontrolled aerodromes to provide aerodrome information 

service to pilots) at Rendsburg-Schachtholm Airfield were not recorded. 

Aerodrome Information 

Rendsburg-Schachtholm Airfield (EDXR) is located about 10 km south of Rendsburg 

directly at the Nord-Ostsee-Kanal. Airport elevation is 23 ft AMSL. It was equipped with 

an asphalt runway with the directions 024° (03) and 204° (21) and a crossing runway 

with the directions 114° (12) and 294° (30). The asphalt runway was 960 m long and 

30 m wide. 

Traffic pattern altitude was 650 ft AMSL. The traffic pattern of runway 21 was east of 

the runway. 

Flight Recorder 

The airplane was not equipped with a Flight Data Recorder or a Cockpit Voice Re-

corder. There were no legal requirements for such equipment to be fitted. 

The Garmin-1000 can store navigation, flight and engine parameters on a SD card 

located at the Multi Functions Display (MFD) at the centre display in the cockpit. The 

data of the accident flight as well as previous flights were available to the BFU for 

evaluation purposes (Appendix, Tab 1). 

Accident Site and Findings on the Aircraft 

While of final approach, the airplane came to a stop on a meadow about 258 m ahead 

of runway 21. The fuselage pointed in 155°. The left wing tip was lying on the ground. 

The skid mark from the initial ground contact up until the stop was about 70 m long. 

The traces showed that the left main landing gear touched down first followed by the 

nose wheel and the right main landing gear. The nose wheel broke off and the left main 

landing gear bent sideways. The airplane skidded on the Cargo Belly Pod until stand-

still. Along the skidding path objects from the baggage compartment and landing gear 

were found (Fig. 3 and 4). No impact markings from the propeller were found along the 

skidding path. At the end, the propeller had dug out soil. 
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The left wing, the transition section wing and fuselage, the landing gear, the Cargo 

Belly Pod, the area of the engine and the propeller were damaged. 

The pilot stated that after the aircraft had come to a stop, he had switched off the 

engine. The controls and levers were found in their respective positions. The two fuel 

shut off valves were closed.  

Fig. 3: Touch-down point and ground traces up until standstill Source: BFU 

 

Fig. 4: Airplane damage Source: BFU 
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At the accident site, no fuel leakage occurred. According to the indications, at the time 

of the accident, the wing tanks were filled with about 135 gal (L) and about 115 gal (R) 

fuel.  

The field investigation found no evidence of technical impairments. The three persons 

on board the aircraft did not claim any technical malfunctions either except for the lack 

of engine response once Max Power was set with the Power Lever, according to the 

flight instructor. 

After recovery, mechanics, connections and adjustments of the Power Lever and the 

Fuel Condition Lever were checked. No irregularities were found except that about 

8 mm prior to the HIGH IDLE stop a resistance was felt (Fig. 5) when the Fuel Condi-

tion Lever was pushed forward. 

Fire 

The were no indications of fire during the flight or accident. 

Organisational and Management Information 

According to §5 Federal Aviation Act (LuftVG), whoever would like to train a pilot in 

Germany must have permission. This permission was granted in Germany for class 

rating training through an ATO certificate with commensurate appendix, among other 

things. 

Fig. 5: Felt resistance of the Fuel Condition Lever prior to the stop Source: BFU
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The aircraft seller held an LBA approved ATO with the rating to conduct class rating 

trainings for Kodiak 100. 

The CAA stipulated that the class rating SET training for Kodiak 100 has to be con-

ducted by a certified ATO. According to the correspondence of 15 July 2022, the CAA 

would approve the ATO of the seller as a possible training facility and the planned 

training personnel, once the documentation was provided. 

In principle, the LBA permitted the ATO to use customer aircraft registered in an EASA 

state after they had taken over the aircraft under a contract and the technical supervi-

sion for the duration of the usage. This permission did not include aircraft of third-party 

states within the scope of ATO use within the EU.   

Additional Information 

Air accidents during training and check flights, simulation of system failures or critical 

flight conditions, emergency procedures or methods to stabilise the flight attitude occur 

time and again. Examples are: 

BFU 4X029-08: The airplane began to spin because the applied procedure during the 

vMCA-training showed a low safety margin and the flight instructor did not recognise the 

danger during the vMCA-training. The necessary corrective measures were not initiated 

in time. […] 

BFU 3X020-09: The accident occurred, because the pilot in command decided to train 

simulated engine failure in a very low altitude even though with this aircraft type - PZL-

104 „Wilga 35" - this is not safely possible. […] 

BFU 3X003-12: The accident occurred, because the pilot continued the flight in an 

unsuitable fashion after the approach had been interrupted which resulted in an un-

controlled flight attitude and the aircraft banked over the wing. Due to the low altitude, 

flare was not possible. 

BFU16-0925-3X: The accident occurred, because the decision for a go-around was 

made too late during the emergency landing from cruise flight. This exercise was not 

part of the training and should not have been conducted. 

BFU18-1170-3X: The accident occurred because during the final approach with one 

engine operative the relevant speeds were undercut and due to the initiated go around 

the aircraft became uncontrollable. 
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BFU21-0385-3X: The accident occurred, because of the infringement of the minimum 

flying speed during emergency landing in the crosswind leg in low altitude which re-

sulted in an unexpected stall. 

 

 

Investigator in charge:  Axel Rokohl 

Field Investigation: Jochen Fuglsang-Petersen 
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Appendices 

 

Tab. 1: Selected parameters of the G-1000 recording Source: BFU 
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This investigation is conducted in accordance with the regulation (EU) No. 996/2010  
of the European Parliament and of the Council of 20 October 2010 on the investigation and 
prevention of accidents and incidents in civil aviation and the Federal German Law relating 
to the investigation of accidents and incidents associated with the operation of civil aircraft 
(Flugunfall-Untersuchungs-Gesetz - FlUUG) of 26 August 1998.  
 
The sole objective of the investigation is to prevent future accidents and incidents. The 
investigation does not seek to ascertain blame or apportion legal liability for any claims that 
may arise. 
 
This document is a translation of the German Investigation Report. Although every effort 
was made for the translation to be accurate, in the event of any discrepancies the original 
German document is the authentic version. 
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