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EAGLE AIR FREIGHT,

The Accident

At approximately 1800.~ March 8§, 1948,
alrcraft NC-64T722, a DC~3~C, operated by
Eagle Adr Freaght., Inc., a non-scheduled
carrier, crashed on the west slope of Mt.
Hamilton, near San Jose, California. The
crew of two, 1ts only occupants, were
k11led, and the aircraft was destroyed.
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History of the Flignt

The flight departed from Seattle,
Washington, st approximately 1300, March
8, 1948, with a crew consisting of
George 8. Griebel, pilot, and William F.
Grund, co-pilot. It carried 800 gallons
of fuel, but no passengers or cargag,
welghing at the time of take-off 21,963
pounds. At 1615. the flight reported
over Red Bluff, Calafornia, at 12,000
feet, and requested clearance to descend
to and eruise at 10,000 feet. Oakland
Airway Traffie Control granted the re-
quest, and also cleared the flicht to
the Moffett radio range station., 25
miles southeast of San Francisco Munici-
val Airport, San Francisco, Californaa.
At 1715, the flight advised San Fran-
cisco Approach Control that 1t was hold-
ing northwest of the Moffett radio range
station at 10,000 feet. In reply, San
Francisco Approach Control darected the
flight to hold between the Moffett radioc
renge station and a peant 2 minutes
northwest of 1t. At the same tame the
flight was advised to expect clearance
to the San Francisco Municipal Airport
at 1745.

Between 1717 and 173% the flaght,
vhile fiying 1ts holding pattern, re-
celved clearance and déscended from
10,000 to 6,000 feet. At 1741, 1t was
cleared to make a "straight in" approach
to the San Francisco Airport. It was
directed to report when it crossed the
Moffett radio range station and 4,000
feet, and to report again when 1t had
descended below the overcast. A minute

lﬂ.ll times noted 1n this report ars Paclflc Stang-
ard and based on the 24-hour clock.
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later, at 1742, the flight reported
leaving the Moffett radio range station
and 4,000 feet. Though the San Fran-
c1sco Tower called repeatedly, this was
the last communication received from the
flight.

Between 1755 and 1805 a rencher in
the vicinity of Mt. Hamilton heard a
neise he thought to be elther thunder or
blasting. About 1945, after driving to
another part of his ranch, he observed
fire in the hills and realized then that
the noise he had thought to be thunder
was that of an aireraft crashing. It
wes madnight before a searching party
reached the wreckage, which was approxi-
mately 20 miles east-southeast (on a
bearang of 110 degrees) from the Moffett
radio range station, and at an elevation
of 1,800 feet.

fnvestigation

The position of the wreckage, and the
marks left by the aircraft on the trees
and ground, Iindicated that it had been
flying on a magnetic course of about 275
degrees at the time it struck the ground
in a canyon on the west side of Mt.
Hamilton. After passing through tree
tops, the right wing tip of the aircraft
struck the hillside, sheared off, and
was partly buried. Skidding up and
across the hillside withain the canyon
for 30 feet the aircraft left gouges in
the earth, first with the right landing
gear whael and engine and then with the
left landing gear wheel and engine.
Twenty feet beyond these marks the tail
skidded around clockwise 90 degrees, and
the aircraff came to a stop.

Both propellers were broken from
their propeller shafts, and both engines
were torn free of ihe aircraft, rolling
20 feet uphi1ll from the maln body of the
wreckage. Fire, which immediately fol-
lowed impact, complietely destroyed the
cockpit and the center wing section.

The left wing, broken in two places,
folded into the side of the fuselage.
The landing gear had been extended
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before the accident occurred. The right
wheel had broken off, but the left wheel
remained attached to 1ts mounting.

Though both propellers and their at-
tached domes were burned, sufficient
portions remalned to show that neither
propeller had been feathered. The
blades were bent in such a way as to in-
dicate that at least enough power was
beang applied to sustain flight at the
time of impact. The altimeter was badly
burned, and the pressure-setting was un-
readable, but the pointers indicated an
altrtude of 1,500 feet. The dial of a
partially melted radio range receiver
showed a setting of 225 kes., the ap-
proxzimate frequency of the San Francisco
radio range. All other cockpit instru-
ments and controls were melted or burned.
All gascline tanks were destroyed by
fire. Carburetor heat controls were
found in the "on" position for both en-
Zines.

In the investigation of the ailrcraft
and its components, no indlcation was
found of fire, or of mechanical malfunc-
tioning, or of structural defect, previ-
ous to the time of impact. The air-
craft's records indicated that all re-
quired maintenance had, been performed,
and that the aircraft, so far as the
records were concerned, was in an alr-
worthy condition when it departed from
Seattle.

An air carrier aircraft which had
made an 1nstrument approach to San Fran-
cisco about 20 minutes before that of the
Eagle Aar Freaght Tlight found all radio
facilitzes in the area to be mormal.
Following the accident a check was made
of the San Francisco and Oakland radio
ranges. A check also wes made of the
Newark and Evergreen radlo beacons and
the Moffett radio range, which are
within 40 miles of San Francisca, and
all of these radio facilities were oper-
ating normally.

On the morning of March 8, 1948, a
low pressure area was centered about 150
mlles west of the northern Oregon coast
and moving in a southeasterly direction.
As the day progressed stratiform clouds
with steady rain or drizzle developed
ahead of the front. In Seattle the
United States Weather Bureau informed
Captain Griebel of this weak front, of
the probability of his encountering in-
strument weather from Seattle to Red
Bluff, and that he would encounter bro-
ken layers of alto-cumulus and
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strato-cumulus clouds from Red Bluff to
San Francisco. Captain Griebel was told
that there would be moderate turbulence
with 1caing within the clouds over the
southwest region of Oregon at altitudes
of 10,000 to 11,000 feet. He was also
told that over Washington and Oregon at
10,000 feet winds would be westerly at
30 to 35 miles per hour, and that over
northern California at 10,000 feet winds
would be northwesterly at 25 to 30 miles
per hour.

Official reports of the various
weather observation stations along the
route were 1in substantlal conformity
with the information given to Captain
Griebel in Seattle, except that winds at
10,000 feet over the San Francisco ares
were 40 to 45 miles per hour instead of
25 to 30 miles per hour as forecasted.
However, the reported velocity of the
wind at lower altitudes was much less.
Between 2,000 and 5,000 feet in the San
Francisco area the wind was from 300 to
320 degrees at 15 to 20 miles per hour.
Captaln Griebel was advised that upon
the flight's arrival in San Francisco,
there would be a cealing of 1,000 feet
and visibilaty of 6 miles. Actually the
ceiling there, 30 minutes before the
flight was cleared into San Francisco
Municipal Airport, was reported to be
indefinite, 700 feet, and the visibility
to be 3 miles with light rain.

According to witnesses in the vicin-
ity of Mt. Hamilton at the time of the
accident, weather conditions there con-
silsted of low clouds which obscured the
mountain tops above 1,500 feet, and al-
though 1t had rained earlier ain the
afterncon, 1t was not raining at the
time of the accident. Sunset for March
B, 1948, was at 1808; accordingly, there
was daylight at 15800, the estimated time
of the crash.

Between 1740 and 1745 a witness in
Belmont, California, observed a DC-3
aircraft flying at an altitude he esti-
mated to be 500 feet. The aircraft
reached the edge of San Francisco Bay
and then turned north. He did not no-
tice the sirecraft's markings or other-
wise i1dentify it. Three or 4 minutes
later the witness heard what he took to
be the same plane passing over again.

At approximately 1755, e& private
pilot 1n San Jose cbserved a DC~3 air-
craft fly over the city. It was flying
Just under an estimated 2,000 foot over-
cast, and was headed .n the direction of
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the mountains where the accident oc-
curred. The witness could not read the
markings on the aircraft or otherwise
identify 1t.

NC-64722 was equilpped with a Collins
aircraft transmitter, an Army command
trensmitter, an automatic radic
di~ection~finder receiver, a manual
radio direction-fainder receiver, and two
Army command radic receivers.

Captain Griebel, age 35, held an air-
line transport pilot rating, and had
been employed by the company as a cap-
taln since December 15, 1946. Previ-
ously he had flown as a co-pilot for a
scheduled air carrier, and had graduated
from its school for captains. His fly-
ing hours at the time of the accident
totaled 5,552, of which 3,928 were in
DC~-3 type aircraft. The date of his
lest CAA physicel examination was Decem-
ber 10, 1947. First Officer Grund, age
28, held an airman certificate with com-
merclal pillot and instrument ratings.
After experience as an Unlted States
Army Air Forces pllot and as co-pilot
¥ith a scheduled ailr carrier, he had
been employed by Eagle Air Freight on
December 15, 1947. His flying hours
totaled 3,542, of which approximately
1,630 were in DC-3 type eirceraft. The
date of his last CAA physical examina-
tion was August 22, 1547.

During the 30 days previous to the
aceident, the pllet had flown a total
of 89 1/2 hours, and the co-pilot 82
1/2 hours. On the day before the acci-
dent, both pilots had flown 8 hours and
10 minutes, and had 12 hours of rest
before the flight which ended with the
accident.

Captain Griebel had made about 6 in-
strument approaches to San Francisco
Municipal Airport before the accident,
and was considered by the company's
chief pilot to be entirely familiar
vith the instrument approach procedure
end techniques there.

Discussion

The last communication from the
flight at 1742 was a report that 1t was
leaving Meffett radio range station and
4,000 feet. If the flight had been
over the Moffett radio range station at
that time, and had then proceeded in-
bound in accordance with its clearance,
the aircraft, had it crashed under such
circumstances, would have been found
between the Moffett radio renge station
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and the San Francisco Municipal Airport.
However, the actual location of the
wreckage was in the opposite directaion,
20 miles east-southeast of the Moffett
radio range station. This cannot be ex-
pPlained by a possible missed approach,
since the missed approach procedure for
San Francasco required the flight to
proceed northwest from San Francisco Mu-
nicipal Airport and not southeast.
Moreover, no message from the flight
that 1t had missed its approach was re-
ceived.

Likewise, the possibillity of mechani-
cal, structural, or radio fallure does
not explain the location of the wreckage.
As stated above, all evidence available
indicated that the aireraft was normally
operative up to the time of the impact,
but had there been mechanical difficulty
during the flight's approach to San
Francisco, the pilet, 1n all probability,
would have continued on course toward
San Francisco. In the event of a total
radio failure, the flight might have
flown toward the coast, so as to descend
over water. Certainly, i1t would not be
reasonable to fly in the reverse direc-
tion toward the mountains.

It follows that the flight, after be-
ing cleared for a stralght-in approach
to 8an Francisco Munilcipal Airport, de-
parted from its clearance and approved
instrument procedure. After acknowledg-
1hg the clearance the flight must have
flown away frorm rather than toward San
Francisco, since as stated above, the
accident cccurred 20 miles east-southeast
of the Moffett radio range station. A
break may have been observed in the over-
cast, and the flight may have descended
through it, attempting to fly by visual
reference to the ground.

It 1s unlikely that the DC-3 observed
over Belmont 10 to 15 minutes before the
accldent was that of the Eagle Air
Freight flight. The ceiling over San
Francisco was lafting, and had the
flight been below the overcast in the
Bay area, it most certainly would have
proceeded to San Francisco. The DC-3
observed over San Jose about 5 minutes
before the approximate time of the acci-
dent may have been that of this flight,
since it was heading toward the moun-
tains and the accident area. During the
periocd between the last report, "leaving
Moffett and 4,000 feet,”™ and the time of
the accident, about 18 minutes later,
the flight may have flown intermittently
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"on instruments" and "contoc .. Jince
the flight departed from its clezarance
and from standard instrument procedure,
its flight path from Moffett to the
scene of the acceident cannot be deter-
mined.

Findings

Upon the basis of all avallable evi-
dence, the Board finds that:

1. The carrier, aircraft, and cres
were properly certificated.

2. Alrcraft records were complete and
showed all the required maintenance to
have been performed.

3. There was no evidence of mechani-
cal malfunctioning or of any structural
defect prier to the time of impact.

4. The aircraft carried a crew of
2,800 gallons fuel, and no passengers or
carga, the total take-off welght being
21,963 pounds.

3. At the time the flight was cleared
for a straight-in approach to San Fran-
cisco Municipal Airport, the ceiling at
San Francisco Municipal Alrport was 700
feet and the visibllity 8 miles. Low
clouds obscured the area in which the
accldent occurred.
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6. There was no evidence of the mal-
functioning of elther airborne or ground
radio facilities.

7. In‘'the flight's last known trans-
mission at 1742, it reported leaving the
Moffett rsdic range station and 4,000
feet.

8. The aircraft creshed approximately
18 minutes after its last radio report,
at 2 point 20 miles east-southeast of
the Moffett radio range station, and at
an elevaticn of 1,800 feet.

Frobable Cause

The Board determines that the proba-
ble cause of this accident was the
flight's deviation from its clearance
end from approved instrument procedure.

BY 'THE CIVIL AERCNAUTICS BOARD:

/s/ JOSEPE J. Q'CONNELL, JR.
/s/ JOSH LEE

/s/ HAROLD A. JONES

/s/ RUSSELL B. ADAKS

Ryan, Vice Chairman, did not partici-
pate.



Supplemental Data

Investigaticn and Hearing

The €1vil Aeronautics Board received
notification of the accident the evening
of March 8, 1948. An investigation was
begun immedlately, in accordance with
the provisions of Section 702(a) (2) of
the Civil Aeronauties Act of 1938, as
amended. A public hearing was held
March 24, 1948, 1n San Jose, California.

Air Carrier

Eagle &:ir Freight maintains general
offices in Burbank, California, the
state of 1ts incorporation. At the time
of the accident, 1t was operating under
a letter of registration from the Civil
Aeronautics Board, and a non-scheduled
alr carrier operating certificate from
the Civil Aeronautics Adminastration.

Flignht Personnel

Captain George 8. Griebel, age 36,
held an airline transport pilot rating,
and at the time of the accident had
logged a total of 5,552 flying hours, of
which 5,926 were in DC-3 type alrcraft.

19806

His last CAA physical examination was on
December 10, 1947. First O0fficer
William F. Grund, age 28, held an airman
certificate with commercial pilot and
instrument ratings. At the taime of the
acecident he had logged a total of 3,542
flying hours, of which approximately
1,630 were in DC-3 type aarcraft. Has
last CAA physical examination was on
August 22, 1947.

The Aircraft

The Douglas DC-3-C, NC-64722, was
owned by Dianna C. Syrus of Santa Paula,
California. and leased by Eagle Air
Freight, Inc. The aircraft had been
flown a total of 3,534 hours since 1is
manufacture. It was equipped with two
Pratt and Whitney engines on which
Hamilton Standard propellers were 1n-
stalled. The left engine had been oper-
ated a total of 857 hours, of which 336
hours were since overhaul. The right
engine had been operated s total of 690
hours, of which 336 hours were since
overhaul. At the time of departure the
aircraft carried ne cargo oOr pasSsSengers.
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