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STANDARD OIL CCMPANY OF OHIO, INC., LOCKHEED LODESTAR N 820G,
NEAR UNTONTOFN , PENNSYLVENIA, OCTOBER 6, 1957

The Accident

At approximately 1655 ,]-/ October 6, 1957, a Lockheed Lodestar, N 80G, owned
and operated by the Standard 0il Company of Ohio, Inc., crashed into the side of
a mountain near Uniontown, Pennsylvania., The s1x occupants were killed and the
aireraft was demolashed.

History of the Fligzht

N 80G departed Cleveland, Ohio, at approximately 1208, October 6, 1957, for
Ingals Airport, Hot Spraings, Varginia. The erew consisted of Capbtain Warren F,
¥oonan and Copalot Theodore O. Krauss. The purpose of the flight was to pick up
vassengers at Hot Springs, then fly to Johnstown, Pennsylvania, for an additional
passenger, and return to Cleveland. The flaght landed at Ingals Aarport sometime
between 1300 and 1400 wrthout incaident. No records of aircraft arrival times are
kept at this axrport.

N 80CG departed Hot Springs at approximately 1545 with four passengers on
board. The aircra’™ was observed to take off on the northeast ninway and to
elimb to an altitude below the clouds., It was then observed to fly in a north-
westerly direction for aporoximately four or five miles. About 1650, over an
hour after takeoff and just before the aircraft struck the mountain, it was
heard by a number of persons who lived wathin a radius of 10 males of the aceci-
dent scene; none saw rt,

Investigation

The site of the accident was a heawrly wooded mountainside 4-1/2 miles east-
southeast of Uniontown, Pennsylvanis (approxamately 50 miles southwest of Johns-
town). The elevation of the accident site was 2,33F feet, 162 feet below the top
of a 2,500-foot mountain, Investigation revealed that the aircraft gtruck the
east side of a 20-degree mountainslope on 2 heading of 65 degrees magnetic while
flyang nearly parallel to the mountain ridge. The aireraft, in level attitude,
first struck the ton of a swall tree aprroxamately 35 feet above the ground, and
then cut a swath approxamately 510 feet long and BC feet wide through the trees.
It was laterally broken into many large and small wieces. ALl components of the
aircraft were accounted for within the wreckape area wrth the exception of the

1/ 411 tames herein are eastern standard based on the 24~hour clock; alti-
tudes are mean sea level,
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right engine vwhich was found approximately 100 feet down the hill. Fire, which
followed impact, destroyed the cabin and the cockpit. The aircraft was equipped
with full instrumentation for instrument flight but the instruments were damaged
beyond readability.

Slagh marks, made by both propellers, were easily discermible for a distance
of 190 feet from the beginning of the swath, Throughout this distance the rotat-
ing propellers cut many trees and limbs of trees, some of which were as much as
eipght inches in diameter,

Evidence of the force with which the aireraft struck the trees was found
within the wreckage area and was mamfested by a valve from the top of a C0s bot=-
tle whach was imbedded three inches in an oak tree at a2 height of approximately
five feet above the ground, and a turnbuckle which was imbedded 2-1/2 inches in a
tree at a height of approximately 10 feet above the ground.

The left engine was found i1n the wreckage area approximately 250 feet from
the point of imtial impact; the raght engine, as previously stated, was found
farther down the hill. Both enpgines had suffered considerable impact damage but
examination revealed no evidence that either had mzlfunctioned or failed prior fo
impact,

One blade of the rght propeller, which had broken off from its heub, was
found 275 feet from the point of impact. The hub, wrth the remaiming two blades
attached, was found 55 feet farther on, All blades were twisted and bent, The
left propeller hub, with three blades attached, was found approximately L20 feet
from the poant of impact, The hHlades were severely twisted and bent., The dome
positions of both propellers corresponded to blade angles of approximately 30
degrees., This blade angle, which 1s 9 degrees above the low pitech stop setting,
indicates that both engines were developing power at impact.,

It was determined that fire did not occur while the aircraft was in flight,

At 0700 the day of the accident a small but deepenming low pressure center
was located off the Virginmia coast, By 1300 it had moved northward to the area
of Patuxent, !Taryland, and by 1900 1t was centered i1n northwestern Maryland.
This low, between 1300 and 1900, influenced the weather along a route from Hot
Springs to Morgantown, West Tairginia, and Johnstown. Along this route and to the
east of it were lowering ceilings, rain, and fog. Strong winds, from the general
direction of northeast, were present at altitudes of 3,000 feet and above, To
the west of this course weather was somewhat better., Witnesses said that in the
vicinity of VIniontown 1t started raimng at approximately 1000 and heavy showers
contimued intermittently throughout the day, WNear the scene of the accident fog
developed in the afternoon and low clouds shrouded the tops of the mountains.

Many watnesses were contacted who heard but did not see the aircraft, The
one furthermost from the scene of the accident was located at Smithfield, Penn-
sylvania, a dastance of about 10 miles southwest, All witnesses were in accord
that the aircraft was flying low, so low in fact that some said that as 1t passed
over their houses the windows and furmitnre shook. All agreed that the engines
of the aircraft sounded as 1f they were operating in a normal manner and that the
aircraft seemed to be flying toward the northeast, They reported the visibility
to be very poor owing to fog and rain. Several persons who went to the scene
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shortly after the accident stated that the fog became much thicker as they ap=-
proached the wreckage, making road traffic hazardous,

The &irport at Hot Springs is located on the top of a mountain at an eleva-
tion of 3,780 feet, It was built to furmsh a landing area for aircraft of
gunests of the Homestead Hotel at Hot Springs, The airport manager said that on
Cctober 6 the pilots of N BOG ate their lunch in the airplane, Investigation
revealed that this consisted of box lunches purchased in Cleveland. Personnel
of the company from whom the lunches were purchased said that none of the re=-
cipients of lunches furmshed that day had reported any i1l effects.

No fuel or other services were furnished N 80G during the time it was at
Hot Springa. The airport manager said also that Captain Noonan did mention the
fact that he had not landed at that airport since 1947. During the time the crew
waited for their passengers they lolled about the waiting room and read magazines,
The manager said he was away from the office for a period of approximately 15 or
20 mimtes while servicing another aircraft; however, during the time he wes in
the office and for a fMll half-hour before the aircraft departed, he did not hear
elther of the pilots call any CAA commnications station to check the weather or
file a flight plan, He did, however, hear Captain Noonan make a long=distance
telephone call, using a company credit card, to the residence of the passenger
to be picked up at Johnstown. This call, according to telephone company records,
was made at 1525, This telephone conversation lasted several mimutes after which
the manager said that Captain Noonan immediately went to his aircraft and prepared
to depart. The manager said further that at the time of the airecraft's departure
the cloud ceiling was 700 to 800 feet broken to overcast above the airport; he
was unable to observe any evidence of a higher clond lagyer through the breaks in
the clouds. The visibility was 5 to 15 miless the temperature 45 degrees F.§
wind west, variable west to northwest, 12 miles per hour., To the north it was
very dark and weather in that direction appeared to be worsening because of
lowering ceiling and rain showers.

Although the actual gross takeoff weight of the aircraft at Hot Springs is
not known, evidence was availasble from which a reasonable approximation could be
computed, This evidence indicates that the aircraft then weighed abeut 1,000
pounds under the allowable gross takeoff weight.

At spproximately 1500, L5 mirmtes before Captain Noonan took off from Hot
Springs, another Lockheed aircraft owned by Westinghouse Flectric, Inc,, departed
the Greenbrier, West Virgima, Airport for Pittsburgh, Pennsylvania, The (reen-
brier Airport is only a few miles from the Hot Springs Airport, The pilot of
this aircraft stated thet he was able to clamb to 9,000 feet VFR, and that 25
miles south of Elkins, West Virginia, he filed an IFR flight plan by calling
Flkins radio, He said that when entering instrument weather near Flkins moderate
snow was encountereds; north of Elkins there was heavy sleet or hail. The fresz-
ing level was 9,000 feet, His aircraft was cleared to descend to 7,000 feet be-
tween Elkins and Morgantown and to 5,000 feet north of Morgantown. This pilot
also said that north of Morgantown there was moderate rain and instrument weather
and that severe carburetor icing conditions were present slmost all the way.

The U, S. Weather Bureau at the Cleveland Airport was contacted to determine
if either of the pilots of N 80G had been briefed by Weather Buream personnel con-
cerning the en route and forecast weather for this flight., ¥No record of these
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weather briefings i1s kept; however, one of the forecasters on duty that morming
said that he did remember briefing a prlot who was flying to Hot Springse.

Weather Bureau area forecasts i1ssued by Cleveland and Washington pertinent
to the routes presumed to be flown by Captain Noonan indicated that below VFR
conditions were expected throughout portions of the return flight.

The Weather Bureau area forecast issued at Cleveland for the period 0800 to
2000 for western Pennsylvania and western New York indicated: Generally cealing
5,000 to 7,000 broken, locally overcast, tops 8,000 and higher broken above;
gradually lowering with rain beginning in southeast poértion western Pennsylvania
and spreading westward over most of western Pennsylvania and western portion New
York by 1600 as low moves northward along Atlantic Coast. Conditions lowering
rain area to ceilings 1,500 to 2,500 overcast; 3 to 6 mles vasibility; laght
rain; except occasional ceilings 800 broken; 2 mles visibality; and light rain
and fog higher terrain after 1400.

The Weather Bureau area forecast for the period 0800 to 2000 for western
Virginia and West Vairginia indicated: Low just southeast of Norfolk, Virginis,
at 0800 will move north or northwest 15 to 20 knots., Over northeast Pennsylvania,
southeast Virgima, ard western Maryland, ceilings variable 500 to 1,000, over=-
casgt; visibility 1 to 2 miles; rain showers, occasionally heavy rain; with gusty
surface winds nearly 4O to 60 knots over most coastal areas. Low ceilings and
gasty winds will move northward with low, Cloud layers in precipitation areas
to over 20,000, Elsewhere outside of precipitation areas over western Virgima,
and western Maryland, patchy stratus clouds 2,000 to 3,000 broken, variable to
overcast, tops 4,000 to 5,000 above ground becoming 3,000 to 4,000 scattered
above ground in afternoon.

The Weather Bureau terminal forecast for Morgantown, issued at 1200, indi-
cated 1,000 scattered, 2,500 overcast; vasibality 5 miles; haze and smoke; low-
ering by 1900 to 800 broken with 2,000 overcast; visibility 3 miles; haze and
smoke; with occasional rain showers, This terminal forecast was available to the
pilots prior to their departure from Cleveland. An amendment to the Morgantowm
weather forecast was 1ssuved at 1l15 and 1t indicated 500 scattered, 1,000 broken,
2,000 overcast; visibility 3 miles; laght rain and fog; wind northeast 12 knotsj
variable to 500 overcast; vasibility 1 mile; rain and fog. This amended forecast
would have been available to the pilots when at Het Springs if a telephone call
had been made to Roanoke, Flkins, or any other nearby CAA station.

The ceiling at Pittsburgh as reported for 1300 to 1B0O remained 3,300 and
4,000 feet, with visibilaty 7 miles, and 11ght rain throughout this period. How-
ever, during this same period the ceiling at Johnstown lowered from 1,000 broken
at 1600, to a balloon cealing report of 500 broken, 700 overcast, at 1700, and an
aireraft ceillaing of LOO broken and 600 overcast at 1800.

The pilots of N 80G did not file a flight plan with the CAA before departing
Cleveland nor was a flaght plan filed with the CAi by telephone while at Hot
Spraings or at any time throughout the flight. There 1s no record of any radio
contact between N 80G and any CAA commmcations stations during this flight.

Captain Noonan flew for this company for several years as copilot and relief
pilot. His employment record indicates that he left the company in October 1950
to f1y for another company as captain of its Lockheed Lodestar, and was re-eme
ployed by SOHIO as captain in June 1957. Captain Noonan was L0 years of age and
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had approximately 10,000 flying hours, of which 3,000 or more were on Lockheed-
type aircraft. He had an excellent reputation and was considered an above aver-
age instrument palot, havang taught instrument flying in the Cleveland area for
a mmmber of years,

The chief pilot for the company said that Noonan had flown with him for
several years as copilot, dimng which tame he had demonstrated many times his
ability as an instrument pilot. He also said that the company employed two
pilots who were based at Cleveland and several pilots who were based at Tulsa,
Oklashoma. No formal training was gaven the pilots by the company. The pilots
received flight checks from tame to time, given by the chief pilot, at which time
the indivadual receiving the check was carefully graded, These checks were com-
prehensive amd ancluded szmlated instrument approaches and single=-engine and
emergency procedures. The company required that all captains have airline
transport ratings and that all copilots have commercial and instrument ratings,
The chief pilot also said that Mr. Krauss, the copilot, was to take his examina=-
tion for airline transport rating during the month of October,

At Cleveland, the company employed one mechamic whose duty 1t was to keep
the airplanes airworthy. This mechamc had been employed by the company for 13
years, He testified that all maintenance work pertaining to the aircraft, en=
gines, or propellers, ete,, such as overhauls, was done by authorized overhaul
agencies and not by him. His work required him to perform minor repairs and
daily inspections., He held an airman certificate with mechanic, airframe and
powerplant ratings and a written inspection authorization,

Analysis

The Board believes that erther Captain Noonan or his copilot was briefed by
the U, S. Weather Bureau prior to departing Clevelard, The weather forecasts
available to the crew at the time of departure from Cleveland indicated that a
return trip VFR might be possible although the weather would be marginal for VFR
f1ight, particularly in the southwestern Pennsylvania area, Later forecasts
definitely indicated that this portion of the flight should be made IFR, These
latter forecasts would have been available if requested en route or by telephone
while at Hot Sprangs, Although this may be why the captain attempted to fiy VFR
to Johnstown it in no way excuses him for not taking the necessary precautionary
measures expected of a trained pilot, namely, the checking of existing and forecast
weather at a turnaround point when a stop of approximately two hours is involved.

The distance from Hot Springs to the scene of the accident is 135 mles and
the direction 1s almost due north. The investigation revealed that N 80G flew
approximately 70 mimites before striking the mountain. This elapsed flying tame
is considered unusually long for an aircraft that averages approxamately 198 kmots
irue airspeed at an average altitude of 5,000 feet during cruise. It was deter-
mined by computation, using the above airspeed ami a wand component of 25 knots
from the northeast, that the aircraft should have flown the distance in 39 mn-
utes. Therefore, 1t 1s concluded that a direct course was not flown.

A stody of the aeronantical chart shows that the direct course to Morgantown-
Johnstown would be flown over mountainous terrain all the way., Along and adjacent
to this course are mountains rising to an elevation of nearly 4,900 feet, However,
a course to the northwest from Hot Springs would be flown over only 48 miles of
these mountains before reaching much lower terrain.
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Considering all kmown facts 1t is belleved most probable that Captain Noonan,
first having decided to fly to Johnstown VFR, took off from Hot Springs and flew
toward the northwest; that he probably contimed in this general direction until
well clear of the mountains and then turned to the north, This latter direction
would then have heen meintained untll the aircraft was near Morgantown where a
change to a northeasterly heading, toward Johnstown, would have been made.

This generdl flight path is considered most likely because: The weather
north and east of Hot Springs was unfavorable, while to the west were somewhat
higher cloud ceilings and lower terrain, Another factor worth considering is
that only a short time before departing Hot Springs the pilot had flown in from
the northwest and lmew what the weather was in that area. Such a course of aciion
is understandable but what is not understandable is why the pilot elected to fly
toward and into lowering ceilings without obtaining &n IFR clearance, Complete
weather information was svadlable during the flight from a mumber of sources, and
an IFR flight plan could have been filed en route. Alrway navigational facilities
were available for ingtrument flight en route and at Johnstown for an instrument
approach, Even without the latest weather information it must have been obvious
to the pilot as the flight progressed that the weather was deteriorating in the &i-
rection of Morgantown, Why a pilot of his capabilities as an instrument pilot womld
deliberately fly into such weather conditions at an altitude insufficient to clear
the terrain and without the proper clearance is unexplainable,

Findings
On the basis of all avallable evidence the Board finds that:
l, The aircraft and the crew were currently certificated.

2, The gross load of the aircraft was under the maximum allowable weight
and was properly distributed,

3. The crew was probably brlefed by the U, 5. Weather Bureau for the trip
to Hot Springs and return, prior to departure from Cleveland.

4. The VFR flight from Cleveland to Hot Springs was routine,

5. The weather conditions north and east of Hot Springs at the tame of the
return required flight in accordance with instrument flight rules; this was not
done,

6. No telephone or aircraft radio contacts were made by the crew with any
CAA commnications station, either to file a flight plan or request weather in-
formation.

7. The aircraft was heard but not seen flying & northeasterly heading in
the overcast near the accident sits,

8., The aircraft was egquipped for instrument flight,



Probable Cause

The Board determines that the probable cause of this accident was the action
of the pilot in attempting VFR flight under instrument conditions over mountainous
terrain,

BY THE CIVIL AERONAUTICS BOARD:

/8/ JAMES R, DURFEE

/s/ CHAN QURNEY

/s/ HARMAR D, DENNY

f8f G. JOSEPH MINBTTI

/8/ 1LOUIS J. HECTOR




SUPPLEMENTAL DATA

Investigation and Taking of Depositions

The Cival Aeronautics Board was notified of the accident the eveming of
October 6, 1957, An investigation was immediately initiated in accordance with
the provisions of Section 702 (a) (2) of the Civil Aeronautics Act of 1938, es
amended, Depositions were taken in connection with the investigation of this ac~
cident on October 1k, 1957, at Cleveland, Ohio; November 21, 1957, at Chicago,
Tllinois; and November 22, 1957, at Kansas City, Missouri,

The Operator

The Standard 011 Company of Ohio, Inc, is an OChio corporation with its prdin-
cipal offices at Cleveland, Ohio, The company owns and operates several aireraft
which are based at Clevelamd, Ohio, and Tulsa, Oklahomsa. These aircraft are used
soclely for the transportation of company executaves,

Flight Personnel

Warren F, Noonan, age 40, was employed by the company June 1, 1947, and re-
mained with the company until October 1, 1950, at which time he left to fly for
another company. He was re-employed June 16, 1957, He held a currently effective
airman certificate with an airline transport rating and a rating for Lodestar air-
craft, He had a total of 10,000 flying hours, of which 3,000 or more were 1in
Lodestar aircraft., His last CAA class one physical was November 15, 1956,

Theodore O, Krauss was employed by the company August 1, 1956, He held a
currently effective airman certificate with commercial, single- and multi-engine
land, and instrument ratings. He had 2 total of 3,600 flying hours, of which ap-
proximately 200 were in Lodestar ajreraft, He received his last first-class
physical examnation July 29, 1957,

The Airecraft

The aircraft, a lLockheed Lodestar, model 18-56, serial No. 2351, N 80G, was
marufactured February 5, 1943, It had a total of 4,608 flying hours, The air-
craft was equipped with two Wraght 1820-72WA engines and model 23E50-423 Harnl-
ton Standard propellers with 63394-12 blades, Time since overhaul on both en-
gines was 188 hours, The aireraft was equipped with de-icing boots on 1ts wings
and empennage, It also had propeller blade de-icers and a heated pitot tube.



