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AIRCRAFT ACCIDENT INVESTIGATION REPORT 

 
DAMAGES TO AIRCRAFT DUE TO OVERRUN 
PRIVATELY OWNED SOCATA TB10, JA4023 

AT MIHO AIRFIFLD, IN SHIZUOKA CITY  
SHIZUOKA PREFECTURE 

AT ABOUT 11:30 JST, MAY 6, 2016 
 

                                                     October 13, 2017 
Adopted by the Japan Transport Safety Board 

Chairman  Kazuhiro Nakahashi     
Member  Toru Miyashita       
Member  Toshiyuki Ishikawa    
Member  Yuichi Marui  
Member  Keiji Tanaka 
Member  Miwa Nakanishi         

 

1 PROCESS AND PROGRESS OF THE INVESTIGATION 

1.1  Summary of 
the Accident 

 

 

On Friday, May 6, 2016, a privately owned SOCATA TB10, registered 
JA4023, had taken off from Miho Temporary Airfield for a practice flight, 
then it was stranded in the area where sand had been accumulated around 
the end of runway 15, because it was not able to stop within the runway when 
it had landed on runway 15. 

1.2  Outline of 
the Accident 
Investigation 

On May 6, 2016, the Japan Transport Safety Board designated an 
investigator-in-charge and an investigator to investigate this accident.  

An accredited representative of French Republic, as the State of Design 
and Manufacture of the Aircraft involved in this accident, participated in this 
investigation.  

Comments were invited from the parties relevant to the cause of the 
accident and the relevant State. 

 

2 FACTUAL INFORMATION 

2.1  History of the 
Flight 

According to the statements of a pilot, a passenger and a witness, the 
history of flight up to the time of the accident is summarized below; 

A privately owned SOCATA TB10, registered JA4023 , took off from 
runway15 of Miho Temporary Airfield in Shizuoka city, Shizuoka prefecture 
at around 10:50 Japan Standard Time( JST, UTC+9 hours) on Friday, May 
6, 2016, to conduct a practice flight with the pilot in the left seat and a 
passenger in the right seat. 

While the pilot conducted the consecutive five touch-and-go landings on 
runway 15, he had sensed crosswinds but never sensed any tailwind. 
The pilot had verified that the descent path was his desired path on the basis 
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of the altitude when completing the final turn with setting the flaps in 
landing position after checking that the airspeed had been 80 kt, 
furthermore, he verified that the airspeed became 75 kt. 

Because the pilot felt that the Aircraft landed at a position about one-
third of the runway from the threshold of runway 15 which is 500 m in length 
as the original runway prior to the extension of the runway, he had judged 
that the Aircraft can be sufficiently stopped within the runway, therefore, he 
applied normal brake operation.  

Afterwards, the pilot applied maximum brake force from the position 
about one-third of its length from the end of runway 15. However, the Aircraft 
was unable to stop within the runway, then it was stranded in the area that 
sand had accumulated around the end of the runway 15. When the pilot 
escaped from the Aircraft, he noticed that the tailwind components had been 
12 to 13 kt by the windsock. That wind stopped in about 10 minutes 
thereafter. 

According to the passenger who holds a private pilot certificate 
(airplane), the Aircraft had made a stable approach and the airspeed during 
the final approach was gradually decelerating from 80 kt. Since after passing 
over the approach end of runway 15, the Aircraft had become a little higher 
than the descent path, its touchdown was long down the runway but its 
position was still short of the runway halfway marking. The passenger 
recognized that the pilot was applying the brakes, and he was expecting that 
the Aircraft would be able to stop within the runway based on his experience 
that he had landed there using the Aircraft. As getting close to the end of 
runway 15, the passenger realized that the Aircraft would overrun, but he 
did not think it would cause such damage to the nose landing gear.  

Prior to the first take-off, the pilot confirmed that the wind was coming 
from the left in relation to runway 15 and its velocity was 10 kt or less by 
checking the windsock. Furthermore, based on the pilot’s experience of the 
take-offs and landings at the Airfield and the weather information obtained 
via internet, he decided to use runway 15 with his expectation the wind 

Figure 1. Estimated Track  
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direction would change to the south with passage of the time, along with the 
passenger.  

Normally, the pilot would decide the landing direction by flying over the 
Airfield to check the windsock and smoke from a chimney and others when 
he would land there, but on the day of the accident he did not confirm the 
wind sufficiently because the landing was following the touch-and-go 
landings. 

The pilot thought that the tailwind component 10 kt as his own limit to 
land, but he had never confirmed concretely the changes in the landing 
distance caused by the tailwind described in the POH (Pilot's Operating 
Handbook).  

The witness who holds a private pilot certificate (airplane) who was in 
the vicinity of the approach end of runway 15 felt that the touchdown of the 
Aircraft was long down the runway as compared to the time of the touch –
and-go landings. After that, the Aircraft had overrun, therefore he headed 
for rescue. At that time, as the witness had seen the windsock, he noticed 
that the tailwind was getting stronger. 

In the pre-flight inspection carried out by the PIC, no abnormality was 
found on the aircraft and he did not feel any abnormality during the flight. 

 
This accident occurred at around 11:30 on May 6, 2016 around the end 

of runway 15, Miho Temporary Airfield in Shizuoka city, Shizuoka prefecture 
(35°00´43˝ N, 138˚31´55˝ E). 

2.2  Injuries to 
Persons 

None   

2.3  Damage to 
the Aircraft 

Extent of damage to the aircraft: Substantial damage 
 ・Bend on both propeller blades   
 ・Breakage on Nose landing gear and its 

part of mounting to the fuselage 
 ・Breakage on the lower forward fuselage  
 ・Rupture on both lower engine mounts 
 ・Damage on the lower part of the firewall  
 
                      

2.4  Personnel 
Information 

Pilot  Male, Age 67         

Private pilot certificate(Airplane)                         July 19, 2007 
Type Rating for Single engine (Land)                   July 19, 2007 

  Specific pilot competency assessment 
Expiration date of piloting capable period        September 13, 2017 

Class 2 aviation medical certificate              Validity: July 30, 2016 
Total flight time                                333 hours 34 minutes 

Flight time in the last 30 days                    0 hours 15 minutes 
Total flight time on the type of aircraft             20 hours 20 minutes 

Flight time in the last 30 days                    0 hours 15 minutes 
  

Photo 1. The Accident Aircraft 
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2.5  Aircraft 
Information 

Aircraft type: Socata TB10 
Serial number: 781             Date of manufacture: September 30, 1987 
Certificate of Airworthiness: No. TO-27-175        Validity: July 06, 2016 
Category of airworthiness                Airplane, Normal N or Utility U 
Total flight time                                 1,735 hours 06 minutes 

At the time of the accident, the weight and the center of gravity position 
of the Aircraft were estimated to have been within the allowable range.  

2.6  Meteorological 
Information 

According the pilot, the passenger and the witness, the weather when 
the Aircraft took off was cloudy, the wind was crosswind from the left of 
runway 15 and the wind velocity was 10 kt or less.  

According to the forecast of the central region of Shizuoka prefecture 
issued by the Japan Meteorological Agency at 11:00, the wind was from east 
then southeast. 

The observation data of a meteorological observation system at 
Shimizu Automated Meteorological Data Acquisition System, Japan 
Meteorological Agency(hereinafter referred as to the AMeDAS Shimizu) 
located about 4.3 km north of the Airfield and the School of Marine Science 
and Technology of Tokai University located about 3.2 km south-southwest of the 
Airfield were as follows.  

AMeDAS 
Shimizu 

Average 
(Wind Direction-Wind Velocity) 

Maximum  
(Wind Direction-Wind Velocity) 

 

Temperature 
(℃) 

10:40 ENE  2.5 m/s   NE  4.0 m/s 21.3 
10:50        NE  2.3 m/s    E    4.5 m/s 21.6 
11:00 ENE  2.3 m/s ENE  4.4 m/s 21.7 
11:10   NE  2.2 m/s ENE  4.1 m/s 21.6 
11:20   NE  2.2 m/s ENE  4.3 m/s 22.4 
11:30 NNE  3.0 m/s N   5.9 m/s 22.2 
11:40 NNE  3.7 m/s    NE   6.9 m/s 21.7 
11:50 NE  3.4 m/s   NE  7.4m/s 21.6 
12:00 NE  2.7 m/s   NE  5.4m/s 21.8 

 
Tokai University 

School of Marine Science and Technology 
Wind Direction Wind Velocity 

 
10:30 NE 2.8 m/s 
11:00 NE 2.8 m/s 
11:30 NNE 3.3 m/s 

The wind direction is expressed in 16 azimuth which divides into 16 in 
the clockwise direction in basis of the true north. 

2.7  Additional 
Information 

 

 

 

 

 

(1) Information on the Temporary Airfield 
The airfield is along the northern coast of Miho Peninsula located in 

the west of Suruga Bay, and the Aircraft was received a permission to take-
off and landing at places other than the aerodrome under the proviso of 
Article 79 of the Civil Aeronautics Act (Act No. 231 of 1952).    
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The runway is 150°/330° in magnetic 
direction, the length is 546 m because the 
46 m of northwest side used as a taxiway 
was permitted to use as an addition to the 
runway and the width is 20 m. Its surface 
is covered with asphalt concrete pavement  
and grassland. The runway halfway 
marking was not relocated and remains as 
it was, even if the runway length was 
extended, therefore the distance from the  
runway halfway marking to the end of runway 15 is about 250 m. In addition, 
a windsock( about 61 in diameter, about 244 cm in length) is elected at about 
120 m distanced from the approaching end of runway 15 and 35 m to the east 
side from the runway centerline. It is not possible to 
identify the end of runway 15,  
because sand accumulated around  
there.  
(2) Image on the Landing  
    At the location about 40 m short 
of the end of runway 15, and about 32 m west of the centerline of the runway, 
a neighborhood resident was shooting the situation on the landing 
of the Aircraft using the movie shooting function of a mobile phone. The 
image was recorded from the time when the Aircraft commenced the flare 
operation to the time of being stranded in the sand area.  
(3) Brakes and Tires on the Aircraft 
     The pilot and the passenger confirmed the braking and there was no 
abnormality in the brake even in the on-site investigation. The image on 
the landing had recorded the friction sound of tires against the runway 
surface following the braking operation. Furthermore, the tires had 
sufficient grooves on the surface and did not have uneven wear.  

(4) Situation on the Aircraft from Touchdown to Stop 
The trace of the tire installed on the 

left main landing gear was left as the first 
one at the position where was about 195 m 
short of the end of runway 15 and about  
1.6 m ( The tread of the Aircraft was about 
2.3 m(7.64 ft)) to the left of the runway 
centerline. Later on, the traces of both 
tires were able to be clearly confirmed 
from the point about 140 m short of the end 
of runway 15. At that point, the trace of the 
right tire was left about 0.4 m right of the runway centerline. Even after that, 
the traces of both tires were left as facing to the left against the runway 
centerline and the trace of the right tire was on the runway centerline at a 
point about 80 m short of the end of runway 15. After that, from the point 

Photo 2. Windsock 

Photo 3. End of Runway15  

Photo4. Traces of Tires  
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about 60 m short of the end of runway 15, the traces of both tires that 
changed the direction to the right were left to the end of runway 15, and the 
Aircraft stranded in the area where sand is 10 cm in depth near the end of 
runway 15, then the right main landing gear was stopped at about 8 m 
distanced from the end of the runway.  
(5)  Landing Performance 

According to the POH, under the following base condition of 
measurement, the required distance from the touchdown of the Aircraft to 
complete stop is 650 ft (about 198.1 m). 
   Base conditions of measurement 

Maximum Landing Weight (Normal category N):2,407 lb (1.092 kg),  
    Indicated Airspeed at 50 ft AGL: 72 kt, 

Flaps: Landing position, Temperature: 15℃, 
Pressure altitude: 0 ft, Wind: Calm,  
Runway condition: Dry and hard surface   

According to the POH, the distance mentioned above increases by 15％
per 2.5kt of tailwind, therefore the corresponding landing performance are 
estimated as shown in Table 1 to the case that the tailwind component would 
change under the temperature 15 ℃ and 30 ℃.  
 

Table1. Changes in Landing Performance by Tailwind 

0/0 2.5/1.3 5/2.6 7.5/3.9 10/5.1

Roll 650/198.1 747.5/227.8 845/257.5 942.5/287.2 1,040/317

Clear 50 ft 1,425/434.3 1,638.8/499.4 1,852.5/564.6 2,066.3/629.7 2,280/694.9

Roll 680/207.3 782/238.4 884/269.5 986/300.6 1,088/331.7

Clear 50 ft 1,495/455.7 1,719.3/524.1 1,943.5/592.4 2,167.8/660.8 2,392/729.1

Tailwind Component(kt)/(m/s)Temperature

(℃)

Distance

(ft)/(m)

15

30
 

 
3 ANALYSIS 
3.1  Involvement 
of Weather 

Yes 

3.2  Involvement 
of Pilot 

Yes 

3.3  Involvement 
of Aircraft 

None 

3.4  Analysis of 
Findings 

(1) Situation on Weather 
It is probable that the weather was cloudy and the wind direction was 

from the left of runway 15 when the Aircraft took off.  
It is highly probable that the pilot performed the touch-and -go landings 

using runway 15 since he and the passenger had expected that  
southerly winds would dominate to runway 15 during the flight based on his 
experience of take-off and landing at the Airfield and the information they 
obtained via internet.  

However, according to the statements of the pilot, the passenger and the 
witness, and those observation data of AMeDAS Shimizu and School of 
Marine Science and Technology of Tokai University, it is probable that because 
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the wind direction would change to the northerly direction, the Aircraft 
landed in the wind with a tailwind component.  

Furthermore, the average wind velocity of AMeDAS Shimizu at 11:30 
was 3.0 m/s(about 5.8 kt) from the north-northeast, the maximum 
instantaneous wind velocity was 5.9 m/s (11.5 kt) from the north. According 
to these observation data, it is somewhat likely that the Aircraft landed with 
about 3.5 kt in average wind and about 10 kt in instantaneous tailwind 
component.  
(2) Landing Performance on the Aircraft   

From the positional relation between the Aircraft and the objects behind 
in the video when it landed, it is probable that its touchdown point was at 
about 25 m from the runway halfway marking in the direction to the approach 
end of runway 15 and the distance to its end was about 275 m.  

On the other hand, according the POH of the Aircraft, the runway 
length required in corresponding to both 3.5 kt and 10 kt tailwind from its 
touchdown to stop completely would be about 245 m and about 342 m when 
it landed with the maximum landing weight under the condition of 22℃ in 
temperature and 0 ft in pressure altitude.  

From above mentioned, it is probable that the runway length required 
for the Aircraft to stop at the time of the accident has no margin to spare as 
its performance.  
(3) Situation on the Landing of the Aircraft 

Although the Aircraft was conducting its approach along the descent 
path intended by the pilot and the prescribed approach speed, it is probable 
that because the appropriate maneuvering operation was not performed 
considering the wind that was changed in the direction of the tailwind, its 
touchdown was long down the runway.  Besides, it is probable that because 
the pilot continued the landing operation based on his judgment that it would 
be able to stop inside the runway at the time of its touchdown despite the 
distance from the touchdown position to the end of the runway was 
insufficient margin against the landing performance (landing roll distance), 
it had overrun and was stranded in the area that sand accumulated near the 
end of runway 15.  
  Regarding why the pilot did not conduct the appropriate operation in 

consideration of the changed wind direction to tailwind, it is probable that the 
pilot did not notice the change of the wind because he did not verify the wind 
by checking the windsock and others when landing.  

  The landing distance increases when an airplane would land in a 
tailwind. It is necessary for a pilot to plan a flight upon verifying the 
performance based on the POH to correspond to the changes in condition.  

Furthermore, when landing, a pilot is required to understand the landing 
performance of the aircraft, obtain a wind information by a windsock and 
others, confirm that it is able to stop inside the runway, and not to conduct a 
landing as far as possible in tailwind, in addition, if the touchdown point 
would be long down the runway due to changes in the wind and others, it is 
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necessary to take actions such as conducting a go-around without delay and 
changing a runway to be used and others.  

 

4 PROBABLE CAUSES 
In this accident, it is probable that because the appropriate maneuvering operation was not 

performed considering the wind that was changed in the direction of the tailwind, its touchdown was 
long down the runway, in addition, the pilot continued the landing operation based on his judgment 
that it would be able to stop inside the runway at the time of its touchdown despite the distance from 
the touchdown position to the end of the runway was insufficient margin against the landing 
performance (landing roll distance), it had overrun and was stranded in the area that sand 
accumulated near the end of runway 15. 

Regarding why the pilot did not conduct the appropriate operation in consideration of the 
changed wind direction to tailwind, it is probable that the pilot did not notice the change of the wind 
because he did not verify the wind by checking the windsock and others. 

 


