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ROBIW ATRLINES, INC. - COBOURG, ONTaRIO, CANADA, DECEMBER 20, 1951
The Accident

A C-48 aircraf't, N-59487, owned by International Airports, Inc., while
leased to and operated by Robin Airlines, Inc.,l/ Burbank, California, an
irregular air carrier, made a wheels-up forced landing near Cobourg, Ontaric,
Canada, December 20, 1251, at abouk 0740.3/ All 48 of the occupants were
uninjured. The aircraft was substantially damaged.

History of the Flight

§-59487 departed Burbank, California, on an IFR (Instrument Flight
Rules) Flight plan at 0329, December 19, 1951, for Albuguerque, New Mexico,
with Las Vegas, New Mexico, as the alternate. The flight's ultimate destina-
tion was Newark, ¥ew Jersey, with additional Intermediate stops planned at
Kansas City, Kansas, snd Chicago, Illinois. At 0401, thirty-one minutes
after take=-off from Burbank and when over Palmdale, California, the captain
adrised Palmdale radio thaet the aircraft cebin heaters were not opsrating,
and that he was returning to Burbank for repairs. Weather conditions at
Burbank did not permit this, so the flicht landed at Palmdale at 0439,
Mechanics were sent from Burbank to Palmdale to make the necessary repairs.

Following repair of the heaters, the aireraft departed Palmdale at 1333,
on & IVFR (Defense Visual Flight Rules) flight plan for Albuguergue, &
planned refueling stop. The flight was refueled there, departed and arrived
at Kansas City at 2108. During the flight from Palmdale ‘o Kensas City there
was no reported malfunctioning of the alrcraft, engines, radio, or other
equipment.

4 routine crew change was made at XKansas City and the new crew consisted
of Captain Bruce L. Smeliscr, Copilot Edgar T. O'Leary, and Stewardess Sandy
Daine. Copilot O'Leary who was making his first flight with the company and
his first flight with Captain Smelser, had dead-headed on the same aircraft
from Burbank. Acecording to the Flight Plan and Log, the aircraft had at

l/ At the time of the accident Robin Airlines, Inc., was d/%/é (doing
business as) North Continent Airlines.

E/.All times referred to herein are Eastern Standard and pased on the
24-hour clock.
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the time of take-off from Keansas City, 775 gallons of fuelné/ Captain Smelser
stated that approximately 40 minutes prior to departure he contacted the

U. S. Weather Buresu by telephone and, having checked the wesather and fore-
casts for the route involved, including a twelve-hour forscast for the

Kansas City-Chicego-Newark routes, then filed (with Kansas City redio) e

VFR flight plan for Chicago. The captain further stated that whexm he checked
the en route weather, it was forecast to remain VFR to Chicago for a four-
hour period. Deparfure from Kansas City was made at 2236, and when the aire
craft was southwest of Burlington, Iowa, at 2341, the flight encountered
instrument weather. Burlington radioc was requested to change the fllight

plan from VFR %o IFR with South Bend, Indiena, az the alternate. This was
approved by ARTC {Air Route Traffic Control). Routine position reports were
made over requirsd reporting points. Upon arrival at Chicago the flight made
& routine ILS approach monitored by GCA (Ground Control Approach), sad landed
at Midwoy Airport at 0100, December 20, 1951,

The aireraft was refuelod at Chicago with 413 gallons of 100 octans fuel
and, as shown on the Flight Plan amd Log, thers was then a total of 775
gallons of fuel on board. The following CAA flight plen was filed with ARITC,
at 0155: N«59487, C-46, Smelser. Chiecago, 9000 via Crib intersection, Red
Airway 712, Red Airway #55, Green Airway #3, Amber Airway #7 %o Newark,
true air speed 195, proposed departure time 0215, estimated elapsed time
en route 3 4~ 30, altermets sirport LaGuardia, fuel supply 4 £ 25, redio
equipment standard plus VHF.

Approximately one hour later, at 0256, N-59487 requssted from the
Chicago Tower en airways clearance and taxi instructions for taks~off. Taxi
instructions were issued to proceed to Rinwey 13 Right; the clearance was
spproved as filed, with the take-off to be made five minutes after Capital
Airlines? Flight 804. Because of the unknown position of another C-46 air-
craft, N~3971B, in the Chicago area, outbound traffic movement was stopped
for & short period of time and +then proceeded cn & delayed basis at the
respective captain®s discretion. Because of this delay N-59487 held with
engines running near the end of Rumway 13R for almost an hour and departed
Chicago at 0354. At the time of departure the Chicago weather was reported:
ceiling 600 feet, sky obscured, visibility 1-1/2 miles, variable, light
snow., The flight departed Chicage with 45 passengers plus three crew
members. According to the weight and balance form, the aircraft's total
welight at time of take-off was 43,283 pounds, which was below the then
allowable gross weight of 48,000 pounds; the load was properly distributed.

at 0425, at cruising altitude, the average ground speed was 137 mph.
Although the flight's estimate over Goshen, Indiane, was at 0434, indicating
e planned ground speed of 194 mphk, the flight reported over Goshen at 0429,
which would have necessitated the highly improbable ground speed of 435 mph.
Its next ostimate for Toledo, Ohio, at 0502, indicated a planned ground
speed of 223 mph.

3/ This aircraft originally had six fuel tenks, but pricr to the £light,
the two rear tenks had been removed and because of e leak In the right center
tenk, this tank was sealed by covering the filler cap opening with & metal
plate. The three remaining tanks held a maximum of about 782 gallons of fuel.



At 0447, eightees minutzc after renorting vacsing “oshen, the rwiliet
advised Goshen radio that the leost C-45 airerafls, U-39713, mas requesting
Toledo radio te breoadcacst Tolede ireather on 232 “iloeveles, and further
adwriced thet UV-E9487 -/011d relny s~y messages. At 0480, 7-59487 reporied to
Toledo radio that it was ercombering a 80-mile wer honr —rinl from the east
and revised its estimaved arrival over TolzJ: 1o 0510. This revised estivcte
indrcates that the crew exnected bo averasze & ground speed of only 180 miles
per hour betireen Meoshen and Tolede instead of 223 miles per hour. In the
next eleven ninudtes M-59487 acted as a relsy between Toledo and T-3871B three
times. These messares sovparently assisted the lost aircralt in establishing
radio contact and in landins safelv at Toledo.

The laght next reported that it was over Tolede at 0501, ihich was nine
minubes shead of its revised eshimste and one minute shead of ivs oririnal
estamate. This indicated an average cround speed from Goshen to Tolede of
230 miles per hour. The en route weather was given the flirht at this time.
It then estimated arrival over the 8sndusky, Chio, intersection at COL3 and
Cleveland, Ohio, at 0627. To make good the above estimate the zverane
rround speed would be 220 mzles per hour to Sandusky and only 172 niles ner
hour frem Sandusky to Cleveland. FPosition reports were not made after passging
Toledo.

The cavtain ssid that shortly after passing Toledo a severe saouwstorm
was encomntered in which there was a mixture of rime ice, clear 1ce, frozen
snow, and rain. The crew stated that at this time the aircraft's ADF {Auto-
matic Direction Tinder) radio receiver failed to indicate properly and thab
soon thereafter static conditions made 1t impossible to obtain a readsble
signal for navication vurvoses with either the range receliver, ADF receiver,
or nanval DF receiver. The crew said namerous efforts were made, using
different combinationeg of the above equipment, to obtain range signals,
bearings and fixes. Aceording cvo the captain, this condition existed for
avprozimately two hours. The cavntain also said that during this time he
flew by dead reckoning at his last assigned altitude and, except vhen flying
different easterly headings in an offort to obtain a series of winzg tiv
null fixes, a masnetic heading of about 120 desrees was maintained. although
the erew said sultable sismmals for navization wers nob received, the Tliznt,
by means of 1te VHF radio cormwmicetions equipment, answered a call from
Cleveland radio, made at 0536, regquesting the time and altitude over Cleveland
and the Yourpgstorm, Chio, estimate. The flischt answered in thig nanner,
"1-59487 having a little trouble getting oriemtated; will give checl: as soon
as can get a check on it."

At 0b44, Cleveland redio reguecsbed Ne5S487 to advise ivs heading and
altitude, also whether the course had been reversed at any tirme and whether
it was still on an eastbound headinz. The flizht replied: “Onlyv worlkable
equipment is manual lccop. T an southeast of Clevelsnd along Lake Shore,
west course Cleveland range. TUnable give Cleveland estinate due to head
winds which threw us off course. Unable determine estimate.” At 0553,
Cleveland radic transmitted the following message, " '-59487 request your
altitude, also verify present nosition."” Several calls to the sarcraft were
made before the flight revlied that Cloveland's signal was very weal.
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However, Cleveland was able to hear a 9,000=foot altitude report before the
pircraft's radio signal faded. According to the Cleveland communicator the
sircraft appeared to be very distent when the signal faded.

CAA commmnicatiens stations along and adjacent to the aircraft’s plammed
roubte were asked to contact the subjsct airereft and numerous calls were mads
without response.

Since & shortage of fusl vms bringing sbout & critvical condition, the
captain decided to descend from the 9,000-foot cruising altitude ia an
attampt to determine hiz vosition. He sald that st that time he thought he
had flown approiimatsly four hours and should be over either Pemmsylvania or
New Jersey. The dsscent was made on a heading of 120 degrees and contact
was established o+ about 3,000 feet MSL (mean sea lsvel) over watsr. The
captain said ke thought at the time that he was over the Atlanmtie Ocean.

He steted thst during the descent security broadcasts were repsatedly made
but that no reply was received until afier establishing contact benealh the
overcast. A heading of G0 desgrees was taken after becoming contact end in a
few minutes the leift enginse became rcugh and surged to such an extent it was
necessary to feather its propeller. This swrging apparently was due %o a
lack of fuel in the tank for this enrine.

A% 0724, Rochester radio ealled and the flight irmediately replied,
".55487 over water, 2,500 feet, one engive oub, low on fuel, position
unknown, heading 87 degrees.” Six minubtes laver, et 0732, Cleveland Air
Route Tralfic Control, through Rocshester radie, sen% this me S68Ze, "N.59487,
reqguest make vighl bturn 180 degrees for identification, and heading will .
bring yoa imto Rochester.” The flight quickly answered, "Not emough fuel,
heading 0 degrees, over lsud.” The next and fisal message received by
Rechester radic was at 0738, which said, "Sighted smell town, both engines
cut, landing wheels up." At epproxirmetely 0740, N-59487 made a wheels-up
landing in a farm field near Ccbourg, Ontario, Canada. Passengers escaped
through the main cabin door and the cebin emergency exits; no one was injured.

At 0742; Rockesier radis gsve all available information to the Toronto
Air Route Traffic Control Cenbter. That Jenter advised that Search and Rescue
had begen alerted at Trenton, Ontario, and that attempts were being mads to
locate the alrnraflt.

A% 0780, Lochrster cxmmuriications station advissd thazt the pllot of
N=52437 hed telsphrmed wo report that the light had made a forced landing
near Cobourg, Ontaric, Camads, with no injuries to the orew or the paésengers.
{See Appeadiz "A".)

Investigatigg

The Board was notified of this accident through the facilities of CAA
Detroit Commurizations at 1130, December 20, 1951. An investigation was
immediately initiaved in accordance with the provisions of Section 702(a)(2)
of the Civil deronaubties et of 1938, as amended. At the invitation of the
Caneadian Govermuient and in accordence with provisions of the International
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Civil Avisbion Orcanization, a Board investigator acted as an officisel
chserver at the scene of the accldent. A public hsaring was subsequently
ordered by the Board and was held at Burbenk, California, on January 24 ana
25, 1952.

Investipgation disclosed that the aircrof came te rest in a snow-covered
Tarm field approxanately two milss west of Lchourg. Damame was confined to
the propeilers, nacelles, and the bettom of the fuselage. Two blades of the
left propeller and &l1]1 three blades of the right provneller wers moderately
bent. It was debermired that, at che time of iwrvact, the propellisr cof the
left engine was fezthered, and the oropeller of the righs engine wss wind-
milling, The three usable fuel tanks contained insufficient fvel tc obtain

a readinze. The bobtom of the fusslacre was badly dented ard had numerous
holes.

1-50487, a Curtiss C-46%, Serial llo. 2934, was owned by International
Arrports, Inc., and operated under lease by Robin Airlines, Inc. It had
a total of 15,705 flying hours and wes currently certificated by the Cavil
Aeronautics Adminastration. The aircraft was egquipped wrth two Pratt and
Thitney R-2800-75 engines and Hamilton Standard hydromatic oropellers. The
aircraft completed aa 8,000 hour overheml and a llo. 2 encine check and service
at Burbank, Czlifernia, on December 13, 1951l. DTuring this overhanl, all
radic equipment was removed, bench checked, repaired as necessary, re-
installed in the aircraft, and simmed off as overating in a normal manner.
Examination of the aircraft’s records indicated that it should have been in
en airworthy condition when it departed Burbsnk on December 12, 1251.

Captain Smelser stated that throushout the flight from Kansas City
until the landing was accomplished near Cobourg, there was no svidence of
mechenical failure of the asircraft, the engines (otvher than fuel exhaustion),
or any of the aircraft's equipment. IHe also said the radio equivrent
funetioned normally except during neriods of static and i1se. A review of
the Flight Plan and Log record which was prevared by the crew for the seg-
ments of the f£light between Burbank end Kensas City indicated a proverly
plenned flight. For the remainder of the flight this wasg not the case. The
Flight Plan and Loz for these segments of the flight was not prepared in
accordance with the company’s operations manuale.?/ In fect, this document was
practically devoid of all flicht data such as estimated times of arrivals,
estimated fuel consumptions, radio frequencies available, etc. Lost of the
other records pertaining +to the flight were improperly and inaccurately
prepared. The Passenger Manifest and the Weaizht and Balance "Manifest cut of
Chicago were prepared in such a manner that it was impossible to determine
accurately the correct number of passengers on board when the accident
oceurred. However, investizetion disclosed that 45 vassengers were on board
8t this time. As prescribed by the company's operations manual, duplicate
copies of the flight's records wers to be mailed to the principal office of

4/ Te corpany's operations manual is required by Section 42.60 of the
Civil Air Regulations. This regulation in part sets forth the requirements
acceptable to the Civil Aeronautics Administration applicable to safe opera-
tion of the carrier's aircraft.
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the company prior to departure from any point whers a change in load, etc.,
was effected. The company was directed by Board subpena to produce the
duplicate copies but it did not do so. It stated such records could not be
found and no logical reason was given for failure to produce them. The crew
testified that the records were mailed as required.

A U. S. Air Force officer-pilot, who visited the scene shortly after the
accident, stated that ebout one hour later he ohserved the crew in the office
of the local provincial police ettempbing to complete a flight plen and other
papers pertaining to the flight.

The synoptic weather map of Dscember 19, 1951, shows & statiocusry ecold
front on which there was a wave end low center in southeastern FKansus. A low
pressure btrough and cold front which was moving siowly northeastward extended
from this low center through northsastern Missouri, Iowa, and Wisconsin. A
strong pressure gradient, together with precipitation. wes advancing ahead
of the system. Precipitetion in the form of snow reached the Chicage area
about 2128, Docember 19. The snow which was moving eastward did not reach
the Toledo-Detroit area until after 0500, December 20. The weather reports
from both north and scuth of Lake Erie end Lake Ontario showsd that the
precipitation area was still west of Cleveland when thse aceident occurred.

o fronts were traversed during the flight.

The following weather information was available to the crew prior te
departing Chicago: At = cruising altitude of 9,000 feet instrument weather
conditions were forecast to Cleveland, with icing in the clouds, intermittent
contact weather from Cleveland to Youngstown, and contact wediher from
Youngstomm eastrard. The winds at 9,000 feet were forecast to be from 230
degrees at 30 knots on the western end of the flight, changing to 260 degrees
at 40 knots on the eastern end. Pilot reports received by the CAA or other
agencies for the time and area covered by the subject flight did not indicate
weather conditions as being other than forecast. Weather conditions reported
by stations elong the proposed route also confirmed the Chicago forecast.

Weather reportsg also showed that lower ceilings could be expected north
of the Great Lakes than along the intended route. Reports from southern
Onterio showed that at the cruising level of 9,000 feet instrument and icing
conditions would have existed the entire distance to Cobourg. No precipita-
tion occurred in this area until after 0800, December 20.

Captain Smelser stated that prior to departure, he and Copilet Q!'Leary
went to the U. S. Weather Bureau's office on the airport and checked en route
weather and Wewark forescasts with Mr. E. 3. Bermet, the chief forecastsr on
duty. Mr. Bemnet, who was on duty, said that he lmew Captain Smelser persone
ally and that he did rdt brief him or to his knowledge any crew member of
this airecraft on December 19 or 20, 1951. Captain Smelser also said that
weather information he received indicated that the best cruising altitude at
which to fly was 9,000 feet and that at this altitude the wind would be
40 Inots from 260 degrees; also, that little or no icing would be encountered,
even in the climb, and that they would be in clear weather approximately one
hour after teke-off.
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The company's operating certificate had been reissued by the CAA only
the day before this flicht originated’at Burbank and no flight or ground
training had been given initially +to Smelser or O'leary, although it was
required by the company's operabtions manual. The training PEgaTam, which is
elso required by Section 42.45 of the Civil Air Regulations,</ includes in
part simnlated instrument (hood), contact emergency {light maneuvers, route
checks, and vilot ground training. As hereinafter pointed out, Ceptain
Smelser had received a six-month equipment check on C-46 aircraft which,
acoording to the testimony of Charles A. Rector {Director of Flight Opera-
tions), included contact emergemcy flight meneuvers. Copilot O'Leary. on
the other hand, was given only a questionable check on simulated instrument
hood operations and no check whatever on emergency flight procedures. The
company's operations specifications, aporoved by the CAA, requirs that prior
to serving as a pilot, and each six months thereafter, each pilot not being
utilized as a pilot-in~command shall demonstrate that he is competent to
pilot an aircraft by instruments.

There were serious deficiencies on the part of Robin Airlines with
respect to its responsibility for the groumnd training program. The operations
menual indicetes the establishment of an extensive ground treining progrem
covering both classroom instructions and ground training and that each captain
be reguired to securs two hours of Link trainer time ver month and each first
officer one hour per month. This applies only to the pilots primarily eme
ployed by Robin Airlines, and any other vilots used by the carrier must secure
equivalent training from the company by whom they are primarily employed.

The Link training time is paid for by the airline involved.

The entire pilot training program of Robin Airlines is handled under
contract by Fowler Aeronautical Service, which furnishes ground training angd
Link trainer instruction for many of the irregular earriers at Burbank, each
carrier stipulating the terms and extent of the service desired. This program
operates in the following memner: TFowler prepares mimeographed reviews
covering source material on various subjects pertaining %o the operation of
comercial aircraft as well as a check sheet with multiple choice answers for
use by the student pilot. Upon notification by the carrier of the number of
participating pilots, Fowler submits sufficient copies of the reviews to the
carrier. As the check sheets are completed by the pilots, they are submitted
to the chief pilot who gives them +to Fowler for correction. The papers are
then returned and placed in the pilots' files in the carrier's office. Fowler
keeps no record of the names of the pilots who receive the source material or
submit the examination sheets except to the extent of helping the carrier
maintain a cheek list in the office of the cerrier. The only record

_§/ CAR 42.45, Proficiency of crew members serving on large aircraft.
e air carrier, by means of a training program or otherwise, shall insure
that c¢rew members are proficient in their duties and are kept currently in-
formed of all techniques and new developments pertinent thereto. The program
shall include instructions in emergency procedures and in crew co-ordination.



. -8 -

maintained by Fowler is a check list of the source material subnitbted to the
carrier for distribution and a list of all pilots who take Link trainer in-
struction each month, prestmably 4o facilitate the monthly billing to each
carrier. ,

Fowler initiated pilot training for Robin Airlines on Hovember 20, 1951.
As of Januery 11, 1952, only two Roban Airlines' pilots had completed Link
trainer nstructions -~ lr, Lews on Janusry 4, 1952, with one hour, and
v, Draper on Januesry 10, 1952, with btwo hours. The use of the source
material and the completion of the check list is entirely up to the individual
crewman. o definite time limit or check is made to complete the ground
training crogram and that responsibility rests solely with the employee.
From the begimming of the flight training progrem in November, 1951, until
Janvary 15, 1952, four source material reviews had been distributed to 10
Rovin vilots, and while 13 cut of a possible 40 check sheets had been returned,
only four gradec wers recorded, two of which were for first officers on the on-
call 1ist whose services had been terminated by the carriesr. Lloreover,
seither 8welser nor O leary had received any training from Fowler during the
time they were employed by Robin Airlines. It ean thus be seen frem the fore-
zoing that Rwobin Airlines failed to meet the requirements of Part 42.92 of
the Civil Air Regula-sionséf

Charles A. Rector, Director of Flight Operations, Robin Airlines, was
the only reguiarly employed pilot of the company. He held a currently
erfective airline trunsvort rating and was designated by the CAA as an air-
line transport pilot examiner. All other pilots on the company's on-call
iust, including Chief Pilol Smelser, were paid only for nileage flowvm plus
expenses on ain hourly basis.

Robin Alrlines apparently has no set recruitment policy or program for
obtaining gualified pilots. The carrier has no established miaimum require-
ments concerming age, flight experience, or other qualifications, but bases
its hirins poliey on’a general lmowledge of a pilot's capabilities. It re-
guires only, based on the applicent's statement, that he hold the minimum
CAA required cervificates and ratings, and that a cajptain have a general
Imewledze of the route to be flown, while a copilot would be subject to route
experisnce alter being hired._Z/Q The Director of Flight Operations stated

r———rn

6/ CAR 42.92 Adrwan records. An air carrier shall maintein at its prin-
cipal operations base current records of every airman utilized as a member of’
a flight crew. These records shall contein such information concerning the
quelificationes of each airman ag is necessery to show compliance with the
approvnriate reguirements prescribed by the Civil Air Regulations. No air
cerrigr shall utilize any airman as a {light crew member unless records are
maintained feor such airmen as required herein.

Z/ The application filed by Copilot Ofleary was incomplete and failed to
show proevious czverience, flight time, ratings or references. The file dis~
closed one violation of the Civil Air Regulations and contains several dis-
erepencies in rega~d to previous employment, flying experience, and the basis
upont which llr. J'lesry received his cormerecial certificate.
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that he did not understand the emphasis placed on the ogeration and traianing
requirements for copilots, as orescribed in the company manual, since the
conilot would be flying waith a competent captain. Tais kind of thinkinc

was evidenced by the manmer in vhich Ofleary, the covilot on this flight, was
flight checked and assigned.

According to the Director of Flight Operations, Captain Smelser ims
given a required six-months equipment check on a C-46 aircraft on October 15,
1951. This was over two months prior te the time that Rector and Smelser
were employed by Robin Airlines. Both of these oersons testified et the
hearing thet Smelser was not giwven a f1izht chec’t subeequent to his employ-
ment and prior to his assignment Tor the subject flight. In fact, at the
time the CAA authorized the comdany to operate, which as previously stated
was two days before the accident, Captain Smelser was in Indiana, and he
joined the flirht at Kansas City. It 1s thersfore obvious that he could
not have been f£lisht checked. Ilowever, the director stated that he did not
consider this necessary because Smelser had a currently effective airline
transport rating and had received his instrument and equipment checks on
w46 aircraft; alse, to Rector's lmouledge Smelser had flown C-46 aircraft
for three consecutive years and had floun the route between Burbank and
Newerk for more than one yeoar.

Cantain Smelser stated that he had been flying for a numbsr of other
irregular air carriers since 1948 and that he had flown for the company now
known as Robin Airlines d/b/a lorth Continent Airlines prior to the time its
original operating certificate was reissued. Although he was not regularly
employed by the company on December 18, 1951, Captain Smelser, according to
the compeny records, was desirmated as Chief Pilot and in this capacity was
directly responsible to the Director of Flight Operabions. His duties
consisted of scheduling flight crews, determining if all crew members were
current as to vhysical, Instrument, equipment, and flight checks, and
evaluating all other matters pertaining to operating procedures and ftraining.

Copilot Q'leary was employed to make his first flight with the compaay
about December 18, 1951. He stated that he had a currently effective
certificate and that Rector asked if he had had any C-45 flying time. Since,
according to O'Leary, he had not flown this type aircraft for a considerable
time, he was given a C-46 equipment flight check on December 14, 1951, four
days before the company's operating certificate was reissued, which happened
to coineide with the necessary test flight of the aircreft after overhaul.

On this check, O'Leary performed simple maneuvers such as straight and level
flight, turns, etc., three landings and take-offs and brief simulated in-
strument flight. The Director of Flight Operations stated that he conducted
this simulated instrument f£light which consisted solely of straight flight
and melking timed turns. These wore made with the check pilot holding a map
in front of O'Leary so that he could not see ahead. From O'Leary's testimony
regarding his flying background it appears extremely doubtful that he ever
had any C-46 flying time as & pilot.

Analysis

Although Captain Smelser stated that he was briefed by the Weather Bureau
forecaster on duty at Chicago, this wes denied by ths forecaster and it is
doubtful that the captain had adequate weathsr information with which to plan
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a safe instrument flight. However, at Kemnsas City, about six hours prior to
take-off from Chicago, the crew apparently did obbtain some weather information
for the remainder of the route to Uewark. It would appear, therefore, that
this wac the only weather information uvon which the crew relied, and that no
crew member went to the Chicago Weather Bureav office.

From an analysis of the flight's records, the estimated and actual times
over required reporting points, and the general conduct of the flight from
Chicago to the forced landing near Cobourg, 1t is evident that the crew was
elther indifferent to or iznorant of proper flight planning. The corpany
flight plan and record sheet of this flight, which Smelser and Q'lLeary pre-
vared after the accident and which was given %o the Canadian officials, did
not indicaete the following: The CAA instrument flight plan filed at Chicago
and approved by ARTC, winds aloft, current or forecast weather information,
estimated true air speeds and ground speeds, estimated and actual point-to-
voint and total %imes, and the actual ground speeds made good. Alsoc, no
alternate airport was listed for the flight from Chicago to Newark.

The Flight Plan and Log record also showed that only 345 gallons of fuel
would be consumed to Newark with 430 gallons of fuel remaining on arrival.
This indicates an average fuel consumption of 99 gallons per hour, whereas
normal fuel consumption for a C-46 is approximately 150 gallons per hour.

The actual flight plan filed with, CAA a%t Chicago indicated a total
elapsed time from Chicago to Hewerk of three hours and thirty minutes, with
four hours and twenty-{ive minutes of available fuel. The captain stated he
expected to average a ground speed of 240 miles per hour. This ground speed
would require approximately three hours elapsed time to the destination
instead of three hours and thirty minutes as specified.

Apparently, the fusl consumed during the fifty-eight minute delay at
Chicago and the extra fuel which normelly should be allowed for when planning
instrument f£light into icing conditions were not considered, and the aircraft
wes forced to land because of fuel exhaustion after three hours and forty-six
minutes of flight. The fuel consumed during the delay at Chicago and in
flight was at the rate of 164 gallons per hour. Therefore, if the crew had
properly planned their flight at Chicago, they should have known that the
fuel consumed during the holding delay and the fuel required en route, from
Chicago, would have bsen insufficient for instrument flight to Newark._§/r
Despite this, however, the flight departed into known instrument weather
conditions, with 45 passengers aboard, without full realization of the
weather conditions en route.

According to the Flight Plan and Log given to the Canadian offieials,
magnetic headings of 160 degrees to South Bend, 180 dezrees to Goshen, and

§/ CAR 42.52 Fuel Supply. (2) ... (3) Mo flight in large or small air-
craft under IFR shall be started unless, considering the factors set forth
in subvaragraph (1), sufficient fuel and oil are carried aboard the aircrafi
(i) to reach the point of intended landing, (ii) thereafter to f1y to the
alternate airport, and (iii) thereafter to fly for a period of 45 mimutes
at normal cruising consumption.
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7 derrees to Toledo were bo be flown. This indicates left drift anzles of
6C derrces to South Bend and 50 de~rees to Toshen, whereas the heading to
Toledo indicates a richt drift ancle of 85 degrees.

Also, bhe e<timated and actual tines over South Bend, Goshen, and Teolado
as showt on the aircraft's records, do not azree with the times that +the
flight resorted to CAL as being over these noints. This record actually
shows that the aircraft arrived over Toshea four ninutes before 1t arrived
over South Bend; obviously this is innossible. It also shows a Toledo
estirate of only four minutes after wassin~ South Dend -hich would neces-
si1tate flyinz the 152 rules at the impossible speed of 2,280 miles per hour.
Siace some of these fi-ures are clearly erroneous, it 1s concluded that they
are merely roush e=stimiates made by the crew at Cobourg. As the crew was
seen preparing this Tli-ht Flen ond Lo~, 1t is avparent that they -were
attempting o conc=al sueh insderquate flizht planning.

Cantain Smelser steted that after he encountered a loss of radio naviga-
tional si~nals because of ice and static he continued the flight by means of
dead roclkoning. Posibion revorts transmitted by the flight to CAA indicate
that the fli<ht wes on covrse until reaching Toledo at 0501. However, radio
cormrunication s mainteined with Cleveland until 0553. From there on the
fiisht ias lost and "ras not flovm 1n accordance with Part 60.49_/Iof the Civil
Aar Regulations.

Since the veather orecast available Ho the crew orior to dsvarture from
Chicago indicated that there would be intermittent visual contact weather
between Cleveland and Younystown, with better weather beyond this point, and
since lower ceilings, ice, and static existed north of the course, 2t is
evident that wvhen the flicht became lost it was to the north of the intended
course. This 1s also eviidenced by the fact that vhen visual contact was
established the flight was over Lake Ontario at a voint almost 200 miles nerth
of its course. Therefore, if the flight crew had checked the weather informa-
tion at Chicago, as they both testified, they should have suspectoed that the
flight was north of its course. At no Hme did Captain Smelser request the
assistance of FAWS (Flicht Advisory Weather Services) although it was available
to him.

Upon review of the company's passenger manifests for all segments of the
flight from Burbank to the time of the forced landing at Cobourg, it was
impossible to deteymine the number of passengers aboard. These documents
were, in part, illegible and had been altered so much that no true deduction
could be made from them. The only way of ascertaining the number of passengers
aboard the aircraft was by actual count after they deplaned at Cobourg.

2/ 680,49, Radic Failure. If unable to maintain two-way radlio communica-
tions, the pilot in command of the aircraft shall: "... Proceed according to
the latest alr traffic clearance to the radio facility serving the airport of
infended landing, maintaining the minimum safe altitude or the last acknowledged
assigned altitude whichever is higher. Descent shall start at the expected
approach time last authorized or., if not received and acknowledged, at the
estimated time of arrival indiceted by the elapsed time specified in ths
flight plan.”
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The comvany's indifferent atiitude toward passenger comfort and convenience
was well demonstrated on this flight. Passengers stated that during the time
they were in Canada they were poorly handled by the crew and subjscted %o
long unmecessary delays before continuing to their destination. Some
passengers stated that they were required to sign & statement releasing the
company from any liability before they were permitted to comtinue thelr
journey. The crew said that on orders from company headquarters the
vasgengers were asked to sizn such a release.

It is the responsibility of the company to conduct its operations with
the hizhest degree of care and in comvliance with its Operations lManual and
the Civil Air Regulations. It is evident that such compliance and care were
not exercised, as demonstrated by the subjeet flight. The company's manner
of selecting and checking pilet persomnel was not conducive to safe opera-
tions. Furthermore, the company is required to insure that its pilots are
proficient in their duties by means of a training program and subsequent
examinations, es specifically outlined in its operations manual. It is
apparent that Captain Smelser was not vroficient in such duties and that
there was inadequate crew co-ordination. As Captain Smelser was also the
conpany's chief pilot, his demonsttated incompetence can be presumed to be
& criterion of the company's indifference to the appropriate safety stendards.

In retrospect, the chain of events preceding the forced landing of this
aircraft was of an operational nature and clearly shows the company's lack of
safety consciousness, as well as its substandard operating practices. This
situation is not limited to this particular accident but has prevailed almost
conbinuously from the inception of this carrier's operations.

On February 8, 1249, shortly after Robin commenced operations, it re-
cerved a letter of repramand from the CAA for failure to file a proper flight
plan. In August of 1949 a violation report was filed by the CAA with respect
to the misuse of Robin's Air Carrier Operating Certificate. COCne month later
a letter of reprimand was sent to Robin by the CAA for failure to keep proper
airman records and flight manifests. In MNovember of 1949 another wviolation
report was filed by the CAA against Robin for landing an aircraft below
minirums. In January 1950 a violation report was filed by the CAA charging
Robin with inadequate airman records and improper manifests. On April 28,
1950, the CAA filed a violation report against Robin charging the carrier
with overloading a plane by more than 1,500 pounds. In lay 1950, a viclation
report cited Robin for failure to file a proper flight plan and to 1list
passengerss Another viclation report was filed by the CAA in June of 1950
accusing Robin of attempting an improper teke-off. On February 7, 1951, a
violation report was filed by the CAA setting forth twelve counts on ten
flights involvang overloading, excess crew time, insufficient safety belts,
and inproper documentation. I% can thus be seen that Rebin has been the
subject of continuous violation reports filed by the CAA since the beginning
of 1ts operations. However, in only one case was enforcement action taken
by the CAA and that was compromised by the payment of a civil pemalty.
Finally, on March 5, 1951, the CAA filed a complaint with the Board request-
ing the revecation of Robin's Air Carrier Operating Certificate.
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In accordance with Amendment 42-5 of Section 42.8 of the Civil Air
Rerulations, Robin's Air Carrier Operating Certificate expired on June 30,
1951, The CAA then withdrew the complaint on file with the Board against
Robin on August 10, 1951, asserting that further proceedings would serve no
useful nurvose i1n view of the fact that the carrier no longer held an Alr
Carrier Operating Certificate.lg/- However, on Decerber 18, 1951, the Air
Carrier Operating Certificate of Robin Airlines, Inec., was reissued by the
CAA which 1s alone responsible under the law for determining, pursuant to the
stendards prescrived in the Civil Air Regulations, whether or not to issue
en Air Carrier Overatirg Certificate. Iu considering the past operating
history of this carrier, which has been involved in continuous violations
since the beginning of 1ts overations, 1t is difficult to reconecile this
action taken by the CAA. The cormplaint filed against Robin by the CAA on
Merch 5, 1951, had never been adjudicated, and the allegations contained
therein involved safety violations of a serious nature, as evidenced by the
CAA's request for rsvocaticn of Robin's Air Carrier Oneratinsz Certificate.

Following the Bosrdls investisation and oublic hearing in comnection
with this accident, Zopilot O'leary's cormercial pilot certificate was
reveked by the Board. The CAA requested Captain Snelser to surrender his
airline ltransport rating which he did; he was then issued a commercial pilot
rating.

Findings

On the basis of all available evidence the Board finds thai:

1. On December 18, 1951, the CAA reissued the Air Carrier Operating
Certificate to Robin Airline: Inc., despite knowledge of the company's long
history of questionahble operzting practices.

2. The crew and the aircraft were certificated by the CAA for the
operation involved.

3. The cavtain of this flight was the company's chief pilot and had
never been flight checked by the company.

4, The company did not effectively check crew competency or provide
oroper flight training for its crews.

5. The crew did not conduct the flight in compliasnce with the company's
operations manual.

8. Prior to departing Chicago, the crew did not check the en route and
forecast weather.

7. Instrument flight conditions were forecast prior to the flight's
departure from Chicago, to prevail until reaching Cleveland, with intermittent
visual contact weather from this voint to the destination, and further
indicated that weather conditions would be worse north of the intended course.

10/ See Avpendix B.
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8. The crew did not orepare, at Chicazo, or maintain while in Flight,
an adequate Flizht Plan and Log for a safe instrument flighit; they attemmbed
to prepars this at Cobourg.

9. The Weight and Balance l'anifests, Passenger Manifests, and other
flight forms, were improperly and inaccurately prevared:; the crew attempted
to correct this also at Coboursg.

10. A CAA instrurent flight plan was filed, Chicago~Newark, with
LaGuardia as the alternate airport.

11. Prior to vake-off at Chicago, the aircraft remained near the end
of the take-off runway with the engines rumning for a period of 58 minutes
without being refueled, and the flicht did not have sufficient fuel to
proceed to its destination.

12. After passing Toledo, radio navigational signals were unreadable;
the crew beceme lost and did not maintain appropriate dead reckoning headings.

13. Because of fuel exhaustion the captain made a wheels-up forced
landing near Cobourg, approximately 200 miles north of the flight's intended
course and at a point still 300 miles from its destination.

Probable Cause

The Board determines that the probable cause of this accident was the
crew's incompetence in flight planning and navigation, fostered by failure of
the company to check crew competency and provide proper flight training,
which resulted in the crew becoming lost and making an off-course landing
due to fuel exhaustiona

BY THE CIVIL AERONAUTICS BOARD:

/s/ DONALD W. WYROP

/s/ OSWALD RYAN

/s/ JOSH IEE

/s/ CHAN GURNEY

Joseph P. Adams, Member, did not participate 1n the adoption of
this report.
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APPEIIDIX B

BEFCRE TIE CIVIL ARRCUAUTICS BOARD
WASHINTTON, D. C.

)

C. T'. HORUE )
Administrator of Civil Asromautics )
Complaint, 5

TS ) Docket Ho. SR-8-359

}

ROBIY AIRLINWES, THC. )
Respondent. g

HOTICE OF WL TRDRAWAL OF CCIPLAINT

On ilarch 5, 1951, a complaint was filed as Docket No. SR~6-359, against
Respondent, citing certaln violations of the Civil Air Regulations

alleged to have been commitbted by Respondent in October and December, 1950,
and Januery, 1951. On June 30, 1951, Respoadent's onscheduled Air Carrier
Operating Certificate expired.

In view of the fact that the Respondent is no longer the holder of a
flonscheduled Air Carrier Operating Certificate, and that further pro-
ceedings in this case would serve no useful purvose, notice is hereby
given that the Complaint in thig matter is withdrawn.

Dated this 10th Day of Auzust, 1951.

Glen D. Woodmansee
Regional Attorney
Civil Aeronautics Administration



