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National Transportation Safety Board
Aviation Accident Final Report

Location: OKEECHOBEE, FL Accident Number: MIA94MA048

Date & Time: 01/05/1994, 1829 EST Registration: N230TW

Aircraft: BEECH B90 Aircraft Damage: Destroyed

Defining Event: Injuries: 10 Fatal

Flight Conducted Under: Part 91: General Aviation - Personal

Analysis 

THE PILOT (OR PILOT-RATED PASSENGER) REPORTED AN 'INDICATION' PROBLEM & 
SAID THEY INTENDED TO LAND AT OKEECHOBEE, BUT COULDN'T FIND THE 
AIRPORT. THEY THEN REPORTED ENGINE TROUBLE & SAID THAT THEY WOULD TRY 
TO LAND ON A ROAD. THEY CIRCLED THE AREA & APPROACHED A DIRT ROAD WITH 
LANDING LIGHTS ON. A CAR WAS PROCEEDING ON THE ROAD IN THE OPPOSITE 
DIRECTION. THE PLANE BEGAN TO CLIMB, & IT ENTERED A LEFT TURN. IT THEN 
ROLLED INTO A STEEP RIGHT BANK, DESCENDED NOSE DOWN, CRASHED & WAS 
CONSUMED BY FIRE. AN EXAM REVEALED INDICATIONS THAT BOTH ENGINES WERE 
OPERATING AT HIGH RPM. A TEARDOWN REVEALED A RIGHT ENGINE FUEL 
CONTROL BEARING HAD FAILED, WHICH WOULD HAVE ALLOWED IMPROPER 
MOVEMENT OF THE FUEL CONTROL DRIVE SHAFT. THE PLANE WAS LAST INSPECTED 
ON 11/25/92 & WAS 13 HRS OVER A REQUIRED 150 HR INSPECTION. A SERVICE 
BULLETIN FOR MAINTENANCE OF THE FUEL CONTROL BEARINGS HAD NOT BEEN 
COMPLIED WITH. THE OWNER/PILOT HAD NOT COMPLETED FORMAL GROUND 
SCHOOL INSTRUCTION ON THE AIRPLANE SYSTEMS & OPERATION. THE PLANE HAD 9 
SEATS; 10 OCCUPANTS WERE ABOARD. 

Probable Cause and Findings

The National Transportation Safety Board determines the probable cause(s) of this accident to be:
THE PILOT'S IMPROPER REMEDIAL ACTION CONCERNING A RIGHT ENGINE POWER 
ANOMALY, AND HIS FAILURE TO MAINTAIN ADEQUATE AIRSPEED DURING GO-
AROUND FROM AN ABORTED PRECAUTIONARY LANDING, WHICH RESULTED IN A 
LOSS OF AIRCRAFT CONTROL AND AN UNCONTROLLED DESCENT. FACTORS RELATED 
TO THE ACCIDENT WERE: FAILURE OF THE OWNER/OPERATOR/PILOT TO ASSURE 
PROPER MAINTENANCE INSPECTION OF THE AIRCRAFT, FAILURE TO COMPLY WITH 
A SERVICE BULLETIN CONCERNING THE ENGINE FUEL CONTROLS, SUBSEQUENT 
BEARING FAILURE IN THE RIGHT ENGINE FUEL CONTROL, AND THE PILOT'S LACK OF 
FAMILIARITY WITH THIS MAKE AND MODEL OF AIRCRAFT. 
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Findings

Occurrence #1: AIRFRAME/COMPONENT/SYSTEM FAILURE/MALFUNCTION
Phase of Operation: CRUISE

Findings
1. (F) MAINTENANCE,INSPECTION - INADEQUATE - COMPANY/OPERATOR MANAGEMENT
2. (F) MAINTENANCE,SERVICE BULLETIN/LETTER - NOT PERFORMED - COMPANY/OPERATOR MANAGEMENT
3. (F) FUEL SYSTEM,FUEL CONTROL - FAILURE,PARTIAL
4. (C) REMEDIAL ACTION - IMPROPER - PILOT IN COMMAND
5. (F) LACK OF FAMILIARITY WITH AIRCRAFT - PILOT IN COMMAND
----------

Occurrence #2: LOSS OF CONTROL - IN FLIGHT
Phase of Operation: GO-AROUND (VFR)

Findings
6. PRECAUTIONARY LANDING - ATTEMPTED - PILOT IN COMMAND
7. OBJECT - VEHICLE
8. GO-AROUND - INITIATED - PILOT IN COMMAND
9. (C) AIRSPEED - NOT MAINTAINED - PILOT IN COMMAND
10. (C) AIRCRAFT CONTROL - NOT MAINTAINED - PILOT IN COMMAND
----------

Occurrence #3: IN FLIGHT COLLISION WITH TERRAIN/WATER
Phase of Operation: DESCENT - UNCONTROLLED
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Factual Information

 HISTORY OF THE FLIGHT

     On January 5, 1994, about 1829 (all times eastern standard time), a Beech B90, N230TW, 
registered to Kimura International, Inc., collided with trees and then the ground near 
Okeechobee, Florida, while on a 14 CFR Part 91 personal flight. Visual meteorological 
conditions prevailed at the time and no flight plan was filed. The aircraft was destroyed and the 
airline transport-rated pilot and nine passengers were fatally injured. The flight last departed 
from Kissimmee, Florida, on January 5, 1994, at 1801.

     Representatives from Kimura International, Inc. stated the flight originally departed Opa 
Locka Airport, Opa Locka, Florida. The purpose of the flight was to go to Kissimmee, Florida, 
and pick up eight passengers, who were relatives of the pilot, and return to Opa-Locka. The 
pilot and pilot-rated right front seat passenger were the only persons onboard for the flight to 
Kissimmee. Federal Aviation Administration (FAA) communication transcripts from the Opa-
Locka Tower indicated the flight departed Opa-Locka Airport at 1652.

     A lineman at Marathon Flight School, Inc., at the Kissimmee Airport stated N230TW 
arrived on the morning of January 4, 1994, with 10 or 11 passengers, who deplaned and stayed 
in Kissimmee. On January 5, 1994, N230TW arrived on the ramp about 1750. The Japanese 
pilot remained in the left front seat and kept the engines running. The non-Japanese right 
front seat passenger went to the rear door and opened it. The eight Japanese passengers, who 
had been waiting about an hour, boarded the aircraft with only carry on luggage. After they 
boarded, the door was closed, and  the non-Japanese passenger returned to the right front seat. 
The aircraft immediately began to taxi and went to the nearest intersection for runway 15. The 
flight then immediately performed an intersection departure on runway 15 and made a straight 
out departure at about 1800.

     At 1818:38, a person with no Japanese accent made a radio call as King Air N230TW to 
Miami Radio, which was received at the FAA St. Petersburg Flight Service Station (FSS). St. 
Petersburg FSS did not reply and no further transmissions were received. Representatives of 
Kimura International, Inc. stated the pilot and eight passengers who boarded the aircraft at 
Kissimmee were Japanese, and spoke with a Japanese accent. The pilot-rated right front seat 
passenger was not Japanese and did not speak with a Japanese accent.

     A pilot in another aircraft who was landing at the Okeechobee Airport heard on the unicom 
frequency, 123.0 mhz, a person with no Japanese accent, calling as King Air N230TW, just 
before 1830. The person stated the King Air had an indicator problem and they were going to 
make a precautionary landing at the Okeechobee Airport; however, they could not locate the 
airport. The person then talked to another pilot who was airborne and then stated they were 
changing to the emergency frequency 121.5 mhz. This pilot switched to 121.5 mhz and listened 
to the person on N230TW talk to the pilots of another aircraft, a Cessna Citation.

     A flight instructor and student in another aircraft, in flight north of the Okeechobee Airport, 
heard on the unicom frequency, 123.0 mhz, the person on N230TW talking to the aircraft 
which was landing. The instructor then contacted the person on N230TW and gave him 
directions toward the Okeechobee Airport. He then flew over the airport with his landing light 
on to help the pilot of N230TW locate it. The person on N230TW reported that he had him in 
sight and that they were at 1,100 feet, loosing altitude and didn't know why, and were switching 
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to 121.5 mhz. The instructor then switched to 121.5 mhz and heard the person on N230TW 
talking to the pilots of a Cessna Citation. The instructor and student then flew north and 
located the burning wreckage of N230TW.

     The pilots of a Cessna Citation flying at 43,000 feet, about 80 nm east-northeast of Palm 
Beach, Florida, reported hearing a person with no Japanese accent transmitting on the 
emergency frequency 121.5 mhz, as King Air N230TW.  The person reported that the flight was 
having engine trouble and that they were trying to land on a road. The person reported 
descending through 200 feet and that they were going into trees. The person then reported 
they were contacting trees. The pilots then heard the sounds of an emergency locator 
transmitter for about 3 seconds. The pilots reported the conversation to FAA Miami Center at 
1828:46.

     Witnesses on the ground near the crash site observed N230TW circle several times at low 
altitude to the west of Highway 441. The aircraft then appeared to approach a dirt road from 
west to east for landing, with the landing lights on. A car was going west on the road and the 
aircraft appeared to pull up and make a steep left turn. The aircraft was flying at a low speed 
and engine sounds were audible. As the aircraft flew to the north the right wing dipped down 
toward the ground. The aircraft then descended nose down, right wing down until ground 
impact. The aircraft exploded on impact.

     Recorded radar data from the FAA Orlando Approach Control and the FAA Miami Air Route 
Traffic Control Center was reviewed after the accident. An aircraft was observed to depart the 
Kissimmee Airport at about 1801, and proceed south-southeast bound. This aircraft climbed to 
7,000 feet, reaching this altitude at 1809:06. The aircraft immediately began a descent from 
this point. The aircraft continued in a descent and was lost from radar at 1825:06, at 1,100 feet, 
at a point 5 nm north of the crash site of N230TW.

     For additional history of flight information see attachments to this report.

PERSONNEL INFORMATION

     The pilot of N230TW reported to the FAA on April 30, 1988, on application for a flight 
instructor certificate renewal, that he had 4,220 total flight hours in airplanes and 6,160 total 
flight hours in helicopters. On March 1, 1991, on an application for an FAA medical certificate, 
the pilot reported he had 10,000 total flight hours and that he had flown 300 flight hours in the 
previous 6 months. On April 1, 1992, on an application for an FAA medical certificate, the pilot 
reported he had flown 20,000 total flight hours and that he had flown 600 flight hours in the 
previous 6 months.

     On August 18, 1992, on an application for a rotorcraft airline-transport pilot certificate, the 
pilot reported he had 18,000 total flight hours. On June 23, 1993, the pilot reported on an FAA 
medical certificate application that he had 22,000 total flight hours and had flown 300 flight 
hours in the previous 6 months. The pilot's family could not locate a pilot logbook after the 
accident. The pilot's flight time could not be verified.

     Representatives of Kimura International reported that the pilot had attended two ground 
schools on the King Air, as part of the certification process to place the aircraft on a 14 CFR 
Part 135 air taxi certificate. He did not complete either of the ground schools. The instructor for 
the last ground school the pilot attended stated they did not teach engine overspeed or 
propeller overspeed emergencies during the 15 hours he taught the school. The pilot was 
reported to have received 13 hours of dual flight instruction in the King Air. He also was 
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reported to have flown 117 hours as pilot-in-command in the aircraft. Before this the only 
turbo-propeller powered aircraft experience the pilot was known to have received  was 272 
flight hours in turbo- propeller Aero Commanders.

     FAA records indicated that on November 4, 1982, the pilot was involved in an aircraft 
accident at Doraville, Georgia, in a Cessna 152, when all fuel was exhausted and a forced 
landing was made. On March 26, 1984, the pilot was involved in an incident at Boulder City, 
Nevada, when he landed on a road following loss of electrical power at night in a Cessna 172. 
The pilot was involved in an incident on October 13, 1992, at Hialeah Gardens, Florida, when 
engine power was lost in a Cessna 152 due to a oil pump malfunction and a forced landing was 
made in a field.

     Additional information on the pilot is contained in this report under Pilot Information and 
in attachments to this report. Information on the pilot-rated right front seat passenger is 
included in this report in Supplement E.

AIRCRAFT INFORMATION

     Aircraft logbook records indicated the aircraft was last inspected on November 25, 1992, at 
aircraft total time 6,909 hours. The aircraft was on a Beech Aircraft Corporation progressive 
inspection program. The program requires that the aircraft be inspected each 150 flight hours. 
At the time of the accident the aircraft total time was 7,072 total flight hours or 163 flight hours 
since last inspection. The aircraft engines received a motoring compressor wash on December 
28, 1993, at aircraft total time 7,066.

     On April 21, 1993, Pratt and Whitney issued Service Information Letter 1052,applicable to 
all model PT6 engines. The letter recommended that operators of model PT6 engines remove 
the Bendix manufactured fuel controls on the engine at mid-life to fuel control overhaul, or 
3,000 flight hours, and have the drive body inspected and the driveshaft bearings replaced in 
accordance with Bendix Service Information Bulletin No. 057. Logbook records for N230TW 
showed no indication that this bulletin had been complied with. The fuel control installed on 
the right engine had accumulated 3,610 flight hours since being installed on January 3, 1979, 
after overhaul. The fuel control installed on the left engine had accumulated 2,212 total flight 
hours since being installed on December 8, 1983, after overhaul. Postaccident examination of 
the fuel controls on N230TW indicated that the controls were installed on the opposite engines 
from which logbook entries indicated they were installed.

     Representatives from Kimura International, Inc. stated after the accident that the aircraft 
had several open maintenance items at the time of the accident. The pressurization system 
would not maintain cabin altitude and therefore the aircraft was flown below 10,000 feet. The 
cabin heater was inoperative. Finally, the engine generators would not operate with even loads. 
The flight crew who flew the aircraft before the accident flight reported that they experienced 
no problems with the aircraft other than the open items listed above. They indicated engine 
performance was normal.

     For additional aircraft information see Aircraft Information and attachments to this report.

WEIGHT AND BALANCE INFORMATION

     Calculations indicate that at the time of the accident the aircraft weighed about 8,810 
pounds and the center of gravity was at 158.26 inches aft of the datum. The maximum 
allowable gross weight for the aircraft is 9,650 pounds. The center of gravity limits at gross 
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weight are between 153.2 inches and 160.0 inches aft of the datum. See attached weight and 
balance information.

METEOROLOGICAL INFORMATION

     Visual meteorological conditions prevailed at the time of the accident. Sun and moon 
calculations contained in a computer- based program indicated that at the time and place of 
the accident the sun was at an altitude of -10.4 degrees on a bearing of 253.4 degrees. The 
moon was at an altitude of -74.0 degrees on a bearing of 333.8 degrees, with a 39 percent 
illumination. Sunset was at 1743 and end of twilight was at 1809. For additional meteorological 
data see weather data contained in this report and sun and moon data attached to this report.

WRECKAGE AND IMPACT INFORMATION

     The aircraft crashed on U.S. Highway 441 at 354th Court in Fort Drum, Florida. Fort Drum 
is located in Okeechobee County and the mailing address for the area around the crash site is 
Okeechobee, Florida. The crash site is located 19 nautical miles north of the Okeechobee 
Airport.

     Examination of the crash site indicated the aircraft struck a pine tree located on the west 
side of Highway 441. The aircraft was on a northeasterly heading and in an estimated 45-to 60- 
degree right bank angle during tree impact. Components from the aircraft's right wing 
outboard section were found at the base of this tree along with severed 3 to 5 inch tree limbs. 
The aircraft then crashed nose first, right wing low, on Highway 441, became inverted, and 
came to rest at the top of a ditch on the east side of Highway 441. A postcrash fire consumed 
the aircraft.

     All components of the aircraft which are necessary for flight were found within 150 feet of 
the main wreckage. All separation points within the flight control system were typical of 
overstress separation. Actuators for the wing flaps and landing gear were found in the flap and 
gear retracted position. All instrumentation and switches were destroyed by fire.

     Examination of the left engine indicated it separated from the aircraft during the crash 
sequence. The engine was found in two sections. The propeller exhibited extensive mechanical 
damage but remained attached to the propeller flange. Teardown examination of the engine 
revealed no evidence of precrash failure or malfunction of the engine rotating assembly or 
accessory components. Rotational signatures to the engine internal components indicated the 
engine was operating at high power at the time of ground impact.

     Examination of the right engine indicated it separated from the aircraft during the crash 
sequence. The engine remained in one piece. The propeller separated from the engine at the 
propeller flange. The flange separation was typical of overstress. Teardown examination of the 
right engine revealed no evidence to indicate failure or malfunction of the engine rotating 
assembly. Rotational signatures to the engine internal components indicated the engine was 
operating at high power at the time of ground impact.

     Examination of the right engine fuel control indicated the driveshaft and flyweight bearing 
assembly was missing the ball bearings and bearing debris was found in the unit. The ball 
bearing inner races were in place on the drive shaft. The bearing outer races remained with the 
fuel control unit body. The spacers and cage had damage consistent with the ball bearings 
wearing into the cage and spacers. The remainder of the right engine accessories indicated no 
evidence of precrash failure or malfunction.



Page 7 of 10 MIA94MA048

     Examination of the left propeller indicates blade twisting and chordwise scratches which are 
consistent with powered rotation at the time of ground impact. Crash damage precluded the 
determination of blade angle at the time of ground impact. No evidence to indicate precrash 
failure or malfunction was noted.

     Examination of the right propeller indicates blade twisting and chordwise scratches which 
are consistent with powered rotation at the time of ground impact. Crash damage precluded 
the determination of blade angle at the time of ground impact. No evidence to indicate 
precrash failure or malfunction was noted.

     For additional wreckage and impact information see attachments to this report.

MEDICAL AND PATHOLOGICAL INFORMATION

     Post-mortem examinations of the pilot and nine passengers were conducted by Frederick P. 
Hobin, M.D., District Medical Examiner, Fort Pierce, Florida, and Charles A. Diggs, M.D., 
Associate Medical Examiner, Fort Pierce, Florida. The pilot and nine passengers died as a 
result of injuries sustained during the crash sequence or postcrash fire.

     Toxicology testing on specimens obtained from the pilot was performed by the FAA 
Toxicology Laboratory, Oklahoma City, Oklahoma, and Wuesthoff Memorial Hospital 
Laboratory, Fort Pierce, Florida. Tests were negative for ethanol alcohol and drugs. The tests 
were positive for 1 percent carbon monoxide in blood, and caffeine.

     Toxicology testing on specimens obtained from the pilot- rated right front seat passenger 
was performed by the FAA Toxicology Laboratory, Oklahoma City, Oklahoma, and Wuesthoff 
Memorial Hospital Laboratory. Toxicology testing on specimens obtained from the remaining 
eight passengers was performed by Wuesthoff Memorial Hospital Laboratory. For additional 
medical and pathological information see Supplements K and attachments to this report.

TESTS AND RESEARCH

     A study of recorded radar data from the FAA Orlando Approach Control and the FAA Miami 
Air Route Traffic Control Center was performed by Mr. Douglass P. Brazy, Mechanical 
Engineer, NTSB, Washington, D.C. The data for the aircraft that departed Kissimmee Airport 
at 1801, and was lost from radar 5 nm north of the crash site of N230TW at 1825:06 was 
studied. This aircraft was not identified by air traffic controllers as N230TW and was not 
assigned and was not displaying a discreet transponder code. The study indicated the aircraft 
climbed to 7,000 feet after departure. Upon reaching 7,000 feet, at 1809:06, the aircraft began 
a descent. Between the time 1820:01, and 1825:06, the time the aircraft was lost from radar, 
the rate of descent averaged 450 feet per minute and the ground speed averaged 115 knots. The 
engines on a Beech B90 would have to produce 504 foot-pounds of torque total for this 
performance. Each Beech B90 engine is capable of producing 1,315 foot-pounds of torque at 
maximum power. See attached Recorded Radar Study.

     The only recording of a transmission from N230TW during the accident flight, which could 
be located, was recorded at the FAA St. Petersburg Flight Service Station. Analysis of this 
transmission received at 1818:38, was performed by Mr. James R. Cash, Electronics Engineer, 
NTSB, Washington, D.C. The background noise was consistent with a Pratt and Whitney PT6A 
engine operating at 98.6 percent power. No propeller noise signatures were identified and it 
could not be determined if one or both engines were producing 98.6 percent power. See 
attached report.
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     Representatives of Pratt and Whitney engines indicated that there has been several reported 
cases of the failure of the bearings in the fuel control unit. Based upon the history and analysis 
of failed bearings, Pratt and Whitney issued Service Letter 1052 and Bendix Fuel Controls 
issued Service Bulletin No. 057. These publications require removal of the fuel control unit 
after accumulating 3,000 flight hours and having the units inspected and the bearings 
changed. Representatives of Bendix Fuel Controls stated that when the bearings fail the fuel 
control drive shaft will begin to move from side to side and cause the engine to fluctuate in 
power output. In some cases the yoke surrounding the flyweights will break and cause the fuel 
control to go to maximum flow. The yoke in the right engine fuel control of N230TW was not 
broken. See attached Pratt and Whitney Service Letter 1052.

     A sample of fuel was obtained from the truck which was last used to fuel N230TW. No other 
aircraft had been fueled from the truck before obtaining the sample. Laboratory testing of the 
sample indicated it met specifications for Jet-A fuel and there was no evidence of 
contamination in the fuel sample. The aircraft had flown 3.2 flight hours since being refueled. 
See attached test report.

     At the time of the accident there were 10 occupants onboard the aircraft. The pilot for the 
previous owner of the aircraft stated the aircraft had only nine seats.

ADDITIONAL INFORMATION

     The aircraft wreckage was released on January 7, 1994, to Walter E. Culbreth, Marco Flight 
Services, 6280 West Atlantic Blvd., Margate, Florida 33063. All components retained by NTSB 
for further examination were returned to the representatives of the registered owners.

Pilot Information

Certificate: Airline Transport; Flight Instructor Age: 43, Male

Airplane Rating(s): Multi-engine Land; Multi-engine 
Sea; Single-engine Land

Seat Occupied: Left

Other Aircraft Rating(s): Helicopter Restraint Used: Seatbelt, Shoulder 
harness

Instrument Rating(s): Airplane; Helicopter Second Pilot Present: No

Instructor Rating(s): Airplane Multi-engine; Airplane 
Single-engine; Helicopter; 
Instrument Airplane; Instrument 
Helicopter

Toxicology Performed: Yes

Medical Certification: Class 1 Valid Medical--no 
waivers/lim.

Last FAA Medical Exam: 06/23/1993

Occupational Pilot: Last Flight Review or Equivalent:

Flight Time: 12000 hours (Total, all aircraft), 130 hours (Total, this make and model), 2 hours (Last 24 hours, 
all aircraft)
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Aircraft and Owner/Operator Information

Aircraft Make: BEECH Registration: N230TW

Model/Series: B90 B90 Aircraft Category: Airplane

Year of Manufacture: Amateur Built: No

Airworthiness Certificate: Normal Serial Number: LJ-445

Landing Gear Type: Retractable - Tricycle Seats: 9

Date/Type of Last Inspection: 11/25/1992, AAIP Certified Max Gross Wt.: 9650 lbs

Time Since Last Inspection: 163 Hours Engines: 2 Turbo Prop

Airframe Total Time: 7072 Hours Engine Manufacturer: P&W

ELT: Installed, activated, did not 
aid in locating accident

Engine Model/Series: PT6A-20

Registered Owner: KIMURA, TOYOSHI Rated Power: 550 hp

Operator: KIMURA, TOYOSHI Operating Certificate(s) 
Held:

None

Operator Does Business As: KIMURA INTERNATIONAL, 
INC.

Operator Designator Code:

Meteorological Information and Flight Plan

Conditions at Accident Site: Visual Conditions Condition of Light: Night/Dark

Observation Facility, Elevation: VRB, 0 ft msl Distance from Accident Site: 0 Nautical Miles

Observation Time: 1851 EST Direction from Accident Site: 0°

Lowest Cloud Condition: Clear / 0 ft agl Visibility 10 Miles

Lowest Ceiling: None / 0 ft agl Visibility (RVR): 0 ft

Wind Speed/Gusts: 6 knots / Turbulence Type 
Forecast/Actual:

 / 

Wind Direction: 360° Turbulence Severity 
Forecast/Actual:

 / 

Altimeter Setting: 30 inches Hg Temperature/Dew Point: 7°C / 5°C

Precipitation and Obscuration:

Departure Point: KISSIMMEE, FL (ISM) Type of Flight Plan Filed: None

Destination: OPA-LOCKA, FL (OPF) Type of Clearance: None

Departure Time: 1801 EST Type of Airspace: Class G

Wreckage and Impact Information

Crew Injuries: 1 Fatal Aircraft Damage: Destroyed

Passenger Injuries: 9 Fatal Aircraft Fire: On-Ground

Ground Injuries: N/A Aircraft Explosion: On-Ground

Total Injuries: 10 Fatal Latitude, Longitude:  
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Administrative Information

Investigator In Charge (IIC): JEFFREY    L KENNEDY Report Date: 06/05/1995

Additional Participating Persons: JOHN   WARD; WICHITA, KS

JOHN O FRANKLIN; JUPITER, FL

ROGER W STALLKAMP; PIQUA, OH

WALTER H FOSTER; SOUTH BEND, IN

Publish Date:

Investigation Docket: NTSB accident and incident dockets serve as permanent archival information for the NTSB’s 
investigations. Dockets released prior to June 1, 2009 are publicly available from the NTSB’s 
Record Management Division at pubinq@ntsb.gov, or at 800-877-6799. Dockets released after 
this date are available at http://dms.ntsb.gov/pubdms/. 

The National Transportation Safety Board (NTSB), established in 1967, is an independent federal agency mandated 
by Congress through the Independent Safety Board Act of 1974 to investigate transportation accidents, determine 
the probable causes of the accidents, issue safety recommendations, study transportation safety issues, and evaluate 
the safety effectiveness of government agencies involved in transportation. The NTSB makes public its actions and 
decisions through accident reports, safety studies, special investigation reports, safety recommendations, and 
statistical reviews. 

The Independent Safety Board Act, as codified at 49 U.S.C. Section 1154(b), precludes the admission into evidence 
or use of any part of an NTSB report related to an incident or accident in a civil action for damages resulting from a 
matter mentioned in the report. A factual report that may be admissible under 49 U.S.C. § 1154(b) is available here.
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