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MONARCH AR SERVICE, CHICAGOC,

THE ACCIDENT

At approximately 0228, ! January 4, 1951, a
C.46D, N-79982, operated as Flight 1090 by
tlonarch Air Service, an irregular air car-
rier, crashed and burned following an at-
tempted take-off from Midway Aairport, Chicago,
Iliznoas. All of the 45 passengers and crew
of three escaped, with only minor injuries
to five of them. The aircraft was destroyed

HISTORY OF THE FLIGHT

Monarch's Flight 1090 was cleared by Aar
Route Traffic Control (ARTC) to proceed on
an wstrument flight plan at 9,000 feet, non-
stop Chicago to Newark, New Jersey The crew
consisted of Captain Marvin C Staddon, Co-
pilot Arthur J. Howarth, and Stewardess
Thelma Dennis  Total aircraft weight at the
time of take-off was approximately 46,100
pounds, 1,100 pounds in excess of the au~
thorized gross weight,? According to the
crew the disposable load was so distributed
as to be within the certificated limts with
respect to the center of gravity,

Prior to being cleared for take-off, pre-
flight checks were accomplished in accordance
with company cperating procedures Ajl
items checked satisfactorily, and the cap-
tain started his take-off at 0227 on Bunway
31 He advanced the throttles to approxi-
mately 45 inches manifold pressure and 2700
RPM. The copilot then continued to advance
the throttles to a manifold pressure of 47
inches, tightened the friction locks and
guarded the throttles waith his left hand to
prevent creepage.. The aircraft became air-
borne approximately half-way down the runway,
which 15 5,730 feet an length

1411 times referred to herein are Central Stand-
ard .and based on the 24-<hour clock

25ee Appendax I
3According to the CAA required Airplane Flight

Mamual, 52 inches and 2700 BPM are the approved
power settings for take-off
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According to the copirlot, manifold pressure
and RPM’s remained constant, and engine per-
formance was normal

At the captain’'s command to raise the
landing gear, the copilet moved the handle
into the retract position and noticed at this
time that the aircraft, now airborne, was
turning sltightly to the lett and the air
speed indicator read approximately 85 miles
per hour With the left wing down and wath
but. a few feet of altitude, the copilot,
realizing an emergency existed, inmediately
applied emergency take-off power—>55 inches
manifold pressure However, the C-46, still
turning, struck several small aircraft parked
on the west side of the airport, and contin-
ued beyond the airport boundary, striking a
fence and railroad embankment Both throt-
tles were then closed by the captain, but the
electrical system switches were not turned
off The aircraft came to rest beyond the
embankment and about one-half mile west of
the airport’s west boundary on a heading of
approximately 250 degrees. A fire developed
immedrately, but all passengers and crew were
evacuated before i1t assumed major propor-
tions The aircraft was destroyed

The maximum indicated air speed attained
in flight, approximately 100 MPH, was noticed
by the captain shortly after the landing
gear was retracted.” The maxamum altitude
attained was estimated as 25 feet

INVESTIGATION

Detailed examination after the accident
revealed no evidence of structural failure of
any component of the aircraft prior to impact,
nor was there a failure of any of the seats
or seat attachments upon impact. A teardown

4The CAA required Airplane Flight Manual states
that the break-ground speed 1s 105 MPH indicated
air speed The power-on stalling speed with flaps
and gear up 1s 92 MPH true indicated air speed at
45,000 pounds gross weight.
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and examnation of both engires disclosed no
evidence of mechanical malfuncticning or
farlure Indications were that the propel -
lers were in low pitch  Maintenance records
for the aircraft were reviewed and reflected
that it was airworthy at the time of take-
off .

This aircraft had arrived at Chicago Mid-
way Airport at (0020, January 4, as Monarch’s
Flight 1093 from Indianapolis, Indiana, after
flying approxamately 40 miles through an
area of freezing rain It was parked on the
ramp outside the Monarch hangar and glaze
1ce which had formea was removed from the
aircraft by Monarch Air Service mechanics
using mops 1n conjuncticn with the applica-
tion of alcohol for remaval of ice on the
wing panels and tail surfaces The aircraft
was 1nspected by the crew before boarding for
Flight 1090 ana nc 1ce was found on either
the wing panels or the tail surfaces. Al-
though the copilot stated that he observed a
very light coating of frost on the wings
prior to taxiing, in his opinion 1t was nct
enough to have an adverse effect on the
flight characteristics of the aircraft
Other aircraft on the zirport were deiced 1n
the same manner, under the same conditions,
and during the same period of time as
N-79982, and experienced no difficuliy tak-
ing off.

Weather at the tume of the accident was
reported as  ceiling 1,800 feet, overcast,
visibility 8 miles, light snow temperature
28 degrees, dew point 25 degrees, wind west-
nerthwest 10 miles per hour Freezing draiz-
zle and intermittent snow had been falling
at Cnicaco Midway Arrport between 2028, Jan-
uary 3, and 0125, January 4, and rough glaze
1ce about 1/16 inch thick had accumulated on
exposed surfaces. However, the accumulation
after 0020, Janvary 4, when N-79982 arrived
there, was negligible., The freezing drazzle
discontinued at 0150 and precipitation atter
that time consisted of light snow conly

Monarch Air Service was unable to produce
the original or a duplicate of the weight and
balance manifest for Flight 1060, but dad
furnish a copy compiled from memory by the
captain and copirlot They estimated 700
gallons of fuel on beoard, however, this es-
timate was erraonecus as it was established
conclusively that the fuel load totaled 880
gallons
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Accrdent Investigation Report

ANALYS 1S

As previously mentioned, the wing ana
tail surfaces were de -iced by Monarch Air
Service mechani:s with the aircraft parked
outside the hangar, at approximately {130
Investigation revealed that any further ac-
cumnulation pf 1ce on aircraft surfaces after
that tame would have been negligible It 1s
probabie that at 0227, the time of take-off,
there would have been, at most, only aslight
trace of 1ce on the wing panels and tailsur-
The very light coating of frost which
was noticed by the copilot would evidently
not have atfected the 1light characteristucs,
since aircraft of other carriers, also de-
1ced during the same perlod, experienced no
further 1ce or frost aceretion and departed
Chicago Midway Airport uneventfully Sim-
larly, there was no evidence that the take-
off characteristics of N-79982 world have
been appreciably affected by the accumulation
of 1ce on the other portions of its strfaces

Investigation revealed no structural fail-
ure of the aircraft  Likewise, no mechanical
malfunctioning or failure of the engines and
propellers was indicated

In the light of these factors and the
power setting of 47 inches manifold pressure
used for take-off, 1t appears that the acci-
dent was 1nduced by faulty judgment and fly-
1ng technique on the part of the captain
The copilot stated that the aircraft was air-
borne and the landing gear was in the pro-
cess of being retracted when the indicated
air speed was approximately 83 miles per
hour It must, therefore, be concluded that
the aircraft became airborne al a speed of
85 miles per hour, or less It has been pre-
viously noted that the recommended break-
ground speed for this type aircraft 1is 103
miles per hour, and the power-on stalling
speed 1s 92 males per hour, when the air-
craft 1s loaded to 1ts maxamum authorized
gross weight In this instance, the take-off
was obviously made with the aircraft in a
near-stalled attitude and lateral control was
not obtained Contributory factors were the
1,100-pound overload, which increased the

taces

stalling speed, and the application of less
than the recommended take-off power setting
of 52 inches manifold pressure prier to be-

coming airborne,
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Accident ltrvest.gation

FINDINGS

On the ba=-=s of 21] available evidence the
Board finds tic.

1 The company, the aircraft, and the
captaln were properly certificated, and the
alrcraft was airworthy.

2 The copilot was not properly certafi-
cated 1n that he had not accemplished the
required six-month’s equipment check in this
type equipment E

3 The aircraft was loaded approximately
L 100 pounds 1n excess oi 1its authorized
take-off weight.

4 Take -off was made using less than the
recomrended power

5 The aircraft became airborne at an in-
dicated air speed of B5 miles per hour, or
less, and before a safe flying speed had been
attained

%See Supplemental Data—Flight Personnel
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PROBABLE CAUSE

The Board determines that the probable
canse of this accident was loss of control of
the aircraft due to faulty pialoting technique
and overloading of the atrcraft.

BY THE CIVIL AERONAUTICS BOARD
/s/ Domala W HNyrop
/s/ Oswald Ryan
/5! Josn lee
/s Joseth I Aaciss

Is] Chan Gurney

6Subsequent to this accident the Civil Aero-
nautics Administration filed six alleged viola-
tions of the Civil Air Begulations against thas
carrier On September 19, 1951, the Administra-
tor accepted an offer of compromise in the amount

of $2,500



Supplemental Data

INVESTIGATION AND HEARING

The Civil Aeronautics Board received no-
tification of the accident at 0330, January
4, 1951, from the CAA Communications Sta-
tion at Chicago, Illinois. An investigation
was 1mmediately initiated in accordance with
Section 702 (a) (2) of the Civil Aeronautics
Act of 1938, as amended As part of the in-
vestigation a public hearing was held on
January 23 and 24, 1951, at Chicago, Illa-

nols.

AIR CARRIER

Monarch Air Service, a large irregular
alr carrier, was incorporated in the state
of Illinois an 1933, with 1ts principal
place of business at Chicago, Illincis T
held the necessary authorization from the
Caval Aeronautics Board and the Administra-
tor of Cavil Aeronautics to conduct flight
operations.

FLEGHT PERSONKEL

Captain Marvin C. Staddon, age 40, had
been continuously employed by Monarch Air
Service since October 4, 1950 He held cur-
rent airline transport rating #16223 His
last instrument and equipment check on C-46
aircraft was accomplished on October 20,
1950. While no personal log books were
available, he stated that he had accumulated
a total of 18,000 flving hours since 1926, of
which 2,170 hours had been obtained in C-46
type atrcraft He had flown a total of 91
hours in this tvpe aircraft in the 30 days
preceding the accident Mr Staddon’s last
CAA physical examination was accomplished on
October 31, 1950.

Copilot Arthur J Howarth, age 36, had
been employed by Menarch since December 10,
1950. He held current airline transport
rating #53777. Mr. Howarth had accumlated
a total of 3,700 flyang hours, of which 300
had been obtained in C-46 type aircraft
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his last instrument and equipment check was
accomplished on September 11, 1950, in a
Douglas DC-3, and his last route check was
given on December 21, 195G. Mr Howarth had
flown 55 hours in C46 type aircraft an the
30 days preceding the accident. His last
CAA physical examination was accomplished en
August 18, 1950.

The copilot had net had the required six-
months equipment check in C46 type aircraft
prior to the accident ' A vioclation was
filed against him by the Administrator of
Civil Aeronautics and noted as a matter of
record The copilot had been given a check
flight by a Monarch captain, who, however,
had not been designated as a company check
pilot by the Cival Aeronautics Administra-
tion

Stewardess Thelma Dennis, age 21, was en-
ployed by Monarch Air Service on December 3,
1950  Miss Dennis had completed the stew-
ardess training course of a major scheduled
atrline.

THE AIRCRAFT -

The aircraft, a C-46D, N-79982, was manu-
factured on April 7, 1945. It had been op-
erated by Monarch Air Service since November
3, 1950, the date 1t was purchased by that
company At the time of the accident the
aircraft had been flown a total of 1,257
hours. It was equipped with two Pratt &
Whitney R-4800-51 engines, with a total of
542 and 71 flight hours for the left and
right engines, respectively The aireraft
was equipped with two Curtiss-Hub C-5438C28
propellers

"Sectron 42 44 {a)(2) of the Civil Air Regula-
tions, provides as follows

“Within the preceding 6 months a pirlot an
large aircraft shall have successfully accon-
plished an equipment check on arrcraft of the
type on which he 1s to serve  Such equipment
check shall be given by an authoraized repre-
sentative of the Administrator or a check pr-
lot designated by the Administrator "
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COMPUTATION OF TOTAL A{RCRAFT WEIGHT
AT THE TIME OF TAKE-OFF

Pounds

Basic wetght of 2ircratteseacanncsernsacnannavssanannuntocanaosanasanss
Crew w2 1aNtaarasanansuutnsesar snsnssatanannsccvcnccorrtbosusnnnnsssssa
Craw b20030Caassrsenneaoussnesanescararrrssnraoic aisannscssssuenncanaas
Dercer fluidesssenaanansortnannasnusassanannsstocorrapannssnanannssansa
Extra equipmentsuesssesssesrssssscuannnosausacscasaavatcacrsasncosnnnnnee
Passenger weightesaevsnanesssaneesnansncansanonnnnecanasssasaasansnnnns
Baggage weightevasnoecnsanensnnnnannsnanenace ssuascaaceanonnsnsannanasa
Olluveraennnsanonennanuunnsonanesssavbanrbonantosiaontenniodatnosanassanna

Fuel 880 gal]0n50t|.------ll|-ln-nu.c-ao----------------n---------clll--

Gross at take-off.ieevaessrnaossarccsstnnenrasasnanaannsconsnsssnnans

Certificated take-off WEIght.........n.-.....-........----......uu..

UVerload at take—OFfOltllllIllllllllllllIllIllll'l.-ll...llllllll.ll

31,475
470

10

120

30
6,988
I, 352
375
15,280

46,100
45, 000

[,100

fuel werght computed as follows:
tenter tanks filled to bottom of filler neck:

240 ga]lons eaCh—‘-lSO gaI‘ons “6 ]blIlul.c-nlnllllalllllll--lnllnnalll-lllolllllln

front tanks filled to bottom of filler neck (see Exhibit [5a}:

200 ga'[oﬂs eaCh—l#OO ga}]ons 28 ]bllll.lnllllllllllllllll.ll.lllll.ﬂlllllllllllﬂl

TOtal fue] Welght..--...n....n-.esn-...-n-n-......-n.--.o-----....agnn-nnn....u

2,880

2,400
5,280

THE ABGVE COMPUTATIONS ARE BASED ON DATA IN THE TRANSCRIPT OF THIS HEARING
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