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National Transportation Safety Board
Aviation Accident Final Report

Location: CALHOUN, GA Accident Number: DCA98MA045

Date & Time: 05/07/1998, 1920 EDT Registration: N948VV

Aircraft: Douglas DC-9-32 Aircraft Damage: Substantial

Defining Event: Injuries: 2 Serious, 85 None

Flight Conducted Under: Part 121: Air Carrier - Scheduled

Analysis 

The properly certificated and qualified flight crew received flight release documents containing 
weather information from airline dispatch that was incomplete and did not contain pertinent 
Convective SIGMETs and a tornado watch bulletin. However, the flight crew stated that before 
departure, they looked at a computerized weather display and observed a line of adverse 
weather conditions along their intended route of flight. During initial climb after takeoff, the 
flight crew noticed that they were approaching a line of thunderstorms. The captain initially 
planned to fly around this line but noticed a 10-mile gap in the line that was depicted on the 
airplane's on-board weather radar display. The captain decided to fly through the gap, which 
he could also see when he looked outside of the airplane. The first officer did not challenge his 
decision. Both flight crewmembers stated that the weather radar was functioning normally. It 
is unknown exactly what was depicted on the aircraft radar. Radar and weather data indicate 
that the airplane penetrated an extreme weather echo (VIP level 6) that likely contained a 
severe thunderstorm, hail, and severe to extreme turbulence. The thunderstorm top was above 
45,000 feet. Neither the flight attendants nor the passengers received an adequate or timely 
briefing to remain seated and to prepare for the possibility of turbulence. The aft flight 
attendant and a passenger were seriously injured during the turbulence encounter. Hail 
shattered the front windshield and damaged the pitot system, radome, wings, tail, and engines. 
The flight crew successfully performed an emergency landing at a nearby airport. The 
investigation revealed that the captain had been involved in two other air carrier incidents 
involving adverse weather conditions. It also revealed that the airline lacked adequate training 
and guidance regarding hazardous weather interpretation and avoidance, as well as adequate 
procedures to notify flight attendants about potential turbulence. According to FAA guidance, 
flight crews should avoid intense or extreme level radar echoes by at least 20 miles. This 
guidance also instructs pilots that such echoes should be separated by at least 40 miles before 
flight is attempted between the echoes. 

Probable Cause and Findings

The National Transportation Safety Board determines the probable cause(s) of this accident to be:
The failure of the flight crew to maintain adequate separation from hazardous meteorological 
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conditions. Factors contributing to the accident were: (1) the failure of AirTran Airlines to 
provide adequate crewmember training and guidance regarding hazardous weather 
encounters; (2) the failure of the flight crew to provide an adequate and timely briefing to the 
flight attendants regarding turbulence; and (3) the presence of hail and turbulence. 

Findings

Occurrence #1: IN FLIGHT ENCOUNTER WITH WEATHER
Phase of Operation: CLIMB - TO CRUISE

Findings
1. (F) WEATHER CONDITION - TURBULENCE(THUNDERSTORMS)
2. (C) FLIGHT INTO KNOWN ADVERSE WEATHER - ATTEMPTED - FLIGHTCREW
3. (F) INFORMATION INSUFFICIENT - COMPANY/OPERATOR MANAGEMENT
4. (F) WEATHER CONDITION - HAIL
5. FLIGHT ADVISORIES - NOT COORDINATED/DISEMINATED - DISPATCHER
6. INFORMATION INSUFFICIENT - DISPATCHER
7. (F) CREW/GROUP BRIEFING - DELAYED - FLIGHTCREW
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Factual Information

 HISTORY OF FLIGHT

On May 7, 1998, about 1920 eastern daylight time, a Douglas DC-9-32, N948VV, operated by 
AirTran Airlines, Inc., as flight 426, encountered turbulence and hail near Calhoun, Georgia, 
while climbing through 20,000 feet above mean sea level (msl). Of the 2 flight crewmembers, 3 
flight attendants, and 82 passengers who were on board, 1 flight attendant and 1 passenger 
received serious injuries during the encounter, and the remaining occupants were uninjured. 
The airplane was substantially damaged by hail. The flight crew performed a successful 
emergency landing at the Chattanooga Metropolitan Airport (CHA) near Chattanooga, 
Tennessee. Flight 426 was being operated as a scheduled domestic passenger flight under the 
provisions of 14 Code of Federal Regulations (CFR) Part 121 and was destined for Chicago 
Midway Airport (MDW), Chicago, Illinois, from Atlanta Hartsfield International Airport (ATL), 
Atlanta, Georgia.

On the evening before the accident, the flight crew arrived at Dallas-Fort Worth International 
Airport (DFW), Texas, after flying the first day's schedule of a two-day trip. The overnight stay 
at DFW was a scheduled rest period of 14 hours, and both pilots stated that they were well 
rested the next day. On the following afternoon, the flight crewmembers arrived at the DFW 
airport about 1400 to begin their preparations for a flight to ATL. Following a routine flight 
preparation, including a check of the airplane's weather radar, they departed DFW about 1500. 
The flight crew stated that the flight to ATL was uneventful and that they did not see any 
adverse weather conditions to the north of ATL. They arrived at ATL about 1740 and were 
scheduled to be on the ground for one hour before the next flight.

At the gate in Atlanta, the flight crew was given departure papers for the flight to MDW. The 
departure papers contained a flight plan, a preliminary load manifest and a weather package. 
The captain stated that he looked at a weather display in the AirTran operations area and 
observed a "line of weather" along the Georgia and Tennessee borders.  He stated that he was 
not sure if the weather depiction was from a satellite or radar, but the line was significant.  He 
stated that the line had red radar displays in north Georgia and was more like a "blob" instead 
of single cell.  The first officer stated that he observed a radar display in the AirTran operations 
area that depicted a line of weather with red, yellow, and green colored cells along the Georgia 
and Tennessee borders.

The captain stated that after returning to the airplane, he briefed a flight attendant, telling her 
that he did not notice any hazardous weather around ATL, that MDW weather was improving, 
and that there was some adverse weather en route to MDW.

After a brief ground delay, the flight departed from runway 26L at 1907 and was assigned a 
350-degree heading and a clearance to climb to 14,000 feet. The captain stated that during 
climb, the weather radar was on and selected to the 80-mile range in the "normal" mode with 
the gain set to "auto." He stated that the weather radar was showing a solid line with dark 
returns in northwest Georgia.  He also visually observed the line by looking out of the cockpit 
windows. The captain stated that he decided to delay the 10,000-foot departure announcement 
to the flight attendants because he believed that it would have prompted them to begin meal 
service and he wanted them to remain in their seats. The pilots stated that they heard the 
forward flight attendant get up from her seat, so they opened the cockpit door to tell her to sit 
down.
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Between 10,000 and 12,000 feet, the flight was cleared to continue the climb to 23,000 feet. At 
that time, the crew asked for and received a 330-degree heading to remain clear of weather. 
The pilots stated that they were in visual meteorological conditions at this time and that their 
radar showed a light area of precipitation west of the line of weather. They stated that their 
radar also showed an approximately 10-mile gap between two storm cells in the line of weather 
and that, through this gap, they were able to see that no adverse weather conditions were on 
the other side.

The flight crewmembers reported that as they proceeded through the gap, they observed an 
egg-sized piece of hail hit the center windshield, causing its outer pane to shatter. At the same 
time, they began experiencing turbulence that lasted about 10 seconds. They stated that 
approximately 1 to 2 seconds after the encounter with the first piece of hail, the airplane 
encountered significant hail, which lasted about 3 to 5 seconds and shattered the outer panes 
of the captain's and first officer's windshields. Both pilots stated that the hail caused significant 
damage to the skin of the airplane but that no control problems were noted. They stated the 
nose radome cover was torn off and that the noise level in the cockpit was high. They also 
stated that the airspeed indication was zero and the altimeter indications were erratic.

Data from the digital flight data recorder (DFDR) indicate that at 1916:05, about 3 minutes 
before the hail encounter, the airplane's pitch angle decreased from 4 degrees to -4 degrees 
while the airplane climbed from 15,000 to 16,000 feet. The airplane's airspeed increased from 
305 knots to 350 knots, its pressure altitude decreased from 15,600 feet to 14,600 feet, its 
vertical acceleration increased to 1.5 g, its longitudinal acceleration decreased to 0 g, its roll 
changed from 0 degrees to -6 degrees, its control column pitch became erratic, and its engine 
pressure ratios (EPR) decreased from 1.8 to approximately 1.4. About 1 minute later, at 
1917:05, the DFDR parameters stabilized. 

At 1918:30, while climbing through 20,500 feet, many of the DFDR parameters became erratic 
again. Roll degrees reached an extreme of about -40 degrees, and continued to oscillate 
between 20 and -10 degrees. Pitch angle increased to about 10 degrees, then decreased to -6 
degrees, and remained erratic throughout the incident. Vertical acceleration oscillated between 
2.9 g and -.9 g. Longitudinal acceleration fluctuated between 0 g and .15 g. Control column 
pitch became erratic, though generally increased, to a maximum of approximately 12 degrees. 
Indicated airspeed became erratic but generally decreased from 350 knots to 280 knots. At 
1919:30 the EPRs decreased from approximately 1.9 to 1.5. Pressure altitude increased during 
the incident from approximately 19,500 feet to approximately 23,000 feet. 

The flight crewmembers stated that as they emerged from the weather encounter, they told 
ATC what had happened, requested vectors to fly direct to CHA, declared an emergency, and 
asked to have emergency equipment standing by when they landed. ATC assigned a vector to 
runway 20 at CHA and a lower altitude. They requested that the controller provide a ground 
controlled approach and verbal ground speed readouts every 10 seconds. The first officer 
performed the normal checklists for landing and tuned in the frequency for the runway 20 
instrument landing system. The captain and first officer stated that, when they were about 10 
to 12 miles from the airport, they began to see the runway through small, unshattered areas of 
the windshields. They reported that while on the approach, they compared their altimeter data 
with the altitude information that was verbally provided by ATC and that the altimeters 
appeared to be providing correct altitude readouts. The landing was successful.

After landing, the fire department performed a fire inspection of the airplane and the airplane 
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was taxied to a gate. The crew requested medical assistance. Upon arrival at the gate, medical 
personnel came on board to attend to the injured.

DAMAGE TO AIRPLANE

The airplane's radome had separated and portions of it had been ingested into the right engine. 
All three outer panes of the cockpit front windshield were shattered. The wing leading edge 
devices, horizontal stabilizer leading edge, vertical stabilizer leading edge, and both left and 
right engine inlet cowls were dented and damaged. Both engines sustained foreign object 
damage.

PESONNEL INFORMATION

The Captain

The captain, age 57, was hired by Valujet Airlines on January 23, 1993, as a DC-9 captain. He 
remained with the airline after it was acquired by AirTran Airways. Before his employment 
with Valujet, the captain served 21 years as a pilot for Eastern Air Lines and 6 years as a pilot in 
the U.S. Air Force. At the time of the accident, the captain held an airline transport pilot (ATP) 
certificate with type ratings in the DC-9. He accumulated about 7,200 hours in the DC-9 and 
about 4,800 hours as a DC-9 pilot-in-command. The captain's most recent Federal Aviation 
Administration (FAA) first-class medical certificate was issued on February 25, 1998, with the 
limitation that he wear corrective lenses. 

A review of FAA and National Transportation Safety Board records revealed that on August 15, 
1990, the captain failed the oral portion of his DC-9 type rating examination. He was retested 
and subsequently passed. On September 15, 1990, the captain failed the entire flight test 
portion of his DC-9 type rating check ride. He was retested and subsequently passed. On 
January 28, 1994, the captain was involved in an air carrier incident in which he lost control of 
a DC-9 during a takeoff roll in adverse weather conditions. The takeoff was aborted and the 
airplane departed the runway onto a grassy area. On July 5, 1994, the captain was involved in 
an air carrier accident in which he was in command of a DC-9 that encountered moderate 
convective turbulence during climbout, causing a flight attendant to suffer multiple leg 
fractures.

After the May 7, 1998, accident, the captain was reassigned as a first officer.

The First Officer

The first officer, age 30, was hired by Valujet Airlines on August 21, 1995, as a DC-9 first 
officer. He remained with the airline after it was acquired by AirTran Airways. Before his 
employment with Valujet, the first officer flew multiengine turboprop airplanes for USAir 
Express (a 14 CFR Part 135 scheduled commuter operator). At the time of the accident, the first 
officer held an ATP certificate with type ratings in the DC-9 and the British Aerospace BA-
3100. He accumulated a total of about 5,500 flight hours, including 1,500 hours in the DC-9 
and 2,000 hours as pilot-in-command. The first officer's most recent FAA first-class medical 
certificate was issued on August 29, 1997, with no limitations or waivers.

A review of AirTran records revealed that on April 21, 1998, the first officer had an 
unsatisfactory oral examination during a requalification on the DC-9. As a result, he received 
an additional 5 hours of instruction. He was retested and subsequently passed.

AIRPLANE INFORMATION
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The accident airplane, a Douglas DC-9-32, was equipped with a three-color weather radar. No 
unresolved maintenance discrepancies with the weather radar or any other pertinent systems 
were reported.

METEOROLOGICAL INFORMATION

The Safety Board obtained reflectivity images from the Weather Surveillance Radar-1988 
(WSR-88D) system at Peachtree City, Georgia, and overlaid these images with AirTran flight 
426's ground track from ATC radar data. 

The images were recorded at 1919 at three elevation angles: 0.5, 1.5, and 2.4 degrees. The 0.5 
degree elevation scan of base reflectivity that was completed at 1919:15 (when the airplane was 
at 21,300 msl) showed the maximum weather echo intensity observed at 9,140 feet msl along 
flight 426's ground track as extreme (level 6). The 1.5 and 2.4 degree elevation scans of base 
reflectivity that were completed about 1919:05 to 1919:15 (when the airplane was at 21,100 to 
21,300) showed the maximum weather echo intensity at 17,140 and 24,840 msl along flight 
426's ground track as extreme (level 6).

Visible and infrared data from the Geostationary Operational Environmental Satellite (GOES) 
8 were reviewed on the Safety Board's Man Computer Interactive Data Access System 
(McIDAS) workstation. (McIDAS is an interactive meteorological analysis and data 
management computer system administered by personnel at the Space Science and 
Engineering Center at the University of Wisconsin at Madison.) The visible image for 1915 
indicated that flight 426's flight track went through an area of increased cloud brightness. 
There is also evidence of overshooting cloud tops in this area. GOES 8 infrared images for 
1902, 1915, and 1932 showed cold radiative temperatures (high cloud tops) in the area of flight 
426's flight track.

Review of the GOES 8 infrared image recorded at 1915 indicated that the track of AirTran flight 
426 passed within about 3 nautical miles west of an estimated cloud top of 44,000 feet. The 
closest track points were at times of 1919:05 and 1920:06 at altitudes of 21,100 feet and 22,900 
feet respectively.

Lightning strike data recorded from 1900 to 1940 indicated that there were 563 cloud to 
ground lightning strikes within a 20-mile radius of the estimated location of the hail encounter. 

Preliminary local storm reports from the National Weather Service (NWS) in Peachtree City, 
Georgia, noted that at 1950, the citizens in Jasper, Georgia, reported hail that measured 1.00 
inch in diameter. At 2000, hail measuring 1.75 inches in diameter was reported 2.5 miles south 
of Jasper. Jasper is located about 22 nautical miles east of flight 426's ground track location 
time of 1918:05. A report from Ball Ground, Georgia, indicated hail measuring 1.25 inches in 
diameter at 2002. Ball Ground is located about 21 nautical miles east-southeast of flight 426's 
ground track location time of 1918:05.

Several NWS Convective SIGMETs (Significant Meteorological Information) (attached) were 
issued before the accident for times and locations consistent with those of the accident flight. 
These advisories noted severe thunderstorms, tornadoes, hail, and strong wind gusts, and 
many of them were included in the flight release provided to the flight crew before the accident 
flight. In addition, the NWS issued Tornado Watch No. 302, which was in effect for the time 
and location of the hail encounter. The NWS also issued a tornado warning at 1858 that was 
valid until 1930 for Eastern Gordon County, which is the location of the hail encounter.  This 
warning was issued after the pilots had received their flight release documents and began the 
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flight.

Examination of the information contained in the flight release documents for AirTran flight 
426 revealed that three pertinent convective SIGMETs and a tornado watch report were not 
included. According to AirTran representatives, a programming flaw in the airline's DC-9 
dispatch computer system caused these pertinent weather reports to be omitted from the flight 
release.  

SURVIVAL ASPECTS

According to interviews with the flight attendants (attached), 2 flight attendants were seated 
with their seat belts fastened at the front of the airplane, and the third was seated with her seat 
belt fastened at the rear of the airplane before the accident. The forward flight attendants 
stated that they did not hear the flight crew announce the "Departure Check," which would 
have been their signal to begin the meal service. One of the forward flight attendants stated 
that she stood because she thought the captain had forgotten to make the announcement and 
was immediately told by the captain to sit back down. The aft flight attendant stated that when 
she saw the forward flight attendants get up from their jumpseats, she thought she had missed 
the Departure Check announcement and stood up to begin the inflight service. One of the 
forward flight attendants contacted her via interphone to tell her to sit down, which she did. 
She stated that as she was fastening her lap belt, she was lifted out of her seat by turbulence 
and her head struck the ceiling, causing a serious injury. 

A female adult passenger was also seriously injured when she was struck by bags that fell out of 
an overhead compartment during the turbulence encounter. She was seated on the right side of 
the airplane in the first row of economy seats.

ADDITIONAL INFORMATION

FAA Guidance Regarding Thunderstorms

The following are summarized excerpts from FAA Advisory Circular (AC) 00-24B, entitled 
"Thunderstorms":

Hail competes with turbulence as the greatest thunderstorm hazard to aircraft. Hail may be 
encountered in clear air several miles from dark thunderstorm clouds.... Hailstones larger than 
one-half inch in diameter can significantly damage an airplane in a few seconds.

The National Weather Service (NWS) radar observer is able to objectively determine storm 
intensity levels with VIP equipment. These radar echo intensity levels are on a scale of one to 
six. ...VIP Level 6 is 'extreme' with severe turbulence, lightning, large hail, extensive surface 
wind gusts, and turbulence.

Thunderstorms build and dissipate rapidly. Therefore, do not attempt to plan a course between 
echoes. ...You must avoid individual storms...either by visual sighting or by airborne radar. It is 
better to avoid the whole thunderstorm area than to detour around individual storms unless 
they are scattered.

...Do avoid by at least 20 miles any thunderstorm identified as severe or giving an intense radar 
echo. ...Do remember that vivid and frequent lightning indicates the probability of a severe 
thunderstorm. Do regard as extremely hazardous any thunderstorm with tops 35,000 feet or 
higher whether the top is visually sighted or determined by radar.

The Aeronautical Information Manual (AIM) that was effective at the time of the accident 
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states in part, "Severe turbulence can be expected up to 20 miles from severe thunderstorms. 
This distance decreases to about 10 miles in less severe storms. ...No flight path through an 
area of strong or very strong echoes separated by 20 - 30 miles or less may be considered free 
of severe turbulence."

Crew Training Regarding Weather and Cabin Service

The accident pilots received basic training in radar operation and weather during initial and 
recurrent ground school training. A radar operating manual was distributed to all pilots, and 
the AirTran Safety Department issued a "summer reminders weather advisory bulletin" to all 
pilots. According to the accident pilots, they were given instruction in the operation of the 
radar during initial operating experience on the airplane.

A review of the pilot training program indicated that except for brief information in the 
summer reminders weather advisory, AirTran had no formal training in severe weather 
avoidance. 

The AirTran Airlines Flight Attendant Manual (FAM) that was effective at the time of the 
accident states: "The cockpit signal ending sterile cockpit serves as a standard starting point [to 
begin cabin service] for most flights. F/A [flight attendant] no. 1 may deviate from the standard 
starting time. The decision will be made according to the following guidelines: a) Flight 
conditions; b) Length of flight; c) Type of service; d) Number of customers to be served; e) Any 
other situation pertinent to the flight."

Postaccident Changes by AirTran

Shortly after the accident, AirTran required all pilots to view a training video on weather and 
weather avoidance.

On August 27, 1998, AirTran issued a revision to the flight operations manual (attached) that 
contained guidance for flight in areas with thunderstorms in addition to radar operating 
techniques for weather avoidance. The revision also contained guidance for operations around 
turbulence, hail, lightning, icing conditions, and low level windshear.

AirTran also issued a flight operations bulletin to all DC-9 pilots and dispatchers that 
addressed flight in hazardous meteorological conditions.

On May 13, 1998, as a result of the accident, AirTran issued Inflight Training Bulletin No. 81, 
which stated, "As a reminder, please ensure that you remain seated until you hear the 
'Departure Check' announcement made by the Captain." Additionally, on May 14, 1998, FAM 
Bulletin No. 35 was placed into effect and stated, "....as a reminder, please ensure that you 
remain seated until you hear the Departure Check announcement made by the Captain."
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Pilot Information

Certificate: Airline Transport; Commercial Age: 57, Male

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

Seat Occupied: Left

Other Aircraft Rating(s): None Restraint Used: Seatbelt, Shoulder 
harness

Instrument Rating(s): Airplane Second Pilot Present: Yes

Instructor Rating(s): None Toxicology Performed: 

Medical Certification: Class 1 Valid Medical--w/ 
waivers/lim.

Last Medical Exam: 02/25/1998

Occupational Pilot: Last Flight Review or Equivalent: 03/02/1998

Flight Time: 13500 hours (Total, all aircraft), 7200 hours (Total, this make and model), 234 hours (Last 90 
days, all aircraft), 104 hours (Last 30 days, all aircraft), 7 hours (Last 24 hours, all aircraft)

Co-Pilot Information

Certificate: Airline Transport; Commercial Age: 30, Male

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

Seat Occupied: Right

Other Aircraft Rating(s): None Restraint Used: 

Instrument Rating(s): Airplane Second Pilot Present: Yes

Instructor Rating(s): None Toxicology Performed: 

Medical Certification: Class 1 Without 
Waivers/Limitations

Last Medical Exam: 08/29/1997

Occupational Pilot: Last Flight Review or Equivalent: 02/03/1998

Flight Time: 5500 hours (Total, all aircraft), 1500 hours (Total, this make and model), 2000 hours (Pilot In 
Command, all aircraft), 181 hours (Last 90 days, all aircraft), 72 hours (Last 30 days, all 
aircraft), 7 hours (Last 24 hours, all aircraft)
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Aircraft and Owner/Operator Information

Aircraft Manufacturer: Douglas Registration: N948VV

Model/Series: DC-9-32 DC-9-32 Aircraft Category: Airplane

Year of Manufacture: Amateur Built: No

Airworthiness Certificate: Transport Serial Number: 47559

Landing Gear Type: Retractable - Tricycle Seats: 106

Date/Type of Last Inspection:  Continuous Airworthiness Certified Max Gross Wt.: 109000 lbs

Time Since Last Inspection: Engines: 2 Turbo Fan

Airframe Total Time: Engine Manufacturer: P&W

ELT: Not installed Engine Model/Series: JT8D

Registered Owner: AIRTRAN AIRLINES INC Rated Power: 14500 lbs

Operator: AIRTRAN AIRLINES INC Air Carrier Operating 
Certificate:

Flag carrier (121)

Operator Does Business As: Operator Designator Code: VJ6A

Meteorological Information and Flight Plan

Conditions at Accident Site: Instrument Conditions Condition of Light: Day

Observation Facility, Elevation: Observation Time:  

Distance from Accident Site: Direction from Accident Site:

Lowest Cloud Condition:  Temperature/Dew Point:  

Lowest Ceiling:  Visibility

Wind Speed/Gusts, Direction: Visibility (RVR):

Altimeter Setting: Visibility (RVV):

Precipitation and Obscuration:

Departure Point: ATLANTA, GA (ATL) Type of Flight Plan Filed: IFR

Destination: CHICAGO, IL (MDW) Type of Clearance: IFR

Departure Time: 1907 EDT Type of Airspace: Class A

Airport Information

Airport:  Runway Surface Type:

Airport Elevation: Runway Surface Condition:

Runway Used: 0 IFR Approach: ILS

Runway Length/Width:  VFR Approach/Landing: Full Stop; Precautionary 
Landing
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Wreckage and Impact Information

Crew Injuries: 1 Serious, 5 None Aircraft Damage: Substantial

Passenger Injuries: 1 Serious, 80 None Aircraft Fire: None

Ground Injuries: N/A Aircraft Explosion: None

Total Injuries: 2 Serious, 85 None Latitude, Longitude:  

Administrative Information

Investigator In Charge (IIC): ROBERT     P BENZON Adopted Date: 12/18/2001

Additional Participating Persons: JOSEPH   MANNO; WASHINGTON, DC

DAVID   SAUAGE; ORLANDO, FL

JAMES   BAUCH; ORLANDO, FL

REGINA   AULETTO; WEST PALM BEACH, FL

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.
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