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REPCRT OF THE CIVIL AEROVAUTICS EDARD
cn the
Investigation of an Accident Invelvying Aircraft
+1n Scheduled Ailr Carrisr Operation

While coming in for a ianding 2t might November 19, 1943 through
low-hanging smoke at New Orleans Mumicipal Axrport, an Eastern Air Lines
Douglas DC3 was invelved 1n an accident causing loss of the left pro—
pelicr and other demage. Continuing the flight on one engine, the air-
craft was landed at 11 37 p.m. OWT L1/, wrthout ingary to the crew or 12
reverue passengers. The awrplane had made one appreach without landing
end vas on 1ts second approach imen the accident occurred, The air—
craft, NC 19968, designated as Flight 12, was 1n scneduled air carrier
servece between Houston, Texas and New York, N, Y.

CONDUCT OF TNVESTIGATION

The Atlanta Cffice of the Cavil Acrconautics Board received noti~
ficavron about 12:30 a,m., on November 20, 1943, and the Civil Aero-
nautlcs Poard (hersinafter referred to as the Board) initiated an
investigation 1n accordance with the provasions of Secticn 702 (a) (2)
of the Civil Aeropautics Act of 1938, as mmended. 2/ Fred G, Powell,
Semior Air Safety Investigator in charge of the atlanta @ffice of the
Board, proceeded to the scens of the accident, arriving there at
500 pete, On November 20, 1943. The damaged aircraft had been removed
from the landing arca and placed under ccrpany guard nezr one of the
hangars.

'

Haarang

In comnection with the invesiigation the Board ordered a public
hearing in vhich ¥illianm K. indrews, Cnief, Investigation Section,
Safety Bureau of the Board, 1-s desicnited and served os presiding
officer., This hearing sas held Nowomber 29 and 30, 1943, at New Orleans,
and the following Sofety Bureaua porsonnel participateds Fred G. Powell
and R, P. Parshzall, Sentor Alr Safety Investrgators, and

1/ A1l times referred te herein are CWI unless otherwise specified.

2/ Sectacn 702 (2) (?) provides that 1t shall be the duly of the Board
to "Investrgatoe such accidents and report to the Authority the
facts, condrtrons, and circumstances relating te each accident
and the probable cause thergof,"
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Kenneth C. Sonner, Powerplant Specialist,

Upon the basis of all the evidence accumulated during the investz-
gation, the Board now makes its report in accordance with the provi-
sions of the Civil Aeronautics Act of 1938, es asmended,

SUMMARY AND ANALYSIS OF EVIDENCE

Air Carrier

At the time of the mceident Eestern Air Lines, Inc, (hereinafter
referred to as Bastern), a Delaware corporation, was operating as an
alr carrier under & certificate of public convenience and necessity and
an air carrier operating certificate, both issued pursuant to the Civil
Aeronautics Act of 19%8, as amended. These certificates authoraized the
corporation to engage in air transportetion with respect to persons,
property end meil between verious points in the United States, includ-
ing Houston and New Orlemns.

Flight Personnel

The orew of Trap 12 consisted of Erle White Miles, capbain;
Alden Lloyd Lohrke, first officer; and Frank Braight, flight steward,

Captain Miles, age %5, was employed by Eastern in the Traffic
Department on March 1, 1934, He was sssigned as first officer
November 23, 1935, and as captain June 15, 193¢, He held an airline
transport pilet certificate with a multi-engihe land, 1000-3000 h.p.
rating, He had accumuleted approximetely 8413 £lying hours, L4119 of
which were in DC3 equipment., His Inst physical examination, required
by the Civil Air Regulations, was accomplished June 16, 1943, He had
his last instrument check April 13, 1943, and has last route check on

July 1, 1943.

Farst Officer Lohrke, age 31, was employed by Eastern as an
apprentice pilot November 1, 1942, and was promoted to farst officer on
February 18, 1843, EHe held = commercaial pilot certificate wath single-
engine land, 0880 h.p. and instrument ratings. He had accumulated -
approximately 617 flying hours, 342 of which were in DC3equipment.
His last physieal exemination, requirecd by the Civil Air Regulstions,
was accomplished Mereh 5, 19L3,

Steward Bright was employed by Eastern on June 24, 1941,

The Aireraft

The aireraft, NC 19968, was e Douglas DC3=G2024, twineengine
passenger plene, Serial Nd. 3252, and had been flown approximately
11,823 hours, The time since 1ts last major overhaul was about 1729
hours. It was purchased from Douglas Aireraft Company, Inc. by Eastern,
the registered owner, on October 26, 1940, This sircraft was equapped
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with two Wright (2024 egines and two Hamilton Standard 3-bladed hydro~-
matie propellcrs. The cngines and prepellers had been operated approxi-
mately 379 hours sincc their last major overhaul. The gross weight of
the aircraft at the tame of take—off was 23,667 lbs, which was well
under the maximum allcowable,

Fistory of the Flight

Trip 12 originated at and departed from Houston at 9:20 p.m. on
route to New York, with the first stop scheduled at New Orleans. The
flight was dispatched to fly at 7000 feet and the estimated arraval
tame at New Orleans was 11:20 p.m. Routine radzo checks were made over
Beaumont, Texas; Lake Charles, Lafayette, and Laplace, Loulsizna. TUhen
the flight arrived in the vieimity of the New Orleans Airport the air-
port control tower notafied Captain Miles that a smoky condition exasted
in the vicinity of the airport and advised the use of Runway 23, (the
northeast-southwest runway) stating that the wind was southwest- 13
m.pehe Then the flaght arrived at a point about 5 miles west of the
f1eld, the tower was again contacted for approval for the flight to make
2 right turn and this approval was gaven. The flight was continued to
approxamately 2 mles north~nortmiest of the carport, 2t vhich time the
captain was advised by the control tower that the visibility had lessen-
ed to one-half mile due to low-lying smcke in the vicinity of the air-
port. Captain Miles at this time relieved Farst Officer Lohrke, who had
been 2t the controls for some time, and proceeded to make a raght turn
for an approach from the northezst. The aireraft, with landing and
navagation lighits plainly visible, approached the runway in a compara-
tively normal manner, although 1t was estimatcd by some witnesses to
have been slightly high. At the approximate center of the fiecld and at
an altitude of about 50 feet, Captain lles ordercd the gear retracted,
applicd power, started & normal climb, and, after proceeding beyend the
boundarzes of the airport, made a wade 180° turn to the left. The
plane was then headed in a northeasterly darection and continued to a
point estimated by tho control tower operator to have been from 1 to
13 mles east of the airport, and a left iurn from the base leg onto
the approach vas ex.cuted zt an eltztude of from 200 to 300 feet. Then
the aairplane was agein lincd up with che nertheast-southwest runway
the pilot began what appeared o pe a normal approach. As the plane
proceeded 1n the glide toward the runvway, wiinesses observed that, at a
point estamated to have becn one—quarter to one-~half a2 mile beyond the
seawall which bounds the zirpert, 1t distppcared in the low-hanging
smoke, Il was whelce the plane was concealed in thas smoky haze that
witnesses heard e loua crashing sound, followea by the noise of racing
engines, and thon a sccond and louder crash in rapid succession. Almost
wmmedaately thereafter the airplane recppcarcd bthrough the smoke and
above thc seawall and the witnesses on Lhe ground observed 1t in a
climbang left turn. It then procelded ¢lmost duc south, passing over
the most easterly hangar on the airport at an altituce estimated to
have been betwenr 35 and 100 feet and about 10 to 20 feet above the
hengar. At this taime Captain Miles contacted the airport control
tower by radio, requesting information as to which runways were open.

He was informed by the control tower that 211 rumways were open but
that visibility was better on the west side of the field, on the
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north-south runw.y. The alrcraft made 1} turns to the right about thres
mles duc south of the airport, approached and landed north on the north-
south runway., After meking contact with ihe runway the aircraft rolled
approximately 2500 foct, groundlooped to the right atout 3609, and stopped
255 fect cast of, ana approxmately 800 feet from the far end of the run-
wav. It wss here that thc passcngers and crew disembarked.

Descrapuion ol Lne ilreckage

Examnation of tne damaged aircraft revealed that the Jleft propelier
the reduction gear assembly, tne engine cowling and part of the front
crankease or nose scction of the loft enginc had broken away from the air-
plane in flight.

Although the landing gear supported the airplane during and after the
landing run, the left side had sustained damage prior to the landing., Th
retracting strut piston had buckled at a point about a fool below the pack-
ing nut on the cylinder, but the weight of the landing gear and the hy-
draulic pressure straightened the strut sufficiently to allow the gear %
extend 1tself. Snall dents on the upper portion of the drag strut, anda
fracture of the hydraulic fitting at the top of the lower end of the re-
tracting cylinder, together with damage inside the nacelle, indicated thab
the left sice of tne landing gear had been forced into and beyond 1%s re-
tracted position at some time prior to the final landing

The damaged retracting piston is considered significant inasmuch 2s
1t limts the eircumstances under which tne failure of this part could
have oceurred. Due to the protection afforded the strut by the wheel,
tire and wheel well, and i1n view of the lack of any marks on the strut,
1t does not scem possible tnat the strut 1tsclf was damaged by direct
impact with another object. The geometry of the landing gear 1s such
that the retracting piston camnot be subjected to any load due to forces
applied 2t the wheel when the gear is latched an the extended positicl
However, with the gesr an any unletchod position, the slrut can be subs
Jected to a losd as @ result of eny ox.crnal force on the wheel, A eom
pressive load necesszry to produce tuckling ol the strut could be obtaned
only 1f the external force on T.a: whoel were an & generally upward diree-
tion. A force acting aft or dowr at thz ~rhscl would produce tension 1n
the retracting strut. The appecrance and location of the buckle along ik
length of the piston defimitclv indiceted taot at the time of failure the
landing gear 1as in aboub a onc-third i1ctracted position. This latter con-
clusion was confirmed after a detailed examnation of tne damaged strut by
the Division of Metallurgy, Nationol Bureau of Standards. It wos not pes-
sible to esteblish whether the gear was moving up or down at the tame.

Tho left sade of the fuselage roceived major damage when 1t was
apparently struck by the engine cowling, The sliding wandow on the
left side adjacent to the pilot's ssat had been shattered but remoaned
in place.
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Innumergble smzll splinters of glass veore found in the cockpit. The
bulkhead wall, directly behird the captain's ceat, had buckled and the
front carge door nad broken free of the hinges. UThe lower portion of
the lcadang edge of Lhe lolt wng, mwdwev motireer the nng wttachment
to the centnr sccuzon and the lefl iLorduing light, was demaged. The
nature of most of The druage inumcat.d that tie ohject cr objects
causing 1t were not sharp. Hiwever, there was onc ont, approximately
15 1nches Jeng, parallel to the wing caord on the Jowwr surface of the
loft wing, 4 feet our from the zttachment te the center section end
about 5 fect aft of the leading <dge.

&k sesrch for tne mssing propeller a2nw othar parts started the
day following the <ccident "nsen the United Ctatos Lrmy Rescue Boatb
Swad commerced d.agpaing the area of lake Pontchartrain, over which
the flight had prssed. On Sanczy, Hoverber 21, investigators for the
Board, representatives of tle CAL, and pzr-onnel of Eastern, joinesd
and extend-d the ssarch over the entire terrain in the viciniuty of the
airport.s On three sepercue days aerizl surveys were mace in an &r-
craft furnished o Masie.a. The serreh s cont .nied antermittently,
when weather perm-tted, untal the erening of Decenoer ¢, out without
success, lober tle bon.d senured tuae ure of MNavel flosation and
electric mctel doteclang 2qu.nment and on June 25, 1944, the search
was remcved oy Muaval personngl assisted bv representatives of the Zoard
and Dastern, Thio »carch vas continued trrough july 3, 1944, but the
mssing p2uts wae mot found, After a prelirnary excmination of the
~left eapine 2t Hew (rleens, 1bv vas Jorwarded, under Government seal, to
Easterat's enginc oveinaul enny at 'ham, Florida, ler & detasled tear-
down examiration. On Thursdav, Decoroer 2, 1943, at lfnamy the Govern—
ment. seal vas broken by T2 Powerplont Spocialirst of the Board an the
prescnce of vooresentivives of the Unibed States Ssmate Sub-Committee
on Safety 1m air, Cst Air Czrraer M-intonance Soui.on, and Easiern,
Thas group wie in attenaance du~.ing the disassembly :aspectzon, and an
aralysis ol tho resoles ol the axerunation indiceied definitoely that
the engine had not Zaaled pruor te the Lresking of the front section of
the crankease.,

Therc were indicatzons that as 2 result of impact and applaicetion
of powor, the propeller and reductzon gear assembly left the airplane,
The manner in which the front scctzon of tho crankeasc +as broken,
evidenced bty that p=ri wh.ch re-aincd attacned to¢ the nain crankcase,
ndacated that an wrmpacy of wxireme force wars iraasmitted to the pro-
peller shaft throuzh the propeller huh from the prepeller blades. The
shape and contour of the freootare cloarly indicatec that the force came
from a direction opnosite to that of propeller rotation.

The pgeneral conditaion of the cngine mount tubing, tne rubber mount
bolt retaining diskts and fave of tne nine rubber oushings, indicated
shock loading caused by severe ampact rearward, upward and fronm a
direction opposite io ihat of propeller rotation.

That the forece of wampact traveled from front to rear was further
evidenced by marks on the front surfacz of the propeller reduction
driving gear. This was also substantiated bv the demage to the rear side
6iuthe outer rhee flamgeiof. the rear mein Trankshalt .reller-beafing which
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was found chipped ana broken off in meny seetions by excessive impact and
movement of the rollers remrward.

Neather

The weather ir Louisiona on November 19, 1943 was dominated by a
week high-pressure system., As o result, the sir was dry, stable and
almest cloudless and o shallow layer of relabively ccld air prevailed
during the night as o resvit of radiabtisn eocling, Almost ideal flying
conditions thercfore prevailed except where there was loeal smoke. In
the vicinity of Newr Orlecns, muskrat trappers were burning off some of
the swemp area to Jzeililate trapping. This burning procedurc s
usually carried on Ior sceversl days, whach was the case at this time,
During the day, when the sir was warm necr the surface, che smoke was
being carriced elolw and ~way from the arecs, thus preventing much ce-
creasc of visibility by accumulation., At night, however, with the
develormenw ¢f n shallow layer of cold air, the bouandery betwecen the
eold surfcece air nd the wirmer air above acted as a 1id as “rr as
verticel mi- ng was concerned, The smcke {rom the ouwrning swemp theres
fore cccumc.atca in the challiw cold air laysr on the night of
November 19, cs wrll as on rrev.cus naights, and che wine diraction was
right for Ariftiye she smoke over the New Orleans Airport. This layer
of eold air was C5 to 100 feoet decp sbout the time of the accident,
Local weather observations taken at the New Orleans Airport on November
19 first repcrted smoke as a weather obstructicn to vision at 6:00 p.m.,
the vis.bility being reported as 6 miles. A visibility of 6 males with
light smoke eontinued te be rcported up to and including 7:00 pems At
7:20 pome and 8:00 pem., visibality was reported as 7 miles and light
smoke was omitted from obstruction to vision. At 8:30 pem. and 9:00 p.m.,
visibility wes reported as 4 miles wath light smoke, The regglarrhourly
observation ac 9330 p.m. wos designated as o special, at which time the
classificatzon was changed from contect to instrument and the visibilaty
was reported ns 2 amiles, with l:ght sticke, This cordifion continued in
the 10:00 pem and 10:3C ».m, weather reports, [t 10:L0 pem. a spocial
observation mnuicated wvisibilaty B/J_L mile, l:ight smcke. 4t 10:55 p.m
another special cbscrvation revenled wvisibility 1/2 mile and moderate
smoke which continucd thereafter until after the tire of the aceident,

T _Tirtessses

Three crew menmbers cnd two passengers of the subject flight, as well
as three airpert treffic control tower operators, twe Arrmy guards and m
adr " express supervisor who were con the sirpert, gave testirony. 4 third
passcnger, unable to attencd the hearing, forwardea a signed stntement
concerning scme details of the accident, There was no evidence that any-
one had seen the actuzl damnge occur to the landing geer cnd propeller,
nor dad enyone testify thet they hac witnessed the propeller ona reducton
gear assembly leave the airplane.
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On account of the low-hangint smwke ihach blunketed the airport
and mnedi-telvicinity, sugmentcd by the normel Jarkness of night,
withosses from the ground coula not follow the nath of the nirliner
during the reriou iz wes proceeding in the s~cke loyer, even though its
lenlmg and navage Szon laghts had been 1a:htce on ats farst cpproach to
the airport and wore anpporently usec until the circraft finllly landed.

Most of the mojor deta:ls in the testineny »f Hugh B, Ermnger,
tke airport traffic control tower operctor who was on dubty in the tower
et the time, were substantiated by the testimony of the other traffie
controllers and tre two Arry suards. Ermonger cxplained that he
believod the flipht overshot the errport cn 1ts first attompt to l-nd
by stoting toet vhen at wrs rbout 50 or A0 feet high, "in front of the
tower " 1t "pulled cut sn? sbarted sround’ agsan, Fe added that the
heaght of the smoke leyer "wos just suvcus the bower level" (85 feet).
When asked 2f the smoke was crrcker or tne groarc, he answered, "Well,
I cruld sce She '] d laights end 1 coilc see cheeok lights over on the
Pontchartrain we™1l, and I lirnced up =21l ficodlignus Tc sce how bad 1%
was, and we ocoull sce eal Flrncllaghts very gocd, out whey hal a refiish
eest 2 & . 5 tnrcu nn tha smokc.” e cstumated the visibality at ons=half
mle, varieole, cuol steted tinl he c1i notb velirve 1t went below thot
estiate, He testifiec trat re could see the sarplane plaxirly when 1t
turned 1nte the second londing approach; thut 1t wes sbove the smoke
laver af thao. 12 end 2t a distance he cstirated as betwecn 1 mile and
1%* miles bevond the sceowall out over Lake Pontchartraza, which is the
airpors bounuary. Aftecr the flight hnd completed 2ts apwnroach turr
and lzned up wath the northerst—southwest rurwey, he estimated thatl its
~1fibace was betwecn 200 «nd 300 foet, and shortly thercafter 1t de--

fended in*o the sr-ke layer and discppeared frorm h's ™eow, Accordang
te enovher ~.vuors traffic eontrol tower cperator, Ce H, Boone, who was
m the tower ot the time preparatory to rcing on dvty at mardnight, the
flight "scemed to be uragpans an o libtle Isw . o o » because 1t seems
that ships ~re usarlly sbeut maybe 700 or 800 fest when they turn on
the fanal approcch,” Lo ciso cstimated tie sltzituce of the flight ot
this time o3 havings been bebwecen 200 and 250 fect,

From this point on, the testimony cf ~11 the wiinesses from the
ground egreed in ~ll mejor details. In vnat wes varzously estimated as
a "few™ and "ter seconds" -after t.r the f].cht descended and disnppeared
mmbo the smoke thoy hear’ a noise, desceribed wariously g a "thud,"
"erash," "orashing noise," ebe., 1nd that just o fev seconds theroafiter
8 seennd noise, louier and o>f longer dursotion, wns heard. Apnarently 1t
was accompanied by the rear of one of btoth of the enpines., To some 1t
apneared thet the flaght had just emerged from the smoke ot the time of
the second "noise," while to others the flight was sbtill obsecured by
smoke, Howeveor, zll egreed thot the airplare d1d emerse in a climbing
ettitude, nt altitudes estimated as "just barely clear of the sec wall,"
50 fect," "85 feet," snd "100 feet" above the a.ryort. The differences
m these estimates 1s rezcaly understonceble as The srmoke condition was
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described s having been "spotty" and "varinble", therefore, the wit-
nesses who were observing from 1iffercnt engles nnd distances saw the
alrnlaone energe fron the smn'te ot different tames. All ogreed that 1ts
gourse wns changiry from southwest to socath; thet 1% was 1n a climbing
turn to the left and thet 1t passed lov over the mhst easterly hengar

on the sirport, IOne of the“Army gunris ct the hangar wns questioned
regarding the clearance the sirplene hrd when 1t passed over the building,
tc which he answmmred, "It was smparently very lattle. Itcould not haw
been over 10 or 15 or 20 fees at the most,"

From all of the evicence 1t i1s apparant that the sirplane then con-
tinued south at aistences esbimated at from 2 te 4} miles and executed g
complete tura and a half %o the right =and lined up with the north-south
runwey. During these mancuvers preparatory to o thaird landing etbempt,
Captain Miles, according to the testimony of Ermanmer, the control towef
operator on duty, requested infuormstion by radio as to which runways
were open. Ermirger suggeste’ the rorth-south runwey oand gove him the
winl direc*ion as southwest 13, All three traffi- control operators
and the C.as Ailrcrefs Communiecesor at New Crleaus tust_ficd that the
ceptrin thon reguested Thret o erash truck stand by, au’ quoted hia a3
seyirg, "I rm not sure of the condition of -y landing geaer." Lccording
to the operators, the ili ht proeecdel to and d1d land, headed north, on
the north-scuth runwey. ot the hearing, neither Captein Miles nor the
First Cfficer recalled Iiles® racio messapge to the tover reparding the
lording gear; hovever, toth testified to meking the request for a crash
truck,

“While testuwmony of Captain Miles and First Offacer Lohrke wnsz sub-
stanti~lly the sawme, 1t 11d not agree in many of the major details with
thac of tae -~ther watnesscs. The cerfaln stated that he did not overs
shoot on the first landing but that after he got into the smoko and the
airport ligchbts tenk of ¢ rednish ceast, he a-plied power and decrded bo
go around sgain, He snaid he ¢i1d not ree~1l how low ho came on this
approach bus tnat he was rourhly about 10C0 feet from the far boundery
of the faeld when he applied power rnd instructed Lohrke to advise the
tower that they were goang around egain. He exrlained that he climbed
to about 1200 feet, proeecdad to the radio range stabion, just east of
the field (about 1 7/8 miles) and nt this rrint he mace a loft turn,
He addea that, "we did not quite reach the tower" and that "by that
time , o+ o I hed et down to 1000 feet. I ordercd sear down, and
comnleted this turm and got completely lined up with the field, because
1t wos in full view." TVnen ssked how far he was from the approach
boundery of the field nt the time he completed his turn, he suswersd,
"I would nct be in o position to say, &ir, because 1t was so normal
thot I just wes not reacing the instruments." When asked what altitude
he had at that time, he stated that he did not know "exasetly"™. He eon-
tinued, "As well as I recull, the engines were thretiled back to around
18 inches pressure, and at aboutel500 fect off the northeast runwsy I
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experienced a Jolt." The captain was then questioned as to what alti-
tude he had at the time he exper:zenced the jolt and he answered as
followss "As I stated a few days ago to Mr, Powell (CAB Investigator),
Iwas et o normal altitude, At the time I made my report to ham, I
pelieve I left ham with the impressicn that I was from 800 to 1000 feet
high, EBowever, I realize that would heve been ebnormally high, being that
distance from the airport, as a normal altaitude, as I figured, would be
400 or 500 feet."™ Leter 1n his testimony he reduced his estimated alti-
tude at the time he experienced the first jolt to "200 to 500 Feet."

When aslzed to deseribe the jar he felt at that time, he enswered, "Well,
I once hit a buzzard in eruising eltitude, end 1t gave me the same type
of thud or jar." He continued descrabing his acticns of the subject
flight by stating thet immediately upon feeling the jolt he epplied power
to the moximum take-off limit and that "within the next few seconds, T
don?® reecall the time element i1n there, cne motor became violently

rough," Thern guestioned as to which engine, he answered, "At that time

I did not ¥now, Sir. Just about st the same time I ordered gear up.

Well, as I applied this maximum teke~-off power I then realized T was
gomg up with a lefthena yaw, leaning to tho left., I immediretely knew
that the left engine was the bed engine," He stated that without check-
1ng his tachometer he applied full throttle to ths raicht engine, closed
the left throttle and turned the left ignitinn switch off. He stated
thet, "just as I reached for the feather-button this terrifie wallop

hit us 1n the side, left sade of the fuselage." Then asked to estimate
the iowest altitude he resched after the jolt and prior to reaching the
east boundary of the airport, he replied, "I don't know that I can say
definitely beceuse when I got this abneormml Jolt I was busy from then on
out » « « « not so0 much on watching the nltitude." He stated that he
renlized the hongar and the administration building were on his left

side and that he therefeore maintained maximum olimbing atitude, and
continued, "Of course, during this time I d1d4 not have a chance to look
outs When I did look cut we were darectly 1in line with and well over

the revolving beacon and the eontrol tower." At this time, he stated,

he observed the reilroad trestle off teo his right, wmstructed his co=-
mlet te ask the tower which runway locked best for landing, end when he.
ms advizsed the nerth runwey and given the wind directinn and wvetoecaty,
he decided to make a 360° turn to the right iLn >hserve the runway. At
this point, he said, he vasc » mile r a mile and 2 half scuth of the
airport. Ee continmed cnother 1807 to the right, mede his approach and
prooeeded to land. He sai1d he creercd full flaps and i1mmedistely realized
that he "was not getting flaps" and that ofter mekang nontact with the
ground end realizing he was rolling dovmwind, he applied brekes and found
that he "hed no brakes,"” He added that alter passing the esst=west run-
wey wmtersection, he decided the best thing ta do was to groundloop thio
the a1rport, which he dad,

From the testimony of the capbtain and the first officer, 1% ia
epphrent thet neirther peid much attenticen te the medings of thear
eltmeters, nirspeed indicators, tachomsters, or manifold pressure gages
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efter the captain took ofer the controls at 1200 fect sltrtude end
started his first aepproach to land.

Two well=gquelified mtnesses, Re We Richmrdscn, an aeronaubicel
inspector, and G, L. Converse, a senior flight supervisor, both en=
ployed by the Civil Aoronautice Adminustrrtion, were pessengers sbonrd
the subject flight end testifred at the hearing.

Richordson was sented in the {ront seat on the lefthand side,
next to the window. He stated that he had been ssleep on part of the
trip from Houston to New Orlecns; thet he had tm'\Akened about 20 or 30
minutes out of New Orlesns and that the visability was st:ll good ot
that time, He said he had been looking out of the window and recognized
the airport at New Orleans. His first intimntion, he recalled, that the
visibility was beecoming limated, was when the landing lights were turned
on znd he could not see anything duo to the reflection of the light on
the smoke, XNothing was very unusual, he thought, except that the captawn
wos going around cgein for enother armroachs He stoted that during this
second spprcoch he felt the first amract which he uveseribed as a jJar
that seemed to be definitely from the left side =f the sirpline, #nd
"almost 1mmecimtely, or a very short interval, we got the second one which
wes 8 little more severe than the first," He added that "the first thimg
that crossed my mind was the poss:ibilaty thet we had struck the edge or
top of the seawall." He continued, "I could not sce anything at about
the time of the seceond jar. This Jar, by thc way, from where I was
sitting, was aceompanica by a grinding noise as 1f some gears were chews
ing each other up," In = signed statement submitted by Richardson a week
alter the anecident occurred, he stated that immeauistely followang the
segond Jar he looked out of the window and "noticed that the left
propeller, which hal previcusly been verv prominent in the glare of the
landing lights, was missing and that the cowling wss gone from the left
engine,”" In his testimony he stated thet he could nct estimete the
2ltitude of the airplane but thaet he saw something dark below which he
theught ot the time could have bheer eithcr the surfaecc of the water or
the ground,

Converse wrs seated on the aisle scet, alengside of Richardscen,
He stated, "I do not reenll any of the detzils about the second approsch
except I do remerber that tho landaing lights cane on, and very shortly
theoree fter this impect or banging or cloattering, whach to me appeared on
the left side of the ship . « « » 1t run throuch ry mind that we had
struck something, such as the cdge of the runway boundary, and throttles
had opened, and just momentaraly the wheels had touched the runwey,"

Robert V. Ulsh, o senior flight superviscor, CAA Wor Training Serviee,
ancther well=quslified witness und a peossenger on the subject flight, wes
unacle to attend the hearing, but submitted a signed ststement concerping
the circumstances surrourding the accident.s In referring to the second
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landing approach, he stated as follows: "Or the final leg 1t appeared
that the prlot let down and struck some object or surface with the land-
ing gear. At this point, as recalled, power was again applied and
imediately after & loud noise occurred as i1f something had struck the
side of the fuselage. The aircraft seemed to ne in the air for a short
interval, then seemed to lightly touch the surface again. From there

on. a take-off and circuit of the field was again accomplished and again
the approach was started ana this time 2 landing was made."

Testimony of the flight steward indicated that he was totally
unaware of what had happened and gave no pertinent detaxls' of ~the accident.

Mr. J. W. Bowdoin, meteorologist and weather forecaster at Atlanta
for Fastern, testified that he had made the llew Orleans termmnal fore-
cast and the trap forecast from Houston tec Atlante vaia Mew Orleans.
The regular terminal forecasts i1ssued for New Orleans by the United States
Weather Bureau for the evening of November 19, 1943, were as follows:
New Orleans 5:30 p.m. - clear, visioility 5 miles, light smoke. At
10:00 p.m. - visibilaty 3 miles, light smoke, visibilaity locally under
one mle 1n patches and vacinity of drafting smoke., The terminal forecasi
for New QOrleans, azs issued by Bowdoin, wvas "ceiling and visibility un-
lamted." Wher azsked what he based his terminal forecast on, he replied,
"ell, the pressure system over that part of the country was high and
rather flat, and I cnecked it off my work sheet . . . . there was no possi-
bility of any fog, so that relieved my mind of being any . . . . real bad
weather at New Orleans." He admtted having access to the United States
Weather Bureau terminal forecast at New Orleans wherein smoke and restrict-
ed visibility were mentioned, and added, "but I do not read the Weather
Bureau forecasts, as a general rule, because 1t would influence you one
way or the other." Uhen reminded that these Veather Bursau forecasts
would be an indication or trend which should be of znterest to him in his
forecasting, he answered, "Well, I don't read them." He testified further
that he had no knowledge of sources of local snoke at New Orleans, and
therefore did not expeect any. The spoecial observations taken by the
Weather Bureau at Mew Orlcans at 10:40 p.m. showed the visibility reduced
to three-quarters of a rmilc with ¢ further reduction to one-half mile at
10:55 p.m. All such special reports ars transmitted on teletype Schedule
gt anto Atlanta. 1. Bowdoin testaf~od that the Atlanta Office of Eastern
d¢:d not receive these particular specicl obscrvations and his testimony
was later corroborated by a letter from Bastern, However, subseguent in-
vestrgation revealed that these spoczal termnal observatzons had been re-
ceived by the [tlanta Office of the “"eather Burcau and the CAA Monitor
Statzon on teletype Schedule "A" and as Eastern has a drop on Schedule VA",
the reports were available to then. Photostatic copies of these specials,
as received at Atlanta, were secured by investigators of the Board and
are filed waith the Docket Sectaion.

Investigation revealed that even though war time restractions had
been 1ifted regarding routine procedure of reporting altimeter setiings
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in the clear to aircraft in flight, Tastesrn had not resumed this practice,
However, the investigation dad reveal that after the subject accident
this procedure was resumed by Eastern.,

Tastern's chief pilot, when querzed as to what, in his opinion, was
the value of requiring the farst officer to czll out airspeeds and alti-
tudes to the captainduring a landing (a practice general with axr carriers),
stated, "In our opanion 1t 1s not advantageous to do that on landing or we
would have 1% incorporated in the manual as part of our procedure . . . .,
It 15 an unnecessary procedure." and added, "The:imore rules and regulations
you lay down the mere you wall get broken.!

Zastern's Operztions

At the tame of the accident, Tasternts Memal of Operations, which
includes instructions and stipulations to flving personnel, was inadequate
to ansure maxaimin safety of Sheir operations. One of the outstanding de-
frciencies of the manual and one waich 1s applicable to the subject acca-
dent was that concerming "landing procedure.” Eastern's manual did not
list checking of the aliinmster sctting prior to landings as a duty for
®ither the captain or first officer, Presumably, this duty had been as-
signed generally to the crew member actually manipulating the flight con-
trols at ibe time. Subsequent to the accident, on Decormber 3, 1943, Zastem
forwarded to the Safety Bureau of the Board a copy of an amendment to what
they termed their "Current Flight Manual," covering landing procedure. This
amendment, after outlining the preliminary procedurcs such as lowcring of |
the gear, maxamum and minimun speeds, etc,, listed eleven i1tems to be checked
by the prlot just previous to landing, and Number One of thesc was "ro-cheek
Kollsmen setting." The testimony of Jales and Lohrke made 1t evident that
ncither had paid any attention to the altimcter setiing, the indicated alt-
tude or the airspecd indicator, while making an approach durang the hours of |
darkness under conditions of locally restricted vaisibailaty.,

All of the ceviacnec regarding Zastern's operations, while being only
contributory to the subjeet reciaent, indicated on inexcusable laxaty of
safoty precautions.

Findings

Upon the basis of all the evadence availacle to the Board at this
time, we find that tne facts relating to the scoident involving NC 19968,
Bastern's Trip No. 12 on November 19, 1943, are as followss

1. The accadent occurred on or ncar Laks Pontchartrain, lMunicipal
Axirport, New Orleans, Louwasiara, about 11:30 p.m., resulting in no 1nJuries
to the passengers or crew members. The aireraflt reccived major damage.

2. At the time of the accident Eastcrn held a certificate of public
convenience and necessity and an air carrier operating certificate auther-
1zing 1t to conduct the flaght. Both cortificates were currently cffoctive,
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3. Captain lalses and Firest Off.icer Lohrxke hela certificrtes author-
1zang thom to perform tasair dutics on tne suejecet fiight.

4e The zarer-ft, NO 19903, o Douglas DC3, 'vas currently certiricated
85 eim orthy ot tae tzme of the azeilwe =,

5. There was no evidenes of frilare of cnv part of the caircralt prior
10 1MpacT,

6o Zosternts Tlagnt 12 of the subject dote originatzd at Houston
1ith 'vw Yorl 15 s fancl desiinetion. It departed from Hoaston at
9,20 £an. 4n. 37coTunnce naitu curmary procsarro, witn the first stop schca-
ulea ot New Qriears.

Te The ooeratror of the flisht vwas norm-1l wntxl zt arrived in the
- 4

voctmaty of tac I7-. Or‘l ens Arrport here it cncounbterza local instrument
weattor caused by unnsueilv dorsc smoko.

£. Alvhoagh tno restracied vaiswoaliby was reworted by tha Unsted
Statrs jealor Puican 1 Spgc.”l TCe mL.al “reathor roporus isguacd et
10340 pome 21 10 25 pul, &n! Yacse roports wert avoiTsrle o Dastorn's
rtcerologise fre duspatener oU Atlonta, tlo catuoia wes not advascd of
tne ccndrtlion unoai he arccved over uhe airport oo 1ond.

nd tieir a. ;p'l' cwr ot Mlwta ware

9, Dastem's moteorologiet ¢
casts ond ruspons. 1ilivics.

crreless and lax in thzir form

0. Tac mrnucl of opzrations 13 use by Dasturn a2t vh: time of the
accaueni wes .nodeqguate.

T conai-
kang use
i¥ equipped.

11. The ~zp%ha11 obeemptea - laaaing “pproach ot nzght anc
trens 0o loca’ly reosbrrcbad voezoalzdy cus to smoke, witaow t
of tre flagot 1msbrourrats weun "micn the ezrslane w.s adoguat

2
N

COICTUSTOS

The netare of ihe damige to tar lunding peur and the front erankcase
of the lefd engm‘_ nrecluded Tthe poscivality of 1ts havainy boen cazaised by
propellor failurc. Thore 1s alsoc no oviaence tnot o collision it the
scawell or wivh 2 bard an flight had occurieod. From a1 of the ev.dence
1t aprrars that Cepuexn 1les descended on nis lerndang anproach into the
so4e ond after proc.odiag 1n a slighi Jelt turn, Lhe airplane siruck the
metsr woth th» lofb propeller taipe crd the 1oft ci1de of the landing goar.
It coald not o deterrin.d from the damage to tae Ianding gor strutb
metler the gosr was being extended or rbtracteg at tnc time of impact
wth the water. In cither case, 1t 1s epparcni tnat the gear was not fully
evbended at thet time,
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PROBLHLE CAUSE

Misjudgment of ~ltitude over the water while making a night londing
approach 1n local instrurent weather,

ONTRIZITING FACTORS

1. Inatltention of the opsrating crew to instruments, especially the
sensitive altiwetsr, during o night appreach in low visibility.

2+ Failure of the carrier to preopare and enforce compluance with an
rdequate manual of operaticns stipuloting procedures to promote safe
operatiocn.

APFROVED:

/s/ 1, Velch Poguc
L. 'Telch Pogue

¥
/s/ Tdward Yarner
Fdward Worner

/s/ Harllee Branch
Harllee Branch

/e/ Owrald Ryan
Osrmald Ryin

/4 Josh Lee
Josh Lee




