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FILE NO. 3-0001

NATIONAL TRANSPORTATION SAFETY BOARD
WASHINGTON. D. C. 20591
AIRCRAFT ACCIDENT REPORT

Adopted: June 3. 1971

FEDERAL AVIATION ADMINISTRATION.
DOUGLAS 1) -3C, N7
LA GUARDIA AIRPORT, NEW YORK
JANUARY 4. 1471

SYNOPSIS

A Federal Aviation Adminisiration Douglas

1> DC-3C, N7, crashed .1pprm1m.uch 2,000 feer

short of the appru.lch threshold of Runway 4 at
La Guardia Anport. New York, The accidert
occurred ar 1832 e.st.. January 4. 1971, while
the crew was attempting to ﬂ\' an Instrument
Landing System approach in instrument metcor-
olog lc.tl conditions, at night,

The wo pilots - the un'- oecupanes of the
aircraft-received serious injuries and the airerafs
was destroyved.

Th2 La Guardia weather observarion ;:nm([c.l
to the pilots for the approach was: “200 fuoet
broken, 400 feet broken, 600 feet overcast
v1<1b1|st) 1-1/2 imiles in light rain and fog: wind
060° at 13 knoes: Runw‘w 4 visuad range 1-7/8
miles variable to 3 miles

The Board stu"n'm that the prub sle canse
of this aceident \l.m Fhe failure of the pilot to
recognize the wind shear condition and co npen-

sate for it: the ek of crew coardination in that
[f‘t‘ LU])'I]U[‘ ({ld nat moititor the api \I(LLLII tiuc Lo
a seitsindu ngummumuj_m—& prohlem and
Fuiitd to warn the pnlot that the airerait was too
fow: and the diversion of the pilot’s atrention
frem Dis primary rask of mmpll.n"g the ap-
proach and Landing. These condinions resilied in
a mismanaged 1LS and Linding appraach and the
{

'

cominuation of the descent into ground ebstruc-
tions,

The Board recommends thar e FAA ke
action to remove or mark the obstructions in the
Jpp_ruaz:h arca at La Guardia. .

INVESTIGATION

N7 retarning drom an administrative
flight whick had nrm.dcd tansportation tor
FAA personnet lrum La Guardia to Johnstown,

was

Penmsvivania, with an irtermediate stap at Pircs-
burgh, Pennsvlvinia, The atreraft left Picesburgh
with m.arl_\ full fuet toad and flew o Johns
town. a flight of 2 l"I.\:w.nim.'ttcl\' 32 minutvs.

The cather bricting at
Johnstown and, after a delay uf]ust over 1 hour,
the flight departed for La Guardia at 1711

v The esamated tme en route from fohns-
45 hours.

Arriving in the New Yorl area. the f]lﬂ tit was
radar veetored 1o the Tastrument L mdm-* Svs-
tem (ILS} final approsch ra Runway 4 uar Ly
Guardia via the Prospoct Entersection.

crew  recenved a

town to ba Guardie was 1:

The pilotstaced chat he was flving the aireraft
during the approach, An nnpmd of aperoxi-

m.«tc?_\- 140 knors was mainsained as the flight

1 . . R
Al times are castern wardard, based on the Lo clock,
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proceeded o the Prospect Intersection o pre-
vent the delay of traffic behind, He sobd that he
csed ame-quarter flaps approaching ihe Praspect
intersection and one-half aps tfrom there an.
He planned o maincain an airspeed of 120 knots
uotil be reached visual thight conditions and then
to reduce the airspecd 1o 95 knogs over the
fence,”

The pilotin-commuand staced thae the copilot
called runway i sight abour 60C or 700 teer
mean sea level? and the pilor could see the
approach fights and runway lighes ar thar vme.
The pllnt \.Ild thar ulcu AT somc[nm
caused the lighes 10 look fuzey bue he dida't
Fuow whether it was ghaze fve on the windshield
ur fu:_'..

The piior said that the Toealizer was

well Tocked”

Tpresty
during the approach v 4 the glide
i the ball parl.” He plonned a rate
of desdent of 300 1o 300 feer per minute bur did
not recall the actual rate he used. Fle said he
used 15 to 13 inches of smmifold pressure during
the initial part of r‘u approach trom Prospect
Infcrsection.
The visibility conditions
broke our of the
consider going around: however, he

stopu was

after he
l" (lt 1o

existing
clouds caused the
rejected che
idea because he had the runway in u.-"n[ andd was
aligned with the centerline of the rurnway. He
thought hie called tor full flaps afrer breaking
VIR and that he increased the manifold pres-
[T .tpnrt)\m..lrcl\ 23 ches. He estimated
that ke divided his arzention equally between
the windshicld and the instrements after he frst
stw the approach lights. He had no "\"'El!_iEEE_‘-‘;Zﬁ
~af she crash or that one WW

The copilot said that as tluv hroke out of the
clouds,

the (LS instrument showed .lppm\!
mately o two-thirds scale “fly n‘ht tor [hL
localizer and an approshinate ©1 dot Ay down”
indication for the ghide slope. He calied this
ntormition 1o the pilots attention. The copilot
did not recall specific airspeeds or the pasition
of the L‘Uldil"' flaps. He did recall
i|.'*dmgtm.ar and thips were eaeended.

thar the

e .
All alttudes are mean sea love] wnlegs otherwiae indwated,

1187

that

The copilot said that he runed both naviga-
tional receivers to the ILS frequency, 1699
MHz, and that he tuned the tower frequency,
MHe, and the approach control frequency
126.8 MHz on the comununication receivers.

He also stated that about 400 feet when che
atreraft was clear of clouds in a right wra, the
rumway lizhes and approach lighes were in sight
at abuout 1007 approximately 307 right of the
the aircraftd. About this time. th
copiloe attempted to contact the tower for
clearance to land. He was unable to establish
cutnmunication with the tower and his strention
was then directed into the cockpit in an etfort
tor determine the cause of his difficulty.

nose  of

The copilot's next recollection was thar of

recoiving a landing cleatance and chen looking
aut to see the upproach and runway lights ahead

and feeling as though the aircraft was flying up

to them. He fele that the aireraft was oo low
but if they didn’t encounter an obstacle, they
might have a chance to “make ie.'" He did ner
recall adding power, pulling back on the whedl,

or calling out to the pilot, but he did re rmm'.ur
seeing a telephone pole as he looked up. Sherely
thereaiter, the right wing struck the  pole.
causing the aircraft to vaw and the right wing to
go down. He had no recollection of tlw crash or
how he gor our of the aireraft, and the next

thing he remembered  was awaketiing in the
haspinal,
The FAA General Manual for Operation of

FAA Aircralt, Chapter 5, Paragraph 151, Change

12, regarding altivude awareness, stawd in pate:

d. Pilots shall complete the final cheeklise
pnur to or as soon as practicable afnr the
final approxch fix.

During final approach, the pilot not eing
should cheek and cail cut as approps:

The final hix
and instrument cross-check

v
[

inbound altimeter
t ul
ang lag
Dhring fiiﬂht director or
an .um)umplcd .1pprmrh hoth nilots
should proper di-

rectorfattecoupler mode, ghide

WarHngs,

comfirm Bight

.Illd

2

L

2

<?§~
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slape lock-on as appropriate. Raw ILS
data should be monitored during ap-
proach  and  simificant  excursions
cailed out by the pilo not ﬂ)‘ing.

£2) Five hundred feer above field cleva-
tiun, Cross-cheek of altimerers, instru-
_snents. and ﬂ;‘g WArTHNgES. Thereafeer,
he should call our sigmficaar devia-
tions from pm\*r'mnmd .1irs[~.wd, rate
of descent and instrument indicarors.

£3; One hundred feer above minimum
descent akitude or decision height,

P Minmmum descent altitude or deeision
hethe,

(5, Approach, strabe, or centerline lights

o osieht, or srunway i sight’ or no

cutiway in sighc,

The copilut stated that be called “runwav in
sight™ but did vor make any alritude alls after
that becavse they were “viseal”
indicaion that anv aldtude calls were made
bu[\\'n'n thc OULLr tharkc .am’. the ;lccidcnr site,

Thicre is no

Ground withesses statest thar the areralt was
very fow. Twe of themn sard that ic was headed
across the extended centerfive of Runway 4
from lefr to rigit and made-a rarn back o the
lefe pust bofore the crash. None of the witheases
r-.-}\uru-d BH unu:\u.‘li wu.‘n’{l 07 L(mdl wn U!nLI
than that the aireratt was very e A nuniber of
them reported weetng ore or two lage whis
lighis, The copiter said he did ot beleve the
Tanding fig‘h:v. veore i, He alvo staied ther the
> windshield WIS WOTE Nt on.

At an alotede of 55 tect. the wncrafr firm
struch o strect Bighe, approadimately 2,547 foet
shorr of the threshold of Runway 40 The

.i‘ rl( \"!]‘i[L i‘l.)'\'l[l\'lll ‘)l I[IL' \\iLLi\ l" Wds ill'i
rade 4907 477 N, lung:nld‘ 73 _'\3 W, The
awcrabt traveled apprevmuceh 700 feet damag-
ing approach dights and Keocking duwn uudity
pobes, il 1t e o rest, inerted, againse o

residence approximately 2,000 fece from the

threshold of Ronwa: 4 and about 100 teet right
of the extended rueway centerline. The ground
clevation at this point is about 33 feet,

The twa pilots. the only occupants of the
aircraft, received serows injuries. and the aireraft <
was destroyved.

Datnage ta pubf?-' and private property in-
cluded approach Tohes, o streer Bight, utiliey
pedes and hines, v wutomobiles, and minor
damage ty one hovw, There were ne injurics to
persons on the groend.

Both pilots were proporly cer: m.,.m d ulld<
were qualificd o1 IX3 0 accordance wath
existing FAA ft'i_"li:lu:‘“!lﬁ.

The pilotinconmand posessed an Adrline
Fransport Pilot Ceo teate Jned was e rated
the DC-3, His firss s medical corrificate wisede
ssued  May 70 1574, and required {}m{ he
TPOssess COTTeChng fenses for neer vision.” HL<."
was wearing halt iens ;:.mc.- Correcting neas
viston only, during the approack, He also huad an
admiristrative waiver on his hearing abificy,

The [*ﬁnlvil'rcm‘-f wangd had down a toral of
approsimately 9711 hours. including ut 112
hours in ehe IXC-30 He was indtially g dified i
the DC-3 on Apr:l 9. 19650 and Lad Hown the
1970, and

~ - B - r
hours i coe 9w davs preceding the

aireralt 2744 Loors sinee July L
2512
accidont,

Arrline Trane-
pore Pren Cortiticans wnd a DC3 o pe rating, His
Firat-clise wedicd

The f.'(-p‘:}( el possessed

cortifneare was datdd March
clmttation thiac b

fens for near vision. <g-

By stared that B Sad Bis ghasses

27,0 15700 and vertained

CHIIST Possess G Troative

s ]\Osw‘c\\icnz
on this flight b was not wearing chem during
the approach.

He had lown .;;*prn\i:l'n.\tvi}' 91659 lLours.
which :‘g]u"]cd Gy NN t{cl\' 1760 Lioars 1y the
O3 Fe had o the I3 13

I Lavs procedimg the acg dent.

06 Bours i the

aed 12 H_.‘i

preceding 6 mienths and th

nand had Ty

The pilot-inee

‘l;):\ru.h'!\.,‘\ m Ih'\‘

cuptlot bad lopeed <,
Phose plos bao 1]

Nt l\'L'l‘.‘lh(‘T 1970,

| . .
eI TOCe IO DWI0E siee <
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The atreraft had becn mamrained i weord-
ance with existing FAA regulations. The weight
and centee of graviey were within firnies at the
time of the accident. The airceatt was fucled
with 100- to 13roctane avianion ga.ﬁ(\linc.

The weather in the La Guarda arca was
charactericed by low cloids, and visibibiey was

¥rostricred by ligllt rain and fug_. The comtrolling

weather  observation was taken at 1753 and
was: “Measured 200 feer broken, 400 feet
“broken. 600 feee overcast. visibility 1-1/2 mides,
light rain, fog. temperarure 38°F., dew point
33°F.. wind D60° 13 knots. altimerer setting
30.00 inches, Runway 4 visibilicy 1-7/8 variable
to 3 miles 200 feer broken variable to scar
rered.”

Another observation, made 3 minutes after
the accident, was in pact: ~. .. 200 feer scar-
tered, measured 300 fecr broken. 600 feer

> overcasr. visibility 1-1/2 miles. light rain, fog,

wind 0607 11 knots, altimeter seteing 29.98
inches. Runway 22 visibitity 2-1/4 milus, Run-
wav 4 visibility 2 variable to 3 miles.”

The nearest winds tloft observation was re-
ported at 1815 at Kennedy International Ajr-
port: Thae report was in part:

Height Direction Veloeity
{Feer m.sl})  (Degrees True)  (Knors)
Surface 220 5

43 215 B!
1,000 215 26
2000 220 46
3.000 220 56
4.000 225 64
6.000 235 61

The freczing tevel was near 9,800 feer msl,

The pilots stated that they broke out of the
clouds between 400 and 700 feer. They both
recalled seeing the approach lights as well as the
runway  fighes for the faull length of the
run“'ﬂy.

The grourd witnesses reporied rain and fog in
the accident arca,

The pidots received a weather briefing a
Tohnstown  before  their  departure for La
Guardia and also received the current weather ax
La Guardia before making the approach,

The eccident occurred in darkness below an ¢ <o

CYLrCast.
The navigational aids available to the Qigh.

included a full ILS, outer marker. middle<@

marker, TACAN, and nondirectional beacon.
Thuese facilities were in use prior 1o and afrer the
accident, and were (light-checked on the mor-
ing of Javuary 5, 1971, The ﬂighl check
indicated that all of the aids were opernting
within ~he established hmiss,

Air-tu-grr.sund communications were without
reported discrepancies unddl the flight was re-
quested to change to the tower frequency of
118.7 MHz. 1 mile southwest of the Prospect
Inzersection. The crew acknowledged these in-
structions but the aireraft continued to rransmit
on 128.8 MHz, an uppm;ich contrat fruqncnc}-.

Approximately 4 minutes laver, 12 seconds

belore impact, the aircraft cransmiteed on 118.7
MHz. asked if they were cleared to land. and
acknowledged the clearance they reccived. This
was the lest gransmission received from the
aircraft. .

The current approach plate for the ILS
approach contained a eaution note which stated:
SCAUTIOM: Standard clearance not provided
over obstruction in finud approach area. ..
unfighted obsiructions in approach zone {Run.
way 4) protruding 40 fect above lights at
beginning of approach ficht iane and decreastog
o 10 feet above lighes at 1,000 feet from
approach tnd of ruaway.” The height of e
approach lights was approximately 42 feer and
ground elevation varied from 25 to 35 feet.
Other obsirections in the approach afea Cx-
tended apprasimately 82 foet above sea level or
4, to 37 feet above the ground. None of the
objects struck by the airerafr exceedod an
clevation of ;lppn.‘;.\'imzntcl_\f 65 fretr or approxi-
mately 30 feer abuve the ground,

Infornution gllthcr(‘d during rhe investigation,
indicared that the following items were among
those that intraded into the final approach
suriace:

&%
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Reported Ground

clevation clevation
Item sl " onsl
Streer Ligher 55 fe. 26 fr.
Telephone pole* 62 fr, 321,
" "o 65 ft. 35 fi,
" " 55 I1. 26 ft.

*Seruck by aircraft N7

The published  mininum altitude over the
outer marker waus 1,323 feer, The TLS had a 3°
glide slope and the published minimum for th
ILS approach was 400 feet wod 374 mile with an
airport elevation of 21 fect.

The aircraft came to rest against « houvse and
was alizned on a magnetic hc.‘ud'm:._: of 175, The
I.'mding gear was extended as were the ﬂaps. The
degree of ap extension conld not be derer-
mined accuratelv: however, the flaps appeared

- to be down about 50 pereent,

The right wing had separated (rom che aireralt
and was found aboue 225 feer southwest of the
main wreckage area.

Buth powerplants were in the primary wre k-
age area and examination of them showed 10
evidence of failure or malfunction prior to
impact, . .

" The pior stated that he did not Cxperivice
any signilicant difficulty or failure of the air-
crafr, the poewerplants, or any aircrafy system,
_The {ollowing components were taken fo the
National Aviation Facibities Experimental Contor
at Adantic City, New Jersey, for a functinnal
check:

No. 1 Ghide Slope Recciver
No. 2 Glide Slope Receiver
No. T Course Indicator {Omni-mag)

ftem Maximum Intruded
height ©  allowable by
29 {r. 18 fr. 17 fe.
30 fi. 12 fe. 18 fr. -
30 ft. O f, 21 1.
29 fr. 1t 11 fr.

No. 2 Cosrse bndisiter Omni-mag)
Course Deviation tadicator
No, 1 VORLOC Revciver

No. 2 VOR/LOO Keceiver

The two
tisnal: The und localizer funetions
of the No, 1 course indicator {()Jnnidnag_.‘- were
opsrationad: the glide sope function of the No.
Teourse indicaror {Omni-nmg was operational,
but the localizer tunction did nor operate. The
glicle slope and locualizor functions of the course
aeviition indicator wire operetional,

Dam;u_;c to the Nas, 1 and 2 VORLOC
receivers precluded  <ancrional checking, The
pdot’s and copilors ziimerers were taken 1o the
manufacturer for examnation, Vhe cxamination
disclosed o proesceny descrepancies. The vis
ible Hpact f?.‘."”(lgﬁ o the internal Comporents
of the Wrimerer. was repaired, both altimerors
were tesied, and thes aperated smoathlv. This
exantination indicarcd thar both altineters wepe
capable of nurmy) operation prior o fmpuce,
Both altimerers Lad boen properly ser ar 249.93
iaches of mescury, ‘

fde shipe receivers were upera-
de sfone

L

The nmavigational and commnunication radios
were examined and were found to he ser ar the

following frequencics.

e

No. 1 Navigation Receiver
Ne, 2 Na\'igatiun Recelver
No. 1 Communicarion Transceiver
No. 2 Communication Transceiver
No. T Auromtic Direction Vinder
No. 2 Automatic Direetion Finder

109.9 M,
118.7 MMz
P23.0 Mily
TIK.7 AT
322 kM.
335 Lty

LS

Towery

Tower?
SOhrer Markers 332 Lits
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A fire occarred i the privary wreckape arca.
The Dire was extinguished by New York Pare
Awthotry tfire trucks and duniage was contined
to the wircratt, Fire hanage was reported in the
calin area s at e ];‘.u{illg \'dlz:l.' ot the conrer
wing, mboard of the naht engine wacelle,

Neither pior recadls how he got our of dhe
atreratt. Rescuers found the copilor clear of the
cockpir standing near the nose of the airerafe.
o owas led frem dhe
hmpi[.ll

area and taken o the

h}'. puﬁuc car. Fhe }!ilo: Wis  sedeH
crawhing from the wrechage and: falting it a
was

the

stairwell Just south of the nose section, He
tahen from stairwell and moved to
hospital by ambadance.

til\‘

The

atid

Tle cockpit structure wes dustroved,
copilots seat belt wis found buckled
separated from both atcach points. The pilot’s
seat belt was unbuckled and arcached o che
el

A nuniber of ﬂigincrcwn who conducted H.s

s caehoe o Rt e WL atrer the

. . . . 1 . ‘

accident woere inrerviewed, Vhev indicated tras
the “'L’;(thcr it t])c A ppro.‘l(‘h AFEE Wik 085 Fuod O
betrer than reported, Oue ceew reported chat the
glide shope wis not exactly s they expected it

ST VIR |

te be in that it appeared o be oo low ae the
outer marker and had a sfight hump after passing
the marker, They also reported thae they used a
rate of deseent nearly double their normat rare
tostay on the ghide slope from the outer marker
dewn to about the minimuom siotode, Ao tha
point, thoy had o inerease engine power above
normal to reduce their rate of descent enaugh o
stav on the glide slope. From che middle marker
ta touclrdown, puwer requirements and rates of
descent were reported to be normal, and no
other ditficultivs were encountered during the
approich or landing,

An air carrier flight operating a B-727 made
an aatapilor coupled 1LS approach and landed
The crew
of this aireralt reporeed that they enconntered a

wbout 2 minutes before the accident,

ol deseent of
1200 feer [\r munute o stay on the ghde slope,

malwind which lL‘Lluivcd a4 rate

The effeer of the taiwind bigar 1o decrease
shout 1LO0O0 feer above the gr(»uud and by the

6

time the wirerabt was at 400 feer, the power

setting had been bacreased 1o stabilize the rate of

descent ar 600 feer per minute. This crew saw

the approach lights ar 400 feer

Another B-727 made a coupled avtopilot 1LS
approach to Runwav 4 and larded 2 minutes
afrer The crew of this ﬂight
reporeed thar from e oueer marker inbound,
the rate of descent was 600 to 700 feet per
minute, The power sertings, airspuuds, nstru-
indications, and of descent were
normal  throvghout the approach. This crew

the accident.

et ity

noted no wind shear bur was aware of
licadwind,
ANALYSIS
The aircrafy, powerpiaoes, and  associated

systems were not factors in causing the accident.
The thhteres reported thae chey had no signifi-
cant preblems wich the aircraft and their evalua-

sl e b rho daoncriparioon

T!I.'-_n,u'ix}.::i(m:l‘ aide need by the Mivhr were
operavng normaily and their operation did not

N T

‘contribare to accident causation,

The flight to La Guardia was nortmal and
vithout reported difficuley until the airerafe
appraached the Prospect Intersection.

Puring the appreach w Prospect, the captain
was vsing 4 relatively high airspesd to prevent
of rratfic behind, e started the
ot than he would heve liked. asid he
wed w0 relatively low power serting to fose
aritude more 1 lpzdf\ with a higher-thannormal

the delav
descent lar

sink rate. The aireraft passed Prospect Tater-
stichrly 2,500 fe

minimum aititude for thar point. Ir was on the

seetion above cet m.s, [., the
localiver course at that +ime and power was
reduced to 13 to 17 inches manifoid pressure,
and e pilot attempred to maintain an indicated
airspeed uf 120 knots. That airspeed would have
required a rete of descent of 626 feer pcr minute
under no wind condicions to follow the 3° ghde
slopre.

According to the umtruhcr s recollection, the
al appruxi-
1830:19 and the accident occuwrred oz

aireraft p‘lhh\.d the onter marker
el

<X



aprroximately 1832, The distance traveled dur-
ing that period of time was 3.6 nautical mites
and the alticude lost was approximately 1,300
feet, if the aircraft was at the prosceibed altitude
over tire narker, The average groundspeed was
approsimately 128 knoes and the average rate of
deseent ivas approxim; m:fv 770 feet pur nrnute.
The e was a warim fromt be e tlu
and :
wers southwesterly uml quitu strong, while the
surtage wind was from the portheast and rela
t"\'c!y gcnt?c. The winds aloft were hm%
increased gromud speeds doning the inttial parc of
the 1LS approach as indicated by the statements
of wiher pilots who had o use Dhigher-ehan-
normal rates of descent o sty

--nm,d\

on dee glide
slope: however, some pilots did not report high
descent rates. The power sertings and {lap
extewsion used by the pilot of N7 indicate that
e was using a higher-than-normal rute of
descent. Howuver, the captain said he was not
awar: of any wind shear bur probably shoule /
have been, bused on the milwind en roun ;m:k
the divecrion of landing, He alse said shear was
not mentioned in the radio weather repores and
he dic not realive s effect on the approach at
the time. T ‘

In those cuses where other pilors vsed high
deseent rates, they reported thar ar abour 400
feet. the rate of descent regquited to bold the
Jide stope decreased, which indicated thize their
ar surdspeed deercased sigmificantly.

It was at about this heighr, 400 feet abeve the
ground. with the aircraft Ingh and ro the deic of
the e stope, thar the crew of N7 probably
shed visual cortact and were able vo See
the approach and runway lighes, Afrer calling
the renway i sight and the position of the

adreraze velative o the glide slope. the copik
concentrard his atreativn in the cockpe lx
atteryt to obuon @ landing clearance, ‘
The pilot has that Liv divided his
attentinn equal’ - berween ourside references
and the flight instruments, He

s e

W

estal

stated

Wilh (k(‘tu‘-:i.’rni'(.l
about the restriction ro visibility and bad con-
sidered making a imissed approach. The Board
believes that e might also have been devoting

reahred thoy
'dppn

Thus, it

some of his attentien o the cup:fm's arremipts
to contacy the tower because dhe ight did noc
Bave a clearanice o fand,

The positien of NY upon artaming visual
flighe conditions required
increased

right turn and on
to iciern to the
focalizer sendd the glide slope. Firese cotrections
were made visuailvs
ang u

rete of descent
later o turn back ro dhe icfe
decrease 1 the rate of
initiared.

desceat were

There wus moisture ot the windshickd frem
the rain and fog betatse the piot did s o
o the windshield s

e fl'

This conditien can

catie - tivn ul Hehondes_ontide obleces
L.-_h».nc -

s that [|lL' aircratt broke ot
of the couds with « lushortharnomal rate of
descent Jue o the un

vported wilwind whicn
about 40U feet above the
The rate of descent was increased and o
van o the rég_ht was dintiated 10 teran o the
LS «_;lh{c slope and e calizer
COrregiines

existed  dowe e

ground,

centerline, These
were probably mnade wing visu
references rather than Sight fstruments, As the
atreraft  descended, the requiremest for the
higher descent rute was redneed when the wind
shitted to @ headwiod, pat sinee the pilor wag
not ware ol the wind ~hcar and was ne dc\m%-
ing tell arwention tw -ue ipstuments, he
appusitdy dd oot notice the cuaige
slope indication.
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ISEr ey’ b hiis k't‘ln,’t\ Tos ”\' i)\ \1‘\llil'

reteresioe oo the falis, and he owas lwrnlm!\[\

terther denacoend by othe copbas e ities
the conbpitan dhe Lo areempead v sobve the
combinnuaton preblom Thewe  dnversions

conplod vt die possibiliny o aaapteal o

ey wdin b cenld fiee Leed dhe pdar e

believe hewas hiohier (fs.._'r‘{'hu actradlv whas, andd
rhe "\_’*i.‘!.‘,i.i wind  condinens, resultnd e oan
cavessive ddeseent cate w hech s ot Jdetected
until wowas too Lire o provenr the accndent,
‘t'!:.‘ Hn.n‘xl (nn\"‘:g'!\'\l lhx‘ F‘\?.‘-il\iii[‘\ th\ll El'iL‘
vorreetne hnses vegpnired for bk pi]ul.\ mivht
lLl\.L' Fl.l\ L‘(i KRS G 11N !l\\‘ [UR1TESN -"s‘ ‘\‘\\‘ .u'(n'u:m.
Plo Crpran’s sheses wore mended 1o correct a
Al Vistot JolAi;'h'u\"\ u:li_\ At e was \\v.x:in:_"

I pioses daviog the spproach, There was

Hn{;i TR TN mu\'.n,.li r\‘unt'\l t'l.tl in;lu.ita‘d il
\{\'Ih HSEARY \‘3‘ \lir\(;mu‘ \'isiuﬂ‘ nlt'[\lll l\:g‘g'\'i‘(i\lll.
v ndher viten probienis, The copaot was abso
tegieted to posses correctine bonses B near
vintnis e was ot cesgpiined toowear chem while
INeroseny the privilege of lis cettiicate, The
anstant Fasterie Regionad l-‘h‘.;-_]\r Surgeon, FAA,
\t.'lh'\i I]\.u [iIL-‘V umdi[iun uf t]h‘ L‘npi:ul‘\' L"\'L‘h
Aouht nor have commpromned i abigny o see
tie oo froguene v displavs oo dhe cochpit.

The Boatd deteynnmes thae the probable canw

of thicavcnline st The flare of the kot

BY FHE NATHONAL TRANSPORTAT

i

wrn!;niz.c the wited shear condition and campen-
sate for it the ack of crew coordination in chat
the copilut did not monitor the approacih-due
a selfindiaeed commmunications problem and
aibed o warn the plot that the aireraf was too
fow: amd the diversion of the pilor’s actention
trom his primary task of completing the ap-
proach mnd fanding. These conditions resnfeed in
A mismanaged LS and fanding approach and the
continnation of the desceat wio growwd obe
structions,

RECOMMENDATIONS

There are numerous obstroctions in the ap
proach area to Runway 4 that intrude into the,
airspace. Although nor o direce causal factor in
this aceident, their back of conspicaity may have
shortened the warning time avadabie o the
vrew, Theretore, the Board recommends that:

The FAAL in conjunction with the appro-
priste local and Federal Caencies, inttiate a
pxna A to remove Cliese obstructions,
tending this removal, theswe chstrnetions

ontid By mavked and Belined so aso be

clearly detectable day and night.
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APPENDIX A
INVESTIGATION AND HEARING

Tovestigition
it

The National Transportation f:;lilL‘f_\'llhm.u'd received wificial notification of the accident about 1915
covte January b 197 LUAR vestigative feim wis dispatched from Washington, ILC., by rail at 2215
et The team arrived at the accident seene at 0410 et Jaruary 5, 19710 An organizational meeting
wis held ar 1000 ¢ s, and working groups were established tor Operations, Witnesses, Air Tralfic
Control, Human Factors, Weather, Struciures. Powerplants, and Systenis, Partivs-ol-interest participat-
g i the ivestigation included the Federal Aviation Adminseration, Prate & Whitney Division of
United Aircraft Corpuration, and Butler Aviation. The United Srates Coast Guard bad an observer
present during, the investigarion,

The on-site investigation was completed on Janmary 8, 1971,

N7 was a public aireralt and the favestigation was conduered undee che anthority - of &
letter-of-agreerient between the Administrator, Federal Aviation: Ageney and the Civil Agranautics
Board. This sutherity was transferred to the National Fransportation Satery Board upon implementa-
tion of the Department of Fransportation Act of 1960,

No preliminary report has been issued and no public hearing was Teld as pare of this fnvestigation;



