A/C Type - Partenavia P68B

Registration - 5Y-BDK

NT : Musiara Airstrip (Maasai Mara Game

Reserve)

8th April 1987 at 0830 Hrs.

. aircraft took off from Amboseli with six passengers
. board and was heading for Ol-Kiombo airstrip in the
asai Mara Game Reserve. The pilot apparently mistook

iara airstrip for Ol-Kiombo and decided to land.

ara airstrip had been closed by a NOTAM due to construction
esurfacing work being carried out. A temporary

p was constructed parallel to and to the right

y 09, This temporary airstrip was incomplete

time and it is the one the pilot chose to land

”Vng the landing run, the aircraft crashcd into

'11 and murram and in the process broke the
undercarriage and'ane;uﬁdercarriage. The

s extensively damaged. There were no injuries



ht main undercarriage was ripped off from its attachment

was lying approximately ten metres behind the main wreckage.

nose gear was also ripped off and was lying approximately

metres ahead of the rest of the aircraft. The nose cone

and was lying next to the nose gear.

The fuselage underside was damaged during skidding to rest.

‘,mé fuselage overhead skin screws came loose due to buckling of

the skin.

The right hand wing was dented at wing tip trailing edge

area including the flap trailing edge. The left hand wing was

intact and not damaged.

The moveable tzil plane skin was buckled upwards while the right

k hand ﬁ-ﬂ. £zb skin was also buckled.

%e blapde of the right hand propeller appeared undamaged

was bent backwards with clear simgasof having

The port engine installation was

inspection revealed no other damage toO the aircraft's

structure and finish
ik :

together with external structure.




AIRCRAFT INFORMATION

1.6.1 The aircraft is a Partenavia P68B serial number 167 manufactured
in Italy in 1979 and issued with an Italian Export Certificate
of Airworthiness number 10206/E. It arrived in Kenya in 1980
and was issued with a Certificate of Airworthiness number 1235
on the 17th May 1980 in the Public Transport Category
(Passengers). This certificate has since been renewed and was
valid at the time of accident.The aircraft is certificated to

carry a maximum seating capacity of seven.

Records available in the office of the Director of Civil
Aviation Airworthiness Division indicate that the aircraft had
done 1875 hrs. 50 minutes since new at the last C of A renewal.
With an average utilization of 420 hrs per year it is expected
to have done approximately 2100 hrs since new at the time of

accident.

1.6.2 Records also indicate that a check II was accomplished to a schedule
referenced as FDS/P68B/issue 2 on 2nd February 1987 and a
certificate of maintenance was issued which was valid for
75 flying hours or sixty days whichever is the sooner. No other
check had been recorded to have been performed until the accident

took place on 8th April 1987. A check one as per the above

schedule was due on calender time on 2nd April 1987.

The aircraft was powered by two Lycoming I6-360-A1B6 engines.

19422-51A port and L-19435-51A starboard.

They were serialized L-

'The starboard engine had done 2020 hrs hrs.10 minutes since

fhew and 147 hrs. 20 minutes since complete overhaul. The port

;engiﬁé had done 2020 hrs. 10 minutes since new and 147 hrs.20

s since complete overhaul. This was as per entries made

4 including the 6th day of January 1987. No other



‘ m propeller fitted are Hartzell type model HC-C2YK-
 ZCOF/FC 76664-4. They were serialised AU-5722 port
(“ AU-5723 starboard. As on 6th January 1987 they had
m 1994 Hrs. 35 minutes since new, 594 hrs 40 minutes

#ifice complete overhaul (Port) and 2003 yrs.35 minubes
Since new, 394 hrs.40 minutes since complete overhaul

(starboard). No other log book entries were made until
the date of accident.

ENGINEERING ANALYSIS

The pilot landed the aircraft on an unserviceable air-
&trip at Musiara airfield and hit several heaps of

murram (which had been left in the middle for re-surfacing)
and broke the right hand main undercarriage on

hitting the second heap. The aircraft skidded to rest

on the third hezp on a heading of 1200. The nose
undercarriage and the nose cone dettached and were

lying spproximately four metres ahead of the aircraft

 point offinal rest.

il

The rest of the aircraft came to stop approximately

i iﬁlfﬁy down runway 09 right (i.e. the temporary air-
 strip which was parallel and to the right of 09,
Mara airstrip). Other damage included right

7 1d flap trziling edge which was buckled, the

"‘ hand wing tip trailing edge which was alsao

" i Tower skin which was damaged

) ‘ﬁ:e ground, and one propeller blade
which was bent due to contact

o3



- ALl the damge was due to aircraft coming in contact with

the heaps of murram and ground during the landing run.

- The position of the switches and controls in the cockpit
could not be used as a guide since the pilot had moved
them in the process of his emergency drill and evacuation.

However, they are considered not very relevant in this

- case.

On checking the authenticity of the maintenance schedule
used, it transpired that there is no maintenance schedule
approved by DCA such as quoted in paragraph 1.6.2 above.

The only schedule which is approved by DCA is FDS/PEBB/
issuedfand it is approved for private and aerial work
category of aircraft. This in effect means that the schedule
used was not approved for public transport category of
aircraft. This therefore invalidates the Certificate of

Maintenance issued on 2nd February 1987.

ENGINEERING CONCLUSION
The aircraft had a valid Certificate of Airworthiness.

iﬁalowing the analysis given in paragraph 2.4above, it is
idered that the aircraft did not hold an appropriate
cate of Maintenance. It is also considered that the
cate of Maintenance issued on 2nd February 1987 though
jate expired énv2nd Qgﬁil 1987. Therefore there

ificate of Maintenance in force at the time



- The aircraft was performing well as evidenced by the

normal approach made by the pilot.

It was purely operational. The major

- contributory factors are:-

(a) The presence of heaps of murram along the centre-

line of the temporary airstrip, and

TN
(b) The pilot's inability to realise that he was not

at his planned destination.

INSPECTOR OF ACCIDENTS
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