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CIVIL AERONAUTICS BOARD
ACCIDENT INVESTIGATION REFPORT

Adopted: October 9, 1953 Released Cctober 13, 1953

METEOR AIR TRANSPORT, INC., LAMBERT FIELD, ST. LOUIS, MISSCURI
MAY 2h, 1953

The Accident

/Met.eor Air Transport, Inc., Douglas DC-3, N 53596, crached at about OL18
csT3/May 2k, 1953, on the east side of Lambert Field, St. Louls, Missouri,
approximately 1,950 feet east of the north-south runway. The accident occurred
while the aircraft was being maneuvered beneath the L0O-foot ceiling prepar-
atory to effecting a landing. Six of the seven company employees aboard,
including the crew, were fatally injured and the aircraft demolished.

Hiastoery of the Flight

Meteor Air Transport is an irregular carrier, and in this instance was
transporting a Pratt and Whitney R-2800 engine and four company employees from
Teterboro, New Jersey, to Oklahoma City, Oklahoma, where the engine was to be
installed in 2 company C~h6 aircraft. The flight deparied Teterbore for
St. Louis, Misscuri, at approximately 2300, May 23, 1953, on a VFR Flight Plan
filed by Captain Harold Carr with an estimated flight time of sixz and one-half
hours. An instrument flight plan filed en route was approved from over Troy,
thio, intersection via Green Airways L to St. Louis, Missouri, cruising at
4,000 feet. The flight proceeded in a routine manner and reported over
Terre Haute, Indiana, at 0259, May 2L, and at 032h the following clearance was
given to Vandalia radio for delivery to the flight: "ATC clears N 53596 to the
Alton intersection to cross Alton at 3,000, Maintain 3,000, no delay expected,
contact approach control approaching Alton." At 0357, N 53596 made its initial
contact with the St. Louis Tower with the information that it was apvroaching
Alton intersection at 3,000, In reply to an inquiry, N 53596 advised the tower
that it carried IS equipment and was recleared to the ILS Outer Marker2/to
maintain 3,000 with no expected delay and teo report when over the Alton inter-
section, The flight was given the current St. Louis weather: ceiling measured
400 overcast, visibility 3 miles, fog and smoke, altimeter 29.93. It was
cleared for an ILS approach to Rurmay 2L or 12,__/wind wouth variable 5, to
report leaving 3,000, passing Alton and the Outer Marker, N 53596 reported
leaving 3,000 at OLO8, passing Alton intersection at 04103 and inbound over the
Onter Marker at OLlli, While the controller was watching the approach end of
Runway 2l expecting N 53596 to come into view a2t any moment, a surging of
engines was heard; and almost simultaneocusly a message was recelved from the
flight stating that it was over the field with an engine out. The time as
noted by the controller was OLl15 at which time all rumway and approach lights

1/ All times herein are Central Standard and based con the 24-hour clock,

Z/ see Appendix B.

3/ The CAA approved ILS ceiling and visibility minimums, day or night, for

~ St. Louis are straight-in approach to Runway 2L, ceiling LOO feet, visibil-
ity 3/L of a mile, Circling approach: ceiling 500 feet, visitality 1 1/2
miles.
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were turned up to full intensity and the standby emergency alarm sounded. The
pilot of the aircraft was advised that the surface winds were calm and to use
any runway he could make, Shortly thereafter, the controller for the first
snd only time observed N 53596 at a position south of the field flying on a
southeasterly heading above Natural Bridge Highway which runs parallsl to
Rurway 12. The altitude of the aircraft was estimated at 300 feet and it
appeared to be descending with the landing gear in a down position. Upon
reaching an altitude of 200 feet, according to the contrecller, it started a
climbing left turn and disappeared in the overcast. Repeated efforts to contact
the flight were unsuccessful. It was learned shortly thereafter through the
county sheriffts office that the aircraft had crashed adjacent to Brown Road
near the McDonnell Aircraft Plant gate number 6. Navy emergency equipment was
immediately dispatched to the scene., There was no fire. The occupants of the
aircraft were Senior Captain S. J, Rankin, Captain Harold Carr, First Officers
Edward J. Raftery and Arthur A. Ravitz, Stewardess Anne Marie Delicata,
Superintendent of Maintenance John Swart and Floyd Evans, mechanic, Mr. Johmn
Swart was the only survivor.

Investigation

From the testimony of the survivor, it is apparent that throughout the
flight from Teterboro, the four crew members took turms at the controls in
varying seating arrangements. However, from the best informatiop avallable,
1t appears Captain Rankin was occupying the left pilot's seat and Captain Carr
the right seat when the accident occurred,

The aircraft was cobserved by competent witnesses to twice approach the
airport below the overcast from the north and disappear, headed in a southerly
direction., These witnesses were all located 1n the vicinity of the Adminis-
tration Building at the northwest corner of the airport. All stated the engines
appeared to be functioning normally. The aircraft was also observed by three
Navy guards located at the Navy entrance on Natural Bridge Highway just south
of the tower on the south side of the airport who stated they got a fleeting
glimpse of the airplane as it passed cverhead in a southeasterly direction.
They stated that during this period they noticed that the left engine was either
windmlling or feathered. It must have been shortly thereafter that the tower
controller observed N 53596 at a position south of the field flying on a
southeasterly heading above Natural Bridge Highway. Whether or not the message
from the pilot to the contreller, that he was over the field and had an engine
out, was received before or after the aircraft was first observed over the field
in the vicinity of the Admnistration Building has not been determined.

¥r. John Swart, who survived the accident, testified that, from his seat
in the rear of the cabin, he saw the lighted sign on the McDonnell Aircraft
Factory located on the north side of the field, both times they passed across
the airport. He further stated he belleved both engines functioned normally
throughout the circuits of the field and that the only change in power he re-
cognized was when the aircraft climbed slightly when crossing the field the
first time. He stated also that, a short time before the crash, the aircraft
"trembled" twice in rapid succession, there was no recognizable change in power
at that time, and the aircraft continued flying in level flight. He said, "I
made a statement to my mechamec friend that it felt like 1t was going to stall."
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4 few ssconds later the aircraft agein "trembled" and the right wing drepved.
The crash followed immediately.

It was determined that ths aireraft struck the ground on an undsvelcped
portion of the alrport approximztiely 1,950 feet east of the mid-point of the
north-gsouth runway which is itself located on the eastern sides of the airport
proper.ﬂ/ The tlp of the right wing made initial contact with the ground with
the airecraft on a northerly heading. After golng straight for a distance of
65 feet with the right wing tip making a deep gouge in the earth, the aircraft
cartwheeled to the right, changing its heading through appreximately 270
degress where, after sliding rearward about 10 feet, it came to res% righi slde
up. The forward section of the fuselage ccumprising the pilot's compartment was
crushed beyond any semblance of form, both engines were torn from the wings,
and the R=-2800 engine being carried in the passenger compartment was thrown
through the cabln roof and came to rest approximately L0 feet beyond and east
of the main wrackage.

Upon examining the wreckage, the landing gear was found im the fully
sxtended and latched position, the wing flaps fully retracted, elevator trim
slightly nose-high and rudder trim neuvtral., Cockplt damage was so srtensive
that readings of cockpit instruments were meaningless. The two altimeters
were found lying on the ground away from the main wrsckage where they had been
thrown by the impact. The sltituds needles wers both inoperative due te damage
to the gearing. However, the barometer settings were found at 29.90 and 29,96
inches, respectively.

The alrcraft came to rest practically level both laterally and longi-
tudinally. Since the fowr fusl tanks located in the center section were
undamaged and no leakage from the system existed, reasonably accurate sticking
of the tanks was possible., The following amounts of fuel were found:

80 gallons ~ left main tank

70 gallons ~ right main tank

4O galloms

left awdliary tank

10 gallons - right auwriliary tank

Examination of the fuel sysiem disclosed that the sslector valve for the
left engine was on the left main tank containing 80 gallons of frvel, while the
selactor valve for the right engine was on the auwraliary tank containing 10
gallons of fuel. The position of the cockpit control for the left engine
selector valve could not be determined., However, the cockpit control for the
right engine sslector valve was found to be jammed in the right aurxiliary tank
position, which is in agreement with the position of the selector valve. Due
to this agreement and the nature of the ground impact damage, which merely
relieved the rigging loads in the cables batween the cockpit control and the
valve, 1t is apparent that the right engine was being fed from the right
awdliary fuel tank immediataly prior to the time of impact. No evidence was

4/ See attached Appendix A.
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found during an examinztion of the wreckage to indicate that the aircraft was
not in an airworthy condition at the moment of impact with the ground.

An examinstion of the engines, propellers and their accessorles indicated
that both power plants were operable prior to impact. This was further sub-
stantiated by normal opsration of both carburetors when flow tested and by
satisfactory bench tests of propeller feathering pumps, fuel beost pumps, pro-
peller governors and engine fusl-driven pumps. The carburstor fuel strainers
were found free from all foreign matsrial. Upgn removal of the carburetor
from the left engime, it was noted that the main fuel supply line from pump to
carburetor, the fuel regulator and the fusl transfer line were filled with
gasoline, However, when the carburetor was removed from the right engine, the
pump to carburetor and transfer lines were empty and the regulator contained
less than z gill of gasoline.

Weather information transmitted on teletype circuit 8002 was available to
the crew at Teterboro which included surface weather reports from Teterboro to
St. Louis, upper air winds, regional and terminal forecasts through Pennsylvania
but not including Ohio, Indiana and Tllinocis. Howsver, the crew obtained the
terminal foracast for St. Louis by telephone which indicated celling 800 feet,
overcast, visibility 6 miles with haze and smoke, during the period 010C to
0500. At 0150, while the flight was en route, the St. Louis terminal forecast
was amended as follows: period 0150 to 0300, ceiling 500 feet, overcast,
visibilaty L miles with fog and smoke; and for the period 0300 to OL30, ceiling
LOO feet, overcast, visibility 3 miles with fog and smoke, Weather reports
indicated that, during flight, scattered to broken clouds well above 10,000
feet and good visrbility prevailed from Teterboro to Columbus, At Dayton it
was overcast at 6,500 feet and a low overcast continued on to St. Louis with
decreasing ceiling. AtSt. Louls at time of arrival, the ceiling was recorded
as 40O feet and visability 3 miles with fog and smoke. The ceiling and visi-
bility at Lt. Louls had been dropving steadily for several hours preceding the
accident and the base of the cloud was probably ragged. In cennection with
the apprecach and landing, no turbulence of importance exlsted and no precipi-
tation was occurring., Molsture and temperature conditions were within the
range of possible induction system 1cing.

The operation of the instrument landing system and low frequency range
was checked immediately after the accident. The operation of a low frequency
range was normal in all respects and all courses on the ground check showed
well within the allowable tolerances. Monitor indications on both the ILS
Localizer and Glide Path showed normal cpsration. Ome aircraft had made an
ILS approach and landing a short time before the accident and another shortly
thereafter. In both instances the pilot's reports indicated normal operation.
On the morning of May 2L, a flight check of the low frequency range and ILS
equipment showed all facilities operating normally.

It was determined that the aircraft's gross welight at take-off was 26,523
pounds, yqich was 1,323 pounds more than the approved takeoff weight of 25,200
pounds.i

57 The specifications for this model alrcralt, issued by the GAA, 1imit the
gross weight for carriage of passengers, or passengers and cargo, to 25,200
pounds, and to 26,900 pounds for cargo only.




Apalysis

The fact that the aircraft was overloaded approxamately 1,323 pcunds upon
departure from Teterboro is not considered significant in this accident gince
consumption of fuel en route reduced the weight to well under the approved gross
maximum uwpon its arrival at St. Louis,

The flight from Teterbore to the St. Louis ILS Outer Marker appears to
have been routine; however, the movements of the aircraft after leaving the
Quter Marker to the point of impact are not clear. The fact that the tower
asked and the flight acknowledged that i1t was equipped to make an ILS approach
does not definitely indicate that this kind of an approach was attempted. To
the contrary, three significant facts indicate that such an aporoach elther was
not made or, 1f started, was abandoned, First, ths tower controller, after
clearing the flight %o make an ILS approach, watched the appreach end of
Runway 2L but the aireraft never came into his view, Second, the aircraft was
never observed over the airport on an ILS localizer course., It is dafficult
to understand how an off-course error of such magnitude could have been mads
in such a short distance.é/ Third, witnesses who were in the vicinity of the
Admima stration Building on the north side of the airport twmice observed the
aircraft fly over them in a southerly direction at approximately meght angles
toe Runway 2L, the ILS runway.

The two witnesses on the north side of the field said that both engines
were functioning normally each time the aircraft passed over them. 7/ However,
the two Navy guards who were on the south side of the field thought that the
left engine was inoperative when they observed the aircraft. It 1s believed,
however, that these latter witnesses who had only a fleeting glimpse of the
alrcraft almost directly overhead in the haze and smoke were in error and that
due to an optical 1llusion though% that this engane's propeller was turnlng
only slowly. Testimony of the survivor, Mr, Swart, the company’s Chief of
Maintenance, clearly indicates that both engines were functioming normally until
the final left turn at which time the aircraft trembled and the right wing
dropped. This witness' testimony seems far more credible than that of the Navy
witnesses on the ground since he was sitting in the cabin and was in a position
to hear the sound of the engines clearly.

Therefore, it 1s apparent that the pilot did not experience any mechamcal
difficulties with either engilne during the circling of the airport prior to the
accident. More probably he elected to remain visually contzet with the airport
rather than execute a missed=-appreoach procedure; and that since the ceirling was
below the autnorized minimum of 500 feet prescribed for a circling approach, he
reported having an engine out., This indicated a possible emergency to the
tower controller who then cleared the flight to land on any runway.

Thers 15 no logical reason why the supply of fuel to the right engine
should have been taken from the auxiliary tank with only 10 gallons of fuel

&/ The distance from the Outer Marker TO the approach end of RUIWay 24 iS

- ,-l.ns milas,

Z/ It is obviocus that the times reported earlier in this report for the air-
craft when in the vicinity of St. Louis are in error as these do not permit
sufficient elapsed time for the aireraft to have circled the airport twice.
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available when the right main tank still contained approximately 70 gallonms.
The only conclusion that can be reached is that during the times the pilots
changed positions in the cockpit prior to reaching St. Louls, the change over
from awxiliary to main tank was overlooked. If there had been any surges in -
power, the pilots would have immediately di scovered the cause and would have
turned the handle of the fuel selector valve to the right main tank,

Because the carburetor and related fuel lines of the right engine con-
tained little or no fuel and there was only about 10 gallons of fuel in the
tank being used, the Board concludes that during the final lefi turn the out=
let of the fuel tank became unported allowing air to enter the line, and that
immediately following this turn the engine suffered a critical loss of powar
due to fuel starvation. The Board further concludes that the loss of power
from this engine, together with the reduced air speed of the aircraft at the
time, caused the right wing to drop and the aircraft to settle at an altitude
too low to effect recovery.

Findings
On the basis of all available evidence, the Board finds that:

1. The carrier and the aircraft were properly certificated, and the air-
craft was in an airworthy condition on departure from Teterboro.

2, The crew was properly certificated and held aporopriate ratings for
the type of flight undertaken.

3, The St. Louis weather given the pilot as he approached the Alton
intersection was ceiling LOO overcast, visibility 3 miles, fog and smoke, wind
south 5, altimeter 29.93.

4., The flight circled the airport in an attempt to remain contact below
the authorized minimz.

5. Mismanagement of fuel resulted in the right engine stopping.
6. Ample fuel remained for continued flight at the time of the accident.
7. When the pilot was executing a left turn near the southeast cormer of

the airport, the right engine stopped and the aircraft fell striking the ground
on the rght wing.



Probabls Cause

The Board determines that the probable cause of this accident was mis-
management of fuel resulting in loss of power and control while circling the
field preparatory to an approach for landing.

BY THE CIVIL AERONAUTICS BOARD:
/s/ OSWALD RYAN

/s/ HARMAR D. DENNY

/s/ JOSH LEE

/a/ JOSEPH P, ADAMS

/s/ CHAN GURNEY




SUPPLEMENTAL DATA

Investigation and Hearlng

At approximately 0650, May 2k, 1953, the Civil Aeronautics Board received
notification of the accadent through tha communications facilities of the
Civil Aerconautics Administration., Investigation was immediately initiated in
accordance with the provisions of Section 702 (a) (2) of the Civil Aeronautics
Act of 1938, as amended., The public hearing in connection with investigation
of this accident was held at St, Louis, Missouri, on June 16 and 17, 1953.

Air Carrier

lieteor Air Transport, Inc., a large irregular air carrier, is a Delaware
corporation with its principal offices at the Teterboro Air Terminal, Teterboro,
New Jersey. It holds a Letter of Registration issued by the Civil Aeronautics
Board and an Operating Certificate 1ssued by the Civil Aeronautics Adminis-
tration which authorizes 1t tc operate as a large irregular air carrier in the
transportation of passengers and cargo.

Flight Personnel

Captain Ernest J. Rankin, age 42, became an employee of Meteor Air
Transpert on April 12, 1950, He was employed first as First Officer on DC-3
equipment, promoted to Captain on December 20, 1950, on DC aircraft and to
Captain on C-L6 aircraft in March, 1952, His total time as pilot was L,6h1
hcurs, of which 1,361 hours as Captain had been accumulated on DC-3 equipment.
He held an ATR Certificate No. 622964 with Commercial privileges, single and
multi-engine land. His last instrument check on DC-3 ILS approach at
Taterporo was accomplished on February 16, 1953, His last physical was
taken in March, 1953,

Captain Harold Carr, age 31, was employed as First Officer on DC-3
agircraft with Meteor on January 6, 1951, promoted to Captain on DC aircraft
May 4, 1953. His total time as a pilot was 2,729 hours, of which 789 hours
were as Farst Officer and 31 hours as Captain. He held ATR Rating No. 636077
and commercial privlileges, single and multi-engine land. His last ATR
instrument check anmd competency check were accomplished on May 4, 1953. His last
physical was accomplished in December, 1952,

First Officer Edward Joseph Raftery, age 26, became an employee of the
Meteor Air Transport on November 17, 1952, as First Officer on DC equipment.
His total time as pilot was 554 hours, of which 338 hours were as copilot on
DC-3 equipment, He held Commercial Certificate No. 1210031 with single engine
land and instrument ratings. His last physical was accomplished in March, 1953.

First Officer Arthur A. Ravitz, age 28, becams an employse of Meteor
Alr Transport March 16, 1953, as Link Trainer Instructor and as First Officer
on DC~3 equipment., His total time as pilot was 551 hours, of which 101 hours
were as First Officer on DC=3 equipment. He held Commercial Certificate No,
1038955 with instrument, single and multi-engine land ratings. His last
physical was accomplished in May, 1953.
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Stewardess Anne Marie Delicata, age 23, became an employee of Meteor
Air Transport March 30, 1953. She qualified as a stewardess for Meteor Air
Transport on April 5, 1953, had a total time of 223 hours in the air as
stewardess and had been previously employed as stewardess by Argonaut Airways
of Miami, Florida.

The Alrecraft

The aircraft, a DC-3-C, serial number 20433 was vurchased by Meteor Air
Transport from the War Assets Agministration on April 2, 1546. It was equipped
with two Pratt and Whitney Model R1LB830-92 engines and Hamilton Standard Model
23E50 propellers. The total time of the aircraft as of May 2L, 1953, as
indicated by company records was 10,923 hours, of which 3,830 hours had been
accumulated since overhaul. The left engine had accumulated 91k and the right
523 hours since overhaul. All airworthiness directives, instrument markings
and placards had been complied with.



ACCIDENT: LAMBERT FIELD~ST LOUIS, MO
METEOR AIR TRANSPORT
DC- 3, N53596
MAY 24, 1953

g NG DONNELL
AIRG RAFT
\

&

VAV
>\><©

~

Qzark |

/

Mechanics N

9%“ -
%" Single row var. high
intensily white bar
[ tights extending 2500 .
Y from threshold :
i s ue DoRMELL

' " MC DONKELL
ding DA = TR S , AIRCRAFT
/@ . CORPORATION
$ & . :

AIRCRAFT
CORPORAT N

1 i

; i ‘s

Ly
- N
"

L T
o |
~ : 2, ;
YA 5NN = L _
4 . 118, ¢ WRECKAGE |
" 0 19 N5353E !
-/ Locolirer ) . : ; il : §
- 3 3% | ) 3 ’ e I i
- 3 £ : .
S Contral [] U5 i :
/ % Tower / ’% y i
- \\ ar L.’ b & }!‘\\\
. N Qf"\ i sEON,
s » It ! 3 : 5 ._\
- W ve B L =N
. Position of Novy S, B ¢ N 2}
L7 personnel withesses T : i o i
e g
y
e
e wind
L 0356 ast 55 STATION
Q416 cst colm
Lo
EXISTING PAVING
FIRST STAGE DEVELDPMEHTY
[ I FI%al STAGE DEVELOPMENT
essee oy APPROKIMATE POSITION OF FLIGHT PATH ON FIRST OBSERVED FLIGHT
OVER A!RFORT
APPROXIMATE POSITION OF FLIGHT PATH ON SECOND OBSERVED FLIGHY
OVER AIRPORT
e oum om REPRESENTING PROBASLE FLIGHT PATH OF A LEFY TURN ) }
i
I
g . Iy
o g 300G 100 1800 f'
BCALK f!
5501k

o S APPENDIX A



INSTRUMENT APPROACH

MINIMUM SAFE ALTITUDES

AMBERT-5 OUis Al RT
100 Nautical Miles 2800 L ER T Loui RPO
CHART - ILS 25 Naubical Miles 2100 ST LOUIS, MO
90?0’ 20°20" 80°10"
T
ST LOUIS APPROACH CONTROL LAMBERT-ST LOUIS LOCALIZER U}%EEET ELEV
.e "
209 1183 12618 7 1103 == STL .E. 278 1183 12618 558
ri . Lonsult rado fecility charts
+ l. A fer lotest information
Lol3 1 A
ﬁ Ul - -———
s N
I ) \
N =3
o 512 N
ik %
r-'i
ST LOUIS RADIO o
1145 STL = ﬂ-% 2 6\' 5 o‘
i ---:-F- 53
IR\ 180010 LOM X0
i 9'(80) miles 238° ?:53 . o
- S
e
i
9 & ot . 7800t LS NEcourse A _ g
50 Q hd m, {3 5) miles 285° 50"
) P
2t ‘e, L <, 0y 2490 069 "
219 ST = S Y. e N
Tank ‘% = a
Tank 785 A Spire oM <
N 744 " s S 3
201 TL = 5
273 a1 & -
A 6 M \m ” SPANISH LAKE
F800 to 1LS NE course
, ¢ 6265 ﬁ\) 13 miles 035°
: . Tank
0‘,11 '- 773 | ST LOUIS RADIO
o 205 STL =
j W E%Ml?glfl‘l.rs_ 1267 1350 1359
7 ’/’//’/f;%',?/ gyg;\
/’/?2' P PV , 4 ,:}//’///7932 !,
% //;/4//’/ % /Wé{andgi?{ﬁ24 7
T N\ e
i Ly )
o 2000 from 1ot SW course I1LS and NE courss e 57;?&}’/;?//" Yrs,
d VIH Range to LOM 50 (57) miles 058° ,4//,/ /g/ G UG A
ot ’jf/ Foatgt T o,
I 2,
° LT A e Ll
Eg’ p //// % . 7 2 LI /7?;////3?/////5/: .
5 T Y
R pr Py
/%x /’2‘:’4/, /// :// 4 /// ///’/ f/:"4¢ ’ /’// /44/’
S e L gy T
Mast A Y //énf':/s I r,////?/ G
1004 = L7, Nioudr
[ //, s j o 4 4
- &”*;%/5’;/ i ;///
P L o ////,’// ///z,'f P
DISTANCES 1N NAUTICAL MILES 15 v A—'yf e
- o 4 s
DISTARCES I STATUTE MLES (17) ypgn by 8 D iy N\
A I 1] il 2 4 il
ELE“TIOTS IN FT ABOVE SEA LEVEL XILOMETERS | o i To—fa [4 5 6 7 18 v o | fa
80%30 EET oo’ 1o’
MISSED APPROACH STANDARD INSTRUMENT APPROACH PROCEDURE
CLIMB TO 2000 ON SW COURSE ILS WIiTHIN conta! PROCEDURE TURN
217 (25 0) MILES, OR AS DIRECTED BY ATC antinuous North side of NE course
i not contact authorized minimums L 1800 within 4 3 (5 0) miles of LOM
MM -
Alternate N
dots and dashes
L
073
_4_;:3339_l._..,_._.l
238 1800 —193
Glide path intereception altitude 7800
750
MeLEv 532
] o 1 2 3 A 5 B Naut Miles 7 8 9
T T T T T T {nl T T T T T T
2 1 MINIMA FOR MIUTARY USE ONLY 3 4 5 [ 7 Stat Miles g 9 10 11
LANDING MINALT | cmL | vis MIN LT cEnL | VIS RATE OF DESCENT FEET PER MINUTE
stracHT I 8] 958 400 | 1 958 400 | 2 |KNOQTS| 90 | 110 [ 130 [ 150 [MPH | 100 | 120 | 140 | 160 ; 180
crene || 7058 500 | 1% To58 | 500 | 2 440 | 535 | 630 | 730 420 | 505 | 590 | 675 | 760
PRICE FIVE CENTS Gompiied and printed to ICAQ standards by the U 5 Coast and Geodelic Survey 30 JA 195 AL_360_|LS
55091 under authorily of the Secretary of Commerce

APFENDIX B



