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THE ACCIDERT

Northwest Airlines’ Flaight 307, a Martain
202, aircraft N-93050, crashed 4-3/8 miles
west of the Twin Cities Axrport,” Minmeap-
olis, Minn,, at 2059, 2 March 7, 1950. The
10 passengers and crew of three were killed
The aircraft was completely destroved

HISTORY OF THE FLIGHT

Flight 307 originated im Washington, D. C.,
at 1230, March 7, 1550, destined for Winni-
peg, Manitoba, Canada Scheduled interme-
diate stops included Detroit, Mich . Madison,
Wis., Rochester, Minn., and Minneapolis-St
Paul, Donald B Jones was captain, William
T MeGinn, copilot; and Mary Kennedy, stew-
srdess With the exception of an hour and
23 mnute delay at Detroit, required for the
replacement of a ring seal in the hydraulic
system, the flight proceeded in a routine
manner to Madison, Wisconsin After arrival
at Madison the aircraft was serviced wath
1,010 gallons of fuel and 38 gallons of ocil.
Also on board were 10 passengers and 1,799
pounds of cargo which resulted in an aircraft
weight of 36,842 pounds This weaght was
well within the alloweble limit of 39,100
pounds, and so far as 1s known, the aircraft
was properly loaded.

Weather information available to the
flight prior to 1ts departure from Madison
showed that Rochester, 75 miles south south-
east of Minneapolis, was reporting 2 ceiling
of 700 feet with visibility of five miles,
and that Minneapolis was reporting a ceiling
of 900 feet with visibility of 1/2 mle.?

In addition, there was fog and blowing snow

1T11e Minneapoli1s-St Paul Internatzonal Aarport

ZA1l times referred to herein are Central Stand-
ard end based on the 24-hour clock

These weather conditions were above the wini-
mo requirements Night landing minimums for NWA
gt Minneapolis, using ILS were ceiling 300 feet
and 3/4 mle visabilaty, or ceiling 400 feet and
1/2 mle visabality
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at these stacions Turbulence was expected
1n the clouds, and 1cing above the freezang
level of 8,000 feet. The trip was planned
to Minneapoils at an altitude of 4 000 feet,
the schedule stop at Rochester being made
contingcnt Gpon waather conditlons at the
time of the fiight’s arrazval lMadasen, Wis.,
anc Jamestown, N Dak , wheve weather condi-
tions vers well above landing minimums, were
designated as alternate airports

Flight 207 arrived over Bochester at 2023,
and because there was laght freezaing rain,
did net land Twelve ronutes later the
flaght made a routine repert to company radio
that 1t was over Stanton which 1s a radio
beacon 30 miles south of the Twin Citzes Aar-
port at Mimneapolis, and at 2041 contacted
Minneapolis Approach Control for landing
clearance

The tower advised Flight 307 of existing,
weather conditions There was a precipita-
tion ceiling of 900 feet, visibility was
variable 1/2 to 3/4 of a mle, and the wind
was from the north 27 mles per hour wath
gusts up to 40 miles per hour. The tower
anformed the flight that there had been two
electric power failures at the field, and
that 1f no further commnication were re-
ceived from the tower, 1t would be in all
probability the result of another power fail-
ure The flight was also told that the ILS
was serviceable, but that it had not been
flight checked

As Flight 307 approached, another NWA
flaght, a Boeing 377, was standing at the
approach end of the instrument runway, Run-
way 35, checking engines prior to flaght
Takeoff clearance was given to the Boeing
377 When 1t had proceeded half-way down the
runway, Flight 307 reported that i1t was over
the outer marker, which was 4.7 miles south
of the approach end of the runway. The high
1ntensity runway lights were increased in
intensity, their coning device was set to
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1/2 mle, the prevailing visibility at the
time, and Flight 307 was cleared to land.

Flight 307 was not seen from the tower
during 1ts approach, but zc was heard to pass
overhead at which time the controllers re-
ceived the call, “I have got to get in ”
Clearance was again given to land, following
which the flight advised that it would climb
to 2,400 feet on the northwest course of the
Minneapolis radio ramge. After a pause, the
flight transmtted, “We are going 1n—we are
going in,”

After the aircraft had flown over the
field, it was observed flying straight and
level 3 B miles northwest of the airport. A
wing was seen to fall. Then, the aircraft
was observed to dive almost vertically frem
an altitude of about 200 feet, and crash into
a residence in the city of Minneapolis Fire
which started immediately after the crash
consumed the house and much of the aircraft
wreckage. All of the 13 occupents of the
aircraft and two of the occupants of the
house were killed

INVESTIBATION

The main body of the wreckage was located
1 the basement of the residence into which
the aircraft crashed. This home was located
4-3/8 mles northwest of the Twin Cities Aar-
port. The left wing, outboard from Station
252, was located at the foot of the Washburn
Park water tower, 3.8 miles northwest of che
field. This wing section was approximately
24 5 feet long. Both the upper and lower
skin of this section showed that the wing
had been tarn between Stations 252,040 and
262.290 as far rearward as the auxiliary
spar. The end of the rear spar showed that
the spar had been broken in two from being
twisted upward and rearward Tears and
breaks further showed that this wing section
after being torn or cut through the forward
portion had rotated upward and rearward, and
as a result of this twisting action, sepa-
rated from the remainder of the wing

A piece of the lower front spar cap from
the left wing was found 300 feet north of a
tapered steel flagpole which was located at
the time of this accident near the entrance
of the National Scoldiers Cemetery Thas
pole was 4,180 feet south of the approach end
of Rurway 35 and 650 feet west of the center
line of that runway. The top extended 70
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feet above the ground, but it was 126 feet
below the low limt line of the glide path
It was well marked by red recn lights, which
were functiening at the time of the accident
The pols was eight inches in diameter at the
base, and 3-5/8 inches in diametcr at the
top Wall thickness was 1/4 of an inch

Examination of the pole disclosed that
the aluminum paint from two te four feet
from-the top had been scraped from the south
curvature, and that the pole had been bent
in an azamuth of 17 degrees true. A large
ornamental American eagle whach had been
mounted cn the top was foand 20 feet south
of the pole’s base while the red neon lights
were found 40 feet to the north It vas
apoerent taat Fl.ght 307 had struck the pole
during the attempted approach

The locaticn of aircraft parts, the bend
in the flagpole, and the statements from
witriesses wno observed the aircraft om its
approach to the zirport for larding, as well
as those in the control tower whe heard the
aircraft pass overhead fixed the flaight path
of the aarcraft Vhen the sircraft struck
the flagpole 1t was 128 feet below the ILS
glide path, 650 feet west of the center line
of the runway, and it was flying a course 17
degrees to the right of the runway heading
From this point 1t turned left sufficiently
to pass over the control tower which was
located 1 6 miles north of the flagpole
The aircraft then flew northwesterly 3 §
miles where the left wing section, described
above, became totally separated from the air-
craft and dropped to the foot of Washburn
Park water tower Then the aircraft pro-
gressed westerly an additional 2,640 feet
before striking the residence located at
1116 West Minnehaha Highway

An examination of the actuating mechanism
for the landing gear and landing flaps
showed that both were retracted at the time
of the crash

Records from the U S. Weather Bureau
show that the weather at the Twin Caties
Airport was substantially the same as the
tower reported 1t té be  There was a 900-
foot precapitation ceiling, sky obscured,
with visibility reduced to 1/2 mile variable
by blowing snow. The wind was from the north
at 27 mles per hour »:th gusts to 40 mles
per hour According to observations of
other pilots who made approaches to the Twin
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Cities Aarport immediately befeore and after
the accident, slant visibility frem the aar
was relatively good, the airporc being par-
tially visible from the outer marker, 4 9
mles south of the approach end of Runway 35
Without exception. these pilots completed

. their approach to the field from various
points between the outer and inner markers by
visual reference to the ground None had any
diffreulty 1n seeing the high intensity Bar-
tow lights whach cutlined the boundaries of
the runway. Below 2,500 feet the air was
cold and dry whic provided litcic pessabzl-
ity for 1cing. However, the palsts who

landed during the period comsistentiy re-
ported that there was a great deal of turbu-
lence over the approach path.

As previously stated, a Bbeing 377 was
standing at the approach end of Bunway 35 for
an engine run-up check just before Flaight 307
started 1ts landing approach The crew im
the Boeing had been permitted by the tower to
tax1 onto the runway into takeoff position,
since snow and 1ce on the taxi strip per-
mtted the aircraft to slide forward when
throttles were advanced Tomer personnel
stated 1n effect that durirg the engine
run-up, blowing snow from the Boeing's pro-
pellers along with snow carried by the high
wind obscured the lights at the south end of
the runway, but that they were able to ob-
serve all of the high intensity runway lights
and the Boeing on 1ts takeoff roll Accord-
ing to tower records, Flight 307 was cleared
for landing approach at 2045 The flaght
reported over the outer ILS marker at 2052,
and was heard to fly over the tower four min-
utes later at 2057. Since the Boeing was on
takeoff roll, abeam of the tower at 2053,
there was a four minute separation between
the two aircraft

At 1936 there had been an electrical fail-
ure that cut off power in both the normal and
emergency lines which supplied the airport
As a result, all field lights and landing
facilities on the airport were ingperative
Power was restored at 1955 after which all
Iights and landing facilities were again made
operative From the time that power was re-
stored unt1l the time of the accident, no
abnormal operation was noted in any of the
instrument landing facilities.

None of the pilots who made approaches in-
to the field before or after the accident
observed any abnormalities in the airport’s
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ILZ equipment One pilot dad say that the
flag showed o his ILS cross pointer instru-
ment just before his landing apprgach was
completed Thrs would occcur as # result of
either a malfunceion of the equipment 1in the
arrcra’t, or as a result ¢f the 1LS trans-
mitters being turned cff  All of the moni-
toring records, as well as statements from
control tower personnel whe observed the
monitoring equipment in the tower, were to
the effect that the ILS equtpment operated
without interruption, except during the
period of power fa:lure, until 2246. No
defect was found ap the amikberse LS equip-
ment 1n the asrerafs fiown by ~he prlot who
made the corplaint

Beth the glzde palh and Lhe localizer
transmitters are guarced by monitoraing de-
vices These devices autcmatically turn the
cransmitters off if they do not operate
within accepted limitz  Accordingly, a flag
showing on the ILS cross pointsr instrument
would indicate only that the glade path or
localizer trensmtter were off the air, and
not that there was a devistion from a nor-
mally projected instrument flight path.

At 2246, cne hour and 47 mnutes after
the accadent, the glide path transmitter was
shut off automatically by its mechanical
monitor It was determined the following
day that the difficulty was not in the glide
path transmitter, but 1n a snow condition
which affected only the momitor. As far as
can be determined, there was no defect in
the operation of any of the ILS equipment,
or i1n any of the other landing facalities on
or near the Twin Cities Airport at the time
of the accident Furthermore, no defects
are known to have existed 1n any of the aar-
craft’s flight instruments or related equip-
ment, .

Captain Jones had a total of 7,619 hours
of flying time, of which 988 were 1in Martin
202 equipment. He was considered by his cam-
pany to be exceptionally proficient in all
phases of flying, particularly in executing
ILS approaches He had been designated as
a CAA check pilot, and had been used by the
company to check out other pilots. He had
made over 200 ILS appreaches to the Twin
Cities Airport *

4 For professional data concerming the pilot
and coptlet, see Supplemental Data
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ANALYSIS

It 1s clear that no aircraft engine fail-
ure was 1nvolved in this accident since none
was indicated by the investigation, and since
the aircraft flew six miles after striking
the flagpole It is also indicated that the
pilot was not using ILS throughout his land-
ing approach, because when he struck the
flagpole he was 128 feet below the glide path
and 650 feet to the left of the center lime
of the localizer Such # position of the
aircrait would have vesulted in 2 full scale
deflection of the indicators for both the
glide path and the lscalizer. The captain in
command of this flight was considered to be
particularly expert in handling the Martin
202, and in the execution of IL.S approaches
Accordingly, 1t would be entirely unreason-
able to conclude that a pilet of his traiming
would have permitted the aircraft to be flown
beyond the.recording limits of both the glide
path and the localizer if he had been making
an ILS approach.

Had the palot made an ILS approach, mal-
operation of the ILS transmitters could not
have caused ham to fly so far below the glide
path and to the left of the localizer course
As explained above, the equipment would have
been turned off auteomatically by the mechan-
ical monitoring devices 1f the instrument
flaght path had been transmitted cutside of
accepted limts, and at the time of the acci-
dent the equipment was in full operation

In addition to the above, there 15 the
fact that other pilots were able to complete
their landing approaches during the period of
the accident by visual reference to the
ground, since slant visibility was relatively
good

Accordingly, 1t appears reasonable to con-
clude that the pilot of Flaght 307 attempted
to complete his landing approach visually,
and did not use the ILS Since the flight
struck a flagpole which was clearly marked by
red neon obstruction lights, 1t 1s also rea-
sonable to conclude that wvisibility was re-
stricted by blowing snow It 1s possible
that the propeller blasts from the Boeing 377
raised both the height and density of the
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snow condition Then, the pilot without

vaisuel or instrument reference to the run-
vay, aud while in an area wher= heavy tur-
bulence had been reperted, flew too low and
too far Lo the lerft, striking the flagpole

FINDING3

On the basis of all availeble evidence
the Beard finds that

1 The company, aircraft and crew were
properly certificated

2. At the time of the accident the air-
craft, including all components, and all
lendang-a1d facziszties st the Twin Cities
Arrport were operating in a nornal manner

3 Weather conditions were precipita-
tion cetling, 300 feet, viszbility 1/2 mle
variable reduced by blowing spow wand from
the north at 27 mzles an hour with gusts to
40 miles per hour axr, cold ang dry, and,
turbulence over the lending approach flight
path

4 Turing the peried preceding and lol-
lowing the accident slant visibility was
relatively good, which permatted other
flights to cosplete their landing approaches
by visual reference to the runway.

5. Flight 307 was flown 128 feet below
the ILS glide path and 650 feet to the left
of the localizer at a point 4,180 feet south
from the approach end of Bunway 35 where the
aircraft struck a flagpole well marked by
red neon cbstruction lights.

PROBABLE CAUSE

The Board determines that the probable
cause of this accident was the attempt to
complete a landing appreach by visual means
during which time visual reference to the
ground was lost

BY THE CIVIL AERCNAUTICS BOARD,

/s/ JOSH LEE
/s/ HAROLD A. JONES
/s/! RUSSELL B. ADAMS

D W Bentzel, Chairman, and Oswald Ryan,
Vice Chairman, did not take part in the
adoption of this report.
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INVESTIGATIOR AMD HEARING

The Cavil Aeronautics Board was notified
of this accadent at 2130 CST, March 7, 1950,
through CAA’s [Enterstate Airways Communica-
tions Service An investigation was lmme-
diately inatiated in acrordance with provi-
sions of Section 702 {a)(2) of the Caivil
Aeronautics Act of 1938, as amended. A pub-
lic hearing was ordered by the Board and held
in Minneapolis, Minn., March 21 and 22, 1950

AR CARRIER

Northwest Airlines, Inc., is a Minnesota
corporation having its prancipal place of
business at 1885 University Avenue, St Paul
Minn. The company is engaged 12 the trams-
portation by air of persems, property and
ma1l under certificates of public convenience
and necessity 1ssued by the Civil Aeronautics
Board, and 1t operates in accordance with an
air carrler operating certificate issued by
the Civail Aeronautics Administration The
flight which was made in this case from
Washington, D. C , to Minneapolis, Mionn , was
provaded for im the above certificates

FLIGHT PERSOHNEL

The plot in command, Donald B Jones, was
employed by Morthwest Airlines April 8, 1940
He started flving as a first officer in No-
vember of 1941, and was qualified as a cap-
tain February 1, 1943. Donald Jones, 1in adds-
tion to serving as a captain for his company,
served as a check pilot, giving traiming in
DC-3's, DC-4’s and the Martin 202. He had a
total ot 7,619 flight hours, of which 988
were in the Martin 202 Prior to making thas
flaight he had a rest period of 21 hours and
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3Z Tinutes an Washaington, . C He had suc-
cessfallv passed a first class CAA physical
enarinaticn November 15, 1949, a six months
instrument flaght check Jamuary 11, 1930,
and en a2mnusl iipe cheek fl:ght July 7, 1949
His =-iline tramspert palot rating wes cur-
rent

The copilot of the flight, W:illiam Tracy
MeGinn, was emploved by Northwest Airlines
July 19, 1943, as a first officer, after
which he served in the armed forces from
April 6, 1944, watal May 23, 1946  After
returning to Northwest Airlines he completed
caphe.r Lransition training v Uecember
1949, ond recerved an avriinc cransport
vilet ratisg. His toral flighr time was
2,432 hours, of which 580 were 1p Marisn 202
equipment  He had a rest peciod in Wash-
ingten, D. &, of 21 hours and 52 mznutes
before making this flight Wrllzam McGinn
had suceessfully passed a first class CAA
phyzical examnation Februory I3, 1950, His
airline transport prlet certif cate was zur-
rent

THE A!RCRAFT

Aircraft NC-93050 was a currently cer-
t1ficated Martan 202  All maintenance work
sheets and inspection forms were examined
from January 1, 1950, unt:l the time of the
accident and no item appeared in any of
these records which would indicate that the
alrplane was not in an alrworthy condition.
All airworthiness directives applicable to
the airplane had been complied with The
airplane had received a No 1, eor 75 hour
service check at Washington, 1. C , prior to
the departure for this flight



