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This short summary report was produced by the Komite Nasional 

Keselamatan Transportasi (KNKT), Transportation Building, 3rd Floor, 

Jalan Medan Merdeka Timur No. 5 Jakarta 10110, Indonesia. 

The report is based upon the investigation carried out by the KNKT in 

accordance with Annex 13 to the Convention on International Civil 

Aviation, the Indonesian Aviation Act (UU No. 1/2009) and Government 

Regulation (PP No. 62/2013). 

Readers are advised that the KNKT investigates for the sole purpose of 

enhancing aviation safety. The information in KNKT reports is provided to 

promote aviation safety and in no case, is it intended to imply blame or 

liability. Consequently, the KNKT reports are confined to matters of safety 

significance and may be misleading if used for any other purpose. 

The report is published for investigation that is unable to be completed 

in timely manner, therefore the safety benefit of the investigation 

might have not relevant to the current condition. Readers are advised 

to take the lesson learn of the occurrence.   

As the KNKT believes that safety information is of greatest value if it is 

passed on for the use of others, readers are encouraged to copy or reprint 

for further distribution, acknowledging the KNKT as the source. 
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OCCURRENCE 

On 10 March 2008, a Boeing Company 737-400 aircraft, registered PK-KKT, was 

being operated by Adam SkyConnection Airlines (Adam Air) as scheduled passenger 

flight with flight number DHI 292. The flight departed Soekarno – Hatta Airport, 

Jakarta at 01:30 UTC with destination Hang Nadim Airport, Batam and the estimated 

time of arrival was 03:05 UTC. On board in this flight were 177 people consisted of 

two pilots, four flight attendants, and 171 passengers. The Pilot in Command (PIC) 

acted as pilot flying (PF) and the Second in Command (SIC) acted as pilot 

monitoring (PM). 

The flight until commencing descend was uneventful. Prior to descend, the flight 

crew received weather information indicating that the weather was fine. At 0302 

UTC the flight crew contacted Hang Nadim tower controller and informed them that 

the visibility was 1,000 meters and they were sequence number three for landing 

runway 04.  

The flight crew of the aircraft on sequence number two informed to Hang Nadim 

tower controller that the runway was insight at an altitude of about 500 feet. The 

Hang Nadim tower controller forwarded the information to the flight crew of DHI 

292, and followed this by issuing landing clearance, and additional information that 

the wind velocity was 360 degrees at 8 knots and heavy rain. The DHI 292 flight 

crew acknowledged the information.  

The landing configuration used flaps 40 degrees with landing speed of 136 knots. 

The flight crew were able to see the runway prior to the Decision Altitude (DA), 

however the PIC was convinced that continuing the approach to landing was unsafe 

and elected to go around. 

The Hang Nadim tower controller instructed the flight crew to climb to 3000 feet, 

maintain runway heading, and contact Singapore Approach.  

At 0319 UTC, DHI 292 was established on the localizer runway 04, and the Hang 

Nadim tower controller informed them that the visibility improved to 2,000 meters.  

While on final approach, the flight crew DHI 292 reported that the runway was in 

sight and the Hang Nadim tower controller issued a landing clearance.  

On touchdown, the crew felt that the main wheels barely touch the runway first . 

During the landing roll, as the groundspeed decreased below 30 knots, the aircraft 

yawed to the right. The flight crew attempted to steer the aircraft back to centerline 

by applying full left rudder. The aircraft continued yaw to the right and came to stop 

on the runway shoulder at approximately 40 meters from the right side of the runway 

edge, and 2,760 meters from the runway 04 threshold. 

No one was injured in this accident.  

The aircraft was seriously damaged with the right main landing gear assembly 

detached and collapsing backward and damaging the right wing and flaps. The right 

engine was displaced from its attachment point. 
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Figure 1:  Right landing gear collapsed rearward 

 

Figure 2: Detached right main landing gear retraction axle 

The Flight Data Recorder (FDR) and the Cockpit Voice Recorder (CVR) data were 

downloaded.  

The CVR data showed that the aircraft was flying below the correct glide path 

indicated by a glide slope aural warninig, and the crew had difficulty in recovering 

the condition. The CVR also recorded landing gear warning after touchdown which 

indicated the landing gear had collapsed.  

The FDR data showed that the vertical acceleration during landing was 2.97g, 

however this amount of vertical acceleration should not damage the landing gear. 

The FDR data showed that just after touchdown, the right main landing gear 

collapsed.   
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Figure 3: The significant FDR recorded parameters  

The FDR also recorded that the aircraft experienced hard landing and had bounced 

on a previous flight, and the value of the vertical acceleration recorded was 1.78 g. It 

was most likely that the hard landing and bounce had affected the strength of the 

landing gear.  

The examination of the failed landing gear also found corrosion on the fracture 

surface of the right main landing gear strut.  
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Figure 4. Corrosion found on fracture surface (red arc)  

 

 

SAFETY MESSAGES 

 

The safety issues of this accident were related to un-stabilize approach and un-

identified aircraft component failure.   

The flight crew had difficulty during the approach and the aircraft was flying below 

the correct glide path. The stabilize approach criteria that was introduced by the 

Indonesia regulator in 2007 requires the pilot to go around when stabilize approach 

criteria could not be met. The condition of flying below the glide path classified as 

un-stabilize approach and required go around.  

The FDR that showed the aircraft experienced hard landing and bounced. This was 

likely  triggered by an un-stabilize approach.  

At the time of this accident, the stabilize approach might have not been widely 

understood by the pilot. The implementation of Flight Operation Quality Assurance 

(FOQA) and Flight Data Analysis (FDA) by most of the aircraft operator has 

improved the pilot understanding and compliance to stabilize approach criteria. The 

condition at the time of publishing this report, the condition has been improved 

indicated by the number of pilot report of go around triggered by un-stabilize 

approach. 

KNKT had published in KNKT website knkt.dephub.go.id/knkt of several 

investigation reports related to un-stabilize approach such as PK-KDC.  

The accident flight experienced hard landing with recorded vertical acceleration of 

2.9g, however this value should not have damaged the landing gear. The examination 

on the fracture of the right main landing gear found some parts had corrosion. This 

corrosion indicated that this part had been cracked for some time before the accident, 
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and had weakened the landing gear strength. The decreased landing gear strength 

most likely  made the right main landing gear collapsed on landing with 2.97 g.  The 

investigation could not determine the exact time  the crack initiated.   

The degradation of the landing gear strength was not identified by the aircraft 

operator. This might have been caused by no pilot report of hard landing and/or the 

lack of maintenance recording system. KNKT has published investigation report 

related to the unreported aircraft system failure and maintenance management in the 

PK-AXC accident. The report available in KNKT website: knkt.dephub.go.id/knkt. 

Unstable approach criteria remains a key focus area industry wide. Additionally, the 

operator has ceased all flight operations. As such, further opportunity for safety 

improvements through this report is limited to reiterating the importance of 

unsterilized approach identification and appropriate action of conducting a go 

around. For this reason, the report remains in short form. 
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