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DESCRIPTION O'}OCMT :

(Brief narrative of accldel‘ Include statement of responsibility and recommendations for action to prevent repetition)
h%TI VE ! .

On 2 Jemuary 1945, 2nd Lt, Ralph J. Lackmer tock off on a combet mission in M-26B-20
airera®t, serial no, 41-39214. On the teks-off run, Loth engines developed full AFM and
manifold pressure; however, the eirplane gecmed very sluggish end did not feel as though
it had preper lift, At about 130-140 MPH IAS the aireraft left the ground end the pilot
reised the wheels and brought the flaps up slowly, By this time, the windshi=ld end
aror gless had frosted over completely end the pilot was flying entirely instruments,.
Normal climbing speed was attained mt shortly after, the airereft became mushy and the
airspsed dropped bsek to 150 MFH, Pilot, increesed power setting, but steted thet pro-
pellers didn't seem to be preducing normal thrust, At this time, he hit the prop-wash of
the sireraft in front end the menifold pressure on the left engine slowly dropped back te
about 5 inches Hg without sputtering, backfiring or chang® in throttle setting. Unable
to hold altitude and safe airspesd on cne engine, pilot made wheels -up emergency landing
in an open fisld sbout 23 miles north of the airdrame,

Inspection of the left engine following the sccident did not reveal any mechanical or
materiel failures which would ceuse sudden engine feilure, From 21l the facts on hend, it
is #!¢ opinion of this committee that the engire feilure was caused by formetion ef carbu-
retor ice, indicated by the steady loss of manifeld pressure without backfiring, sputier-
ing or chaage in tkrottle settinges as reported by the pilet. It is also believed thet the
pilot did not hews sufficient tize te epply carburetor heat ia a2 ettempt to dissipate
thig ice formation lefore the mircraft mushed te the ground.

RESPONSIBITITY

Weather. Unforsee. weether phenomene condueive to frost forming ceused much frost %o
be formed on wings, fuselage, and cockpit glase !~ tween stert engines end take-off time,
The rapidity of the forming of frost and the extent to which any frost fommaticn influen-
ces the airrfoil characteristics of the new lamirer flow wing were greater than had been
enticipeted fran past experiences, - ”

At any time both fog and under cooling temperature exist, extreme caution should be
exercised in reaching z decisiocn as to clearance of even an eperationel mission, This
should inelude careful observaticn of any frost formetion, and is particulsrly applicable
wen eircreft with the sensitive laminar flow airfoil sectionm ere concerned,

. It is =lev recommended that some system or O;Qtu]lmnt be deviged vhich will insure
thet eny ‘rost formed during taxiing will te remcved prior te take®-off run.

INCLOSURES: 6
Incl, #1 - Statement of Pilot.
Incl, #2 - Statement of Gunner.
Incl, #3 = Statement of Weather Officer, 482
Incl. /#4 = Statement of Enginsering Officer,
Incle #5 = Statement of Crew Chief,
Incl. #6 = Photogrephs.

Colonel, Air Corps,
Commandigige
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2 January 1945
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Upon inspecticn of the aircraft, A-26B-20, #41-39214, prior to starting the
eng.nes, tuere was no ice pressnt on the wings, control surfaces or propeller,

‘he windshields however, were completely frosted over although the crew chief had
previously attempted to clean them with a de-icing solution and fhe Aldis lamp,
During the engine run-up, I found the aircraft to be in fine operating condition
as far as engines and instruments were concerned, The fuel selectors wers properly
and tightly seated in their respective positions; I checked this twice before
leaving the nard-stand.

At taxi time, I was able tc melt 2 small amcunt of frost from tae windshield and
so I followed thue lead airplane out to the runwey., Difficult, was euncountered along
taue texi-strip since the windshield froze over again es scon as tue heat from the
Aldis lamp was removed,

Just prior to take-off, tie engines were run-up again and were found to be op-
erating properly, tue fuel selecior valves were checked again just before I taxied
out to take-off position, Before starting to roll, I rubbed tue windshield and
armor glass with my gloves in a last attempt to clear tne glass but tuey misted up
again almcst immediately.

Taking off, I encountered no difficulty drawing the proper manifold pressure
and Re.P.Me The aircraft seemed very sluggisi and at first felt as though it wouldn't
leave tue ground so I helc the nose dewn to build up an airspeed of about 130-140
M, P,H, Halfway down toe runway, toe windshield and armor glass completely froze over
end sc I went entirely on instruments, When I was airborne, 1 raised the wheels and
milked up tae flaps slowly. The airspesd started to build up safely and I climbed
without difficulty.

Shortly after this, the airplane became very mushy on the controls and oy air-
speed started to drop rapidly to about 150 M.P.H. An increase of power didn't help
since the propellers didn't ssam to be pulling as normal, As I hit the prop wasn
of the airplane in front of me, the left engine completely failed. There was no
sputtering of any kind a&s the manifold pressure started to drop down to about 5% hg.
Not being able to maintain altitude nor airspeed with the Leavy bomb load and on
single-engine, the aircraft started to mush, The artificial Lorizon failed and so
I had to fly by needle-ball and airspeed.

Through the small panel on the side of tue cockpit, I was able to see tne
ground, (This window remained open all the time previocus to take-off and so was
oot frosted as heavily as the other glass surfaces.)

With the slow airspeed I was able to meintein my heading only by using almost
full rigat rudder and judged my altitude through the side windows I brought the
control w.eel back just as we hit the ground and so the airplane crashed in & nose~
high ettitude. While still skidding, I cut all electrical switches cf the aircraflt,

When the airplare stopped, 1 attempted to open the hatcn but found it to be
jammed, The emergency release also failed, Cpl. lusarra, iy gunuer, forced tie naten
and dragged me cut. The right engine was burning. My rigut foot was hurt from tue
crasi so I was unable to walk, OCpl. Musarra got us both awey from the burning
Airplane, for we were afraid the gasoline tanks would explode.

2 /s/Ralph J. Lackner
/t/RALPH J LACINER,
2nd Lt, Adr Corps,

A TRUE COFY -
M, MCNULTY,

Captain, Air Corps. ——
ﬁ.
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I reported to the aircralt and prepared for flight by inspecting the turret
and pulling the bomb pins, The crew cleaned the canopy, which re-frosted instantly,
In texiing to the runway, I cleaned the top sight several times, At take-off, T
was locking through the sight, when we were airborne, the airplane scemed slug-
gish, so I locked the turret, I could feel the propwash of the prececins airplane,
and felt cur airpisne mushing. At that moment, the left engine cut cut without
warning, so T braced my feet and the flat of ry hands to the sides. The next thing
T knew, we were bouncing along the grcund, leaving a path of fleme behind us, The
turret broke loose and swung around, ramming against my leg., I pushed it clear,
pulled off my flak suit, released the hatch, and climbed ocut, T scrambled along
the top of the airplane to the cockpit, and saw the release handle sticking up, but
the cenopy was still closed, I forced the hatch open and pulled the pilot out.

We left the airplane together, which was burning on the right engine, Thet is
all T observed, for zll T wanted was for us to clear the airplaue,

In finishing, I thing Lt Lackner showed coolness and good judgement, and in
my estimation, mede a good crash landing under difficult circumstauces, The airplane

we were in was A-20B-20, AAF Ne. 41-3921L. /f“z:d,w’ ? Y learso—
(V

Anthony J. Musarra,
cpl 13106490

«4.4(71' % '
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STATION WEATHER OFFICE
STATION A-56

APO 696, U.S8. Army
S Jamuary 1945

SUBJECT: Weather Report - Alrcraft Accident Investigation.

TO : Director of Weather, Headguarters, Ninth Air Force,
APO 696, U.S. Army.

THRU: 8Staff Weather Officer, Headquarters,
IX Bombardment Division (M), AP0 140, U.S. Army.

1. Three A-26's of the 416th Bomb Group (L), crashed
during a mission take-off from Station A-55 between 0843 and 0907
houre, 2 January 1945. A complete investigation was made by the
Station Weather Officer.

2. The synoptic weather situation was a ridge of high
pressure from the Atlantic extending over all bases, targets and
England. A weak warm front at 0700 hours was located through
central Demmark, Manston, Cherbourg and Brest and was moving south-
eastward at 15-18 mph. Weak warm frontal conditions were expected
to move iInto the local area during the late afternoon.

3. Nil clouds had been present and visibilities had
been 2 to 3 miles during the night. Visibilities during the morn-
ing were expected to be generally 1-2 miles except 1000-2000 yards
in scattered light fog patches.

4. The local weather recorded at this station was as

follows:
0600 0700 0800 0900 1000
Visibility 2 miles 2 miles 2 miles 6£0-1100 100-2560
yards yards
Temp /D. P. 21/21 19/19 20/20 20/20 23/23
Sfc. Winds Calm Calm 360°/1-3 280°/1-3 (Calm
Clouds None None None 1/10 Medium 3-4/10
abv 10,000 Kedium abv
feet. 10,000 ft.

The two other group stations within this wing had visibilities of
2-3 miles all morning and no fog patches, but visibilities at A-565
were restricted by fog patches and haze throughout the morning.

- 482
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Ltr. subj: Weather Repoﬂt - Alrcraf¥ Accident Investigation;
dtd 5 Jan 45, cont'd.

5. Bngineering Officers stated that "Kill-FProst" had
been used on all planes prior to engine stai .ing time to remove
the heavy frost which had accumulated on the glanes during the
night. The planes began to taxi out at 0754 hours and heavy fog
patches, base 15 feet, tops 75-100 feet, seemed to roll in from
the southwest at 0805 hours, giving visibilities estimated to be
150-200 yards. Windshields frosted over rapidly and planes had
difficulty in taxiing into position., Pilots did not mention ice
formation upon wings to Operation or Weather personnel because
windshield frost and fogginess prevented its detection.

6. Visibility was at its poorest (1560-200 yards) when
the first two ships successfully took off at 0824. After a very
slight delay, visibility improved to 800-1200 yards and the other
planes continued to take off. Three of the planes crashed at the
end of the runway on take-off; one exploding immediately and one
exploding a little later.

7. The Alrcraft Accident Committee held an extensive
meeting and detailed disecussion of the accident on the afterncons
of 2 January and 4 January 1945. Besides the usual members,
pilots and gunners of two of the planes that crashed, plus pilots
of some of the planes that had taken off on the miseion, as well
as technichal representatives were present. .

8. All pilots agreed that their planes felt heavy and
extremely sluggish at take-off. It was only with difficulty that

most of them got the planes into the air. The planes simply would

not take off with the normal take-off speed and most of the run-
way was needed to get them into the air. Only cne pilot noticed
his manifold pressure drop and that was due to complete power
fallure of one engine. This indicates possible carburetor icing
in this one case.

. Due L0 frost on the windshields, most of the pilots
followed instrument take-off procedures and therefoc. - ocuiside
visibility was not considered as a hazard to their take-off. All
pilots claimed nushing and settling of their planes. One of the
pllots that crashed had kept his windshield clear by uise of a
heater and aven though he got his plane into the air, he had to
put it down on the end of the runway because he felt that it just
wasn't going to fly.

10. Temperature and dew point were both at twenty (20)
degrees Fahrenheit during the period of time under consideration.
Winde were very light and nil clouds were present. Undoubtedly,
super-cooled watdr dronlets were present under such conditions.

- 482
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"Ltr. subj: Weather Report - Aircraft Accident Investigation;
dtd 5 Jan 45, cont'd. -

=

As the planes warned their engines, slight air disturbances and
dust particles could easily have caused these super-cooled drop-
lets to form fog, ice and /or frost. This was noticed in that the
patehy fog (base 15 feet, tops 76-100 feet) swept across the field
and aleo that several planes which Rad not taken off becauss of
the frost on the windshield were later found to-have a coating of
ice upon wings and propellers.

11. Tech Inspectors stated that the shape of an A-26
wing made it possible that a slight amount of frost or ice would
greatly affect the air flow and aerodynamic qualities of the wing.
A-20's were not so greatly affected. Yo mention of frost or ice
by the pilots was made prior to take-off mainly because windshield
frosting prevented any detection of possible icing on wings and
propellers. Carburetor icing wus considered but generally elimi-
nated because all pilots, except the one with one engine failure,
considered motor performance normal.

12. The Committee, after hearing all of the evidence,
believed that visibility was not a main factor in the accidents.
Icing and frost upon wings and propellers was felt to have been
the main cause of the accidents. The frost and ice must have
accumulated during the interval from "Kill-Frost" time at hard-
stand to take-off time. This interval varied from 1 to 2} hours.

13. 1t previously had not been suspected that rapid
enough accumulaticn of ice or frest could be picked up during this
interval to greatliy hinder the planes in taking off. Undoubtedly
under this unusual case, sufficient icing was accumulated upon
wings and propellers during this interval and greatly hindered the
planes in taking Aff. The possibility of the planes getting into
the air in spite of the icing, providing the pilots had visibility
through windshields and had not been taking off on instruments,
was also discussed.

14, In the future, all planes will receive a complete
check at the apron of the runway prior to take-off when weather
conditione are conducive to icing. It was also anticipated that
windshield heaters be installed in each plane.

15. An additional and unusual weather condition wasa
obgerved after the time of the accidents when several officers
noticed very fine ice flakes floating earthward from a clear sky
at approximately 1000 hours. Concussion or impact caused by the
explosions prior to this time was given ae a possible explanation
for the precipitating or eettling out of these ice particles. .

2/

pe- . CHIDLEY

.9 Cap®., Air Corps
gerd Station Weather Officer 4
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STATEMENT
1 have made thorough investigation and determined that all possible
precauticons had been taken to fit this airplane, A-26B=20 AAF No. 41-39214,
for safe flight prior to take-off and no mechanical defects existed other
than thoss shown on the AAF Form 1A,
At A At
AR"OLD A MARRISON,

captain, Air corps,
mgineering officer,

v

(S




f v L 2 Jahuary 1945

«®

-

L]
-

a2833TCLT

T hereby certify that all necesast) igspections end maintenance had been

performed «rd all defects were pror@sly shown On AAF Forme 41R and AAF

Torme 1A prior to the last flight of eirplene A-26B-20, AAF No. 392743
dowid A At Ao

James A. Frabham,
7/3gt.,Crew Chief,
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HEADGQU A RTERS
418TH bUMBARDMeNT GROUF (L)
Cfrfice of the Commanding Officer

APC 140, U.8. Army,
10 January 1945.

SUBJECT: Transmittal of AAF Form 14,

s | — -

360,33

TO:

Incls:

* inclosures covering accident of Lt,
A-268-20 ACSN 41-39214 on 2 January 1948,

Commanding General, 9th Bombardment Division (M),
AP0 140, U.S. Army.

Trensmitted herewith 1& AAF Form 14 (in quadruplicate) with
Ralph J. Lackner in alrcraft

-

For the Commanding Officer:
[

,/Un/
GEQC RG? SCEENKEIN, "

Capt%., Air Corps,
Adjutant,

\

Inel: 1

AAF Form 14 (in quadruplicato) with inclosures.

1st Ind. E=(=14

HEADQUARTERS 9TH BOMBARDI'ENT DIVISION (l’) APO 140, U, S. ARNY, 18 January 1945.
Commanding General, Ninth Air Force, APO 696, U, S, Army,.

Submitted in compliance with Memorandum 55-1, Headquarters Ninth Air Foree,
dated 27 November 1944,

AL X 4 ,
For the Commanding Genoralz. %

// /
T /{W

2 5 CAPTAIN; AC. °
> L ' ASS'T ADJ. GEN.
n/e (1 ey w/d) & ”,7;
/
82




L. RESTRICTEDR
360433 2nd Ind. E-
HEADQUARTERS NINTH AIR FORCE, AP0 696, US Army, 6 February 19L5S.

T0: Chief, Flying Safety, Army Air Forces, Winzton-Salem 1, North Carolina,

Report and recommendation of Aircraft Accident Committee approved,
F |

For the Commanding General: /7 é /// Y,
L
S.V. HESLIN,
hJor’ A.G.D .y
1 Incl: (2 cys w/d) Asst Adj, Gen,
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