
Page 1 of 11

National Transportation Safety Board
Aviation Accident Final Report

Location: Atlanta, GA Accident Number: ATL02FA113

Date & Time: 06/02/2002, 2200 EDT Registration: N849AS

Aircraft: Bombardier CL600-2B19 Aircraft Damage: Substantial

Defining Event: Injuries: 53 None

Flight Conducted Under: Part 121: Air Carrier - Scheduled

Analysis 

A Bombardier CL6002B-19, N849AS, operated by Atlantic Southeast Airlines, Inc., as flight 
4509, experienced a left main landing gear failure during landing on runway 26R, at the 
Atlanta Hartsfield International Airport, in Atlanta, Georgia. According to the flight crew, and 
confirmed by the FDR, the approach to landing was uneventful. Upon landing the pilot 
deployed the thrust reversers and the left main landing gear collapsed. Fracture of the main 
fitting for the left main landing gear was caused by a fatigue crack that emanated from multiple 
origins at the external surface of the wall at the shock strut radius run out area. No evidence of 
material anomalies, such as corrosion or gouge damage, was found at the fatigue origin area. 
Because the stresses leading to the fatigue crack of the main fitting have not clearly been 
identified, the root cause of the fatigue cracking has not been determined.  During the 
investigation, Atlantic Southeast Airlines did a Fleet Wide inspection of all their Bombardier 
Inc., Model CL600-2B19 aircraft landing gear assemblies, which included visual and eddy 
current inspections. Their inspections found no additional cracked landing gear. Additionally, 
Transport Canada issued a revised AD, which eliminated the escalation of the eddy current 
inspection intervals as allowed in their previous AD. Also, the FAA issued an NPRM in 
response to Transport Canada AD, which requires repetitive detailed visual and eddy current 
inspection of the main landing gear main fitting. The NPRM if adopted would produce another 
AD that is applicable to certain Bombardier Model CL600-2B19 (Regional Jet Series 100 & 
440) airplanes. The proposal would require repetitive detailed and eddy current inspections on 
the main fittings of the main landing gears (MLG) to detect discrepancies, and related 
investigative/corrective actions if necessary. The proposal also requires servicing of the shock 
strut of the MLGs; inspection the shock strut of the MLGs for nitrogen pressure, visible chrome 
dimension, and oil leakage; and servicing any discrepant strut. Transport Canada has also 
accepted Messier-Dowty’s redesign of the main fitting, on condition that the testing of the new 
design would be completed successfully. The testing is scheduled to commence in July 2004. 
Once the testing is completed Transport Canada will mandate the installation of the new 
design of the main fitting as the terminating action for the AD's.
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Probable Cause and Findings

The National Transportation Safety Board determines the probable cause(s) of this accident to be:
Failure of the left main landing gear fitting due to a fatigue crack that emanated from multiple 
origins at the external surface of the wall at the shock strut radius run out area for 
undetermined reasons.

Findings

Occurrence #1: GEAR COLLAPSED
Phase of Operation: LANDING - ROLL

Findings
1. (C) LANDING GEAR,MAIN GEAR - FATIGUE
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Factual Information

HISTORY OF FLIGHT

On June 2, 2002, at 2200 eastern daylight time, a Bombardier CL600-2B19, N849AS, 
registered to State Street Bank and Trust Company, and operated by Atlantic Southeast 
Airlines, Inc., as flight 4509, had the left main landing gear collapsed during landing on 
runway 26R, at the Atlanta Hartsfield International Airport, in Atlanta, Georgia. The airplane 
was being operated under the provisions of Title 14 CFR Part 121, and instrument flight rules. 
Visual meteorological conditions prevailed and an instrument rules flight plan was filed for the 
scheduled domestic passenger flight. The air transport pilot, first officer, flight attendant, and 
50 passengers were not injured, and the airplane sustained substantial damage. The flight 
originated in Baltimore, Maryland, on June 2, 2002, at 1940.

 

The airplane landed on runway 26R at 2200. The airplane made an uneventful touchdown. 
During the landing roll at approximately 1000 feet down the runway at 110 knots and after the 
thrust reversers were deployed, the left landing gear collapsed. The left main wheel assembly 
remained attached to the side stay and was stuck between the fuselage and the inner edge of 
the inner wing flap. The flaps remained in the down position at 45-degrees and the flaps along 
with the flap actuator assemblies helped to support the wing when the airplane slid 4,000 feet 
down the center of the runway. The Captain was able to keep the airplane on the runway using 
rudder control, thrust reversers,  right brakes, and the nose wheel steering system.

According to the flight crew, the approach to landing was uneventful. Upon landing the pilot 
deployed the thrust reversers and felt the airplane tilt to the left. At first he believed that he had 
a flat tire. However, as the aircraft continued down the runway he realized that the left main 
landing gear had collapsed. As the airplane began slowing the Captain notified the tower that 
he had a problem and ordered the first officer to contact the flight attendant to prepare the 
cabin for an emergency evacuation out the left entry door. After the airplane slid to a stop, the 
evacuation began.  According to the flight attendant the evacuation progressed smoothly, with 
40 passengers evacuating through the left main entry door and ten passengers evacuating 
through the right over wing exit.

PERSONNEL INFORMATION

A review of information on file with the Federal Aviation Administration (FAA) Airman's 
Certification Division, Oklahoma City, Oklahoma, revealed that the Captain held a commercial 
pilot certificate in airplane single engine land, and an Airline Transport Pilot certificate in 
Multi-engine land airplanes, with type ratings in the ATR-42, ATR-72, CL-65, and the EMB-
120. A review of records on file with the FAA Aero Medical Records revealed the pilot held a 
first-class medical certificate issued on April 16, 2002, with a restriction that he must have 
available glasses for near vision.  The pilot reported on his application for the medical 
certificate that he had accumulated 15,450 total flight hours.

A review of information on file with FAA Airman's Certification Division, Oklahoma City, 
Oklahoma, revealed that the First Officer held a private pilot certificate in airplane single 
engine land, commercial pilot certificate in rotorcraft-helicopter, and airline transport pilot 
certificate in airplane multi-engine land airplanes, with no type ratings listed. A review of 
records on file with the FAA Aero Medical Records revealed the pilot held a first class medical 
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certificate issued on March 21, 2002, with no restrictions. The First Officer reported on his 
application for the medical certificate that he had accumulated 3,000 total flight hours.

AIRCRAFT INFORMATION

The Canadair Regional Jet (CRJ) CL600-2B19, Serial Number 7347, N849AS, was maintained 
by Atlantic Southeast Airlines, Inc., on a FAA approved continuous airworthiness inspection 
program. The airplane's most recent maintenance inspection was conducted on May 27, 2002. 
At the time of the accident, the airplane had accumulated a total time of 6,831 hours, and 5,584 
cycles. Further review of the maintenance records found that the left and right main landing 
gears had been eddy current inspected 384 cycles prior to the accident. Bombardier Alert 
Service Bulletin A601R-32-079D Dated December 1, 2000, and Airworthiness Directive (AD) 
2001-22-09, "Main Landing Gear - Repetitive Eddy Current Inspection of Left and Right MLG 
Fittings" requires that an eddy current inspection of the main landing gear fittings be repeated 
at every subsequent 500-flight cycles. The airplane's landing gear area had been inspected 
eight times prior to the accident.

METEOROLOGICAL INFORMATION

The nearest weather reporting facility at the time of the accident was Hartsfield International 
Airport, in Atlanta, Georgia. The 2153 surface weather observation was: Sky Clear, visibility 8 
statute miles, temperature 25-degrees Celsius, dew point 21-degrees Celsius, wind 340-degrees 
at 7 knots, and altimeter 29.02. Visual meteorological conditions prevailed at the time of the 
accident.

WRECKAGE AND IMPACT INFORMATION

The airplane came to rest in an overrun area near taxiway B3. Emergency response vehicles 
arrived at the accident site and there were no signs of a fuel leak and there was no fire. The 
following morning on June 3, 2002 the airplane was towed from the runway by the use of a tug 
truck, flat bed trailers and air bags to a Delta maintenance hangar on the airport for further 
examination.

Examination of the left trunnion main fitting found a three-inch area of discolored material, 
which had penetrated through the cross section of the main fitting. The area surrounding the 
fracture appeared to have sheared off rapidly, showing signs of overload. The left main landing 
gear assembly was removed and sent to the NTSB Materials Laboratory in Washington, DC for 
further examination. 

Examination of the left wing found the inner and outer flaps ground down as a result of the 
collapsed left main gear and dragging on the runway. There was leading edge damage and a 
detached runway light lodged in the leading edge of the left inner flap. The left wing tip had a 
two foot by one foot oval shape grind pattern on the under side of the wing near the wing tip. 
There was damage to the inboard inner flap area where the left main gear had become lodged 
after the collapse.  The collapsed wheel assembly also damaged the electric hydraulic pump 
located in the wheel well. The wheel assembly remained attached to the airplane by the side 
stay. The level of Nitrogen gas and hydraulic fluid from the left landing gear strut could not be 
measured due to damage. The left main tires showed excessive wear and one tire was 
completely cut in a circular pattern around the tire rim.

Examination of the right wing and main landing gear showed little damage as a result of the 
accident. However, the right main landing gear assembly was removed and shipped to the 
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NTSB Materials Laboratory for further examination. The nose gear showed no signs of damage. 
However, the left nose wheel tire showed excessive wear that indicated the airplane was 
leaning heavily on the left side as it slid down the runway.

The airplane's Flight Data Recorder and Cockpit Voice Recorder were recovered from the 
airplane and sent to the NTSB Recorder Laboratory in Washington, DC for examination. 
Examination of the FDR found the accident landing to be within normal limits, and the CVR 
found nothing noteworthy on the recording.

The airplane had 1,600 pounds of fuel remaining in the left fuel tank and 1, 710 pounds of fuel 
remaining in the right fuel tank. There was no fuel leaks observed.

SPECIAL TESTS AND RESEARCH INFORMATION

METALURGICAL EXAMINATION

Visual and bench binocular microscope examination of the upper fracture face of the left main 
landing gear revealed a discolored thumbnail fracture area typical of a preexisting crack that 
emanated from the aft face of the barrel at the shock strut radius run out area. This thumbnail 
region exhibited a dark brown tint typical of iron oxide. The thumbnail region intersected the 
outside and inside surface, and its width in the circumferential orientation measurement 
approximately 3 inches. The fracture outside the thumbnail region contained chevron marks 
that extended into the thumbnail region. The chevron marks extended all around the fracture 
and terminated at the forward end. The tips of the chevron markings were pointing toward the 
central portion of the thumbnail region, indicating that the fracture propagated away from the 
shock strut radius run out area. Closer examination of the thumbnail region revealed radial 
marks that emanated from the outside surface at the shock strut radius run out. The 
approximate center of the thumbnail region contained a ratchet mark that extended from the 
outside surface nearly to the inside surface. The ratchet mark split the thumbnail region into 
two fracture planes. The two fracture planes each contained multiple smaller thumbnail 
regions that emanated from the exterior surface. The presence of smaller thumbnail regions 
indicate that the crack initiated from multiple origins on the exterior surface. The fracture on 
the inboard side of the ratchet mark contained at least six thumbnail regions, exhibiting a light 
silver luster compared to the surrounding area. These thumbnails exhibited a flat morphology. 
The length of one thumbnail region measured 0.026 inch, and its width (portion of the crack 
that extent across the exterior surface of the part) measured 0.046 inch. The length of another 
thumbnail measured 0.023 inch and its width measured 0.057 inch. The area outside the flat 
thumbnails exhibited a much rougher morphology compared to areas inside the thumbnail 
region.

The fracture on the outboard side of the ratchet mark contained one thumbnail region. The 
length of this thumbnail measured 0.035 inch, and the width measured 0.087 inch. The area 
outside of this region also showed a rougher morphology compared to the area inside this 
region. Shear lips were noted on the internal and external wall of the barrel with the exception 
of the surface that was intersected by the smaller thumbnail regions. The 3-inch wide brown 
tinted thumbnail fracture region was cut from the remainder of the upper fracture face. The 
width of the excised fracture measured approximately 5 inches. The excised fracture was 
ultrasonically cleaned with Alconox, a commercial detergent. This cleaning procedure was 
partially successful in exposing closely spaced fatigue crack arrest positions at the periphery of 
the thumbnail regions. The fracture was cleaned with Endox 214, an electrolytic process that 
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removes oxides from the surface of ferrous alloys. This cleaning process exposed finer fatigue 
crack arrest positions within and around several thumbnail regions and coarser crack arrest 
marks at the ends of the 3-inch wide thumbnail region.

Scanning electron microscope (SEM) examination of the outboard side of the ratchet mark 
revealed the area located inside of the 0.035-inch by 0.087-inch thumbnail region contained 
fatigue striations. The fatigue striations emanated at the exterior surface. A representative from 
Messier-Dowty, manufacturer of the landing gear, indicated that the surface of the component 
is prepared sequentially by shot peening, grit blasting, cadmium plating, epoxy priming and a 
topcoat of polyurethane. A layer of paint had peeled off the exterior surface in the area of the 
fatigue origin area. The exterior surface at the fatigue origin area showed features typical of a 
grit blasted surface, as required by the manufacturing process. No evidence of mechanical 
damage, such as gouging, was found at the fatigue origin area. The exposed portion of the 
exterior metal surface showed features consistent with shot peening, and analysis of the metal 
surface showed evidence of a layer of cadmium (verified by X-ray energy dispersive 
spectroscopy). The edges of the paint layer were exposed in the exterior surface of the excised 
fracture. The fracture face of the paint layer contained two layers. The inside layer was yellow 
consistent with primer and the outside layer was gray consistent with a topcoat of paint. The 
composition/type of the primer and paint was not verified.

The fatigue crack propagated outboard until the fracture mode changed to an intergranular 
fracture. The intergranular fracture area extended between 0.034 and 0.040 inch from the 
fatigue origin area and appeared as a band that was concentric with the crack arrest positions 
within the thumbnail region. The band was not continuous and the severity of the 
intergranular fracture features varied along the length of the band. Beyond the intergranular 
regions the fracture mode returned to fatigue cracking and extended to a position located 
approximately 0.09 inch from the fatigue origin. The fracture face between 0.09 inch and 1.7 
inch from the origin exhibited mechanical damage that resulted from relative motion between 
mating fractures, in addition to areas that contained iron oxide scale (verified by X-ray energy 
dispersive Spectroscopy), and ductile dimples. No evidence of fine fatigue striations was found 
between 0.09 and 1.7 inch from the origin area. During SEM examination, the fracture was 
coated with a layer of gold-palladium, to prevent charging of the paint layer. Visual 
examination revealed that the gold-palladium deposit highlighted coarse crack arrest marks in 
the region between 0.09 and 1.7 inch from the fatigue origin area. The coarse crack arrest 
marks terminated at 1.7 inches away from the fatigue origin area. The coarse crack arrest 
marks were visible with the unaided eye and bench binocular microscope, but were hardly 
noticeable by scanning electron microscope examination. The area outside of the 1.7-inch 
boundary contained ductile dimple features typical of overstress separation. No evidence of 
crack arresting was found beyond 1.7 inch from the origin.

The distance between striations was determined for various areas within the brown tinted 
region, moving outboard from the origin area. No striations at all were noted between the 
fatigue origin and 0.028 inch from the fatigue origin area because of mechanical damage that 
resulted from relative movement between mating fractures and corrosion damage. The number 
of crack arrest marks between 0.09 inch and 1.7 inch from the radius area also could not be 
determined because of similar mechanical and corrosion damage Additional electrolytic 
cleaning did not reveal more striations or fracture features at the ends of the brown tinted 
region. Subsequent electrolytic cleaning steps produced minor cracks on the fracture surface. 
These minor surface cracks were not present on the face of the fracture prior to cleaning.
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A longitudinal section was made through the origin of the 0.035-inch by 0.087-inch 
thumbnail. The section was polished and etched with nital. Examination of the section showed 
a microstructure of tempered martensite that is typical of a quench and tempered steel. No 
anomalies such as forging laps were noted in the microstructure.

Examination of the lower fracture surface found paint chip fragments peeled from the exterior 
surface near the shock strut radius area of the lower fracture surface. The exposed metal 
surface contained a gold tint typical of a cadmium-plating layer. The cadmium-plating layer is 
required after grit blasting. The lower fracture surface was excised and sent to Bombardier 
Aerospace, Montreal, Quebec, Canada, for comparison examination. A representative of the 
Transportation Safety Board of Canada supervised this examination. A follow-up meeting was 
held at the Safety Board Materials Laboratory to discuss the results of the examination. The 
discussion indicated that the lower fracture contained similar fracture features to those found 
on the upper fracture face, with the exception that a fragment of the fracture from the outboard 
side of the ratchet mark that contained the 0.035-inch by 0.87inch thumbnail was missing.

The main fitting for the right landing gear M-DT P/N 17002-112, S/N DCL358/99, was 
disassembled from the same accident airplane for comparison study. Visual examination of the 
main fitting by the Safety Board Materials Laboratory revealed that the paint in the area of the 
shock strut was intact and showed no evidence of cracking. Eddy current inspection performed 
by Atlantic Southeast Airlines (ASA) reportedly disclosed no evidence of cracking at the radius 
run out. X-ray inspection performed by ASA on the barrel portion disclosed an indication that 
was not associated with the shock strut radius runout. The indication was located 
approximately 6.5 inch forward in the circumferential orientation and approximately 1 inch 
above the shock strut radius runout. The length of the indication on the X-ray film measured 
approximately 0.2 inch. The indication on the X-ray film was foggy, slightly lighter compared 
to the overall area. The indication did not have sharp borders. A light colored indication on X-
ray film indicates an area that has higher density relative to the base material. A dark color 
indication is absence of material, i.e., a void such as a crack or porosity. The indication on the 
X-ray film was not characteristic of a crack or porosity.

The material specified for the barrel portion is 300M steel per AMS 6257. The aft end of the 
barrel for the left and right main landing gears was milled to collect metal chips for chemical 
analysis. The chemical analysis of the chips showed that the composition of the steel for the 
barrel on the left and right main landing gear were within the limits specified by AMS 6257.

A main fitting M-DT PIN 17002-111, SIN DCL401/99, from an airplane (N-number not 
provided) that was not involved in the accident was submitted for examination because the 
radius area reportedly contained corrosion damage. The Safety Board Materials Laboratory 
received the main fitting with paint removed from the radius area, exposing the bare metal 
surface. The scratch pattern on the exposed metal surface indicated that the paint was removed 
by grit paper. An isolated area on the exposed metal surface contained a dark tint compared to 
surrounding base metal. The Safety Board Materials Laboratory examined with a magnifying 
glass the exposed metal surface at the radius area. The examination revealed no evidence of 
cracking or corrosion pitting. The exposed area was cleaned with grit paper until the tint 
disappeared. Inspection by dye penetrant and magnetic particle method of the bare metal 
surface at the radius area revealed no indication of a crack.

ADDITIONAL INFORMATION
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On June 4, 2002 the airplane was released to Atlantic Southeast Airlines, Inc., so they could 
begin repair of the airplane. However, the NTSB for further examination retained both the left 
and right main landing gear assemblies.

During the investigation, Atlantic Southeast Airlines performed a Fleet Wide inspection of all 
their Bombardier Inc., Model CL600-2B19 aircraft landing gear assemblies, which included 
visual and eddy current inspections. 

Transport Canada issued a revised Airworthiness Directive (AD), CF-1999-32R2 Bombardier 
CL-600-2B19 "Regional Jet" - Main Landing Gear. The FAA issued AD 2003-11-11 Bombardier 
Model CD-600-2B19 Series Airplanes, eliminating the escalation of the eddy current inspection 
intervals. The NPRM for Bombardier Model CL-600-2B19 Series Airplanes, would require 
repetitive detailed and eddy current inspections on the main fittings of the main landing gears 
(MLG) to detect discrepancies, and related investigative/corrective actions. The NPRM also 
requires servicing of the shock strut of the MLG’s; to include checking the nitrogen pressure, 
visible chrome dimension, and oil leakage.  Transport Canada issued an Urgent Airworthiness 
Directive (AD) CF-2004-18 Bombardier Inc. Model CL-600-2B19 "Regional Jet" - Main 
Landing Gear Main Fittings on September 14, 2004, requiring a detailed visual inspection of 
the lateral surface of the main fittings to include a detailed visual inspection of the main fitting 
forward bushing sealant and an ultrasonic inspection of the main fittings. These inspections 
are to be performed for each main fitting, upon accumulating a total of 8,000 flight cycles since 
new, or 8,000 flight cycles since last overhaul of the main landing gear or within 500 flight 
cycles after the effective date of this directive, which ever occurs later. In addition, the FAA has 
requested an Immediate Adopted Rule from the FAA Administrator implementing Transport 
Canada's AD.

In response to the above Airworthiness Directives Bombardier Aerospace issued a revised 
service bulletin 601R-32-093 entitled Landing Gear - Main Landing Gear System - 
Replacement of the Main Fitting of the Main Landing Gear (MLG). This is Revision 'A' of 
Service Bulletin 601R - 32 - 093, pages 1 thru 14, dated September 2004. This service bulletin 
calls for the replacement of all -103/ -104 main fittings by June 2007, and all -105/ -106 main 
fittings by January 2009. According to Bombardier this campaign is currently underway. In 
addition, to mitigate the risk to the -103/ -104 and -105/ -106 main fittings in service, 
Mandatory (AD) Service Bulletins 32-079 & 32-088, call for periodic visual and eddy current 
inspection until the 32-093, service bulletin has been implemented.
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Pilot Information

Certificate: Airline Transport; Commercial Age: 44, Male

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

Seat Occupied: Left

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

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

Instructor Rating(s): None Toxicology Performed: No

Medical Certification: Class 1 With Waivers/Limitations Last FAA Medical Exam: 04/16/2002

Occupational Pilot: Last Flight Review or Equivalent: 03/20/2002

Flight Time: 15577 hours (Total, all aircraft), 665 hours (Total, this make and model)

Co-Pilot Information

Certificate: Airline Transport; Commercial Age: 39, Male

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

Seat Occupied: Right

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

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

Instructor Rating(s): Toxicology Performed: No

Medical Certification: Class 1 Without 
Waivers/Limitations

Last FAA Medical Exam: 09/10/2001

Occupational Pilot: Last Flight Review or Equivalent: 05/21/2002

Flight Time: 15 hours (Total, this make and model)
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Aircraft and Owner/Operator Information

Aircraft Make: Bombardier Registration: N849AS

Model/Series: CL600-2B19 Aircraft Category: Airplane

Year of Manufacture: Amateur Built: No

Airworthiness Certificate: Transport Serial Number: 7347

Landing Gear Type: Retractable - Tricycle Seats: 54

Date/Type of Last Inspection: 05/27/2002, Continuous 
Airworthiness

Certified Max Gross Wt.: 53250 lbs

Time Since Last Inspection: 17 Hours Engines: 2 Turbo Fan

Airframe Total Time: 6831 Hours at time of 
accident

Engine Manufacturer: General Electric

ELT: Not installed Engine Model/Series: CF 34 3B1

Registered Owner: State Street Bank & trust Co 
of CT

Rated Power: 8700 lbs

Operator: Atlantic Southeast Airlines, 
Inc.

Operating Certificate(s) 
Held:

Flag carrier (121)

Operator Does Business As: Operator Designator Code: ASOA

Meteorological Information and Flight Plan

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

Observation Facility, Elevation: ATL, 1012 ft msl Distance from Accident Site: 0 Nautical Miles

Observation Time: 2153 EDT Direction from Accident Site: 0°

Lowest Cloud Condition: Clear Visibility 8 Miles

Lowest Ceiling: None Visibility (RVR):

Wind Speed/Gusts: 7 knots / Turbulence Type 
Forecast/Actual:

 / 

Wind Direction: 340° Turbulence Severity 
Forecast/Actual:

 / 

Altimeter Setting: 29.02 inches Hg Temperature/Dew Point: 25°C / 21°C

Precipitation and Obscuration:

Departure Point: Baltimore, MD (BWI) Type of Flight Plan Filed: IFR

Destination: Atlanta, GA (ATL) Type of Clearance: IFR

Departure Time: 1940 EDT Type of Airspace: Class B

Airport Information

Airport: Atlanta Hartsfield (ATL) Runway Surface Type: Asphalt

Airport Elevation: 1012 ft Runway Surface Condition: Dry

Runway Used: 26R IFR Approach: ILS

Runway Length/Width: 9000 ft / 150 ft VFR Approach/Landing: None
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Wreckage and Impact Information

Crew Injuries: 3 None Aircraft Damage: Substantial

Passenger Injuries: 50 None Aircraft Fire: None

Ground Injuries: N/A Aircraft Explosion: None

Total Injuries: 53 None Latitude, Longitude: 33.645278, -84.433056

Administrative Information

Investigator In Charge (IIC): Butch Wilson Report Date: 10/27/2005

Additional Participating Persons: Beotis Wright; Federal Aviation Administration; College Park, GA

Denis Rivard; Transportation Safety Board of Canada; Quebec, UN

Richard Berg; Transport Canada; Ottawa, UN

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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