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SPESIAL HOIIGC

This report contains the essantial items of informar
tion relevant to the probable cause(s) and safety messages
to be derived from this accident/ivcident. However, for
those having a nned for more datailad informatiown, the
original factual veport of the accident/incidan 18 on
file in the Washitgton office of the National lransportas
tion Safety Boerd. ' Updii raquest, the raport will be
reproduced commercially at an average cost of 18¢ per
page for printed mavter 4nd 75¢ per page for photographs,
plus postage. (Minlmiin charge $1.00,)

Copies of materic] ordered will be matiled from the
Washington business firm which holds the current contwant
for commercial reproduction of the Board's public files.
Billing is direct to you by that firm and includes a $2.00
user service charge by the Board for special service. _
This chirge is in additicn to the bill from the commarcial
reproduccion firm,

Requests for reproduction should be forwarded to the:

National Trousportation Sefety Board
Office of General Manager '
Accident Inquiries & Records Section
Washington, D, €, 20591
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\ NATIONAL TRANSPORTATION SAFETY BOARD
| WASHINGTON, D. C. 20591

AIRCRAFT ACCIDENT REPORT

Adopted: April 5, 1972
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EASTERN AIR LINES, memmfm
ﬂcmm.mmm 981,

SYNOPSIS

s\, At approximately 1346 cs.t., December 4,

-

1“371 an Eastern Air Lines DC-9, N8943E. and a
Cessna 206, N2110F, collided in flight on the
final approach to Runway 5, Raleigh-Durham
Airport.g Raleigh, Nerth Carolina. Botiy aircraft
were in communication with the Tower Control.
The DC-9 landed safcly with no injuries to the
23 passcngers and four crewmembers. The
Cessna crashed and burned on the airport. The
pilot and the only passenger in the Cessna were
fatally injured.

As a result of the collision, the Cessna
became affixed to the landing gear of the DC-9.
Both circraft were aligned along their longitudi-
nal axis with the main landing gear of the DC-9
impaled in the trailing +dges of the wings of the
Cessna. The Cessna was transportcd i this
manner for several miles before it fell frov and
impacted in a necar vertical attitude oo the
airport,

Probablc Cause

The Naticual Transportation Safety Board
determines that the probable cause of this ac-
cident was the ivadequacy of air tratfic control
facilities and services in the Raleigh-Duriam

terminal arca. The board furcher determines that

‘the relative flightpaths of the rwo aircraft and

the cunfiguratmns physically limited cach flight-
crow's .‘b ity to see .md avoid the other asrcmft.

Recommendations

As a result of this investigation, the National
Transportation ¥afety Board made the following
recommendations to the Federal Aviation
Administration {FAA:

. Require an exchasge of pertinent traffic
information between the cantrol tower and
the associated rtdar .tppru;u'h control Facil-
ity whenever pllnt. whe iv operating in
accordance with VFR. his roquested
service or statee his inténded light opera.
tions, Such exchanges of information
should be accon plished o a lower priorin
basis  than that accorded 1o the trans
mission of cantre b elearunces.

2, Regurre the pilocs of all dircratt equipped
with an operably transpunflcr to have dhe
rransponder turied “on™ and aljusted o
reply on the uppmpn.'w Mode A/3 code
whenever VER Gperations are conducted
into, or i proximity to,an sirport serviced
by u radas approacl control faciliny.
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INVESTIGATION

Eastere Air Lines DC-9, N8943LE, operating as
Flight 898 (EA 898), originated at Miami,
Florida, and was schedided to terminare at
Washington, D. C., with ¢n route stops at
Raleigh, North Carolina, and Norfolk, Virginia,
It departed from Miami with 23 passengers and 4
crew of four at 1212' which was 2 minutes
behingd schedule, The first officer, scared on the
right, was operating the controls, The Night
from Miami to Raleigh was conducted under an
IFR? flight plan.

The Cessna, N2110F, with a pilot and one
passenger, departed the Raleigh Municipal Air-
port at approximately 1310 for 3 VFR® local
flight. Contact was cstablished berween rhe
Cessna and the Ralcigh-Dusham Airport Tower
at 1332:55, There were no radio communica
tions beeween Raleigh Approach Contrel and
the Cessna. | |

The Cessna requested approval from the

tower to circle at 500 feer over Morrisville,

North Camlina, for a few minutes before enter.
ing the tralfic pattern. The request was acknowl-
edged and the Cersna circled over the passenger's
residence in Morrisvilic, approximately 3.5
nautical miles from the threshold of Runway 5
aed near the ext nded centerline of tire runway.

The Cessna reported southwest of the outer
marker at 1342:40 and requested clearance 10
land. The tower advised that Runway 5 was the
active runway and requested the Cessnag o
report 3 miles on final approach for possible
sraight-in landing.

At 1344:35, the following conversi tion was
recorded  between Raleigh Approach Control
and the Raleigh-Durliam Control Tower:

\,; + 3
All times used henein are casient standard tiine, based
on the 24-Lour clock.

Hasteusnent Flight Rules

3y iaual Flight Rubes
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Approach  Conerol: “Eastern 898 s just
about a half mile inside the marker now,
had to keep him a livdde Jate because of
soine traffic sut there he was getding by

Tower: “Yeahi, ok, | got "omr both in sight
and that was the Cessna, 1 believe. out
there that was circling Morrisville for some
reason. | got “am in sight, you say he's in
front of him now?" ‘

Approach Control: ..., .yea. he's passing,
Well, they're both right together now. |
can’t selt which one's in front.”

The DC9 contacted Raleigh  Approach
Control at 1340:55 and was cleared for o
straight-in 1LS* approach. Tie DC.9 was given
four trafiic advisorics bv Approach Centrol. In
response to the first two advisories (which
proved later to be related to the Cessna). the
DC-Y replied: “He must be below the overcast,
we're gonna be dropping down 1in) the overcast
in another thousand fect or so0." A thied
advisory was issuzd. “You're 5 southwest of the
outer marker now, traffic is just at the 12:30
position, sow at about 2%z miles, appears to be
turning northease bound.” The fourth advisory
was: “You're at the outer marker right now,
That traffic is at your two o'clock puosition now
approxirately one mile.” |

The DC.O9 asked Approach Control, “Wha
(du) you want us to talk to now?" Approach
Comtrol replied, ... the tower 119.3.1 was just
goitg to heep vouw untit vou got past that rraftic
to ke sure you didn’t run over him, he could
be low. 1 don’t know the altitude.” At 1344:1 3,
the BC9 replicd that chey had the runway in
sight o nd were instructad o contaee the tower,

PORIT Y

Fiftcen seconds later (8344:308 ir reported
to the rower, “Just passed the marker we're o
fittle high out here. The tower cleared the DC.9
to continue its approach and advised that waflic
was a Cewsna just reported the marker inbound.
The 1DC-9 replicd, “We just went over the top ol

L e e ]

instiament Landing Sstem




o s seang i e TR

RPN

1 v aian kW S A e gt St e L REE GELEE aMalew L

him there.” One minute later the DCY was
cleared to land, Twenry-five seconds later
(1346:15), the Dcﬁﬂrepom;d tv the tower that

they had descended on top of another aircraft,
and they did wor want to land. |

As a result of the collision, the Cessna became

lodged in che DC.9 landing gear and remained
there for approximately 1 minute and 15
scconds. The Cessnia separated from the Eastern
DC-9 aircraft after crossing the threshold of
Runway 5. It fell and impacted in a near vertical
attitude on the airpore. The aircrafc was de-
nolished By impact and subsequent ground fire.
The pilot and passenger received fatal injurics.
The DC-¢ landed 1 hour and 7 minutes alter the
collision. The aircraft received minor damage to
the fusclage and landing gear, There were 23
passengess and four crewmembers on board,
no:e of whom suffered any injurics,

The Air Traffic Control Specialist a® the local
coatrol position at the Raleigh-Durham Airport
Tower stated in pare:

“N2110F next reported over the outer
marker and | advised the aircraft to
continue approach. Shostly thereafter EAL
698, a DC.Y, contacted me and reported
passing the outer marker and being a little
high. I immediately advised EAL 898 that a
Cessna had juse reported the outer marker
inbound. Eastcrn 898 then reported passing
the eraffic and 1 observed two aircraft in
the vicinity of the outer marker. The
Eastern DC-9 appeared 1o be above, to the
left and ahead of the other aircraft.”

The captain of the 1DC-9 stated in part:
“Tower advis:d some traffic had been
reported at the outer marker. 1 advised w
must have flown ever him, We did not hav.
the eraffic in sighe.”

Witnesses to the accident stated that the
Eastern DU @ overtook the Cessna and the two
aircraft merged. They geaerally agreed that the
Cessna was under the fuselage and neanty aligned
longitudinally with the 1XC.9 with the Janding
gear of the DC 9 behind the wings of the Cessua,

P T B o S e W et e el Y

They forther stated ‘hat the two airciaft
remained 0 this position from the point of
collision to a position near the approach end of
Runway 5. Witncsses at the alrport observed

~ picces of the Cessna fall off as the aircraft came

over the airport and the Cessna break away from
the 1DC-9 and fall nosedown to the ground, and
expiode on impact, . |

The foil recorder medium from the flight data
recorder was analyzed. A graph was prepared
starting when the aircraft departed 7,700 fect
and covered the subsequent 6 minutes of Might.
The “'g” trace was relatively stable with a peak
excutsion of 41,3 g at approximately 1,150 feet
mean sea level with the aircraft on a heading of
48° magnetic at an indicated airspeed of 145
knots. Five scconds after this excursion, the
aircraft leveled off at an altisude of approxi-
raatcly 1,050 feet and remained at this altitude
for approximately 1% minutcs.

The DC-9 was equipped with a cockpit voice
recorder. Exainination revealed that the cockpit

- arca microptore channel was not recording

properly and i1o datu relative to the collision was
on the recording,

The National Transportation Safety Board
made a visibility study, based on fucts obtained
from witness statements. the flight data recorder
graph. local weather reperts, local transcriptions
of Raleigh Approach Control and tower com.
munications recordings.

The weather observation mode at the Raleigh.
Durham Airport by the National Weather Sery-
ice at 1350 showed an estimated ceiling of 4,500
feet overcast with visibility more than 12 miles
with breaks in the overcast. The wind was lrom
20° at 11 knots.

Raleigh (RDU;) Approach Contrel is locatud
fn the ¢’ev of Raleigh, Nortd Caroling, and i
cquipped with long range radar. The tower i
located at the Raicigh-Darham Airport and is
not ridar equipped.,

The FAA issued Order 711022 dared
September 19, 1970, Subject:  Arrival and




Reparture Handling of High Performance Air-
planes. Paragraph Sc of this documgrt contains

“o- the following directive:

“.o...all terminal radar facilities shall
implement cither Stage 11* or Stage 11® of
the National Terminal Radar Program by
- July 1, 1971, | |
- The volume of traffic ar Raleigh-Durhan
Airport would require implementation of Stage
1. radar advisory service. The purpose of Stage
I seeviee is o adjuse the flow of arrival VFR
and 1FR aircraft inco the traffic pactetn in a atfe
and orderly manrer. Although pilot participa-
tion in this service is not mandatory, piiats of
arrving VFR aircraft are encouraged to initiate
radio cont: -t with approach contral when reach-
g the perimeter of the arca in which Stage Il
services ate provided’ .
The . RDU approuch conwol  facility was
manted an exemption from the requirement to
provide Stage Il radar advisory service, The type
of radar being utilized {long range radar), the
location of the antenna (25 miles southeast of
the RDU Airport), antiquated telephone key
cquipment, and personnel shortages were cited
i the requese for exemption as factors which
precluded the provision of expanded radar serv-
ice at RDUM
The FAA conducted a postaccident flight
cheek of the Raleigh-Durham 1LS, It was found
to be operating within prescribed tolerancer,
Ne. preimpact malfunction or mechanical
failure was found during the cxamination of
“arther aiccraft,

Stage N - Radar advisory and sequencing service for
R sircrate.

“Stage itl - Radut sequencing and separation service for
VIR aircraft.

TRefervncs, Airman's Wnformation Manuwal, ane 1,
Chaptor 4 Termingl Radar Programs far VIR Aireraft,

. . . v
VAN has programmed the imple mentation of the Stage
I orader wdvisory wnvice at Rateigh-Durham Airport

during November 1972,

B R Bl s 1L

- Federal Aviation Regulation (FAR) section
91.67, prescribes in purt: ‘
“When weather conditions permit, regard-

less of whether an operation is conducted

under Instrument Flight Rules or Visual
Flight Rules, vigilance shall be maintained

by cach person operating an aircraft so as

to sce and avoid other aireraft . . ."

Section. 91.67 further prescribes:

“Each aircrafe that is being overtaken has
the right of way and each pilor of an
overtaking aircrafu shall alter course to the
right to pass well cloar.” .

FAA Terminal Air Traffic Control 1Handbook .
7110.8B. Chapter 3. Section 10, paragraph 520
states: |

“Establish the sequence of arriving and

departing aircraft by requiring them to

adjust flight or ground operasions as neces-
sary to achieve proper spacing.”

ANALYSIS

Examinction of both aircraft showed no
preimpact failure or malfunction of any sy stem
ur companent. Both aircraft had been main-
tained in accurdance with approved maintenance
schedules, The crew of the DC-9 and the pilot of
the Cessna were properly  cortificated  and
qualificd to pilot their respective aircraft, (For
detailed information sce Appendis 8.)

The Cessna was being operated in accordance
with visual flight rules. The DC9 was being
operated in accordance with instrument flight
rules. Since both aircraft were below the over-
cast and visibility was unrestricted when the
accident occurred it was incumbent upen the
pilots of both aireraft to maintain vigilance vo as
to see and avoid other aircraft,

A saudy of the awo flightpachs in relation to
tinie, position, and alticude show the DC-9 1o
have been above orin the overeast witil Approsd
mately 1344:1 4. All four radar 1raffic advisorics
were dsened prior to this time. The DC-9 crew's
abilitn to observe the Cussna was negated by

1 R e g g N l,.g:.;,w“"" °
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p.ithe time the traffic advisorics were

clouds durin
given, _
The study discloscd that the Cessna was not
visible to the filghtcrew of the DC-9. During the
period of time that the DC-9 was in visual
meteorological conditions below the clouds, the
Cessna was beloyw th: DC-9's normal visaal
horizon. 1 :
The Cessna wasit‘. " high-winged aircrafe with
restricted ovcrhcx., visibility, The DC.9
remained behind and;,j the Cessna's blind spot
until just prior to impaxt, |
The approach contialler Issued four radar
traffic advisoriis to thé;*RIXI-9. cach of which
pertained to the only radar target which he
observed to be in prox‘i'x[ﬁr as both flights
proceeded toward the ohber marker. Since
communication was not est, plished or required
with the Cessna, the approaclt 2ontroller had no
way of knowing the altitude §f¥he unidentified
target or the pilot’s intended. Vghtpath. The
approach controller indicated " his  concern
regarding the unidentified targee hy continuing
to pravide advisories until the DC-9 pilot stated

that hc was in visual contact with tltb*"runwa}'. at -

which time the aircrafe still had not byen sigited
by the DC-9 crew.

Once the flight had ensered visual meteoro.-
logical conditions, it became cumbent upon
the crew of EA 898 to maintain vigilince so as
t, see and avoid other aircraft, as preseribed by
FAR 91.67. However, since the Cessna was
below the DC-9s normal visual horizon, the
Board concludes that there was insufficient
oppurtunity for cither tighterew to see and
avoid the other aircraft. This indicates an in-
adequacy i the see-and-avoid concept of col-
lision avoidance for the conditions vresent in
this accident,

The tewer controller is responsible for
proper requencing of arrival and departure sraf-
fic. At approximately 1341:50, the tower con.
teoller was provided with the required control
information pertaining to the DC-9, which was
then 16 miles southwest of the airpore. At
1342:45, the Cessna repeated for the second
time, arequest o land at the Raleigh-Durham

Alrport, describing his position as southwest of
the outer marker. At no time did the Cessna
pilot refer to his distance from the outer marker
or to any change from his previous altitude of
500 feet. The local controller did not attempt to
obtzin this information but requested a report
from the pilot 3 miles on final for a possible
straight-in approach.

At the time of the Cessna pilot's initial
request for landing, he could have been adviscd
of the DC-9 which was inbound on the locsbizer
course. By not providing this advisory informa-
tion to the Cessna, the local controller fuiled to
avail himself of a timely opportunity to effect
an orderly flow of arrival traffic.

At i344:18, the Cessna pilot reported over
the outer marker. This provided a sccond
opportunity for the local controller to advise the
Cessna pilot of the incoming DC-9, which he did
not do. Fifteen scconds later the DC-9 pilat
reported the outer marker. The loca! controller
trensmitted, “ok Eastern 898, continue your
approach, traffic is a Cessna just reported the
marker inbound.” The captain of the DC.9
replied, “We juc went over the top of him
there." Realizing the limited forward visibility
of his aircraft and the proximity of the Cessna,
the captain could lave requested the tower
contraller ta keep him advised and clear of che
traffic. Also, a clearing mancuver might have
made the small airplane visible to one or both
crewimembers of EA 898,

The tower controller accepted the captain's
statement as a report that the DCY had passed
the Cessna. He did not query the ﬂight as to

~whether they had the Cessna in visual contact,

In view of the DC-9 captain's repore aver the
onter marker 18 seconds alter the Cossna, the
weal contraller should have instructed him to
hold over the vuter marker or exectite a 3607
turn o assure proper traffic separation, The
instructions issued to the 1XC-9 to continue the
approach 15 seconds behind a Cessna were, i
the Board's Gpinon, not compatible with good
OPCTALIng praceives,
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The collision may have been avoided if the
discussion between the approach controller and
rhe tower controller had occurred prior to che
time that both airplancs passed the outer
marker. The approach controller sald that he
*,.had to keep him (DC-9) g lictle late becaus
of some traffic out therc hu was gerting by "
The tower controller's response was: “Yeah,
okay, 1 got him in sight. You say he's In fr- .t of
him now?” After deliberation the approsch
controller replied, “I can’t twil which ae's in
front.” 'This discussion started § sevonds aftor
the DC-9 reported passing the outer murker and
continued for 20 scconds, and ended 20 seconds
before the DC-9 reported the collision. During
this discussion, the DC-9 transmitted, “We just
went over the top of him," This wansmission
complicated the siruation. '

The coordination between the controllers
occurred ‘much too late in the sequence of
events to permit a proper cvaluation of the
relative position of the two aircraft. Ar this time
it may have been too late to instruct one of the
aircrafi to take evasive action to avoid the
impending collision,

From the time the Cessna reported over the
outer marker until the vime of collision, there
were ho transmissions directed to or received
from that aircraft. Although the Cessna was on
the same frequency as the IXC-9, the Cessna pilot
probably did not monitor the transmissions
between the tower and the DC.9. It is reasonable
to assume that if the Cessna pilot had been
awate of the overtaking DC-9, he would have
taken some mecasure of evasive action,

if Stage 11 radar advisory service, as described
carlier in this report, had been waitable ar RDOU,
this accident might have been prevented, The
Cossna pilot probably would have been in
communication with RDU approach contsol and

if s0, he would have been provided with timely
sequencing service.

PROBABLE CAUSE

The National Transpottation Safety Board
dotermines that the probable cause of thiy
sccident was the inadequacy of air traffic
control fucilihes and services in the Raleigh
Durham terminal arca, The Board further deter-
mines that the relative flightpaths of the two
atrcraft and the configurations physic-iiy limited
cach fightcrew's ability to see and avoid the
other uircraft,

RECOMMENDATIONS

As a rasult of chis investigation, the National
Transportation Safety Board made the following
Federal  Aviation

recommendations to  the
Administeation (FAA): |
1. Require an exchange of pertinent eraffic
information between the control tower and
the associated radar approach control
facility whenever a pilot, who is operating
in accordance with VFR, has requested a
service or stated his intended tHight opera-
tions. Such exchanges of information
should be accomplished on a lower priority
basis than that accorded to the trans
- mission of control clearances.
Reguire the pilets of all aircraft equipp:?
with an opcrable transponder to have the
transponder turned “on" und adjusted to
ezply on the appropriate Mode A/3 code
whenever VFR operations are conducted
into, or in proximity tu, anairp- .y serviced
by u radar approach control facnity,
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APPENDIX A

1. lnwestigtion:

The Board received notification of the accident at 1415 c.s.., on December 4. 1971, The
Investigator in Charge and another investigator were dispatched immediately to the sceite from the
New York Ciey Field Office with technical assistance from Wash’ngton, D.C. Working groups were
established for the Cesina, DC9. At Traffic Conwol, Flight Recorder and Cockpit Vaice
Recorder, iarries to the investigation were Eastern Air Lines, Inc., Federal Aviation Administ.a-
tion, Air Line Pilots Associarion, Airplane Owners and Pilots Association and the Air Transport
~ Asseciation. The on-scenc investigation was completed on Dacember 8, 1971,

There was no public hearing.

o 3;'_i’l¢!i§nm Report

N. interim repore was issucd,
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APPENDMX B
CREW INFORMATION
A. DC-9.N8943E
The pilotincommand, Captain Neal G, Boswell, aged 44, held an FAA Airline Transport Pilot

Certificate, No. 1227879, as well as a current firseclass medical certificate without vestric tions,
dated November 11, 1971, Cajzain Boswell held a type rating in the DC-9 type aircraft, He was

employed by Eastern Air Lines un Janvary 3, 1955, and was subsequendy qualified as a second

and first officer on the Loeing 720. He completed his training on the Donuglas DC-9 type airzrafe
and his DC-9 type rading on June 8, 1969, His last proficiency check was on Junc 19, 1971, and he
corpleted his last recurrent teaining on May 5, 1971, Company records showed his totad flying
time to have been 6446:26 hours, of which 1379:34 hours were accumulated in the NC.9 airerait,

His fligivt time in the last 24 hours was £119, last 7 days 12:59 hours. last 30 days 47:26 hours-and B

the last year 610:17 hours. , | | | S

First Officer B. E. Dragland, aged 33, helé FAA Commercial Pilot Certificate No. 1505606 and
Flight Engiacer Certificate No. 1710823 as well as a current first-class mudical ceritficite wichout
reserictions, deied May 10, 1971, He wes employed by Eastern Air Lines on June 20, 1964, He

was qualified as first officer on the DC-® and CV-440 and second officer on the L:188. First:

Officer Dragland complered his initial trafning on the DC.9 on Seprember 8, 1968, with a
profici. ncy check in the alrcraft. His base proficiency check was in the fifght simulator o Gevober
10, 1971, His kass linc check was on December 4, 1970, and he completed his lost: recurrent
training on August 26, 1971, Company records showed his total flying time 1o have been 2242128
hours, 1893:28 hours of which were accumulated in the DC-9 aircraft. His fight tiriic ini the last
74 hruts was 5:19, last 7days 6:22hours, last 30 days 45: 34 hours and the last yeat 607:44 % ours.

Stewardeas cChatdotie Avcheni was cmployed by Eastern: Air Lines in May of 1967, She
completed her DC-9 training and qualification on May 24, 1967. Her most recens DCY training
was compieted in August 1971 o o

Stewardess Shannon Henry was employed by Eastern Air Lines in June 1968. She completed
her IX2 waining and qualification on June 14, 1968, Her most recent DG rraining was
completed on Julv 13,1971, -

B. Cessna, N2U10OF

Pilor Willis Smith, Jr., held Commercial Pilot Cestificate No. 353169, issued May 9, 1970, with
rizings in airplaac, single-und multiengine land, instrument and private pilot privileges in gliders,
His sccond<class medical certificate was dawed September 30, 1971, with the limitacion that hw
must wear glasses for near vision, 4 '

The pilot’s logbuok was not located, thescfore, an accurate account of the pilot’s flying time
was not obtadne- 3 194

y time,

o wasy afncd. On an application for an Airman’s Medical Certificate, dated October-3, 1969,
the pilot claimed 800 hours of civil time. 1200 hours of milizaty. time, and. i the
past 6 months. On a'more recent application for a medipieertificate doved Septamber 30, 197), -
- the pliot claimed 1000 hours of civil time. 1500 hours of nifitary time aud 190 hours fiownin the
© - prst 6 months, | - S R y
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APPENDIX C

AIRCRAFT IMFORMATION

N8943E, a Douglas 1G-S model 31 aircraft, S/N 47166, was delivered an February 29, 1968. it
was powered by two Prate & Whithey JTRD engins.

The total time on the aircraflt was 12,304:47 Dours. Time since the last major inspection was
235 hours and 32 hours since the last line mainterance.

The No. U engite, SIN P436832D. had flown 9,986:47 hours since manufaztuse. The No, 2
engine, S/N PG49544D, had « total of 14,651:47 hours tying time: 4,293:47 hours of this tinw
had been flown since the last overhaul,

N2U1OF was a Crssna model 206 aircrafe, scrial numi e U206-0310. 1ts airworthiness
certificate (normal) was issucd on November 21, 1964, It wa:. powered by a Continental 10.520
eugine, serial No, 10663-4-A, and & McCauley DC-A 34C-5¢ ty pe propcllcf:.

Total time on the aircraft log was 1,498 hours. The last annual inspection was puforrmcl o1
Noverber 19, 1971, with the abveraft ume at inspection 1,498 hours, The engine had als-'a
accumulated 1,498 hours with 107 hours since overhaul. -
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