s .
WA e

wd

i

ChrdTRETY
AT LSRRG

¥,

TANDY CORPORATION
GATES LEARIET MODEL 25, NE58TC
NEAR THE
VICTORIA COUNTY-FOSTER AIRPORT
VICTORIA, TEXAS
IANUARY 18, 1572

N
A
T
i
o0
N
A
L
T
<
Al
N
)
=)

" e
A
-
A
i
()
N

*,
5
F

T B

Rw,:m; ;I-‘crl i:v’-- "
MATIOMAL TECHNICAL
INFOCRMATION SERVICE

U & Depurtment of Commerce
Springfield VA 2215)

i S I T e i e e e B T BT L T gt
3T ¢ WY IRy T el ST !

?:ﬁf‘é’éi?%éé%i ﬁ?é,:x;»{ﬂﬁii%? f}%%
Washingtor. f?.
11 PORY "@*éfﬁg‘:\; B NYSE- AR

oiim

e A A A A L A S R Sy
: }

!

PR
RSP
o SRR




R g I A X
BB A ey -

PV SR
TR r 3Ty

oo - T e T ARy Ty W At
T NG R I WAL Y ST

LN

[
Filk NO. 3-0003

AIRCRAFT ACCIDENT REPORT

TANDY CORPORATION
GATES LEARJET MODEL 25, NG5SOTC
NEAR THE
VIGTORIA COUNTY- FOSTER AIRPORT
VICTORIA, TEXAS
JANUARY 18, 1972

ADOPTED: AUSUST 8, 1972

S A WD W . —

NATIONAL TRANSPORTATION SAFETY BOARD
Washington, 0. C. 205981
REPORT NUMBER: HTSD- AAR-72-24

e o S

SRS TS R M IR




| o TECHNICAL REPORT STANDARD TiYLE PAGE
I~ Keport Wo. Z.Gcvernment Accession No. | 3,Neciplent’s Catalog No.

| ¥rsnnaan»72~2¢ . N AL Ay
. Title and Subtltle Alrcraft Accident Report, 5. Ke "B

Report Date
Tandy Corporation ~ Gates Learjat Model 25, HG531C, Auguat 9, 1972

near tha Victoria County - Foster Airport, Victorias, “&.Parfarming Organization
Texas, January 18, 1972 Code '

7. Author () I B.Performing Grganization
Repurt No.

g, Performing Organizat ion Name and Addrmss 10.Work Unlt No.
National Transportation Safety Board 7
Burean of Aviation Safaty TT.Contract or Grant No.

Washington, D, C. 20591
neomy | 13.Type of Report and
Period Covered
Aircrefit Accident Report
January 18, 1972

e e AT ST TORAEEIEE:

12.5ponsoring Agency Name and Address

NATIONAL TRANSPORTATION SAFETY BOARD
Weshington, D, C. 2059

1% Sponsoring Agency Code

15, Supplementary Notes

16.Abetract

A Gates Lear jet Model 25, NO638TC, operated by the Tandy Corporation of Fort worth*
Texas, crashed at approximately 0745 central standard cime, on January 18, 1972,
durinug a nonprecision instrument approach to the Victoria County-Foster Airport,
Victoria, Texas., The two crewmembers and seven passengers racelved fatal injuries.
The aigplane was destroyed, The airplane was en route from Fort Worth, Texae, on an
IFR clearance to Victoria, Texas, Witnesses Jn the ares of the crash reported heavy
fog and visibilicy restricte! to approximately 100 feet. One nautical mile visibility
iz required for this airplane to be authorized for a landin:. it the Victoria Countye
Foster Airport. The National Transportation Safaty Board du.ermines that the probable
cause of this accident was the lack of altitude awaremess on the part of the flipht~
orvew while descending inte known weather conditions which were conducive to a rapid
daterioration in forwned viasibility. The Board belleves that the action of the crew
mdght have been influenced by a visual, 1llusory effect produced by a shallow layer
of densa fog, combinal with the relative position of the sun, 7The Board has submitted
recomnandations to the FAA subsequent to other accidents which occurred during ap-
proachas under advorse weathar cond? tions,

TT. Key Words 18 bTstribution Statement
Nonprecision approach, Reetvicted vislbility, Trnatru-
ment approach. Minfmom visibility. Forward vizibility) Released to jtublic

Visual illusoxy effect. Inadeuare procedures. Altitudd Uniimited Distribution
nonttoring. Weather forucasts, '

19 Secur Tty Classification | 20,Securlty Sipssification | 3T No of Pages | 28.Price
{of this report) (of this page)

UNCLASSIFIED UNCLASSIFIED 13 o
NTSB Form 1765.2 (11770} '

11




TABLE OF CONTENTS

SYNOPSIS ............
INVESTIGATION .......

ANALYSIS AND FINDINGS

PROBABLE CAUSE , .

RECOMMENDATIONS
APPENDIX A , ..., ..

APPENDIX B ......




e e N RS AN Vol il I R d S R A e pas f L L, L

SPECIAL NOTLCE
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Thls report contains the essential items of informa.
tion relevant to the probable cause and safety message to
be derived from this accident/incident. However, for those
having a need for more detailed information, the original
factual report of the accident/in¢ident is on file in the
Washington office of the National Transportation Safety
Board, Upon request, the report wiil ba ~gproduced rom-
mercially at an average cost of 1lb¢ per pay~ for printed
matter and 85¢ per page for photographs, plus postage.
(Minimum charge is $2.00.)

Copies of waterial ordered will be mailed from the
Washington, D. C. business firm which holds the current
contract for commercial veproduction of the Board's public
files. Billing is sent direct to the requester by that
firm and includes a $2.00 user service charge by the Safety
Board for special service. This charge is in addition to
the cost of reproduction, No payments should be made to
the Nationel Transportation Safety Board,

Requests for reproduction should be forwarded te the:

National Transportation Safety Board
Administrative Operations Division
Accident Inquiries § Records Section
Washington, D, C. 20591
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TANDY CORPORATION
GATES LEARJET MODEL 25, N6SSTC
NEAR THE YICTORI» GOUMTY-FOSTER AIRPORT
VICTORIA, TEXAS
JANUARY i8, 1972

SYNOPSES

A Gates Learjet Model 25, N658YC, operated
as a corporate aircraft by the Tandy Corpora-
vion, Fort Worth, Texas, crashed at approxisna-
tely 0745 central standazd time (c.s.t.} on Janu-
ary 18, 1972, during a nonprecision instrument
approach to the Victorta County-Foster Aiport,
Victorin, Texas. The wwo crewmembers and
seven passengers received fatal injuries end the
aircrafc was demolished by impact and ground
fire,

The alrctaft departed from Meacham Field,
Fort Worth, Texas, at 0704 c.s.t., on an Instru-
ment Flight Rules clearance to Victoria,

Approximately 1 hour prior to departure the
pilot had received a weather bricfing from the
Fort Worth Flight Service Station which indica-
ted, in pare, that the prevailing visibility at Victe-
rin was 5 miles and was forccast 1o decrease to
no less than 3 miles. Coincident with the receipt
of an approach clearance, at 0740 cs.t., the
~ilor was provided with a special weather obser-
vation for Victoria which indicated a decrease in
the prevailing visibility to 1/4 mile in fog. The
pilot’s  response  to this  information  was
“ cowe'll go take a look at ity ... stay with
you,”

The aircraft struck the ground and a power
pole 1.7 nauvical miles short of the runway
threshold,

Witnesses in the arca of the crash reported
heavy fog conditions with visibility restricred to
approximately 100 feet. The minimum visibility
for an authorized landing at the Victoria
County-Foster Ficld Airport was 1 nautical mile
for this aircraft

PROBABLE CAUSE

The National Transportation Safety Bourd
determines that the probable cause of this acci-
dent was the lack of altitude awarencss on the
part of the flightcrew while descending into
known - weather conditions which were con-
ducive to a rapid deterioration in forward visibil-
ity, The Board believes that the action of the
crew might have been influenced by a visual,
ilusory effect preduced by a shallow layer of
dense fog, combined with the refative position
of the sun,

RECOMMENDATIONS

The Safety Board is concerned about the fre-
quency of accidents which occur during landing
approaches under adverse weather conditions,
This concern prompts the Board to urge the
Federal Aviation Administration to increase the
atteation being focesed upon possible salutions
to this problem,
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The Board recommends that the Federal Avi-
ation Adminisiration (FAA) ensure the wide-
spread dissemination of Advisory Citculars and
Air Carrier Operations Bulleting which empha-
size the hazards associated with weather condi-
tions charucterized by a partial obscuration
caused by shallow dense fog, The Board further
recommends that the FAA review existing mate-
rial rclated to such hazards for adequacy in
Jdescribing the visual, illusory effects which may
confront a pilot when descending into such con-
ditions,

The Board supports the FAA in the issuance
of a Notice of Proposed Rule Making 72-17
entitled Landing Minimums on July 20, 1972,
and recommends expeditious action in incor-
porating those changes to the Federal Aviation
Regulations which will restrice the Part 91 Oper-
ator from iniviating an approach when the
reported visibility is less than the specified land.
ing minima,

INVESTIGATION

The Gates Learjet Model 25, N658TC was
owned and operated by the Tandy Corporation,
Fort Worth, Texas. The purpose of the flight on
January 18, 1972, was to transport scven passen-
gers from Fort Worth to Victoria, Tewas, At
0604 c.s.t.,t the pilot of the aireraft had been
bricfed on the current and forecast weather for
the route of flight by the Fort Worth Flight
Service Station and had then filed an Instrument
Flight Rules (IFR) flight plan to the Victoria
County-Foster Airport at Victoria, Texas (VOT),
He estimated a time en route of 45 minutes and
specified 3 hours of fuel on board the aircraft,
The designated alternate airport was Austin,
Texas,

The aircraft departed from Meacham Field at
0704 and climbed to Flight Level { ¥L} 290 ¢ s
clearcd by the Fort Worth Air Koute ‘Traffic
Control Center (ARTCC). At 0732, the Hou

VAIL times used are centrol standard time, based on the
M-hour clock.,

3 Approximately 29,000 feet mean sea lovel {mas.l).

ston ARTCC cleared N658TC to start 4 descent
to FL 240; 3 minutes later, N658TC was cleared
to descend to and maintain 10,000 feet and to
report leaving FL 240, and was given the current
VCT altimeter setting of 30.03 inches, At 0739,
N658TC reported leaving 15,500 feet and was
further cleared to descend to and maintain
5,000 feet, At 0740, the VCT 0718 special wea-
ther obscuvation was transmitted to N658TC as
follows:
Sky partially obscured, two thousand scat-
tered, estimated cight thousand broken,
one-quarter of a mile visibility with fog,
wind calm.

N&58TC replied, “Tango Charlie, Roger, we'll
go take a look at it stay with you.”

N658TC reported out of 9,000 feet at
0741:10 ond out of K.000 fect at 0741:40. At
this time the aircraft was cleared by the Houston
ARTCC for the approach to VCT?., At 0744,
Hoaston ARTCC queried N6SHTC about the
weather as it looked from their present position,
NG58TC replied, *Tango Charlie, we can’t tell,
we're still at three thousand feet,” Houston
ARTCC inforimed NGS8TC, “ Radar contact is
lost five miles northwest of Victoria, » and
askcd for the aircraft altitude, The pilot replied,
“Three -housand Tango Charlic.” No further
radio transmissions were received from N658TC,

Two witnesses, who live near the approach-
zone area, heard an aircraft and noted that there
were ho unusual sounds other than that the air-
eraft sounded low and loud, They then heard a
loud noise ccincident with a rumble that shook
their house, Their slectric lights went out and
they later noticed that their vlectric ciock had
stopped ar 0745, After a scarch in heavy foy,
they located the aireraft wreckage about 1,400
feot southwese of theiv bouse, They stated that
it wan so foggy tifat they could sec only about
100 teet,

The acctdent site was 1.7 nautical miles from
the approach end of Runway 121 and about

The landing minima for o VOR nonpreciston approach to
Runway 121 are 400 fect cciting and 1 mile visibility Vor the
Gates Learjet type sirerafd.




1,800 feet left of the canterline projected from
the VOR* facility to «d the runway. (For
details sce Appendix B.) The aircraft was almost
completely demolished by the surface impact
and subsequent ground fire, All occupants in the
aircrafu were fatally injured,

All major structural components as well as all
control surfaces wer: accounted for in the
wreckage. The compressor and tutbine stators of
both engines sustained considerable rotation
damage. The interstape bleed valves and inlet
guide vanes were opea,

The dumage to many of the aircraft’s systems
components inflicted by impact forces and sub-
sequent postimpact fire was so extensive as to
preclude a positive determination of total sys-
tems capabilities ac the time of impact,

The landing gear hydraulic sclector valve was
in the gear retract position as was the landing
gear control kandle.

The Pitot and static pressure systems were
completely distupted by airaaft breakup and
ground fire. There were no obstructions to any
of the recovered static pore plates and the Pitot
heads.

Most of the aircraft flight instruments, incls -
ding both of the panel mounted barometric alti-
meters, were recovered, Both altimecers were set
at 30.03 inchas Hg. The altimeter on the pilot’s
pancl was a servo-driven unit which required a.c.
electrical power for operation. When examined
by the Board at the facilitics of the manufac-
turer, Intetconinental Dynamics Corporation,
the altitude-encoding module was found to be
in a position corresponding to an output-coded
altitude of 100 feet ms.l, This output is based
apon the standard sea level pressure 29.92
inches Hg., and sivce the output is resolved only
to 100-foot increments, a t50-foot tolerance
resulis, The fustrument was capable of operation
upon application of clectrical power,

The copilot’s altimeter was examined by the
Board at the facilities of the instrument division

e ry high frequency omniditectionad radio ringe,
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of Lear Siegler, Inc., the manufacturer of the
unit. Impact dasnage precluded a determination
of the instrument reading at the time of impact.
There were no defects noted during disassembly
which would have affected the instrument’s
performance during flight,

The altitvde alert module, which worke! in
conjunction with the pilot’s altimeter, Yad 4
selected alert altitude of 1,400 feer. This setting
cauld not be related to the altitudes specified in
the approved procedure for the subject
aporoach,

The aircraft was also equipped with a radio
altimeter system. The face and the rransceiver
for this unit were not recovered, The minimamn
altitude sclector panel ¥ was recovered and indi-
cated that an alticude of 426 $45 feet had been
selected.

The aircraft weight and center of gravity were
calculated to have been within the prescribed
limits.

The aircraft’s maintenance history indicated
that it was being maineained in accordance with
prescribed standards.

The crewmembers were certificated and qual-
ified to conduct this operation. A post-mortem
examination of the flight crewmembers revealed
no cvidence to indicate any preexisting discase
or condition that would have affected the por-
formance of their duties. Both crewmembers
had adequate periods for rest prior to flight.

The Air Traffic Control Specialist ac the
Flight Service Station, Fort Worth, stated that
he had bricfed the pilot of N658TC by sclephone
giving the weather for Victoria, Palucios, and Aus-
tin, Texas. The information used for the Victoria
weather was, in part, as follows:

Period

VT Terminal Forecast For The

N500-1000

800 feet scastered clouds, ceiling 2,000 feet
overcast, variable to ceiling 800 feer, broken

s -

“Ihe radio altimeter minimum-altitude soloctor panel pro-
vides for a selection of the height sbove terraln st which a vissal
warning is presented.




clouds, 2,000 feet overcas, visibility 3 miles

with light drizzle and fog, chance of light rain

showers.

At 0720, an amended forecast for VCT was
issued by the National Weather Service and was,
in part, as follows:

0720 - 05500 partial obscuration, ceiling 8,000

fect broken clouds, visibility 1 mile, ground

fog, variable to ceiling 200 feer obscured, visi-
bility one-half mile, light drizzle, fog, chance
of light rain showers,

This weather forecast was not available to the
pilot of NG58TC.

The pilot had neither requested nor received
any additional weather information until 0740
when the 0718 VCT weather was provided to
him by Houston ARTCC. The following are
selected surface weather obscrvations for VCT
made by the Nationa! Weather Service at the
times indicated:

0718 Special - sky partially obscured, 2,000
feet scattered clouds, estimated 8,000
feet broken clouds, visibility 1/4 mile,
fog, wind calm, altimeter sctring 30.03
inches, fog obscuring 1/10 of the sky,

0755 Sky partially obscured, 2,800 feet
scattered clouds, estimated 9,000 feet
broken clouds, visibility 1/8 mile, fog,
temperature 58° F., dew point 57° F,,
obscuring 1/10 of the sky.

It was determined that at the time and place
of the accident, the sun was 4° above the hori-
zon and would have been 26° south of case or at
an azimuth of 116°,

The approach chate for the nonprecision
approach to the Victoria County-Foster Airport

depicts an inbound heading of 124° to be flown
to the VOR, with a specificd crossing altitude of
1,000 feer, After station passage, descent to the
minimum descent altitude (MDA) of 400 fect is
authorized on a heading of 124° to the airport.
If visual contact with the runway is not estab-
lished when the pilot reaches the designated
misscd-appreach point, as obtained from clapsed
time measurement, he is expected to initinte a
missed-appreach, climb the aircraft to 1,600 fect

ok et ia i Wi AL S SRR B K LT Ly

m.s.l., and continue cutbound on the VCT VOR
radial of 124° within 10 nautical miles. A
Hight check of the ' "R facility indicaced that it
was opcrating satisfactorily subscquent to the
accident.

The airport is cquipped with a rotating
beacon, high intensity runway lights, and high-
intensity approach lights. All of thesc lights were
operating at the time of the accident,

ANALYSIS AND FINDINGS

The preflight activities were normal and the
flight was operationally routine until 0740, At
that time, the pilot was informed that visibility
at the destination airport was 1/4 mile in fog,
which was considerably less than the 1 nautical
mile minimum for which landing Is authorized,
The pilot expressed his intention to execute an
approach and the accident occurred during this
approach.

Although the precise time of impact could
not be determined, at 0744, the position of the
aircraft was established as 5 nautical miles north-
west of the VOR and descending through 3,000
feet. It is cutimated that the aircraft would have
taken ac least 2 1/2 minutes to traverse the
approximate 6.5 nautical miles to the impact
site. This would place the aircraft in a descent of
abrut 1,200 feer per minute with impact oc-
carring at 0746,

Examination of the aircraft structure revealed
no evidence of an in-flight failure, malfunction,
or other abnormality which would have caused a
loss of the pilot’s ability to cortrol the aircraft,
The engines were operating at the time of
impact., The impact attitude was indicative of
that which would have resulted from an instine-
tively initiated evasive mancuver. The position
of the landing gear hydranlic seloctor valve and
control handle indicated that the gear was
retracted or in the pracess of retraciing when
impact occurred.

The aircraft was equipped with two baro-
metric altimerers connected to independent static
systems, Detailed examination of both altimeters
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revealed no evidence that they were not capable
of operation at the time of impact. The position
of the gear mechanism in the pilot’s servo-driven
unit when related to an altimeter setting of
30.03 inches Hg, indicated a dial rcading of
between 150 feet and 280 feet m.s.l.

in view of these findings, the Board con-
cludes that the causal factors of this accident are
within the operational arca associated with the
conduct of the approach and particularly with
those insidious circumstances that migh: have
caused a qualified, experienced pilot to continue
a descent which resulted in impact with the
ground.

The existing weather was characterized by a
partial obscuration caused by fog, with higher
scattered and broken cloud layers, The weather
conditions, obsetved from the ground less than
10 minutes after the accident, were given, in
part, as: fog obscuring 1/10 of the sky with hori-
zontal visibility restricted to 1/8 mile. This com-
bination of a low percentage of partial
obscuration and the low visibility implics that
the fog, although dense, was sufficienely shallow
that the predominant portion of the dome of
the sky was visible. Based on available data, the
depth of the fog layer is estimated o have been
between 300 and 400 feet.

Therefore, the aireraft was in the clear during
the descent after passing the base of the scattered
clouds (2,800 feet) until reaching the approxi-
mate altitude coinciding with the MDA, It is
probable that the pilots could see the ground
surface during this portion of the descent, The
actual amount of the visual ground guidance pat-
tern® that a pilot receives as he descends toward
a shallow fog layer is dependent upon visual
range, cockpit cutoff angle, and the position of
the aircrafe. Past studies 7 have indicated that
the guidance segiment decreases as the aircralt
approaches the fog, with a sudden reduction at
the instant of fog layer penetration. This pre-

o -

s

® Visual ground guldance pattern and guldance segment sefor
to that portion of the ground which is visible o provide cucs or
which pdot judgment and reactivns are based dnring visual flig'st,

T Adteraft Accident Repart, Picdmont Airlines Fairchild Faller
2278, N712U, Charleston, West Virginia, August 10, 1967,

sents a particularly hazardous situation since the
pilot may develop a false sense of security and
fail to recognize the impending loss of forward
visibility and ground refervnce, Also, it has been
shown that the sudden reduction in visual range
on entering the fog may be misinterpreted for a
pitch change in the roseup direction, an itlusion
which may cause a delsy in the pilot initiated
action to arrest the aircraft rate of descent.

it is believed that in this accident the neces-
sary transition from visual to instrument flighe
may have been further impaired by the relative
position of the sun. At the time of t'  accident,
the sun was 4° above the horizon and within 15°
of being ditectly ahcad of the aircraft. That the
sun was visible as the aircraft approached the fog
can only be surmised. If such was the case, the
visual accommodation to revert to instrument
reference would have contributed to a delay in
the pilot’s reaction,

From the last voice-communication.
referenced position, 5 miles northwest of the
VOR, it would be expected that the pilot would
have descended to the initial approach altitude
of 1,000 feet and would have intercepted the
inbound radial of 24", After passing the VOR,
the approach procedure is to descend to the
MDA, specified ay 400 feet musl. Further
descent is not authorized until markings clearly
identifiable wich the approach end of the run-
way are visible. The Board believes that the
crew, having visual contact with the ground and
failing to recognize impending loss of the guid-
ance segment, was not overly concerned with
vertical refevence until the aircrarc approached
the top of the shallow, denze fop layer, very
close to MDA, 1t is unlikely that the crew could
have identified approach lights or other mark-
ings associated with the sunway at this time in
the approach. Upen entering the fog layer, the
crew certainly lost all forward visual reference,
The Board belicves that the illesion of a pitchup
and the difficulty in accommeodating to instru-
ment refercace caused the pilot vo delay actions
which would have arrested the descent at a safe
level.




This accident cmphasizes the necessicy for
maintaining altitude awareness throughout an
approach regardless of the presence of visual
reference. The Board believes that this accident
would not have occurred if the crew had
adhered to optimum procedures and observed
MDA penetration criteria in the conduct of the
nonprecision approach.

Pecause of the rapid development of fog at
Victoria, the surface visibility at arrival time was
considerably less than had been anticipated by
the pilot by mcans of the forecast provided to
him during the preflight bricfing. While the
flight was en route, an amended forecast had
been issued, bue the pilo: did not have advantage
of thac information.

If the preflight forecast had indicated that
the visibility at Victoria was expecied to drop to
between one quarter and one-cighth mile in fog
by arrival time, it is conceivable that the pilot
might not have initiated the flight, or might have
planned his flight to the alternate destination,
Regardless of the forecast, however, the pilot
was informed that the visibility had dropped to

1/4 mile in fog prior to the initiation of the
approach. The Board belicves that the pilot used
poor judgment in attempting the approach
under the weather conditions which prevailed.

PROBABLE CAUSE

The National Teauspostation Safety Board
determines that the probable cause of this
accident was the lack of altitude awareness on
the pavt of the flightcrew while descending into
known weather conditions which  were
conducive to a rapid deterioration in forward
visibility. Tlic Board believes that the action of
the crew might have been influenced by a visual
illusory effect produced by a sh-llow layer of
dense fog, combined with the relative position
of the sun.

RECOMMENDATIONS

The number of accidents that have occurred
during recent years which have involved an
attempted landing approach in weather condi-

tions wherein visihilitics near or below specified
landing minima is a matter of utmost concern to
the Safety Board. The Board has previousty
made recommendations to the FAA. These
rccommendations have related to regulatory
changes, improved pilot training aids, the prom-
ulgation of information regarding specifically
defined hazzrds, and the development of vertical
guidance and ground proximity warning hard-
ware, This accident reemphasizes the need for
improvement in these areas. The Board. there-
fore, urges the FAA to reconsider all these
previous  recommendations  for  immediate
implementation,

As a vesult of this accident, the Safety Board
recommends that:

The FAA ensure wideypread dissemination
of information to pilots in all segments of
aviation regarding the potential hazards
associated with weather conditions charac-
terized by a partial obscaration of the sky
capsed by a shallow layer of dense fog,

‘The Board acknowledges the FAA's issuance
of Advisory Circulars No. 91-25A, and No.
90-60 bnth of which provide information regard-
ing the loss of visual cucs during low visibility
landings. The Board Lelieves thar a more
detailed training.aid should be publiched which
describes the visual illusory cffeces that can be
produced by descent into shallow fog,

The Board notes and suppores the FAA in its
issuance of Air Carrier Operativns Bulletin No.
719, which c¢mphasizes the common  faults
noted in nonprecision approaches and proposes
several recommendations to  chiminate such
faults. The Doard bolieves that this type of infor
mation should be promuigated to the general
aviation public,

The Board also notes and supports the FAA's
Notice of Proposed Rule Making 7217 entided
Landing Minimums which was issued July 20,
1972, and recommends expeditious action in
mcarporating  these changes to the  Federal
Aviation Regulations which will restrict the Part
91 operator from initiating an approach when
the reported visibility is less than the specified
landing minima.
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APPENDIX A

CREW INFORMATION

The designated pilot for the Learjet, N6SETC, was Glenn Alvin Clifton, aged 52. He held a

Commercial Pilot Certificate No. 229959, with aircraf: single- and multiengine land and instrument
ratings, with current title as the Chief Pilot for the Tandy Corporation. His latest Federal Aviation
Administration second-class medical certificate was dated October 26, 1971, with the Hmitation

that the holder shall possess corrective glasses for near visiun, He indicated he had a total of 15,500

) pilot flying hours on the application for this certificate. He had type ratings in the Lockheed Model
18, Le :rjet Model 23/24/25, He had obtained the Learjet 25 type rating on November 6, 1969,

The designated copilot for the Learjet, N658TC, way Cecil Swanner Gibsou, agrd 25, He held a

Comriercial Pilot Certificate No, 1518479, with aircraft single- and multiengine land and

inscrument rutings, His lutest Federal Aviation Administration first-clyss medical certificave was

dated November 30, 1971, with no limitations listed. He indicated ke had a total of 2,100 pilot
flying hours on the application for this certificate.

S e e m—— b it vt

praceding page Slank




APPENDIX B
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