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PAN AMERICAMN AIRWAYS,

The Accident

Pan American Ajdrways' Flaight 702. NC-
88897, a Douglas DC-4, colladed with
trees in the 1mmediate vicinity of Moi-
sant Airport, New Orleans., Louisiana, at
approximately 2258. December 18, 1946.
Considerable damage resulted to engines
and aircraft, but no injuries were sus-
tained by any of the 45 cccupants. After
the accident the aircraft proceeded %o
Brookley Field, Mobile, Alabama, landing
safely at 0105, December 20. 1946.

History of the Flight

Flight 702 originated at Balboa, Ca-
nal Zone, December 19, 19486, and made
routine stops between Balboa and Guate-
mala City, Guatemala, where the crew of
$1x anvelved in the accident boarded and
assumed control. Nec difficulty was
experienced from Guatemala City to Mera-
da, Mexico. Departure from Meraida was at
2103, December 19, 1946, with 39 passen-
gers, the crew of six, and 2,000 gallons
of fuel aboard. The company cleared the
flight direct to New Orleans on an in-
strument flight plan at an altitude of
8.500 feet, Lake Charles, Louisiana, and
Mobale, Alabama, being designated as
alternates. Good weather was expected
along the entire route, and no diffaicul-
ty anticaipated for the landing at Moasant
Airport, New Orleans, Louisiana, however,
instrument ceonditions were expected in
the vicinity of New Orleans.

Two hundred miles from destination
Flaght 702 was flying "contact.” At that
time the New Orleans airway traffic con-
trol center (ATC) cleared the flight to
the Moisant Tower, and instructed 1t to
cross the Barataria fan maerker, which is
approximately 20 miles south of the New
Orleans range station. at 1,300 feet or
below. At 2132 the fiight was advised
by Overseas-Forelgn Airways Communica-
tion Station, New Orleans, that the barom
eter at New Orleans was falling rapidly.

411 times »rfer—2d to hereln are “entral Standard
Time ana base” on the 24-hour clock
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Captain Sidney A. Adger, the pilot,
called Moisant Tower after crossing the
Barataria marker, reporting that he had
flown over the marker at 2151, and that
he was then on instruments at 1,000 feet.
In response, the tower transmitted a
2100 Moisant weather observation which
was* "Cei1ling 2,700 feet, scattered
clouds at 1,400 feet, visibilaity 4
miles.”" The tower ther cleared the
flight to land on Runway 10 at the cap-
tain's discretion, and stated that the
altimeter setting was 29.53 inches.
Flight 702 reported over the New Or-
leans range station at 2357, made a
standard instrument "let-down" on the
noertheast leg of the range, and after
passing the range station, flew a head-
ing of 280 degrees toward the field. The
aircraft passed over the Moisant Airport
to the right of Runway 10 "contact." A
left procedure turn was then made for a
landing into the wind on Runway 10. Cap-
tain Adger, however., was unable to align
the aircraft with the runway, and was
obliged to claimb, and to proceed again
out the northeast leg of the range. At
approximately 2218 the flight passed
over the range station, in-bound for the
second approach, Captain Adger's second
pattern being substantially the same as
his fairst. At about that time the 2218
weather observation was transmitted by
the tower. This observation was*"Indef-
inite overcast, indefinite ceiling, 400
overcast 200 scattered, moderate rain,
light fog, visibility 2Y2 miles." A
landing at this time was not completed
hecause visibility was obstructed by
heavy rain. Captain Adger c¢limbed to an
altitude of 500 feet, and held a heading
of 100 degrees for a period of one min-
ute. From that time on until the land-
ing at Brookley Field, Mobile, Alabama,
there 1s no reliable evidence of record
from which the exact fligﬁt path of
Flaight 702 can be determined. Shortly
after Captain Adger completed his second
approach. the tower transmitted the fol-
lowing 2228 weather observation.
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"Indefinite 200 ovércast, lower scat-
tered, visibility 2, heavy rain, iight
fog, temperature 51, dew point 51, wind
east at 12, altimeter 991, indefinite
400 foot overcast, ceiling :agged."?
Between 2228 and 2240 Flight 702 was
advised that the Pan American dispatcher
at Brownsville recommended Memphis, Ten-
nessee, as an alternate, and the tower
relayed to the flight information con-
cerning course and distance tc Memphis,
wh.ach Captain Adger had requested. At
2243 the tower transmitted Lhe following
weather observation "Indefinite 300
overcast., lower broken, visibility 2,
light rain, light fog, barcmeter falling
rapidly, altimeter 985." At approxi-
mately 2251 Flaight 702 reported holding
at 2,000 feel between New Orleans range
station and a poinl 4 miles northeast.
At 2238 the tower transmitted the fol-
lowing weather observation "Cexling 300
feet broken, wvisabalaty 2, laght rain,
llght fog, altimeter setting 981.7°
Sometime between 2228 and 2303, Flight
702 made a thaird approach for landing &t
Moisant Airport. A Chicago and Southern
airliner., at that time, was slanding by
on the airport walting for Pan American
to land. Flight 702 was i1nstructed that
should he miss his approach, he was to
continue on & westerly heading, and
climb to and maintain 2,000 feet. Flaight
702 missed his approach, struck trees
near the airport boundary. and shortly
after reported trouble with engines No.1
and No. 2. At 23127 Chicago and Southern
was instructed to return wvo the hangar
in order to allow Pan American to make
an emergency landing. Although an emer-
gency landing was requested, downwind,
on Runway 28, 1t 1s not established that
another approach was made, however, the
ilreraft did remain in the New Qrleans
area 20 to 25 minutes after tne accident.
At 2321 Flaght 702 was 1ssued a
tlearance to Memphis. Captain Adger,
however, requested clearance to the
nearest landing place because of enoine
trouble. Engine No. 1 was shut down and
the propeller feathered; Engine No 2
was reduced to 20 inches manifold pres-
sure because of excessive pil temperature

lobsprvation waz Inrorrectly queted Ny fowe- 11
shoule hare been stated "Calling Indefinit- 200 rves—
cast, loweT bLroken, ete , " rather then "Celling inter-
Inite 200 overrasi, lower scattered " f35 the rhAper
stated 1v, 1t wsuld mear scattered clnuds under the
£00_ Foot overcast

Towe* should havc svated MmCeil

irg indeflinit- 300
feet broken, " rither than "Cclling 390 fe

et orgdken "
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and vibration. Clearance to Mobile at
an altitude of 2,000 feet or below
was given by ATC, ana Caplarn Adger wes
advised that PBrookley., the Army Air
Force Field, Mobile, had crash equiprent
and would be & surtable field for land-
ing. Biloxi, Mississippa, (Kessler Army
Air Field), midway to Mobile, was re-
prorting a ceiling of 1,000 feet, and
visibility of 2 mrles at the time that
702 was i1n the vicinity. Captailn Adger
continued on. After arriving over Brook-
ley Field, Flight 702 circled the tower
to have a visual check made of the land-
ing gear. A landaing was accomplished at
Brookley at 0105, December 20, 1946,
without further difficultiy.

Investigation

Examination of the aarcrafit, NC-88897,
indicated that considerable damage had
resulted from the airplane flying through
trees on the third approach at New Qrle-
ans. Spanish moss and wood particles
were found i1n Nos. 1 and 2 engine na-
celle=~, and in each of the three landing
gear struts. Propellers No. 1 and No. 2
were out of "track." A three-inch tear
was found in the left de-icer bhoot, and
a four-inch hole was found in the left
flap. The wheel nacelle doors were
dented and damaged, and the left main
landing gear bungee system including ca-
bles, springs, and bracket, was broken.
The right hand "sense" antenna, and the
rear short "marker" antenna were miss-
ing. 011 cooler cowlings for Engines
No 1, No 2 and No. 3 were dented and
choked with Spanish moss. The right in-
board fuel tank was ruptured. The raght
landing light assembly was missing, and
the right horizontal stabilizer was bad-
ly damaged  Pricr {o the accident the
aircraft was entirely airworthy and
properly certificated. There was ng evi-
dence to indicate that any mechanical
failure ocecurred before the airplane
struck trees.

The crew was qualified and properly
certificated to make the flight. Captain
Adger bhad a total of 3,146 flying hours,
1,000 of which were in DC-4 equipment.
First Officer Lutz had & total of 2,926
flying hours, 164 being in DC-4 equip-
ment.

The U. S. Weather Bureau forecast for
New Orleans. Decewber 18, 1946, indi-
cated that the ceiling would drop from
6,000 feet at 1630 to 8ON feet at 0060,
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end that the vislbility would be re-
stricted from B8 miles at 1630 to 4 miles
at 0000. The ceiling at Lake Charies was
predicted to drop to 300 feet, and the
visibility to cne mile, Hobile was ex-
pected to remain above 1,500 feet with
the visibilaly 4 miles or better; Mem-
phis was expected to remain above 2,000
feet with a visibil:ity of 7 miles or
better, but ilc.ng was forecast at 2,000
feet, lowering to near surface after
dark. The forecast made by Pan American
personnel was substsntaalily ihe same as
thaet of the U, ~. ¥zather Bureau summa-
rized above.

Pan American airport specifications
for Moisant Airport, in effect December
19, 1948, provided for night landings
not below the minimums ol ceiling 400
feet, visibility 2 miles, or ceiling 500
feet, visibility one mile, The Firsy tws
approaches of Flight 702 were mrade when
the weather was reported to be heiter
than the above stated minimums. Between
the time of the second appreach and ithe
time that Flight 702 flew chrough the
trees, however, Moisant Tower transmit-
ted at least two weather observations
reporting the ceiling to be at 300 feet
or below, and the visibility to be 2
miles. At Jjeast one approach was made
after the celling was reported below
minimums, and after the Pan American
dispatcher at Brownsville advased Flight
702 to proceed to Memphis. Captain Adger
decided, however, to remain in tne New
Orleans area.

There was no evidence of malfunction-~
ing of radio equipment or flight instru-
ments. The altimeters were removed from
the alrcraft, tested by Pan American
personnel, and showed no error greater
than the tolerance allowed toc a manufac-
turer for & new instrument. Two possible
sources of altimeter error existed. IT
the static selector valve had been in
the alternate source position, it would
have resulted in an error of as much as
100 feet. The second source would have
resulted from the failure of the flight
crew to make the necessary altameter
settings., From the time that the flight
first contacted Molsant Tower to the
time of the accident, the altimeter set-
ting dropped .12 1inches which would have
resulted in the instrument reading
approximately 120 feet higher than the
actual altitude. There is no reliable
evidence, however, from which a finding
can be made concerning these possibilities,
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and such a finding 1s neot essential in
determining the probable cause of this
accident.

Discussion

Trough good weether was expected along
the entire route, tnorough study of the
weather dala and charts available prior
to take-off from Merida, Mexieco, would
have indicated to the flight crew that
inscrument conditions would be encoun-
tered before thelr arrival over New Or-
ieans, and Captain Adger was forewarned
of a rapidly falling barometer by
Qverseas-Foreign Airways Communication
Station, New (Orleans, when 25 minutes
from destination. A warm "wave" had
formed on a previous cold front south of
the Texas coast. This developed into a
storm center which moved northeastward,
causing low ceilings and rain in the
Gulf states. The warm front moved more
rapidly than predicted, and was located
between New (Orleans and the Gulf coast
at the time that the flight was in the
New {(rleans area. Weather conditions,
similar to those at New Orleans, should
have been expected at Lake Charles and
Mobile, yet Lake Charles and Mobile were
both designated as alternates.

The Moisant Airport conirol tower leg
indicates that Flight 702 received re-
quested information from the tower. Had
a listening watch on tower frequency
been continually maintained by the pi-
lots, the transmitted weather informa-
tion and altimeter settings also should
have been receaved. TIf, however, the
observations transritted daring the first
two approaches were not received, safe
practice would have reguired Captain
Adger to secure a full and complete
weather report, ineluding an altimeter
setting, before starting any third ap-
proach.

Evidence indicates that Captain Adger
was fully cognizant of a Tower than min-
amum ceiling in the vicinity of Moisantg
Airport. The traffic controller reported
that Captain Adger stated- "You gave me
4 bum steer on weather. I am down to 300
feet and am not 'contact'." He was also
observed by tower personnel to fly as
low as 50 feet above the trees. It ap-
pears, therefore, ihat the third ap-
proach, at which time the trees were
struck, was made when Captain Adger knew
that the ceiling was below minimum, and
at a2 time when no mechanical malfunc-
tioning existed.



Captaln Adger referred to the proce-
dure he used to land at Meirsant Airport
as & "New York approach.” He held a
heading so as to arrive to the right of
the intended runway for landing, and
after passing the mirport boundary cir-
cled so as to land into the wind on that
runway. The object of such an approach
was to keep the field in sight while
maneavering underneath the overcast. Ap
examination of Exhibit 2D, which 15 a
chart of Molsant Airport on whach Cap-
tain Adger drew his flicht path, will
show that no precise -~ consistent pat-
tern was flown after passing over the
range station toward the field, and that
noe standard missed approach procedure
was used. Though he succeeded 1in de-
scending below the overcast over the
airport, he was unable to align th2 air-
craft for a lending on any runway.

Findings

On the basis of all available evi-
dence the Beoard Tinds that:

1. The atrcraft, crew, and carrier
were properly certificated.

2. Weather data and charts available
to the crew prior to departure from Meri-
da, Mexico, indicated thet good weather
existed along the route, but that instru-
ment conditions would be encountered in
the New Orleans area, and that weather
conditions similar to those in New Orle-
ans could be expected at Lake Charles
and Mobile.

3. Lake Charles and Mobile, both in
the same storm aresa as New Orleans, were
designated as alternate airports.
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4, No mechanical failure occurred to
the aircraflft or any of its components
prior to the time of the acecident.

5. Fregquent weather observations were
transmicted by the tower from the time
tne flighr farst reported over the New
Orleans range station until 1t collided
#1th trees.

6. The pilot did not make a standard
"straight in® instrument approach, but
attempted to circle underneath the over-
cast for a landing into the wind.

7. The third anstrument descent and
approach for landing was made after the
cetling had been reported below minimum,
and after the Pan American dispatcher at
Brownsville advised proceeding to Memphis.

8. The pilot knew that the ceiling
was below minimum before making his
third approach at which time he collided
with trees. The flight then proceeded
to Mobile, Alabama, and landed safely.

Probable Cause

The Board determines that the proba-
ble cause of this accident was the pi-
Jot's deliberate descent through an
overcast to a dangerously low altitude
in an attempt to land despite his knowl-
edge that ceilings and visibility were
below the minimums authorized by the
Civil Aeronautics Administretion.

BY THE CIVIL AERONAUTICS BOARD:

isf J. M. LANDIS
/s] OSWALD RYA¥
/sl JOSH LEE

Branch, Member, did not take part in
the decisiomn.



Supplemental Data

Investigation and Hearing

ho notification of this accident was
given by Pan Anetfican Ailrways to the
Civil Aeronautics Board. First knowledge
was received from the Chief, CAA Alr
Carrier In=pector for the Second Region
who informed the Board'!s Investigator- in
Charge at frlanta., Georgia, that Pan
trerican’'s Flight 702 nad "met with an
inctdent.”™  Full partaiculars were re-
quested by telegram. On December 23,
1945, the Operutions Maneger for Pan
American dirways i1n Miamar submitted
informe tzon to the Civil Aeronautacs
Board, Atlanta office, that Flight 702
had strurk trees While approaching Moi-
sent Airport for a landing, and that the
lamage resulting was extensive enough to
have replacement parts sent to Mobile
where the aircraft had landed. An inves-
tigation was initiated immediately in
accordance with the provisions of Sec~
tion 702 {a) {(2) of the Civil Aeronautics
Act of 1938, as amended.

4 public bearing was ordered by the
Board and wuas held at Miami, Florada,
February 10, 1947.

Aer Carrier

Pan American #orld Alrways, incorpo-
rated under the laws of Delaware and
having established i1ts headguarters in
New York, New York, with bases at Miaml
and New (Orleans, was operated under a
certificate of publie convenience and
necessity and an air carrier operating
certaficate, both 1ssued pursuant to the
provisions of the Civil Aeronautics Act
of 1938, as amended. These certificeates
authorized Pan American World Airways to
transport persons, property, and mail
between Balboa, Canal Zone., and New (Or-
leans, Loulsidna.

Flight Personnel

Captain Sidney A. Adger, age 30, was
employed by the Pan American Airways May
3, 1941, having a total of 2053 hours
aecunuiated in the U. 8. Army Air Corps.
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At the time ot the accident he had logged
3,146 hours. 1,000 hours being in DC-4
egquipment, and 350 hours being 1nstru-
ments. Captain Adger held an airline
transport rating, Certificate No., 162003.
He had been given a route check into
Yoisant Field, nowever, he was not fa-
miliar with any of the designated alter-
nate fields for Molsant Airport. Nicholas
H. Lutz, the co-pilot, age 30, was em-
ployed by Pan American January 4, 1943.
He held an airline transport rating,
Certificate No. 129485. When hired, he
had a total of 1,500 hours accumulated
in the U. 8. Army Air Corps, and at the
time of the accident he had logged 2,928
hours, 162 in DC~4 eguipment, and 370
hours instruments. Both pilots received
a CAA physical examination July 16, 1846
Other crew members were: C. A. Doles,
Flight Radio Officer, A. Garcia, Purser,
M. I. Dewey and P. O0'Brien, Steward-
esses.

The captain and first officer were
properly certificated for their respec-
tive duties, and the captein was quali-
fied over the route.

Aircraft

NC-88897, a Douglas DC-4, was acquired
by Pan American Alrways from the military
services and was converted for commer-
clal use at the Douglas factory on June
25, 1946. It had accumulated a total of
4100°39 hours, 1436 52 of which were
51nce CONVers1orn.

Four Pratt & Whitney R-2000-11 en-
gines., equipped with Hamilton Standard
propellers. were installed.

Total time on No.l1 engine was 2196°28
hours.

Total time on No.2 engine was 1834 40
hours.

Total time on No.3 engine was 2439 46
hours.

Total time on No.4 engine was 1530.35
hours.

Total time on each engine since over-
haul was 63.31 hours.
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