REPORT ON ACCIDENT TO
HIMALAYAN HELI SERVICESPVT.LTD.
LAMA HELICOPTER VT-WEX NEAR
SHRI AMARNATHJI HELIPAD ON 09.07.2009

1. Hdicopter
a Typeand Modd : SA315B Lama Helicopter
b, Nationdity : Indian
C. Regidraion : VT-WEX
2. Owner/Operator : Himalayan Heli Sarvices Put.
Ltd.,, 104, 7 LSC Madangr,
New Dehi-62
3. Dae of Accident : 09.07.2009
4. Timeof Accdent : 07D IST.
5. Lag Point of Departure : Bdtd Helipad
6. Point of Intended Landing : Sh. Amarnathji Helipad
7. Geogaphicd Location of Accident : At adistance of 500 m from
Sh. Amarnathji Helipad
Coordinates:
Latitude :N34° 1255
Longitude :E75° 3040°
Height : 11,700 ft.
8. Typeof Operaion : Non-scheduled Operation
9. Phaseof Operdion : During gpproach for landing

(AII timingsin thereport arein IST)



SYNOPS S

On 09 July 2009 Himdayan Hdi Sevices SA315 B Lama Hdicopter VT-WEX was
engaged in the carriage of the pilgrims from Bdtd Hdipad to Sh. Amarnathji Helipad for
the darshan of Sh. Amarnathji and back. It darted the operaion a 6:05 IST and had made
five trips During the sixth trip, while landing & Sh. Amanahji hdipad hdicopter
experienced sudden snk and crashed a 500 meters away from the cave hdipad a 07:30
IST. The accident was immediatdy notified to the regulatory authority by M/s Himdayan
Heli Servicesand the ATC Sinagar.

The accident was invesigated by Ingpector of Accident under Rule 71 of Aircraft Rules
1937. As per the obligaions under ICAO Annex 13, natification was sent to BEA
France, the State of hdicopter manufacture. BEA France gppointed its accredited
representatives and authorized Heicopter manufacturer M/s Eurocqpter to associate with
the invedtigation of engine. Bench check of Fud Governor and Fud Pump was caried
out at the manufacturer’ s facility in France under supervision of BEA France.

At 07:20 hrs (gpprox.) with totd of 4 passengers on board, it took off from Bdtd for the
gaxth trip. During the flight as per procedure, tdicopter flew dong the right sde of the
vdley, viewed from Sangam and made cdl a the desgnated reporting points “Echd’,
“Deta’, “Gorge’ and “Sangam’. Theredfter, it entered Sh. Amanath J valey a an
dtitude of 12100 feet. In the valey, as there was no other traffic ahead of it or returning
beck, it flew amost near the center of the valey on theright sde.

The plat made a steeper gpproach for the Himadayan Hdi Services hdipad, but did not
apply correct technique for the steeper approach  Due to this on the short finds of the
goproach, he fet the heicopter dnking with a high rate of descent He pulled full
collective to get a quick recovery and took a right . He tried to build up speed to gan
trangtion lift. He was now flying on the right dde of the valey as viewed from the
Sangam. After executing right turn the helicopter dimbed to about 12030ft. He decided
to meke an emegency landing in the middle of the valey ingead of going forward to
avoid hitting the tents further down the valey.  Accordingly, a aound 500mts
downgream of Sh. Amarnathji hdipad, he turned 180 degree right, across the width of
the vdley and in the process it passed over a hill (Sadhu Padav) of height 11800 ft. on the
left sde(out going route) of the vdley. He initisted flaing to check the speed.  While
agoproaching the vdley from the Sadhu Pedav hill, the skid of the hdicopter hit a femde
pilgrim on the pededtrian rced flanking the valey, a the back of her head (Lower
occipita region). Theresfter hdicopter approached the accident Ste in a pitch up atitude
and crashed in the middle of the velley.

Due to impact hdicopter was subgantidly damaged and there was no fire. Due to injuries
sudaned the pilgrim on the road died while passengers and the crew sustained minor to
seriousinjuries.



FACTUAL INFORMATION
Higory of the Flight

On 0O Jy 2009 Himdayan Hdi Services SA315 B Lama Heicopter VT-WEX
was engaged in the cariage of the pilgrims from Batd Helipad to Cave Hdipad
for the darshan of Sh. Amanahji and back. It dtarted the operation a 605 IST
and had made five trips. During the Sixth trip, the hdicopter took off a around
07:201ST from Bdtd hdipad with 04 Passengersand one pilot.

Helicopter operates between Bdtd and Amanah as uncontrolled Visud Hight
Rule (VFR) Hight. As per the witnesses the weather was clear and vishility was
good both a Batd and Sh. Amanathji Heipad. The operation was coordinated
with Srinagar ATC. Sriinagar ATC does not have any RT contact with the
helicopter. The Air Defense Clearance was Y-12 and NC was 34A.

On 9" auly, 2009 the preflight inspection as per the approved schedule was
caried out by the BAMEL Holder and no shag was obsarved by him. He has
been issued authorization for preflighttrangt ingpection by M/s Mexco.  The
goprova was vaid on the day of accident. As per the procedure he checked the
bottom samples of the fud from both the fud tanks fud filter and found them to
be stifactory. He dso checked the fudling kit and found it to be satisfactory.
He up lifted 155 Its of fud and 145 Its fud was dready in the tank. The totd fued
being 300Its a the sart of operation on the day.

At 06:05 IST the helicopter took off for the firg trip after ingpection by the pilot.
The PFilot subsequently caried out four more trips without switching off the
engine a ether of the hdipad and no snag was observed by him. At 07:20 hrs.
(epprox.) with totd of 4 passengers on board and 130 liter of fud, he took off
from Bdtd for the gxth trip. As pe him, The JPT, oil pressure and all
temperature readings and other ingruments were showing norma. There was no
abnormdlity in the take-off. During the flight as per the procedure Heicopter
flew dong the right sde of the valey, viewed from Sangam and made cdls & the
desgnated reporting points “Echo’, “Ddta’, “Gorge’ and “Sangam”.  Theregfter,
he entered Sh. Amarnahji valey a an dtitude of 12100 feat. In the vdley, as
there was no other traffic ahead of it or returning back, he flev amogs near the
center of the valey on theright Sde.

He made a draght in goproach for the Himdayan Hei Services heliped.  His
collective pitch margin was 0.85% till commencement of the approach, thereafter
it was reducing during decderation. On the short finds of the approach, he fet
the hdicopter anking with a high rate of descend. He pulled full collective to get
a quick recovery and took a right turn The statement of the crew is corroborated
by the Himdayan Hdi services ground handling in charge & cave hdipad, who
was pogtioned a heipad to marshd the hdicopter and other eyewitnesses.  The
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ground hendler observed the approach of hdicopter to be normd and amost
adong the center of the vdley but it was a higher dtitude than the norma. Over
head the hdipad, the hdicopter made a tun to dign for landing. Immediady
theresfter helicopter experienced loss of lift and descended beow the hdipad
levd short of the hdipad and then made a turn towards right (incoming route). At
short digance up dream of the hdipad there is hill/glacer which blocks the
mouth of the valey. The pilat tried to build up speed to gan trangtion lift. He
was now flying on the right sde of the valey as viewed from the Sangam  After
executing right turn the hdicopter dimbed to about 12030ft. Around this point of
time the crew of other hdicopter gave cdls to VT-WEX. However there was no
response. He was flying & a speed ¢ 50 knots and 0.95% collective.  He decided
to make an emegency landing in the midde of the vdley indead of going
foward to avoid hitting the tents further down the valey. Accordingly, at around
500mts downgream of the cave heipad he turned 180 degree right across the
width of the valey and in the process it passed over a hill (Sadhu Padav) of height
11800 ft. on the left dde(out going route) of the valey. He initiated flaring to
check the speed. While gpproaching the vdley from the Sadhu Pedav hill, the
kid of the hdicopter ht a femde pilgim on the pededrian road flanking the
valey leading to the cave, a the back of her head (Lower occipita region) and
she died Thereafter helicopter gpproached the accident Ste in a pitch up attitude.
The tal rotor impacted the ridgel gone in dmost the middle of the valey and due
to impact the tall rotor separated.  Due to loss of tal rotor the directiond control
was log and helicopter went into spin. In the process the forward portion of |eft
kid of the hdicopter hit one of the rocks. The hdlicopter toppled on the right sde
and cameto res.

The coordinates of accident Site are Latitude: N 34° 12°55", Longitude E 7™
3040, Height : 11,00 ft. Accdent occurred during the day time in the dear
weether conditions. The accident gdte is the bottom of the narow Sh. Amamnathji
vdley and is covered by a glacier. Due to impact hedicopter was subgantialy
damaged and there was no fire.  Passengers and the crew sustained minor to
serious injuries.  All occupants were rescued from the heicopter by generd
public, security forces and the employees of Himdayan Heli Services and sent to
the firs ad camp/hospitd for trestment.



Topographic chart indicating Take off helipad, the flight path, reporting points, landing helipad & the accident site

. Reporting points
——= Theflight path,
The dotted is the flight path after aborted landing.

1.2 Injuriesto persons

1.3 Damagetoaircraft

Lama Helicopter was subgtantialy damaged due to impact.

Injuries Crew Passengers Others

Fatal Nil Nil Ore

Serious One Two Nil
Minor/None Nil Two
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Other Damage

Nil

Personnd information
Pilot-in-Command

After obtaning superndtion from Indian Army, he joined Himdayan Hdi
Savices in June 2007. His date of hkirth is 03121961. He recaived his initid
hdlicopter training a Indian Air Force traning sthod at Hyderabed, India in the

year 1988, He lagt flew with the Indian army on 25" July, 2005.

Due to absence from flying for two years at the time of joining organisation he
undewent familiarization flying traning  of 45 minutes, three takeoffs and
landing, and check flight on Cheetah hdicopter with the then chief pilot of the
Company who was given one time goprova by the DGCA. He was dso given
ground refresher by the AME. This traning and assessment was in accordance
with the DGCA “OPS Circular 2 of 2004" for period of absence from flying
exceeding 12 months This training aso became the bass of the endorsement of
Cheetah hdicopter on hislicence.

He firs flev on Bata- Sh. Amamahji -Bdtd sector on 12" June 2008 as Co-
pilot. The pilot had more than 250hrs of hill flying experience (Acquired during
flying in Indian Army from mach 1995 to July 2002)  before operating on this
sector.  No check flight with the examiner was caried out before operating as
PIC on this sector /hill flying

Proficiency check was caried out on 30" Jan 2008 and then in August 2008, the
next became due on 29th Jan 2009 however it was carried out in 14" March 2009.
Smilaly Route Check was caried out 26" April 2008(entry not signed by the
chief pilot who caried out the check), the next became due on 25" April 2009,
however the same was caried out on 15" June 2009 on Bdtd-Sh. Amarnahji
Heipad Bdtd Sector. Although annud recurrent traning was caried out
depending up on the avalddlity of RWS course however initid Human
factor/CRM course was not carried out.

Detailsof Indian Licence

Licensetype : Commercid Filot’s License (Helicopter)
vdidupto : 15.07.2014

Date of Issue : 16.07.2004

RTRVdidupto : 15.07.2014

Date of Last medicd Check 26.05.2000, Vdid up to 26.11.2009
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1.6

16.1

Aircraft Ratings

AsPIC Chetak, SA315B Lama,Ecureuil-AS-350B-3

Date of Endorsement 04.07.2007

on SA315B Lama (Cheatah)

Flying Details :

Totd Hying Experience 278535 hrs

Experience on type PIC. 119940 hrs. ; Co-pilot: 469:35hrs,
U/T: 8850 hrs, Co-Rilot (U/S)2:35hrs.
Totd: 1760:40Hrs
(UT = Under Traning, U/S — Under
Supervison)

Hying during Last One year Day: PIC 363.50 hrs ; Co-Rilat: 32:10;
Co-Pilot (U/S): 1:50 Hrs U/T: 5:05 hrs.
Totd: 402:55 hrs.

Hying during Last 30 days 5710 hrs.

Hying during lagt 7 days 1500 hrs.

During last 24 hours 250hrs

Aircraft Maintenance Engineer

The Aircraft Maintenance Engineer is holding a BAMEL in Category ‘A’ & ‘C..
He has been issued an authorization by Mesco Airlines Ltd. on 14.03.2009 which
is vdid up to 13032010. The authorization is to caryout and cetify pre-
flighttrangt and lagt flight ingpections on Chetak SA316B and Cheetah SA315B
hdicopter fitted with Artouse [IIB/B1 engines as pe the gpproved ingpection
chedule.

Helicopter Information

The hdicopter was initidly assgned the regigration VT-XPP on 11.01.2005. Its C
of A was issued on the strergth of export C o f A No0.3716/04 dated November
11, 2004 by the Swiss Authoritieson 14.01.2005 vdid till 10112005, On

26.12.2005 it was assgned the regidration VT-WEX while under the ownership
of same operator viz. M/s Himadayan Heli Sarvices

Manuf acturer

Eurocopter

Type

SA315B Lama

Congructors S.NO.

2679

Y ear of Manufacture

1986

Cetificate of
Airworthiness

No.2619, Vdid up to 16.06.2010




Category Norma

Sub Divison Passenger
Certificate of Regidration 3210 dated 26.12.2005
Owner M/sHimaayan Heli Services Pvt. Ltd.

104, 7, L.S.C. Madangr,
New Dehi — 110 062

Minimum Crew Required One

Maximum Authorised All | 1950kg

Up Weight

Last Mgor Ingpection 100 hrs/180 days gpproved Inspection on 05.07.2009 and
CRSissued

Last Inspection Lag Hight Ingpection Schedule on 8.07.2009

Air frame Hrs. Since Naw 9576:32 hrs.

Air frame Hrs. Snce lagt| 12:25 hrs.

Cof A

Aeromobile Sation | A-042/003-RLO(NR) vdid up to 31.12.2009
LicenceNo.

Engine

Manufacturer Turbomeca, Tarnos, France

Type Artouste— |1 B1

Said No. (%%}

Hours Done Since New 3581:05

TSO 75405

Lag Ingpection Caried Lag Hight Ingpection Schedule on 8.07.2009
Out

Lt Magor Ingpection| 100 hrs/180 days approved Ingpection on 05.07.2009 and
Carried out CRSisued

Average Fud | During the month of July the average fud consumption
Consumption varied between 153 It./hr. to 162 It./hr.

1.6.2 Mantenance of the hdicopter induding its enging dectricd, indrument and
radio sysems up to and induding 800 hrs / 4 years approved ingpection
schedules were under the qudity control of M/s Mesco Airlines limited, 1GI
arport, New Ddhi. The enginearing team congsing of AME(S), Technicians are
the employees of M/s Himdayan Hdi sarvices. 100 hrs /180 days ingpection was
caried out a Bdtd. Permisson for the same was obtained from the Director of
Airworthiness, Dehi Region
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1.6.3 Scrutiny of records
No snag has been recorded during the last one year in the snag regiger.

Engine Serid N0.0944 was inddled on this helicopter on 21.05.2009 dong
with al accessories at 9483:22 arframe hours and 632:20 TSO engine  hours
after removd from helicopter VT-ERR.

3200 hrs /12 years mgor ingpection on arframe was caried out at RUAG
Aerospace EASA Part 145 gpproved organisation on 39 June, 2008,

1.6.4 General Description
A. Generd

The ARTOUSTE Ill is a dngle shaft turbine engine with a forward reduction
gear. It rotates a a nomind congant speed of 33500 r.p.m., i.e. 5864 r.p.m. & the
output shaft.

It conggs of essentidly of:

A coaxid reduction gear with two intermediate shafts and two reduction
stages.

An ar inteke casng, the rear pat of which supports the accessory mounting
flange.

A compressor with one-axia stage and one-centrifugd Stage compressor.

An annular combustion chamber with centrifugd fuel injection.

A direct flow three-stage turbine.

An exhaudt diffuser.

B. Engine Controls and Insruments

In flight, the engine and rotor speads are automaticaly dabilized by the governor,
acting, by means of a metering device, on the flow of fud. The metering device
opens and closes automdicaly as the hdicopter rotor absorbs more or less power.
Thus, the pilot has no need to teke care of the engine handling once norma speed
isataned —the governor isin control.

Two engine control levers are located on the control quadrant a the bottom of the
control pededtd.
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a)

c)

1.7

1.7.1

1.7.2

1.8

Load & Trim Sheet
The seating arrangement in the Cabin was asfollows

Passenger No.1-Copilot Seet

Passenger No.2-Behind PIC

Passenger No.3-Midde

Passenger No.4-Behind Co-Pilot Seet

The load and trim sheat was prepared by the pilot for the firgt sortie and they were
found to be within limits ~ Weght dwing accdent flignt was 1608 kg and C.G.
postion was a 2.82 m which are within the limits.

At pressure dtitude of 12000ft and ar temperaiure of 13°C the corresponding

density altitude is 14400ft.

M eteor ological infor mation
There is no obsarvatory ether a Bdtd or Amanah Cave. Weather estimation is
done based upon visud observetions and wind sock.  The information is based on

the details funished by  crew of other operaors, pilot involved in accident and
eye witness

Baltal Hdlipad
a 0615 IST, the weather a Bdtd was clear with no clouds, vighility was 8 to 10

km and temperature was about 17° C. Winds a Bdtd hdipad were cdm initidly
and became westerly 3 to 5 knots after about an hour.

Sh. Amarnathji Helipad

Winds were initidly cadm with dear sky and vighility in the valey was 8 to 9
km, temperaiure & Amarnath Helipad was about 12 °C to 13 ° C. The sunlight
was bright in the moring from 06:151ST to 07:00 IST with glare effect and
sunshine on the helipad. During the 6 trip there was shadow on the Helipad and
theleft hill and glare effect hed died down.

The organisation does not maintain records of the weather observations.

Aidsto Navigation

Navigation is by visud reference. No ground based navigation ad is available.
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1.9 Communication

1.10

As per the coordination procedure between different helicopter operators on the
route, the hdicopters flying in the vdley give cdls a edablished reporting
pogtion: “Echo’, “Ddta’, “Gorge” and a “Sengam” & frequency 1279 MHZ.
There is no ground based radio communication sysem.  Heicopter VT-WEX
gave RT cdls a (‘Echd’,” Deta’, “Gorge” and “Sangam”). At gpprox. 07:5
IST ancther hdicopter VT-DAS flying to Amanah Helipad reported pogtion at
“Sangam” but there was no response from the heicopter VT-WEX who was
ahead of it.

Hdipad information

1.10.1Sh. Amarnathji Hdipad

Sh. Amanathji hdlipad is located at laitude of 34° 1255" North and Longitude
7 3040 Eag is about 45 minutes of hdicopter flying time from Sinagar.
Mog of the flight peth is routed through valeys with mountain ranges on ether
gde. Sh. Amanahji hdipad is a& about 12000 feet AMSL and is located & end
of the vdley through which the flight progresses narow valey turning back or
going around is not posshle a Shri Amarnahji. Helicopter shdl not cary out a
find gpproach and landing in tail winds.

1.10.2Baltal Heipad

Batd hdipad is a 9000 ft. (approx) AMSL and it is located a Latitude of 34°
15456 North and Longjtude: 75° 24.749 Eadt.

1.10.3Both the helipads are for day VFR operatiors. Wind sock and flags have been

indalled for visud ads.

1.10.4Rescue and Fire Fighting Services

111

Fre capacity of H1 category is mantaned. At Bdtd, a fire tender is present a
dl time

Himadayan Hei Services has made an emergency response plan and the same has
been reflected in their SOP approved by regulatory authority.

Flight recorders

The helicopter is not equipped with the CVR and FDR, neither they are required.
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1.12 Wreckage and Impact Information

Acddent Ste is a an dtitude of 11700 feet and at a distance of 500 meters from
the Sh. Amamnahji hdipad. The coordinates of the accident Ste are Latitude N
A°1255" Longitude: E 75°30'40°. Acddent Ste is a doping glacier/hard snow at
the bottom of the narrow Sh. Amarnathji Vley.

At aound 500mts downdream of the Sh. Amarnahji hdipad, helicopter carried
out continuous right turn across the width of the valey. In the process it passed
over a hill (Sadhu Parao) of height 11800 ft. on the left side (ut going route) of
the vdley and then while entering the vdley again, its skid hit a femde pilgim
danding on the pedestrian pathway flanking the vdley and leading to the cave, at
the back of her head (Lower occipitd region). Theredfter it entered the vdley in
nose up dtitude. In the process, the tal rotor and aft portion of tall boom of the
hdlicopter hit the ridgel gone as evident from the chipping of the rock. Dueto the
12



impact the tail rotor separated dong with the hub assambly. Due to loss of tall
rotor the directiond control was log and hdicopter went into spin. In the process
the left skid of the helicopter hit one of the rocks and toppled over to the right
gde. This is indicated by impact marks on the rock and damege noticed on the
skid and fusdage bottom portion. There was not much spread of the wreckage.

Before the point of fird impact no arcraft part/component was recovered dong
the direction of flight. Therewas nofire.

1.12.1 Cockpit

a)

b)

The cockpit frame was atached to the body dructure. All the Pexiglas hed
shattered. Filot and co pilot door frames were intact. All seat bdts and pilot
harness were intact and no seat was didodged. Cydlic gicks intact however bend
a the curvature. Hoor of the cockpit was folded due to compression loads and
elongation of holes was seen a the atachment points of the skids. Battery was
intact and connections engaged.

Position of switchesand Circuit Breakers
Radio and intercom switches “off,” battery switch “off.” Mirror switch“on”,

fan switch “on’, externd light “on”, boogter pump “on’, Engine darting switch
“on”. All CB's “in". Fud shut off vave in “on” podtion and wire locked, Fud
flow lever fully forwad. All indruments were intact, collective pitch indicator
glass broken & needle stuck a “0.8” collective.

1.12.2Fusdage

a) Body dructure was intact. Verticd and longitudnd membes on left hand Sde

were broken. Rear pands on body dructure were intact and members were in
satidfactory condition. Left hand attachment of the body Sructure to the floor was
separated and members had broken. Cabin floor had separated  a attachment
point to the body dructure. Grazing marks were observed on the outer skin of
forward portion. Mixing unit was attached to the body dructure. Fitot tube hed
separated from the attachment. VHF antennawas intact
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b)

c)

d)

A tank attachment cable on left Sde was found to be in satisfactory @ndition and
front cable on right dde was broken. Tank was dented on bottom, booster pump
was intact. Connections leading to boogter pump were intact, connection leading
to pressure switch had broken

MGB plaform was attached to the fusdage. MGB plaform bdl crank assembly
was intact; controls were atached and bell crank was moving fredy.

Tall rotor control quadrant was attached to the body structure

1.12.3Engine

Engine had separated from the mounting. Front left and right mounts and rear
mout hed broken. Right inteke grid had separated. Exhaust had separated and
found 3feets away from the man wreckage and bore impact marks. Connections
leading to oail filter and pressure switches were intact. Clutch engaged to the
engine and rotating fredy. Freawhed shaft had separated from the attachments to
the cdutch and MGB drive. Freewhed rotating fredy in one direction and engaged
in the other direction. Oil pipdine connection leading to the ol tank had
separated. Fud supply line connection from the filter was found intact.

1.12.4Main Gear Box, Rotor Mast, Main Rotor head & Blades

a)

b)

Man gear box (MGB) was atached with the plaform. "A" frame on right sde
was intact, however left Sde front frame was found broken. All connections of
controls to the MGB were intact and secured. MGB hydraulic pump and pipdines
were intact. Rotor brake assembly was attached to MGB. Inclined drive shaft was
attached to the MGB. Main rotor mast was atached to the MGB. Oil connections
to the man rotor mast were satifactory. Main rotor head was attached with the
main rotor mest.

Ydlow pitch link and deeve intact and was in good condition. Blue and red pitch

links were broken. Red pitch link horn broken and red deave had bent. Blue and

red deeves dragged out. Ydlow and blue pitch horns were intact. Drag dampers

were intact, however blue and red blade drag dampers sight gauge broken Droop

resrainer was intact, however attachment point near red deeve broken. Spacing

cables had separated from the end atachment on the deeves. Two spacing cables
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were atached to red deeve and broken from other end. Scissor assemblies intact,
both rotating and non rotating. Fore and aft control leading to Swash plate was
intact. Latera control rods had broken.

c) All the three blades had ddaminated. Blue and red blade tips separated, ydlow
blade tip intact. Blades were attached to the deeves.

d) Freewhed shaft had separated from attachment.

1.12.5 Tail Rotor Assembly

Tal gearbox dong with tal rotor head and blades had separated at the attachment
point to the tal boom. The rotor assembly was recovered 5 feet away from the
main wreckage near arock. Pitch change links were attached to the tail rotor heed.

Soider assambly was intact. Control drum was intact. Gear box attachmert gears
to the tal rotor drive shaft found satisfactory. Gearbox had separated from the tall
rotor drive shaft gear attachment. Tail rotor blades were atached to the tail rotor
head. All the blades were flgoping and pitch change link moved fredy. All the
three tall rotor blades had cut off a identica disance from the root. Tal rotor
drive shaft was intact, however shaft shifted to the rear. All bearings were intact
and locked.

1.12.6 Tail Boom

Tal boom had detached from left dde ad a rear attachment to the body
dructure. 1t was bent in a curvature due to impact a rer most point a the
bottom. Tal drive shaft was attached to the tal boom. Tal rotor controls were
intact to the tal boom, pulleys intact, cable intact. Tal rotor guard and two
attachments on left and right Sde had broken. Horizonta dabilizer was attached
to thetail boom. Horizontd gabilizer tip on left hand Sde was bent.



1.12.7 Landing Gears
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1.14

1.15

Right 9de skid was intact, however verticd members to cross tube had broken.
Left Sde sid had broken in the midde Right sde front damper assembly hed
separated from body sructure,

Medical and Pathological | nformation

Two of the passengers had no vigble injuries.  Filot and two other passengers had
lacerated wounds and fracture of limbs. The pilgrim had 7 cm cut in the occipitd
region of the heed.

Fire
Therewas nofire.

Survival Aspects

Filot suffered serious injury due to toppling over of the hedicopter on the right
gde. Only one passenger Stting on the right sde suffered serious injuries.  The
helicopter fusdage shell was intact. A pilgrim on the pedestrian road on the left
flank of the vdley was fadly injured due to the skid of the hdicopter. The
accident was survivéble.  The crew and the passengers were evacuated to medical
canp by secuwrity forces and dvilians.  After giving fird ad and necessry
medicd treatment the injured were digpatched to Base Camp Bdtd for further
treetment, by the hdlicopters of Himadayan Heli Services and Deccan Helicopters.

1.16 Testsand Research

1.16.1Fud Sample Report

A sample of fue of the same batch as was used on the arcraft was obtained and
ubjected to full specification test a the Fud Lab in the O/o Directorate Generd
of Gvil Aviation (DGCA). As per the examination, report received there was no
abnormdlity in the sample and it passed dl the specification tests.

1.16.2Bor oscope | nspection of Engine
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Engine was trangported from the accident Ste to the fadilities of M/s Himdayan
Heli Services in New Dehi. A Boroscope ingpection of the engine ESN: 0944
involved in the accident was caried out in associdion with the representative of
Turbomeca  During the Boroscope Ingpection no anomdy which could explan
the loss of power was noticed. The detailed observation was as follows:

EXTERIOR CONDITION

Externa Impacts noticed with presence of dust & sand particles, due to Impact.

AXIAL COMPRESSOR & INLET PATH

Found dirty, black with oil presence due to impact, tiny particles of didodged
epoxy from inlet port found in entry area

No Foreign Object Damage or significant damages

No sign of erosion on blades leading edge

Blades profile smooth

Presence of oil with dirt (black) in the compressor casing.

CENTRIFUGAL COMPRESSOR

Oil with dirt noticed

No sign of damage or visible eroson noticed at blades leading edge & profile
area

Qil with dirt noticed a compressor hub area

No sign of rubbing a impeller shroud & exducer path
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No erosion or damage noticed on the diffuser entry

CoMBUSTION CHAMBER

No overhesat evidence noticed

No Cracks, hat spots, bulging noticed

Generd condition of combustion chamber satisfactory

Sand and dugt (possibly collected by its post impact postion on floor) noticed
in the turbine casng
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NOZZL E GUIDE VANE

No anomaly noticed.

lsr, 20& 3 STAGE TURBINE

No damage or anomaly noticed.
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1.16.3 I nspection of Fuel Pump and Fud Governor

Fud pump with pat no. 0044495060, SNo. FI03E and a Speed Governor Pat
No. 0064395030, SNo. 2514 was tested & TURBOMECA TARNOS SAFRAN
Group France. The test result was found to be compliant with Turbomecds
technical gecifications No discrepancy that could explan the power loss
reported by the Rilot was found. Observations mace during the testing of the parts
are asfollows

1.16.3.1 External Observations:
(@  Fue Pump SNo. F103E

Two warranty seds were missing.

Fud lever found to be bent. The fud lever cannot complete its angular range
because of the deformation (which is consecutive to the accident). The lever is
Sopped by the pump bodly.

Free rotation of the drive shaft.

c) Speed Governor SNo. 2514

All warrant seals were present.
Light tiff point upon manud rotation of the drive shaft
A mixture of greese and very fine paticles (which seem to be non metdlic)

were detected on the shaft splines on removing the drive shaft for ingdling
the governor on the test rig.

1.16.3.2Findingson Test Rig:
Functional Check:
To complete the maximum angular range of the fud lever on the fud pump, the

fud lever was moved backwards (axid displacement of 3mm).this digplacement
has no effect on the setting and operation of the pump.

Max fud flow check 345 liters for 330 +3 liters
Max speed check 3,774 rpm a 200 litersfor 3,769+ 3 rpm
3,774 rpm a 280 liters for 3,769 3 pm
Mini fud flow check 3 successve tests carried out:
43.5liters 46 litersand 49 litersfor 48
+ 2liters
Oil pressure check 795 kPa (750 + 100 kPa)

During the test a dight fud lesk was observed between the fud pump crossing
nut and blind nut.
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Particles observed to be non metdlic were found within the test rig filter.
1.16.4 Inspection of Instruments

Air Spead indicator SN0.296/90 and dtimeter SN0.01677 were subjected to
bench check & M/s Vikram Aviaion Pvt. Ltd. Both the insgruments were found
within the tolerance limit. For dtimeater a 12,000 ft. the tolerance limit is 90 ft.

1.17 Organizational and M anagement | nformation

1.17.1 M/s Himdayan Hdi Services Pvt. Ltd. (HHSPL) is a Non-scheduled Air Trangport
Operator engaged in helicopter charters from its man base a 1.G.l. Airport, New
Ddhi. HHSPL was granted the NSOP N0.1/2002 in January 2002. HHSPL was
incorporated with a focus on marketing Hdicopter based Tourian such as Hdi-
Trekking, Hdi-Sfari, Hdi-underdaung operdtion and sport of hdi-skiing ad
Amarnath Y atra.

The organistion is headed by Board of Directors. The organisgtion has made
Operation Manud and Operators Maintenance Control Manud for the guidance
of its pesonnd. As pea the Operdtion Manud the pogt of Chief Rilot is ill
vacant. The operaion manua does not lay down the qudification and experience
requirements for the chief pilot.

For opadion to Shri Amanahji Shrine, a Standard Operating Procedure has
been made which contains information regarding operations, safety practices,
mantenance and emergency response plan in case of any accident. However,
nether Opeaion Manud nor SOP spesks about the organdation set-up and
monitoring of adtivities a detachments. For this operation the pilot involved in
the accident was declared as the chief pilot on adhoc basis. However nether the
operdtion manud nor the SOP mentions about the qudification and experience
requirement, duties and functions of the chief pilot of the detachment. The SOP
does nat mentions the following among others

(1) Altimeter setting for pressure dtitude.
(2) Approach procedure for the Sh. Amarnath ji helipad
(3) Does not contain details of the operationd information to be preserved.

(4) Dealsof different reporting points.
(5) Procedure to be followed in the case of aborted landing.

For Sh. Amarnathji operation SOP prescribes the crew qudification as

“A pilot having minimum 2000 hrs of flying experience with a minimum of 250
hrs of previous hill flying and 100 hrs on the type with 500 hrs of PIC
experience will be employed for purpose on sngle pilot operation. Such a pilot
will fly under supervison of the chief pilot till such time the chief pilot dears this
pilot on Sinagar, Shri Amarmnathji, Srinagar Sector.”
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1.17.2 Flight Safety and Surveillance of Activities

Organistion has an Advisor fligt Safety to oversee the company sdfety
programme and dso a Hight Safety Officer. The pilot involved in the accident is
dso the Hight Safety officer of the organisation. During the operation there has
been no violaion of the FDTL. Organisaion has not mantaned any written
record of ingpections surveillance activities carried out during the operation.

1.18 Additional information

NIL

1.19 Us=ful and Effective Investigation Techniques

2.
2.1

211

212

N/A

ANALYSS
Airworthiness of Aircraft

M aintenance of Aircraft

The Cetificate of Airworthiness of the arcraft was current and valid. Periodicity
of dl scheduled maintenance task were maintained.  As per the avallable records
no snag was reported during the C of A ingpection and during last one year.

Serviceability of Engine

Crew experienced sudden dnk during landing & Sh. Amarnahji helipad and was
not able to recover from it. Crew usad full collective to recover. Depending on
ambient temperature and dtitude the dersty dtitude was 14400 ft. At this dengty
dtitude as per the performance curves there is sufficient power margin available.
Despite the use of full collective the recovery could not be made.

At the accident dte Engine was examined. Compressor was rotating fredy

without any unusud noise .Free turbine and power turbine were rotating fredy, no

dgn of flame out or black deposit was observed. Inlets and exhaust of the engine

were found to be dean. No patides found in the ail filter and magnetic chip

detectors .All pipdines to fud and ol sygsem found intact. All dectricd

connections were found intact. Connection to EFC, Fud Pump, and Governor
2



found intact. Congant speed governor was checked and no shearing of shaft
detected. Fud tank and vent was checked and found in satisfactory condition.

Therefore it was decided to caryout the boroscope inspection of the engine.
During the Boroscope Ingpection no anomdy which could explan the loss of
power was noticed.

Further to isolate the falure of fud pump and fud governor they were subjected
to the bench check a the manufecturer facility. A dight fud leek was observed
between fud pump crossing nut and blind nut. However the depending on the
quantity of leek observed it cannot be the source of the power loss.

Thus it can be safdy concluded that engine and its rdaed sysem were
functioning satisfactorily & the time of the accident and there was no power loss.

2.1.3 The aircraft was maintained as per the approved maintenance progranme. No sreg

2.2
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was reported before the accidentd flight. All the arcraft sysems were checked
after the crash and no abnormaity was observed.

Thus it can be safely concdluded that the arcraft was in arworthy condition to
undertake the flight.

Crew Qualification and Proficiency
Crew Qualification

The crew hdd vdid license and is qudified on type. As he did not fly for two
years dfter rdinquishing the sarvices with Indian Army, a the time of joining
Himdayan Hdi Savices he underwent familiarization flying training, ground
refresher and assessment on Cheetah helicopter in accordance with the DGCA

“OPS Circular 2 of 2004” for period of absence from flying exceeding 12 months.
This training and the assessment dso was the bass for the endorsng Lama Type
Helicopter on his License

CAR Section 7 Series B Part XIV requires as under

2.1 Competency Checks

a) Proficiency Checks. All pilots engaged in commercial operations carrying
passengers shall undergo proficiency checks covering aspects as applicable for
type of helicopter and operator’s role. The proficiency check will be carried out
by DGCA approved examiner twice in a year with not less than four months and
not more than eight months between any two checks.

b) Route/LineLOFT Check. These checks will be carried out once a year to
cover exercises as applicable to the type of helicopter(s).
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Proficiency check was carried out on 30" Jan 2008 and then in August 2008, the
next became due on 29th Jan 2009 however it was carried out in 14'™ March 2009.

Route Check was caried out on 26" April 2008(entry not signed by the chief
pilot who caried out the check), the next became due on 25" April 2009,
however the same was cartied out on 15" June 2009 on Bdtd-Sh. Amamathii
Helipad Bdtd Sector.

Although annud recurrent traning was caried out depending up on the
avalability of RWS course however initid Humen factor/CRM course was not
caried out.

Thusthereisdiscreparcy in the currency of the licence of the pilot.

2.2.2 Hill Flying

He firs flev on Bata- Sh. Amamnahji -Bdtd sector on 12" June 2008 as Co-
pilot. The pilot had more than 250hrs of hill flying experience (acquired during
flying in Indian Army from March 1995 to July 2002) before operaing on this
sctor he had 2000 hours of totd flying experience No check flight with the
examiner was carried out before operating as PIC on this sector/hill flying.

As par CAR Settion 7, Series ‘B’, Pat XIl, a pilot having a least 250 hrs of hill
flying experience on hdicopter is conddered experienced in hilly operation Para
3 of the regulation further requires as under

3. TRAINING / EXPERIENCE REQUIREMENTS

3.1 Pilots engaged in regular / irregular operations in the hilly area shall
undergo Training as given below:

a) Pilot having no previous experience of hill flying shall be imparted special
Training specific to hill operations prior to operate from copilot seat for such
Operations

b) Pilots having hill flying experience but no experience in the area of intended
Operationsmay fly from co pilot seat for area familiarization.

c) Pilot shall be checked by an examiner before heis cleared to operate as PIC.

d) The special training specific to hill operations to be conducted at DGCA
approved training school is given in Appendix A.

Company’s Operations manud Para dates tha even if pilot possesses 250 hrs of
hill flying experience

As per HHSPL Hight Operaions Manud:
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2.3

Pilots having previous experience in hill flying and with more than 250 hrs. on
type shall operate in the hilly area after a check flight with an examiner or
alternatively carry out trial run / landing before operating a flight with
passengers on board.

10.2.3 Crew Qualifications

Route Qualifications — The PIC before operating the flight for the first time to
hilly terrain should have flowmn minimum of two flights to and from the airfield as
second pilot or on familiarization flights with other pilots who have experience of
flying to that airport or area. There after he should have undergone one
satisfactory route check with an Examiner or senior experienced pilot approved
by the DGCA.

Type Qualifications — The Pilot operating flight to / from airfields surrounded by
hilly terrain should be specifically checked and cleared on the type of aircraft for
each airfield for such operations before operating independently.

Though he caried out the familiaization flignt for the route, however he
commenced the hill opeation without undergoing a check flignt with the
examiner. Therefore, in vioation of the company’s operaions manud the crew
was permitted for hill operation. Further he did not undergo initid ground training
course on hill flying as required. This indicates lack of knowledge/disregard to
the rules by the PIC and supervisory staff.

Approach to Sh. Amarnathji Hdipad

During the sixth sortie as per the procedure the hdicopter flew dong the right
gde of the vdley. At Sangam it was about 12100ft. to 12200 ft. and indicated
speed was 60kts. Between Camp 1 and Camp 2 in Sh. Amanathji valey Rlot
dated decderation. In the vdley, as there was no other traffic ahead of it;
returning back or & hdipad, Rlot flew the hdicopter dmost near the center of the
valey on theright sde.

He made a draight in gpproach for the Himadayan Hdi Sevices hdipad. After
canp 2, he made a gradud left tun of 10° to 20° to left to mantan the
perspective and the perspective was dightly steep. His corrective pitch margin
was 0.85% till commencement of the approach, theresfter it was reducing during
decderdtion. The totd weight of the hdicopter was 1608kgs with the
corresponding dengty dtitude of 14400 ft. This is with in the weght a the OGE
hover a Sh. Amanathji Helipad. On the short finds of the gpproach, he fet the
helicopter was dnking with a high rate of descert. He pulled full collective to get
aquick recovery and took aright turn
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2.32

Himdayan Hdi sarvices Ground handling in chage a Sh. Amarnathji hdipad
who was postioned a hdipad to marshd the hdicopter and other eyewitnesses
observed the gpproach of helicopter to be norma and dmost dong the center of
the valey but helicopter was a higher dtitude than the normd. Over head the
hdipad, the hedicopter made a turn to dign for landing a hdipad Immediady
theresfter hdicopter experienced loss of lift and descended bdow the hdipad
level short of helipad and then made a turn towards right (incoming route).

Approach to the Helipad

Flight In and Along Narrow Valleys (Ref. MHS Avigion Sdn. Bhd., Mdaysa
Operations Manud Para 3.3.6)

Flight along a narrow valley may bring together a number of unfavorable flight
conditionse.g.

1. The absence of any normal horizon.

2. The accentuation of funnel effect and, if the valley is climbing, that of dope
also.

3. Alimitation of action available to the pilot in the event of an emergency.

Unless prevented from doing so for operational reasons, the pilot should always
fly down a valley towards its exit and low ground. When flying up a valley there
is always the danger of flying past the point at which an 180° turn is possible and
beyond which the valley is climbing at a rate higher than that of which the
aircraft iscapable. The following points may help pilots: -

1. Awvoid flying along the centre of a valley but stay on the “lifting” side.

2. When flying up a valley do not pass the last point at which a 180° turn is
possible unless you know that an exit exists beyond.

3. Fly down rather than up a valley whenever possible.

4. Pay frequent reference to flight instruments especially the AS in order to
maintain correct and safe flight conditions.

5. Always turn away in good time and make the turn away from the nearest
sope.

The PRilot flew dmog dong the center line of the valey which he should have
avoided. The helipad and the left hill were in shade.

Final Approach and Landing at the Helipad

An gpproach is the trandtion from traffic peattern dtitude to either a hover or to
the surface. Approach should terminate a the hover dtitude with the rate of
descent and ground speed reeching zero & the same time. At Sh. Amanahji
hdipad, due to narow valey and high dtitude of the hdipad, shdlow approach is
preferred.
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(Ref. FAA Roator Craft Hying hand Book): On the final approach, and at
recommended approach speed, align the helicopter with the point of intended
touch down. Turn to the final should be planned so that the helicopter rolls out on
an imaginary extension of the centerline for the final approach path. This path
should neither angle to the landing area on the left, nor require an Sturn on the
right.

Technique of Steep Approach:

When you intercept an approach angle of 15°, begin the approach by lowering
the collective sufficiently to start the helicopter descending down the approach
path and decelerating (Postion 2). Use the proper antitorque pedal for trim.
Snce this angle is steeper than the normal approach angle, you need to reduce
the collective more than that required for the normal approach. Continue to
decelerate with dight aft cyclic, and smoothly lower the collective to maintain the
approach angle. As in a normal approach, reference the touchdown point on the
windshield to determine changes in approach angle. This point is in a lower
position than a normal approach. Aft cyclic is required to decelerate sooner than
a normal approach and the rate of closure becomes apparent at a higher altitude.
Maintain te approach angle and rate of descent with the collective, rate of
closure with the cyclic, and trim with antitorque pedals. Use a crab above 50 feet
and a dlip below 50 feet for any cross wind that might be present.

15° Descent

Loss of effective trandational lift occurs higher in a steep approach (Postion 3
of the fig), requiring an increase in the collective to prevent the sttling, and
more forward cyclic to achieve the proper rate of closure.  Terminating the
approach at hovering altitude above the intended landing point with zero ground
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2.4

speed (Position 4). If power has been properly applied during the final portion of
the approach, very little additional power is required in the hover.

The pilot was flying dmogt in the midde of the valey and approached the
landing dte a an angle from the left. His dtitude was higher then the normd
approaches. In other words he was making a steeper gpproach. The pilot was used
to a procedure where in duing the approach the collective is continuoudy
reduced during decderaion and on terminating the approach a hovering dtitude
above the intended landing point raise the collective once again between 0.80 and
0.90. The sudden snk experienced by the pilot was d the Pogtion 3 of the figure,
before which he should have raised the collective.

Further during the turning flight, the rotor disc is tilted Sdeway resulting in lift
bang separated into two components - Verticd component of lift and horizont
component of the lift (As the angle of bank increases, the totd lift force is tilted
more towards the horizontd. This causes the rate of turn to increase because
more lift is acting horizontaly, the effect of the lift acting verticdly is decreased).
To compensate for this decreased verticd lift, the angle of atack of rotor blade
must be increased in order to maintain dtitude. As per the eyewitness and the
ground handling incterge, hdlicopter made sudden tun to dign with the hdipad
and immediately theresfter the dnking of the hdicopter was experienced. The
turn executed by the pilot during the find gpproach may have adso led to decrease
of the lift and sudden sinking of the hdlicopter.

Thus the technique gpplied by the pilot during the fina gpproach was not correct.
Sequence of Events

On 09 Jly 2009 Himdayan Hdi Savices SA315 B Lama Hdicopter VT-WEX
was engaged in the cariage of the pilgrims from Bdtd Helipad to Cave Heipad
for the darshan of Sh. Amarnathji and back. It darted the operation & 6:05 IST
and had made five trips. During the Sixth trip, the helicopter took off a around
07:20 IST from Bdtd hdipad with 04 Passengers and one pilot crew member.
While landing a cave hdipad hdicopter experienced sudden snk it turned
around, flew down in the vdley and crashed a 500 meters away from the cave
hdipad a 07:30IST.

On 9" July, 2000 the preflight ingpection as per the approved schedule was
caried out by the BAMEL Holder who was issued authorization and no snag was
observed by him. Thetotd fud was 300lts at the Sart of operation on the day.

At 06.05 IST the hdicopter took off for the firg trip after ingpection by the pilot.

He subsequently caried out four more trips without switching off the engine at

ether of the hdipad and no snag was observed by him. At 07:20 hrs. (gpprox.)

with total of 4 passengers on board and 130 liters of fud, he took off from Batd

for the gxth trip. As per him there was no snag or any abnormdlity in the take-off.

During the flight, as per the procedure helicopter flew aong the right Sde of the
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vdley, viewed from Sangam and made cdl a the desgnated reporting points
“Echa’, “Ddtd’, “Gorge’ and “Sangam”. Theredfter, he entered Amarnath J
Vdley a an dtitude of 12100 feet. In the valey, as there was no other traffic
ahead of it, returning back or at the helipad, he flew dmost near the center of the
valey on theright Sde

He made a draght in goproach for the Himdayan Hei Services hdipad. He was
dightly higher than the norma gpproaches, in other words the gpproach was
deeper than the normd approaches. His collective pitch margin was 0.85% till
commencement of the agpproach, theresfter it was reducing during decderation.
On the short finds of the approach, the hdicopter made a turn from left to dign
for landing. Immediatedly theredfter helicopter experienced loss of lift and
descended bedow the hdipad levd short of hdipad i.e. he fdt the heicopter
dnking with a high rae of descent. He pulled full collective to get a quick
recovery and took a right turn. At short distance up steam of the hdipad there is
hill/glacier which blocks the mouth of the valley.

Due to smdl aea for maneuvering, the Organisstion SOP dates “Turning back
or going around is not posshle at Shri Amarnathji. Helicopter shall not carry
out a final approach and landing in tail winds. There are three helipads, one is
always kept vacant for emergency.”

Further, Hight Manud of Lama Heicopter Para 13- Places Redtrictions on harsh
manoeuvres such as sharp turn and rgpid manoeuvres.

However, the hdicopter turned back and did not atempt a landing a the third
hdipad (BSF Hdlipad) further upstream of the Himadayan Helipad.

He tried to build up speed to gan trandtion lift. He was now flying on the right
gde of the vdley as viewed from the Sangam. After executing right turn the
hdlicopter dimbed to aout 12030fti.e it ganed lift. Around this point of time
the crew of other hdicopter gave cdls to VT-WEX. However VT-WEX did not
respond. He was flying a a gpeed of 50 knots and 0.95% collective. He decided
to make an emegency landing in the midde of the vdley indead of going
foward to avoid hitting the tents further down the valey. Accordingly, at around
500mts downdream of the cave hdipad, he turned 180 ° right across the width of
the vdley and in the process it passed over a hill (Sadhu Padav) of height 11800
ft. on the left Sde(out going route) of the vadley. Since the width of the vdley is
amall making a right tight turn in the valey may have led to further loss of the lift.
He initiated flaring to check the speed.

While gpproaching the valey from the Sadhu Pedav hill, the skid of the
hdlicopter hit a female pilgrim on the pedestrian road flanking the valey leading
to the cave, a the back of her heed (Lower occipitd region) and she died.
Theredfter helicopter approached the accident dte in a pitch up atitude. The tal
rotor impacted the ridge/ stone in dmog the middle of the valey and due to
impact the tal rotor separeted.  Due to loss of tal rotor the directiond control
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was log and hdicopter went into spin. In the process the forward portion of left
skid of the hdicopter hit the one of the rock. The helicopter toppled on the right

ddeand cameto rest.

2.5 Management Agpect

2.5.1 The organisstion has made Operation Manuad and Operators Maintenance Control
Manud for the guidance of its personnd. As per the Operaion Manud the post
of Chief Rilot is dill vacat. The opedion manud does not lay down the
qudlification and experience requirements for the Chief Pilot.

For opedion to Shri Amamnathji Shrine a Standad Operdting Procedure has
been made which contains information regarding operdions, safety practices,
mantenance and emergency response plan in cae of any accident. However,
neither Operation Manud nor SOP soesks about the organistion set-up and
monitoring of activities & detachments.  For this operaion the pilot involved in
the accident was declared as the chief pilot on adhoc bass. However nether the
operdtion manud nor the SOP mentions about the qudification and experience
requirement, duties and functions of the chief pilot of the detachment. The SOP
does not mentions the following anong others

Altimeter setting reference for pressure dtitude.
Approach procedure for the Sh. Amarnathji Helipad
Procedure to be followed in case of aborted landing

The reporting points

2.5.2 Survellance of Activities and Compliance of Organisation SOP

Organisation has an Advisor flight Safety to oversee the company safety
progranme and adso a Hight Safety Officer. The pilot involved in the accident is

dso the Hight Safety officer of the organisation. During the operation there has
been no viddion of the FDTL. Organisaion has not mantaned any written
record of ingpections/ surveillance activities carried out during the operation.

The traning record of the crew chows that the monitoring of the crew
qudification was not drictly enforced. The SOP does not permit turning back or
going aound a Sh. Amanahji helipad. In violaion of the Organisation SOP, the
plat, after aborting landing turned back ingtead of proceeding to the third helipad
upsream of it. This indicates that the crew is engaged in the routine flight activity
and never discuss or practice the possible emergencies which can be encountered.

There is need for the company to drengthen its flight safety/survelllance
programme.

30



3.

31

311

312
313

314
315
316

317
318

319

CONCLUSONS
Findings

The Helicopter was maintained as per the approved mantenance programme. No
snag was reported before the acadentad flight. All the hdicopter systems were
checked &fter the crash and no abnormality was observed. Thus the hdicopter was
in arworthy condition to undertake the flight.

Filot has vdid endorsement on the type of the hdlicopter

Following are the discrepancy in the currency of the licence of the pilot

3.1.3.1Proficiency check was caried out on 30" Jan 2008 and then in August
2008, the next became due on 29th Jan 2009 however it was caried out
in 14" March 2009.

3.1.3.2Route Check was caried out 26" April 2008(entry not signed by the
chief pilot who carried out the check), the next became due on 25" April
2009, however the same was carried out on 15" June 2009 on Balta-Sh.
Amarnathji Helipad Bdtd Sector.

3.1.3.3Although annud recurrent training was carried out depending up on the
avaldbility of RWS course however initid Humaen factor/CRM course
was not carried out.

Flot operaed to Sh. Amanahji Hdipad without undergoing check flight with the

examingr.

Organisation does not have robus sysem of monitoring the crew qudification

Vis-a-Vis the regulatory requirements and company’ s own requirements.

Pilot employed incorrect procedure of flying dong the centerline of the valley.

Rilot employed incorrect technique for the stegp approach

Flot caried out 180 turn in the narow vadley which further led to the loss of the

lift and in the process skid of the hdicopter hit a pilgrim on the head causng her

desth and subsequent crash landing in the middle of the valley.

Sandard operdting procedure of the company and the operations maenuad among

other things lacks the fallowing

3191 Organistiond dructure for the detachments with proper dlocation of the
duties.

31.9.2 Qudification and the experience requirements for the chief pilot both for
the company and the detachment

31.9.3 Altimeter setting for pressure dtitude.

31.9.4 Approach procedure for the Sh. Amarnath J Helipad

31.9.5 Procedure for aborted landing.

3.1.10 Pogtion of the chief Rilot in the company is il vacant.
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3111 monitoring of the crew qudification was not drictly enforced. The company SOP

was not followed. This indicates that the crew is engaged in the routine flight
activity and never discuss or practice the possble emergencies which can be
encountered. No record of organistion safety and survellance activity exig.
Therefore there is need for the company to strengthen its flight safety/survelllance
programme.

3.2 Probablecause;
Accident occurred due to the sudden snk experienced by the pilot during landing
a Sh. Amamnathji hdipad and hisinability to recover fromiit.
Contributory Factors are:
(1) Improper technique used for the steep gpproach.
(2) Approaching the landing dte a an angle from the left and making seep bank
during the recovery process
4, SAFETY RECOMMENDATIONS
41 Action deemed fit may be teken agang the concerned crew in view of
findings (3.1.3, 314, 3.1.6,31.7and 3.1.9
4.2 Regulatory authority may condder prescribing  guiddines  for  preparing
Standard operating procedures for the seasond hill operations by helicopters.
4.3 M/s Himdayan Hei Services may be advised to take gppropriste action in
view of findings (3.1.53.1.9 3110 and 3.1.11)
(Maneesh Kumar)
Inspector of Accidents
VT-WEX
New Delhi
27.04.2010



