- < -~
//’g,f S el

Wt

File No. 1008-40 "*°

REFORT
OF THE CIVIL AEROMAUTICS BOARD
Of the investigation of en acci-
dent involving eireraft of United
States registry NC 19905, which
occurred near Pritchett, Colorado,

on Mey 17, 1940. T.W. A

An accident invelvang aircraft of United States regisiry
NC 19905 having occurred approximately 22 miles west of Pritehett,
Colorado, on the 17th day of May, 1940, with resultant major
damage to the aireraft and with no injuries to persons on board,
the Air Safety Board directed thet o full and complete investiga-
tion of the accident, pursusnt to the provisions of Section
702 {a)(2) of the Civil Aeronautics Act of 1938 (52 Stat. 973,
1013), be immediately begun, and thnt the facts, conditions and
circumstances releting to the accident and the probable cause
thereof be determined.

For the purpose of carrying out the above order the Air
Safety Board designoted Frank E. Caldwell, Chief of the Investi-
gation Thvision, Air Safety Bosrd, as Investigator in Charge.

Mr. Caldwell was assisted in the investigation by W. K. Andrews,
fir Safety Investigat or end G. W. Heskins, Power Plant Engincer,
a1r Safety Board. The investigation begen on May 18, 1940, and

wes coneludad on Moy 25, 1940.
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The functions of the smar Safety Bourd were tramsferred to the
C1vil Acromsutics Boord on June 30, 1940, pursuant to the provisions
of Reorgesnization Plens III and IV and Public Resolution No. 75,
76th Congress. The Civil Aeronuut}cs Board, therefors, having
considered the evidence adduced in the investagution and research
by the Air Szfety Board, hereby reports, pursuant to the provisions
af Seetion 702 (a)(2) of the Cival Leronautics fet of 1938, as
zmended, the facts, conditions and circumstences relating to the

accident and i1ts onnelusion as to the probable cause therecf.

FaCTS, CONDITIONS sND CIRCUMST~KCES:

Aircraft of United States regrstry NC 19905, a Boeing 307-B,
belonging to Tronmsconftanentel end Western nir, Ine. (hereinafter
referred to &s "TWa") departed Kensas City, Missouri, at 2:43 p.m.
{CST) en route t» ilbuquerque, New Mexico, designated =s Flight
"Boeing 'G-a' of My 17, 1940". This flight was & non-scheduled
osperation and wias & part of the 100-hour Provang Run of the circerafi
which was requared by the Ciwval nir Regulations prior to approvel
by the Ciwvil Asronautics nuthority for scheduled operation over the
routes of Trenscontinental and Western Air, Inc.

The sareraft was manufoctured by the Bosing sareraft Corperetaon,
Seattle, ilashington, and was delivered to Tia & short time precedang
the flipght herean involved. It had been certificeted as gairworthy
by the Civil aeroncubtics Luthority cnd had been approved for »poration

with o gross weight not to exceed 45,000 pounds. It weos cquipped
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for instrument flight novigotisn, ineluding radio range receiver,
communication receiver, merker receiver, communication transmit ter
end an automatie direction finder system. The aircraft was powered
with four Wright GR-1820G~105a sngines, squipped wmrth two-stoge
superchergers, manufactured by the Vright ..eronsutical Corporatron,
Putterson, New Jersey. Esch engine wis rated wt 900 horse powsr.
The pr:opellers instelled ~n the sircraft were the hydromotic full-
feathering type vnth constoant speed comtrol ond vers menufactured
by the Homilton Stundard Propellers Division of United mireraft
Corporation, Bast Hortford, Comnecticut. The sirercft hed o total
~perating time »f 133 hours cnd 12 minutes, vhile the engines cnd
propellers had a total ope.ating time »f approxamutely 87 hours.if
Captain Otrs F. Bryan, aged 32, who vas in command of ths flight
st the time of the accident, had a totsl flying time of 9412 hours
and 13 minutes, spproxamately 125 hours and L7 minutes of which hed
been in Boeing 307-B's. Qoptean F. G. Richardson, «get 37, Farst
Officer on the flight involved, at the time »f the aeccident had a
total flying time of 11,177 hours€ and 19 minutes, approxinately 9
hhurs an? 8 ranutes of whieh hudl been accunulated as copilot on
Boeing 307-Bts. Both cirnen possessed the required ratings and
certificates of competency required for the cquipnent involved,

Richard R. deCampo ani L. E. Hubbord were cssigned to the flight

1/ The G102 engines »riginally instelled in the zirplane werc 1t ter
T  changed for the G105-i, which werc designei ©o give sreater
performence ot higher altituces.
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as Flight Engineer and alternate Flight Engineer, respectively,
G: B. Cox, TWA employee was assigned as stenographer for the flight.
Hostesses Zsther Benefield, E. L. Swarner and Ida Staggers completed
the flight crew.

The following non-revenue passengers were on board the aircraft
as observers: B. R. Gaines, Civil Aeromeutics Authority Air Carrier
Inspector (Radio Observer), G. W. Halfileman, Civil Aeromautics Authority
Senior Aeromsutical Engineering Inspector, M. L. Cumninghem, Cimal
Aeronautics Authority Air Carrier Inspector (Operations), C. A.
Tilliams, Assistent Superintendent of Passenger Transportation, TuA,
Feliz Preeg, Flight Captain, TVA, Vi1lliam Maxfield, Superintendent of
Maintenance, TWA, B. J. Minser, Chief Meteorologist, T.A; H. XK. Morgan,
Superintendent of Communicetions, TWA, J. F. albert, Flight Super-
intendent, TWA, Fred Vlallace, Stenographer, TWA, R. un. Rouzie, Engineer,
Boeing Aircraft Corporation.

The aircraft was fusled wath 1275 gallons of pggsoline which was
distributed between the main fuel tanks and the inboard reserve tanke,
The aircraft was also fueled math 352 quarts of oil., Computations of
the load aboard at the tame of take~off indicated that the aircraft
was within 1ts spproved gross loading limt of 45,000 pounds.

The flight was dispateched 1n & normel manrer at 2:30 p.m. (CST)
and cleared to Albuquerque, New Mexico. The flight plan which had been

2
approved by Airway Traffic Control at Kansas City zndicated

8/ The Airway Traffic Control staff, a part of the Civil Aeromautics

T Administration, regulates the flow of traffic over the civil airways
during instrument weather conditions in order to eliminste the possi-
bility of collision between arrcraft. Before flywing on a civil
airway under instrument weather conditions, epprovel must be secured
from Arrway Traffiec Control for the flight, including the altitude at
which 1% 15 to be flown,
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a eruising oltitude of 16,000 feet, instruments suthorized, wath
deviacztions from the cavil zirway at the pilotts discretion.
am rillo, Texos, was designated as the alferncte aarport.

The clearance wzs bosed on a trap forecast made by the TA
meteorolopgist ot Kansas City and the latest United Stetes "veather
Bureau sequence reportsfé/ An cnalysis of the weather conditions
along the route was made by Captoin Bryan and E. J. Minser, Chief
Meteorologist for T.u, whn sccompanied the flight os an observer.
The results of this analysis showed thet numerous thunderstorms
and mocerate to heavy rain squalls werc to be expected between
Kanszs City end ulbuquerque. as previously stated, the flight had
been tuthorized t3 leave the airwuy i1n order t» retour the heavicr
thunderstorms but 1t was not anticiputed thot lengthy devastions
would be necessary, .

Captain Bryan taxied t» the southwest end of the northeast-
southwest runway of the Kansas City Municipel Airport, and after
runming up the engines, made & normal toke-off at approxamately
2:43 pen. The flaight reported 1ts position over Lebo, Kansas, at
16,000 feet a2t 3:20 p.m. procosding contzct on & compass heading of
235 degrees. at this time the cebin was superchurped to an air
density equivalent t» 9,000 feet gltaitude.

The flasht arrived over Cassoday, Konsas, at 3:3%7 p.m., ot which

point Coaptein Bryen clected t- leave the sarway in order to avoid

thunderstorms in his flight path. The sireraft was hended on o

5/ See Lppendax a.
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ecourse of 270 degrees until it crossed the north leg of the Wichita
radio range at 3152 p.ame A posrttion report wes radioed to the wichita
ground stetion &t this time.

Seven minutes leter Captain Bryan; skirting the edge of thunder=
storms which rose high sbove the altatude of the aireiraft, chunged the
course to 2L0 degrees. It was anticipated that this course would
have returned the aircraft to the gairway about half woy between
Amarills and islbuguerque and would enable the flaght t- pess to the
north of thunderstorms known to be in the vieimity of the airway
between Anarillo and Tecumcari, New Mexico. As the flight progressed,
static i1nterrupted communicetions between the sireraft and ground
stations although the captoan was able 4o road the weathor reports
brondeast by Civil nersnoutics nuthority Airvay Cormunication Stations
and to take bearings at rezular intervals with s Sperry ~utoratice
Direction Finder.

4t L+55 p.m. the line of thunderstorms moved north snd the
course was sgoin chenged to =« heading of 263 depgrees. As the fiight
passed north of amarillo «ttompts were made to contact the ground
station for clecrance to Llbuguerque, but static prevented the contzct
from being completed. Captein Bryan elected to progceed without
clearance rather than attempt to land ot amrrillo where thunderstorms
had been reported 20 minutes sorlier,

A& weather report received at this time md1cated & ceiling of
7000 feet with visibility of mere than 10 miles at Albuqusrque.

tieather sequence reports along the route t> be followed indieated

~—

9
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tho t conditions were falrly steady. .marills wos reporting thunder-
storms in the vieinity and lower scattered clouds st 600 feet.

Behind the flicht Wiichite wos still reporting thunderstorms. The
headaing »f the sarplane et this time (263 degrees) was slightly

north of & line parallel t5 the smarillo-albuguerque airwey and

clear of any storms. At 5:02 p.m. Capteain Richardson, vho was ceting
es first officer, estamated the sireraft's ground speed at 171 m.p.h.
The four engines were functioning normally and developing approxi-
mately 550 horse power each,

Progress wes steady and at 5:25 p.m., when 1t nppeared to
Ceptoin Bryan thet he had passed the werst »f the storm arsea, he
changed his course to 210 dsgrees with the antention of interecpting
the cirwey ot Otto, New Moxico, =_proximately LO miles sast of
Llbuguerqus and preoceeding from Otto in ths clcar, or on Lep of the
overcast. 4 few rmanutes later, however, vwhen 1t appeared thut the
flaght would have t> g> on instruments to return to the cirwsy,
another attempt vas made without success to rudio smarillo ond
albugquerque. The aircraft ¢t this tame had been out »f communiention
with the ground stations for 1 hour and 38 minutes.

at 5:35 p.m. the captain ordsred the fuel supply switched from
the auxailiary tanks to the main tenks and full heat applied to the
carburetors. Two minutes later as the aircraft nosed into the clouds
et an altitude »f cpproximately 16,000 feet sbove sea level, henvy
snow was encountered and the temperature gauge andicated the outside

tempercture at 22 degrees. Just as the asarcraft entered the overcust,
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Acting Flight Engineer deCampo reported that sparks were jumping
from the base of the whip antenna to the aireraft structure. The
captain immediately reduced the power outrut of the ¢ngines and
slowed to an indicated air speed of 125 m.p h. to lessen the dangcr
of a static dischargs from the aircraft to the clouds.

Approxamately nine minutes after entering the overcast Coptain
Bryan noticed & slight trace of i1ce con the outside of the aircraft
and shortly thereafter one of the engin.s bugan to “sputter®, Immcdiately
turn of 120 degrees was made to revcréc the course in order te get
out of the overcast. After the turn was completed, the No. 4 {right
outboard) engine b.gan to shov & loss of manifold pressure and poscr
output. Twvo more cngincs lost power zn rapid succcssion until only
No. 2 (lef inboard) engine was functioning and 1t -as operating at
reduced power. At the first indication of engine trouble, descent
was begun 1n an attempt to rcach an altitude where the tcmpercture
was zbove freezing and power would be recstored. Thile Captein Bryan
concentrated on the doescent, which ras nearly 211 under instrument
conditions, First Cfficer Richerdson and Engincer deCampo, following
the captain’s anstructions, made repcated efforts to start the
engrnces. Throttle settings iere changsd; carburctor hant controls
iere checked to make surce they --ere in ¢ full hot position, .one
engine was backfired by leoning the mixbturce in an ettempt to blow
the 1ce from the carburctor, =nd the fuel pressurc ond othor gouges

and instruments pestaoining to engine oper-tion 'rere checked  During
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this time the first officer alsc made repeated unsuccessful efforts
to radio Albuquerque to inform that station of the situation. The
vacrum supply Was switched from an engine pump to a dymamotor to
insure continued operation of the flight instruments.

At 5:57 pan., or approximately eleven minutes after the loss
of power began, the aircraft had descended to an altatude of 10,000
feet and the oubside temperature was 30 degrees. 4t this time
Captean Bryan ordered the flight engineer to request George .
Haldemen, Civil Aeroneutics authority Sngineering Inspector, to come
forward from the passenger cabin to assist with the engines.

The engines, which were equipped with two-stage superchargers,
had been operating during the flight on the nigher of the two super-
cherging ratios. Shortly alfter the first engine began to lose power,
however, 1t was shifted to the lower ratioc. Inspertor Haldeman
1mnediately shifted the remsining three engines to low blower and
tock other mecsures to start the engines, wathout success. By lhis
time the aircraft hed reachea an altitude of about 7500 feet and the
outside tempsrature was 35 degrees.

As the aircraft continued to descend, the ome remaining engine
steadrly lost power. The aircraft momentarily broke out of the
overcast at 7000 feet above sea level but quickly went back into
the overcast oefore breaking into the clear at an altitude of
approximately 5750 feet above sea level and approximailely BOO feest

above the sround. It was raiming and visibilaity was about one mile,
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The landin, gear was ordered down. 4t this time the No. L engine
started a surge of power which indicated that the engines would
probably resume normal operation, so the captain ordered the gear
up again., This surge of power, however, died out and as only one
enginée was operating and at reduced power, the gear was ordered down
again. It was then too late to fully extend the gear and the air-
craft contacted the ground while the gear was only partially extended.
The ground was covered with soft sod and the landing shock was slight
ag the aircraft skidded along on the under surface of the fuselage.

The accadent occurred about 6:03% p.m. (CST) at a point approxi~
mately 22 miles west of Pritchett, Colorado, and resulted in major
demage to the aarcraft. Members of the crew and the passengers
received no injuries. Although there are no official weather
reportang stations in the vieinity of the point where the landing
was made, the conditions which prevailed at the tame of the accident
are reliably fixed by Captain Bryan's observation as being overcast
at about 800 feet with a wvasibility of about one mile because of
a2 moderate rainfall.

Immediately after the landing, a carburetor was removed from
one of the engines and 1t was found to contain a large amount of
sof't rume 1ce. The remainming three carburetors were inspected the
following day and each was found to contain a considerable guantity
of water at that tame. Examination of the gasoline tanks showed

the fuel to be ample and to be free from water or dirt.



- 11 =

Subsequent investirataon disclosed that the aircraft skidded
approxim. tely 6L6 feet before coming to & stop. »ll four propellers
were dameged and the 12 blades were bent back at an angle of approxi-
metely 85 degrees. The cowling and enpine mounts on No. 2 and No. 3
engines were badly damnged. The landine goear and two 1nboard o1l
tanks were also dame ged, as well aos the under surfuce of the fuselage.

The carburctor air heatins system on this airplane took wornm
air from the rear cenmine compartment only when the cerburetor vwes set
ot full heat. This, through the experisnce and reeommendation of
the enrine and asirplane manufocturers,wus deemed sufficient to provide
o manimum of hOD F. heat mse >5f the inteke air when the sutside
temperuture was 520 F. This met with Civil weronsutics nuthoraty
regulatams for heat risc in connection with the non-icing cam type
Ventura carburcetor with which these enmnes were equipped. Actual
tests indicoted that on this instellation & heat rise of Q6° F. was
avarlable ot full-heat sctting.

The engine cowl flaps of all four engines were commnected ta a
cimon control in the eosckpit. Through some maladjustment of lainkage,
the cowl flaps of No. 2 engine (left inboard) were nore nserly closed
then -n the other three enginss. Incsmuch &s at full heat the
carburctor cir is drawn from the rear engine compartment, the position
»f the covl flaps influence carburetor heat through the variati-n

»f the compartment temperaturs. The greater hsat aveilabls on No. 2
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engane was probably sufficient to prevent eny further ice formation,
but was insufficient ¥ remove any amall amount of ice already
accumulateds This probably sccounts for the foet that No. 2 enpgine
contimied tn nperate with a slight loss of power.

The reductaion in power nceessitated by the d&nger of a static
discharpe from the sirplane %o the clouds contributed to o certain
degree toward the icing of the oarburetors since the lower power
reduced the heat available in the rear compurinent.

45 & result of the investigetion of this zcerdent and subsequent
flight tests conducted by TVWA 1in cooperation wmith representotives of
the dar Safely Board, Cavil ieronueutics fmthoraty, wright seronautieal
Corporation, and Boeing fareraft Compeny, 1t wes decided to provade
this zirplane with 2 positave aar preheating system through the use
of & muff receivang heut from the four upper engine cylinder exhausts.

This methnd provides & tempereture rise of et leost 100° F.

SUMMARY OF FINDINGS
l. wmareraft NC 19905, « Boeing 307-B, was certificeted as
girworthy by the Civil seroncutics Luthority.
2. Both 2immen held requared rotings and certificates of compe-
teney for the flaght and equinment involved.
5. The flight wus a non-scheduled operation tnd a part of the

100-hour proving run for this type circraft.
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L. The conputctions of the load at the time of tike-off indi-
cated thut the a2ireraft wus within the gross loacain- limt of 15,000
Jounds.,

5. The flight, which wns designated as Boang G-&, wos properly
dispatehed from Kansas Caity, £ansas, i1n accordance with approved
conpany procedures.

6. 4 detmiled weather analysis of the route to be flown inda-
ecated that numerous thunderstorms and moderate to heuvy rain squalls
would be encountered between Kansas City, Kanszs, and .lbuguerqus,
Wew Mexico.

7+ The flight departed at 2:43 p.m. znd at 3:20 p.m. reported

1ts position aver Lebo, Kansas, combact at 16,000 feet. st 3.37 p.me

the flaght errived over Cossoday, Xansas, at which point Captzain Bryan
elected to leave the airway in order to avoid thunderstorms in the
proposed path of the flight.

8. &s the flight progressed, static interrupted communica-
tions between the aircraft and ground stations aslthough the captain
wes able to read the woather reports broadeast by Cival Acronautices
Authoraty Communication Stations.

9. At 5:25 puw. the course of the aireraft was changed with
the intention of intercepting the airway at Otto, New Mexico. 4
few minutes later when 1t sjpeared thet the flicht wuld havs to
go on instruments tc return to the airway, the captain ordered full
heat applied to the carburetors. As the zareraft entered the over-

cest, heavy snow was encountered and the tempersture gauge indieated
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the outside temperature at 22 degrees. uat this time power was re-
duced to lessen the denger of a static diseharge from the aireraft
to the clouds.

10, Approximately 9 minutes after entering the overeast, cne
engine wao § heard to sputter. Immediately s turn of 180 degrees
was made to reverse the course and upon completion of the turn the
other three engines begon to lose power.

11. &t 5:57 p.m., or approximately 1l minutes after the loss
of power began, the sireraft had descended to &n altituds of 10,000
feot and the outside temperature was 30 degrees. All efforts o
restore power to the engines were unsuccessful.

12. The aireraft finally broke out under the clouds at 5750
feet above sea level and approxumately B0C feet above the ground.
At this time the landing gear was ordsred down. However, No. L
engine started a surge of power which indiceted a possibility that
the engines would probably resume normal operation so the captain
ordered the gear up agein. This power, however, died out and 1t was
then too late to extend the gear more then part way down before the
alrcraft contacted the ground.

13. The accident occurred about 6:0% p.m. (CST) at a point
approximately 22 miles west of Praitchett, Colorado, and resulted
ir major damagc to the sireraft. Mombers of the crew ana the

Feezengers received no injuries,
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14, The weather condations in the vicinity of the accadent
at 6:03 r.m. vere overcast at on altitude of approximately 800
feet #bove the ground, moderate rain end vasibility of approxa-
mately I mile,

15. BSubseguent to the landing, onc of the carburetors -ras
rcmoved and —as found to contain a large amcunt of soft raime ice.
The remaining threc carburctors werc inspected the following day
and cach was found to contain a considerabl. gquauntaty of =rater
Exarmnetaion of the gesolinz tanks snowed the fuel to be ample and

to be frec from water ond dart.

PROBABLE CAUSE
Loss of poucr in flaight resulting from icing of carburetor

systen.

CCrAENTS
The subjecet of 1cing hes been under careful study for some
time and continuous effort 1s being made to obtain sufficient data
and cyxperience to climinate this hazard completely. Progress hes
been fairly satisfactory s shon by the narkced reduction of 1eing
accidents. The enforcement of the ner Civil Air Reguletlons covering
means for the prevention and elimanation of 1ee has contributed

substant1ally to this progress. Thas part of C...R. O4.6 r2s 1ssued on
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august 1, 1940, under Certificate and Inspection Division Release
No. 21, which reguired = 100° F. heet rise with saitable indicators
or a LO® F. heat rise with an auxiliary emergency de-icing system
controllable from the cockpit, utalizing alcohol, anilol, ete. All
air carrier aireraft had Yo comply with this regulation by Qctober 1,
19L0.

Steps were 1mmediately isken to eliminate the probability of
ice forming in this type ol carburetors by increasing heat rise to
100° 7.

In addition, intensive studies of 1cing with various types of
carburetors, etc., are now being conducted atv the Bureau of Standards
through the combined cooperation of the Wavy Department, War Department,
Hational Advisory Committee for aeronautics, Civil Aeronautics

fdministrataon, and the Safety Bursaou of she Civil Aeronautics Board.

BY TH: BOARD

Secretary



APPENDIX A

The following United States Weather Bureau Seguence Reports
(2:35 P.ll..) were made a part of the clearance for the flight:

Kansas City, Missouri. C (Satisfactory for contact

flight) cerling estimated 6000 feet, overcast, lower
scattered clouds at 1500 feet, visibality 7 miles, laght
rain showers, pressure 1015.2 millibars, temperature 57,
dew point 54, wind ENE 9, altimeter setting 29.96.

Lebo, Kansas. Ceiling estimated 3500 feet, high

overcast, lower breken clouds, visibility over 10 miles,
pressure 1010.8 millabars, temperature 68, dew point 55,
wind NE 9, altimeter setting 29.87.

Ft. Riley, Kansas. Ceiling estimated 6000 feet,

overcast, visibilaty over 10 miles, pressure 1012.9
mllibars, temperature 61, dew point 52, wind E 18,
altimeter setting 29.89.

Cassoday, Kansas. Ceiling unlimted, high thain

broken clouds, visibility over 10 mrles, temperature 77,
dew point 64, waind SE 15.

Wichita, Kansas. C (satisfactory for contact flight)

cerling estimated 2500 feet, haigh overcast, lower broken
clouds, visibility over 10 miles, pressure 1007.8 milli-
bars, temperature 80, dew point 64, wind SE 13, altimeter
setting 29.78.

Anthony, Kansas. Cerling estimated 6000 feet, high

thin broken clouds, lower broken clouds, visibility over

10 mrles, temperature 86, dew point 60, wind S 16.



llaynoka, Oklahoma. Ceiling unlimited, haigh thin

overcast, lower scattered clouds at 4000 feet, visibility
over 10 miles, pressure 1006.1 millibars, temperature €3,
dew point 57, wind SSW 13, altimeter settaing 29.75.

Gage, Oklahoma. Ceiling unlimited, high overcast,

visibility over 10 mles, temperature 85, dew point 59,

i

wind SSE 16.

Pampa, Texas. Ceiling unlimited, hagh thin bhroken

clouds, lower scatbtered clouds at 5000 feet, wvasibilaty
over 10 males, pressure 1003.7 mirllibars, temperature 80,
dew point 51, wand SSE 16, altimeter setting 29.76.

Amari1llo, Texas. C (satisfactory for contact flight)

cerling unlimited, high thin scattered clouds, lower
scattered clouds 5000 feet, visibility over 10 miles,
pressure 1002.4 millibars, temperature 83, dew poini 52,
wind SSE 15, altimeber setting 29.75.

Tecumecari, New Mexaico. Ceiling unlimited, high

broken clouds, lower scattered clouds at 3000 feet,
visibility over 10 miles, pressure 1003.1 millibars,
temperature 80, dew point 50, wind SSW 5, altimeter set-
ting 29.77. ZLight rain showers SE thunderheads all
guadrants.

Anton Chico, New Mexaco. Ceiling unlimited, high

thin broken clouds, lower scattered clouds at 4000 feet,
visibilaty over 10 mles, pressure 1001.7 millibars,

temperature 68, dew point 46, wind WNW 26, strong gusts,



altimeter setting 29.84.

Otto, New Mexaco. Cerling estimated 7000 feet,

broken clouds, lower scattered clouds at 4000 feet,
visibility over 10 miles, temperature 62, dew point 44,
wind MW 33, strong gusts.

Albuguerque, New Mexaco. C (satisfactory for con-—

tact flight) cexling unlimited, high broken clouds, lower
scattered clouds at 5000 feet, visibilaty over 10 miles,
pressure 1009.5 millibars, temperature 61, dew point 51,
wind ¥ 12, pressure 30.00. Scattered clouds topping

Sandias.



