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File No. A-0001

NATIONAL TRANSPOR1ATION SAFETY BOARD
WASHINGTON, D.C. 20594

ATRCRAFT ACCIDYNT REPORT
Adopted: Mavch 10, 1976

AEROTRANSPORTES ENTRE RIOS $.R.L.
CANADAIR CL-44-6, LV-JSY
MIAMI INTERNATIONAL AIRPORT
MIAMI, PLORIDA
SEPTEMBER 27, 1975

SYNOPSIS

At 0600 e.d.t,, September 27, 1975, Aerotransportes Entre Rios
Cargo Flight 501/90, crashed while attespting a night VMC takecff from
runway 271 at the Miami Internatfonal Adrport, Miam{, Florida. The
sircraft did nét become airborne, and the pilot attempted unsuccessfully
to reject the takeoff. The aircraft ran off the depariure end of the
Yunwey and crashed on the west bank of a canal, about 950 ft. from the
departure end of the runvay. Six of the ten persons sboard were kilied.
Two crewmembers and two passengers survived the accident. The aircraft
was destroyed by impact ard fire. The aircraft atruck and destroyed an
automobile; one occupant of the car was injured.

The MHaticnal Transportation Safety Board determince that the
probable cause of the accident was an attempt to take off wirh or external
makeshift flight control lack on the right elevator.

1. INVESTIGATION

1.1 History of the Flight

Aerotransportes Entre Kios (AER) Flight 501/90 was a scheduled
cargo flight from Miant, Florida, to Buenoas Alres, Argentina, with
intecwodiate dtops at Panama City, Fanama; Lima, Peru; Santa Cruz,
Dolivia; and Asuncioa, Paraguay. A crew of six and four passengers
were aboard; the passengers were accompanying the cargo. AER is a
forefgn air carrfer operatfix under the provisions of 14 CFR 129, The
flightcrew had filed an instrument flight rules (IFR) flight plan to
Panama City with the Miani Flight Service Station.
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Atout 0555, 1/ the flight was cleared to taxi frow the northwest
cargo orea of Miaml Interaational Airport to runway 27L, and when the
aircraft reached the takeoff end of the runway, the local controller
cleared the flight for takeoff.

The local controller saw the aircraft begin the takeoff run,
“e continued to watch the aircraft until it was abour half way down the
runwa s, 9. which time his attention shifted to other alrcraft requiring
tower assistance. When he looked back toward runway 27L, he could not
see the alrcraft and was still looking for it when the ILS localizer
alarm sounded. Then he 24w a fire at the west end of the airport; at
0000:20, he activated the crash alarm signal to the atrport fire depart-
ment, :

Four witnesses saw the alrcraft during fts takcoff run. One
gaw the takeoff from start to impact; the other three witnesses saw the
afrcraft after it reached the last one-third of the runway. They unant-
xcusly stated that there wao no fire or explosion until 2fter the aircraft
left the paved surface of the runway.

The witnesses who saw the aircratt in the last th!rd of the
runvay, said that the afrcraft was traveling at a high rate of speed,
and that englne noise was loud. One witness stated that he saw the
nosewheel in the air, but that later it was lowered to thea ground. The
other witneases saw the a‘rcraft slightly favther along the runway, saud
they astated that all three landing gecrs were rn the ground,

The witness who saw the entire takeoff run sa.d that the
nosewheel did not leave the ground and that as the aircraft passed his
position, which was about 2,000 to 2,500 ft. fron the departure end of
the runway, he heard the engine noise “cut,” a “popping sound,” and then
the engine noilse increased to a higher level and remained at: that level
until impact. The witness believed that the pilot rejected the tekeoff.
Other witnesses ailuded to the popping sourd and the change fu the level
of engine noise,

A surviving pilot was standing behind the captain during the
takeoff run., He sald that everything was normal on the takeoff run
until the aircrait reached rotation speed (VR). The captain tried to
rotate the aircraft, but it did not respond. The captain remarked: ''We
are staying on the ground, we can't take off." About 2 or 3 seconds
later, the survivor heard reverse thrust and the brakes beiung applied.
He believed that the captain either pulled or forced the controls bdback
before he attempted to reject the takeoff.

The surv’vor believed that the raverse thrust scunded normal,
and he felt the afrcraft decelerate. He did not remember seeing the

1/ All times herein are eartern daylight, based on the 2. -hour clock.
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amber runway lights during deceleration, but he did recali that the
remaining runway wvas short when reverse thrust was aprlied. When he saw
the fence at the end of the runway, he ran back to the ca®»in and braced
hinself against the aft side of the galley.

After the aircraft left the runway, it struck the ILS localizer
monitor structure and continued through the ILS localizer antennae
array.

Wheeli tracks, from the runway onto the sod, were commensurate
with the three landing gears of the aircrrft. These tracks continued
for R79 ft. to ar irrigation ditch adjacent t~ the airport perimeter
road. The left main landing gear collapsed at the irrigation ditch.
The aircraft continued beyoand the irrigaticn ditch, across the imner
perimeter, through & steel wire fence, across the nuter perimeter road
wvhere it struck a parked car, and came to rest on the west bank of a
canal. The aircraft was destroyed by impact and the ensuing fire.

On the evening of September 26, when the inbound {light was
parked for custoss inspection, the incoming flight engineer installed an
external control lock on the right elevator. The lock was installed
because the right elevator gust lock hydraulic actuating cylinder of the
internal gust lock system had been removed so that a fluid leak could be
repaired. Ground service witnesses saw the external lock being installed:
however, there were no witnesses who saw the lock being removed from the
aircraft befor: it aeparted as Flight 501/90.

The accident occurcred at night, and at an elevation of 9 ft.
The geographi< coordinates of the accident site vere latitude 235° 47' N, -~
longituda £0° 17' 4,

1.2 Infuries to Persons

Injuries Crew Passengers Othex

Fatal ‘ 0
Nonfatal 1
None

Dacage to Adrcraft

The aircraft was destroyed.

1.4 Other Damage

The ILS localizer mohitor and localizer antennae for runway 9R
vere destroyed. A section of chain link fence at the airport's western
boundary and a guard rail at the perimeter road were dssaged. A vehicle
parked on the perimeter road was destroyed.




1.5 Crev Informatinn

. Because, of the duration of the planred flight, the company
used an sugmented flightcrew of three pilots, two flight engineers, and
a loadmaster. o '

All the crewmembers were qualified and certificated in accordance
with existing rules and regulations of Argentina. The captain was
flying the aircraft. (See Appeundix B.)

1.6 Aircraft Information

Afreraft LV-JSY, a Canadair CL-44-6 Yukon, was registered in
Argentina to Aerotransportes Entre Rios, S.R.L. The afrcraft had an
Argentine airworthiness certificate (No. 4581) which was issued April
14, 1975, and would have expired April 14, 1976. (See Appendix C.)

The ail:craft was loaded with a cergo of aircraft engines,
automobile and tractor paris, and perfume, The perfume, a flammable
HaAauid and clacsified as a dangerous article, was properly packaged,
rarked, and labeled.

Accordirg to the weight and balance manifest, the total cargo
weight on LV-JSY was 13,021 1lbs. All the cargo recovered was weighed;
the .ecovered ~argo weighed 10,677 1bs.

AER procedures required that the firat officer fill ont the
weight aud balance manifest. The computed weight and balance for this
flight weve 169,161 1bs, and 22 percent MAC. The maximum allowable
gross takeoff wefght was 205,000 lbs. and the center of gravity limits
ware 17 to 3] percent MAC,

When the weight and balance were recomputed, thay ware found to be
within prescribed 1infcs although the first officer had incorrectly
computed the moment 7 rm for compartments I and K., The aircraft had
60,000 1bs. of Jet-A fusl aboard at takeoff.

1.7 Heteoroiogical Inforuation

The official National Weather Service observations Irmediastely
before and after the accident read, in part, as follows:

0351 - thin scattered clouds at 25,000 feet; visibility--10
miles; temperature--75°F; dew point-—-72°F; wind--340° at 5 kn;
altimeter setting--29.96 in.Hg.

0603 - scattered clouds at 2,000 feet; scattered clouds at
25,000 feot, visibflity-~-8 miles; tenperature--75°F; dew
point--72°F; wind--360 at & kn; cltimetar setting--~29.96 in.Hg.
(aircreft mishap)




The accident occurred in moonlight under scattered cloud:.

Aids to Navigation

Not applicable.

Comenunications

There were no pertinent communication discrepancies reported.

1.10 Aerodrome and Ground Facilities

Ruaway 27L 1is asohalt surfaced and grooved, and 1s 9,349 ft.
long and 150 ft. wide. The runway was clear and dry and had been steam
cleaned on September 14, 1975, The high intensity runway lights were
11luminated, The last 2,000 ft. of the runway lights are color coded
amber.

The localizer nonitor structure, located 400 ftr. from the
departure end of runway 27L, consisted of wooden monitor detector vnoles
mounted on a cross-frame structure of 4- by 4~{nch tiwbers.

The localizer antennae arvay, Jocated 554 ft. from the departure
end of the runway, consisted of eight loop-type antennae mounted on a
metal platform. The platform was anchored in eight concrete foundations
toe insure antennae rigldity. The concrete foundations extended about 1
ft. above ground level,

1.11

Ro flight recorders ware inatalled in this aircraft. 14 CFR 129
doer not require a flight rccorder to be {ustalled; nowever, Annex o,
Part I to the Convention of International Civil Aviation, Par. 6.3.1
requires the installation of a flight data recorder for accident investi-
gations as a standard for turbopropeller afrcraft engaged in international
comietce. The Govrernment of Argentina has signed this Annex and has nou
published an exception to compliance with Par. 6.3.1.

1.12 Wreckage

The empennage came to rest on tho east bark of a canal 961 ft.
from the departure end of the runway. The fuselage was across the
canali and the center section, wingas and engines were on its vest uank.
The fuselage forward of the wing, the cargo in the cabin, and the
occupants were found west of the canal. (See A-pendix D.)

The inboard and outboard flaps of both wings were damaged by
jmpact and fire. The left flap outboard actuator was extended about 12
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fnches which compared to 15° of flap extesnsion., The needle of the flap
positicn indicator was 3/4 iach from the word "up." The recormended
flap satting for takcoff was 15°.

The gust lock control valve, located in the upper rear corner
of the uosewneel well, was recovered. All lines were broken, and the
&ctuating lever was still attachcd. '"he lever was found rorated forward
past the "off" stop. The actuating cylinder for the right elevator gust
lock had been removed and both hydraulic lines were capped securely with
atandard caps.

There was no evidence to indicate a failure of the aircraft's
systems, structure, or powerwlantr before the aircraft ran off the
runvay's surface,

About 40 percent of the left nosewheel tire tread was found on
the runway about 5,600 ft. from the departure end. The tread separated
from the tire carcass, but the tire was not blown out.

A wocden external elevator control lock was recovered from the
canal, floating in midstream nbout 40 ft, north of the fuselage wreckage.
The control lock was recovered after t*:» wreckage had been removed from
the canal., One side of the fjround control lock assembly was unburned
while the other side was se¢verely burned. There war no fabric streamer
attached to the control loc). when 1t was recovered from the canal.

1.13 Medical and Pathclogical Information

The deceased occupaats sustained multiple, severe trauratic
injurifes., Hone of the deczased had becn burned.

Toxicological tests of the captain and the copilot were negative
for alcohol, acid, alkaloid basic drugs, cyanide, auphecamines, oplati.s
and barbiturates. The tests of the remailning occupants were negative
for elcohoi and acid ana basic drugs. No significant levels of carbon
monoxide were found.

1.14 Fire

Upon their arrival at the scene, the alrport firefighters ssv
five on the surface of the canal water and arcund the wings and fuselsje.
The fuselage sppecred to be generally intact and spanned the canal. At
0620, the five was under control and at 0700 all fires were out.

1.15 Survival Aspects

This accideat was partially survivable. Seat tiedowns failed
throughout the aircraft; two seatbelts failed; the sircraft structure
wes compromised; and, the occupants were ejected from thelr compartmants.
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The cockpit and cabin were destroyed. The surviving flight
engineer occupied the radio operator'’s seat which was located behind the
senior flight engineer's seat. The survivor's first indicatjon that
sonething was wrong was when he was thrown againet the {light enginear's
gseat while the aixrcraft was moving. Be did not remember the aircraft's
stopping, nor did he remember being in the wreckage,

The two s.¢iving passengers did not use thelr seatbelts; one
wae standing in the cabin and the other was seated facing rearward in
the double aft-facing passenger seat. One {atally injured passenger was
seated iIn an aft-facing seat and was wearing r seatbelt,

1.16 Tests and Rusearch

The wheel brake assemblies were examined; the lining segmentr
had no abrormal wear, There was no evidence of overheating, fallure, or
lcakage on any brake assembly; and tlie wheel bearings rotated freely.

The eight anciskid units were examined; two units were tested
functionally and the remaining six were partially disassembled to
determine their capebilfities. Postaccident findings included smpact
danage to the flywheel bearing race support posts, burned tires, and
water and sand inaide the wheel shellos. No preimpact damage vwas found
that would have caused the unita to malfunction,

The following conditions affected the aircraft's taleoff
performanca:

Takeoff grosz weight 169,321 1bs,

Center of grevity
Flald alevation
Runway length
Teuperature

Wind

Runway dirvection

19.8 percent HAC
9 fr, =.2,1,
9,349 ft.

75°F.

340°/4 kn

270°

The Safaty Board computed the tekeoff performance based on the
following menufacturer's data,

Critical engine spaed (Vi) 108 KIS

Rotatfon speed (VR) 119 KJAS

Liftoff speed (Vipp) 123 KIAS
a. Diletance to - Vigp 3,450 ft,
b. Tiwe to - Vigr 31.5 sec,

Haximum crefusal speed (MRS) 2/ 139.5 KIAS
a. Diotance to HRS 4,490 ft.
b, Time to MRS 36 sec,

2/ Maximum refuszal speed 1e the indicated speed to which the aircraf:
can be accelerated and atiil stopped on the remaining runway. 'fle
length of runway 271 was such that the aircraft could have accelevated
to a speed grester than liftoff speed (Vigp) and still stopped on the
Yunway.
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Other Informat lon

Gust Lock Information

Oa Septemter 15, 1975, naintenance persounel rewoved the
hydraulic actustor for tha right elevator's internal gust lock; the
needed repair becauze of & fluid leak. The mechanism had nnt been
replaced at the time of the accident,

The canadair CL-44-6 aircraft is equipped with elevator control
surfaces thac are free floating--thelr movements result from the aerodynamic
reaction to traf'ing edge servo tubs. Each elevator moves indesendently
of the otoer, and 1ts travel is Jimited by control atops.

The primary flight controls are mechanically ccnrected to the
servo tabs which cun the length of each elevator control surfaca'a
trailing edge. Moverent of the control column actuates the servo tabs
viaich, 1In reacting to aevcdyninic pressure, move the associated control
surfaces. Since only the servo cabs are positioned by movement of the
control coluzm, the system pernits the control column to coperate freely
through its eatire range, even with an external gust lock inserted.

The airecraft also iv equipped with an internal gust lock
systen, which, when engaged, lccks the control surfaces to prevent
damage by wind buffeting. When any control gurface 1s locked, a wmicvo-
guttch, sounted on the locking actuator, operates the amver mester
cautiop lights and the surface lock windows on the annunciator panals,
These lights will remain {1lusinated untii all control surfaces are
unlocked. The gust lock lever is interconnected with the engine power
levers so that takeoff power cannot be applied to mere than one engine
on each side when the gust lock lever is in the "locked" positions,

According te the CL-44-86 operating manual, the flight controls
~uct be uniocked during the prerakcoff checklist and the flightcrew
should cbserve the control positions on the indicators. With an external
gust lock irstalled on the right elevator, relcasing the internal gust
lock would permit ~he left elevator to droop down whila the right elavator
renadned faired with the horlzontal stabilizer. The indilcators worid
gshow thzse positfions.

The external elevator control lock wias 10t produced by the
aireraft manufacturer. The manufacturer firsc bucame aware of the
device duving the investigatiun of this acciden’, Such a duvice was not
a part of, nor included in, the certification c¢f the alrcraft.,

AER personnel stated thit there are no written standard operating
procedures spoverning the carriaga, stowage, installstion, and rewmoval of
erternal elevator control locks. They did stace, however, that tha Jock




is only carried on au aircrafi when thaere is a wmalfwction of the Inbernal
conerel lock mechanism and the imstallacion of the external type lock is
raguived to protect the elevator from wind damage while the alrverafi ls
¢n the ground,

Ragardiess of when the externsl guat lock was dnstalled on the
elevator, an informal company procedure diracted the flight engineer who
insctalled the lock to leave a mote for the oncoming flight engineer.
Thic note was to be affixed to the flight engineer's imstrument panel to
inform him that an external control lock had been installed. When the
external gust lock was not in use, it was usually stoved between the
crew bunks and the enckpit wall., The senior flight engineer was responsible
for removiag the lock during his preflight inspection of the aireraft
and for stowing it properly. |

NS
S R T R e P A S

The flight engincer on the inbound flight to Miami stated that
only one external elevator control lock was on the aircraft and that he
instalield 1t on the vight elevator after the aelrcraft was parked for
customs inspection., He prepared a note which stated that the lock was
in place; he affixed the note to the stem of the clock on the flight
engineer's instrument panel. A ved fabylc streamer was on the lock and
in place when the lock was installed,

A ground service mechanlc sew the lock belng inetalled and
pald that the lock was still Lo place when the alrcraft was cowed from
the gate to the cargo area. He did wot see the streamer, He saw the
oncondng £light englneer make his walk-around inspectlon, but did not
gee him vemove the lock nor did ke see any laddevs in the vicinlty of
the sireraft's horizental stabilizer,

Au AER employee saw the gust lock on the vight elevator while
the aireraft wos belng loaded in the cargo area, and aaid that there was
a streamer attamched to the lock. lle advised the oncoming flight engineer
ghat the external pust lock was installed when he brieied luim on the
asircraft's status. The flight engincer acknowledged this informatlon.

When the surviving flight englneer of Fliight 501/90 came to
tho cockpli, bé saw the sendor f£light engineer making his checks; he did
not ace a note om the flight engineer's panel clock. He balieved that
¢he zentor fiight engineer made the walk-around fuspection alonz and did
not use 3 ladder during this check, He did not see an external control
leck on the alrcraft mor did he see It inside the aircraft.

5k

Performance Restriction

serkbsihaA

«
S

According to the alrcraft manufacturer, the total elevator
affectivenssn with the right elevator secured by the external coantvrol
lock would have buen reduced to about 40 percent. Under these conditions,
austming chat the pilow used the normal rotation procedures of pulling
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51790 that the leck wan installad. Hevaral days afeor thae accident,
the lock wes recovered from the cawal, Had the loch been stowed In the
cabin, the Safety Boavd would heve expectsd to wecover 1€ on ¢he west
bank of the canal with the cabin contentes., The fire demage to the lock
indicated that it was exponed to fire vhile floating in the water.
Cunsequently, the Safety Board concludes that the lock was installed
vhen the aircraft crashed,

The takzoff performance of the sireraft spperently was normal
uintil the captain ettempted to rotate Lt and to fly it off the ground., His
coumsnts about baing unable to take off indicate that he did not know
why he could not rotate. By the time he had determined that he could
not overcome whatever prevanted him from getting the nose of the aircraft
up te the takeoff attitude, he had proceeded too far down the runway to
stop. The procedures used by the captain to reject the takeoff were
earvied out in accordance with the aircraft operating manuval.
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The Safety Bosrd's emamnivetion ot the tires and brakes indicates
that, with the exception of the wosawheel tvead falluve, they operated
normslly and provided the espected braking action. The engines were
placed in revarse thrust in a tiwely manrer and without difficulty. The
surviving pilot felt the eftect of tha reverse thrust and bvaking.

Thora is no svidenca that the atopping capabllity of the alreraflt was
seriounsly compromisad.

The peviorines data lndicste that by the fime the captain
bagan to rajlect the takecff, there was not enough runway left in which
to stop. DBecsune there was no flight recovder data, the SBafety Board
wan waable Lo determine fhe alespesd at which the takeoff wan rajected.
Howaver, by applying normal rescvtion times and by evaluating thy surviving
i Liot’s sratement, the Bafety Board concludes that the takeoff was
rejectad at & speed above 139 ki, Oround witnesses’ stateneants that
the airversft was about tworthivds of tha vay down the runway befora thay
paw or heard a rejected takeoff substentiate tiis coneclusion. Calculations
baged on the normal asccelaration capsbility of the aircrafy indicate
that the sirspeed may have heen as high as 165 ka when the takeoff was
rejected.
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The Safety Board examined the flight control gust ijock system
to determiune how the coatrol lock could have been detectad by ihe flightcrew.
Evidence indiecates that the flight englaeer knew that the control lock
wag on the right elavator. Possibly, he did not see ithe lock during his
visual, external inapsction of the ajrcraft. There is sone evidence to
indicate that the red streamer which was attached to the lock was either
blown out of sight by the wind or becsmé detached before cthe preflight
inspection, ?oasibly, the engineer found the note attached to the
clock, intended to remove the lock later, and forgot it, Based on the
available evidence, hawavax, the Safety Board cannot determine the
reason for the engimeer's failure to remove the lock.
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Later, the pilots had an opportunity to detect the reatricted
movement of the vight elevator during pratakéoff checks. ‘$hen they
veleaséd the hydraulic gust locks during the checks, chey should have
noted the position of the elevacors as depicted on the flight-control
position indlcaters dn the cockpit. With the external lock instalied,
the contyel position indicators would have ehawn the right alevatar to
be in the faired, or trailing, poaition, ar.. the left elevator to be im
the normal trailing-edge-down position,

In summary, the flighterew artempted to take off with an
axternal elevator control lock installed on the right elevator; the lock
was not detected by the flightcrew., The captaln was unable to raise the
noge of the aircraft to a tukeoff attitude because of reduced elevator
effectiveneas caused by the external elevator control lock. By the time
the captain determined that his aircraft could not become airborne, thae
afrcraft had traveled too far down the runway to stop safely on the
pavemen¢., The captain attespted to reject the takeoff but was unable to
stop before striking various obatacles beyond the depaxture end of the
- runway. Impact with these obatacles caused major damage to the aircraft,
and the final impact with the west bank of the canal caused rupid decelera-
tion of the aircrsft, disruption of the major structures of the aireraft,
and an explosion and five. The survival of the two paaaengaxs and two
crewmambers was fortuitous. They vere ejected from the airervaft and
were not trapped in o fire area. The fire department responded quickly
and thelr activities were adequate and timaly,

2.1 Concluisions

(8) Findings

1. The ailroraft was within the prescribed welght
and balasce iimita.

The right elevator hydreulic gust lock actusior had
been removed, which made that part of the internal
elovator gust lock system inoperative.

Au external elevator lock was carried on the
alxcraft. The use of this lock was not part of
the certification of the alrcraft,

The external clavator control lock was installed
on the right elevator after the aircraft landed at
Miami and was still in place after the aircraft
was loaded and taxied from the ramp for takeoif,

The pilots could have detected ine presence of this
lock by referring to the f1ight control surface
position in&icators.
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The pilot was vweabla to rotate ths aivcerafe to the
takeoff attitude,

By the tima tha pilot determined that he ecould not
rotate the alreraft and lnitated proceduras to reject
the takeoff, the airerafe had smocelecated o a speed
which prevented him from stopping on the runway.

The alrcraft styuck & nuanber of obstacles off the
paved area of the ajrport; these impacts resulted
in the destruction of the slrcraft and fire.

{b) Probable Cause

The National Tramsportation Safety Board determines that
the probable cause of the accident was an attempt to take off with an
external makeshift flight control lock on the right eluvator,

BY THE NATIONAL TRANSPORTATION SAFETY BGARD

/#/ WEBSTER B. TODD, JR,
Chalrman

[a/ FPRANCIS M. HcalAMS
Mamber

/8] LOULS M, THAYER
Member

/a/ ISABEL A. BURGESS
Mambay

[al WILLIAM R, HALEY
Mambay

March 10, 1976
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APPENDIX A

INVESTIGATION AND MEARING

1. Investjgetion

At 0635 e.d.t., Saptember 27, 1975, the Nstional Tramsportstion
Safaty Board was notified of the accident. An investigator-ip-chaise
was dicpatched from the New Werk Office of tha NTSB and arrived at Minmi
about 1330, September 27, 1975, where he was joined by investigators
from the Safety Board's Washington Headquarters. The Pedersi Aviation
Administration, the Argentina Bureau of Accident Investigeiion, Argentina
Department Aeyonuves y Technica, Asrotrasnspoctes Entre Rics, Profesaional
Alr Traific Controlleras Organixation, Canadair Limiced, Rolls Royce Aero
Engines, Inc., the Dade County Aviation Department, Dade County Public
Safety Departwent, and the Dade County Mstio Fire Dapartment {Alrport .
Division) perticipated in the fuvestigation. Workiog grouss wera

established for operations, structures, systems, powerplants sand human
factors.

2. Public Hearing

Ho public heaving was held.
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AVPFRDIX B

GREY ENFORMATYON

Tha following data are applicable to the flight crawmembers who
were oparating the aiverafc at the time of the accident.

cgptain_tédma Joss Guerra

Caprain Pedro Jose Guerrcs, 49, was hived by ARR August 4, 1972, He
held Argentine Airline Transport Certificate No. 618 with atrcraft
single engine land (ASEL) and aircrai't aulti-engine land (AMEL) ratings.
He was type rated in Curtise C-46, and Canadair Cl~44 airccaft., His
laat medical examination cortificate was dated Septemher .2, 1975, with
no limitations. Captain Guerrs had flown 11,601 hours, of which 2,352
houry were in the Cl~44. He had flown 715 hours and 53 hours during the
last 90 and 30 days, respactively. MHe had passed his last line check on
Avguet 14, 1975. The captain had been off duty more than 24 hours
before repovting to duty for this flight.

First Officer Richevd lofmann

Fhrse Officer Richard Hofmamm, 30, was hired Dy AER Decewber 5, 1974,
He hold Avgentine Commercial Pilot Pirat-Class Cextificute No, 1176 with
unight, instrument, and AMEL vatings. He wes type-rated as copilot in
Cl~44-5 aiveraft., His lost medical examinstion certificste was duted
May 12, 1975, with no limitations. Tho lret officer had flown 1,876
hours of which 486 hours wera in the Ch-wé~6 siveraft, BDuring the iast
90 and 30 days he had £lown 186 end 46 hours, respuctively. He passed
hie 1sst line check on Auguast 14, 1975. Firet Officer Hofmann had bsen
off duty more than 24 hours before reporting for this flight.

Flight Engineer Carlos DaCruz

Flight Enginecr Carlos DaCruz, 51, was hired by AER August 5, 1971.
‘e held Aegeatine Flight Mechanic's Certificate No. 848 and was qualified
in Douglae C-47, Canadair ClL-44-6, and Lockheed Constellation 1~749
aircraft. His last medical examinatisn certificate was dated Beptember 9,
1975, with no limitations. He had {lown 5,449 hours of which 3,839
hours ware in CL-44-6 aircraft. During the last 90 and 30 days he had
£lown 199 and 65 hours, respectively, Flight Enginger DaCruz had been
off duty more than 24 hours before reporting for this flighe,
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APPENDIK ©

ATRCRAVE INFORMATION

e

LY-J8Y, a Camadair CL-44-6, was rvogilstered in Argentina to
Aerotrenportes Entre Rios 3.R.L. The sireraft had Alrworthiness
Certificate No, 4581 issued April 14, 1975, with an cxpiration date of
April 14, 1376, The Azgentine registration certificate designated
Aerotraunsportes Entre Rios S.R.L. aes the owner of rhe aivcraft,

The aircraft had accumulated 20,108:54 hours in service and a total
of 3,891 landings as of September 23, 1975,

LV-J8Y was powsrad by four Rolls Royce Tyne Modal 515/10 engines.

The engine serial numbers and ctimes in service were as follows:

Engine No, Serial No, Time Since Gverhaul Tims Since N w

5030 1,661 13,372
5044 1,508 14,000
5014 3,307 13,984
5029 1,957 13,854

The propellers were DeHavilland Type PD 228/476/3. ‘the marial
numharg and tilmes in service were as follows:

Propaller No. Serial Ho.o Time Since Overhaul Time Since New

FTAECLATY RN T G WS el e A s e

ha ] H26001 9,456 14,313
HAJ 623816 3,371 12, 301
5AF 624007 2,329 13, 320
407623833 9,877 16,083
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