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Abbreviations used in this report are as follows: 

AD 
AFIS 
ALT 
ALAR 
ASD 
ATC 
ATT 
BKN 
CAAN 
CAPT or Pi 
CAS 
CAT 
CG 
C of A 
COMM 
CVR 
DHC-6 
EET 
EOBT 
ETA 
ETD 
FO or P2 
FOMjOM 
FOR 
GPS 
HDG 
ICAO 
KTM 
LH 
LUK 
MIC 
NAV 
OVC 
PF 
PIC 
PIREP 
PNF 
PROP 
QNH 
RH 
RWY 
SCT 
SOP 
SPD 
UTC 
VFR 
VMC 
VOR 

: Airworthiness Directive 
: Aerodrome Flight Information Service 
: Altitude 
: Approach and Landing Accident Reduction 
: Aviation Safety Department 
: Air Traffic Controller 
: Attitude 
: Broken 
: Civil Aviation Authority, Nepal 
: Captain 
: Computed Airspeed 
: Category 
: Center of Gravity 
: Certificate of Airworthiness 
: Communication 
: Cockpit Voice Recorder 
: DeHavilland Canada Twin Otter 
: Estimated Enroute Time 
: Estimated off Block Time 
: Estimated Time of Arrival 
: Estimated Time of Departure 
: First Officer 
: Flight Operations Manual 
: Flight Operation Requirements 
: Global Positioning System 
: Heading 
: International Civil Aviation Organization 
: Kathmandu 
: Left Hand 
: Lukla 
: Microphone 
: Navigation 
: Overcast 
: Pilot Flying 
: Pilot in Command 
: Pilot Report 
: Pilot Not Flying 
: Propeller 
: Pressure Setting to Indicate Elevation above Mean Sea Level 
: Right hand 
: Runway 
: Scattered 
: Standard Operating Procedures 
: Speed 
: Universal Coordinated Time 
: Visual Flight Rules 
: Visual Meteorological Conditions 

: VHF omnidi~~nal Radio;e 



Government of Nepal constituted Commission for the Aircraft Accident Investigation of YT-l0l for the 
purpose of preventing aircraft accidents and incidents. It is not the function of the Commission to 

assign blame or determine civil or criminal liability. 

SYNOPSIS 

AIRCRAFT ACCIDENT INVESTIGATION REPORT 
Yeti Airlines Domestic Pvt. Ltd 

DHC-6/300 TWIN-OTTER 9N-AFE at 
LUKLA (Tenzing Hillary - Airport) on 

OSth October, 200S 

On 8th October 2008, at 0146 1 UTC, a De Havilland Canada DHC-6/300 Twin-otter 
aircraft, 9N-AFE, operated by Yeti Airlines) Flight YT-101, on schedule flight to 
Lukla; Tenzing-Hilary airport, crashed at the perimeter of Lukla runway 06 while 
attempting to land in deteriorating weather condition. 

9N-AFE that departed from Tribhuban International Airport, Kathmandu at 0106 
was the fifth aircraft to depart for Lukla. At about 0135, Lukla reported weather 
was gradually deteriorating with further cloud formation, however 3 aircraft, 9N
AFA, 9N-AHE and 9N-AET landed at 0133, 0138 and 0141 respectively. CVR 
readout showed at around 0143 while entering Lukla valley following Doodhkoshi 
River at 8500 ft, 9N-AFE crew sighted Lukla airport vicinity. 9N-AFA who departed 
Lukla at 0139 informed 9N-AFE that valley was fine with space to overshoot and 
cloud only on long final. 9N-AHE while departing Lukla reported that cloud was 
approaching runway and landing might not be possible. 9N-AFE before entering the 
cloud on final approach enquired with Lukla Information about threshold and final 
being visible for which he received affirmative reply. This created doubt on 9N
AHE's PIREP. Moreover due to increased work-load caused by deteriorating 
weather, conflicting traffic, searching runway and psychological pressure (that 3 
aircraft had landed) resulted in tunnel vision to continue the approach to land. 
While on final approach the CAPT confirming runway alignment with FO, entered 
the cloud and at 0146, the aircraft first hit the ground 50 meters short of runway 
06 threshold 48 ft below the threshold level. The final impact site was located 20 
meter short of the threshold slightly left of the extended centerline 15 ft below the 
threshold level. The aircraft was destroyed due to the impact force and subsequent 
fire. Out of 19 persons onboard, all 16 passengers and 2 crew members lost their 
lives. The only survival of the crash was the CAPT of the aircraft. 

Lukla Airport reported the accident to Kathmandu Airport at 0157. The Rescue Co
ordination Centre (RCC) was then activated. Seriously injured Captain was brought 
to Kathmandu Teaching Hospital at 0400 by 9N-AIF AS350 of Fishtail Air which was 
on ground Lukla Airport. RAN-38 MI-17 helicopter of Nepal Army airlifted all dead 
bodies to Kathmandu at 0832. The accident was notified to the concerned national 
and foreign authorities by the Civil Aviation Authority of Nepal. 

Experts were nominated by Germany and Australia (States of Victims). The formal 
investigation commenced on 10th October, 2008 following a meeting of the 
Commission. Interim safety recommendations' were issued to CAAN on date 17th 
November 2008. 

'All times shown hereafter are UTC Time, unless otherwise specified. ~'" 
'Yeti Airlines hereafter means Yeti Airlines Domestic Pvt. Ltd. I 

'Lukla hereafter means Tenzing-Hilary Airport, Lukla, unless otherwise specified 
Interim safety recommendation is attached in Appendix B 



The probable primary cause was flight crew's misjudgment, based on the weather 
information from all the preceding aircraft and Lukla Information, to enter into 
cloud patch on final wherein the aircraft encountered the rapidly uplifting fog on 
short final resulting in Control Flight Into Terrain (CFIT). 

Probable contributing factors were: 

a) Failure on the part of regulatory body and company safety management to 
check the wrong practices being followed by pilots especially in STOL 
airfields like Lukla on a timely basis. 

b) AFIS personnel on duty not being able to declare airport closure due to high 
workload, stress and landing of preceding three aircraft in similar marginal 
weather condition. 

c) Operator's priority of economical aspect over safety such as their unequal 
treatment between pilots landing in adverse weather and diverters, creating 
a 'Must Land' situation. 



· AIRCRAFT ACCIDENT INVESTIGATION REPORT 
Yeti Airlines Domestic Pvt. Ltd 

DHC-6/300 TWIN-OTTER 9N-AFE at 
LUKLA (Tenzing Hillary - Airport) on 

OSth October, 200S 

On October 8th 2008 at 0106, a twin otter registered 9N-AFE owned and operated 
by Yeti Airlines, Scheduled as Flight No. YT 101 departed Kathmandu for Lukla 
carrying 19 persons including 16 passengers and 3 crew members. The flight 
plan of the aircraft, which had been filed with the Civil Aviation Authority, 
Tribhuvan International Airport Office, was as follows: 

Flight Rule: VFR, Aerodrome of Departure: VNKT, Estimated Departure 
EOBT: 0030; Destination Aerodrome: VNLK, Cruising speed: 150 knots, 
Altitude: 11500 ft, Route: DCT JIRI/N0150 A135, Estimated Enroute Time: 
35 minutes, Alternate Aerodrome: VNRT 

Earlier that morning, Lukla Tower" informed regarding Lukla Airport being closed 
due to weather. At the time of 9N-AFE's departure the reported Lukla weather 
was: wind 000/00, visibility 5000m due fog, Scattered ground Level/500/1000 ft 
overcast 2000 ft Runway OK. CVR Analysis showed that the aircraft reached 
11500 ft and continued its course toward Lukla via south of track. Based on CVR 
record, the flight's last 30 minutes prior to accident progressed as follows: 

At 0125 the aircraft reported Kathmandu Approach of checking Ramechaap at 
11500 ft AMSL which was cleared to change over to control frequency. Nothing 
unusual was reported or recorded during the entire flight. The aircraft followed 
Doodhkoshi River and descended to lower altitude up to 7500 ft to enter Lukla 
valley. While following Doodhkosi River the Captain continuously received PIREP 
from other aircraft ahead of him and weather updates from Lukla Information. At 
01 :43: 14 the aircraft reported entering Lukla valley at 8500ft, while 9N-AHE was 
lining up for take-off. 9N-AFE at that time had talked about runway surroundings 
being in-sight. 9N-AHE while departing informed 9N-AFX that the cloud was at 
9000ft and had reached the runway. At 01:44:29, 9N-AHE reported crossing 9N
AFE from left. 

At 01:45 :05 while on final CAPT queried Lukla regarding threshold being seen, 
Lukla acknowledged by replying "affirm sir affirm". Again just before entering the 
cloud captain asked if final was fine for which Lukla replied "affirm sir affirm, 
visible". This created doubt on PIREP of 9N-AHE and due to increased work-load 
caused by deteriorating weather, conflicting traffiC, searching runway and 
psychological pressure that 3 other aircraft had already landed resulted in tunnel 
vision to continue the approach and land. After confirming with co-pilot being 
straight on final track, 9N-AFE entered the up-lifting fog unknown to him that it 
was rapidly covering the final approach and threshold area. At this point co-pilot 
raised his doubt in soft voice if they could see the final. At 0146 aircraft first hit 

'2 Nepali, 12 German National and 2 Australian ~'4' 

"Lukla Tower signifies the Lukla AFIS (Lukla InformatiOn)\~ , 
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the ground 50 meters short of runway 06 threshold 48 ft below the threshold 
level. The final impact site was located 20 meter short of the threshold slightly left 
of the extended centerline 15 ft below the threshold level. At 01: 57 UTC Lukla 
reported Kathmandu regarding the accident after that Rescue Coordination Centre 
(RCC) was activated. 
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1.3 Damage to Aircraft 

1.3.1 Extent of damage 

The aircraft was destroyed due to force of impact and fire thereafter. Remaining 
semi-burnt wreckage of engine, rudder, elevator and wing were also recovered. 

11.3.2 Damage to Aircraft by' Part 

a. Flight Control 
01. Aileron 

Picture 1 

• Both RH and LH ailerons suffered severe damage. (see Picture 1, 2 & 3) 

Picture 2 (Left Wing) 
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Picture 3 (Right Wing) 
02. Rudder 
• The rudder remained attached to the vertical stabilizer with some damage on 

the left side. (See Picture 1, 4) 

03 . Elevators 
• The elevators remained attached to Tail Section with severe damage, 
• Both RH and LH elevators had scratches on their leading edge lower surfaces, 

but none on the trailing edge lower surface. (See picture 1, 4) 

b. Wings 
01. LH wing 

Picture 4 

• The Left Hand Wing was found detached from the main body of the aircraft 
after the impact of the Wing Outboard Leading Edge. 

• The Flaps and Ailerons were found hanging on the wing with some impact 
damages on the flap arms. 

• The engine nacelle was found intact with the wing but the engine was found 
detached from the nacelle. 

3 





c. LH main landing gear 
• LH Landing Gear Assembly was found stuck in between the rocks and its 

fairing was found in torn and partially burnt condition. 

d. RH main landing gear 
• RH Landing Gear Assembly was found with impact damage on wheel hub 

and its fairing was burnt. 
• Some parts of main fuselage frame attached to its pivot joint. 

e. Nose landing gear assembly 
• Nose Landing Gear Assembly was found in disintegrated condition. 
• The Fork end of nose landing gear assembly was found detached from its 

oleo assembly and its hub assembly was found broken. 

f. Fuselage 
01. Cockpit section 
• Upper and Lower structural parts of Flight found completely 

disinteg~d and burnt out,'(', 

5 



• There was remarnrng of Instrument Panel of the flight deck with the severe 
burning and impact damages. 

Condition of GPS Garmin 155XL installed on the aircraft 

Nose Section 

02. Main Cabin Section 
• The main cabin section of the fuselage was completely disintegrated and 

destroyed by the impact and post impact fire. 

Main Cabin Section Remains '\'. 
6 



03. Tail Section 
• Empennage of the aircraft was detached from fuselage at Tail Section. 
• Impact damage on lower surface of Vertical & Horizontal Stabilizer along with 

Rudder and Elevator were observed. 

Vertical/Horizontal Stabilizer along with Rudder & Elevator 

mpact Damage underneath of Fuselage Tail Section 

g. Power Plant 

01. Left Engine 
Left Engine was found below the gouge, detached from LH Wing. Its Propeller was 
found sheared off from Reduction Gear Box Shaft of the engine . The RGB and 
Accessory Gear Box of the engine were found sheared off from the engine. 

Accessory Gear Box Sheared Off fro1 the engine 

'( 1J 
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Reduction Gear Box sheared off from the engine 

Reduction Gear Box Assembly of LH Engine 

02 . Left Propeller 
• Left propeller was detached from the engine and was found below the rock 

near the engine. 
• Propeller blades were severely deformed with propeller assembly and its 

spinner fairing completely damaged . 

03 . Right Engine 
• The Right Hand Engine was found intact on its wing. 
• The Propeller assembly along with the reduction gear box was found detached 

inside the Airport Runway Fence towards the threshold. 
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04 . Right Propeller 
• The RH Propeller Assembly along with the reduction gear box was found inside 

the Airport fence near the threshold . 
• Severe Bend damages were found on its blades . 

h. Other Scattered parts 

01. Cockpit Seats and Cockpit Door: 
Both cockpit seats were found inside the fence of airport, catapulted from the 
flight deck on impact. LH cockpit door was found besides cockpit seats. These 
parts might have been moved from their original position during rescue. RH 
cockpit door was found just outside the airport fence . 

Crew seat and Left Cockpit Door 

9 



02. Flap Selector Lever: 
The Flap Selector Lever position was found to be at approximately mid position, 
and the Flaps actuator confirms with the selected Flaps lever position. 

03. Flight Instrument and Engine Instrument Panel: 
RH Flight Instrument Panel was completely destroyed by impact and fire . LH 
Instrument panels and engine instrument panel were damaged by impact force. 

10 



04. Condition of Engine Control Levers: 
As the cockpit section was moved during the search and rescue, the first-hand 
information regarding the position could not be determined. 

1.3.3 Distribution of Wreckage 

Some wreckage remains could have been moved from their original positions due 
to rescue activities. The wreckage was scatteredB as follows : 

Due to the impact, wreckage of the aircraft except for RH and LH wings, vertical 
and horizontal tail planes, tail section and engines, were scattered over an area of 
60 square meters just short of the runway perimeter. The tail section torn and 
detached from main fuselage showed no sign of fire damage. Main cabin section 
was entirely destroyed by fire. Both wings were found near main fuselage area 
with their respective inboard side burnt. LH engine was found detached from the 
wing pylon lying below its pylon under the wing . Propellers of both engines were 
found detached from their respective engines. The nature of impact was such that 
the front portion got detached with both crew being thrown out of cockpit 20 
meters away along with their seat and belt intact. Empennage was found 
approximately 30 meters of LH main landing gear's impact ground scar torn and 
detached from fuselage . 

. 4 Damage to Other than the Aircraft 

The crash site was filled with rocks and uneven cliffs and burning marks were 
noticed around the crash site . Damage to some extent was also noticed on the 
left corner of the runway perimeter fence . 

B Diagram of wreckage distribution is given in Appendix D 
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Sex and Date of Birth Male, 27th May 1967 
Nationality Nepali 
Pilot license ATPL (A) No. 183 

Issued By. CAA-N on 06/07/2001 
Type rating P-I-C: DHC-6/300 (twin-otter); 

P-I-C: J-41 (Jetstream) 
Validity December 2008 
Last Medical Examination Class 1 on June 2008 
Total Flight Hours 8185:15 
Total Hours on DHC-6/300 7180: 15 
Flight Time for Current year (Sept, 2008) 739:55 
Flight Time during last 3 months 243:40 
Flight Time Last month (Sept, 2008) 91:35 
Flight Time during the last 7 days 30:45 
Last Proficiency Check (DHC-6) 12 December 2007 
Last Recurrent Training (DHC-6) 14 June 2008 
Last Route Check (DHC-6) Not available 
Last Training on Emergency 24th October 2006 
Last Refresher Class (DHC-6) 29th December 2007 
Last CRM Training 25th December 2007 
Last DGR Training 30th October 2008 

The captain had joined Yeti Airlines on 25/02/2006 prior to which he was 
employed by the then Royal Nepal Airlines Corporation flying DHC-6/300 since 
08/1997. He is an experienced pilot, found to be job satisfied, friendly, quiet, 
non-macho, rated high by his contemporaries with no history of 
accident/incidence. He is a non-smoker and non-alcoholic person. He is not under 
any prescription medication and was in good physical/mental health condition. 

Sex and Date of Birth Male, 22nd December 1980 
Nationality Nepali 
Pilot license CPL (A) No. 300 

Issued By. CAA-N on 20 Jan 2008 
Type rating P2: DHC-6/300 (twin-otter) 
Validity September 2009 
Last Medical Examination Class 1 on September 2008 
Total Flight Hours 556:04 
Total Hours on DHC-6/300 341:40 
Flight Time for current year (Sept, 2008) 312:45 
Flight Time for last 3 months 116:10 
Flight Time Last month (Sept, 2008) 52:35 
Flight Time during the last 7 days 05:00 
Initial DHC-6/300 P2 Check-ride 31/12/2007 
Last CRM Training* 16th Dec. 2007; 20tn Dec. 2007 
Last Recurrent Training (DHC-6) June 2008 
Last Route Check (DHC-6) Not available 
Last Emergency Training 15th September 2008 
Last DGR Training Not Available 

, 
* Two certificates for the CRM class. V't/ 
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F/O had joined Yeti Airlines on 20/01/2008. He had completed his initial pilot 
training on 03/04/2007 from South Africa. He underwent classroom and flight 
training for DHC-6/300 at Yeti Airlines and qualified as F/O for the aircraft type on 
20/01/2008. He was also found to be sincere and reserved type with proper 
qualifications credited to him and maintained normal physical/mental health. 

Sex, Date of Birth Female, 2043-05-16 
Nationality Nepali 
Last Medical Examination Not available 
Last Training on Emergency Not available 
Basic Cabin Crew Training 27th December 2006 
Last Refresher Class (DHC-6) 23rd July 2008 
Last CRM Training 20 Dec 2007 
Last DGR Training Not Available 
Note: The Flight Attendant joined the company on 1st May 2007 

The twin-otter aircraft, owned and operated by Yeti Airlines was configured for 3 
crew and 19 passengers with green and white painting. 

8FTJIN. 
CABIN HEIGHT 

DE HAVILLAND CANADA 
DHc·e TWIN OTTER SERIES 300 

MAINTENANCE MANUAL 

PROI'£I.L£R 
OI,\METER g FT 6 IN 

GROUND 
LINE 

'-------_L E ;:-.; G T H :'\ 1 F T 9 I N 

Aircraft Dhllen~ions 

DIHEDRAL 3" 

.-l 

GROUND 
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Type (Model) DHC-6/300 
Manufacturer De Havilland Canada 
Classification Aircraft category Transport (passenger) 
Registration 9N-AFE 
Owner / Operator Yeti Airlines Domestic Pvt. Ltd. 
Serial No. 720 
Date of Manufacture 14th October, 1980 
Date of Initial C of A issued by Nepal 24th Feb 1999 
Validity of C of A 15th July 2009 
Last C of A Inspection carried out 19th Se pt 2008 
Type of Landing Gear Tricycle (fixed) 
Maximum Take-off Mass 12,500 Ibs 
Maximum Landing Mass 12 300 Ibs 
Aircraft First Arrived in Kathmandu 2 Feb 1999 
Total Airframe Hours (TTSN) 32925:55 
Total Number of Landings 65041 

Engine 
Make/Model Pratt and Whitney/PT6A-27 
Engine Left Right 
Serial Number PCE-42076 PCE-PG0353 
Date of Manufacture August 1980 20th August 2007 
Time Since New 15349: 16 1281: 53 
TTCN 23182 2633 
Time Since Overhaul (TSO) 186:52 1281: 53 
Cycle Since Overhaul 382 2633 
Last Hot Section Inspection N/A 1196:56 
Last Overhaul Done 15162:24 New 
Propeller 
Make/Model Hartzell Propeller Inc.jHC-B3TN-3D 
Number of Blades/Diameter Three Bladed / 8ft 6in 
Pitch Setting + 17 Low Pitch 

+ 87 Feather 
- 15 Max Reverse Pitch 

Serial Number BUA 21659 BUA 27865 
Installed Date 7 Dec 2007 3 Oct 2007 
Time Since Overhaul 2672:40 1281: 53 

HEAVY LANDING AT SURKHET AIRPORT ON 29TH JUNE 2007 
• PIREP for the incident" AFTER TOUCH DOWN AT RWY 02, VNSKi AIRCRAFT 

SWUNG UNCONTROLLABLY TOWARD LEFT" 

• Following Structural Repair work was carried out by ALTENRHEIN AVIATION 

under Work Order: 270/07 
o 5301 Nose Cap Repair 
o 5302 Nose Baggage Compartment Repair 
o 5303 Nose Baggage Door Repair 
o 5701 RH Wing Repair 
o 5702 RH Outboard Fore Flap Repair / 

• Test Flight carried out as per C of A sch~ule on date 7th Oct 2007. 

& -6 ,(, 14 



HEAVY LANDING AT BAJUARA AIRPORT ON 3 RD JULY 2006 
• PIREP for the incident" DURING LANDING ApPROACH AT BJR AIRPORT HIT 

THE FENCE AND LH LEG DETACHED FROM AIRCRAFT" 

• Structural Repair was carried out under Work Order # 195/06 and 196/06 
by ALTENRHEIN AVIATION 

• Aircraft Reweighing was carried out on 28th October 2006. 
• C of A Test Flight was carried out on 30th October 2006. 

• Replacement of LH & RH Wing Boxes were carried out as per Service 
Bulletin 6/362 and the following Modifications were incorporated during the 
Wing Boxes Replacement on 12 September 2008 

MOD 6/1630 MOD 6/1752 
MOD 6/1812 MOD 6/1881 
MOD 6/1887 

o Installed Wing Boxes 
• LH Wing Box PIN WR6-1002-59 SIN 168 
• RH Wing Box PIN WR6-1002-61 SIN 168 

• 125 Hours Inspection was carried out on 19 September 2008 and Issuance 
of CMR (Certificate of Maintenance Release) 

• Aircraft Weighing and C of A test flight carried out on 19 Sept. 2008. 
• OOP SP-2 400 Hours Inspection carried out on 29 September 2008 
• OOP SP-2 100 Hours Inspection was carried out on 4 October 2008 
• Weekly Inspection was carried out on 6 October 2008 
• Daily Inspection was carried on 7 October 2008 at 2000 Hours LT 
• Transit Inspection was carried out on 8 October 2008 

Center of Gravity is an important factor that directly affects the controllability, 
Maneuverability and Stability of an aircraft. Aircraft with forward centre of gravity 
position tends towards maneuverability limit with an increase in control force, 
while aircraft with rear centre of gravity position tends towards the stability limit 
with a decrease in control force. 

Load Sheet/Trim Sheet Data": 
Subiects Load sheet found in aircraft Load sheet provided by Yeti 
Basic Weight 7543 LBS 7543 LBS 
Crew/Crew Baqq/Ext eqpt. 451 LBS * 451 LBS * 
Operation Empty weight 7994 LBS* 7994 LBS* 
Passenger weight 2431 LBS 2464 LBS 

Nepali/Foreigner Nepali/Foreigner 
Male 3 / 5 Male 2 / 7 
Female 8 Female 7 

Baqqage / Cargo 462 LBS 440 LBS 
Weight less Fuel 10887 LBS 10898 LBS 
Fuel 1600 LBS 1600 LBS 
Take-off wt 12487 LBS 12498 LBS 
Fuel Used 350 LBS 350 LBS 
Landing Weight 12137 LBS 12148 LBS 

* Crew baggage, catering & passenger hand baggage weight not Included In calculation. 

90perations Manual of Yeti Airlines does not clarify regardin~ew baggage, catering and passenger hand 
baggage weight for weight and balance calculation, as required b CAAN FOR. Both Load/trim sheet are attached 
in Appendix E. ~ I 

~ \ 15 
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Load/trim sheet provided to the Commission by Yeti Airlines via ASD contradicts 
with actual load sheet recovered from the aircraft crash site. 

On-board the aircraft was 1600lbs of Jet-A1 fuel supplied by Nepal Oil Corporation 
and BP 2380 lubricating oil both authorized for aircraft use. 

The Meteorological Report as provided by Meteorological Forecasting Division 
extracted from the satellite picture of Lukla area was as followlO : 

• Met report Issued on 2008/10/07 at 0600 PM LT (12: 15 UTC) and Valid from 
2008/10/07 till Date 2008/10/08 

o Tonight's weather forecast for Nepal:-
"Partly cloudy in the eastern and central region with possibility of brief 
thundershower to occur at one or two places. Mainly fair in the rest." 

o Tomorrow's weather forecast for Nepal 
"Partly cloudy in the eastern and central region with possibility of brief 
thundershower to occur at one or two places during afternoon or evening." 

Meteorological observations made by Lukla Tower on 8th October 2008: 

0020 - Early Morning 
Wind direction / speed 

Visibility 

Cloud 

SW/L 
4000 m 
SCT 500 ft / 1000 ft 
OVC: 2000 ft 

QNH / Temperature / Dew Point Not Available 
Runway Airport Closed* 
0057 - lust before Departure of 9N-AFE 

Wind direction/speed 000/00 
Visibility 

Cloud 

5000 m due fog 
SCT: Ground level / 500 ft / 1000 ft 
OVC: 2000 ft 

Runway OK/OPEN 
0148 - Around the Time of Accident 
Wind direction/speed Light 
Visibility 5000 m fog 

Cloud 

Runway 
0207 - After the Crash 
Visibility 
Runway 

SCT: Ground level / 500 ft / 1000 ft 
OVC: 2000 ft 

OK/OPEN 

500 m 
Airport closed 

* Based on t~e interview with Lukla ATe pers~nnel y<l-( w:/, 
H1Attached in Appendix F \ D 
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The first aircraft to depart Kathmandu for Lukla was 9N-AFA at 0044 UTC. 9N-AFE 
departed Kathmandu for Lukla at 0106. 

No navigational aids are available at Lukla Airport. The aircraft was installed with 
GPS 155XL and second GPS maps 196 was also found onboard the aircraft. No 
malfunction was reported by crew or noted on aircraft logs. 

The air navigation and aeronautical communication service provider in Nepal is 
the Civil Aviation Authority of Nepal. AFIS is provided by Lukla aerodrome which 
is equipped with VHF and HF. The VHF frequency for Lukla Information is 122.3 
MHz and HF frequency is 5805.5/3280.25 KHz with RFT/SSB channel. At the time 
of accident, 122.3 MHz and 5805.5 KHz were operating normally and Lukla was 
maintaining two way radio communications with 9N-AFA, 9N-AHS, 9N-AET, 9N
AFE on VHF simultaneously. However, Lukla had reported difficulties in 
communicating with other stations on HF early that morning. 

9N-AFE maintained required communication with Kathmandu Ground (121.90 
MHz), Kathmandu Tower (118.10 MHz), Kathmandu Approach (120.60 MHz), 
Kathmandu Area Control (126.00 MHz), Lukla Information (122.3 Mhz) and other 
aircraft in the vicinity. Communications with these facilities were good. 

Airport: 
ARP: 
Elevation: 
Runway: 
Dimension: 
Landing/Take-off: 
Runway Surface: 

Tribhuvan International Airport, Kathmandu (VNKT) 
E085 21' 28.449 N027 41' 50.360" 
4390 ft AMSL 
02/20 
10007 X 150 ft 
Both 02 and 20 
Bitumen 

Tenzing-Hilary Lukla airport is located in Sagarmatha Zone, Solukhambu district 
in Eastern Nepal, about 76 nm Northeast of Kathmandu and is managed by the 
Civil Aviation Authority of Nepal. This airport is also known as the gateway of 
Mount Everest as trekking to Everest region starts from here. This airport handles 
upto 80 flights a day during peak tourist season. 

The runway is located at 274003N and 0864400E. The airport elevation is 9100 ft 
AMSL, dimension of runway 06 and 24 is 527 m X 20 m. It is paved runway with 
a gradient of 11.75% upslope from 06 to 24. The up-sloping of the runway 
creates an illusion of being higher that normal while on proper glide-path. Runway 
06 is used for landing and 24 for take-off only due to the geographical limitation. 
Early morning the wind normally blows from North and becomes Southwesterly 
creating turbulence, tail-wind and down-draft on the final approach, which 
requires power-on approach to compensate for the high sink rate. Compounded 
with high elevation the true airspeed of the aircraft on final approach and landing 
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is higher. The geographical limitations of the airport require extreme caution to be 
exercised by all concerned. The airport is an uncontrolled aerodrome where the 
following AFIS are provided: 

• Traffic Information 
• Essential Aerodrome Information 
• Any other information useful for the safe conduct of flight 
• Alerting Services 

Fire fighting facilities are not available at Lukla. 

The aircraft was equipped with a Fairchild A-lOO model part no 93-A100-31 serial 
no 4858 CVR (Photographs) with 4 recording channels and recording duration of 
30 minutes. The CVR was recovered with its case intact without any significant 
damages to content of its tape quality. The CVR was wired with an impact switch 
that powers off automatically upon impact. 

The CVR was found and kept by preliminary investigation team that visited the 
site and later handed over to Accident Investigation Commission. The CVR 
readout facility available with Yeti Airlines and the personnel authorized by CAAN 
were made available to the office of the accident investigation commission for its 
readoue 1 • As the read-out was a combined channel output, the CVR was sent to 
R&D Directorate, flight recorder laboratory, DGCA, India for detailed clarity per 
channel readout. The timings were established utilizing communications recorded 
on the CVR and on ATC recorders. 

It.'.··.·.;\.!. :.'1·.:·;;1;11'.:.······.· .. : .• ' •.. 0 .•.• 01·.·'j·.· ••. ·." ... ililiI.;n,.h··.··.··.·"·I·.· ... {; .••.•..•••... i·.· .. :.;11:-....•.• 1iIl .... = •... v~iA .•. '.iiOI· .••. '.·.·.·.'.~.;.; .•. ••• •. '. 1.1 •. '.· .•. 11.·· •.•. • .•. ·.·.·,.'.·.\ .•. · ~"'.\ "",''<'''' ,'--, ".-HBI~L",,<~::::"':":"'::,::~;,~----<;- _, ________ ;t/.~L ---11:.S:~L ___ :_:::,:-_\o-:-__ ,:-:-- -- ---,.' l 

Not required for Twin-otter aircraft as per existing requirements of CAAN. 

The Capt and FO were rescued from runway 06 perimeter, who had been thrown 
out of the cockpit along with their seats intact. Bodies of the 16 passengers and 
the airhostess were recovered from the cabin compartment at the crash site in 
grossly with various degree burns. Post mortem examinations of the passenger 
were done at Kathmandu Autopsy Center, Forensic Medical Department, 
Tribhuvan University Teaching Hospital and at American Club, Kantipath. 

Analysis of toxicological samples obtained from CAPT and FO were negative for 
any drugs or alcohol. 

The autopsies did not reveal any disease status of the crew. Death of FO, cabin 
crew and passengers were due to direct blunt impact force. The burn sustained 
were all post-mortem in nature except for one passenger giving evidence of 
carbon monoxide inhalation, meaning there were no internal burn injuries or 
shoot inhalation findings in rest of the crew and pa~~:~,~~ .• ~~~first officer did 

l1CVR transcript is presented in Appendix G yl b 
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not sustain any burn injuries having been thrown clear of the aircraft but died due 
to intra cranial hemorrhage after suffering internal head injuries upon hitting the 
airport boundary fence. The rest of the passengers except for one died of direct 
impact injuries and thereafter, sustained different degree burns after the fuselage 
caught fire. A single Australian lady succumbed primarily to direct impact injuries 
cum incineration and she was the only one with evidence of carbon monoxide 
inhalation from autopsy reports. 

The female cabin crew died of internal impact injuries and was physically 
identifiable because the burns sustained was superficial or of first degree nature 
only. The two Nepalese passengers died of impact injuries, one of whom was 
identified without difficulty while the other took some more time. Rest of the 
foreigner passengers died of internal traumajhemorrhagic shock secondary to 
head injuries or blunt force trauma. None of the dead required any DNA analYSis. 

Of 19 persons onboard only 2, the CAPT and the FO, were carried from the 
wreckage to the ramp. The FO instantaneously died while being rescued and 
taken to apron for first aid while the only survivor of the crash, the CAPT, was 
rescued and given first aid by doctor group who happened to be at Lukla. At the 
time of hospitalization, he suffered severe lacerations, cuts, fractures and his 
forehead skin with muscles was sheared from his scalp. However, his conscious 
level was good and his neurological and cardiac status was intact. Later 
investigations revealed that his main injury was the multiple fracture of his 5th 
lumbar vertebrae resulting in his inability to walk. His finer limb movements were 
unaffected. 

According to the autopsy reports, most of the remains were burnt to various 
degrees and suffered multiple fractures and internal organ damage caused by the 
impact. 

The accident appeared to be an un-survivable one. The declarative force at the 
final impact was severe enough to cause fatal injuries and death. Due to the 
nature of the impact and detached cockpit section, the Captain and Co-pilot were 
catapulted out along with their seat approximately 50 meters from the point of 
first impact that eventually reached the left corner of threshold 06 inside the 
runway boundary. All the passengers and the cabin crew died due to direct blunt 
impact force. 

The aircraft caught fire spontaneously due to fuel ignition upon impact into the 
terrain. The local civilians, airlines personnel and security personnel reached the 
crash site and doused the fire by throwing mud and water filled in jerry cans. 
Later, the aircraft fire extinguisher was also used to put-out the remaining fire. By 
the time the fire had been extinguished, the aircraft stru~ture (cabin section) had 
been completely burnt except for the tail, nose section td wing portion. 

c§ \(' 1J 
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Immediately after the crash at 0146, personnel from the airport security police, 
local civilians conducted the search and rescue activity. 

Helicopter (AS50) of Air Dynasty Heli Services Pvt. Ltd (9N-AEX) departed 
Kathmandu at 0236 for Lukla on rescue mission. At 0303 9N-AIK AS50 helicopter 
of Fishtail Air Pvt. Ltd. which was on ground Lukla departed for Teaching Hospital, 
Kathmandu carrying the injured Captain. The rescue helicopter 9N-AIK landed at 
Teaching Hospital at 0400 and necessary treatment of the CAPT started. Nepal 
Army helicopter (Mi17) RAN-38 departed Kathmandu at 0601 UTC for Lukla to 
ferry the dead bodies. All the bodies of the passenger and cabin crew found at the 
crash site were airlifted to Kathmandu on 8th October 2008 at 0832. 

"&t._~ .... re.IJGItes 
_ •• 'll.,r ••• ,j;W ..... ,: ... I .. vthe'...,u .. 

Clear scars of impacts of LH, RH and Nose landing gears and other aircraft parts 
were observed on ground at the crash site. The crash site was covered with rock 
and the ground was relatively hard. 

Regarding indications of major instruments as well as the positions of 
switches/levers in the cockpit, the following were identified. Due to the movement 
of wreckage during rescue and the impact itself, the readings could not be 
considered as pre impact one. 

Altimeter: 

Rate of climb indicator: 

ENG Oil Temperature 

ENG oil pressure indicator 

ENG IGN selectors: 

FLPS lever: 
Power levers: 

Propeller levers: 

Fuel Levers: 

Fuel Quantity Indicator 
Fire handles: 

QNH 1015/ 9040 ft 
o fpm 

0; 0 
RH:112psi; LH: 84 psi 

NO.1: Cont Relight, No.2: Cont Relight 

Mid Position 
Both at Mid position 

Both at Full Fine 

Both ON 
AFT: 500 Ibs; FWD: 575 Ibs 
Handles for No.1 engine, No.2 engine -Not activated. 

The GPS maps 196 recovered from crash site was capable of recording flight route 
and altitude the aircraft had flown. Since down loading and analyzing facility of 
this equipment was not available in Nepal or neighboring countries, the GPS was 
taken to BFU, Germany for downloading'. It was found that since the recording 
mode of the GPS was set to off no track or altitude datctwere recorded after 7th 
September 2008. All ~ata prior to7th Sept 2008 were dtnloaded successfully. 

"GPS An,'v,', A~'n Append,x H '(' 17'" 
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Visual examination of Power-plants, analysis of CVR readout and interview of 
CAPT showed that both engines were operating normally until the impactl'. 

Yeti Airlines Domestic Pvt. Ltd. is providing its air service in STOL and Non-STOL 
airfields using Twin-otter DHC-6/300 and Jetstream J-41 respectively. Names of 
the Nominated post holders in the Management, as provided in the Operations 
Manual Part A (General) are as follows: 

Mr. Lhapa Sonam Sherpa 
Mr Ang Tshiring Sherpa 
Capt. K.B.Thapa 
Capt. B.R. Niraula 
Capt S. Shah 
Capt P. Vaidya 
Capt. P. Paudel 

Chairman 
Managing Director 
Director Operation 
Director Flight Safety 
Chief Pilot 
Training Captain 
Flight safety Officer 

Operations, Flight Safety Director and the Chief Pilot are being utilized in par with 
the regular line pilots, which is in contradiction to the regulatory requirement and 
recommendations of previous Accident Investigation Commissions. This results in 
insufficient time for one to discharge their office duties such as safety oversight. 
Similarly, Instructor pilots are also being utilized equally or even more than the 
line pilots resulting in a lack of sufficient time to evaluate their training practices 
and effectiveness. 

According to the interview taken it was not apparent that Operation and/or Flight 
Safety had conducted any meeting with the pilots for prolonged period or 
introduced any mechanism to exercise effective control and surveillance over line 
operation. There was also lack of non-punitive reporting system. It was also 
informed to the Commission that there is a hidden pressure during peak tourist 
season and marginal weather conditions from Travel Group/Agent and others to 
accomplish the flights. This pressure is transferred from staffs handling the flight, 
to the Pilot, to the tower personnel and vice versa. Incentives, competition with 
other airlines, to be favorite or near to the management, macho personality may 
be some of the reasons behind pushing one to operate flights in marginal weather 
conditions, and unfortunately this has become a normal practice. 

As there is a mandatory requirement for flight crew to attend yearly CRM 
refresher class, the existing CRM training program as mentioned in Yeti Airlines 
Training Manual Amendment-I of 24 August 2008 approved by CAAN covers many 
topics like team work, handling problem, leadership, error management, threat 
management, SHELL model, SOP and previous aCCident/incident discussion, etc, 
but the duration is limited to 3 hours only. However, data from past accident 
records reveal lack of co-pilot raising voice against questipnable judgment made 
by PlC. / 
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S.N Date Ale Reg. Place 
1. 05/04/2001 9N-AEV Tumlinqtar 
2. 26/04/2001 9N-AET Bhojpur 
3. 28/03/2003 9N-AEV Dolpa 
4. 02/04/2004 9N-AEV En-route 
5. 25/05/2004 9N-AFD Lamjura 
6. 12/03/2006 9N-AEV Dolpa 
7. 21/06/2006 9N-AEQ Jumla 
8. 03/07/2006 9N-AFE Ba;ura 
9. 29/06/2007 9N-AFE Surkhet 
10. 08/10/2008 9N-AFE Lukla 

The last Flight Operations Safety Audit of Yeti Airlines before the accident of 9N
AFE was conducted by Flight Operations Division, Aviation Safety Department of 
CAAN on 30th March 2008. It was observed that most of the status categories in 
findings were left blank. 

The letter ref: 476/065/066 dated 2065/8/22 from Aviation Safety Department, 
CAAN elucidates lack of adequate qualified technical manpower. This has resulted 
in difficulties to carryout regulatory functions. However, it has been observed that 
the flight inspectors are being deputed to perform regular flight duties for various 
airlines, such as the chief of the Flight Operation Division, ASD flying for Yeti 
Airlines. This practice carries risk of influencing effective safety oversight of the 
operators. This was also pOinted by ICAO USOAP/2002 and other past Accident 
Investigation Commissions. 
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AIRCRAFT ACCIDENT INVESTIGATION REPORT 
Yeti Airlines Domestic Pvt. Ltd 

DHC-6/300 TWIN-OTTER 9N-AFE at 
LUKLA (Tenzing Hillary - Airport) on 

OSth October, 200S 

2. ANALYSIS 

The following factors such as technical defects, unlawful interference, explosives, 
pilot incapacitance/medical or influence of alcohol or drugs, lack-of 
training/qualification/experience, which could have contributed to the accident 
have been reviewed separately and accordingly ruled out. 

It was found that this aircraft had been maintained in accordance with the 
approved maintenance schedule. Based on the information provided by the 
Captain, aircraft maintenance documents, CVR readout and visual examination of 
the power-plant, no evidence of any preexisting airworthiness discrepancies or 
pre-impact failures of structure, flight control, electrical system or engine were 
found]; . 

As per the statements from concerned personnel of Yeti Airline, all the baggage 
consignment belonged to the passengers and no suspicious baggage were on
board. Similarly, the aircraft was maintained only by authorized personnel of the 
company and there was no report of unauthorized personnel accessing the 
aircraft. CVR readout revealed no apprehensive conditions being raised 
throughout the flight. Absence of evidence of shrapnel in the body parts indicate 
that no explosion took place on-board. The company also had not received any 
kind of threat. From the physical inspection of the wreckage distribution and 
statements from the eyewitnesses and the captain it can be concluded that 
involvement of an unlawful interference or explosion was not the cause of this 
accident. 

The flight crew were properly certified and qualified in accordance with applicable 
FORs and company requirements. The captain had experience of flying in similar 
type of aircraft and aerodrome for over 11 years. Thus lack of experience, training 
or familiarization with the airfield can be ruled out. As per the crew medical 
records the flight crew were medically fit. CVR and ATS record showed that both 
Capt and FO were maintaining required radio communications with other stations 
and among themselves, just prior to impact. Similarly toxicological specimens 
indicated that neither the captain nor the first officer were under the influence of, 
or impaired by, drugs or alcohol at the time of thlec ident. Thus, pilot 
incapacitation is ruled out. 

"A~;'YS;s ~g-out teCh~I~;';;;;; ;~ p,;;;';OO In ;ppond;;;-;r--- *"~--~ 



• The Captain who performed the duty of PF was seated on Left seat while the 
First Officer performing the duties of PNF and was seated on the right seat. 
This was easily determined as the flight crews were thrown out of the cockpit 
along with the seats. 

• The weight and balance calculation was done without including the crew 
baggage, catering item and passenger hand baggage. Based on the interview 
with the CAPT, no significant difficulties were felt on controlling the aircraft 
that could have been resulted due excess aircraft weight. As, all hand baggage 
and catering items were burnt and the load/trim sheet prepared showed 
loading within the allowable limit, the actual weight of the aircraft at the time 
of accident could not be determined. 

The Commission believes Lukla flight operations, in general, presents certain 
hazards. Previous data show that there have been more than 5 aircraft accidents 
in Lukla. The low level cloud/fog lifts-up from Doodhkoshi River rapidly covering 
the route, valley and final to Lukla. Limited airspace available for aircraft to 
maneuver inside the valley and en-route further increases the risk. During peak 
tourist season, there is pressure to accomplish flights to Lukla even in adverse 
weather conditions. This pressure has caused one to take risks such as descend 
below airport elevation, passenger embarkation or disembarkation with engines 
running and operate in conditions of weather below minima. This practice has 
been overlooked by the operator, ATC/AFIS and regulatory body. 

During peak tourist season the airport handles up to 80 flights a day with limited 
facilities and parking space. Aircraft has to maintain 12,500 ft AMSL until crossing 
Lamjura pass while coming to or going from Lukla. The risk factor and workload 
are very high due to conflicting traffic at same altitude, number of aircraft at 
different speed operating within a narrow corridor in bad weather. 

Based on the Kathmandu Tower log, data recorded on CVR, Lukla AFIS recorder 
log, the flight history is as follows: 

10044 119N-AFA departed from Kathmandu for Lukla. I 
10057 IIReceived Lukla Weather with Airport status open. I 
10059 I~-AHE departed from Kathmandu for Lukla. I 
10101 119N-AFX departed from Kathmandu for Lukla. I 
10103 119N-AET departed from Kathmandu for Lukla. I 
10106 119N-AFE departed from Kathmandu for Lukla I 

I 
II~N-AHA, 9N-AIJ, 9N-AIE, 9N-AHS all departed for Lukla within the 
next 10 minutes 

10110 IIContact with Kathmandu Approach at 6 nm KTM. I 
10119 IIReported 25 miles KTM 11500 ft and proceeding via south. I 
10125 IIContact Kathmandu Control and reported RCH at 11,500 ft I 
10134 119N-AFE reported RUM and freq changeover ~Lukla 
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1°135 1~9N-AFE First contact with Lukla, reported 4 miles to Kangel and 
asked for weather 

10143 IIEntered Lukla valley. 

10144 IICrossed 9N-AFA 

10145 IIAsked the Lukla regarding Threshold and Final being visible 

10146 IIAircraft accident. 

Nine aircraft had departed Kathmandu for Lukla within a time span of 29 minutes 
among which 8 had departed within 14 minutes. Lukla aerodrome has a parking 
space for only 4 aircraft. This shows lack of traffic flow management. 

9N-AFE maintained VMC through out enroute phase of the flight until final 
approach. Due to weather, three aircraft ahead of 9N-AFE followed Doodhkoshi 
River and descended up to 7500 ft before entering Lukla valley. Accordingly 9N
AFE also followed the same track and altitude. 

As per CVR readout, the aircraft first established contact with Lukla at 0135 
informing 4 miles to Kangel at 9000 ft and requested the latest weather. Lukla 
informed that the weather was deteriorating with further cloud development. After 
that 9N-AFE contacted 9N-AET who accordingly informed of maintaining 8000 ft. 
At this time other aircraft behind him or proceeding on direct track started to 
divert back to Kathmandu. 

The first aircraft to land at Lukla was 9N-AFA at 0133. 9N-AHE ahead of 9N-AET 
and 9N-AFE, who entered the valley, reported that other aircraft might not be 
able to make it due to deteriorating weather, it was necessary to descent to 8000 
ft and at one point 7500 ft to enter the valley and it might also cause illusion. 
Furthermore, 9N-AHE when asked by 9N-AHS regarding the weather informed 
that en-route as well as Lukla valley weather was worsening. 9N-AHE repeatedly 
informed others regarding deteriorating weather, whereas he himself was able to 
continue and land. This might have created doubt on other pilots behind him 
regarding his PIREP. 

9N-AET, just ahead of 9N-AFE, while entering valley informed other aircraft that 
though cloudy it was possible to come to 'Bhatt-ke-ko danda' at 8000 ft. He also 
informed that the base was covered up and status of the final was unknown to 
him, and would pass the information upon reaching final. 

Immediately after the departure of 9N-AFA at 0139 from Lukla, 9N-AET requested 
the status of final with Lukla, for which it was informed that it might be difficult 
due to increased cloud. At the same time 9N-AFA informed 9N-AET that they 
might be able to make it as the cloud was only on long final. At 0140, 9N-AFE 
who was 2 miles to 'Bhatt-ke-ko danda' called 9N-AFA (departed Lukla at 0140) 
and asked about the weather, for which he was informed that final was fine, patch 
of cloud was on long final only so if short final is made following Doodhkoshi river 
they might be able to make it to Lukla. It was also informed that valley weather 
was fine with ample of space for overshoot, high clouds on Northern part of Lukla. 
Furthermore, it was informed that he also had to descend 7500 ft while going to 
Lukla and if one could enter the valley they might continue otherwise they might 
divert to Lamidada. Analyzing this PIREP, 9N-AFE decided to give a visual 
assessment. At around 0142 9N-AFE and 9N-AFA crossed each other visually at 
7500 ft and 8500 ft respectively. Few seconds later while entering the valley 9N
AFE sighted Lukla airport, which could be determined~'y the communication 
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between the captain and the Co-pilot. At this time, 9N-AHE who was on ground 
Lukla about to take-off informed 9N-AFA that cloud had moved well ahead making 
landing not possible even if 9N-AFE had entered valley. 

At 0142 9N-AFE completed pre-Ianding check and completed necessary briefing, 
then reported entering valley at 8500 ft, for which he was informed that 9N-AHE 
was about to depart and was lining-up. 9N-AFE then queried regarding the 
position of 9N-AET, and it was informed that 9N-AET was on ground. This further 
increased his confident and belief that the patch of cloud was on long final only. 
At 0143 when asked by Lukla regarding the level, 9N-AFE informed 8500 ft and 
climbing. 9N-AHE then informed 9N-AFE that it might be little difficult now as 
front was covered-up and started its take-off roll. 9N-AFE once near to the base
leg, realized that the weather had deteriorated with lowered ceiling and 
movement of the cloud on final. Right after take-off, 9N-AHE reported that the 
cloud was at 9000 ft over the final, and reported sighting 9N-AFE. Talking with 
9N-AFX who was holding over Lamidanda 9N-AHE had informed that though 9N
AFE was able to enter the Lukla valley, it might not be possible to land as the 
cloud had already reached over runway. 9N-AFE for confirmation of 9N-AHE 
PI REP, asked Lukla whether threshold was fine for which he was informed 
"affirm". With this information and in the hope of coming out of cloud before 
threshold, 9N-AFE entered the patch of cloud but instead encountered the rapidly 
up-lifting fog and seconds later resulted into CFIT. 

Yeti Airlines has Operations Manual and SOP, prepared according to the 
requirements stipulated by Civil Aviation Authorities of Nepal. Captain's STOL 
clearance was done by his previous employer in accordance to the requirements 
of FOR. The co-pilot's initial training and instrument training were also done in 
accordance to the existing rules and regulations. 

Records of regular inspection regarding crews' adherence to the instructions of 
SOP or Operations Manual could not be found. Yeti Airlines Operations Manual 
Part -A 3.9 'Instruction on take-off, En-route and landing' on Enroute states: 

• "Except during take-off or landing company aircraft shall not be operated at 
a height less than 1000ft below the terrain or heights or obstacles in VFR 
flight .... " 

Based on the interviews with various personnel, it has been found that proceeding 
to Lukla at or below runway elevation or taking chance in marginal weather 
condition had become a normal practice gone unnoticed by the airlines as well as 
the regulatory body. Flight Inspectors of the regulatory body flying for hire wi~h 
local airlines not only can create shortage of inspectors but also may cause 
potential conflict of interest with the airline they regulate, resulting in lack of 
safety oversight. Similarly because of active line flying enough time could not 
have been spared for monitoring crew's adherence to the OM or SOP by Operation 
Director, Flight Safety Director, Chief pilot and Flight Inspectors. 

Yeti airline Operation Manual or SOP does not speak regarding the: 
• Including the weight of hand-baggage of passenger, crew and catering 

units for the weight and balance calculation.V_ 
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Yeti Airlines has also established a training program according to the 
requirements stipulated by FOR to conduct various training courses in the 
classroom, simulator, and aircraft. 

The "Rescue and Fire fighting" services and establishment of "Aerodrome 
Emergency Planning" at airports are specified in Annex 14 "Aerodrome" to the 
Convention on International Civil Aviation. Lukla Airport is managed by Civil 
Aviation Authority of Nepal. The airport is used for Domestic flights that handle 
upto 80 flights a day during the peak tourist season. During the interview with the 
Lukla ATC personnel, it was informed that no Aerodrome Emergency Plan, fire
fight facility or equipment and rescue services are available in Lukla. 

Following are relevant safety recommendations made by previous accident 
investigation commissions: 

2.6.1.1 9N-AEV accident at Tumlingtar on 05 April, 2001 
i. Operational/Functional check of CVR should be done on regular basis. 

The schedule/interval of check should be developed by CAAN. 

2.6.1.2 9N-AFD accident at Lamjura on 25th May 2004 
i. Yeti Airlines should establish Accident/Incident Prevention and Flight 

Safety unit and implementation accordingly. 
ii. Yeti Airlines should establish Flight Operation Quality System which is 

required to maintain Internal Auditing procedure. 
iii. Flight operations should periodically monitor and evaluate the operating 

procedure of all the pilots to ensure the company's Standard Operating 
Procedure. 

2.6.1.3 9N-AEQ accident at Jumla on 21 June, 2006 
i. Review SOPs of different STOL airport to remove any ambiguities and 

brief pilots accordingly. 
ii. Put in place a mechanism for the supervision of loading and lashing of 

cargo. 
iii. Develop a mechanism to regularly monitor performance of checklists 

and briefings by crew during flights. 
iv. SMS concept, as required by ICAO Annex 6 should be adopted at the 

earliest. 
v. Review the contents and duration of CRM courses and follow CAAN 

guideline especially regarding the effective way of the training. 

2.6.1.4 9N-AFE accident at Bajura on 03 July 2006 
i. The operations and Flight Safety Department must develop a 

mechanism for regular and effective surveillance of flight operations for 
SOP compliance, especially to STOL flights. This includes possessing in
house capabilities for regular readouts of CVRs with suitable recording 

duratio. ns. V'I i 
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ii. Sufficient financial incentives must be given to person manning the 
positions of Operations and Flight Safety Directors, especially when they 
are active pilots. 

iii. The training program must include specific training on human factor 
limitations for various spatial disorientation causing features for pilots 
being cleared to STOL airfields with illusion causing slopes. 

iii. Necessity of monitoring (and callouts for excessive descent rates) of VSI 
by pilot-not-flying during approach and landings at STOL fields must be 
stressed in flight trainings and field clearances. 

1.6.2.1 9N-AEV accident at Tumlingtar on 05 April, 2001 
i. Flight should be released by ATC only after confirmation of the aircraft 

having been aligned with the runway at the threshold. 
ii. Refresher training should be imparted to ATC on regular basis. 
iii. Operational/Functional check of CVR should be done on regular basis. 

The schedule/interval of check should be developed by CAAN. 
iv. For normal and STOL operation the FOR requirement of minimum 

visibility and maximum tail-wind (of 10 kts) for landing should be 
imposed strictly by CAAN. 

iv. CAAN should ensure that SOP for different aircraft are developed by the 
airlines and complied with. 

v. CAAN should ensure that CRM training and refresher training as per its 
FOR is imparted to all crew. 

vi. CAAN should ensure that runway markings are properly visible at all 
times. 

2.6.2.2 9N-AFD accident at Lamjura on 25th May 2004 
i. CAAN should process for the incorporation of EGPWS requirement for 

the aeroplane having maximum take-off weight of 12,500 Ibs. 
ii. If the pilot is involved an accident/incident case CAAN should develop 

the proficiency checking system and monitor it. 

2.6.2.3 9N-AEQ accident at Jumla on 21 June, 2006 
i. Review of the SOP of all domestic airlines of each airport to any 

ambiguities. 
ii. The Flight Operations Division within Aviation Safety Department should 

also be manned by qualified personnel who can be used to perform 
oversight of flight safety documentation and other non-flight related 
oversight duties like dangerous goods, manuals etc. 

iii. The airport where the movement of the air traffic is high for example 60 
flights per day ATS procedure should be introduced. 

iv. The ATS personnel to be deputed to remote high traffic airports should 
be adequately trained to provide AFIS services as required by the CAAN 
regulation. 

v. Issue guidance on the restriction of line flying duties by management 
personnel like Operations Director, Chief Pilot, Flight Safety Chief in
order to provide them sufficient time to monitor the safety related job. 

vi. Review of CAAN/Aviation Safety Department organizational structure, 
formulation of necessary rules and regulation in order to enhance 

Aviation Safety. \t/' 'i 
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vii. Review the contents and duration of Crew Resource Management (CRM) 
courses being conducted by operators and issue adequate guidance on 
the matter especially regarding the training part. 

viii. Develop a mechanism to verify the compliance of SOPs by the flight crew 
during various stages of flight. 

ix. While conducting PPC, the designated check pilots must be made to 
evaluate the effectiveness of training received for unplanned 
emergencies. 

2.6.2.4 9N-AFE accident at Bajura on 03 July 2006 
i. The Flight Operations Division must develop a mechanism for random 

but effective surveillance of operator's flight operations, especially to 
STOL flights. 

ii. The FOR must include special requirement on human factor limitations 
training for various spatial disorientation causing features for pilots 
being cleared to STOL airfields with illusion causing slopes. 

iii. The CRM training requirements for air-operator's flight crew must be a 
par with existing worldwide standards. The training must include 
mandatory role playing exercises (enacting different scenarios, 
emergency and normal) in available cockpit mockups, if not fill fledged 
simulators. 

iv. The approval of CRM instructors by CAAN must be based on his/her 
keeping current with prevailing international industry practices and 
certification. 

v. Requests from operators for waiver of any applicable CAAN requirement, 
especially for safety related flight crew requirements, should not be 
entertained. 

vi. The appointment of Operations and Flight Safety Directors of air 
operators must subject to CAAN approval, and such positions should 
preferably full time positions for large operators e.g. with more than 5 
aircraft. 

vii. The maximum flight time allowed to the large operator's Operations and 
Flight Safet Director (if are active pilots) must be sufficient to maintain 
his currency, for e.g. about 20 hours per month. 

viii. The operator's Operations and Flight Safety Directors must made to 
report the tasks performed every month to the CAAN Flight Operations 
Division, which in turn should provide critical feedback to them. 

ix. The installation of visual landing aids like PAPI at airports like Bajura 
must be prioritized. 

x. Time bound replacement of 30 min duration CVRs with solid state 
equipment of 12 hr or higher recording duration. 

xi. Random examination (verbal as well as written), for knowledge of 
company Operations Manual, SOP, of pilots must be carried out by 
CAAN Licensing and Examination Division before renewing their licenses. 

\' y 
'1 

29 



AIRCRAFT ACCIDENT INVESTIGATION REPORT 
Yeti Airlines Domestic Pvt. Ltd 

DHC-6/300 TWIN-OTTER 9N-AFE at 
LUKLA (Tenzing Hillary - Airport) on 

OSth October, 200S 

3. CONCLUSION 

1. The airport was closed earlier that morning. 
2. The weather information for Lukla was found to be received only after the 

first aircraft had departed Kathmandu for Lukla. 
3. The flight crew were qualified, certified and medically fit in accordance with 

existing regulations. 
4. The aircraft was certified, equipped and maintained in accordance with 

existing CAAN regulations and approved procedures. 
5. The aircraft departed for Lukla at time 0106. 
6. Eight aircraft departed Kathmandu for Lukla within the time span of 14 

minutes whereas the Lukla airport has parking space for 4 aircraft only. 
This shows lack of traffic flow management between KTM and LUK Towers. 

7. The crew was aware of the en-route and lukla weather. 
8. The weather en-route and Lukla valley was deteriorating. The aircraft were 

holding outside the valley comprehending the information from the tower 
and other traffics. Some aircraft diverted either to Lamidanda or 
Kathmandu due to heavy traffics and weather condition. 

9. The flight crews were found carrying out all required briefing and check list 
as per Operation Manual. 

10. The flight crew was unable to visualize the rapidness of uplifting fog on final 
approach and take action accordingly. 

11. There was no evidence of crew incapacitation that might have affected the 
flight. 

12. There was no evidence of flight control, aircraft systems, air frame 
structure and power-plant failure prior to and during the flight that might 
have contributed to the accident. 

13. Unlawful interference and explosion in-flight were not causal factors. 
14. Deviation from the approved SOP and OM were observed. 
15. The aircraft diSintegrated after the impact and caught fire. 
16. All passengers and Crew Members died of blunt impact except for one 

passenger primarily due to impact cum incineration. The PlC was the lone 
survivor. 

17. The information on weather passed by other aircraft was without 
considering the actual deterioration of weather with the time lapse. 

18. There has been disbelief in the weather updates being transmitted by other 
company's aircraft. The tower did not disseminate these information. 

19. Both the crew had their route check done in Jetstresam J-41 only. 
20. The airline CRM training contains many subjects but the training duration 

seems insufficient to cover the entire subjects effectively. 
21. There is no Standard Operating Procedure for Lukla Tower and no regular 

refresher courses conducted for ATCs. 
22. No fire fighting equipments of Lukla airport were used during the rescue 

and fire f~ process after the accident.'(~, I> 
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23. Lukla Airport seems to be handling traffic up to 80 flights a day during peak 
season. This may result in the ATCs to be overloaded and stressed as there 
are limited numbers of ATCs available in the tower. 

24. Lukla Information was transmitting inadequate and less authoritative 
weather information. 

25. Inadequate procedures were observed for securing the crash site. 
26. There were no recurrent courses conducted for Flight Operation 

Officer/Dispatchers since 2006. 
27. There has been a wrong practice of flying below the airport elevation while 

entering the valley in bad weather which could be very critical in the event 
of diversion and single engine operation. This is in contrary to the OM/SOP. 

28. FOR has restricted the maximum number of landings for cockpit crew to 12 
per day for both STOL and non-STOL operations. 

29. Pilots holding safety management functions were found to be flying 70 
hours per month, 23 days in a month. This shows inadequate time to 
discharge their duties and responsibilities. 

30. There has been practice of rushing in approach, landing and take-off during 
heavy traffic. 

31. The load/trim sheet provided by Yeti Airlines through CAAN contradicted 
with the Load/trim sheet recovered from the crash site. 

32. The crew baggage, passenger hand baggage and catering items were not 
included in Weight & Balance calculation. 

33. As Local QNH was not available, Kathmandu QNH was set in the altimeter. 
34. The ELT installed in the aircraft did not activate after the crash. 
35. Test and down load of GPS maps 196 revealed that the Track Record Mode 

was set to OFF. Flight track and data until 7th September 2008 were 
recorded. 

36. Engine Logbooks were maintained without mentioning the cycles used by 
the engines after the installation on this aircraft. 

37. Aviation Safety Department, CAAN elucidated lack of adequate qualified 
technical manpower to carry out the regulatory functions. 

The probable primary cause was flight crew's miSjudgment, based on the weather 
information from all the preceding aircraft and Lukla Information, to enter into 
cloud patch on final wherein the aircraft encountered the rapidly uplifting fog on 
short final resulting in control flight into terrain. 

a) Failure on the part of regulatory body and company safety management to 
check the wrong practices being followed by pilots especially in STOL 
airfields like Lukla on a timely basis. 

b) AFIS personnel on duty not being able to declare airport closure due to high 
workload, stress and landing of preceding three aircraft in similar marginal 
weather condition. 

c) Operator's priority of economical aspect over safety such as their unequal 
treatments between pilots landing in adverse weather and diverters, 
creating a 'Must Land' situation. 

& ~~' ty 
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The Accident Investigation Commission makes the following recommendations: 

1. All Operators and Regulatory body should develop the Approach and 
Landing Accident Reduction (ALAR) procedure and implement it. 

2. Previous safety recommendations should be implemented. 
3. Clearance procedures should be developed for new co-pilots before they 

are eligible to fly higher category STOL airfield. 
4. CAAN/Operator should issue guidelines for the use of crew holding 

management position in line flying. 
5. CAAN flight inspector, line flying for other operators should be restricted to 

avoid conflict of interest with the airline they regulate and prevent the 
shortage of safety inspectors at CAAN. 

6. Regulatory body should develop a procedure to categorize the safety 
records of the operators and take necessary actions accordingly. 

7. There should be effective internal quality audit and safety audit system in 
operators to detect the deficiencies in their system and take timely 
corrective actions. 

8. Traffic Flow Management in coordination with origin & destination airports 
for busy airports like Lukla should be established. 

9. Busy STOL aerodrome like Lukla should be facilitated with the required 
resources including rescue & fire fighting (RFF) facility and visual/radio 
aids, etc. 

10. ASD of CAAN should be strengthened with adequate qualified man power 
and required authority. 

11. CAAN should ensure that the meteorological information and calibrations of 
its equipments are in compliance with ICAO Doc 9837. 

12. Operators should strictly follow CAAN directives and FOR to include the 
weight of hand baggage in the preparation of Aircraft Load & Trim Sheet. 

13. All operators should ensure and establish a mechanism to monitor their 
adherence to the directives of CAAN FOR, OM and SOP 

14. CAAN should differentiate the maximum number of landing per day 
permitted to the flight crew for STOL and non-STOL airports. 

15. CAAN should review the present location and facilities of Lukla airport and 
act accordingly. 

16. CAAN should find out the reason for issuance of two different load & trim 
sheets and act accordingly. 

17. CAAN should arrange regular refresher courses for ATCs and develop SOP 
for Lukla Information. 

18. CAAN should remove the rock obstacle lying near runway 06 threshold of 
Lukla airport to avoid distraction. ./ I!' 
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APPENDIX - A 

This Accident Investigation Commission was formed by the Government of Nepal, 
Ministry of Tourism and Civil Aviation to investigate and determine the 
circumstance and cause on the accident of Yeti Airlines Domestic Pvt. Ltd. Twin 
Otter 9N-AFE flight YT-101 to Lukla on 8th October 2008. This report has been 
prepared based on the investigation carried out by the Commission in accordance 
with 'Annex 13 to the Convention on International Civil Aviation' and 'Nepal Civil 
Aviation Accident Investigation Rules, 2024 B.S'. The investigation is based on: 

• Aircraft technical information and relevant documents 
• Rules & regulations, 
• Interviews with engineering personnel, Flight Dispatcher, Load Master Flight 

Safety Director, pilots and other related persons of Yeti Airlines. 
• Interview with pilots flying in the area at the time of the accident, Lukla ATC 

officers, Eye witnesses. 
• Statement and Interview with the Captain of the ill fated aircraft, 
• Site visit, Visit to Yeti Airlines 
• Forensic/autopsy reports, 
• Meteorological report, 
• CVR readout analYSiS, etc 
• Information from different foreign nationalities who witnessed crash 

The fundamental objective of the investigation is to determine the facts, 
conditions and circumstances pertaining to the accident and make 
recommendations to preclude a recurrence and enhance aviation safety. 

Composition of the Commission: 

• Mr. Puspa Raj Koirala - Deputy Attorney General - Chairman 
• Dr. Ranjeet Singh Baral - Aviation Medical Consultant - Member 
• Sr. Capt Subash Rijal - Dy. Director Flight Safety, NAC - Member 
• Sr.Eng. Upendra L Shrestha - Actg. Dy. Director, ED, NAC - Member 
• Mr Nagendra Pd. Ghimire - Joint Secretary, MOTCA - Member Secretary 

The commission also used expertise of following persons for the investigation: 

• Mr. Surya Bahadur Raut - Under Secretary (Tech), MOTCA 
• Engr/Capt. Srawan Rijal - FOQA Program Manager/Ground Instructor DHC-6 
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• Engr/Capt. Srawan Rijal - FOQA Program Manager/Ground Instructor DHC-6 
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Accident Investigation Commission, 1008 
(Investigation on the Accident of 9N-AFE of Yeti Airlines Pvt. Ltd. at Lukla 

Airport on 08 October, 2008) 

yeti-D6S/66 Reg. No. 

;:;.a~,::;. Raj Ko;r.ola I .Interim Safe'!y =c~:"endation 

Ministry Tourism and Civil Aviation 
Singhadurbar, Kathmandu, Nepa\ 

Phone no.: 4211624, 4211672 
Fax: 4211758 

e-mail: motca@ntc.netnp 

Act. Deputy Attomey General I 
Office of the Attomey Genera! 11. Passenger embarkation and disembarkation should be done with both 

I engines shut down conditions 
Members 
Dr. Ranjeet Singh Baral 
Medica! Board, CMN 

\2. All MIS aerodromes should strictly adhere to the instructions given m 
I Chapter 4 of MIS manuaL 

f Mr. Subash Rijal 
\ Senior Pilot 

. Deputy Director, Flight 
Safety, Nepal Airlines 

13. All VFR flight should strictly adhere to the instructions given in 4.1.2 

I, of AFIS manual and the standards and Recommended Practices of 
Annex -2 to the Convention on International Civil Aviation - Rules of 

Mr. Upendra Lat Shrestha 
Senjor Engineer. 
Quality Assurance 
Nepal Airlines 

Member Secretary 
Mr. Nagendra P. Ghimire 
Joint Secretary, 
Ministry of Culture, Tourism and CIvil 
Aviation 

i 
the Air 

I 
1

4. CAAN should issues specific guidelines immediately to AFIS 
aerodromes for the management of flow of traffic during heavy traffic 

I movements taking into consideration of topography, weather and 
parking bays etc. 
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DVI-MLE FM 65-0632/PBN 3/PM 49-1-0005 

x. A summary of the DVIIMLE of all the 18 decedents of the crash. 

Police Dept. DVl/MlE No. Identified Citizen Of Basis of ID Cause Of 
Body No. As Death 
No. 

(PBN) 
1 FM 65- FM 65 - 0630/ Bikas Nepal Uniform; Blunt 

0630 PBN 1 Pant Jewellery; Force 
(CO - Pilot) Personal Head 

Effects; Injuries 
Recognizable 

Facial Features 
2 FM 65- FM 65 - 0631/ Annelotte Germany Positive Blunt 

0631 PBN 2/ Langanke Dental Force 
PM 49 - 1 -0014 ID Head 

Injuries 
3 FM 65- FM 65 - 0632/ Santosh Nepal Exclusion Blunt 

0632 PBN 3/ Adhikari Force 
PM 49 - 1 -0005 Poly- Trauma 

4 FM 65- FM 65 - 0633/ Monika Germany Positive Blunt 
0633 PBN 4/ Elisabeth Dental Force 

PM 49 - 1 -0006 Weiss ID Poly- Trauma 

5 FM 65- FM 65 - 0634/ Sunita Nepal Uniform; Blunt 
0634 PBN 5 Shrestha Jwellery Force 

(Air-hostess) Poly- Trauma 

6 FM 65- FM 65 - 0635 Andrew Australia Positive Hemorrhagic 
0635 PBN 6/ Frick Mcleod Dental Shock 

PM 49 - 1 -0002 ID Following 
Blunt Force 

Poly- Trauma 
7 FM 65- FM 65 - 0636/ Thomas Germany Positive Blunt 

0636 PBN 7/ Krause Dental Force 
PM 49 - 1 -0011 ID Head 

Injuries 
8 FM 65- FM 65 - 0637/ Govinda Nepal Jewellery; Blunt 

0637 PBN 8 Sharma Personal Force 
Rupakheti Belongings; Poly- Trauma 

Short stature 
9 FM 65- FM 65 - 0638/ Silke Germany Positive Blunt 

0638 PBN 9/ Krause Dental Force 
PM 49 - 1 -0004 ID Poly- Trauma 

This summary table continues on the following page ... 
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DVI-MLE FM 65-0632/PBN 3/PM 49-1-0005 

X. A summary of the DVIIMLE of all the 18 decedents of the crash, continued ... 

Police Dept. DVIIMLE No. Identified Citizen Of Basis of ID Cause Of 
Body No. As Death 
No. 

(PBN\ 
10 FM 65- FM 65 - 06391 Sabine Germany Positive Blunt 

0639 PBN 101 Manuela Dental Force 
PM 49 - 1 -0001 Blumke ID Poly- Trauma 

11 FM 65- FM 65 - 06401 Johannes Germany Positive Blunt 
0640 PBN 111 Sauter Dental Force 

PM 49 - 1 -0003 ID Poly- Trauma 

12 FM 65- FM 65 - 06411 Andreas Germany Positive Blunt 
0641 PBN 121 Horst Blumke Dental Force 

PM 49 - 1 -0008 ID Poly- Trauma 

13 FM 65- FM 65 - 06421 Charlene Australia Positive Imapctl Burn 
0642 PBN 131 Kate Dental injuries with 

PM 49 - 1 -0013 Zamudio ID CO inhalation 
evidence. 

14 FM 65- FM 65 - 06431 Harry Weiss Germany Positive Blunt 
0643 PBN 141 Dental Force 

PM 49 - 1 -0007 ID PoJy- Trauma 
15 FM 65- FM 65 - 06441 Nadine Germany Positive Blunt 

0644 PBN 151 Jankoster - Dental Force 
PM 49 - 1 -0009 Berger ID POJy- Trauma 

16 FM 65- FM 65 - 06451 Thorsten Germany Positive Blunt 
0645 PBN 161 Edgart Dental Force 

PM 49 - 1 -0010 Friedrich ID Head 
Gerger Injuries 

17 FM 65- FM 65 - 06461 Uwe Germany Positive Blunt 
0646 PBN 171 Werner Dental Force 

PM 49 - 1 -0015 Thiele ID Head 
18 FM 65- FM 65 - 06471 Andrea Germany Positive Hemorrhagic 

0647 PBN 181 Renate Dental Shock 
PM 49 - 1 -0012 Thiele ID Following 

Blunt Force 
Poly- Trauma 
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Ministry of 
Environment. 
Science and 
Technology 

Department of 
Hydrology and 
Meteorology 

24 Hrs. Weather 
forecast 

I Normals 

I Contact 

[ Home 

Satellite Image 

Arr£'l~UIA - l' 

Meteorological FGre""'~~''''1 

Archive Report 

rchive[Weather Reports) 
Issued On 2008-10-07 (Tuesday) T 06:00 PM ( 1215 UTC) 

alid From 2008-10-07 ill Date 2008-10-08 

Partly cloudy in the eastern and central region with possibility of brief thundershower to occur ".\
one or two places. Mainly fair in the rest 

ITomOII"OW'$ Weather Forecast For Nepal 

Partly cloudy in the eastern and central region with possibility of brief thundershower to occur CJ.~ 
one or two places during afternoon or evening. 

Tonight's Weather Forecast For Kathmandu 

Partly cloudy. 

Tomorrow's Weather Forecast for Kathm!!ndu 

artly cloudy with chances of brief thundershower during afternoon. 

xpected Minimum Temperature Tonight at Kathmandu: 15-17 QC 

xpected Maximum Temperature Tomorrow at Kathmandu: 28-30°C 

1~===W=e=a=t=h=er=R==ec=o=r~d=s=F=o=r=K~a~th=m=a=n~d=u==~11~==T=o=da=Y='=s==(T~u=e=s=d=a=y)==w==ea=t=h=e=r=R=ec=o=r=d==s 
Today's Relative Humidity 
At 5:45 AM.: 98 % 
Today's Relative Humidity 
At 2:45 P.M.: 40 % 

Rainfall Statistics 

Total this month to date 5.6 mm 

Normal this month 56.7 mm 

Highest 24 hrs amount ending at 8'45 AM 
ever recorded in this month 
on 20th oct.1987 : 124.0 mm 

Tomorrow's (Wednesday) 

SUNRISE at 06:00 AM 

SUNSET at 05:43 PM 

S ecial Weather Bulletin 
Nil 

Stations 

Dadeldhura 
Dipayal 
Dhangadi 
Birendranagar 
Nepalgunj 
Jumla 
Dang 
Pokhara 
Bhairahawa 
Simra 
Kathmandu 
Okhaldhunga 
Taplejung 
Dhankuta 

I
' Blratnagar 

JIrI 
Dharan 

Max. 
temp. (QC) 

22.8 
29.5 
312 
289 
31.4 
24.0 
29.2 
285 
32.2 
315 
29.0 
246 
22.7 
27.2 
31.2 
21.5 
305 

NA Not Available, # endin at 05:45 PM toda 
Forecaster's initials: Ra'endra 

Min. 24 hrs Rail 
temp. C'G) 

12.3 
15.2 
203 
185 
20.4 
105 
17.4 
16.5 
22.0 
216 
167 
14.5 
12.8 
16.6 
224 
12.0 
21.4 

(mm)# 

0.0 
0.0 
00 
0.0 
0.1 
00 
0.0 
4.7 
0.8 
30 
3.6 
5.4 
2.7 
00 
0.3 

230* 
0.0' 
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