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History of Flight

Cessna Conguest W4HTHC was flown to Houston, Texas the merning of
January 10, 1980 for routine maintenance. Included in this i aintenance
was compliance with Cessna Service Letter PJ79-33. This letter required
inspection of the diaphragm retention ring on the outflow and safety
valves of the pressurization system. The rings were inspected by a me-
chanic at Cruse Aviation and found to be free of defect. Some other minor
maintenance was done on the aireraft, 75 gallons of fuel were added to the
700 pounds of fuel already in each wing in accordarce with the pilot's re-
quest, and tk2 aircraft was releacsed for Flight.

The aircraft departed Houston at approximately 2030 C5T on an instru-
ment flight rules (IFR} flight plan to Shreveport, Louisiana. The purpose
of the flight was to pick up the head football coach at Lowisiana State
University and transport him back to Baton Rouge following his recruiting
trip to the Shreveport area. The aircraft cruised to Shreveport at Flight
Level (FL} 210, and the sir traffic control tapes revealed only routine
handling. After landing at Shreveport the pilot commented to the line boy
how well the aircraft was operating.

A single passenger, the head football coach, boarded the aircrafr at
Shrevepart, The foothall coach had flown in the Nichals Construction fon-
quest before. According te the pilot who had flown these trips, the coach
declined invitations to sit in the co-pilot's seat and elected to ride in
the passenger compartment. Alse, the pilot of this flight had a reputation
for not allowing anyone except designated flight crew to sit in the co-pilot's
seat.

An assistant football coach accompanied the head coach on the recruiting
trip. He drove the coach te the Shreveport Airport but was not scheduled
to fly back to Baton Rouge with him. According te the assistant, the coach
was an accomplished '"'cat napper' who could and did fall asleep for short
periods of time whenever the opportunity arose. The assistant coach felt
that it was highly probable the coach was asleep by the time the aircraft
was airborne, He also stated, however, that it was wnusual for the coach
to remain asleep for extended periods of time, and he felt that it was un-
likely the coach would have slept for the entire duration of the Conguest
flight.

The aircraft departed Shreveport on an IFR flight plan at 2132 CST.
The pilot was cleared initially direct Baton Rouge. The clearance was
changed after the aireraft became airborne because of adverse weather along
the pilot's original route of flight., The amended clearance issuved by Fort
Worth Center cleared HUUINC direct Monroe, direct Vicksburg, direct McCemb,
direct Baton Rouge.

The pilot had filed for FL 210 but changed his requested altitude to
FL 250 after becoming airborne. Fort Worth Center cleared the Conguest
initially to FL 230 and shortly thereafter to FL 250. The pilot acknow-
ledged his elearance to the higher altitude and reported passing FL 220,
This was the last radio contact any ground station had with Conguest NUGINC.
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MARRATIVE STATEMENT OF PERTIMENT FACTS,CONDITIONS AND CIRCUMSTARCES Continued

At approximately 2140 C5T, B minutes after the last transmission From
MEHINC, Center tried to contact the aircraft. When repeated efforts faited,
Fart Worth asked an airborne Pan American aircraft to altempt to contact the
Cessna. The Pan American crew was wnable to contact MULINC on the en route
frequency but was able to contact the aircraft on emergency Frequency 121.5.
They instructed the Congquest pilet to contact Fori Worth Center on the as-
signed en route frequency. The Conguest pilot acknowledged the transmission
in & loud and clear voice and read back the freguency. The Pan American
crew subseguently heard the Conquest pilot atiempt to cheek in with Fort
Worth Center on the assigned frequency, but they reported his transmission
was very weak and barely readable. Fort Worth Center did not receive the
transmission at all. According to the Pan American pilot who communicated
with MGLINC, he could not detect any noticeable abnormal voice characteristic
in the Conguest pilot's tramsmission.

Fort Worth Center's altitude readout on the Cessna indicated the pilot
had climbed through his assigned altitude of FL 250 and had climbed to FL
280 by the time the Pan American crew managed to contact him. Also, the
aircraft did not turn to a southerly heading to proceed toward Baton Rouge
but instead continued on a northeasterly heading. As the aircraft passed
out of Fort Worth Center airspace, the altitude readout was 32,200 feer.
Groundspeed was computed to be 335 knots.

Review of thz Fort Worth Center computer data revealed that the aircraft
departed Shreveport on & 125 degree heading, turned to 090 shortly after
take off, then stabilized on a heading of about 075 degrees. He maintained
this heading, plus or minus several degrees, through Mississippi, Alabama,
Georgia, Morth Carolina and out into the Atlantic Ocean. The altitude read-
out from the transponder revealed that the alrcraft did not stop climbing
from the time it left 12,000 faet until it reached its absolute altitude
around 40,000 feet.

F=4 alrcraft from Seymour Johnsen Air Force Basc were scrambled to inter-
cept the aircraft as it flew into the North Carolina area. They were able to
obtain vizual contact on the aircraft's lights, but were nmot able to fly close
enough to make out any detail. An F-106 from Langley AFB was scrambled to
pursue the aircraft as it approached the coast of Virginia. The F=106 pilot
reported that the aircraft was stabilized at 4,500 feet on a magnetic heading
of 075 degrees. The aircraft strobe light and navigation lights were on. The
E-106 had 3 considerable speed advantage on the Cessna. The pilot could not
slow down encugh te fly formation on the &41 and give the aircraft a detailed
visual inspection. The pllot could not make out any detail within the cockpit
as he flew by, but he reported seeing a glow from lights in the cockpit. He
also reported that the windscreen and side panels were not iced over or frosted,
and the aircraft appeared to be intact structurally. He noticed no holes or
damage to the Fuselage, windscreen or other structural areas. He did not no-
tice the door specificially but he did indicate thar there was no obvious open-
ing in the fureiage such as would exist of the door had blown out.
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FEDERAL AVIATION ADMINISTRATION
Meonroe, LA, AYC Tower

tanuary 14, 1980

The following is a report concerning the aceident to alreraflt WH41IHC at
approximately 100 miles east of Norfolk, Virginia, January 11, 1980, at
approximately 0620 CMT.

My name is Eugenc R. Farrell, Jr. (BY). 1 am employed ag an Air Traffic
Control Specialist by the Federal Aviarion Administraiion at the Monroe
Alrport Traffic Control Tower, Momros, Loulgiana.

During the period 2030 CMT January 10, 1980, to 0430 GMT Jaouscy 11, 1930,
I was on doty in the Momroe ATC Tower. T was worklng positien radar ap-
proach coetrol frem 0211 CMI to 0359 GMT.

At approximarely 0345 CMT, I heard Clipper One attempt contaci with Rovember
H41%C. Several attempts were made, and twice it sounded as though Clipper
One had commnication with H44IHC, Clipper Ome adyised NA4LINC that Fort
Worth Center was trying to contact him on one three five point fiwve. 1 did
not hear a reply from NAGGINC at any time. At approximately 0358 OMT, Jet-
star 22RB attempted contact with N4GINC. 1 d4id not hear LA INC reply Lo
Jetstar 22RB.

, Ex

EUGENE R, FARHRELL, JH.
HMonroec ATC Tower
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FEDERAL AVIATION ADMINISTRATION
Monroe, LA, ATC Tower

January 14, 1980

The follewipg is a report concerning the accident to aizeralt H441KC at
approximately 100 miles east of Norfelk, Virginia, Janwary 11, 1980, at
approximately 0620 GMT.

My mame is Bobby G. Swanner (BC). T am employed as a Supervisory ALr
Traffic Control Specialist by the Federal Aviarion Administration at the
Monroe Airport Traffic Control Tower, Momroe, Louisiana.

puring the period 2030 GMT Jonuary 10, 1980, to 0430 GMT Janvary 11, 1980,
1 was on duty in the Monroe ATC Tower. 1 was not working a control position.

I heard Clipper One attempt to contact Cessma S4INC from approximataly 0343
GMT to D347 GMT on frequency 121.5. Although I did not hear Cessna S41KC
aneswer Clipper One, it sounded as iIf on ome attempt contact wWas made, Later
during the watch, I heard Jetstar 22RB attempt to contact Cessna LHINC twice,
It sounded as if he were unsuccessful.

t { g .
3&&.‘.—.\_4 i e Lt —

BOBBY C. SWANHER
Monroe ATC Tower
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PERSONAL STATEMENT

FEDERAL AVIATION ADMINISTRATION
Fort Worth Air Route Traffic Control Center

January 11, 1980

The following i$% a repert converning the sceident to afreraft WASINC
approximately 100 miles wcast of Norfolk, Virginia, January 11, 1980
at 0620 GMT.

My name iz Thomas E. Beveridpe, Mv pperaring inicials are TE —~¢
1 am employed as an atr craffic contrel speeialist by the Federal
Aviation Administratiom ot the Forr Worth Air Route Traffic Control
Center at Euless, Texas.

During the period 2000 GMT January 10, 1980 and D400 GMT January 11, 1980,
I was on duty in the Fr. Worch Air Route Traffic Contrsl Center. [ was
working Shreveport high radar/PAXTO high rodar positions combined from
{301 GMT co 0336 OMT.

At approximately 0331Z H44IRC called on my froquency, 135.1, and advised
that he was climbing to FL 230. [ acknowledged N44IRC and issued clearance
to climb te FL 250. N&4INC acknowledged the clearance to FL 230.

At approximately 03382 I observed the Mode "e" altitude on the data block

of N&SINC indicating an sltitude of 25.4. [ continued to ohserve the

data block for several seconds to determine whether R4GINC would continue
elimbing or descend back to his assigned altitode. At approximately

0338:52, the data block Mode me" tndicated that B441HC was still climbing
and 1 attempted to contact NASLKC on 135.1 with no response. 1 atcempted
sevaral more rimes to contact N4SINC with no respomse and at approximately
0340:15, I requested PAODL (clipper 1)} to attempt to contact RA&1NC on
frequency 135.1. At appreximately 0344:56 PADDY advised that he had made
contact with NGAINC on frequency 121 5 and that NA4IRC would return to 135.1.

At approximately 0345:52 1 requested PADOL to werify that he had made
contact with NAGINC. PAODI advised that he had talked to NA4GLIKC on
121.5 and that NSSLINC was very weak.

At approximately 0348:23, I switched EABAE to frequency 135.1 and requested
that EAG68 attempt to contact N44IRC since .JA663 was in closer proximity

to WAGINC, EAGGR made several attempts to contact K44INC on 135.1, but
with no success.

1 reserve the right to change this statement shouild additional facts
be forthcoming.

P
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THOMAS E. BEVERIDGE,
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PERSONNEL STATEMENT

FEDERAL AVIATION ADMINISTRATTON

Memphis Air Boute Traffic Zontrol CJenter
January 16, 1980

The following is & report concerning the accident to NUUINC 100 nautical
miles east of Horfolk, Virginia, January 11, 1980, at 0620 GMT.

My neme is Chuck Hilliard, (SF). I am employed as an Air Traffic Control
Specialist by the Federal Aviation Administration at the Memphis Air Route
Traffic Control Center, Memphiz, Tennessee.

During the period 2048 GMT, Jaauary 10, 1980, te oL4LB oMT, January 11,
1580, I was on duty at Memphis ARTCC. I wes working the position R-65
from 0325 GMT to OL20 GMI.

&t approximately 0340 GMT, I received a pointout from Fort Worth CTenter
on KLL1NC and was told that the aircraft was assigned FL-250, but was
climbing above the assigned altitude. I was also informed That the air-
praft was o radio failure. At approximately 0343 GMT, I eccepted a radar
handoff on H4L1NC and was again informed thet the aireraft was 2 radio
failure and was still elimbing above its assigned altitude.

I made several attempts to establish two-way communications with HLLINT
az the aireraft proceeded through the Vicksburg high seclor. I alsc
cbserved the Vicksburg high manual controller reguest the Jackson and
Greenwood flighi service stations to attempt to comtact HLLLNC on all
available frequencies. After several attempts to establish communicatlons
failed, I informed the South Area Supervisor of the situation.

At approiimately 0356 GMT, I gave a radar pointout tc the R-4f and E-31
controllers and informed them of the status of WiblNL. I gave a radar
handoff to the R-k6 controller on WLLINC prior to the aircraft entering
the Heridian high sector.

I reserve the right %o change this statement in the zvent new lacts are
forthcoming.

o
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CHUCK FILLIARL 4

Memphis Air Boute Traffic Control Center
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DEPARTMENT OF TRANSPORTATION
FEDERAL AVIATION ADMINISTRATION

ATLAATA AKTC CEMNTRR .,
208 Yool ey Road - b
Hampton, Deorpia 208

PERSONNE]L STATEMENTT B
January 22, 14950

The follewing is a report coencerning the accident to aireraft SALINC
approximately 100 MM East of Xorfulk, VA, January 11. 1980 at toulll GHI.

My name is Lloyd Moore. I am employed ag o Supervisory Alr fraflic
Control Specirlisc by the Federal Aviatlon Sdministrarion ot e A Yamta
ARTC Center, Hampton, Georgia.

During the peried 2045, .January 10, 1980 te 0453 GMT, January 11, 1780,
I was on duty in the Atlanta Center. I was working a2 Area Superyvisor
of the West area.

At approximately D428 GuT, T was informed of the limited data hlock aiad
possible problems wich HG4LNC. At this time the aireralt was approximals iy
65 miles northwest of WVulean VORTAC, approximately 23 miles inside of
Memphis ARTC Center's airspace and at an altitude of approximat. Iv Fi 184,
N441NEC was tracking on a haading of approximatcly a70”.

BE41NC erossed Atlanta Center boundary at approximately 432 GFE o <
point approximately 40 WM northwest of Valeon YORTAC. 1 remabned giter
completion of my shift and observed the airerafi pass approximately ten
miles south of Sugarloaf Mra. VORTAC and exit Atlenta Center's alrapace
approximately 20 M southfsoutheast of Grecasboro VORTAG at appronismbels
0536 GNT.

AS NGHLHC traversed the Gadsden sector's alrspace, I instrected @y crew
te start & track on the airerafr and to astempt te establish contact with
the airerafc om 121.5 Mz, We later received the [requency on which tiwe
aireraft was last worked (135.1) and attempicd comtact on that @ Tequaoney,

The aireraft entered Atlanta Center's airspace at an altitude of Fi38.0
or FL3I90 and continuwed to climb slewlw, departing Atlanta Conter's
airspace at an altitude of approzimately FLAO.X. The afreralt appeaitad
to be cliubing as fuel (weiphr) was burned oti.

I also observed the interceptlon of RAL1XC by Sevmour Johuson AFE
fighters (F&'s) as the nireraft entered Washingtuon's adrspace.

Atlanta ARTC Center
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DEPARTMENT OF TRANSPORTATION
FEDERAL AVIATION ADMIMNISTRATION

WASHINGTOR ARTC CEKIFR

Leesburg, Virginia 220753 Hes 210,
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PERSONNEL STATEMERT e e 3
.

January 21, 1980

The following is a report concerning the sccident te siveraft NILINC
on January 11, 1980, ar approximately 0623 GMT.

My pame is Chester 5. Smerdzinski and my operating jiriciale are C5.

I am employed as & Supervisory Air Traffic Control Specislist by the
Federal Aviation Administration st the Washington Air Reute Traffic

Control Center, Leesburg, Virginia.

During the period 0400 GMT, January 11, 1980, and 1200 GMT, January 1l,
1980, I wes om duty ir the Washington ARTC Center. I was working e&s
the Acting Assistanc Chief In Cherge.

At approximately 0503 GMT, Januery 11, 1980, Aercospace Defense Command
advised they were scrambling two aireraft freom Goldsboro. I copied the
information and advised the controllers at the Seymour sector. A few
minutes later SATCS Kelly advised me that the scramble was imitiated
to intercept N44LRC. For the mext two hours I releved information and
coordinated with a number of facilities including Aerospace Defense
Command, Atlanta ARTC Center, New York ARTC Center, etc. At approximately
0626 GMT, 1 was informed by Aerospace Defense Command that RALINC
crashed in the ocean. 1 then made the necesszry accident notifications
and prepared the preliminary accident notice in accordamce with FaA
Order B8020.11.

- ' &£ O
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SATCS, CHESTEE 5. SMERDZIKSEIL
Washington ARTC Center
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DEPARTMENT OF TRANSPORTATION
FEDERAL AVIATION ADMINISTRATION

WASHINGTON ARTC CETER
Leesburg, Virginia 22075

PERSONNEL STATEMENT

Jaomary 11, 1980

The following is a report concerning the aceident to aireraft NALINC
on January 11, 1980, at approximacely 0623 GME.

¥y omme i3 Ronnie J. MeClanahan and my operating imitials are KU. I

am empioyed as an Air Traffic Control Specialist by the Federal Awiatiom
Administration in the "F" area of specialization at the Washinmgton Air
Foute Traffic Control Center, Leesburg, Virginia.

During the period 0400 GMT, January 11, 1980, and 1200 GMT, January 11,
1980, I was on duty in the Washington ARTC Center. I was working the
R26 position from 0515 GMT te 0545 GMT.

JLO2 and JLO& were assigned to me to intercept NALINC, a dereliet air-
eraft tracking eastbound at FL400. I began working the JL flighc ac
approximarely 0522 on a discrete UHP frequency and vectored them ko
intercept NGG1NC. They intercepted W44INC at approximately 0529 and
reported oo signs of life on board and mo response frem the pilet.

T continued to werk the JL £light and momitor the track of WASLNC umtil

;Epruximtthr g562, at widel time 1 handed the flights off to gector

- £ e Ay
TE JI. NAHAN, ATCS
Washing ARTC Center
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