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NORTHYEST ATRLINES, INC. = MARTIN 202, NEAR BUTTE, MONTAMA,
FOVEMEER 7, 1950

The Accident

Horthwest Lirlines' Flight 115 of November 6, 1950, a Maritin 202,
N 93040, crashec/l atout 2-1/2 mles east of the Butte, liontena airport at
1
about 0815 MST, llovember 7, 1950. The aircraft was demclashed, and all

17 passengers and fowr crew menvers were killed,

History of the Flight

Flight 115 oragineted at Chrcago, Illinois, for Seattle, 'lashancton,
via 1termediate stons. At Minnespolas, shimesota, the first scheduled
stop, both the equipment and the flight crew were changed. Flight 115
{1 930L0) departed Mianeapolis at 0030, Nevember 7, and procceded wacvent-
fully to Billangs, liontana, where esaother crew chenge wes made, The
outzoing creuw from Billangs consisted of Captain Lloyd Lampman, Farst
Qfficer James Huff and Stewardesses llohr and "Tmte., Flaight to Great Falls,
Montana, was without inecideat as was ivhe next leg to Helena, ilontana, thne
last scheduliced stop before the accidert.

At Helena, the aircraft was fueled; ats total weaght was 35,290 pounds
as compared with » meximum allowable of 37,370 pounds and ats center of

gravity was within prescribed lamits, The fiight was off the ground at

;/All taimes referred to hercan arc Mountahn Standerd Tame and based on the
2h~ hour clock,
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Helena at 0753, using Punvay 29. The flight plan, amended before takeoff,
specified an altitude of 10,500 feet MSL E/under mstrument flight rules
via Amber Alrway No. 2 to tie TThitehall (Montana ) Range Station and from
there to the Butte Airport via Red Airway Fo, 2. Also, before taking off,
the pilot asked the Helena Tower if the Homestake Fan Marker was operating
normally and was informed that Butte Radio advised that at was.

Following tekeoff from Runway 29, the aircraft was flown in a climb-
ang right turn so that 1t passed approximately over the Helenz Radio Range
Station as 1t headed south toward the Tthitehall Range Steztion. At 0801
the flaght reported tc Helena thet 1t had reached 2ts cruising altatude,
This message was acknowledged, The next wessage frow the flight was to
Butte at 081l statin, that 1t was over "Thaitchall {Range Stoticn) at 0811
and starting descent. Butie acknowledged t.ns message, gave the flight
the stataon altimeter setting of 29,97, advised that the wind was south,
calm, and that the "lcather Bureau advised vhat the ceciling ies lower te
the cast and north and better to the south ond southwest, Flight 115
replied that 1t had vertical vasibality at 10,500 feet, This was the last
radro contact with the flight,

A scarch wos instatuted sfter several futile atiempts to contact the
aircraft, On the follouwing morniag, the wrcekage was sighted from a local
search aireraft ot about 0900, Ground parties immediately started for the

crash sate.

2/ Above mean sea level,



Investigaton

It was determined that at approximately 0815 the zireraft had struck
the eastern slope of a ridge about 30 feet below 1ts crest, at za altitude
of about 8,250 feet MSL while on a2 heading of about 309 degrees true or
290 degrees magnetic., The site of impact was approxamately 2-1/2 miles
east of tae control tower ot the Butte Airport, and about 1-1/2 miles to
the raght of the center of the on-course signal from Whiiehall to Butte.é/
The ridge which was struck 1s paralleled by another somevhat sumlar ridge
approximotely three or four miles to the east.

The tame of the crash was estamated fror the testimony of two watnesses
on the ground, and from a time-distonce reconstruction of the flaght, Because
of extremely rough terrain and deep snow at the crash site oaly onc stopped
limepiece was found in the wreckage: 1t windiceted a2 tine that obviously could
not have been the taime of the crash,

Onc witness, a rancher woo laves approxamately 13 males cast southeast
of the accident site, 1as in his house located about 2-1/2 miles north of
the "hatehall Range Station. His position is shown on Attachient A zs
T1tness No. 1 (Roffler)., Mr, Roffler rcturncd from milking his cows and
upon entering the housc noted the time was about 0805 or 0810. From the
bathroom window ke sew the aircraft about ome~h2lf mile to the north of has
house and saw it continue on a straight coursc in 2 aorthiresterly direction
toward a mountain until 1t disappecarcd from his view as it cntered a storm,
He habitually checked the time cach morming at the conelusion of these chores
to insure getting s two daughteors ready for tho school bus -rlach generelly
arraved about 0820,

He stated that the sky was overcest tut the weather w-s good cxeconid

to the west where a snoustorm obscured tnc mountains. He further stated

2/ Sce Attachment A.
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that he watched this airplane for approxamately 10 seconds but was unable
to describe 1t other than as a "grey" color. (The 0730 weather from the
Whatehall Communication Station, approximately five miles to tae south,
was reported as ceiling 5,500 feet, with an estimated 30 mle visibility.)
Mr. Roffler also stated lh-t on olther occasions he had sesen aircraft pass
over his property travelling in a northwesterly directica but vhis sarcraft
was lower than others.

The other witness was outside her home in the mountains, located zbout
two miles eost of the crash site ond aboul two miles north of the Homestoke
Fon Marker, Her position 15 shown on Attachment A as witness No, 2 (Setzer),
Mrs. Setzer testified thet sne came 1nto the house to hear the 0800 news
broadeast but the clock indicated 0810, so she went back out to finish her
work, She further stated that some minutes latcr she heerd the aircraft come
from the east, pass north of her home, coatinue to the west end then heard 1
the crash, Falling snow and low clovds prevenled her from secing the aircroft

The only other aireraft in the general arca at the approxaimate tine was
Western Air Lines! Flight 5, a DC=3, cn route from Helena to Butte, This
aareraft wos off the ground at Helena at 0807, reported reaching its
crulsing altitude of 10,500 feet at 0815, and arrived at the 'hitehall Range
Station at 083k, approxamately 19 mainutes after the rceadent. This flaight
reported that it had some vertical vasabilaty and that boblh the railroad
tracks north of the Whaitehall Airport and the “inateholl Larport itsclf
were secn. It was anstructed to hold on the north leg of the Whitehall
Range because of Flaght 115 being overduc at Butte, It complied by ralaing
a 360-degree turne. Since Northwest Airlines' Flaght 115 contanucd

unreported, Tfesternts Flight 5 asked for and received permissien to
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elamb to 11,500 feet and proceed to Idaho Fells, Idaho , passing up ibs
intended landing at Bubtte. Furthermore, this suircraft was seca by a
person on the ground near the town of Thatehall at approxirztely 0830,
headed 1n a southwesterly darection toward the Umbehall Airport. Thus
1t 15 apparent that the sircrafi seea by Witness Mo, 1 oand neard by
Witress No, 2 could not have been leslern's Flight Wo. 5.

Dastributaon and spread of the wreckage indicate that the airerafi
struck while about level longitudinally. First 1mpact -2s wath trees with
the left wang followed by the nose sesctron and left wan, siraking rimrock
solidly. The right wing outboard of the nacelle carricd forward over the
ridge 140 feet from the crest, ana slightly to the left of the rest of the
lire of debfrs., The ongle of the propeller blades on both engines was
found 1n the forward pitch position, Tne precise number of degrees of the
blade angles ain the forwerd paltch positaion could not be determned, duc to
the extreme domage and fire. It wes determined by the evidence found thot
power was being developed by both cngines at the time of 2apcet with the
ground,.

The extremely rough terrain wos snow-covered ond some scattered parts
of the wreckage verc burned in varyiny degree; tnerce wes no indication of
fire praor to xmpact. There does not appecr to have been any failure of
the control system or of the circraftls structure prior to ampact. The
control cables were found attached to their respective horns, All threc
control tabs, aileron, elevator and rudder, were dotermiaced to have been
at, or close to, their respeetive neutral positions, Landing flaps were

down about 12-1/2 degrees ond the landing geer wes extended. The radio
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control panel wrs severcly damoged and burned making 1t impossable to leern
ﬁb whot frequencies the various sclector switehes and tuning controls had
been set, However, examination of condensers in vhe 2 ADF (outomatic
direction finding) receivers showed that one was tuned to the Butte Range,
233 KC, and the other to the “Thitchall Range, 28L XC., It could not be
determincd whether either or both of these ADF reccivers werc being uscd
as such or askrangc reeelvers 1n the antenna position (for ronge receptlonL
The 2ltimeters werce not recovered.

Both pilots -were in their respective scals o2t the time of impact, the
captain in the left scat, the first officer in the raght secat.

Maantcnance records of the aireraft were ecxamined corcefully. In
summary, this exarunation revealed notaing to indiceic eny irregularity
1n company maintenance proccdures or anythong thot -rould éuggcst that the
aircraft was not airworthy at the time of the accadent.

In regard to weather, o weak cold fromt cibending across northwest
Montana was moving southcastward. At the time of the sceident this fronmt
had not passcd Butte, although 1t had pgrogresscd further south beth to the
cast and west of Bubtte, This front wes not very active and oreeipitation
was occurring mainly zn the Helena~Bubtte area where oxr wes being lafted
over the mountains,

Previous to the deperturc of Flight 115 from Helene, Captain Lampman
obtained a copy of the 0730 PST weather sequence cnd discussed with a
campanﬁnagent the weother to be encountercd to Bubtte. Eis clcoarnncec hrd
attached the nceecessary current weather and forcecasts.

The Weather Burcou forceast in offcet at thot taime indieated the

foliomng conditrons could be expected during the flaght [rom Eelcna to
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Butte: Overcast was forecast for the route with bases renging from 6,000
to 10,000 feet above sea level ¢nd tops at 1hL,000 feet., Visibilivy was
forecast two to six miles in snuw showers ia tlhe viecinity of the cold front,
The freezing level was expected to be at or near the surface, Ice was
forecast in the clovds aad turbwlence in the frontal zone, The Butte
terminal forecast indicabed a U4,000~foot ceiliug was expected with snow
showers, Winds werc expectad to de southwest 20 miles »er howr, sinfting
with the frontal passage to gusty northwest winds at 25 mles per hour.

An aftetcast of the wealher conditions existing during tae flight from
Helena to poant of tho erash follows: During tle climb out of Helena contect
condibions existed to sbout 8,000 feet MSL vhere the clouds should have becn
entered, The flight from that time on to the point of the crash appears to
have been in the clouds and in snow showeors but with per-oeds of vertseal
visibility. The temperature at 10,500 was from 15 to 18 degrees F and short
perrods of light rine i1ce over the mountains appeared likely, ™Wands at the
crulsing leveld from Helena to natehall arc cstimated to have been from
260 to 280 degrees true aad the veloezty 25 to 30 knots,

At the time the flight reported that 1t was over Wnitchall, the weather
there was ceiling estamated L,000, overcast, visibility 30 mles, wand west
southwest 10, allimecter 29,96, storming in mountains in a1l quadrants, Ab
0750 the obscrver on duty at Putte made a special check of the weetner and
requestced the company radio operator on dubty to transmit to Flight 115 that
the cocalang was lower to the cast and north and better to the south end

southwest (contained i1n the last message to the flight),
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The sequence weather reports which the pilot had at time of departure
from Helena showed the following weather at stations along the alrway to
Butte:
Helena - Estimated 5,000, overcast lower broken, 30 miles,
light rain showers, temperature 39, dew point 3L,
M{ 13, altimeter 29.95, overcast estimated at 13,000
and scattered clouds at 2,200, snowing mountains
west.
Whitehall - Es%aimated 5,500, overcast, 30 miles, temperature ll,
dew pownt 32, wirnd SW 20, strong gusts, altameter
29.97, storming on mountzins in all quadrants.

Butte - Indefinite 3,100, overcast, lower scattered at 2,700,
5 mles, lizht srow snowers, temperature 35, dew
point 29, wind WSW 1k, altimeter 29,98,

Northwest Airlines' flight manual whach us approved by the Cival
Aeronautics Adminastration prescrabes the instrument approach procedure for
landing at Butte. Tnis proccdure requires thet an aarcraft spproaching Butuij
from the cast pass over the Thitchall Range Station and tinen procesd out
the west leg of the Uhitehall Range on a course of 275 degrees magnebac
and, wnzle on this leg of the range, shall pass over and receive a 51gnalﬁ/
from the Homestake Fan Marker which 1s 12 miles from the Whitehall Range.
The fan merker shall be crossed at zn altitude of 9,500 feet MSL and
1L0 IPH IAS?/whereupon descent to the authorized minimum of 8,050 feet MSL
may be started on the same course of 275 degrees magnetic for tne Butte
Airports This procedure 1s shown graphaically on Attachment B centitled

u1Standard Instrument Approach Procequre No, 2," to Butte Airport, as

published by the Department of Commerce, Coast znd Geodetic Survey.

~

~ I r—

L,/ Discus.sed later on page 12,
5/ Miles per hour indicated air speod,
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The Whitehall Bonge Statzon was installed during Seplember 1938. Since
1ts commissioning this range had been chezked for performance no less than
38 times; on only one occasion was 1% necessary to readjust the cquipment
because of a munor misalignment of the aorth leg of the range. The CAA
checks orientalion of range legs both in flight and on the ground at
periodie wntervals. Range facilabies, followwng installation, are flight
cheeckad frequently. Thercafter, this is done at least yecarly and an addatzon,
follow'ng any compleint of alleged course misalignment, At 0805, approxi-
mately ten minutes before the acerdent, the south course of the Thitehall
Ronge was routainely monitored by the Dillon, Montane, radio range station
and was reported normal.

Avral monatoring of the south coursc i1s accomplished locally at the
CiA Communications Station, and a2s previously stated, distant monitoring
of this course 18 accomplished at Dillen. ""hile only one coursc i1s monitored,
1t 25 haghdly improbablce that one covrsc would become displacced withoub the
remelniag courscs becomaing dixsplaccd., I 2 pair of courses aid move,
without movang thce other pair, which is possible, cquipment adjustoents
wou_d nave Yo be chonged or failvres of cquipment compencnis would have to
occur wnich would bo quickly detected on anvestigation of the meliunction
by the ground comrunicators,., MNeathoer was found to be the casc on
ovorber 7, 1650, This 1s further suwostantiated by lestern's Flight 5 report
that the north and south legs of the "Thatchall fange were funcuionang
normally. On the morning of November 8, the day after the accadent,
the CAA f1aght checked throec logs of tnc TThatehell Renge, includaag the
wost leg and found all three to be an correet al:7nment, as publashed,
The fourth leg was not cheeked at snis Tire beecause of mechoniecal trouble with

the testing aircroft; however, it wes later checked and found to be norml.
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The Homestale Fan Marker 15 a standard unmanned low power (5 watt)
very high frequgncy facality. It 25 at an elevetion of 6317 feet MSL and
located at the center of the cn-course sagnal of the west leg of the
Whaitehall Range in Homest~ke Fass leading 24ato Subtte Velley through which
the west leg of the T/hatenall Rarge 15 beamed, The low power ( 5 watt) type
of marker was chosen for tlas locaicon beecaude 1ts signal 15 far more
localized than 1s toat of the high powered fan merker. This locaclization
of the signal 1s necessary because of the mowrtainous terivain that requires
close adherence to course. It was placed in cormission durang March 1945,
and since that dote has been ground checked five tares, All five of these
ground anspections showed that 1% wes oprating normally. Also, since 1us
commissioning the fan marker hod been flight checked 15 tares, the last
tame on November 8, 1950, the day follotmang the accideat. All 15 flaght
checks showed 1t to be opercting normally; furthermorc, thic CAA ground
checked thzs faon morker approximately four hours after tne accident and
found 1t to be functioning normally, This fan marker has two transmatters,
main ond standby, and 2 ronitor automaticelly transfers the oubput of the
moin tronsaitter to the standby transmittor 2f the main transsotter's output
falls to 75 per cent of normal strength. During tne ground check some four
hours cziter the aceident, 1t was found that there had been no tiecrsfer to
the seandov t-ansintter and that both moin and standby trensmthers werae
1n satisfactory condrbzon, It was also founa thet therc hoc been no damage
to or deflection of the antenna, the only condation that cc..d nove caused
& laterol displacomeat of the signal.

This fan marker projeets a conc shoped signel with a vertical exas,

The dzameter of a horaizontel cross section of thas cone at an a2lititude of
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9,500 feet MSL is approximately two miles, The identifying signal for the
Homestake Fan Marker 15 M (two dashes). As an aircraft traverses this cone
a light on the palot!s instrument panel comes on and goes off in accordance
with thas signal, At an air speed of approximately 140 miles per hour and
at 9,500 feet MSL, it would take slaghtly less than one manute to cross

the cone if the aircrafi passed through the center of the signal, less if
it were to one side of the center, However, the fan marker receiver in the
aircraft also gives an aursl indication of the same signal similtaneously
with the 1light, Because there 1§ 2 control on the aircraft's fan marker
receaver to have the audio signal strength either “high" or "low", it is
possible to reccive the auvral signal at some dastance, and tame, before
the visual signal comes on, The aural signal 1s not intended to be used,
nor is it commonly used, as a means of fixang the arrcraft's posation;
rather 1t 1s merely a means of alerting the pilot of the close proxamty
of the fan marker and the short interval of time before he may cxpeet to
receive his light signal,

Immedrately subsequent to this aeeident a number of complaints were
faled by Northwest Airlines! pilots questioning the proper functioning of
the Whitehall Range. Only one complaint concermng this facalaty had been
filed wath the CAA prior to this accident. It coacerned a slipht irregu-
larity, which was quickly corrceted, of the north lcg of the Whitehall Range,
However, pilots of another carricr flaght checked the Whitehall Range the
morning followwng the aeecident and reported the west gourse to be normal,

Because of the complaints from Northwest Airlines! palots, the west
lecg of the Whatehall Range and the Homestake Fan Marker were flaght checked
again, on November 19, Both facilities were operating normally and the

ecenter line of the northwest leg of the Whitchall Range was found to lie
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one degrec tc the north of i1ts publashed heading. (The accepted tolerance‘
15 one and one-half degree on either sade of the center line.)
Another f1aght check was made by CAL on Noverber 2 at wnich time all

I

courses of the "Thitehall Range were found to lie withia the one and one~half
degrees of accepted tolerance, '

The matter of "multiples" on the west leg of tne Tlhitchall -Range was
thoroughly cxplored., '"hultiples" 1s the term used to describe the exastence
of an additional course or courses lying to onc or both sades of the center
line of tne published course, gencrally over mountainous country. Investi-
gation disclosed that such mulbiples exast on the west leog of the Witchall
Renge, and their oxistence has been long known, but they occur only to the
west Bf the Homestake Fan Marker. Provided prescribed approach proccdures
are followed, the mulitiples on the west leg of the Whatehall Range do not -
constitute a hazard to flight, by vartue of their wealmess, geographical
1ocatloﬁéahd relatively small dasplacement from the true on-course signal.
In Lhis conncctzon the current CAA Flight Information Manusl states:

MIARNIIG: Low frequency range coursces are subject to
disturbances that resuit in multaple courscs and
signal fades cor surges over rougn country. Pilots
flyaing over unfamiliar routes are cautioned to be
alert to detect thesec vagaries, particularly over
mountainous terrain.t

Analysas

As the flaght crashed on the lee szde of 2 radge only about 30 fect
below abs ere 5, therc arisses the question of possible turbulcnce and doime
drafts at thc scenc of the accident. Upper air wind obscrvations on the
west side of the ridge indicate that the.wand was 15 kaots or loss at the

lower altatudes from a direction ranging from ncarly parallcling to e

e
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quartering the ridge. Above 7,000 rfeet MSL the wind nad an anecreasing
westerly component anca in the free air at 8,000 feet 1t was indicated to
have been about 250 degrees at 18 kaots. This condition would not andicate
2 build-up to a very high velocily over the crest of the radge. Where there
15 a burld-up of viad speed over a mountain ridge 1t usually persists for

a number of miles to the leeward, A wirtness (Setzer) located about 1-1/2
miles east of the ridge tostli;ed thet the wina was not strong cnough to
attract her attcation indicating tne abscence of a high wind over the radgc.
From studies thet have been made on the resulting effect in oltimeter
readings due to wind velocity over a mowtain crest, they indicate thet in
thas case where the velocity does not appecr to have been very nagh the
effect on altimeter reading would have becn insagnificant,

The east slope of the ridge where the accident occurred arops off
rather steeply about 1,000 feel toward a high platcau extending for three
or four miles to the east where the previously mentioned ridge rises. Thas
1s not conducive to large scale downdrafts, particularly under relat-vely
light waind corditzons, However, dowm currcnts nnd turbulence no doubbt
exasted vathin tne [irst fow hundred feet above the castern slope of the
ridge where the crash occurred.

Afver considering 211 the factors involwed, 1t 15 concluded that at
o ecle-rance of 1,000 fecet or .ore over the radge, downdrafts aand Lurbulence
would aove been light and, a2t the most, brleflyfmodoratc.

The mstoraes of performance of the Whitchrll Range aand the Homestake
Fan Marker as sct forth in the investigation of this accident preclude any

question as to proper functioning durang the period Flight 115 was approach-

ing Butte. The Board nas gaven exhaustive oitention to the complaints of
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Northwest Airlines! pilots, submatted subsequent to the acecadent, and the
Board!s evaluation of all the evidence oblawned shows that both the
Whitehall Range and the Homestake Faa Marker were functioning normally.

It is, therefore, concluded thair had Flight 115 utilized these facilitaes,
as prescribed by the carrier and approved by the Cival Aeroaautics
Adminystration, the accident woild not have occurred.

There can be no dovbt as to Captain Lampman!s famlierity with the
instrument approach procedure to Butbe pr as to his knowledge of the high
ridges waithin Red Airway o, 2, where the aireraft crashed, He had been
flying the Seattle-Billings route for several years and during the 30 days
preceding the accident had macde 18 traps over that route, Captain Lampman
must have had knowledge ol the existence of any rultiples and their location
relative to the west leg of the "hitehall Range and the highly localized
sa1gnal of the Homesteite Fan Marker,

There was testimony concerning the practice of NMJA pilots tuwrning
on to the west leg of the Whitehall Range, from the north leg of the range,
while short of the range station, and that some WA pilots apparently
belacved that the vasual and aural signals from fan markers occur over the
same area. It was also testaficd that "on and off" instrument {technique
15 somctblacs practiced under cerioin weather conditions during the approzch
tc Butte from the east.

Trere are only two gfbund witnesses whose testimony can be of any
meteorial assistance in reconstructing the probable flaght path of Flight

115,
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Attachment 4 places these watnesses at Lheir proper positions relative
to one another, to the west leg of the Whatehall Range, the Homestake Fan
Marker, the site of the crash and the Buttc Airport. It seems obvaicus that
the flight came southbound dowm the north leg of the thitehall Range as it
shouid have donc and then, accordiang to witness No. 1 (Roffler) who saw
the aircraft approximately one=half mile northwest of his home heading in
2 northwesterly dircction, turned right on approximstely the correct heading
for Butte while still some thre: males snort of the range station. The
weather forccasts indacated thwerce would be ocezsional vertical visibalaty
between snow showers and clouas, and this was verified by the flightls last
message at O8lL, stating that it had vertacal vasabilaty at 10,500 feet,
Under these condations, 1t secms probable tnat tne pilot anticipated finding
suiltable weather for the last fow miles to allow him to go through Homestake
Pass visually.

Mention has been made of another ridge more or less parallcling the
ridge that was struck and zboubt three or four miles to its cast. They
are somewhat saimilar and 1t 1s possible that Captain Lampman, flyaing "on
and off" instruments may nave mistaken the easterly ridge for the radge
which wos struck during the letdown to Bulte,

Tf we accept the probable flzght path as it azppsars on Attachment A,
tne 1l g0t neerly parallcled thc west leg of the Whatchall Range and
wouwia 2~"initely have passed appreciably te the north of vhere i1t wrou’d
have received the vasual signal of the Homestaxe Fan Marker. The flaght
may or may not, dependang upon how the conbtrol was set, hawve rcceived
the aurel indzcation of the fan morger. The dircetion of flaght at the

time of impact was estimated to be 309 degreces truc or 290 degrees magnctics
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Aecordingly, the Board concludes that the finel few mides przor to
the crash were {lown visuelly under cond- lions of intermttent and alter-
nating instrument and visval flight and appreciably to the right
(north) side of both the west leg of the Whitchall Range leg and the
Homestake Fan Marker, and thet the zircraft struck the ridge during a local
snowstorm,

The record an thus casc clecrly shows tThat tne captein demenstrated a
complete lock of flagnt dascapl-ne by deviating from the prescribed instruwent
approach procedure to Bubtte., It 1s obvious that had he followed such
preseribed proccdures, the acecadent would not have oceurred. However, the
compeny s responsible for the establishment and execubion of a COmprchensrmma
pilot training program as reguired by the Civil Air Regulations and designed
to require the highest degree of officrency in scheduled carricr operataions,
Certoinly thas program was not zs effective ¢s required.

45 a result of thas ond suoscquent accidents involving Northwest Airlines,
the Civil Acronouties Admimistration took the followang actions:

1. Recqumred higher cciling ond viszbilaty manaimums for Northwest
Airlines! oporations on both domestac aad international routes. (Effcctaive
January 26, 1951),

2., Required the establashment of a concentrated pilet troaning program
for all palots, (Effcctive February 1, 1951);

3. Reqguared a comprchensive anspoction of all compeny airerafi.

(Effective February 1, 1951);
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4. Restricied oporations to 225 miles for L-engine airerafb, and
150 for 2-engine aircraft unless an airoort having the higher weabher
mnimms was avarlable withan such distances., (Effective January 26, 1951);

5. Restracted flighl schedules to allow sufficient time te accomplish
necessary maintenance. (Effective February 21, 1951).
It 15 the Administration!s antention to alter tue minimums dowmard as the
operator demonstratcs ability to complete tae pilot training program and
the aircraft inspection progran,
Pandings

On the basis of all available inforwation the Zoard finds that:

1. The company, the awrcraft, aad the crew wore properiy certifiecated,

2. There was no structural failure or power interruapition prior to
the acecident.

3. Both the hitchall Rodio Range Station and the Homestake Fan Marker
were functronming properly =t the time of the sceident.

e The palot failed to followr.the. carrier!s preseribed No. 2 anstrument
approach procedure te the Butte [lirport, vhich procedure i1s approved by
the Cival Aercnauntics Adminisirstion,

5. The aireraft struck a mountain, at about the 8,250-foot level,
while on a hecading of approxamatcely 290 degrces magnetac,

6. The aceident oceurrca during a local snowstorm, and under

conditions of variable cerling and wvasibality,
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Probable Cause

The Board determiacs that the probable cause of this eccident was
the failure of the ceptoin to conduct the flight an accordance with the
prescribed approach procedurc,

BY THC CIVIL ACRONLUTICS BOsRD:

/s/ OSWALD RYAN

/s/ JOSH LD

/s/ JOSEFH _P. aD:il.S

/s/ CHAN GURNEY

Donald W. Nyrop, Chairman, did not participate in the adcption of

this report,
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Investigation and Hearing

Hotaficatzion of thas accident was received by the Cavil Zferonautics
Board from Northwest Airliaes! Flaght Operations at Seottle, Washington,
at 0930 MST, Novermber 7, 1950. An investaigation was irmediately imitiated
1n accordaice bh the provisions of Section 702{a)(2} of the Ciwval
Aeronzutics Act of 1938, as amended. A4As part of the investigation, a
public hearing was held on November 30, December 1 and 2, 1950, at
Sesttle, Washington,

Air Carrier

Northwest firliines, Inc,, s a Minnescta corporation having its
prancapal place of business at 1885 University Avenue, St. Paul, Minnesota,
The company 1s engaged in the transportation by aixr of persons, property
and mail, and holds a certaificate of public convenience and necessity
issued by the Caval Aeronautics Board which authorizes it among other
things, to operatce between New York, New York, and Seattle, Washington,
via verious other intermediate stops. The carricr alse holds an air
carricr opcrating certificate issued by the Admnistrator of Cival
Aeronauties,

Flight Personncl

Lloyd G. Lampman, the captain, age 37, was cmployed by Northwest Airlines
on December 2, 1942. He was checked out on llarbtin 202 type aireraft
March 7, 1949, ond quelified on the Seattle-Billings portaon of the route
on July 20, 1945, During the last 30 days praor to the aceident, he had

flowm 7l:h2 hours and had made 18 trips over that route,



Coptain Lempmen was the holder of a2 current azrlinc transport pilot /
ccrtificate No. 36790 wath single and multa-engine land ratings, 0-7200
horsepower, He hed logged a total of 8,291 hours of flight tame, 610:00
hours of which were in Mortin 202 type anzceroft, His total instrument
time as of Scoptember 3C, 1950, was 1007:30 nowrs. He had 12:2) hours of
flaght time reommloted 1or the month of Novemocr, Prior to departure of
Flaght 115 from Billings, he kad a totzl rest period of 1h4:05 hours. He
had comleted a first-class CLA physical August 19, 1950, and had completed
n six-mont.as' instrument chock flaght on August 30, 1950. He had also
completed an annual linc check on Merch 10, 1950.

James A, Huff, the copilot, oge 29, wes cmployed by Northwest Airlines
Junc 22, 1949, He was checked out on Martin 202 type equapment July 9, 15k9,
and had maintained nis gqualification continuously since that date. Duaring
the last 30 days prior to the sccident, he had flown 80:11 hours in
Martin 202 type cquipment ond hed flown 15 round traps over the Seattle-
Billings routc,.

Copilot Huff held a currently valid commercial pilot certificate
No. L37463 wath on instewaent rating, He had logged a total of 2,873
flaight hours, of vhich &4 had been 1n Martan 202 type zireraft. His
total instrumont time wes 202 hours., Prior to departurc of Flight 115
from Bilizags, he had a rost period of 14:05 hours, Copilot Huff complcted
a farst class CL. physical June 2, 1950,
dareraft

N 93040, a Mortain 202, currently certificated by the Admnaistrotor of

Cavil .eronautics, was owned and opcrated by Northwest Lairlanes, It was
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menufactured Lugust 27, 1947. It was received by Northwest Airlines on
September 28, 1947, and entered scheduled Northwest \iclines! service on
October 12, 1947, Lt the time of the accadent 1t had 2 total of 6166:33
flight hours and 2588 since the last LOOO hour overhaul., The engines,
Pratt & Whitney Model R2800 CA18, had been flown 3314:56 and 4090:25 hours,

left and right, respectively.
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Buite

Airport
A1ititude 555311 MSL

Crash Site Altitude 82501l MSL

ATTACHMENT A

3504
I

Area of Light Signal of >~
Homestake Fan Marker at 9500 ft >
Altitude MSL Diam. opp. 2 miles “‘::«Q.
Altitude of Fan Morker 6317 f. MSL LIS X ]
<232 "
Witness .! Oh Vil "" -
NWA ACCIDENT TO N93040, A MARTIN 202, Yors]
-~ )

NEAR BUTTE, MONTANA, NOV. 7, 1950
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NORTH NORTH

-
S o

_ J
Altitude 4500 ft MSL 7/ l _

O 2 WITHESS MNO.2- SETZER
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(O 4 GCONTROL TOWER, BUTTE AIRPORT "ﬁ.'s
PROBABLE FLIGHT PATH Variction : :
eyt~ RAILROAD \9°E _
e HIGHWAY . . /O ==
... DRAINAGE Whitehal! Range Station
THIS CHARY PREPARED BY THE BUREAU OF SAFETY INVESTIGATION
ORIGINALS OF GLO ~PLAT AND AERIAL PHOTOS FROM OFFIGE OF W E.FRY,
SUPERVISOR, DEER LODGE NATIONAL FOREST
SIGNED / ET MIREHOUSE { Mite
BUTTE, MONTANA : Scafe ket
1-13-50
3 19-51

Whitehall

WEST COURSE WHITEMALL RADIO RANGE ADDED BY CAA 7ih REGION
Airport -

SIGNED ¢/ G.B. KOHLL
-3-17- 50

GHECKED BY CaB
HG.C 4-6-54




