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SYNOPSIS

A Lockheed Constellation, Model L-THOA, N 1164, owned by the
United States Government and operated.b& the Federal Aviation Agency,
crashed following a local training flight at Topham Field, Canton Island,
April 26, 1962, at 1213 local time. All four FAA crew members were
fatally injured. One of the two passengers, not an FAA emplcyee, was
-also fatally injured. The other, an FAA physician, was seriocusly in-
Jured. The aircraft was destroyed.

The purpose of the flight was to train the copllot in various maneu-
vers and flight configurations prior to being tested for an Alrline
Transport Pllot Rating, and to train a flight maintenance technician as
a flight engineer.

The probable cause of the accident was loseE of coﬁtrol during an
attempted gomaroﬁnd following initial touchdown, as the result of an un-

detected reversal of No. 4 propeller.



Investigation

A Lockheed Constellation, Model L-ThQA, N 116A, owned by the United
States Govermment and operated by the Federal Aviation Agency, crashed fol-
lowing a local training flight at Topham Field, Canton Island, April 26 1962
at 1213 local time. —/ All four FAA crew members were fatally injured. Ome of
the two passengers, not an FAA employee, was also fatally injured. The other,
an FAA physician, was seriously injured. The aircraft was destroyed.

The last flight of FAA Constellation N 116A prior to the accident was
on the 25th of April. That flight was from Honolwlu, Hawaii, to Canton Islang,
and was operated as FAA Logistic Flight 62-53 carrying passengers and freight.
Before departure from Honolulu there was a brief delay caused by the changing
of the rear spark plug of No. 15 cylinder of No. U4 engine. Otherwise the
flight was routine, and of about eight hours duration, with arrival at Topham
Field, Canton Island, at 1855, April 25, The crew consisted of Pilot-in-Command, | !
Julius J. Terranova, Copilot Herbert G. Fielding, Flight Engineer Harry E. Johnsor:

;

Navigator Robert R. Rassmussen, and Flight Maintenance Technician Paul L. Garriott-,?
Flight Engineer Lloyd Z. Young was deadheading.

A local training flight at Canton Island on April 26 had been authorized
by FAA's Chief of Aircraft Operations for the Pacific Region. For this flight
the crew consisted of Captain Julius J. Terranova, a designated check pilot,
Copilot Herbert G. Fielding, Flight Engineer Lloyd Z. Young, and Flight Mainte-
nance Technician Paul L. Garriott, Jr. There were two passengers, Dr. John 33

Miller, FAA Resident Physician of Canton Island, and Areti Tabonge, an employee

1/ A1l times herein are local [165th meridian) based on the 2h4-hour clock.
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of the Standard 0il Company at Canton Island. The purpose of the flight
w28 to train Copilot Fielding for his Airline Transport Pilot Certificate
flight test and also to train Flight Maintenance Technician Garriott as a
flight engineer.

Flight Engineer Young, assisted by Mr. Johnson, the flight engineer on
the previous day's flight, preflighted the aircraft and supervised the re-
fueling. At 0855 Captain Terranova filed a local VFR (Visual Flight Rules)
flight plan with the IFSS (International Flight Service Station) at Canton,
estimating the flight time as about four hours. Crew and passengers then
boarded the aircraft, with Copilot Fielding occupying the left pilot seat,
Captain Terranova the right pilot seat, Mr. Garriott the flight engineer's
station, and Flight Engineer Young standing adjacent to Mr. Garrioctt. Dr. Miller
sat in the observer's seat behind the left pilot seat, and Mr. Tabonga was in
the Tirst seat on the left side of the passenger compartment. During the

“investigation no weight and balance figures could be foundg however, Flight
Engineer Johnson later estimated the aircraft’s gross weight at 88,156 pounds.
The maximum allowable for takeoff was 107,000 pounds.

The engines were started with Mr. Johnson acting as fireguard, and at
0900 the flight contacted Canton IFSS advising it would be taxiing to the
runway in about 10 minutes.

After run-up, the aircraft took off from runway 9 reporting off at 091k
te Canton IFSS. As observed from the ground by-Flight Engineer Johnson, and
others, the aircraft stayed in the airport traffic pattern and made several

approaches and landings with various flap configurations, some employing



- 4 -

propeller reversing after touchdown. The first landing was to a full stop
and appeared to be with 8_0 percent flap. The eircraft was then taxigd back
and immediately taken off again. The next approach appeared to be with

full flaps. A go-around was started some 300 feet over the threshold and
the aircraft was flown level over the runwey with flaps down. On the next
landing which was to a full stop, the final approach appeared long, flat,

and fast. The next takeoff was with flaps up. The aircraft left the traffic
pattern and was climbed to altitude for the purpose of conducting emergency
procedures training.

Surviving passenger Dr. Miller indicated that these procedures included
the. feathering, .a.nd simulated feathering, of propellers and the simulation
of hydraulic and electrical system failures. During this period the crew of
N 116A contacted Canton IFSS several times. At 1042 they edvised being 10
miles wes£ at 5 ,000 feet. At 1108 they reported over Canton .at 6,500 feet
and stated that operations were normal. At llh2'_thejr'r_eported four miles
out, requested traffic information, and advised their intention of making &
pess over the airport. Shortly thereaffer the sircreft passed over the air-
port_ from north to south at an altitude of sbout 500 feet and then continued
out over water where it circled several times. The aircraft waes then climbed
to traffic pattern altitude and entered a left downwind leg. At this time,
acceording to Dr. Miller, Flight Engineer Y‘oung fook over the engineer's pansl
and Mr. Garriott stood ﬁehind Young. Mr. Tebonge stood in the doorvay of the

flight deck.

At 1210, N 116A contacted Canton IFSS and requested the current alti-

meter setting, which was given as 29.86. N 116A acknowledged. This was. the
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last radio contact with the alreraft; during none of the redic contacts
had;any'mechanical difficulfy been mentioned. N LlGA_was observed to make
an approach for landing. | |

Following touchdown the aircraft rolled 239 feet on the right main
landing-gear with the right wing continuing to drop. The saircraft then
11f£ed off in a nose-high and right-wing=-down attitude, end the right wing
tip struck the ground at thé right edge of the runwey. This crushed the
right wing tip as well as the outboard portion of the wing and the right
ailéron. The aircraft at the time was banked sharply to the right and the
nose was high. With the angle oi"bank incressing, the turn continued with
the right wing scraping and being sbraded by coral. An 18-inch high coral
ridge was struck, causing further breaskup of the wing. The angle of benk
continued to steepen, the aircraft cartwheeled coming to rest 220 feet off
shore in water about three feet deep. All engines broke free. There was no
fire either-befo:e or after iﬁpact.

~ The weather at the time of the ﬁcci&ent vas: sca;téfed clouds at 2,000
feet; visibility more than 15 milés; températu:e 86 degrees F; dewpoint T3
degrees F; wind east-northeast 6 knots; altimeter 29.86.

Therfirst identifiable tire marks on the runway were 650 feet past the
threshold of runway 9. This runway is 6,000 feet long end 150 feet wide.
The touchdown was on the two right main wheels only, indicating a right vwing
low attitude. According to the marks the outboard right tire touched before
the inboard right tire. This touchdown was 20 feet to the right of the
centerline of ﬁhe runvay, indicating the éenterline of the fuselage was
six feet to the right of the centerline of the runway. Tﬁis mark was solid
for 17 feet, then very light, with intermitbent markings for the next 95

- Peet. At this point a solid merk made by the outbbard'tire of -the right
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landing gear started 29 feet to the right of the runway centerline and
ended 127 feet down the runway, 38 feet from the centerline of the rummy.
The average heading of this mark was 097 degrees, or T degrees from the
runvay heading. The alrcraft became airborne at this point and there were
no further tire marks.

Two hundred thirty-six feet from the last tire mark and 24 feet off
the right edge of the runwey, the wing tip first scraped the coral terrain
as evidenced by impact marks. PFour feet from this first impact the right
wing struck a taxiway light loca‘ped 18 feet from the right edge of the run-
way. At this point the right wing tip and a portion of the right wing outerx
panel failed upward, leaving skid marks sbout seven feet wide across a taxi-
way and ﬁd,jacent terrain for .h’TS feet. Here the right wing tip struck a
crushed coral ridge 18 inches in height and approximately 170 feet from the
right edge of the runway. The average heading of the skid mark as it crossed
the taxiway was 102 degrees. Sixty-six feet from the coral ridge, a second
ridge one foot high was contacted. The average heading of the skid merk be-
tween these two ridges wes lé"{ degrees. HNumerous small pieces of de-lcer
boot material were found along the paﬁh between the_se ridges. Bewyond the
second ridge were found a wing leading edge former with a small portion of
skin attached, & 20-inch section of leading edge skin with stringer attached,
and a fuel tank vent from No. 3A tank. These items were 37, 60, and 146 feet,
respectively, along the flightpath from the second ridge.

A trail of fragmented parts and debris led to the edge of the water and

to the main wreckage, some 220 feet off shore. This main wreckage consisted
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of & large portion of the fuselage and sizable portions of bofh wings .
These parts vwere on & heading of 50 degrees and wefé resting on a coral
shelf. The empennage was broken from thé fuselage and was found L0 feet
aft of the fuselage break‘on & heading of 35 degrees.

A total of 16 persons on the ground saw or heard various phases of the
final approach, touchdown, aﬁd crash. A number of their statements indicate
thet the final approach was higher and steeper than usual, with flaps ex-
tended 100 percent. One, a weather cbserver, stated in effect that the
aireraft touched down on both main landing gears some 300 feet past the run-
way threshcld. Another, Flight Eﬁgineer Johnson, obseﬁed the right wing to
be slightly down and the nose to be down just before touchdown ﬁhich he
.thought was farther down the runway. Some witnesses heard & pronounced in-
crease in engine noise when the aircraft swerved from the runway.

Much of the forward portion of the aircraft vas liﬁera.lly ground awey by
sherp coral. However, the alrframe proper, its control systems, other asir-
craft systems, the instrumentation, the engines,-and the ﬁroPellers wefe
examined. There was no evidence of failure of the a‘.i'rframe nor of the con-
trol systems. Readings of instruments, engine controls, and tab settings,
which could be obtmined yielded nothing that could be directly related to the
accident. The flap handle was in the "up" pﬁsition. The flap control mecha-
nism in&icated the flaps were in transit upward at approximately 60 percent
at time of impact.

The cockpit aileron and rudder boost control levers as well as their

Telated control valves were found in the "off" position.
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The nmaintenance record_s of the aircraft indicated proper and current
maintenance.

The engine examination, which included complete disassembly, was conducted
under Board supervision at Los Angeles where complete facilities were available.
There was no sign of operational distress in any of the four engines, nor tiid
the maintenance histories of the engines suggest any items that could loglcally
he linked to this aceident,

Examination of the four propellers indicated that the blade angles at the
time of impact were 15 degrees positive, 15 degrees positive, 23 degrees positiwve,
and 20 degrees nggative for Nos. 1, 2, 3, and 4, respectively. The low pitch stop
is at 15 degrees positive and the reverse pitch stop is at 20 degrees negstive.
Functional tests and disassenbly of the pitch changing mechanism of 'Ehe four pro-
pellers did not reveal any irregularities. Functional tests of the four governors
vere satisfactory. Two of the governors were checked for engine r.p.m. settings
with 2,260 and 2,300 indicated. The sbove work was accomplished at ﬁonolulu.
Subsequently, the No. 4 governor was again functionally tested and disassembled
at Losg Ar;geles. The test was satisfactory. The only discrepancy found dui'ing
examination following disassembly was scoring end pitting on the low pressure re-
lief wvalve. Propeller repalr specialists described the extent of this scoring
and pitting as "Excessive,” considering the relatively low operational time of 352
hours since the lest overhaul. The cause of the scoring and -pitting could not be
established. |

The No. % governor had been overhauled and all applicable Service Bulletins
and Airworthiness Directives complied with in June of 1960. The governor was Ife*
tained in stock as a spare unit until July 1961, at which time it was aga'in:d;ls;—_

assembled, inspected, latest modifications incorporated, reassembled and functionsg
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teasted. The low pressure relief valve was not replaced and reportédly was in
geod condition at this time,

Autopsies were performed on the bodles of the crew members. Only one signi-
ficant fact was revealed., Flight Engineer Young had recently ingested a signifi-
cant amount of a barbiturate. His tissues contained therapeutic quantities of
an unidentified barbiturate -- with physical properties similar to butabarbital
-- which would be compatible with his having taken a ldO milligram dose of a
medium or long-acting barbiturate three times a day for a prolonged period. This
same tissue level could have been achieved in other ways, such as taking four or
five 100 milligram tablets a few hours before death; or five to ten tablets 10
hours before death,

The Administrator had elected to conduct flight operations of this aircraft
in accordance with Parts 20, 43, and 60 of the Civil Air Regulations except for
certain special deviations. Section 43.45 of Part 43 of the Civil Air Regulations
prohibits any person from serving as a crew member in civil aircraft while using
any drugyyhich affects his faculties in a manner contrary to safety. However, a
deviation from this provision is found in the Administrator's Manual of Procedures
wnich governs the operation of this flight in that it proscribes the use of bar-
biturétes by crew members within twelve hours prior to flight.

Interview of Survivor Under Narcosynthesis

The seguence of events prior to and during the éccident was egtablished largely
through deteils provided by the survivor, Dr. Miller. He was seriously injured
and wes initially able to recall only the general activities, operations, pro-
cedures, and maneuvers prior to the final touchdown of W 116A. He was unable, at
Tirst, to recall details prior to and immediately after the accident other than
that the touchdown was normal, the aircraft gradually veered to the right, end

“the Pilot-in-Command, Captain Terranova, shouted "..... frozen!", and reached
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far to the left from his right seat, across the pedestal, to scme rundeterminf_;d
control. The copilot in the left seat had both ‘hands on the control wheel, |
acéording to Dr. Miller. |
Dr. Miller, a Government physician, was eager to help in the investi-
gation of this accident. A% the suggestion of e Board investigator he agreed
. to be questioned while under the influence of sodium amytal, a drug used to |
prompt memdry recall. The metheod, or technique;, is known as narcosynthesis
and is sometimes us_ed by physicians to help patients release suppressed infor-
ina.tion. |
Accordingly, on May 11, 1962, Dr. Miller voluntarily submitted to‘a. medy -
cally supervised interview under narcosynthesis, with a Board investigetor
present. Lt. Colonel Paul Yessler, M.C., U.S.A., Chief, Neuropsychiatric
Division, at Tripler Army Hospital, Honolulu, administered the drug. At this
time, Dr. Miller recalled many of the details of the flight including the-
words which Captain Terranova shouted as the eircraft veered to the right on
iandiﬁg: "Controls frozen!", and "Ailerons frozen!". Dr. Miller also re-
membered that at approximately the same time, Ca.ptain Terranova reached for
the aileron and rudder boost control levers end pulled them to the "off" 1)0-
sition. On May 12, 1962, a tape recording of the interview was played back
for‘ Dr. Miller, at which time recall of these details was verified. This was
the first use of narcosynthesis :I.ntérview technigue iay the Board in coﬁ-
nection with the investigation of an aircraft accildent. |
Analysls
Aircraft and powerplant maintenance, and the. state of the weather cannot

demenstrably be linked to the cause of this accident. Investigation of the
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eirfreme, systems, and powerplants revesled the following three items which
cannot be accepted as normal and will be specifically considered in this
snalysis; namely,
(1) Wo. 4 propeller in reverse pitch (-20 degrees).
(2) No. 4 propeller governor low pitch relief valve pitted and scored.
(3) Aileron and rudder boost off. | .
Otherwise, no evidence of a suspéct nature was disclosed by the investi-
getion of the alrframe, systems, and powerplants.
The landing culminating in thc accident was to have apparently been the
1as£ for the day. Maneuvers, and their sequences, which were being practiced
prior to the finel landing, are not known precisely. ﬂowever, according %o
fhe_survivor they included a considerable number and variety of simulated
emeféency conditions, including a feathered propeller or propellers in con-
Junction with other simulated difficulties. The use of propeller reversing
during landings was established. _
The reportedly higher and steeper than usual final approach with flaps
extended 100 percent is not considered unusual, especially during the conduct
of & training flight. The approach eonfigurationland path are not considered
pertinent to the probable cause of the accidentror indicative of difficulties
being encountered.
Discussion of the initial touchdown of the aircraft on the right main
lending gear and its subsequent attitude and path of travel cannot be divorced
from considerations of the No. 4 propeller which was found in full reverse

pitch. Apparently, the approach was essentially normal until just paior to
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touchdoﬁn; The propeller operating during approach with an ineffective

low pitch stop constitutes a very logical cause for the landing events as
described. As power and airspeed are progressively reduced, propeller

pitch decreases to maintaln the selected r.p.m. until the low pitch stop is
reached. Normally, any further reduction in airspeed and/or povwer is re-
flected by a reduction in r.p.m. In the event the low pitch stop is ineffec-
tive, blade angle is further reduced and at least initially, the selected
r.p.m. is maintained. This situation would be most readily evident to the
erew by anr.p.m. decrease on three tachometers and one, No. 4, would remain
at the selected reading. Change in thrust as sensed by the pilot at the
controls would be relatively minor and probably would go unnoticed during

the phase under discussion. As the airspeed and/or pover was fu;ther reduced
and probebly at the time power was reduced to start the flare, energy input
to the propeller would decrease such that the selected r.p.m. would not be
maintained and the propeller blade angle would abruptly decrease with an
appreciable r.p.m. decrease, and would move into the reverse pitch regime

and continue to full reverse. As the propeller moved toward full reverse, the
reverse pitch indicating 1ight located on the pilot's panel would ccme on.
This light comes on about 5 degrees before full reverse pitch 1s reached.
Accompanying this blade angle change would be an abrupt and very substantisl
increase in drag and some reduction of right wing 1ift. - It is concluded this
is what occurred because it is not only compatible with the touchdown attitude

but with the physical evidence as well.
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Information as to specific power and specific asirspeed at any parti-
cular time along the final approach path is lacking. However, to provide
some appreciation of the parameters involved, the airspeeds, r.p.m. and
powers, which result in the propeller governing at the 15-degree low pitch

stop, are listed as follows:

Revolutions Indicated Brake
rer Minute Alr Speed Horsepower
2300 140 17
2300 130 294
2300 120 L26
2300 110 528
2300 100 EL6
2300 90 T20

A reduction of IAS and/or BHP, with r.p.m. remaining constant, causes the
Ppropeller blades tc go below 1l5-degree blade angle if the low pitch stop is
ineffective. The reportedly steep descent on final approach is compatible
with low BHP.

After contact with the runway by only the right gear for 239 feet,
during which an application of power was heard, the aircraft lifted'off, and
while turning to the right, the right wing tip contacted the ground. The
right turn continued with the right wing drageging. Indications are that the
wing flaps were in transit toward the retracted position which, in conjunction
with the application of power, leads to the conclusion a go-around was being
attempted. The only logical explanation for this uncontrollable maneuver,
compatible with the physical evidence, is that with Nos. 1, 2, and 3 pro-
pellers in forward thrust and No. 4 propeller in reverse thrust, full power

was applied during an appreciable period following the initial touchdown.
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The possibility that early use and/or misuse of the throttles may have
precipitated the accident has been considered. One such possibility .
considered is that reverse thrust may have been applied before the aircraft
was firmly on all landing gears, then'be‘ca.use of control difficulty, forward
thrust was applied with No. 4 failing to respond. Such an occurrence has
been discounted because the short time involved precluded normal reversing
and unreversing of the four propéllers. Furthermore, the throttle arrange-
ment on this aircraft mske inadvertent application of reverse thrust most
unlikely.

An ineffective low pitch stop is considered the most likely cause of
the premature reversal of the No. I propeller. The timing and sequence of
events following initial touchdown are precisely what would be predicted in
this event.

As for an explanation, there are several possibilities. A false electri-
cal reversing signal would immediately initiate a reversal and would be ex-
pected to be random timewise. Speclal precautions taken to protect the
reversing solencoid circuit from false signals have been very effective.

This is considered to be the most unlikely of the several possible causes of
the unwanted reversal that have been considered. Timing of the reversal; as’
previously discussed, is considered to bexvery pertinent to this conclusion.
Either a governor low pressure relief valve seized 1n the closed 'position or a
low pitch stop lever assembly servo valve stuck in the open position would
render the low pitch stop levers ineffective. Normal propeller response to

airspeed and power with either of these malfunctions present would result in '
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propeiler response as previously discussed. A propeller feathering and
unfeathering in flight would provide the positioning for either of these
valves which, in the event of sticking, would precipitate the events which
are believed to have culminated in the accident. Although No. 4 was not
specifically mentioned, the survivor did stete simulated emergencies In-
cluding featheri_ng and unfeathering of propellers were accomplished during
the tralning flight. The physical condition of the low pressure relief valve,
as found, makes 1t the most likely cause of the unselected reversal. That
the fault was not revealed by functional tests 1s not a compelling reason
for eliminating these two possibilities. It is not unususl for s hydraulic
component malfunction to fail to recur when the unit is subseguently checked
on a test facility. This is especially apt to be true if the initial trouble
had been caused by contamination in the oil, for, under test, clear oil is
used and the original contaminant may be displaced immediately.

The Board believes that the accldent had its inception when No. 4 pro-
peller was in reverse pitch, unknown to the crew, during the final approach,
:nd that upon touchdown, directionsl and attitude control loss was followed
by application of power for a go-around causing high yawing forces, quicklj'
swerving and 'banking the aircraft into the ground.

As previcusly mentioned, ra reverse pitch indicating light is located on
the pilot's panel which would actuate five degrees prior to the propeller travel
to full reverse. In addition, this condition couid have been detected by the
difference in the r.p.m. between the engines by any of the three flight crew

members.
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It cannot be stated that the flight engineer's failure to detsct the
r.p., change was the result of his use of barbiturates.

It is obvious by Captain Terranova's action, i,e., pulling the aileron
rudder boost control "off" and shouting "controls frozen, ailerons frozen,™
that his reaction to the directional and attitude control difficulty following
touchdown was, in fact, to correct a control malfunction - not a propeller
reversal problem, This action further compounded the control difficulties.

A jammed aileron because of damage from contact of the right wing with the
éround logically accounts for such a diagnosis, although erroneous, by the
captain,

Probable Cause

The Board finds that the probable cause of the accident was loss of
control during an attempted go-around following initial touchdown, as the
result of an undetected reversal of No, 4 propeller.

BY THE CIVIL AERONAUTICS BOARD:

/s/ ALAN S. BOYD
Chai rman

/s/ ROBERT T. MURPHY
Vice Chaimman

/s/ CHAN GURNEY
Menber

/s/ G. JOSEPH MINEITI
Menber

/s/ WHITNEY GILLILLAND
Member




Investigation

The Civil Aeronautics Board was notified of the accident immediately
after occurrence. An investigation was started at once in accordance with
the provisions of Title VII of the Federal Aviation Act of 1958.

{Operator

The Federal Aviation Agency, Pacific Reglon, operated Constellation

N 116A which was owned by the United States Government.

Flight Personnel

Captain Julius J. Terranova, age 38, was employed by the Federal Aviation
Agency on May 23, 1959. He possessed an FAA Airline Trensport Pllot Certi-
ficate, No. 238865, and ratings in L-T49 and DC-4 type aircraft. He had
a total of 5,867 hours, of which 3,911 were in Constellation type aircraft.
His last proficiency check was on September 6, 1961, and his last en route
check was on February 11, 1962. His last first-class medicasl examination
was taken in February 1962, with no limitations. On August 7, 1961,

Captain Terranova was appointed cﬁeck pilot on L-T49 and DC-4 type aircraft.

Copilot Herbert G. Fielding, age 45, was employed by the Federal Aviation
Agency on February 8, 1960. He possessed FAA commercial certificate No. 4297L6,
with multiengine and instrument ratings. He had a total of 8,353 hours, of
which 524 were in the Tockheed L-ThOA. His last first-class medical exsmina-

tion was passed on April 19, 1962, with no limitations.



Flight Engineer Jloyd Z. Young, age 45, was employed by the ‘Fed-eral
Aviation Agency on March T, 1959. He ppssessed Flight Engineer Certific#te _
No. 1196651, and Airframe and Powerplant Mechanic Certificate No. 16103’+; :‘H{-ZE
haﬁ a total of over 6,000 hours in Constel-lation aircraft. His last second-

' elass medical examination was passed October 1961.

Student Flight Engineer Paul L. Garriott, Jr., age 32, was employed by
the Federal Avietion Agency as a Flight Maintenance Technician on July 10, 1961.
He possessed Airframe and Powerplant Certificate No. 137251k. Hié lasf'secoad-
claés medicéal examination was passed in June 1961.

The Air;:ra.ft

The aireraft was ﬁriginally purchased from Lockheed Aircraft Corp.,rby
Eastern Aif Lines on February 10, 1949, as model No. L-ThOA-79, S/N 2611. It
WBS leased. by the United States Govermnment from EAL, and certificated August 23,
1960. ' The United States Government purchased the aircraft June 30, 1961..- The

aircraft was utilized for logistiecs purposes and was operated in the FAA's

Pacifié Region out of Honolulu, Hawaii. It had been flown a total of 1,189.8 ho
by thé FAA. The aircraft had a total of 41,481.6 hours and 3,968.4 hours since
the last Block III overhaul which was abcomplished by Esstern Air Lines.

FAA maintenance records indicate tﬁé.t the last preflight check (daily) '«i'as
performed on N 116A, 11.0 hours prioi‘ to April 25, 1962. A total of 80.5 591;1'5‘
had been flown since its last numbered check (No. 11) , which was completed on
March 29, 1962. FAA maintenance systeni _numbered checks are performed every

120 hours.,

- ji -



The engines were Curtiss-Wright model No. T49C18-BED1, with operational
times since overhaul of 91.9 hours, 38.9 hours, 999.6 hours, and L4T4.3 hours
for Nos. 1, 2, 3, and k4, respectively.

The propellers were Hamilton Standard model No. 43E60-3L43, blade type
6903B-0. Their operational times since overhaul were 263.9 hours, 2,065.1

hours, 91.9 hours, and 2,065.1 hours for Nos. 1, 2, 3, and 4, respectively.
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