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1 A b s t r a c t  

by L h J Compagy and t r n n s p o r t i n f i  ihc Lynyrd Skynyrd Band Crom C r c e n v i l l e ,  Scuth 
C a r o l i n a ,  t o  $aton Iloup,c, t o u i s i n n a ,  cr;i.;hed 5 milos n o r t h e a s t  a: G i l l s b u r g .  
Mississippi.  

About 1R52 c . d . t . ,  on Octcber  20, 1977, a Convair  240,  N5S\J?1, owned and opcraLed 

mcmbers and 4 of th ,  passCngeK5 were k i l l e d ;  20 o t h e r s  were injure<'. The a i r c r a f t  
was d e s t r o y e d  by lmpnct; t h e r e  was no f ire .  

Thcre were 24 passongcrs and 2 crcwmcmbers on board the a i r c r i t f t .  l'he 2 cmw- 

T h c  f l i g h t  had r c p o r t r d  t o  t h e  Houston ,',iF Koutc Traffic C o n t r o l  Cente r  t h a t  

I a i r c r a f t  c r a s h e d  i n  a heavily wooded area d u r i n x  an a t tempted  rmergcncy landing.  
it was "low on furl" ,and r e q u e s t e d  r a d a r  V e c t o r s  t o  McComb, I.llssissippi. .  The 

t h i s  a c c l d t m t  US Cucl v x l u u s t i a n  and total l o a s  of po.~er i r o n  both k n g i n r s  duo t u  
crew i n n t t r n t i o n  tu f u e l  supp.ly.  Cant r ibu t in l :  t o  t h e  Carl cxhnus t ion  were inadequotc  
f l i g h t  planning and nn e n g i n e  = I f u n c t i o n  of undetermined n a t u r e  In  t h e  r i g h t  encine 
w h i c h  r c s u l t c d  i n  I~1!.,~~~--ihi~~~-norm;ll f u c l ~  consunpt inn .  
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e x h a u s t i o n ;  l e a s e  ngrecments;  o p e r a t i o n a l  control. 
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NATIONAL TRANSPORTATION SAFETY ROARD 
IJASIIINGTON, D.C. 20594 

AIRCRAFT ACCIDENT REPOKT 

Adopted: June 19, 1978 . !  -- - 

CONVAIR 240 ,  N55'C-I 
L & J COMPANY 

GILLSBURG, IIZSSISSIPPI 
OCTOBER 20, 1977 

SYNOPSIS 

owned and operated by L 6 J Company and transporting the Lynjrrd Skynyrd 
Band from Greenville, South Carolina, to Baton Rouge, Louisiana, crashe 
5 miles northeast of Cillsburg, Mississippi. 

About 18.52 c.d.t. on October 20, 1977, R Cacvair 240 (N55VM) 

d ! 

I \ 

There were 2 4  passengers and 2 crewmembers on board the ai.rcraft. 
:. I 

The 2 crewnembers and 4 of the passengers were killed; 20 others were 
injured. The aircraft was destroyed by impact; there was no fire. 

The flight had reported to the I!ouston Air Route Traffic 
Control Center that it was "low on iuc l"  and requested radar vectors to 
McComb, Elisstssippi~. The aircraft crashed in a heavily wooded area 
duri.ng an attempted emergency landing. 

si',' The National Transportation Safety Board determines that tile 
probable cause of this accident was fuel exhaustion and total loss of 
power from both engines due to crew inattention to fuel supply. Contrlbuting 

malfunction of undetermined nature in the right: engine which resulted in 
to the fuel exhaustion were lnadcquate Flight planning and an engine 

higher-than-normal fuel consumption. 

... .... . .~  ..., , 
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1. FAClTAL INFORMATLON - 
1.1 H i s t o r y  of t h e  F l i g h t  

On October 20, 1977, L & J,Company Convair 240 (N55VM) operated 
as a c h a r t e r  f l i g h t  t o  t r a n s p o r t  t h e  Lynyrd Skynyrd Band from Greenv i l l e ,  

L & J Company of Addison, Texas, and t h e  f l i g h t c r e w  was employed by 
South Caro l ina ,  t o  Baton Rouge, Louisiana.  The a i r c r a f t  was owned by 

Lynyrd Skynyrd Product ions ,  Inc . ,  and t h e  I. b J Company f o r  t h e  per iod 
Falcon Avia t ion  of Addison. A lease agreement had been en te red  i n t o  by 

Octoher 11, 1977,  t o  November 2 ,  1977. 

Greenv i l l e  Downtown A i r p o r t ,  G r e e n v i l l e ,  South Caro l ina ,  from Lakeland, 
F lo r ida .  Nhile on t h e  &round a t  GreenviLle, t h e  a i r c r a f t  had been . 
r e fue led  wi th  400 g a l l o n s  of 100-octane, low-lead f u e l .  

A t  0430 c.d. t .  11 on October 18, N 5 5 W  had a r r i v e d  a t  t h e  

On October 20 a t  1602 c .d . t . ,  the f l i g h t  had depar ted  Grecnv i l l e  
Downtown A i r p o r t  f o r  Baton Rouge, Louisiana.  me p i l o t  had f i l e d  an IFR 

The r o u t e  or' f l i g h t  was t o  be V i c t o r  20 E l e c t r i c  C i t y ,  d i r e c t  A t l an ta ,  
f l i g h t  p l a n  by te lephone wi th  t h e  Greenville F l i g h t  S e r v i c e  S t a t i o n .  

d i r e c t  La Grange, d i r e c t  Ha t t i e sburg  V i c t o r  222 McComb, V194 and t o  Baton > 
Rouge. lhc p i l o t  reques ted  an a l t i t u d e  of 12,000 f t  m.s.1.  21 and s t a t e d /  
t h a t  h i s  time e n  r o u t e  would be  2 hours  4 5  minutes and t h a t  t he  a i r c r a f t  
had 5 hours  of f u e l  on Loarr!. The p i l o t  was a l s o  g iven a weather b r i e f i n g .  

\\. 

was t o l d  t o h a i n t a i n  5,000 f t .  S h o r t l y  a f t e r  t a k e o f f ,  t he  f l i g h t  was 
The f l i g h t  was i n i t i a l l y  c l e a r e d  as f i l e d ,  except  t h e  p i l o t  

c l ea red  t o  8,000 f t  and was asked t o  r e p o r t  when i eav ing  6,000 f t .  When 
the  f l i g h t  r epor t ed  l eav ing  6,000 f t ,  i t  was i s sued  a frequency change. 
Thc p i l o t  d i d  n o t  adhere  t o  t h e  8,000- ft  r e s t r i c t i o n  but  continued t o  
climb t o  12,000 f t .  lhe f l i g h t  was al lowed t o  cont inue  i ts  climb t o  
12,000 f t  and t h e  c l e a r a n c e  was so amended. 

A f t e r  r each ing  12,000 f t ,  N S 5 W  proceeded according t o  f l i g h t  
p lan  and a t  1839:SO was c l e a r e d  t o  descend t o  and mainta in  6,000 f t .  
This cl.carance was ackriowlcdged. A t  1840:11, t h e  f l i g h t  t o l d  Houston 
Air Route T r a f f i c  Control  Centcr  (ARTCC), "C!e're out  of one two thousand 
f o r  s i x  thousand." About 1842:OO N55VM advised Houston Center ,  "Yes, 
si.r., we need t o  g e t  t u  a a i r p o r t ,  t h e  c l o s e s t  a i r p o r t  you've g o t ,  sir ." 
Houston Center  responded by ask ing  t h e  crew i f  they were i n  an e.nergenc.y 
s t a t u s .  The r e p l y  was, "Yes, sir ,  we're low on f u e l  and we're j u s t  
about ou t  of i t ,  w c  want v e c t o r s  t o  McComb, p o s t  h a s t e  pl.ease, sLr." 

- I/ A l l  times h e r e i n  have been conver ted  t o  c e n t r a l  d a y l i g h t  based on t h e  
24-hour c lock.  

2 /  A l l  a l t i t u d e s  h e r e i n  are mean sea le-el, u n l e s s  o therwise  ind ica ted .  - 
! 

i 
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Houston Center  gave t h e  f l i g h t  v e c t o r s  t o  McComb and i.t 1842:55 
advised it t o  t u r n  t o  a heading of 025'. N55VM d i d  no t  confirm t h a t  a 
tu rn  was i n i t i a t e d  t m t i l  1844:12. At 1844:34, t h e  p i l o t  of N55VM s a i d ,  
"We are no t  d e c l a r i n g  an emergency, but  we do  need to g e t  c l o s e  t o  
McComb as s t r a i g h t  and good as ire can g e t .  sir." 

~~ 

A t  1845:12 N55VM advised  Houston, "Center ,  f i v e  v i c t o r  Mike 
we're out  of fue l ."  The c e n t e r  r e p l i e d ,  "Roger, understand you ' r s  ou t  
of f u e l ?"  N55W r e p l i e d ,  "I am s o r r y ,  i t ' s  j u s t  an  i n d i c a t i o n  @f it." 
The crew d i d  n o t  e x p l s i n  what t h a t  i n d i c a t i o n  wn's. A t  1845:47 Houston 
Center reques ted  N55V"s a l t i t u d e .  The response was, "We're a t  four  
po in t  f ive."  This wad t h e  last recorded communication between N55VM and 
t h e  ARTCC'. '5everal a t t empt s  were iuade by Houston Center  t o  contac t  t h e  

picking up a weak t r ansmis s io7  from an  emergency l o c a t o r  t rnnsmi t to r  (ELT) 
f l i g h t  but t h e r e  was no respmse. A t  1855:51 an a i r c r a f t  r epo r t ed  

The a i r c r a f t  had crashed i n  h e a v i l y  wooded t e r r a i n ,  during 

and longi tude  90' 35' 57" n e a r  the town of Gi l l sbu rg ,  Mis s i s s ipp i .  
t w i l i g h t  hours ,  a t  an  e l e v a t i o n  of 310 f t ,  and a t  l a t i t u d e  31' 04' 19'' 

1 .2  I n j u r i e s  t o  Tercons 

I n j u r i e s  - crew Passengers  -- Others 

F$tal  2 
Se r ious  0 
Minor/Plone 0 

19 
4 

1 

0 
0 
0 

1 . 3  Damge to A i r c r a f t  

The a i rcraf t  was destroyed.  

1.4 Other D a n a g e  

Trces i n  t h e  impact area were damaged. 

.- 

1.5 Aircraft Informat ion ,  

a i r c r a f t  vas manufactured i n  1947 and had accumulated 29.01.3.6 f l i g h t -  
N55VM was purchased by t h e  L b J Company i n  A p r i l  1977. The 

hours. The a i r c r a f t  was c e r t i f i c a t e d  ant'. equipped i n  accordance wi th  
current r e g u l a t i o n s  and procedures.  

1.6 Meteoro lonica l  Informat ion  

A t  1855, t h e  weather a t  McComb, M i s s i s s i p p i ,  was 5,000 f t  a.g.1. 

v i s ib i l i t y - -15  m i ,  temperature--62"F, dewpoint--57'F, wind--calm, altimete! 
scattered, 12,000 f t  a.g.1. s c a t t e r e d ,  25,000 f t  a.g.1. t h i n  broken, 

setting--30.12 in.Hg. 
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At 1900, the winds aloft observation at 12,OOQ ft f o r  Athens, 
Ceorgia,was 335" at 10 kn; at Centerville, Alabama, 310' at 15 kn; and 

Athens, Centerville, and Jackson showed dry air at 12,000 ft and belox. 
at Jackson, Mississippi, 320' at 6 kn. The radiosondE.observations for 

warmer than International Standard Atmosphere ( H A )  temperature. The. 
temperature at Jackson at 12,000 ft was about -1' C, 8' C warmer than 
ISA temperature. 

'The temperature at Athens and Centerville at 12,000 f L  was near 0' C, 9' C 

1.7 Aids to Navigation 

radar; the ATC BI-4 was equipped with NAS Stage-A automation. All radar 
equipment was operating normally when radar vectors were given to N55VM. 

The Houston ARTCC was equipped with ARSR-IF. and AlC BI-4 

1.8 Communications - 
Communications between N55VM and any facility contacted were 

not a factor in this accident. 

1.9 Aerodrome and Ground Facilities 

available to N55VM when the pilot asked for vcctors to the closest 
airport. Runway 15/33 i s  S,OOO ft long. Runway 15 is equipped with 
rned.iun i tensity runway li&ts, a medium intensity approach light systcm, 
sequence flashers, and abbreviated approach slope indicators. I<unwrry 33 
is similarly equipped except it does not have an approach lighting 
system and sequence flashers. 

The ?lcComb-Pike County Airport was the closest facili.ty 

P 

light-sensitive photo cell. It could not be determined if the lunway 
lights were on the night of the accident. However, 2 days later, the 
lights were monitored and they illuminated at 1822. 

The runway lights and the rotating beacon were controlled by a 

was rransmicting without identification; a Notice to Airmen (NOTAM) to 
The localizer had been out of service for several months and 

was cut of service and was not transmitting at the time of the accident. 
this effect had been issued. The outer marker, a nondirectional beacon, 

1.10 Flight Recorders 

cockpit voice recorder, nor were they required. 
The aircraft was not equipped with either a flight data or 

1.11 Wreckage and Impact lnforwtion! 

The aircraft crashed in a heavily wooded area. The descent 
angle through the trees was about 5 '  initially. The angle steepened 

' I  

. I .  
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a f t e r  t h e  a i rcraf t  h i t  t h e  second tree and continued t h e  steeper ang le  
u n t i l  i t  h i t  t h e  ground. The wreckage pa th  was about 495 f t  long.  
Trees as high as 80 f t  and as l a r g e  as 3 f t  i n  djameter were s t r u c k  
during the  f i n a l  300 f t  of f l i g h t .  The l e f t  h o r i z o n t a l  S t a b i l i z e r  and 
the outboard s e c t i o n  of  both  wings were t o r n  from tlre a i r c r a f t  and found 
100 f t  from t h e  main wreckage a long t h e  wreckage path.  The r i g h t  outboard 
wing pane' s epa ra t ed  from t h e  a i r c r a f t  a f t e r  i n i t i a l  c o n t a c t  w i th  trees. 
The l e f t  h o r i z o n t a l  s t a b i l i z e r  and t h e  l e f t  outboard wing panel  al.so 
s t ruck .Lrees  and sepa ra t ed  a long t h e  wreckage path.  The wreckage 
d i s t r i b u t i o n  was on a magnetic  heading of 012'. The fuse l age  continued 
forward on t h a t  h e d i n g  and came t o  rest about  1/40 f t  from t h e  p o i n t  of 
i n i t i a l  impact. The f u s e l a g e  sepa ra t ed  forward of t h e  bottom l ead ing  ' 

were twisted t o  t h e  l e f t  of t h e  forward fuse l age .  The cockp i t  s t r u c t u r e  
edge of the  v e r t i c a l  s t a b i l i z e r .  The c e n t e r  wing and engine n a c e l l e s  

was crushed a g a i n s t  trees. Cabin seats sepa ra t ed  du r ing  t h e  impact 
sequence. (Pee. Appendix D.) 

closed p o s i t i o n .  Both f u c l  tank  f i l l e r  caps were i n  p l ace .  Fuel tank 
s e l e c t o r  va lves  were i n  t h e  c lo sed  p o s i t i o n .  

' A l l  of t h e  f u e l  c ros s feed  and f u e l  dump va lves  were i n  t h e  

Both eng ines  remained w i t h i n  t h e i r  n a c e l l e s ;  t h e  l e f t  propel-  
ler separa ted  from t h e  engine.  wh i l c  t h e  r i g h t  p r o p e l l e r  remained 
a t tached.  Thg /p rope l l e r  b l a d e s  were no t  e x t e r s i v e l y  damlged. 

remained i n t a c t ,  a t t a c h e d ,  and undRmaged. The coo l ing  f i n s  on s e v e r a l  
cy l inde r s  had been damaged s l i g h t l y .  

The c y l i n d r r  heads and most of t h e  a c c e s s o r i e s  of both engines  

undamaged. The s p a r k  p lug  e l e c t r o d e s  u e r e  no; damzged nor  d i d  they bea r  
any evidence of a combustion chamber mal fucc t ion .  The c a r b u r e t o r  f u e l  

pressur ized  foe1  was found i n  e i t h e r  ca rbu re to r .  Tile landing  gea r  and 
s t r a i n e r s  of both  engines  were f r e e  of contaminat ion;  no entrapped o r  

f l a p s  were r e t r a c t e d .  Both i a n d i a g  i l g h t s  wer: i n  t h e  retracted p o s i t i o n .  

The spa rk  p lugs  of  both  engines  were h t a c t  "nd gene ra l ly  

P o s i t i o n s  of cockp i t  swi tches  And c o n t r o l s  were a s  foll.ows: 

SWITCH SETTING -- 
Lef t  gene ra to r  
Right gene ra to r  
Bat te ry  swi tch  
Left  magneto 
Right magneto I 

Gear handle 
Fuel q u a n t i t y  i n d i c a t o r  ( p c s i t i o n  un.known) 
Le f t  f u e l  boost  pump swi t ch  
Right f u e l  boost  pump swi t ch  

I 

. ,  
! 

i 

On 
On 
on 
Eoth 
Eoth ! 
u p  P o s i t i o n  
P o i n t e r  (Hiss ing)  
On 
on 

~ 

! 

.-  

I 



Radio master swi tch  
Lef t  e.ngine blower swi t ch  
Right engine blower swi t ch  

VHF Corn 1 
Lef t  a. d r i g h t  t h r o t t l e s  

VHF Nav 1 
ADF 
VIIF Corn 2 ~- 
VHF Nav 2 
Transponder 1 
Transoonder 2 

.. . 

F:re exti .nguishers 

Right f u e l  t ank  s e k c t o r  switch 
Lef t  f u e l  tank s e l e c t o r  switch 

Fuel crossfeed 1evr:r 

1.12 Medical and P a t h o l o g i c a l  Informat ion 

Off 
High 
High 
F u l l  Forward 

109.10 MHz. ElcComb Loca l i ze r  
125.20 MHz. Baton Rouge ATIS 

272 kHz. Undetermined 
123.80 MHz. Houston Approach-W. 

3,171 
116.50 MHz. Bato.1 Rouge VOR 

Nonnal 
3 ,281 

Closed 

Of€ 
Closed 

made t o  determine cause  of dea th  and t o  i d e n t i i y  types  of i n j u r i e s .  
Toxicological examinati.on of t h e  f l i g h t c r e w  d i s c l o s e d  nu evidence  of 
drugs, alcohol ,  o r  e l eva ted  l e v e l s  of carbon monoxide i n  t h e  blood. 
Both f l ightcrew members and t h e  fou r  passengers  died as a r e s u l t  of 
traumatic i n j u r i e s  s u s t a i n e d  a t  impact. 

Post-mortem examinations of t h e  f l i g h t c r e w  and passengers  were 

A l l  su rv iv ing  passenger s  were h o s p i t a l i z e d .  Most of t h e  
passengers received y l t i p l e  f r a c t u r e s  and s e v e r e  l a c e r a t i o n s .  However, 

passengers were h o s p i t a l i z e d  ove r  48 hours  and were, t h e r e f o r e ,  l i s t e d  a s  
three passengers received only  con tus ions  and ab ras ions .  Two of t h e s e  

seriously in jured .  

1.13 F i r e  

There was no f i r e .  

- 

1.14 Survival  Aspec t s  

Most passengers assumed t h e  c r a s h  p o s i t i o n  a f t e r  be ing  t o l d  by a f l i g h t c r e w  
member tha t  an emergency landing was imminent. 

Warning was g iven t o  the passengers  b e f o r e  t h e  c rash  landing.  

The accident  v a s  s u r v i v a b l e  f o r  passenge.rs i n  the c a b i n  because 
there was no f i r e  and some s e c t i o n s  of t h e  f u s e l a g e  r e t a i n e d  t h e i r  

; In t eg r i ty  during impact. However. o t h e r  s e c t i o n s ,  p a r t i c u l a r l y  t h e  cockp i t  
i area, sustained massive impact deformation and t h e r e f o r e  t h e  a c c i d e n t ,  f o r  
ioccupants of these s e c t i o n s ,  WAS nonsurvivable .  No f i r e  erupted  dur ing  
' he crash sequence because there was no f u e l  i n  t h e  wing t anks  when wing 

ctions separated from t h e  main s t r u c t n r e .  S u r v i v a l  was a l s o  enhanced by 
e six medical doc to r s  and 20 corpsmen and emergency medical  t e c h n i c i a n s  

tims during t h e  evacuat ion  and e n  r o u t e  t o  h o s p i t a l s .  
the Crash s i t e  who diagnosed,  t r e a t e d ,  and helped s t a b i l i z e  c r a s h  
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no t i f i ed  an a i r b o r n e  HH3F h e l i c o p t e r  of t h e  acc iden t .  llie h e l i c o p t e r  
a r r ived  i n  t h e  g e n e r a l  area of t h e  acc iden t  30 minutes la ter .  After 
receiv ing an ELT s i g n a l ,  t h e  h e l i c o p t e r  loca ted  t h e  wreckage a t  1936. 
The h e l i c o p t e r  hovered a t  25 f t  above t h e  trees over  the  c r a s h  s i t e  and 
i l luminated  t h e  a rea .  Ground p a r t i e s  and emergency v e h i c l e s  reached :he 
wreckage a rea  about 30 minutes  l a t e r .  A t  2055 and 2100 Coast Guard 
he l i cop te r s  landed w i t h i n  y a r d s  from t h e  acc iden t  s i t e  wi th  personnel ,  
communications equipment, and medical  s u p p l i e s .  A Coast Guard. C-131 
a i r c r a f t  a r r i v e d  over  t h e  a c c i d e n t  s i t e  a t  2010 and assumed on-scene 
command d u t i e s .  

A t  1855, t h e  'Onitcd S t a t e s  Coast Guard S t a t i o n  a t  New Or leans  

S h e r i f f s '  Departments, M i s s i s s i p p i  Highway P a t r o l ,  and Southwest E l i s s i s s ipp i  
Regional Medical Center  j o i n t l y  implemented d i s a s t e r  p l ans  and helped t o  
rescue a i r c r a f t  occupants.  

P ike  County C i v i l  Defense Council ,  P ike  and Amite Counties 

The c r a s h  r e scue  personnel  had d i s p l a c e d  t h e  wreckage i n  o r d e r  
to  rescue in ju red  passengers  and t o  rccover  bodies.  The f u s e l a g e  w a s  
f rac tured  a f t  of t h e  t r a i l i n g  edge of t h e  wings and forward of t h e  
leading edge of the  wings. The fractured p o r t i o n s  of t h e  fuse lage  were 
cor.pletely d i sp laced  and po in ted  i n  d i f f e r e n t  d i r e c t i o n s .  The cockp i t  
and center  p o r t i o n  ;If t he  a i r c r a f t  was u p r i g h t  and e s s e n t i a l l y  l e v e l .  

T h e . b b i n  was p a r t i t i o n e d  i n t o  t h r e e  passenger  compartments wi th  '3 

sec t ion  on t h e  ri&it s i d e  of t h e  a i rcra t t :  between t h e s e  two seat.s a 
sea t ing  f o r  24 persons.  Two a f t  f a c i n g  scats were locxted  i n  t h e  a f t  

t ab le  had been i n s t a l l e d .  An execut ive- type swivel  s c a t  had been 
i n s t a l l e d  on t h e  l e f t  s i d e  of t h e  a i r c r a f t  f a c i n g  forward. Facing i t  

tablc  was loca ted  between t h e s e  two seats. I n  t h i s  s e c t i o n  of t h e  
( a f t  fac ing)  ano the r  swivel- type seat had heen i n s t a l l e d .  A c o l l a p s i b l e  

a i r c r a f t ,  t h e  f l o o r  was completc1.y d i s r u p t e d  and a l l  s e a t s  had t o r n  

passenRers i n  t h i s  s e c t i o n  su rv ived ,  b u t  were i n j u r e d  s e r i w s l y .  
loose. No deformation from impact was noted  on any of ~ i l e se  seats. A 1 1  

I n  the  c e n t e r  s e c t i o n  of t h e  a i r c r a f t ,  s i x  double- uni t ,  forward - 
facing seats had been i n s t a l l e d ;  on ly  one of t h e s e  u n i t s  remained a t t a c h e d  
to  t h e  f loo r .  Although t h i s  u n i t  had been ben t  and deformed t o  t h e  r i g h t ,  

a i r c r a f t  were compl.etely d i sp laced  and s c a t t r r e d  about  t h e  cabin;  t h e  
the s e a t  l e g s  were not  f r a c t u r e d .  The o t h e r  s e a t s  i n  t h i s  s e c t i o n  of the, 

. f loor  al.so broke up. One passenger  i n  t h i s  s e c t i o n  was k i l l e d ,  wh i l e  
o:hers i n  the  s e c t i o n  r ece ived  minor t o  s c r i o u s  i n j u r i e s .  

In t h e  forward s e c t i o n  of t h e  a i r c r a f t  on t h e  r i g h t  s i d e  a 
four-p1ac.e s ide-rac ing couch had been i n s t a l l e d .  The couch was damaged 

damage from impact and damage from rescue  o p e r a t i o n s .  On t h e  l e f t  s i d e  
extensively;  however, i n v e s t i g a t o r s  could not  d i f f e r e n t i a t e  between 

~ of t h i s  s e c t i o n  were two swivel seats; one a f t  f a c i n g ,  t h e  o t h e r  forward 
? i .: 
[ 

, .  , 
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fac ing wi th  a t a b l e  i n s t a l l e d  in between t.hen. Althougl~ both  s e a t s  

obvious. The cockpi t  s e a t s  were i n  p l ace ,  however, they were damaged 
separated from the  f l o o r ,  no impact load damage t o  e i t h e r  s e t t  was 

extens ively  by impact fo rces .  The major loads  on t h e s e  seats q p e z r e d  
t o  be t o  t h e  r i g h t .  Both crewmembers,were k i l l e d .  

A l l  s e a t s  f.n t h e  a i r c r a f t  were f i t t e d  w f t h  s l ip- through.  
metal- to- fabric s e a t b e l t s .  There were no shoulder  harnesscg i n s t a l l e d .  
The s e a t b e l t s  i n  t h e  a i r c r a f t  d i d  not  f a i l ,  a l though some had been c u t  
by I X S C U ~  personnel  t o  remove the  occcpants.  ? h e  h u f f z t ,  both  t h e  
forward and a f t  l a v a t o r y ,  and the  :lit s t o r a g e  conpartnient were ex tens ive ly  
damaged by impact. 'Pie a f t  s t a i rway  e n t r y  door was c losed and locked. 
The forward s e r v i c e  door d i r e c t l y  behind t h e  cockp i t  W'IS ben t  and t h e  
handle was i n  t h e  locked p o s i t i o n .  The two overwlng exits on t h e  l e f t  

were i n  p lace .  The a f t  r i g h t  overwing e x i t  was o u t s i d e  t h s  ZiiKcKaEt 
s i d e  of the  a i r c r a f t  and t h e  f o m a r d  ovrrwing e x i t  on the r i g h t  s i d e  , 

about 26 f t  forward and t o  t h e  r i g h t  of  t h e  wreckage. 

1.15 'Tests and llcsearch 

t e s t s  of f u e l ,  i g n i t i o n  system, and p r o p e l l e r  c o n t r o l  components Were 
conducted a t  v a r i o u s  test f a c i l i t i e s .  

1.16 Carhure to r s  

Under t h e  d i r e c t i o n  of Sa fe ty  Uoard i n v e s t i g a t o r s .  func t iona l  

were sligh,!ify over  limits. The r i g h t  c a r b u r e t o r ' s  autqmatic mixture  
Both c a r b u r e t o r s  were 'flow t e s t e d .  The d e n s i t y  va lues  obta ined 

c o n t r o ~  was disassembled and examined; t h e r e  was no evidence of COKKOSiOn 
OT contamination. The c o n t r o l  wear p a t t e r n  was normill. 

flow test p o i n t s  were w i t h i n  t h e  manufacturer ' s  s p e c i f i c a t i o n s .  The 
a l t i t u d e  compensation f e a t u r e  of t h e  automat ic  mixture  con t ro l  was 
s l i g h t l y  lean .  A t  low operacing ranges t h e  r!ght c a r b u r e t o r  produced 
f u e l  flow rates above manufacturer ' s  s p e c i f i c a t i o n s .  A t  o r  above 
c ru i se  ope ra t ing  ranges ,  t h e  fuel .  f low rates were wi th in  manufacturer ' s  
spec i f i ed  limits. 

1.16.1 PrLpeller-c;ovcrnors and Blade Angles 

R e s u l t s  of t h e  l e f t  Carbure tor  flow test  ind ica ted  t h a t  most 

The s e l e c t e d  p o s i t i o n s  of t h e  governor ' s  head r ack  were deternlincd 
to  be 1,200 rpm. 

Since  t h e  a u x i l i a r y  check v a l v e  on t h e  l e f t  p r o p e l l e r  governor 
was broken away from t h e  governor housing,  t h e  goverr.or could not  be 
t e s t ed  "as received."  There fo re ,  t h e  governor head, t he  h igh-pressurc  
valve, and t h e  cut- out so leno id  swi tch  were removed from t h e  h y d r a u l i c  
governor "as received" and i n s t a l l e d  on 
These components functio.led s a t i s f ? c t o r  

In equ ivz len t  governor h ~ u s i n g .  
.y when t e s t e d .  

, .. . .. 

i 

i 
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of the propeller governor functional test were sntisfactory, except that 
the propeller feathering cutoff switch would not allow high pressure t o  
build up for the featheringfunfeathering cycle. 'The clearance between 
the hydraulic governor body base bore and the gave-nor drive shaft was 
measured; the bore measured 0.8762 inch, while the governor drive shaft 
measured 0.8726 inch. The manufacturer's allowable tolerance for the 
bore dimension is 0.8745 to 0.8750 inch. The gcar shaft bushing, 
PIN 322565F. was not installed. 

The right propeller governor was intact and undamaged. Results 

the spider shim plates which were removed from both propellers. Average 
readings were +30'. ~ 

Propeller blade.impact angle measurements were obtained from 

1.16.2 Magnetos and Distributors 

The left magneto was not damaged externally. The magneto 
rotor shaft turned freely. The "E" (timing) gap locating pin functioned 
normal1.y. A resistance check of the four coils showed normal electrical 
continuity. A high voltage check to the dround of the magneto primary 
cable showed no leakage. A trace of depolymerized potting material had 
leaked onto the low tension coil in the "Ll" position of the m&gneto. 
No other Qechanical or electrical discrepancics were present. 

:< 

rotor shaft turned freely. The resistance check of the four coils 

of the magneto primary cable disclosed no leakage. Normal operating 
showed normal electrical continuity. A high voltage check to the ground 

voltage is 200 volts; test voltage was 500 volts. No mechanical or 
electrical discrepancies were found during the examination of the right 
magneto. 

1.16.3 Distributors 

"'ne right magneto was not damaged externally. The magneto 

Left Engine. Neither the left nor right distributor was 
damaged and the individual carbon distributor brushes were intact. Both 
distributor shafts turned freely. 

the No. 1 breaker point KBS 17' for the left distributor and 15" for ihe 
right distributor. The opening duration of the No. 2 breaker point was 
15 1/2" for the left distributor and 15' for the right distributor. 
Bendix Publication Form L-242-4 specifies tolerances of 16" 5 112' for 
the No. 1 breaker, and 5 2" for the No. 2 breaker point. The static 

point assembly and its No. 2 breaker point assembly was 260' after the 
timing angular relationship between the left distributor's No. 1 breaker 

No. 1 breaker point assembly.opened. The same relationship on the right 
distributor's breaker opening was 258". Specified tolerances are 260' 5 15'. 

The distributor timing was checked. The opening duration of 
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were t e s t e d  wi th  a Bendix 11-1767-3 prinhary condenser t e s t e r  f o r  s e r i e s  
r e s i s t a n c e ,  leakage,  and capac i t ance ;  tllCse c a p a c i t o r s  were a l l  w i t h i n  
s e r v i c e  overhaul  manual s p e c i f i c a t i o n s .  The.carbon brush f r e e  h e i g h t s  
were 13/64 inch  f o r  the  l e f t  d i s t r i b u t o r  and 11/64 inch  for  t h e  r i g h t  
d i s t r i b u t o r .  The service overhaul  manual s p e c i f i e s  118 inch  minimum 
f r e e  brush he igh t .  The b reake r  p o i n t  co1ltaCt.s were i n  normal cond i t ion .  

A l l  d i s t r i b u t o r  prircary wi r ing  was i n t a c t  and undamaged. 
No mechanical o r  e l e c t r i c a l  d i s c r e p a n c l c s  were found i n  e i t h e r  d i s t r i h u t o r .  

The two c a p a c i t o r s  i n s t a l l e d  i n  t h e  l e f t  and r i g h t  d i s t r i b u t o r s  

- Rish t  Engine. The l e f t  d i s t r i b u t o r  was e x t e n s i v e l y  damaged; 

had broken. The l~ower s e c t i o n  of both  c:lpncltors were crushed inward about 
p r imar i ly ,  t h e  housing had cracked and co l l apsed  and a t t ac l i ing  b o l t  b langes  

a rea .  The No. 1 breaker  p o i n t  assembly WCS d i s p l a c e d  from it$ i n s t a l l e d  
1 / 4  inch.  The d i s t r i b u t o r  r n t o r  had cracked over its c r o s s- s e c t i b n a l  

in i t s  i n s t a l l e d  p o s i t i o n .  The d i s t r i b u t o r  s h a f t  turned f r e e l y .  
pos i t ion .  'The No. 2 breaker  p o i n t  assembly was n o t  damaged and remained 

dura t ion  and angu la r  r e l a t i o n s h i p  could  not  be d e t e r S L * . e d .  The No. 2 
hreake: p o i n t ' s  opening d u r a t i o n  was 13a. 

Because t h e  No. 1 breake r  po in t  nssembly was d i sp laced ,  opening 

The two c a p a c i t o r s  were wi.thin s e r v i c e  overhaul  manual to1er;;nces 
f o r  series r e s i s t a n c e ,  leakage,  and cap;icitilnce. Free  brush he igh t  Cor 
t h e  carbon bruslles was 114 inch.  The cond i t ion  of the breaker  p o i n t s  
was n o p a l  w i t h  r e s p e c t  t o  t h e  d i s t r i b u t o r ' s  ope ra t ing  time. 

The r i g h t  d i s t r i b u t o r  was n o t  dnmn(.?l e x t e r n a l l y .  Tke d i s t r i b u t o r  

point  opening d u r a t i o n  fo r  t h e  No. 1 b r r a k e r  p o i n t  assembly was 17' and 
s h a f t  turned f r e e l y  and t h e  d i s t r i b u t o r  hrrlshrs were i n t a c t .  The breaker  

t h e  angu la r  r e l a t i o n s h i p  between t h e  No. 1 breaker  p o i n t  and t h e  No. 2 

. b r e a k e r  p o i n t  was 18 112". The two c a p a c l t o r s  were wi th in  s e r v i c e .  
breaker p o i n t  was 261". The b reake r  p o i n t  ollming d u r a t i o n  f o r  '-he No. 2 

t o l e r a n c e s  f o r  series r e s i s t a n c e ,  leakage,  and capac i t ance .  Carbon 
brush f r e e  h e i g h t s  were 13/64 inch.  D i s t r i b u t o r  ope ra t ing  time was 
normal. Nc elec t r ica l  OK mechanical  d i s c r e p a n c i e s  were found i n  t h e  
d i s t r i . bu to r .  Because of impact deformat ton and displacement ,  d i s t r i b u t o r  
t o  engine t iming could  n o t  be  determined. 

1.16.4 -es 

Both t h e  l e f t  and r i g h t  f u e l  boost  pumps and engine- driven 
f u e l  pumps were func:ionally t e s t e d  and opera ted  normally.  The f u e l  
q u a n t i t y  gages were examined a t  t h e  S a f e t y  Board's  Labora to r i e s  i n  
Washington, D.C.; t h e  fo l lowing  r e s u l t e d :  

One gage, S I X  508C, had be'cn crushed upward on t h e  lower 

The r e a r  cover  and some of t h e  i n t e r n a l  components were missing.  The j 
forward end. The case w a s  dented ,  d ; i s tor ted ,  and c u t  on che r i g h t  side. 

' I  
. z  
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g l a s s  f a c e  was broken and t h e  graduated- dia l  f a c e  was buckled;  its 
p o i n t e r  was miss ing.  The p o i n t e r  p i v o t  s h a f t  was i n  p l a c e  and was 
examined under a IO-power maqnifying g l a s s ,  which d i s c l o s e d  t h e  o u t l i n e  
of t h e  p o i n t e r ' s  p o s i t i o n  on t h e  p i v o t  s h a f t .  By p l a c i n g  a p o i n t e r  i n  
t h c  o u t l i n e ,  t h e  S a f e t y  Board determined t h a t  t h e  p o i n t e r  was i n d i c a t i n g  
e i t h e r  100 pounds o r  4.000 pounds. 

The ocher  gage, serial  number unknown, had been crushed on t h e  
a f t  end and t h e  e lec t r ica l  connecror  had.been broken o f f .  The case was 
d i s t o r t e d  and gouged. The glass  f a c e  was broken and the  graduated  d i a l -  
f a c e  had been crushed inward and gouged. The p o i n t e r  was a t t a c h e d  t o  its 
s h a f t  and was i . nd ica t ing  z e r o  pounds. The long s i d e  of t h e  p o i n t e r  as 
bent  inward and could n o t  be  moved above ze ro  pounds, t h e  p o i n t e r  could 
be moved below ze ro  pounds. 

1.17 Add i t iona l  Informat ion 

1.17.1 A i r c r a f t  Fue l  Consumption 

Normal average  f u e l  consumption f o r  t h e  Convair 240 a f . r c r a f t  
powered w i t h  t h e  Yratt 6 hl l i tney  R2800CB-16 engine is about Id3 g a l l o n s  
p e r  hour.  

t o r c l i n g  <' from t h e  r i g h t  ei lginr  on t h e  f l i g h t  from Lakeland, F lo r ida ,  t o  
A s u r v i v i n g  p i l o t - q u a l i f i e d  passenger s t a t e d  t h a t  he had seen 

C r e e n v i l l e ,  South Carol.ina. Fl.ames had extended from the  engine as f a r  
a s  10 f e e t  f o r  a pe r iod  oC about  5 minutes. This passenger had a l s o  
v i s i t e d  the cockp i t  and noted  t h a t  t h e  r i g h t  engine  was being opera ted  
w i t h  t h e  mixture  c o n t r o l  i n  t h e  au to- r ich  p o s i t i o n .  The crew had expla ined 

operat i .ng c o n d i t i o n  of t h e  engine.  
t h a t  they were o p e r a t i n g  i n  t h i s  manner i n  o rde r  t o  a l l e v i a t e  a rough 

eng ine  manufacturer ,  t h e  d i r f e r e n c e  i n  f u e l  f low between t h e  auto- r ich  

1,100 brake  horsepower is about  150 Ibs . /h r .  o r  25 g a l l o n s l h r .  
(650  l b s / h r )  and t h e  auto- lean f u e l  flow (500 l b s / h r )  a t  12,000 f e e t  and 

Eased on c a r b u r e t o r  f low s p e c i f i c a t i o n s  obta ined from t h e  

f u e l ;  i t s  f u e l  c a p a c i t y  was 1,550 ga l lons .  A t  i t 's f t r s t  s t o p ,  J a c k s o n v i l l e ,  

were added; a t  Miami, 400 were added; at St .  Pe te r sburg ,  250 gall.ons were 
F l o r i d a .  200 gall .ons of f u e l  were added. A t  S t a t e sboro ,  F lo r ida .  200 g a l l o n s  

were added. The t o t a l  f l i g h t  time f o r  this i t i n e r a r y ,  i nc lud ing  t h e  2.8 
added, a t  Lakeland, 200 g a l l o n s  were added, and a t  C r e e n v i l l e .  400 g a i l o n s  

hours  frcm G r e e n v i l l e  t o  t h e  a c c i d e n t  s i t e ,  was 13.5 hours.  Based on :he 
ave rage  f u e l  consumption of 183 g a l l o n s  pe r  hour and 82.5 g a l l o n s  f o r  
each of t h e  seven t a x i ,  t a k e o f f ,  and cl imb o p e r a t i o n s ,  s u f f i c i e n t  f u e l  
should  have been on board t h e  a i r c r a f t  t o  reach its d e s t i n a t i o n .  Fuel  
consumption c a l c u l a t i o n s ,  based on a v a i l a b l e  o p c r a t i o n a l  d a t a ,  d i sc losed  
t h a t  2.8 hours  (512 g a l l o n s )  of f u e l  was a v a i l a b l e  from C r e e n v i l l e  t o  

The a i r c r a f t  depa r t ed  Addison. Texas, w i th  1,300 g a l l o n s  of 
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shou ld  have been on board a t  t h e  acc iden t  s i te .  The Sa fe ty  Roard could 
t h e  acc iden t  site. Rest estimates i n d i c a t e  t h a t  207 gall .ons of f u e l  

n o t  de termine  why t h e  f l i g h t  p l a n  r e f l e c t e d  5 hours of  f u e l  on board. 
F u e l  consumption d a t a ,  based on fue l  addcd a t  each i n t e r m e d i a t e  s t o p  
a f t e r  t h e  f l i g h t  l e f t  Addison, cannot suppnr t  t h e  presence  of a 5-hour. 
or  900-gz.llon, supply  a t  Greenv i l l e .  However, t h e  p r e c i s c  number of 
hours  du r ing  which t h e  r i g h t  engine  was upcra ted  wi th  t h e  mixture  i n  

c a l c u l a t e  e x a c t l y  how much f u e l  was on hoard the a i r c r a f t  a f t e r  400 
"auto- rich"  could  n o t  be  e s t a b l i s h e d .  T t  is. t h e r e f o r e ,  imposs ib le  t o  

g a l l o n s  were added a t  Greenv i l l e .  

1.17.2 Leasing Data 

On October 11, 1977, a lease ;'grccmcnt was made between the  
L h J Company and Lynyrd Skynyrd Product lons ,  Inc .  (See Appendix E . )  
F e d e r a l  Av ia t ioa  Rcgula t ions  14 CFR 91, "(:er;crnl Operating and F l i g h t  
Rules,"  91.54 paragraph ( a )  ( 2 ) .  r e q u i r e s :  

" I d e n t i f i c a t i o n  of t h e  persen t h e  p a r t i e s  cons ide r  

under t h e  lease or c o n t r a c t  o f  condi t icnnl .  s a l e  and 
r e s p o n s i b l e  f o r  c p e r a t i o n a l  contro:. of t he  a i r c r a f t  

c e r t i f i c a t i o n  by t h a t  person that h e  unders tands  1li.s 
r e s p o n s i b i l i t i e s  f o r  compliance wi th  a p p l i c a b l e  
Federa l  Av ia t ion  Regula t ions ."  

j J  F u r t h e r ,  1 4  CFR 91.54 ( c )  (1)  r e q u i r e s  t h a t :  

I ,  The l e s s e e  or c o n d i t i o n a l  buyer ,  or t h e  r e g i s t e r e d  

Unitcd S t a t e s ,  Ius mailed a copy of t h e  lrnse or 
owner i f  the lessee is n o t  a c i t i z e n  of the  

paragraph ( a )  of t h i s  s e c t i o n ,  w i t h i n  24 hours  of 
c o n t r a c t  t!mt complies w i t h  t he  requircments  of 

Divis ion ,  Pos t  O f f i c e  50x 25724. Oklahoma C i t y ,  
i ts  execut ion ,  t o  t h e  F l i g h t  Standards  Technical  

OK 73125." 

Federa l  Av ia t ion  Adminis t ra t ion  (FAA) i n  Oklahoma C i t y  d i s c l o s e d  t h a t  
Eyamination of t h e  a i r c r a f t  records on f i l e  wi th  t h e  

t h e  lease agreement f o r  N55VM executed on Octnber 11, 1977. was received 
by FAA on October 25. 1977. The envelope i n  which t h e  l e a s e  agreement 
was mai led  had a f f i x e d  t o  i t  P i t n e y  5owcs llctcr pos tage ,  da ted  
October 17. 1977, a t  Addison, Texas. The P i tney  Bowes pos tage  was 
c a n c e l l e d  by t h e  D a l l a s ,  Texas. Pos t  Of f i ce  d u r i n g  "pm" of October 21 .  
1977. 

i.18 New I n v e s t i g a t i v e  T c c h n i m  

None 

--__ 
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accordance  wi th  a p p l i c a b l e  regulaLlonr .  Thcre w a s  no evidence of pre-  
e x i s t i n g  medical  proklems t h a t  might have a f f e c t e d  t h e  f l i g h t c r e w ' s  
performance. 

The f l i g h t c r e w  was p roper ly  c e r t i f i c a t e d  and t r a i n e d  i n  

The a i r c r a f t  was c e r t i f i c a t e d  and equipped according t o  
a p p l i c a b l e  r e g u l a t i o n s .  The g r o s s  weight and C.R. were w i t h i n  p resc r ibed  
limits. T h e  a i r c r a f t ' s  s t r u c t u r e  and components were not  f a c t o r s  i n  
t h I s  a c c i d e n t .  There was no evidence  of any malfunctl.on of t h e  a i r c r a f t  
or i t s  c o n t r o l  system. The p ropu l s ion  . iys tem was ope ra t ing  and was 
producing power u n t i l  f u e l  was exhausted.  The r i g h t  engine  had been 
ma l func t ion ing  f o r  some time and caused the  f l i g h t c r e w  t o  ope ra te  t h a t  
eng inc  on au to- r ich  f u e l  mixture  dur ing  the  a c c i d e n t  f l i g h t  and dur ing  
p rev ious  f l i g h t s  i n  o r d e r  t o  o b t a i n  an accep tab le  l e v e l  of performance 
from i t .  

i d e n t i f y  t h e  exac t  d iscrepancy.  t h e  Sa fe ty  Board b e l i e v e s  t h a t  the  
J i sc rcpnncy  was of a g e n e r a l  n a t u r e ,  such as a n  l g n i t i o l ;  or induc t ion  
pr.~blem, and was n o t  a major ncchan ica l  f a i l u r e .  Components of t h e  

cngldje t o  d i s t r i b u t o r  titrln): could  n o t  be determined.  Consequently, t h e  
righ: e n g i n e ' s  i g n i t i o n  sys tem were so badly damaged b y , i n p a c t  t h a t  

pre- impact cond i t ion  of the i x n i t i o n  system could not  be determined from 
t h e  evtdcncc  a v a i l a b l e .  

Although examination of tile engine and its components d id  not  

Hosed on wreckage examination,  t h e  S a f e t y  Board concludes t h a t  
ho th  enj:ines ce3sed producing power because of f u e l  exhaust ion .  Only 
r n e  q u a r t  of  fue l  was recovered from both engines.  Evtdcnce obta ined 
f r o n  t h e  f u e l  quant i . ty  gages i n d i c a t e s  t h a t  bo th  f u e l  tanks  werz empty 
a t  the t ime of impact. 

According t o  the hesr e s t i m a t e s ,  Lhe a i r c r a f t  should have had 
a b o u t z O 7 .  ):allons of fcel  on hoard a t  t h e  time of the  acc iden t .  Th i s  
f i g u r e  is bnsed on a norna l  c r u i s e  conf igura t ion  with both  engines  
opc*ratinp. w i t h  "au:o-lrnn" fuel. mixture.  

I n  o r d e r  t o  determine  the reason for t h e  d iscreyancy between 
c a l c u l a t e d  f u c l  on board and a c t u a l  f u e l  on board ,  tlrr Sa ie fy  Board 
;In.xlyzed t h c  fo l l Jwlng  t h r e e  exp lnna t iocs :  

o f  f u e l  I r akage ,  such a s  s t a i n s  o r  loose  f u e l  tank caps o r  l i n e s ,  was 

complete ly .  because t h e r e  1s a rcmofe p o s s i ~ b i l i t y  that  leakage evidence 
found in t h e  wreckace. Although t h i s  p o s s i b i l i t y  cannot be d iscounted 

cou ld  have heen o b l i t e r a t e d  a t  impact, t he  Snfe ty  Board does not  b e l i e v e  
i t  t o  51: the nost v i a b l e  explanat ion .  

1 i 

F i r s t ,  t h e r e  cottld have been a fuel  leak.  However, no evidence 

i 
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Secondly, t h e  a i r c r a f t  may n o t  have been fue led  wi th  t h e  
amount shown on t h e  f u e l  s l i p s .  The Sa fe ty  Board cons ide r s  t h i s  explanat ion  
r e l a t i v e l y  remote because t h e  f u e l  meters on r e f u e l i n g  t r u c k s  cannot be 
reset and,  i f  func t ion ing  p rope r ly ,  w i l l  r e f l e c t  t h e  t o t a l  amount of 
f u e l  d ispensed  t o  a gi-ven a . i r c r e f t .  

F i n a l l y .  t h e  engines  or an engine  could have been burning more 
f u e l  than  s p e c i f i e d  and more than  t h e  f l ighccrew expected t o  be burned. 
The witnesses r e p o r t  of t o rch ing  from t h e  r i g h t  engine would i n d i c a t e  a 
r i c h  f u e l  mixture  or o t h e r  d iscrepancy a s s o c i a t e d  wi th  inadequate combustion. 
Opera t ing  a n  engine  i n  t h e  auto-ri-ch con f igu ra t ion  would i n c r e a s e  t h e  

g a l / h r  t o  208 g a l / h r .  During t h e  acc iden t  f l i g h t  of 2.3 hours t h i s  
f u e l  consumption by about  25 g a l l o n s  per hour f o r  t h a t  engine,  from 183 

would have amounted t o  about  70 ga l lons .  It is impossible t o  determine 
how long  t h e  aircraft was opera ted  wi th  t h e  r i g h t  engine i n  au to- r ich ,  
b u t  i t  was e v i d e n t l y  long enough t o  exhaust  t h e  useable  fuel. on board 

engine ,  t h e  5-hour, or 9 O o t  g a l l o n ,  f u e l  supply l i s t e d  on t h e  f l i g h t  
t h e  a i r c r a f t .  Regardless  of t h e  h igh  f u e l  consumption of t h e  r i g h t  

p l a n  would have been s u f f i c i e n t  t o  reach  t h e  d e s t i n a t i o n .  Considering 
t h e  inc reased  f u e l  consumpt?on on t h e  r i g h t  engine,  583 g a l l o n s  would. 
have been r equ i r ad  to complete 2.8 hours  of f l i g h t  from C r e e n v i l l e  t o  

e n s i n e  was burnine  more f u e l  than a n t i c i p a t e d  because i t  was being 
t h e  a c c i d e n t  si te.  Therefore ,  t h e  Sa fe ty  Board concludes t h a t  t h e  r i g h t  

ope ra t ed  i n  t h e  au to- r ich  f u e l  mixture. 

1' The crew was e i t h e r  neg l igen t  or ignorant  of t h e  increased  
f u e l  consumption because they f a i l e d  t o  monitor adequate ly  t h e  engine 
in s t rumen t s  f o r  f u e l  f low and f u e l  qua- t i ty .  Had they proper ly  monitored 
t h e i r  f u e l  supply  and noted exces s ive  f u e l  corsumption e a r l y  i n  t h e  
f l i g h t ,  they could have planned an  a1terl:ate r e f u e l i n g  s t o p  r a t h e r  than 
a t t empt ing  t o  cont inue  f l i g h t  w i t h  minimum f u e l .  I n  a d d i t i o n ,  t h e  
S a f e t y  Board b e l i e v e s  t h a t  t h c  p i l o t  was no t  prudent  when he continued 

b e f o r e  h e  l e f t  Greenvi l le .  
t h e  f l i g h t  w i th  n known engine d iscrepancy and d ld  no t  have it co r rec t ed  

had o p e r a t i o n a l  r e spons ib i l . i t y  i s  i n  cont roversy .  It appears  t h a t  it was 

by t h e  lessee, Lynyrd Skynyrd Product ions .  The lessee, however. appears  
t h e  i n t e n t  of L b J Company t o  have t h e  ope ra t iona l  r e s p o n s i b i l i t y  assumed 

t o  h:we had no understanding t lmt  it  was t h e  ope.rator and had assumed 

o p e r a t o r  of t h i s  f l i g h t  i s  c u r r e n t l y  being l i t i g a t e d  by t h e  FAA i n  an  
t h e  r e s p o n s i b i l i t i e s  thereby inposed. The ques t ion  of who was t h e  l e g a l  

enforcement a c t i o n  a g a i n s t  L i J Company and w i l l  ba addressed i n  c i v i l  
l i t i g a t i o n  a r i s i n g  ou t  of tI1i.s acc iden t .  

This  acc iden t  involves  ano the r  ope ra t ion  where t h e  p a r t y  which 

I n  examining t h i s  r e l a t i o n s h i p ,  t h e  Board reviewed t h e  lease f o r  
t h i s  f l i g h t .  The lease was not  d r a f t e d  t o  meet t h e  "letter of t h e  
r egu la t ions"  i n  t h a t  t h e  " t r u t h  i n  l e a s i n g  provis ions"  were no t  i n  t h e  
concluding paragraph or i n  " l a r g e  p r i n t "  as r equ i r ed  by 14 CFR 91.54. 

I 

,- 
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However, i t  d i d  c o n t a i n  the  i n f o r m t i o n  r equ i r ed  b y ' l 4  CFR 91 .54(a) (1) (2)  
and ( 3 ) ,  p a r t i c u l a r l y  paragraphs 4 and 5 of t h e  lease which c l e a r l y  
i n d i c a t e  t h e  lessee v a s  t o  be t h e  ope ra to r  2nd thereby have "paramount. 
and complete r e s p o n s i b i l i t y  f o r  t h e  supe rv i s ion  and d i r e c t i o n  of t h c  
f l i g h t c r e w . .  . ." 
lessee t o  understand h i s  s t a t u s ,  if he  read i t  and if he d i d ,  understood 
i t .  However, t h e  lessee d i d  no t  understand what h i s  r o l e  w a s  on the  
b a s i s  of t h e  lease, nor would he have had any b e t t e r  unders tanding  i f  
t h e  p rov i s ion  had been d r a f t e d  as intended by t h e  r egu la t ions .  

Tnere may have been s u f f i c i e n t  i .n fornat ion  i n  t h e  lease f o r  the 

was or was not  adequate is no t  t h e  primary s a f e t y  probl.em, bu t  how docs 

des ign ,  by inadver tence ,  o r  by h i s  own ca re l e s sness .  'he requ'rement 
t h e  system i n  such a case p r o t e c t  a lessee who is uninf'ortned c i t l i n r  by 

has  no t  been e f f e c t i v e .  In  t h i s  ca se ,  t h i s  requirement wt~z no t  even 
t h a t  a c3py of t h e  lease be s e n t  t o  FJA witl1i.n 2 4  hours of  i t s  executi.on 

met. However, i.n November 1 9 7 7 ,  FM anended CFR 91.54 t o  r e q u i r e  t h a t  
lessees n o t i f y  the n e a r e s t  FAA o f f i c e  48 hours p r i o r  t o  tha f i r s t  f l i g h t  
under  3 lease and provide  i n f o m t i o n  concerning (1) the  d e p a r t u r e  

a i r c r a f t .  I n  adopt ing  t h e  amendment; eke FAA s t a t e d  t h a t  t h e  purpose 
a i r p o r t ,  (2)  time of depa r tu re ,  and (3)  the  r e g i s t r a t i o n  number of  t h e  

of  t h d n e w  requirement was t o  g i v e  t h e  FM n o t i c e  p r i o r  LO che Clight 

and c o n t r a c t  ope ra t ions .  Th i s  requirement should s e r v e  t o  p r o t e c t  
and thereby an oppor tuni ty  t o  conduct p r e f l i g h t  ~ ~ r v e i . J . l ~ n c f  of l e a s e  

innocent  lessees i f  (1) thcy comply wi th  t h e  requirement and con tac t  
t h e  F M  o f f i c e ,  and (2)  t h e  FAA o f f i c e  t akes  a c t i o n  t o  a s s u r e  t h a t  

and what r e s p o n s i b i l t t i e s  and o b l i g a t i o n s  a r e  thereby assumed. Tf t h i s  
t h e r e  is a clear understanding by t h e  lessee as t o  who is  t h e  o p e r a t o r  

occu r s ,  it should be a s t e p  toward r e so lv ing  t h e  problem vf t h e  uninfurm,?d 
lessee. 

It t h e r e f o r e  appears  t o  t h e  Sa fe ty  Roard t h a t  whether t h i s  lease 

8 

3.  CONCLUSIONS 

3.1 F i n d i s  
,~. 
1) Both engines  of N55VM ceased t o  produce power because 

t h e  a i rcraf t ' s  useab le  fuel. supply was exhausted. 

2. The crew fa i l .ed  t o  monitor adequate lv  the  f u e l  flow, 
en r o u t e  f u e l  consumption, and fuel  q u a n t i t y  gages. 

3. The crew f a i l e d  t o  t a k e  app ropr i a t e  p r e f l i g h t  and  
maintenance a c t i o n  t o  a s s u r e  an  adequate f u e l  supply f o r  
t h e  f l i g h t .  

4 ;  ?he crew opera ted  t h e  a i r c r a f t  for an inde terminate  
amount of time b e f o r e  t h e  acc iden t  with the  r i g h t  
m g i n e ' s  mixture  c o n t r o l  i n  t h e  au to- r ich  p o s i t i o n .  

j 
i - .... ~ ~.~. ... ~. . . . . .. . . . .-. -. 
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5. There were no d i s c e r n i b l e  d i sc repanc ie s  between the  
amounts of f u e l  added t o  the  aircraft  and the  amounts 
shown on t h e  f u e l  r e c e i p t s  from the  s e r v i c i n g  f a c i l i t i e s .  

6, There was no evidence of a f u e l  leak.  

7.  There was no f i r e  a f t e r  impact because l i t t l e  
5 

f u e l  remained i n  t h e  a i r c r a f t ' s  f u e l  system. . .  

8. The s u r v i v a l  o t  many passengers  was due t o  the  l a c k  
of seve re  impact deformation i n  the  center of the . 
f u s e l a g e  and t h e  zbsence of a pos t c ra sh  f i re .  

9. The p rov i s ions  of che lease intended t o  s a t i s f y  t h e  
requirement  f o r  a " t r u t h  i n  l e a s f n g  clause"  d i d  no t  

as t o  who was t h e  o p e r a t o r  of t h i s  f l i g h t  and what t h a t  
r e s u l t  i n  t h i s  lessee having an  adequate unders tanding  

means. 

-_ Probable  Cat= 

p r o b a b l p c a u u e  of t h i s  acc iden t  was f- 
The Nat ional  T ranspor t a t i on  S a f e t y  Board determines t h a t  t h e  

on b ~ - t - h ~ w ~ ~ , ~ d u e  t o  crew i n a t t e n t i o n  t o  fue l  supply.  Con t r ibu t lng  t o  
t h e  f u e l  exhaus t i zn  were inadequate  f l i g h t  p lanning  and an engine na i func-  
t i o n  of undetermined ni l ture i n  t h e  r i g h t  engine which r e s u l t e d  i n  h igher -  
than-normal f u e l  conjumption. 

Bewer 
. _ _ ~  

4 .  SAFETY RECO?I?ENDATIO?!S 

a c c i d e n t .  FAA i s sued  Advisory C i r c u l a r  '?1-3 iA  on January  16, 1978, wi.'ih 
d e t a i l e d  guidance r e l a t i v e  t o  l e a s i n g  of  a i rcraf t .  

BY THE NATIONAL TRANSPORTATION SAFE" BOARD 

No s a f e t y  recommendations were submit ted as a resul t  of t h i s  

June  19 ,  1978 

, 
. .~ c _... . . . .. ..-,-.A, -bIYlt.*: 

/ s /  JX'IES B. K I N G  
Chairman 

/s/ FUXCIS H .  MchnM.fS 
Member 

/ Y /  =LIP A.  HOGUE 
Nember 

-. __ 
.e- 

/ s /  ELWOOD T. DRIVER 
Mfrhber 



5 .  APPEhTIXES I 

APPENDIX A 

INVESTIGATION 
~~ 

Investigation 

At 2025 e.s.t. on October 20. 1977, the National Transportation 
~ .~ 

Safety Board was notified of the accident by the FAA Communications 
Center in Washington, D.C. An investigative team was dispatched immediateiy 
to McComb, Mississippi, and working groups were. established for operations, 

witnesses, weather, and aircraft records. 
human factors, structures, sysiems, powerplants, air traffic control, 

The Federal Aviation Administration, Convair Division of 
General Dynamics, and Prntt 6 lrhitncy Aircraft Group of United Technologies 
participated in the investigation. 
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APPENDIX B ' 

PERSONNEL INFOllFLZTION 

Capta in  N a l t e r  W. McCreary 

ce r t i f i ca t e  da t ed  September 19, 1977, w m  waivers  or r e s t r i c t i o n s .  
He a l s o  h e l d  Air l ine  Transport P i l o t  C e r t i f i z a t e  NO. 1804920, dated 
September 12, 1977, w i th  nult len$:ine land r a t i n g s  i n  the  DC-3, Convair 
240,  340. and 440 a i rcraf t .  Ile a l s o  had commercial p r i v i l e g e s ,  airp1,ane 
s ing le- eng ine  land.  He had accrued a t o t a l  of 6,801.6 f l i gh t- hour s ,  68 

Capta in  Walter U. McCreary, aged 3 4 ,  held  a f i r s t - c l a s s  mcdfcal  

,-.-_.I .. ~ 7. of  wnlch were i n  the Convafr a i r c r a f t .  c 

F i r s t  O f f i c e r  William J. Gray, Jr. 
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aiLe P o s i t i o n  Serial No. Date InsLal lcd  

5/7/73 

I _I - - TSO . 
No. 1 P 36878 
No. 2 P 31683 L / 2 4 / 7 0  1,807 hrs 

922 hrs 

r e g i s t r y  marks N55m.I. the a i rwor th ines s  c e r t i f i c a t e  c a r r i e d  i n  t h e  air- 
c r a f t  c a r r i e d  U. S .  Reg i s t ry  marks N55vX. 

Although t h e  a i r c r a f t  r e g i s t r a t i o n  c e r t i f i c a t e  c a r r i e d  u. s. 

Skynyrd Product ion ,  I n c . ,  and was being opera ted  under prov i s ions  or 
14 CFR 91. 

A t  t h e  time of t h e  acc ident .  t h e  a i r c r a f t  was ].eased to Lynyrd 
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