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ZANTOP AIR TRANSPORT, INC \
CURTISS C-46F, N 6162
PUYALLUP, WASHINGTON
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SYNOPSIS

Zantop A1ir Transport, Inc., LOGAIR Flight 60-16, a Curtiss C-40F, N 616Z, crashed
following an attempt to land on runway 17 at Thun Field, near Puyallup, Washington, at
1826 P.s.t., February 16, 1963. Botn crew members survived the crash but were severe-
1y injured. There were no other occupants. The aircraft was destroyed by the impact
and post-impact fire.

An engine malfunction seven minutes after takeoff from McChord AFB, Washington,
was followed by an unsuccessful attempt to feather the propeller and by intermittent
overgpeeding. During an attempted go-around from the landing apprcach the pilot loat
control of the aircraft and crashed in a pasture approximately one-half mile northeast
of Thun Field.

The Board determines that the probable cause of this accident was the improper
handling of an emergency situation, precipitated by a mechanical malfunction, which
resulted in an unsuccessful single engine go-around.

A contributing factor was the failure of Radar Approach Control to provide com-—
plete, accurate airfield data to the pilot.

Invegtipation

Loga.iry Flight 60-16 coriginated at Hill AFR, Utah, February 16, 1963, and was
acheduled to return to Hall AFB via Portland International Airport, Portland, Oregon;
MeChord AFB, Washington; and Malmstrom AFB, Montana.

Captain Keith R. Stone and First Officer D. Henschel of Zantop Air Transport, Tne.,
operated Flight 60-16 i? a Curtiss C-46F aircraft N 616z, from Hill AFB, end arrived
at McChord AFB at 16192 February 16, 1963.

Captain Stone stated that the flight was routine and no mechanical discrepanciea
were noted or recorded in the flight log. No maintenance was performed at McChord
_AFB. The aircraft flew 9:50 hours on February 16, 1963, prior to its arrival at
*McChord AFB. The last recorded discrepancies concerning the copilot's sliding win-
.~ dow, and the main hydraulic system accumulator pressure, were corrected before the
haircraft left Hill AFB.

&

1/ Logistic Air Support.
2/ All times herein are Pacific Standard based on the 24-hour clock.
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Captain Laurence W. Wenzel and First Officer Clarence B. Miller were originall
assigned to fly C-46F, N 618Z. They departed McChord AFB 1n this aircraft but, 12
minutes after takeoff, they returnsd to McChord AFB because of a hydraulic malfunc-
tion., They were then mescheduled to fly N 6167 to Hill AFB via Malmstrom AFB. This
aircraft had already been loaded with 9,471 pounds of cargo and 1,200 gallons of fue
The weight and balance form signed by Captain Wenzel indicated that the takeoff gros
weight was 46,751 pounds and the center of gravity {c.g.) was 29,3 percent Mean Aerc
dynamic Chord (MAC). Both the weight and c.g. were within limats.

The flight departad McChord AFB at 1812 on an Instrument Flight Plan to Malm—
gtrom AFB via V-2, and V-120 airways, then direct to Malmstrom AFB. The crew reques
ed and received radar vectors from McChord Departure Control to intercept V-2 alrwa
The departure was normal until 1820, at which time the aircraft was 13 miles east—
northeast of McChord at approximately 4,600 feet m.s.l. climbing to 9,000 feet. At
this point the crew reguested a clearance to return to McChord AFB. The radar con-
troller provided the flight with a vector to intercept the precision approach conrse
for runway 1% at MeChord. The flight was inastructed to maintain 3,000 feet. The
crew ascknowledgsd the transmission and said they would descend to and maintain 3,000
feet. When the controller asked the crew the nature of their difficulty they advise
that they had "feathered the left engine.™ The controller gave the flight the
McChord weather as 2,600 scattered; estimated ceiling 7,000 broken; cirriform; visi-
bility 15, temperature 48, dewpoint 43; wind calm; altimeter 30.07. At 1821:38 the
crew reported a runaway propeller; at 1822:05 they reported it was under contrel; ar
at 1822:20 the crew radiced that the propeller had gone back to "flat pitch™ agsain.
The controller asked whether the flight was VFR and upon receiving an affirmative
reply, adviged the crew that the aircraft was "exactly five miles north of the rumwe
at Thun Field." At 1822:59 the crew asked the contrecller to have "Thun Field flash
their landing lights." At 1823:13 the creu requested "a Vector." The controller s
eponded with "Roger, turn left headlng 150 for Thun Field," which was acknowiedged b
the crew. At 1823:35 the flight was advised that they were 4 miles north of Thun
Field. The runway length was given to the crew by the controller as "five thousand
three hondred," which was correctly read back. At 1824:05 the controller instruocter
the flight to "turn right hesding cne five five," and stated that they were 3 miles
north of the airport. At 1824:33 N 616Z was advised that it was one mile north of
tha field and posaibly s little left of the runway. The field elevation was given
1o tha {laght a3 520 feel which was acknowledged. At 1825:00 the crew made a trans-
miggior that was garbled 1n the beginning but ended "high we'll have to go around.®
This was the lgsi racis contact batween the aircraft snd the controller. At 1825:4f
and 1826:10 tne controller made trnesmisslons to the sircraft that were not ansvers:

An meropaubtically qualifed witness observed the aircraft an estimated three
rilas east of Puyallup, ¥ashington. His attention was drawn to the aircraft when I
® . . . heard tne sound cof one engine Tev up at a high RPM just as though 1t had be:
changed to {all low pitch.™ The witness notsd tnat the aircrafi appeared io mainta
ate altitude which he estimated to be 4,000 or 5,000 feet. A short iime later, appy
imately two cor tkres minotes, ke heard the engine run up to high HPM, the sound lew
was guickly reducsi and a flash of fire was seen coming from the aireraft. A "medi
banked™ turn to & southerly heading was nobed, followed by a definite deacent. The
aireraft lights disappesared from sight. No crash or fire was seen or heard by the
witness. He later lsarned of a cresh near Thun Field and volunteered this informai:

Another asrcona.-ically quaiifazd witness was standing midway down the west sid
of runway 17/3% at Thun Field He observed s large aircraft on & long final appros
The airecraft mppeared to be lined up with the runway and flying at an airspeed of g
proximaiely 110-120 knots. It passed over the north end of the msphalt portion of'
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runway aboul 20-25 Feet high, went a few hundred feet down the runway and made a
slesp climbing turn over the trees to the east of the runway He estimated the air-
craft climbed to an altitude of 75 or 100 feet over the tree tops. These trees are
reported to he 100 feet high. The witness further staled that the flight = | |, . was
holding 1ts own until the propeller oversped again and the hircraft made a descending
turn toward the west." He heard the sound of the crash, did not ses the impact, but
did see the resuliing fire. The witness did nob know whether the landing gear or
landing flaps were extended during the approach to Thun Field or during the go-around.
However, he stated that the landing lights were on during the landing approach. A
number of other witnessea heard the sounds of the aireraft frowm various ground posi-
tirna &nd one of them saw a flame shoot out of one engine. None of these witnesses
a8aw anything else significant other than an airplane descending toward Thun Field.

The alrcraft struck the ground left wing tip farst and nose low. The left wing
struck two trees 36 faet beyond the point of initial impact, tearing off the wing and
cansing the alreraft to rotate in n counterclockwise direction unti] 't skidded, tail
farst, non 1ts belly to a position 219 feet from the point of initial impact. Both
engines were torn from the aircraft, the ccckplt srea was sewrely damaged, and the
fuselage was broken just aft of the main cargo door. The left wing [uel tanks separa-—
ted from the wing and burned after impact. The captain was thrown from the aircraft
atill strapped in his seat. He received multiple fractures and burna. The first
officer did not recall how he got out of the wreckage, but was found soms distance
from the nircraft suffering from a broker leg, concussion, and burns.

Examination of the aircraft wreckage showed that all the major aircraft com-
ponents were in the wreckage area  The landing gear and flaps were Found in the ™gp"
pogition. The rudder trim tab was found set 2-3/4 Inches to the right (nose left} and
the right alleron tap was 1-3/4 inches up {right wing up). Both seitings ara approxi-
mately 50 percent of the respective trim tab's traval. The elevator trim tab ssttingm
coizld not be determined. No evidence was found of any pre-accident damage or malfunc-
tion of the riight contrél systems or the aircraft structure.

Examination of the engines showed both to ba relatively intact with the propellers
attached. The propeller dome of the left propeller was removed and the piston was
found positioned at the low pitch (100) stop. Examination of the carburetor from the
left engine showed the mixture in the "full rich" position with the control srm bent
away from the carburslor. The throttle was in ths full open position, and the throttle
contrel rod that connects the throttle arm to the jack shaft was separated from the rod
end at the carbureior control arm. The internal threads of the rcd end were worn. The
throttle control rod was recoverad with the lock nut in place on the carburetor end of
the red. The threads were worn away and the rod could be inserted into the mating rod
end fitbing without the threads engaging. A metal washer, found between the carburetor
aedapter and the blower case, had cut a hole 1n the gasket during installation. The
carburelor passed a bench check satisfactorily. All other epgine componente were
found in a normal condition except the propeller governor and the feather pump and
wotor assembly.

The pressure cutout switch in bthe propeller governor wag found to have five
pressure adjusting shims installed. A bench check revesled that the switch operated
at, 700-745 p.s.i. Three shims were removed and the swltch opened at 590 p.s.i. which
18 a normal settlng. The swiich, as installed, was opening approximately 100 p.s.i.
1igher than specified by the overhaul manunal. When retested by the overhaul facility
vith the five shims reinstalled the ewitch opened at 665-670 p.s.i. The published

Amits are 575-625 p.s.i. The rscords of the overhsul facility indicated that
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schediled calibration of their test gauges had been accomplished The switch was in-
stalled in another aireraft, and during ground tests the pressure switch opened whel
the propeller was fully feathered. However, on two tests, the holding co1ll held Lhe
cockpit feathering switch."i1n" durang the unfeathering cycle. A flight test revesale
no didcrepancies

The feather pump and motor assembly could not be operated as a unit due to Jmpat
damage The commutator was discolored by heat and had burned spots on 1t. OUne bruek
was stuck 1n a holder that had overheated; the holder was partially melted, and the
brush spring had collapsed and lost tension. There was no external heat damage nor
evidence of ground fire in the pump area. The pump was bench checked satisfactorily.

The right engine showed no signs of pre-accident damage or operational distress.

Both engines had been installed in N 616Z by the Zantop maintenance facilities
at Ontario, California, and were released for flight on January 17, 1963. A test
flight was performed on January 17, 1963, which included full feathering in flight,
with no reported discrepancies. Both engines operated 227:51 hours time since over-
haul (TSC) before the last flight. The mixture control arm on the left engine was
replaced after 110:56 TS0, the right magneto of the left engine was replaced at
144,148 TSO, and a No. 2 check was performed in the aircraft at 147:38 during which
time a No. ) inspectlon was performed on the left engine. The left throttle Linkags
was adjusted by an unlicensed mechanic at this time. A ground check showed no diser
ancies and the aircraft flew 65:53 without any reported engine problems after this
maintenance. The aircraft records indicated that all maintenance was performed and
gigned off in accordance with company and FAA requirements. However, the investigat
were not able to mscertain what persen inspected the adjustment on the throttle link
age. The testimony of the maintenance personnel who performed the work during the e
gine runup and post runup adjustments indicated that there were no discrepancies on
the engine when they completed thelr work. The engine runup after maintenance was
documented and the form was aigned off by the shift foreman

The landing area at Thun Field was approximately 5,200 feet long and 3,420 feset
of this ar=a 13 a macadem surfaced runway 40 feet wide. Tie remainder of the landis
area, approximately 800 fest on the north end of the runway and 1,000 feet on the
south end, was rough graled 301l containing gravel, rocks, stones, and sod. The Tw
way lights consisted o1 *wos green lights on the runway edges, 660 feet down the runm-
way from toae approacn and of runway 17 and 10 sets of white lights spaced 240 feet
apart, along the runway. The parallel :1ows of lights wers 49 feet apart. A number
of tnese runway lighta were n.-oing or wpoperative at the time of the accident. Th
waa a rotating white bencow .nstalled end operating at Thun Field. The remaining p.
Lion of the landing a-ea wae nol lighted. According to a Federal Aviation Agency =
vey performed Oclober 3, 1962, there are tall trees 1n the approach zone which redyg
the useable longth of thre hard surfaced runway to 2,667 feet.

Approximately 1,000 feet east of and neariy parallel Lo the runway 18 a bright
iighted ®drag strip® which 18 estimated to be 5,000 feet long and 20 feet wide. T4
drag strip looks very much iike a lighted runway

The FAA Radar Approamch Control (RAPCON) chief testified that information taksn
from tne State of Washinpgton yirsctory of Airports was used to compile the data ra-
garding Thun Fieid. Tals directory showed Thun Fleld's runway to be 5,300 feet 1op
{4500 feet asphalt) and 150 feet wids, elevation 520 feetl, and a rotating beacon
lighted all night. Tne Direclory noted that 40-foot trees created an obstructiocn .
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north appronch A card regarding Thun Field was placed in a cardex file for use by
controllers 'n bthe RAPCON in assisting alrcrews dwang in-flight emergencies The
RAPCON chief further testified that he was not aware of the FAA Form 294 Airport
Facilit tes Record, which was prepared in October 1962 by the Seattle FAA Airport Engine

A Jeppesen Chart aboard the aircraft depicts Thun Field as having a 3,200-foot
long hard-surfaced runway with 1,000-foot sod extensions on either end. However,
this char! was not referred to by the crew.

The copilot testified that he 1ecalled few delails about the crash or the events
lmmedta‘lely preceding 1t. He stated that the flight was normal until the captain in-
1tiated the feathering action for the left engine. The copilot does not know what ac-
tion the captajn took to feather the propeller or to control the overspeeding that
followed the feathering altempt. The only engine instrument hs recalled seeing was
the manifold pressure gausge which showed 26 inches of mercury. At the captain's di-
rection the first officer flew the alrcraft while the captaln attemptr’ to feather
the propeller and control the overspeed. The copilot stated that the aptain was fly-
ing the aircraft during the approach to Thun Field. He remembers noth ng about his
escape from the sircraft.

The captain testified that he waa unable to recall wany details regarding thas
flight. He did, however, recsll seeing some items, including a tachometer drop to
1700 r p m. and then ancrease to 3300 r.p.m.; the horizon go by the copilot's window;
and a ghort interse flame coming from the exhaust pipe. He was also able to recall
pressing the feathering bution with both thumbs and the short flight he made immedi-
alely preceding this one. He was not able to recall hie preparation for flight 60-16
and, except for the 1tems listed above, has no recollection of any phase of the flight,

The fenlhering check list uséd in case of engine failure as prescribed by the
dantop Operations Manual 1s:

1. Melo Power or Power —————-—-—-- - —- (100 oct) as necessary
2 Propeller ———— e Feather
3. Mixture ———me idle cut off
4. Gear and Flaps ~————=—————-- e —————— Up
5. TFirewall Shut off -—- e Full out
6. Tarottle ————cmmmm —_—— ~—==—~ Cloaed
7. Feathered Propeller ---- - - ----~ Full low RPM
8. Bo08t PUMp ~—ommeem o memm e m off
9. Blower ——— e Low
10, Fuel Selector ————cemm off
11, JTgnition ~mee e off
12. Generator —————— e _— off
Analysis

The weather had no bearing on this accldent.

The aircraft was loaded properly and its gross weight and center of gravity were
within limits

No evidence was found of any pre-impact malfunction of the flight control system
or sircraft structure.
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lant malfunctiong that occurred before the accident were the

he only power
The only p P obtle linkage, and a malfunction in the propeller feathering

separation of the thr
system.

The last recarded maintenance performed on the throttle linkage was at the |
Zantop facility in Gntario, California, during a No. 1 engine check. A% that tip
the throttle linkage was adjusted to correct a lack of cushion on the left thrott),
which was discovered during the runup after inspection. This discrepancy was cor-
rectad by an unlicensed mechanic and as far as <an be determined his work was nof
inspected. The jam nut which locks the throttle reod to the rod end al the throitly
arm clevis was not properly secured. Thls is qubgtantiated by the latk of burnlshhg:
of the face of the nut where 1t normally bears on the clevia shoulder. The contr]
rod thread engagement inside the rod end was marginal, at best, barely reaching i
witness hole. The extreme amount of wear that ocecurred to this rod end can be ac-
counted for, in a large part, by the improper installation of the jam nut and by
marginal mating between the threads of ihe rod and the rod end This 1n turn allewm
the throttle rod Lo bacome worn to such & degree that the threads could no longer ul
in the rod end and the throttle linkage separated due to normal engine vibrations ar
throttle movements.

Gronnd tests showed that a throttle linkage disconnect, with the throttle near
or forward of a climb power position, resulted in the throttle valve going to the [i
open position. The same tests made with the throttle aft of a climb power setting
resulted in the throttle valve going to approximately 26 inches of mercury ("Hg). I
either event there would be no immediate urgency tc shut the engine down and feathe
the propeller. Howsver, in view of the relatively short distance to McChord AFB ar
the single engine capabilities of the aircraft, the pilot's decision to shut dow
the engine and feather the propeller was in accordance with acceptable pilot procec

The copilot stated that, when his attention was drawn to the manifold pressure
gauge by the pilet, he observed a reading of approximately 206 "Hg. No unusual noist
or instrument readlinga were noted which would indicate an internal engine failure,
nor were there any indications of engine fire. Therefore, the left engine was caps
of delivering power without internsl damage, prior to the rnitial attempt to Ffesthe
and the power output of the left engine should have been controllable, in part, v
proper use of the propeller control

Examination of the feathering system indicates that it was capable of featherit
the propeller. However, the high pressure setting of the propeller governor presst
cutout switch could have adversely affected the proper sequence of events during
feathering cycle. If this switch falls to open upon completion of a feathering eyt
the feathering pump moter wall continue Lo operate and the propeller will go anted,
infeathering cycle. The function of the cutout switch is to Telease the holding ¢-
in the cockpat feathering switch. 1If this coil does not relesse, the feathering W
ton will stay depressed and keep the feathering motor operating continuously t.hrou!
out the feathering and unfeathering cycle. When the propeller reaches the low pite
stop the pressure cubtout switeh will open, the feather-unfeather cycle will tormind
and the propeller will resume a constant speed operation at the r.p.m. selected by
propeller control in the coekpit. As the propaller is forced through the uni‘ea.the";
cycle and reaches the low pitch stop, the propeller will overspeed until it seekd ™
and stabilizes at the r.p.m. selected by the propeller control. The propseller will,
stay at this r.p.m. until some mction 1s taken through either the feathering surtd
or the propeller control to change the selected pitch angle. The number of times ¥
cycle was repeated is not known, however, the feather pump motor3/ was damaged 0¥ ¢

3/ An intermitient duty rated electric motor.
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temperatire at the brush and commutator assembly The operating capabilaity of the
Teathe: pump motor was exceeded by repeated feather and unfeather cycles. Thie con-
elualon 1s further subatantialed by the overspeeds obaserved by witnegses and the crew.

The fealhering procedure for the C-46 published in the Zantop Operations Manual
was not followed The Peathering switch was depressad, however, the mixture was found
in the full rich position rather than ;dle cut off. The propeller control piston was
Fonnd against the low pitch (high r.p.m.) stop indicating either that the propeller
control in the cockpi’ was not selected Lo the hagh pitrh (low r.p m.) position as
preseribed in the manual, or the fcathering swilch waa ati1ll depressed and the feather-
ing pump had driven the propeller to the low pitch stop. The observatlons of fire by
the witnesses indicate that the firewall shutoff valve was not operated. From the
above cited evidence 1t 1s apparent that the feathering procedure was not properly
executed and this led to an intermittent overspeed condition as the propeller went
through the feather-unfeabher cycle. The feather-unfeather cycle could have been ter-
Binated at any time had the pllol manudlly released the feathering switch from its de-
‘pragsed posit.inn as he did when he performed the ground check of the feathering pump
motor during his engine runup before takeoff

The pilot's decysion o land at Thun Field musl be conswdered in the light of the
circumstances and the information given to him by the RAPCON controller. Believing
ibhat. he had a runway 1n excesa of 5,000 feet avallable and closer to him than McChord
AFB, he attempted to land under emergency conditions. RAPCON did not inform the pilot
of physical facts essential to a proper evaluation of the airport's suitability. The
emitted information included:s partial runway lightings tall trees in the approach
zoncy amount of useable hard-surfaced runway, and the fact that the runway was npnuaually
narcow  His abtempt to go around whep he saw Lhe actual condition of the field 1s
mmderstandable. 1n addition, ther~ may have existed, 1n the pilot's mind, some doubt
A= to whether he was actually lined up with Thun Field. The brightly lighted drag strip
w0 his left while on the final approach may have contributed to this doubt.

The estimated 120-knot alrspsed on final approach 1s verified, in part, by the
jignificant gain in altitude during the go-around in a relatively steep turn. At the
tross weaght of this airplane with a windm:1ling propeller on the left side, maximum
wwer on the right engine and operating in ground effect, the aircraft would have
1ittle, 1f any, climb ecapability at a normal single engine approack speed. It is
sherefore obvions that either the left engine was developing some power or the airecraft
1ad a relatively high airspeed on the final approach. The copilot stated that he did
1wt know whether he put the landing gear down; however, the sound of the gear warning
jorn can be heard in the background of the recorded radio transmissions during the final
Shase of the flight indicating that the landing gear was not down and locked. It is
1t possible to determine whether the left turn during the go-around was caused by ex-
»essive drag from a windmilling left propeller or was induced by the pilot. From all
widence available 1t appears that the turn was intentional and that some power was
wailable from the left engine. This probability is substantiated by a witness state-
ient that the pilot apparently "had it made" after levelling off over the trees 175 to
100 feet above the ground. Then the propeller cversped and apparently created an
wymmetrical drag condition which pulled the airplane down and to the left. The pilot
taw the open field in front of him and attempted a wheels-up forced landing.

In summation, the pilot's interpretation of an engine malfunction led to a deci-
jon to feather the engine. The improperly rigged pressure cutout switch cauvsed the
eathering button to stay depressed, held by the holding coil. This, In turn, allowed
he feathering pump motor to run until the propeller was driven to the low pitch stop,
musing the propeller to overspeed. This malfunction, combined with the pllot's ac-
dona, caused the propeller to go through a series of feather-unfeather cycles wlth
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their attendanl overspeeds. The pilot's failure to correctly analyze the engine m
function; to perform the feathering procedure in the prescribed manner; and to anal
the feathering system malfunction, all contributed to this condition., Furthermore,
the inadequate infrrmalion given Lo the pilot by RAPCON regarding the runway at Th
Field led the pilot to make a decision to land ab that fi1eld. The go-around was &
result of the physical appearance of the landing area, and was successful until bh
left propeller overaped causing the pilot to lose control of the mireraft, reswvlti
in a ~rash landing.

Probable Cause
The Board determines that the probable canse of this accident was the imprope
handling of an emergency situalion, precipitated by a mechanical malfunction, whic

resulted 1n Aan unsuccessful single engine go-around.

A contributing factor was the failure of Radar Approach Gontrol to provide e
plete, arcurate airfield data to the pilet.

BY THE CIVII, AERONAUTTCS BOARD:

/s/ ALAN S. BOYD
Chairman

/s/ ROBERT T. MURPHY
Vice Chalrman

/s/ G. JOSEPH MINETTI
Member

/8/ WHITNEY GILLILLAND
Member

CHAN GURNEY, ¥ocber, did not take part in the adopbtion of thia report.



Investigation

The C1ivil Aeronautics Board was notified of the accident lmmediately after
occurrence. An investigation was started at once in accordance with the provisiona
of Title VITI of the Federal Aviation Act of 1958, as amended.

Air Carrier

Zantop Arr Transport, Inc., 18 a Supplsmental Air Carrier incorporated in the
State of Michigan. 1t holds a currently effective interim certificate for supplemental
air transportation and a temporary certificate of convenience and necessity for sup-
plemental air transportation issued by the Civil Aeronautics Board. Tt also holds an
air carrier operating certificate issued by the Federal Aviation Agency. LOGAIR
flights are performed by this corporation under a contract with the United States Air |
Force.

Flight Personnel

Captain Laurence W. Wenzel, age 42, was employed by Zantop Air Transport, Inc.,
in April 1962, He held a valid air transport pilot certificate with ratings in C-46
aircraft. Captain Wenzel had a total of 7,003 hours; 1,133 hours of which were in
0-46 type aircraft, and had flown 204 hours in the last 90 days. His last proficiency
check 1n a C-46 was August 20, 1962. He held a first-class medical certificate, with-
ovt waivers, dated January 30, 1963.

First Officer Clarence B. Miller, age 28, was employed by Zantop Air Transport,
Inc., in 1962. He held a valid commércial pilot certificate with no type rating.
His commercial license was for single engine land with instrument rating. Farst
Officer Miller had 2,133 hours total time, 300 hours of which were in the C-46 and had
flown 229 hours in the preceding 90 days. His last proficlency check was dated Aug-
usl 12, 1962, and was given in a C-46. He held a first-class medical certificate,
without waivers, dated May 30, 1962.

Alreraft

N 616Z a Curtiss-Wright C—46F, serial No. 22590 was owned and operated by Zantop
A1r Transport, Inc. It had flown a total of 17,683 hours and was manufactured in 1942,
The last major overhaul inspection was performed at 5,076 hours. Zantop maintenance
records indicate that the last preflight check was performed on February 16, 1963.
The aircraft had flown a total of 80 hours since the last numbered check, (#2), com-
pleted on February 6, 1963. The aircraft was equipped with two Pratt and Whitney
R-2800-75 engines which had flown 228 hours since overhaul. Two Hamilton Standard
model 23E5-50 propellers with blade type 649B1B-6 were installed. The No. 1 propeller
had flown 228 hours since overhaul and the No. 2 propeller 80 hours.



