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CAPITAL AIRLINES, INC., DWGLAS G47B, N €%€‘35, 
NEAR QIARKSWJRO, MARYLAND, JUNE 22, 1957 

The Aceiden4 

A Capital Airl ines t r a in ing  f l i g h t  crashed near  Clarksburg, Xaryland, 
about a75sJ on June 22, 1957. 
N 88835, mas t o t a l l y  destroyed. 

* 
only occupants, were k i l l e d  i n  t h e  crash, 

Although no f i r e  occurred, the airplane, 
The in s t ruc to r  and txo p i l o t  t ra inees ,  t h e  

History of the  JTliRht 

Tra in ing  f l i g h t  H-3 was scheduled by Capital (Capital Air l ines)  f l i g h t  
training department f o r  Captain Carl R. Burke, ins t ruc tor ,  and two copilots,  
Henry A .  Podgurski and Robert K. Thomas. T h i s  was the  second of a s e r i e s  of 
six flights being made f o r  t he  purpose of giving Messrs, Podgurski and Thomas 
flight ins t ruc t ion  t o  prepare them f o r  upgrading fran copi lot  to captain. 

The f l igh t  was dispatched i n  accordance mith Visual f l i g h t  ru l e s  t o  operate 
i n  an area northwest, north, and northeast of Kashington, D. C.  
used by Capital as i t s  l o c a l  pract ice  area for t ra in ing  f l i gh t s .  

T h i s  area vias 

The aircraft ,  was nilly serviced with E20 gallons of fuel.  Its gross take- 
off weight v a s  l o s s  than the  m a d m  allowable and the  center of g r a v i t y  was 
within allowable lirrdts. The weather was clear and was not a f ac to r  i n  this 
accident. 

Takeoff was made a t  0625. 
of tho t r i p  number, time of takeoff, h e 1  aboard, and f l i g h t  duration. 
were no other  radio contacts with the  f l i g h t .  

A t  C63l the  f l i g h t  advised the  company by rad io  
There 

A t  approxFmately CY745, N 83835 was o b s e m d  i n  the  v i c in i ty  of Clarksburg, 
Maryland, by many people who saw it during several minutes of f l i g h t  and i n  i t s  
plunge t o  the  ground. - 

Investigation 

I n  i t s  final descent, N 88835 passed almost s t r a i g h t  down throagh a group 
of t rees ,  l a n d i n g  on t o p  of an automobile. 
door was demolished when the  a i r c r a f t  struck i n  a nose-dm near-vertical a t t i -  
tude. 
damage and m e  t o  rest Kith the  t r a i l i n g  edges of the rudder and &Levators 

The fuselage foniard of the  cargq 

The reamost  part of t h e  fuselago and empennage received r e l a t i v e l y l i t t l e  

1J iU L L e s  hoAaii1 are eastern standard based on the a -hour  d o c k .  
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wedged against  t r ee s .  
of impact forces upon it ac t ing  aft  and u p r d .  
remained attached t o  the  a i r c r a f t  and m r e  i n  t h e i r  general r e l a t i v e  positions. 
No f i r e  occurred. 

The l e f 3  Uring separated f’ron the  a i r c r a f t  as a result 
A l l  o ther  major components 

A conplete and exhaustive study of the e n t i r e  wreckage was made. 
determined t h a t  the  f laps  were retracted and t h a t  the  landing gear was down 
and locked a t  impact. 
ing and actuating struts of both were broken o r  severely m t i l a t e d .  

It was 

The attach- Both gear assemblies had f a i l ed  rearmad. 

The r i g h t  wing, although s t i l l  attached t o  the  center sectio9, exhibited 
a damage pat tern f r c i n  forces act ing u y a r d  and rcamard. 
severely damaged along t h e  leading edge mith conpression danage apparent frm 
leading t o  t r a i l f n g  edge. 
sect ion were bro!ten o r  craclced i n  m m r o u s  places. 
were torn  and deformed, they shoxed no indicat ion of ro ta t iona l  motion of the 
a i r c r a f t  a t  ‘impact 

Both vrings were most 

King spar webs and caps i n  boCvh wings and center  
Although both vLng tip 

The empennage was dis tor ted  as  a result of contacting t r e e s  i n  t h e  descent 
to the ground. The rear cabin bulkhead had been disflaced forward, alla3ving 
the remaining fuselage t o  sag and causing several  deep mrirddes i n  the  skin. 

Several s m d l e r  pieces of the aircraf’t s t m c t u r e  w e r e  detached a t  impact 
and were found i n  the  wreckage area. 
cracking, a i r c r a r t  defonnation, or s t ruc tu ra l  f a i lu re  p r io r  t o  impact 

There was no evidence found of fa t igue  

Because of the  ;unusual, nature of this accident special  a t t en t ion  m s  
given t o  t h e  examination of f l i g h t  controls and systeas  t o  deternine, i f  
possible, any malfunction M i c h  could have resul ted in impaired control of 
t he  a i r c r a f t  i n  f l i g h t .  All f l i g h t  surfaces, with the  exception of an outboard 
portion of t he  r i g h t  a i leron,  remained attached t o  t h e i r  respective supporting 
s t ructures .  This outboard sect ion of r igh t  a l leron,  detached by impact, ms 
recovered i n  the  wreckage area. 
ta ined impact damage. 

It, as Well as a l l  other f l i g h t  controls,  sus- 

A l l  primary control cables were t raced  and exa.ained. None of these cables 
was broken; h m v e r ,  several  of the links and bell cranlcs t o  which these cables 
at tach,  o r  pulleys over which they run, were bent o r  broken. No wedging o r  
binding, other  than t h a t  caused by i a p c t ,  was found in these control systems, 

Trlm t a b  controls were damaged i n  the  crash. h r i n g  t h e  a i r c r a f t  breakup 
all trim t a b  control cables f a i i e d  i n  tension. 
were probably displaced by unbalanced cable forces that resul ted.  

In  t h i s  brealcup t h e  trim t abs  

Nothing was found i n  the  control surfaces or  control  systems t o  indicate 
i n f l i g h t  m a l l n c t i o n  of any kind. 

Detailed emxinat ion of t h e  remaining portions of the a i r c r a f t  revealed 
no indicat ions of f a i l u r e  o r  malf’unction prior t o  impact. 
t o  fuel,  oil, and hydraulic l i n e s  was the result of the crash. 
tho cockpit area and i’uselags was so  conp le te  that no s ignif icant  f i n d i n g s  
could be obtained. 
or i n f l i g h t  failure which might have resu l ted  in loss of o r  difficulty of 
c o n t r d  

Au. observed damage 
Destructian of 

However, there  were no indicat ions of s t ruc tu ra l  fa t igue  
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Both puwerpl.ants w e r e  meticulously examined f o r  possible malf'unction. 
The engines, although heavlly damaged by impact, showd no signs of operational 
d i f f icu l ty .  
received proper lubricat ion.  
moving par t s  and no contamination f m d  i n  the oil. 
both engines and t h e i r  accessories was i n f l i c t e d  a t  impact. 
showed no evldence of operational malf'unction. 
pi tch and operating when the aircraft s t m c k  the ground. 
other  damage resul ted from contact with the gruund. 

Cylinders, pistons,  valves, bearings, etc., were normal and had 
There was no scoring o r  overheating evidenced on 

A l l  o f  the  dvnage noted t o  
The propel lers  a lso 

Both were ro t a t ing  and i n  l o w  
All blade bending and 

An examination of a i r c r a f t  and paverplant records disclosed that scheduled 
inspections and maintenance had been properly and s a t i s f a c t o r i l y  completed. 
M o t ;  f l i g h t  l o g  writeups had been corrected and there  were no carryover main- 
tenance items. 
ing  t o  this a i r c ra f t .  
There were no repe t i t ious  malfunctions or  uncorrected i t e m  i n  any of these records 
that would a f f e c t  the  airworthiness of t h e  a i r c r a f t .  

Capital had conplied wi th  all airworthiness d i rec t ives  pertain- 
Overhaul of engines and propellers m s  normal and proper, 

Copilots Podgwski and Thmas were being given f l i g h t  t r a in ing  by Capta-ln 
Burke i n  preparation f o r  t h e i r  ATR (Air l ine Transport Rating) exanination and 
upgrading t o  captain. 
f l ight  t ra in ing  departnent of Capital. and includes ground school and flying t ra in-  
ing. The flight t ra in ing  consis ts  of a d n h m  of SLY two-hour periods. 
period the t ra inee  f l i e s  the airplane through a standard s e t  of maneuvers which 
are designed t o  acquaint him rully wdth the f ly ing  cha rac t e r i s t i c s  of the airplane 
at  various speeds and a t t i t udes  and i n  various configurations. 

Accuracy of headings, speeds, and a l t i t u d e s  is stressed t o  develop the 

This t r a in ing  is conducted under a program s e t  up by the 

In each 

precision required i n  a i r  c a r r i e r  operations. 

This s e r i e s  of maneuvers teaches the p i l o t  t o  control his a i r c r a f t  safely 
under any circumstances o r  emergency s i tua t ion  he i s  l ikely t o  encounter, 
ing  and level turns,  descents, slow f l i g h t ,  approach t o  stalls, a re  among the  
various exercises practiced under sbni la ted instrument conditions. 
spins a re  prohibited and consequently are not demonstrated. 
discussed and the  spin charac te r i s t ics  a r e  described by the  in s t ruc to r  i n  the 
ground school t ra ining.  

Climb- 

A i r c r a f t  
They are, however, 

Both cop-llots, Podgurski and Thomas, had several thousand f ly ing  hours 
i n  E - 3  aircraf t  and had flown as copi lo ts  with Capital f o r  severa l  years. 
Captain Burke ypas very experienced and dlthough he had been an i n s t r u c t o r  f o r  
only a shor t  time was considered extremely cmpetent.  

Company witnesses described the  f l i g h t  t r a in ing  curr icu lum i n  d e t a i l .  The 
maneuvers taught a r e  arrangod i n  a fa i r ly  r ig id  sequence so  as t o  give t h e  p i l o t  
t h e  most benef i t  f rom each t r a in ing  period. 
Captain h r k e  followed the standard curriculum fa i r ly  closely, they could esti- 
mate what tnaneuvur his p p S l  would be executing a t  a given time a f t e r  takeoff. 
All thought it probablo, because the  f l i g h t  had been airborne approximately 
1-1/4 t o  1-1/2 hours, that it would have progressed through the  sequence of 
maneumrs t o  the "canyon approach." 

- 

These Prltnesses thought, because 

The ncanyvn approach" simulates l o t t i n g  down t o  an a i r p o r t  su&unded by 
obstructions, followxi by an emergency pl l -up ,  and it combines most of the 
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airwork taught esch student. 
speed, a l t i tude ,  headings, pumr se t t ings ,  and cockpit procedures, all of which 
must be accomplished under the  "hood,H 

Proper elrecution requires exact control of air- 

The Capital flight ins t ruc t ion  manua l .  states2 

~RECTANGJLAR PATTE" AND CANYCII APPROACH. 

na. Stress accuracy of heading and timing of legs and t u rns  
(vary pat tern t o  anphasize necessi ty  of l i s t e n i n g  Closeiy t o  in- 
s t r u c t o r )  . 

"b. Stress smoothness and proper cammands i n  proper order 
during abandoned approach. 

"c. If engine/s is cut  importance of control l ing aircraft 
during emergency .I1 

S p c i f i c a l l y ,  f o r  the "canyon approach" the  student simulates an approach 
making a rec tanf l la r  pattern.  
layers one-half flaps. %en airspeed slows t o  95 knots he c a l s  f o r  extension 
of t he  gear and rull flaps.  
95 knots. A t  200 f ee t  above the  simulated a i rpo r t  deva t ion ,  (generally se lec ted  
as 3,000 f ee t  m. S .  1.) he l e v e l s  off ,  appl ies  f u l l  m e r ,  orders gear and f l a p s  
IIup,II and be,gins a maximum perfomance climb a t  85; knots. 
i n s t ruc to r  may, i n  his discret ion,  llcutlt an engine. 
student must complete the einergency procedure and continue climbing a t  85 knots 
for 300 feet .  
standard ra te  turn. 

He then performs an frin range" cockpit check and 

With pcrwer off ,  he descends 1,000 f e e t  holding 

A t  this point the 
I f  an engine i s  I t c u t "  t h e  

He then increases speed t o  95 hots and mkes a18CLdegree 

I n  t h i s  instance the  a i r c r a f t  was o b s e m d  by n u n e r a s  people. Their 
descriptions of i ts f l i g h t  coincide c l o s e l y  with the  f i rs t  portion of t h e  "canyon 
approach,11 and l end  subs tan t ia l  corroboration t o  the  bel ief  that the accident 
occurred during the execution of that maneuver. 

Approxtmately 40 witnesses f i rnished staterxents t o  the  Board 1s int.est.iga- 
tors, Although there  w e r e  several conflicting descriptions and most  of t h e  
peo@e saw the a i rp lane f o r  only a short  tir.e, the Board vas able  t o  reconstruct 
the  probable path of the a i r c ra f t  f o r  the last few n i n u t e s  of  the f l i g h t ,  
a i r f lane was observed f l y i n g  i n  a northeaster ly  d i rec t ion  about 2-1/2 miles 
southwest of the crash s i t e .  
s l i g h t l y  Ri th  i t s  engines backfiring a t  an a l t i t u d e  variously estimated as fm 
1,500 t o  3,000 fee t .  
siderable rower wag apflied the airplank apparently gdned  sone a l t i t u d e  jn a 
climbing turn t o  the r i g h t .  Almost immediately the a i r c r a f t  ro l l ed  s l i g h t l y  t o  
i t s  lei% while losing some a l t i tude .  It then rol led over the  top  and entered a 
s p h  t o  t h e  r igh t ,  

The 

It appeared t o  be fljdne, slaPrLy and descending 

It f l e w  i n  a s t r a i g h t  l i n e  for  about two mires. men con- 

Analysis . .  

The Board, for  two reasons, believes t h a t  t h i s  accident took place &Ue 
the p i l o t  was executing the abandon-approach phase "canyon approach1' maneuver. 
Nrst, Capital personnel familiar wi th  the t ra in ing  p r o d m  estimated t h a t  if 
the  training flight had been normal up t o  the time of the  crash, it would have 
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met the  time requirements t o  progress up t o  the Itcanyon approach.” 
the several  pcrsons who saw the a i r c r a f t  i n  f l i g h t  were able t o  describe its 
path. From thcsc descriptions it a p p a r s  %hat the  aircraft, was  t rave l ing  i n  
a southerly direct ion,  and then made a ?O-degree l e f t  t u rn  t o  a heading which 
wirs som&at northeasterly.  
ahead but descending s l i g h t l y  x i t h  po-mr o f f  f o r  a distance of about two miles, 
a t  which point power was applied and the aircraf’t s t a r t ed  a climbing turn. No 
other  maneuver o r  conbination of maneuvers f i ts  this description as c lose ly  as 
does tfri Ilcanyon approach.’I 

Second, 

It continued on this l a t t e r  heading s t r a i g h t  

The Itcanyon approach” has l o n  been taught by many a i r l i n e s  and i s  consid- 
ered a standard exercise. CAM a,!!/ which s e t s  out the  q u a l i m n g  c r i t e r i a  for  
an Am, includes the requirement t h a t  each apfiicant f o r  such r a t ing  sa t i s fac tor -  
ily demonstrate, by f l i g h t  check, his a b i l i t y  t o  perfom this maneuver. 

In a “canyon approach1! the p i l o t  must fLy his a i r c r a f t  with extrene pre- 
c is ion a t  low airspeeds t o  obtair. miximum wrfomance.  
recopized  t h a t  this type of t ra in ing  i s  e s s e n t i d  t o  qua l i fy  a p i l o t  t o  be 
able t o  handle his a i r c r a f t  sa fe ly  a t  a l l  times. I n  fac t ,  CAR P a r t  ZL prescribes 
these as minimum standards which p i l o t s  must exhibi t  i n  order t o  q u a l i w  fo r  an 
ATR . 

The Board has long 

The Board a l so  recognizes t h a t  during s m e  of these maneuvers the  a i r c ra f t  
Kill be flown so  a s  t o  exceed the limits normally expected i n  a i r l i n e  flying 
(d.though not beyond the  placarded l in i t s  of the  a i r c r a f t ) .  
conducted under the  supervision of q u d i f i e d  ins t ruc tors  and it is, therefore, 
completely carnpatible with the  Board’s pol ic ies  of safety.  

This pract ice  i s  

wewitnesses s t a t ed  tha t  the a i r c r a f t  @led up and s t a r t e d  a s l i g h t  tu rn  
t o  the r igh t ,  indicat ing t h e  “abandon-apprcach’l phase of the  maneuver. 
point the p i l o t  i s  siniulating an energency pifl-up, i. e., rraximUm r a t e  of climb 
a t  an airspeed of 85 knots, which pennits adequate control of t he  aircraft. 
previously s ta ted,  t h i s  maneuver must be executed mith precision because over- 
controll ing o r  rough handling of t he  controls could re,?llt i n  a stall and/or spin .  

A t  t h i s  

A s  

A spin a t  this point could a l s o  be indvced as a r e s u l t  of some mechanical 
o r  s t ruc tura l  f a i lu re  or  deforniation. B r t h e r  corroboration of the  f a c t  t h a t  no 
mechanical o r  s t ruc tu ra l  f a i l u r e  existed i s  tAhat recovery from the spin had been 
s t a r t ed  and ro ta t ion  had stopped when impact occurred. 
any such evidence it must be concluded t h a t  t he  p i l o t  inadvertently a l l m e d  the  
a i r c r a f t  t o  exceed i t s  capabi l i t ies ,  stall,  and en ter  E spin. 

Because of t h e  absence of 

Spin charac te r i s t ics  of the  CC-3 (C-47) have been described i n  several  
NACA reports. 
6p.m the  DC-3 both in ten t iona l ly  and unintentionally.  
in the  unintentional. o r  inadvertent spin considerably more a l t i t u d e  i s  l o s t  than 
i n  M intent ional  spin before recovery can be effected.  F‘resumably, t h i s  i s  due 
t o  the element of surpr ise .  
reported by experienced p j lo t s ,  i n  an inadvertent spin of only one turn.  

There a r e  a l so  available several  reports f’rom p i l o t s  who have 
These reports show that 

Alti tude l o s s ,  as  much as 3,000 fee t ,  has been 

Tests show t h a t  a l t i t u d e  l o s s  per turn i n  a steady spin i s  about 600 feet .  
h r t h e r ,  t h a t  af ter  the rudder i s  reversed ro ta t ion  m i l l  s top  i n  approfinately 
one t u r n  and t h a t  the 1 . 0 s ~  of altitidde f o r  t!-ds f i n a l  tu rn  w i l l ,  be appfixlula.tel.y 
1,ooO fee t .  When ro ta t ion  is s t o p p d  the a i r c r a f t  Wjll be ver t ica l .  It will. 

2J C i v i l  Aeronautics Manual 2.17-3. ;b) and Appendkc A 
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then require an' addi t ional  2,000-2,500 feet of a l t i t u d e  t o  return t o  level 
flight 

I n  the  instant case, spin ro ta t ion  had stopped before the  a i r c r a f t  struck 
t he  ground i n  a near ve r t i ca l  a t t i t ude .  Most witnesses sa id  they saw several 
turns  i n  the  spin,  
entered t he  spin from an a l t i t u d e  of a t  least 2,500 feet above t he  ground. 
T h i s  determination, s ign i f icant ly ,  i s  i n  agreement with the  a l t i t u d e s  of the  
a i r c r a f t  as estimated by eyewitnesses. 
tude i s  approximately the  a l t i t u d e  a t  which the a i r c r a f t  piould normally be 
expected t o  be during the  abandon-approach phase of the %myon approach." It 
vrlll be remembered that Capital personnel stated that the usu& procedure was 
t o  use 3,000 f e e t  above s e a  l e d  a s  the sjnnilated elevation f o r  t he  Itcanyon 
approach." 
v i c in i ty  of Clarksburg is 500 f e e t  above sea level, t he  aircraf't  would be 
approximately 2,500 f e e t  above the  ground. 

'eyewitnesses, it is  determined t h a t  the a i r c r a f t  spun fm an a l t i t u d e  too  law 
t o  permit compLete recovery, and that although ro ta t ion  had stopped consider- 
ably more a l t i t u d e  d d  have been necessasg t o  a3lm t he  p i l o t  t o  regain 
s t r a igh t  and l e v e l  f l i gh t .  

Using the  da ta  above, it is evident that t h e  a i r c r a r t  

It i s  a l so  s ign i f icant  t h a t  t h i s  alti- 

Therefore, because the  average elevation of the terrain i n  t h e  

From a l l  these data, together with a preponderance of the  evidence fran 

Findings 

On t he  bas i s  of dll. avai lable  evidence the  Board f'inds that:  

1. The company, a i r c r a f t ,  and crew were current ly  ce r t i f i ca t ed .  

2 ,  The gross takeoff weight was less than t h e  maximUm allowable and 
properly d is t r ibu ted  within approved center  of gravitylimits. 

3. No malfunctioning of the  a i rc raf t ,  engines, o r  control systems was 
evident from the  examination of t he  wreckage. 

4 .  The p i l o t s  were executing a "canyon approacht1 maneuver at an altitude 

During the  abandon-approach phase of t h i s  maneuver the a i rc raf t  wag 

approxhate ly  2,500 f e e t  above the  t e r r a i n  (3,000 f e e t  m. s,  1, ), 

5. 
inadvertently s t a l l e d  fromwhich it entered a spin and crashed, 

6. Although ro ta t ion  had stopped before impact occurred t h e m  mas insuffi- 
c i en t  a l t i t u d e  t o  e f f e c t  a recovery. 

Probable Cause 

The Board determines that the  probable cause of thls accident was l o s s  
of airspeed while executing maneuvers during a t r a in ing  f l i g h t ,  resu l t ing  i n  a 
stall fbllowed h e d i a t e l y b y  

BY TI€E C I K L  ATSRONAUTICS 

Member CY. Joseph Minet t i  

a spin  from an a l t i t u d e  too  l o w  t o  e f f e c t  &covery, 

BOARD: 
. 

did  not take 

JAmS R. DJRF'EE 
CHAN GURNEY 
HAlt?lAR D. DETJNY 
t a r s  J. HJXTOR 

p h o n  of t h i o  report. 



Invest igat ion and T&inR.of mpos i t ions  

The C i a  Aeronautics Board was no t i f i ed  of this accident immediately, 
An invest igat ion was i n i t i a t e d  in accordance with the  provisions of Section 
7cQ (a)  (2)  of the  C i v i l  Aeronautics Act of 1934 as amended. 
were taken a t  Hpt ts tm,  Maryland, on July 24 and 25; a t  the CAB o f f i ces  i n  
Washington, D. C., on July 26; a t  the Washington National A i r p o r t  on August 6; 
and a t  Santa Xonica, California, on Septanber 27, 1957, 

Air Carrior 

Depositions 

Capital Airl ines,  Inc., i s  a Delaware corporation and maintains i t s  
principal off ices  i n  Vashington, D.C, 
cate of prb l ic  convenience and necessi ty  issued by the  C i v i l  Aeronautics Board 
t o  engage in the  transportation of persons, property, and maU, 
ses a d i d  a i r  c a r r i e r  operating ce r t i f i ca t e  issued by the C i a  Aeronautics 
Administration, 

The corporation holds a current c e r t i f i -  

It a l s o  posses- 

Fl ight  Personnd 

Captain Carl R. Burke, ins t ruc tor ,  age 32, was employed by Capital. Air l ines  
on July' 3, 1950. 
r a t ing  f o r  &ti-engine land a i r c r a f t ,  Douglas E-3, and Lockheed Constellation, 
and a l s o  held a f l i g h t  en,j.ncer rating. Captain Burke had a total  of 4,342 fly- 
ing hours, of which 961- *.:E 

He had received h h  l a s t  proficiency check January 11, 1957. 
CAA physical examination on Dscailber 24, 1956. 
ins t ruc tor  and comfleted C s p i t p . 1  Airlines 1 flight i n s t ruc to r  1s course on June 10, 
1957. 

IJS held a val id  a h a n  c e r t i f i c a t e  with an a i r l i n e  transport 

h i  E-3 w u i p e n t ,  and 4 - 5  hours of instrument time, 
He had passed his 

He was assigned as a f l i g h t  

He had cmpletod 24 hours of f l i g h t  i n s t ruc t ion  p r i o r  t o  the accident. 

Trainee F i r s t  Officer Henry A ,  PodgursH, age 37, was employed by Capital  
He held a valid a i m a n  c e r t i f i c a t e  with cmnerc id l  

He a l s o  held a 
He had a t o t a l  of 6,248 flying hours, of which 3,138 

Airl ines  Jmdary 3, 1952, 
pj lot  r a t h g  f o r  multi-engine a i r c ra f t ,  and instrument rating. 
r a t ing  as flight engineer. 
were in tho DC-3, and 6 8  h.aurs instrument t h e .  
ina t ion  mas passed J m e  13, 1957# 
1957. 
time of the  accident. 

His l a t e s t  CAA phys icd  exam- 
His l a s t  instnrment check was passed February 2, 

He had received two hours of f l a g  t r a in ing  f o r  his ATR exminat ion a t  t he  

Trahee  First Officer Robert K.  Thomas, age 30, was employed by Capitdl 
Air l ines  November 21, 1921. 
p i l o t  ra t ing  fo r  eintgle- and multi-engine land a i r c r a f t ,  and EUI i n s t m e n t  rating. 
He had a t o ta l .  of 5,226 f l>61~g  hours, of which 2,NR were i n  DC-3 equipnent, and 
447 w e r e  on i n s t m e u t s .  His lo . tes t  CAA p t ~ ~ & c a l  exmination was passed May 11, 
1957. 
31/2 hours of flight t r a in ing  i n  preparation f o r  his qual i f ica t ion  f o r  an airline 
t ransport  ra t ing  . 

Iie held a val id  a h a n  c e r t i f i c a t e  with a commercial 

His l a s t  i n s t m e n t  check was passed on June 13, 1957. He had received 

The Aircraf t  

N 88835, a DcniyJas C-47A, manufacturer's s e r i a l  number 19448, vas purchased 
frogn the U. S. Army on February 9, 1946. 
U t e s  of fly-ing time. 
m o d o l  23E50 propellers, and was current ly  ce r t i f i ca t ed  by t h e  C i v i l  Aeronautics 
Administration. 

It had a t o t a l  of 14,lSO hours arid 49 m h -  
It was equippcd with Wright G200 engines, Hamilton Standard 


