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NATIONAL TRANSPORTATION SAFETY BOARD 
WASHINGTON, D. C. 20594 

AIRCRAFT ACCIDENT REPORT 

Adopted: J anua ry  15, 1975 - - - - - - - - I - - I - - - - - - - - - - - - - - __ - - - I - - - - ___ - __ 
AIR FRANCE 

BOEING 707-B-328B 
FBLCA 

NEAR O'NEILL, NEBRASKA 
MAY 13, 1974 

SYNOPSIS - 
Ab Bout 2:35 a . m .  c. d. t. on May 13, 1974, A i r  F r  'ance F1 ight 004, 

a Boeing 707-B-328B. en te red  an a r e a  of l ight  turbulence n e a r  O'Neill,  
Nebraska.  About 3 to 5 minutes  l a t e r ,  the  flight encountered mode ra t e  
to s e v e r e  turbulence,  which l a s t ed  about 4 1 / 2  minutes .  During the  
turbulence,  2 pa s senge r s  w e r e  injured se r ious ly  and 11 w e r e  in jured  
slightly. Two flight a t tendants  w e r e  injured,  one ser ious ly .  

The  captain went to the cabin to s e e  the injured pas senge r s  and 
d i scussed  the in jur ies  with a pas senge r  who was a doctor.  T h e  captain  
decided to continue to P a r i s ,  F r a n c e ,  and landed the a i r c r a f t  a t  O r l y  
Airport ,  Paris, a lmos t  7 hours  a f t e r  the in-flight tu rbulence  encounter.  

The  National Transpor ta t ion  Safety Board de t e rmines  that the 
probable  cause  of the accident  was  the operat ion of the a i r c r a f t  in  a n  
a rea  of very s t rong thunders torm activity which should have been 
easily detectable and which r e su l t ed  i n  s e r ious  in ju r i e s  to pas senge r s  
because of the fai lure  of the captain  to warn  the pas senge r s  and to t u r n  
o n  the "fasten seatbel t"  sign. 

1. 1 His torv  of the F l ieh t  

A i r  F r a n c e  Fl ight  004, a Boeing 707-B-328B, was  a r egu la r ly  
scheduled pas senge r  flight between Los Angeles,  Cal i fornia ,  and P a r i s ,  
F rance .  
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The  flight depar ted  Los Angeles International Ai rpor t  on May 12, 
1974, a t  10:20 p . m .  P. d. t. 1 /  Ninety-nine pas senge r s  and a c r e w  of 
twelve w e r e  on board. The flight proceeded to the vicinity of O'Neill,  
Nebraska,  a t  33 ,000 feet without incident. 

In the a r e a  of the O'Neill  VORTAC 2 / ,  the a i r c r a f t  encountered 
l ight turbulence.  At that t ime  a c c o r d i n g t o  the captain,  the autopilot  
alt i tude hold was disconnected and the " fasten seatbel t"  s i g n  was 
turned on. Approximately 3 to 5 minutes  l a t e r ,  a t  0236, s e v e r e  
turbulence was encountered.  The  captain sa id  that he s t a r t e d  to 
reques t  that  the pas senge r s  re turn  to their  sea ts .  He could not r eca l l  
i f  he completed the announcement, because  he had to drop the microphone 
and fly the a i r c r a f t  because  of turbulence.  

The captain sa id  that t h e r e  was no lightning a t  any t i m e  and that  
when the s e v e r e  turbulence ceased,  the flight was  in  and out of tops 
of cumulus- type clouds. He sa id  that, "No indication of turbulence 
was  observed  on the a i r c r a f t  r a d a r  nor  did we r ece ive  a warning f r o m  
the National Weather  Se rv i ce  o r  Denver Cen te r ."  After the  s e v e r e  
turbulence encounter,  Denver A i r  Route Traf f ic  Control  Cente r  vectored 
the  flight t o  avoid f u r t h e r  turbulence.  

The flight continued to Or ly  Field,  P a r i s ,  without fu r the r  incident. 
About 3 hours  f r o m  Orly,  the  captain contacted Or ly  and advised them 
that t h e r e  w e r e  in jured  pas senge r s  on board  and requested doc tors  and 
ambulances  to s tand by. 

Investigation disclosed that when the a i r c r a f t  encountered the 
turbulence,  12 p a s s e n g e r s  w e r e  standing in the r e a r  of the a i r c r a f t .  
They w e r e  e i ther  making duty- free  pu rchases  or  waiting to  u s e  the 
lava tor ies .  The  standing pas senge r s  w e r e  thrown about the a i r c r a f t ,  
and s t r u c k  the a i r c r a f t  and i t s  equipment. As  a r e su l t ,  1 3  p a s s e n g e r s  
and 2 flight a t tendants  w e r e  injured.  Loose  equipment, bottles,  conta iners ,  
and o ther  a r t i c l e s  w e r e  s t rewn about the a i r c r a f t .  About 45 minutes  
a f t e r  the turbulence encounter ,  one of the p a s s e n g e r s ,  who was a doctor ,  
a sked  i f  he  could be of a s s i s t ance .  The flight attendant asked  h im  to look 
a t  the  injured pas senge r s .  

- 1 /  Unless o therwise  specified,  a l l  t imes  he rea f t e r  a r e  cen t r a l  daylight 
t i m e  based  on the 24-hour clock. 

- 2 /  VORTAC - A collocated VOR and tact ical  a i r  navigation aid.  The  
faci l i t ies  a r e  capable of providing d is tance  informat ion and az imuth  to 
a i r c r a f t  with d i s tance  measur ing  equipment (DME) on board.  
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According to the doctor ,  about 2 hours  a f t e r  the turbulence 

encounter, the captain asked i f  he had examined the in jured  pas senge  
and the extent of the i r  in jur ies .  The  doctor  s ta ted  that he  was a 
cardiologist  and had no expe r t i s e  in t r a u m a  o r  bone in jur ies .  He  
s ta ted that: "To the bes t  of my knowledge, t h e r e  w e r e  two s e r i o u s  
injur ies  . . . ." An e lder ly  lady had a f r ac tu red  ankle and an  e lder ly  
man had a dislocated knee, a possible  f r a c t u r e ,  and o ther  in jur ies .  
The doctor sa id  the f r a c t u r e s  would need t r ea tmen t  as soon a s  the 
a i r c ra f t  landed. The  captain a sked  i f  t h e r e  w e r e  any  l i fe- threatening 
injur ies  that needed immedia te  t rea tment .  The  doctor  rep l ied  that 
he  did not think s o .  

The captain sa id ,  "A Chef de Cabine flight s teward  came  to the 
cockpit a s  soon a s  possible  and advised m e  that  s e v e r a l  p a s s e n g e r s  
had been injured.  I went into the cabin to s e e  the people and talked 
to the doctor. Two of the people wanted to r e t u r n  to Los Angeles.  
The doctor sa id  t h e r e  w e r e  s l ight  in jur ies  and b r u i s e s ;  one woman 
had a nose  bleed, but they could continue to P a r i s ,  F r a n c e .  The  
doctor gave the injured a sedat ive to help t hem s leep .  T h e  doctor  was  
not posit ive,  but f rom his  super f ic ia l  examination he could s e e  no 
reason for  the flight not t o  continue. Th i s  influenced m y  decis ion to 
proceed to o u r  destination. " 

An Airline T r a n s p o r t  Ins t ruc tor  P i lo t ,  employed by the Boeing 
Company, was among the pas senge r s  s ea t ed  in the f i r s t - c l a s s  sect ion.  
During an interview, he  s ta ted  that a t  l e a s t  30 minutes  be fo re  the 
" ex t reme turbulence,  " he observed  intense cloud-to-cloud lightning 
and ver t ica l  lightning toward the ground. The  f lashes  w e r e  br i l l i an t  
and rapid enough for  h im  to obse rve  " towering cumulus clouds in  a l l  
a r e a s  that could be seen  f r o m  aft  r ight  t o  fo rward  r ight  to approximately  
30° off the nose.  " At the t i m e  of the observat ion,  he  became  concerned  
and fastened h is  sea tbe l t  tightly, although h e  noted a t  the  t i m e  that  the 
"fasten seatbel t"  and "no smoking' '  s igns  w e r e  not lighted. T h e  a i r c r a f t  
entered the turbulence and he  hea rd  s c r e a m s  f r o m  the r e a r  of the 
a i r c ra f t .  Approximately 3 to 4 minutes  l a t e r ,  the " fasten seatbel t"  
sign came  on and a brief announcement was  made  in F r e n c h  ove r  the  
public a d d r e s s  sys t em.  

Eighteen pas senge r s  gave s ta tements ,  and m o s t  of them w e r e  
interviewed. Ten  pas senge r s  reca l led  seeing lightning outs ide the a i r c ra f t .  
The remainder  did not mention any observat ions  regarding the wea ther .  
Four  pas senge r s  s ta ted  that the " fasten seatbelt"  sign c a m e  on a f t e r  the 
s eve re  turbulence s t a r t ed .  
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The accident  occu r r ed  during hours  of da rkness .  

1 . 2  Injur ies  to P e r s o n s  

Injur ies  Crew P a s s e n g e r s  Others  

Fa ta l  0 0 0 
Nonfatal 2 13 0 
None 10 86 

- 

1. 3 Damage to  A i r c r a f t  

None 

1.4 

None 

1. 5 Crew Information 

The f l ightcrew was cer t i f icated for  the flight. (See  Appendix B.)  

1. 6 Aircraf t  Inform R t '  Ion 

The a i r c r a f t  was  cer t i f icated in accordance  with United S ta tes  and 
F r e n c h  national requi rements .  (See Appendix C. ) 

1. 7 Meteorological  Inrormation 

Sur face  wea ther  c h a r t s  showed a deep, complex low- pres su re  cen te r  
moving eas tward  a c r o s s  nothern Wyoming, while an assoc ia ted  trough of 
l ow- pres su re ,  extending southward f r o m  the low, moved into the Texas -  
Oklahoma Panhandle a r e a .  A cold f ron t  extended southward and south-  
westward f r o m  the Wyoming low,and a w a r m  l ron t  extended southeastward,  
and had moved into wes t e rn  Nebraska by the t ime  of the accident.  

The Grand Island, Nebraska,  0 2 3 5  r a d a r  weather  observat ion ( a s  
well  a s  the r ada r scope  photographs taken about 0235 and 0242) showed, 
in pa r t ,  an a rch- shaped  line of echoes 15 mi l e s  wide and extending 
f r o m  about 60  mi l e s  southwest of Ainsworth, Nebraska,  to Mitchell ,  
South Dakota, to 40 mi les  southeast  of Sioux City, Iowa. That l ine 
was descr ibed  a s  having 9 / 1 0  echo coverage,  with the s t ronges t  ce l l s  
j u s t  nor th  of Ainsworth,  n e a r  Mitchell ,  and north  of Sioux City. 
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Additionally, this  observat ion (and the photographs)  showed a 
thunders torm cell, 20 mi l e s  in d iameter ,  n e a r  O'Neill.  The 
thunders torm cel l  was  cha rac t e r i zed  as: Very s t rong,  hail  indicated,  
top 4 2 ,  000 feet,  moving f r o m  260 a t  50 kn. (See Appendices D and E. ) 

A t  0215, the Kansas  City F o r e c a s t  Office i s sued  SIGMET 3 /  ALPHA 1 
a s  follows: 

- 

'!Flight Precaut ion .  L ine  thunders torms  n e a r  P i e r r e ,  
Valentine, e a s t  of Sydney moving ea s tward  2 5  kn. 
Ceilings 2, 000  visibil i ty 2 mi l e s  i n  thundershowers ,  
tops 45, 003. Conditions continuing beyond 0800. I '  

1. 8 Aids to Navioation 

Not applicable.  
I 

1. 9 Communications 

T h e r e  w e r e  no repor ted  communications difficult ies between the 
flight and the a i r  t ra f f ic  control  faci l i t ies .  

1 .10 Aerodrome and Ground Fac i l i t i es  

Not applicable.  

1.11 Fl ight  Reco rde r s  ~ 

! 

A cockpit voice r e c o r d e r  (CVR) and a flight data r e c o r d e r  (FDR)  
r were  instal led in the a i r c ra f t .  I 

Since this a i r c r a f t  flew for  about 7 hou r s  a f t e r  the turbulence ~ 

i 
I encounter, all record ings  on the CVR tape per t inent  to the accident  w e r e  

4 ~ erased .  The  a i r c r a f t  was  equipped with a SFIM FDR. The readout  was  
made from a copy of the or iginal  recording medium which was supplied 
by A i r  F rance .  

- 3 1  A SIGMET is a n  advisory warning of wea ther  s e v e r e  enough to be 
potentially hazardous to al l  a i r c ra f t .  It is broadcas t  on navigational 
aid voice f requenc ies  and by Flight Serv ice  Stations. It is a l so  
t ransmi t ted  on Service-A weather  teletype c i r cu i t s .  
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The FDR readout  disclosed that  the a i r c r a f t  encountered  the 
turbulence a t  a n  alti tude of'33,OOO feet  a t  an a i r s p e e d  varying between 
277 and 286 kn.,  and while on a magnetic heading of 0 5 2 O .  The ve r t i ca l  
acce lera t ion  t r a c e  r ecorded  a maximum "g" load of t 2 .  02  and a min imum 
load of to. 16. The duration of the turbulence was  4 1 / 2  minutes.  

1 .12  Wreckage 

Not applicable. 

1. 13 Medical and Pathological Information 

Thir teen  passengers  and two flight at tendants  were  injured.  These  
in ju r i e s  ranged f r o m  hip, kneecap,  and ankle f r a c t u r e s  to s e v e r e  cuts  
and skin  abras ions .  All in jur ies  were  sus ta ined by pe r sons  who were  not 
s e c u r e d  by sea tbel t s .  All of the in jur ies  were  caused  when those  pe r sons  
w e r e  thrown around the a i r c r a f t  during the turbulence.  

1. 14 Fire 

Not applicable. 

1 .15  Survival  Aspects  

The accident was survivable.  

1.16 Tes t s  and R e s e a r c h  

None. 

1. 17 Other  Information 

An examinat ion of the a i r c r a f t ' s  a i rborne  weather  r a d a r  was  
conducted by the a i r  c a r r i e r  subsequent to the accident.  According to 
the c a r r i e r ,  th is  examination revealed  that  the broadcas t  - r e c e i v e r  
suppor t  was deformed which caused an in termi t tent  modification of the 
unit ' s  impedance. The c a r r i e r  r epor ted  that  this  modification reduced 
the sensi t ivi ty of the r a d a r  to a level  which was insuff icient  to provide 
r a d a r  depiction of weather  echoes.  

The National Transpor ta t ion  Safety Board was  not notified of the 
occur rence  of this  accident.  
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As a r e su l t  of informat ion rece ived  f r o m  s o u r c e s  o the r  than the 
opera tor ,  the Safety Board ini t iated its invest igat ion 3 112 weeks  a f t e r  
the accident.  

14 CFR 430. 5 ,  r e q u i r e s  that:  "The o p e r a t o r  of a n  a i r c r a f t  sha l l  
immediately,  by the mos t  expeditious means  available,  notify the n e a r e s t  
National Transpor ta t ion Safety Board Fie ld  Office when: 

( a )  An a i r c r a f t  accident  o r  any of the  following l i s t e d  
incidents  o c c u r . .  . . 1 1  

Art ic le  11 of the International  Civil  Aviation Organization (ICAO) 
Convention r e q u i r e s  that  the a i r c r a f t  of one contrac t ing s ta te  when 
operating into, o u t  of, o r  within the t e r r i t o r y  of another  contrac t ing 
state ,  adhere  to  a l l  applicable laws and regulat ions of the l a t t e r  s ta te .  

2. ANALYSIS AND CONCLUSIONS 

2. 1 Analysis  

The flight of Ai r  F r a n c e  Flight 004 was  routine until  it encountered 
turbulence n e a r  O 'Nei l l ,  Nebraska,  a t  3 3 ,  000 feet.  

Ground-based r a d a r  weather  observat ions  and r a d a r s c o p e  photo- 
graphs,  showed a l a r g e  thunders to rm ce l l  i n  the vicinity of O 'Nei l l  a t  
the t ime  of the accident.  There  we re  indications of hai l  a s soc ia ted  with 
the r a d a r  echoes .  The r a d a r  meteorologis t  c h a r a c t e r i z e d  the cell a s  
being s t rong and r e p o r t e d  the r a d a r  tops ( tops of  detectable m o i s t u r e )  a t  
42,000 feet. The ac tual  cloud tops we re  probably s e v e r a l  thousand feet  
higher. The ce l l  was moving f r o m  the west- southwest  a t  50 kn. 

In view of the extent  and intensi ty of  the thunders to rm act ivi ty 
shown by the r a d a r  weather  observat ions  and the r a d a r s c o p e  photo- 
graphs,  the Safety Board believes that  a p roper ly  opera t ing and p ro-  
perly opera ted  a i rborne  weather  r a d a r  would have detec ted  such  
activity. 

The captain s t a t ed  that  the a i r c r a f t ' s  r a d a r  did not indicate 
turbulence-producing weather  in the vicinity of the flight path. The 
examination of the r a d a r  equipment by the a i r  c a r r i e r  subsequent to  
the accident indicated that  the sensi t ivi ty level  was  insufficient to  
produce weather  echoes  which, mos t  probably,  explains the l ack  of 
these indications on  the capta in ' s  r adarscope .  
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The flight data r e c o r d e r  disclosed that a t  the t ime  of the t u r -  
bulence encounter ,  the flight was a t  3 3 , 0 0 0  feet and on a heading of 
052O magnetic.  Consider ing the magnetic var ia t ion (a!~.out l C o  E )  and 
applying a t rue  t r a c k  to the r ada r scope  photographs,  i t  i s  evident that  
no o ther  echoes could have masked  the one n e a r  O'Neill.  On such a 
heading and a t  the a i r c r a f t ' s  alt i tude, the frequent and intense lightning 
f r o m  the ce l l  should have been visible for  many mi les .  The re fo re ,  
even i f  the r a d a r  were  inoperat ive,  the thunders torm activity nea r  
O'NeiIl should have been eas i ly  visible and could have been c i r c u m-  
navigated without difficulty. 

The captain  s ta ted  that there  was no lightning a t  any t ime.  The 
Boeing ins t ruc tor  pilot passenger  s ta ted  that he obse rved  the lightning 
f o r  about 30 minutes  before  the turbulence encounter.  He desc r ibes  
the f lashes  a s  br i l l iant  and rap id  enough for  him to observe  cumulus  
clouds in  a l l  of the a r e a s  that he could see  f rom the r ight  of the a i r -  
c r a f t .  Additionally, 10 of 18 pas senge r s  reca l led  having seen  lightning 
outside the a i r c ra f t .  The Safety Board  concludes ,  t he re fo re ,  that  
lightning was visible f rom the a i r c r a f t  before the s e v e r e  turbulence 
was encountered.  The upper level  significant weather  prognostic c h a r t ,  
which was examined by the captain  before depa r tu re ,  did not show any 
thunders torm activity for  the cen t r a l  p a r t  of the country.  The re  is  
no evidence to indicate that the flight rece ived  SIGMET ALPHA 1 
i s sued  a t  0215. Even though the fl ightcrew had no e a r l i e r  fo recas t  and 
may not have rece ived  Sigmet Alpha 1, the thunders torm activity was  
eas i ly  detectable and circumnavigable.  The re  i s  no doubt that the 
a i r c r a f t  e i ther  pene t ra ted  the thunders torm o r  was i n  i t s  immedia te  
vicinity, and a s  a r e su l t ,  encountered moderate  to s e v e r e  turbulence.  

The interview with and s ta tements  by the captain  and doctor 
aboard  the a i r c r a f t  differ a s  to the r epo r t ed  degree of injury sus ta ined  
by the pas senge r s  and flight attendants.  These differences  have not 
been reconciled.  The pilot- in-command is responsible  for  the sa fe ty  
of the pas senge r s ,  c r e w m e m b e r s ,  and the a i rplane.  The Safety Board  
believes his decision to continue his flight r a t h e r  than to land a t  a sui t-  
able a i rpo r t  was  not prudent. The decision extended the t ime  which 
the in jured  had to endure  pain and could have complicated the in ju r i e s .  
The ser ious ly  in jured  could not be s ea t ed  proper ly  and s e c u r e d  in  the i r  
s e a t s  and thus were  not protected in  the event of fur ther  in-flight 
turbulence.  

The " fasten seatbel t"  sign was off before the a i r c r a f t  en t e r ed  
the a r e a  of turbulence.  With the amount of thunders torm activity in  
the a r e a ,  the sa le  of tax- free i t e m s  should have been suspended, and 
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the sea tbel t  s ign  should have been tu rned  on before  the a i r c r a f t  
en te red  the turbulent  a r e a .  

2 . 2  Conclusions 

( a )  Findings 

1. 

2. 

3 .  

4. 

5. 

6. 

7 .  

8 .  

9. 

10. 

The a i r c r a f t  and flightcrew was  cer t i f ica ted  fo r  the 
flight. 

The flight was  routine a t  3 3 , 0 0 0  fee t  until it r eached  
the vicinity of  O'Neill ,  Nebraska.  

There  was  very  s t rong  thunders to rm activity i n  the 
vicinity of  O'Neil l ,  Nebraska.  

Radar  tops of  the thunders to rm activity w e r e  a t  
42,  000  feet and hail  was  indicated on ground-based 
weather  r a d a r .  

The thunders to rm activity was  not masked  by other  
cloud s y s t e m s .  

The thunders to rm activity was  eas i ly  detectable both 
visually and by a i r b o r n e  weather  r a d a r ,  and accord-  
ingly was circumnavigable.  At least  10 p a s s e n g e r s  
saw the lightning. 

The a i r c r a f t  encountered modera te  to s e v e r e  t u r -  
bulence assoc ia ted  with the very  s t rong  t h u n d e r s t o r m  
activity. 

When the turbulence was  encountered,  the "fasten 
sea tbel t"  sign was not i l luminated.  

Fif teen p e r s o n s ,  who we re  not s e c u r e d  by sea tbe l t s ,  
sus ta ined in jur ies  during the turbulence encounter .  

P rognos t i c  c h a r t s  examined by the captain before 
depar tu re  did not indicate anticipated thunders to rm 
activity. However,  that  should not have influenced 
the accident  s ince the t h u n d e r s t o r m s  w e r e  eas i ly  
detectable and avoidable. 
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11, During discussions with a doctor who was a pas senge r ,  

the captain  became aware  of the s e r iousnes s  of the 
injur ies .  

12. A number  of the  in jured  pas senge r s  reques ted  that  a 
landing be made so that hospital  s e rv i ces  could be 
provided. However, the captain  e lec ted  to continue 
the nonstop flight t o  P a r i s .  

13. The accident was not repor ted  to the Safety Board  by 
the opera tor .  

(b) Probable  Cause 

The National Transporta t ion Safety Board de te rmines  that  
the probable cause  of the accident was the operat ion of the a i r c r a f t  i n  
an  a r e a  of very s t rong thunders torm activity which should have been 
easi ly  detectable and which resu l ted  in s e r ious  in jur ies  to pas senge r s  
because of the fai lure  of the captain to wa rn  the pas senge r s  and to t u r n  
on the "fasten seatbel t"  sign. 

BY THE NATIONAL TRANSPORTATION SAFETY BOARD 

/ s f  

/ s f  

/ S I  

/ S I  

I s  I 

January  15,  1975 

JOHN H. R E E D  
Cha i rman  

FRANCIS H. McADAMS 
Member  

LOUIS M. THAYER 
Member  

ISABEL A.  BURGESS 
Member  

WILLIAM R. HALEY 
Member 
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APPENDIX A 

INVESTIGATION AND HEARING 

1. Investigation 

The National Transpor ta t ion  Safety Board initiated i t s  invest igat ion 
on June  7, 1974. Inves t iga tors  f r o m  the Safety B o a r d ' s  New York, 
Los Angeles, Oakland, Denver,  and  Washington Offices conducted the 
investigation. 

The f ield phase  of the accident  invest igat ion was completed 
August 8, 1974. 

2. Hearing 

There was  no public hearing.  
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APPENDIX B 

CREW INFOXMATION 

Captain Rober t  Espes 

Captain Rober t  E s p e s ,  51, held F r e n c h  Ai r l ine  T r a n s p o r t  P i lo t  
Cer t i f ica te  No. PL-0576, dated January  5, 1956. At the  time of the 
accident ,  h e  had accumulated about 2 2 ,  508 flight-hours, of which 
4, 935 had been i n  the  Boeing 707. His f i r s t  proficiency check in the  
B-707 was  March  25, 1967; h is  l a t e s t  proficiency check was  March  24, 
1974; and his  l a t e s t  l i n e  check July 15, 1973. He p o s s e s s e d  a c u r r e n t  
first-class medica l  ce r t i f i ca te  without l imi ta t ions ,  dated Apri l  4,  1974. 
T h e  captain had not flown during the previous  24 hours .  

First Off icer  J. Dournier  

First O f f i c e r  J. Dournier ,  32, held F r e n c h  Commerc i a l  P i lo t  
Cer t i f ica te  No. 1659, dated Auguit 6 ,  1970. A t  the time of the  accident ,  
h e  had accumulated 4, 86.1 f l ight-hours,  of which 3, 0'30 had been in the  
Boeing 707. His first proficiency check as f i r s t  off icer  in the  B-707 
was  Apr i l  25,  1971; his latest prof ic iency check was  M a r c h  16, 1974; 
and h is  l a t e j t  l i ne  check was  May 22, 1973. He p o s s e s s e d  a c u r r e n t  
first-class medica l  cer t i f ica te ,  dated Apri l  25, 1974, without l imi ta t ions  
The first off icer  had not flown during the p rev ious  24 hours .  

Second Officer  Geo rges  M e a r  

Second Officer  Geo rges  Mear ,  33, he ld  F r e n c h  Commer i ca l  P i lo t  
Cer t i f i ca te  No. 1466, dated June  20, 1968. At  the  time of the  accident ,  
h e  had accumulated .4, 826 f l ight-hours,  of which 2, 034 had been i n  the 
Boeing 707. His first prof ic iency check as second o f f i ce r  in the B-707 
was  on March  25,  1971; his l a t e s t  proficiency check was  Apr i l  8, 1974; 
and h is  l a t e s t  l ine  check was  on December  5, 1973. He p 3 s s e s s e d  a 
c u r r e n t  f i r s t - c l a s s  medica l  ce r t i f i ca te  without l imi ta t ions ,  da ted  
December  20, 1973. The  second *officer had  not flown during the 
p rev ious  24 hours .  

F l ight  Engineer  Auguste F igeac  

Fl ight  Engineer  Auguste Figeac. 52, held F rench  Flight  Eng ineer ' s  
Cer t i f ica te  No. 1124, dated March  18, 1957. At the t i m e  of the  accident ,  
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h e  had accumulated 13, 585 fl ight-hours,  of which 4, 320 had been in  the 
Boeing 707. His l a t e s t  prof ic iency check was  on May 1, 1974, and his 
l a t e s t  l ine  check was  on September  29,  1973. He posse s sed  a c u r r e n t  
fl ight engineer ' s  medica l  ce r t i f i ca t e  without l imitat ions,  dated March  5, 
1974. The flight engineer had not flown dJ r ing  the prev ious  24 hours .  

Fl ight  Engineer  Louis Caron  

Fl ight  Engineer  Louis  Caron,  53, held F r e n c h  Fl ight  Engineer  
Cer t i f ica te  No. 0587, dated Ju ly  7, 1955. At the t ime  of the accident,  
he  had accumulated iZ2, 830 fl ight-hours,  of which 9, 50.7 had been in the  
Boeing 707. His l a t e s t  p rof ic iency  check was  Apr i l  4, 1973, and his 
l a t e s t  l i ne  check was on F e b r u a r y  27, 1974. He posse s sed  a c u r r e n t  
fl ight engineer ' s  medica l  ce r t i f i ca t e  without l imi ta t ions ,  da ted  June  21, 
1973. The flight engineer  had not flown during the prev ious  24 hours .  

Fl ight  Attendants 

T h e  seven  flight a t tendants  w e r e  qualified.  
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APPENDIX C 

AIRCRAFT INFORMATION 

Make and Model 
Regis t ra t ion  
S e r i a l  No. 
Date  of Manufacture 
Tota l  Flight-Hours 
Engines 

Boeing 707-B-328B 
FBLCA 
18555 
Unknown 
37,020 
P r a t t  & Whitney JT3-D3B 



Frame No. : 1639 

Date : M a y  13, 1974 

Time : 07322 (0232 c.d.t.) 

Range : 250 n mi 

Range Markers: 50 n mi 

Directions : 'True 
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APPENDIX E 

Grand Island, Nebraska, Weather Radarscope Photograph 

Frame No. : 1641 

Date : t h y  13, 1974 

Time : 07422 (0242 c.d.t.) 

Range : 250 n m i  

Range Markers: 50 n m i  

Directions : OTrue 


