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METEOROLOGICAL CONDITIONS DURING THE FORMATION
OF ICE ON AIRCRAFT

By L, T, Samuels
INTRODUCTION

The hazard resulting from the formation of ice on
airplanes makes it highly desirable to ascertain all pos-
gsible meteorological information pertinent thereto in or-~
der to !avoid or prevent its formation, The object of
this paper is t6 present the results of a number of rec-
ords recently secured from autographic meteorological in-
struments mounted on airplanes at times when ice formed.

Ice is found %o collect on an airplane in appreciable
amounts only when the airplane is in some form of visible
molgture, such as cloud, fog, mist, rain, etc,, and thse
dair temperature is withln certain critical limits,

There are two principal types of ice formation that
collect under such conditions, and in view of the different
effects of sach of these on a plane they will be discussed
separately under their respective headings, viz., clear
ice and rime,

Clear ice.~ This 1s the same type as that commonly
known as '"zlaze," which forms on the ground, trees, and
other objects from rain when the temperature of these ob~
Jectas is below 0%c. It usually is smooth and glassy in
appearance, but when mixed with snow or sleet it may be
rough; also, when freezing takes place slowly, ridgas are
likely to form. . _

This deposit ugually is heaviest ¢gn the entering edge
of the plang where 1t &ssumes a blunt-nosed shape tapering
off toward the rear, Occasionally the wings are lce-coat-
ed on both top and bottom with icicles along the tralling
edge. In most cases the ice adheres firmly to the surface
of the airplane.
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" Rime,~ Rime consists of hard, whitish, opaque ice pel-
lets or grains, fregquently intermixe& with & frost forma-
tion of light feathery crystalline structure. From obser-
vétions of rime deposits on mountains, EKohler (referencs 1)
d@scribed the formation as snow~white, plug-like, truncated
odnes with the small end toward the surface upon which i+t
is deposgited., The plugs showed a fibrous siructure-and
occasionally shiny surfaces. The particles from which the
plugs were composed were firmly held together but the
plugs themselves could saslly be separated from one an-
other., Their interior was usually of granular appearance.
The spaces between the plugs were filled with a powder com-
posed of these graina, From laboratory tests by Scott
(reference 2) the granular structure of rime appeared to
be coarsor at the 1ower temperatures of formation,.

C——— —-——
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Unlike clear ice, rime builds outward Trom the lsad-
ing edges of the airpland into a sharp-nosed shape, As a
rule it does not adhere to the plane as Tirmly as clear
ice and is lessresidstant Yo the vibration and wind force
encountered 1n flight .

F? ite~ A third type of depoeit of lesser importanca,
however, than ‘clear ice and rime, whlich sometimes forms
on airplanes is frost, This is of a light feathery ocrys-
talline structure such as often is observed on ground od-
jocts in the early morning. It does not adhere to the air-
plane very firmly and is never dangerous as it has very
little resistande to the vibration and wind force encoun%
tered in flight, - i e weem =

Effects of 1ce deposit.~ Ae a rule the first notice~
able effect of an ice deposit is an increase in - vibration
of the airplane followed by incraasing difficulty in its
control. Ae the deposit becomes heavier the vibratlions |
may catuse severe structural étrains with a poseibility of
fracturing individual parts. The deposit frequently stops
up the nozzld of the alr-speed indicator thus rendering
that instrumént useeless., Other instruments may also be
affected, An ice formation on the propeller is likely to
Pproduce a difference in weight of the blades which may be~
come sufficient to cause the engine to break loose. Forced
landinﬁs frequently.nra“necessary due to icing.

T UGS s e i e i

The cnief dangers to 1ighter—than~air craft regult
from the ice being thrown off the propeller and possibly
puncturing the gas containers, Also, the distridbution of
the ice om the airship may cause structural stralns with
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the possible collapse of a nonrigid or semirigid type.
Ice collsctions on the radio antennae may result in their
breaking, In general, however, ice dsposits on lighter-~
than~air craft are less serious in their effects than on
airplanes. (Referench*,)~”'

A deposlt of clear ice is a greater hazard to an air-
plane in flight than one of rime. The reason for this is
that clear ice formations, by virtue of their bPlunt-nosed
shape, break up the normal air flow over the surface of
the airplane and theredy reduce the 1lift, increase the
friction, and cause sxXcessive vibration., The weight of
the ice also adds to the danger, although this factor in
itself usually is of less importance. On the other hand,
the contours formed by rime produce less detrimental aero-
dynanical effects, and moreover, rime 1s much more easily
blown and shaken off the airplane.

Besults of observations.— The records obtained by the
Weather Bureau, previously referred to, were classified
according to the two general types of formation, viz.,
clear ice and rimse, together with the respective temper-
atures, relative humidities, clouds, and slevations above
ground at which the formations occurred, Thies classifica~
tion includes 108 cases where rime formed, 43 cases in
which clear ice formed, and 4 cases when both rime and
clear ice formed during the same flight, It i1s evident
from the above figures that there was a preponderance of
rime by the .ratio of 2.5 to 1, while in onrly & very few
cases both types of ice formatlon occurred during the same
£light,

Table Il containg a summary of the obsservations shown
in Table I, In examining these tables, it should be kept
in mind that the airplane usuelly continued to c¢llmb after
ice began to form and therefore the temperature was gener-
ally lower where the formation ceased than where it began,
Also, the heavier coatings are in most cases a consequencse
of the airplane being subjected to ice-forming conditions
for a longer time than when the lighter coatings formed,

The following points of interest are brought out in
Table II:

1, The btemperature averaged 1.8°C, lower during tie
rime formations than during those of clear ice.
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2. The average temperature interval, i.,e., range of
temperature from beginning to end of zormation, for rime
and clear ice was the same, viz,, 3 1 G.

3e The relative humidity averaged practically the same
during the rime formationg as during those of clear ice.

In this connection it should be stated that owing to the
fact that the airplsne usually was c¢limbing while the ice
formed, the resulting lag in the humidity element would
tend to indicate valuies somewhat too low, particularly at
the lower part of ths stratum wherein the ice formed, EHow-
ever, it is reasonable to assume that unsaturated condi-
tions frequently obtain within clouds since tabulations by
Pick (reference 4) show that fogs often occur with a rela-
tive humidity of leea than 100 per cent.

4, The avefage :elative humidity interval, i1.8.,, the
range of humidity from beginning to end of formation, was
practically the same for rime end clear lce, the humidity
being about 2 pet cent higher at the end of the formation
than at the beginning., This difference is probably due
to & large extent té the lag mentioned above in paragraph 3.

5, The average time interval during which the forma-
tions occurred was only slightly greater for clear ice
than for rime. vizm. 643 and 6.1 minutes, respectively.

The average elevations at which rime formed were
somewhat highé» than those for’ cleaf# ice, with the excep~
tion of the heaviest scatings, in which case the clear ice
formations occurred &t a greatsr average height than ‘those
of rime.

.—— =

7 The average thickness of the stratum in which the
formation occurred was somewhat greater for clear ice than _____
for rlme, _ _ e

8, The fact that clear ice has, in general, a morse
~gerious effect than rime is well brought out by the follow-
ing figures which give the percentage of flights listed in
Table I which were terminated because of ice formatlon.

PN R R

Terminated : :
becanse of Thilckness . .
1ce formation - of lce

Clear ice 31 per cent 1/4 inch or more

Clear ice 13 i Less than 1/4 inch

Rime 4 " 1/4 inch or more

Rime 0 H Less than 1/4 inch

Rl

P
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In Figure 1 are shown the actual number of cases when
sach of the two types of ice formation occurred at vari-
ous temperatures, the latter representing the mean of the
temperature range through which the formation occurred.

Probably the most outstending featurs shown by this
chart 1s the fact that rime formed more frequently than
clear ice at all temperatures., From this it is obvious
that temperature alone cannot be used as a safe criterion
for indicating which type of formation will occur on any
particular occasion,

Addlitional features shown are:

1) The temperatures at which the most frequent depos-
1ts occurred were higher for clear ice (- 4%¢. to -5° C.)
than for rime (—6 ¢. to ~79G. e These values agres close-
1y with those found by Peppler (reference 5) from kite ob-
servations, The latter indicated that clsar ice formed at
an average temperature of ~4°c. and rime at -8°¢,

- 2) The extreme tem gerature range during clear ilce de-
posits (0. 5°G. to =17.57C. ) was slightly less than that
for rime (0.5°C. to -20.5%C.).

In thie connection it is interesting to note that
Kohler (reference 1) observed a thin layer of clsar lcs
which formed from a "wet fog! at -23.6°C.

In Figure 2 are shown the percentage fregquencies of
clear ice and rime formations gt various temperatures,
the latter, as in Figure ], representing the msan gqf the
temperature range thyough which the formation occurred.
It should be understpod that the percentages indicated in
Flgure 2, as well as bthose in Figures 3, 4, and § are with
reference to the tote} numbher of each of the rggpective
types and not to the total numbgr of both types.

A significant feature phown in this chart is the tend-
ency for clear ice to form g} relatively higher temperas-
tures a greater percentage of the time than rime, 3By com-
putation it is found that 58 per cent of fthe tobtal number
of clear ice formatlonﬂ occurred at temperatures at, or
above, -5°C., whereas o6nly 37 psr cent of the total num-
ber of rime formations occurred at those temperatures.

Figure 3 shows the percentage frequencies of both
types of formatlon gt the temperatures at which the ice

began to form,
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It is evident from this chart thaet the clear ice for-
metions began most frequently at a slightly higher tem-
perature (0°C.) than those of rime (~-2°0.). Both types
began forming at the same maximum temperature Cu)o
Rime began forming at a lower temperature (-20°¢ G ) than
clsar ice (-17°9C.). By _computation it is found that in 74

per cent of the total number of clear- ice deposits the fem- ~~

perature at the beginning of the formation was -5 Guy oOr
higher, as coempared to only 55 per cent in the case of rime,

Since, as previously pointed out, both clear ice and
rime may form over practically the same range of tempera”
ture it is necessary to conclude that one or more other
factors are decisive in determining which type is deposit-
eds We may also conclude ‘that the other decisive factors
Just referred to change in thelr potency or relative fre-
guency with temperature, so that the factors favoring the
formation of clear ice, for example, are mére frequent or
more powerful, or both, at higher temperatures than at
lower temperatures, . D .

In Figure 4 are shown the percentage frequencies of
clear ice and rime FTormations at various heights above
the ground, the latter representing the mean of the height
interval in which the formations occurred, The following
features are evident in this chart: '

1) A very promounced maximum frequency of occurrencé
of both clear ice and rime at relativerLy low heights,
viz.,, between 500 and 1,000 m (1,640 and 3,281 ft.).

2) Pronounced secondary maximum frequencles of occur-
rence between 2,500 and 3,000 m (8,200 and 9,842 ft.) for
clear ice and between 4, OOO and 4,500 m (13, 123 and 14,764
ft.) for rime. These primary and secondary maximum fre—
quencies of occcurrence are possibly related to layers of
maXximum condensstion, Such & laysr was found by Lewils
(refarence 6) between 500 and 1,000 m (1,640 and 3,281 £t.)
above ground where the maximum frequency of strato~cumu1ue
cloud bases occurrsd,

3) Low frequencles of occurrenéé o6f both types of ice
formation between 1,500 and 2,500 m (4, 920 and 8,200 ft.)
above ground,

4) Both types of formation occurred throughout the
samse strata and with small and prectically equal percent-
ages of frequency at the lowest and greatest helghts
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reached. The maximum heights where icing occurred coincide
with the maximum heights of the flights.

Iﬁ'Figure 5 are shown the percentage fregquencies of
both types of ice formation for various cloud and weather
conditions. The following features are brought out:

1} Both clear ice and rime formed most frequently in
gstrato-cumulus clouds. .

2) TWhen in rain but not in cloud, the formation was
always clear ice, whereas when in rain and cloud, the for-~
maetion wae sometimes rime and sometimes clear ice.

3) When above cloud and not in any form of precipita-
tion, the formation was always clear ice. In such casses
the deposit formed from moisture collected on the airplane
while passing through the cloud.

4) Comparatively high percentage ffequencies af clear-
ice formations occurred in alto-stratus clouds and of rime
in stratus clouds.

5) ©XNo ice deposits were reported in cumulus cloudl.
This is doubtless due to the fact that most of the observa-
tions were made before daylight -(about 5 a.m., 75th merid-
jan time), when cumulus clouds are seldom present.

An examination of the prevailing temperature lapse
rates occurring in these observations showed no relation-
ship between the lapse rates and the types of ice formation.

The relative distribution of the number of occurrences
of both types of formation from the data at hand is shown
in Table III. It will be noted therein that the ratios
of rime and clear ice deposits vary considerably for the
four stations. As was previously stated this ratio. for
the observations for all stations combined was 2.5 to 1,
with a preponderance of rime. However, these ratios for
the individual stations are as follows: Chicago, 1.7;
Cleveland, 7.5; Dallas, 5.5; and Omaha, 0.6. It is . also
found that the Tatios between the light and heavy deposits
vary considerably among the iadividual stations, e.g., the
heavy coatings of clear ice predominate at Chicago and
Cleveland, whereas the light coatings of clear ice predom-
inate at Omaha and apparently at Dallas. The heavy coat-
ings of rime predominate at Cleveland and apparently at
Dallas, whereas the light coatings of rime predominate at
i Chicago and Omaha.
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Cleveland had the grestest number of rime formations,
with Chicago second, Dallas third, and Omaha fourth, This
same order, however, did not occur in the case of clsar
ices, While this may be partly duse to the smaller number
of observations of this type, it is probably due also in
part to other factors such as available nucleil and pre-
vailing winds with respect to neardy water areas,

It is shown in Table IV that the average temperature
was lower during the rime formations than during those of
clear ice at every &tation.

A comparlson of the ratlos of the total number of
cages of both types of ice deposits to the average amount
of lower clouds reveals no proportionality. (See Tables
III and IV.) The average heights where the formations oc-
curred were sapproxlimately the same as the average heights
of strato~cumulus (i.e., lower) clouds in which the maxiw
mua number of formations occurred. (See Table II,) - Thers-
fore other conditions than the incidence of clouds at sub-
freezing temperatures must be sought as controlling fac-
torss 4 possidllity in this connection is the relative
number: 0f. available nuclel as a factor in the determina-
tion of the size of the cloud-droplets,

A comparison of the average temperatures during the
ice formations (Table IV) with the average Tor the season
at. corresponding heights shows lower temperatures during
the times of formation with one exé¢sption, viz., Cleveland,
for clear ice, Thig station had relatively few cases of -
clear ice deposits and it.seoms probable that this rela-
tively high average temperature at the time of formation
is due to the proximity of Lake Erie and the prevailing
winds which wers moatly off the lake at those timos. Greatw
er temperature differences Will be doted in the case of
rime than for clsar ice at all statlions.

FPactors besring on the type of ice formatlon.- It has
boen shown that other factors than temperature have an ime
vortant bearing on the nature of the ice deposit, 1,e.,
clear ice or rime, One of these factors presumably is the
-gize of tho water droplets., It seems probable that, in
general, large droplets tend to form clsar ice, whereas
small droplets usually produce rime, This view is strength-
ened by the fact that the deposit formed waile flying in
»ain, i,8,, Then not encountered w1th cloud particles, is
always of the clear ice type. Kohler (reference 1) came to
the conclusion that when a sufficlent number of large un-~
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dercooled droplets impinge on a suitable object, the freez-
ing of a portion of the water deposited liberates latent
heat of fusion which, if not conducted away with sufficient
rapidity, causes the temperature of the deposit teo rise,
Possibly as high as 0°¢. This permlts the spreading and
flowing of the water droplets referred to above and a layer
of liquld admixed wlth some ice results. By virtue of this
higher temperature the saturation vapor pressure over the
deposit will now be higher than the vapor pressure about
the subcooled droplets in the cloud and evaporation will
occur and hence a cooling of the deposit, an effect which
under the conditions given above, when combined with the
loss of heat by conduction to the passing air stream and
to objects upon which the water is deposited produces
freezing of the remaining ligquid and gives rise to clear
ice.,
_ On the other hand, small droplets are_more 1ikely to
freeze immedlately upon striking the airplane. This is
in part due to the greater coanvexity and different dis-—
tribution of mass and cohesive forces in smaller droplets,
all of which hinder them from spreading and flowing and
ald in maintaining their spherical form., Since there is
& greater exposed surface area about a given mass of wa-
fer in the form of small droplets than about an equal mass
which has spread and flowed from larger droplets, the re-
moval of the latent heat of fusion liberated is probably
more rapld in the former case. Hence, in general, small
droplets have a greater speed of crystallization than have
large droplets, a condition which, in the opinion of Koh-
ler (reference 7), is conducive to the formation of rime.

It ssems probable, however, that small droplets might
also produce clear ice wherse the circumstances are such
that the liberated healt of fueion is not conducted away
with sufficient rapidity.

K6hler thought it probable that the type of ice for-
mation depends to a considerable extent upon the speed of
crystallization at which the liquid water freszes, there
being & critical value for this speed which, when excesd-
ed, produces rime or frost and when unattained produces
clear ice. He thought it possible also that a higher
critical value of the speed in question might exist which,
when exceeded, produced frost instead of rime.

The speed of crystallization, in turn, depends on the
degree of concentration of the dissdlved salts serving as
nuclei and on the temperature of the subcooled droplets,
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(Reference 7,) Thus for a glven concentration and s rel-

atively low temperature the speed of crystallization is

relatively high, whereas, for the pame concentration gt

a relatively high temperature the speed of crystalliza-

tion is¢ relatively kow, Also, for a given temperature

and a low concentration the speed of crystallization is

relatively high, whereas, at the same tempsrature and a -
high concentration the speed of crystallization is rela-

tively low,

From meastirements of the concentration of salts in
clear ice and rime deposits and the corresponding sizes
of fog and cloud droplets on mﬁuntains in Burope, togeth~ —
er with certain assumptions, Kohler (reference 7) concludes
that the sizes of droplets in clouds, from which no pre-
cipitation is falling and which exist simultaneously at the
same elevation, depend on the respective sizes of the salt
pParticles .about which condensation has eccurred, His cal-~
ceulations show that high concentrations are associated .
with small droplets and, vice versa, B

i1t will be poted that)it was ghtated abeve that small
droplets are associated with & high concentration of salt .
nuclei, that the latter produces a relatively low speed of B
crystallization and further, that the latter generally -
tends to produce clear ice. From other considerations it
was concluded that small droplets generally tend to form
rime. Thus we find from two sets of considerations that
small droplets tend to form both clear ice and rime, It
must therefors be concluded that further investigation
of this phass of the subject is necessary in order to de-
termine gqualitatively and gquantitatively the manner in
which the various fectors operate to produce the particu-
lar type of ice deposit, A parallel line of reasoning
applies to large dreplets, :

Another possible factor bearing on the type of ice
deposlt 1s the mass of water striking a unlt ares in unit _
time, (Reference 7.) It is obvious that the mass of wa-
ter in guestion depends on the amount of water per unit
volume of the cloud and on the speed of the airplans,
When the mass of water striking a tnit area in ualt time
is large a sufficient amount of latent heat may be liber~
ated so as to produce clear ice in the manner previously
described,

Scott found from wind-tunnel experiments that %the
alr speed apparently has little effect upon the character
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of the ice formation., (Reference 2.)

The formation of frost on aircraft, previcusly re-
ferred to, is a result of sublimation, i.e., & change 4i-
rectly from the gaseous %o the solid state, and therefore
requires a state of supersaturation with respect to ice.

Sudden ice deposits.,- It has been suggested by vari-
ous authors that supersaturation, with respect to ice, in
clouds composed of subcooled water droplets may be re-
sponsible for comparatively sudden and heavy deposits oce
casionally reported by pilots. Humphreys (reference 8)
has shown, however, that at a temperature of -10°¢., 4if
all of the eXcess vapor in the air, i.s., e2ssuning a con-
dition of supersaturation with respect to ice, were de-
posited, it would be equlvalent to a layer of clear ice
one inch %thick on the froat of an sirplane after the lab-
ter had flown for a distance of 72 miles, It ie probabdle
though that only a small part of the excess vapor encoun-
tered would be deposited on the alrplane

An occurrence of a sudden deposit together with a
possible explanation was recently reported by A, Hansen.
(Reference 9.) The following is quoted therefrom,¥*

"In a summer cumulus cloud with strong heat convec~
tion, the speed indicator stopped functioning almost imme-
diately because of icing of the nozzle upon flying into
the cloud., The bumpiness was such that the airplane did
not respond to the movements of the rudder., After 5 or 10
seconds the corrugated ribs on the top side of the wing
were concealed under a layer of ice, which had not thick-
ened on the front edges, but the entire visidle wing sur-
face was apparently equally heavily coated. The thermom-
ster showed about 0°0.,, the air was very wet, the height
was about 3,600 m (11,811 ft.). 1In consequence of the
excessive &emands, the airplane guickly lost altitude in
spite of the thermal convection and wide-open engime and
soon fell out of the cloud base, Here the ice mslted
quickly and at about 1,000 m (3,281 ft,) had completely
-disappeared.

IThe suddenness of the icing and the unusual form of
the ice covygr even in the region of dynamic pressure re~
duction cannbt be explained in the usual manner. It seems

*Translated by J. C. Ballard, Aerological Division, Weath~
er Bursau. . .
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plausible that here the "triple point"* plays a part, If
the vapor pressures over water and ice are squal, the heat
of vaporlzation and heat of fuslon may be exchanged for
one another in the presence of liguid water, Since the
process ig intermolecular and no sxternal heat exchange'
is assumed, 1t can take place practically instantansously,
S4nce the heat of vaporization is about eight times as
great as the heat of fusion, a partial ovaporation must
form an eightfold quantity of ice. The veaporlzation can
be caused by dynamic pressure reduction on tho airplane;
for example, on the top side of the wing. Through consid-
eration of the triple point, the manner and speed of this
special type of icirg follow gquite naturally.t

In connection with the foregoing, 1t is interesting
to note in Table I that .in most cases where rapid icing
occurred the temperature was not much below the freezing .
point, and i1t seems possible that the physical explana-
tion of at least a part of the ice formation in those
cases 18 gimilar to that given by Hansen. .

In general, no lce formation will occur at tempera~
tures above freezing. However, occasionally cases are re-
ported where it does form in wet clouds or in rain at tem-
peratures slightly above freezing, and in such cases it is
probable that the ice is formed by eveporative cooling,
the extent of which varies inversely as the relative hu-
midlty,

Undercooled water Aroplets.- In connectlon with the
occurreace of undercooled clound droplets, it 1s of inter-
est to note that these are found at surprisingly low ten~
peratures. A, Wegener (reference 10) observed a "fog-bow"
in Greenland at a temperature of =34°C., indicating that
the fog particles were in the liguid state,

At Little America, headquarters of the.  Byrd Antarctlc
Expedition, both cloud and fog particles were frequently
observed in the-llguld state at very low temperatures,

W, C. Haines (reference 11), meteorologist of this expedi-
tion, states as follows regarding this:

*The triple point"is\the temperatufe (0.005200.) and wvapor
pressure (4,58 mm o mercury) for which the three states -~
" vapor, liqguid, and solid - can exist together in egquilib-
rium. 4t the tripls point the saturated vapor pressures

for ice and water are identical,
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"Fog, while infrequent, was interesting from the point
of view of showing that water particles can, and do, exist
in the atmosphere at temperatures far below the freezing
point, Considerable attention was given by Mr. Henry T,
Harrison and myself in observing this phenomenon. We used
great care in examining fog or mist when it occurred before
recording it as such., 1In every case when the fog was
dense and lasted for an appreciable length of time, a de-
posit of rime would form on the windward side of objects
due to the impingement of the undercooled fog particles,
Fogs were observed at temperatures of -26 C,, ~30 C., and
“‘44: Cn

"During kite flights at Little America, when clouds
of the stratus or-strato-cumulus type were entered, the
kites and wire would always be covered with rime on reel-
ing in, thus proving beyond doubt that the clouds were
composed of water particles. The lowest tempegature ob=
served at the cloud bass was approximately -18 C, Howev-
er, these clouds had the same appearsnce as those of sim-~
ilar type observed at -45° C.e, oOT -50%6, Who can- gsay def-
initely but that they also were composed of water parti-
clest!

The complete explanation of the manner in which water
exists in the liquid state at such low temperatures is not
known, Kohler (reference 7), from his investigation of
the solid substances found in rime, ics, and snow, is of
the opinion that this is primarily due to the congentra-
tion of salts dissolved in the droplets., While Eohler-is
inclined to belisve that sea salt is the chisef source of
these nuclei, Lenard and Ramsauer (reference 12) have shown
that the effects of ultra—violet solar resdiation upon cer-
tain atmospheric constituents may produce hygroscopic nu-
clei of composition different from that of sea salts and
equally, or more.,effective in respect to their hygroscopilc
properties. Such substances dissolved in the droplets
would have the same effect as regards subcooling as sea-
salt nuclei, Solutions of any of these substances may be
cooled to various temperatures below 0" 0., before freezing
occurs, depending on the concentration and kind of sub-
stance, the degree of ionization, the radius of the drop-~
lets and possibly, also, on other factors.

Othey conditions favorable or unfavofable to ice for-
mation;~ A deposit o6f frost may occur when an airplane de~-
scends rapildly from & region where the temperature is below
freezing into a warmer, dbut still subfreezing stratum,
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which is nearly or entirely saturated., In such a case
the formation occurs instantly dbut stops as soon as the
airplane attains the same temperature as that of the sur-
rounding air,

Another condition conducive to frost is in air nearly
saturated and- -the temperature at, or below freezing. The
reduced air pressure, and consequently lowered temperature,
just above the wings in such a region might_be such that
condensatlon would cause a small amount of frost to form.

Sleet, by 1tself, doses not collect on an airplane.
However, when mixed W1th rein it is likely to form & rough
and dangerous coating.

Clouds composed of ice’ spicules do not form any appre—
ciable deposit. -

Dry snow does not adhere to an airplane, A mixture
of snow and rain or cloud droplets, however, is likely %o
form a dangerous deposit of frozen slush, -

Ice deposits from freezing rain may often be partlal-
ly romoved or prevented by flying in the inversion, i,e.,
warmer layer, which usually exists above such rains,

A 1light deposit may form on an airplane flying in a
region where cloud droplets are of such small size as %o
rendsr them invislble, providing the temperature is below
freezing, emtt A

Methods of determining whether ice will form.~ The
fact that ice deposits of appreciable amounts do not occur
unless the airplane 18 in some form of visible moisture,
is of prime importance because in this way the pilot is
visuwally warned, providing he knows the air temperature.
The latter can be ascertained by means of a distant indi-
cating thermometer, At night visible moisture can gener-
ally be detected by means of a light on the airplans.

—

In view of the important difference in the effects
of clear ice and rime formations on an airplane in flight,
it is obvious that any means of determining which of the
two types 1s likely to form on any particular occasion
would be of great benefit. While temperature caéhot be
used as a sole criterion in regard to the particilar type
of ice formation it ls, however, the principal criterion
as regards the probability of any formation at all. With-
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out upper air observations the temperature aloft must, of
course, be estimated from surface conditions., To do this
properly one must assume & certain lapse rate, 1l.e., ver-
tical change in temperature, The lapse rate prevailing

at any particular time depende on & variety of factors,
the principal ones being (a) time of day, (b) season,

(¢) latitude, (&) nature of the surface, 1.e8.,, land or
water, (o) cloudiness, (f) wind velocity and direction,
(g) atmospheric pressure distribution, and (h) precipita-
tion., As many of these factors as possible should bde tak-
en into consideration.

The following will assist in estimating the tempera-
ture lapse rate at any particular time.

On the average the temperature decreasss about 0,6°C.
per 100 m (328 ft,) elevation. In the lower levels, i.e.,
the first 1,000 m (3,281 f£t.) or so, the lapse rate may
vary from slightly more than 1°C.. per 100 meters to a large
negative value, i.8., the temperature may increase with
elevation, The latter condition is called a temperature
inversion and is a common phenomenon at night and sarly
morning during clear, calm weather. It is most pronounced
in winter and at higher latitudes. A so0lid cloud layer
at night tends to minimize the intensity of the nocturnal
inversion, as then terrestrial loss of temperature is ma-
terially reduced by the return radiation from the cloud.
The intensity of nocturnal inversions is likewise reduced
by wind which mixes the air and thereby prevents extrems
stratification.

During mid-~afternocon, particularly in the warmer sea-
son, the lapse rate generally increases until it reaches,
or slightly exceeds, the adisbatic rate for dry air, i.s.,
1%. per 100 meters, An overcast sky during the daytime
tends to keep the lapse rate low, as then the clouds in-
tercept a large part of the solar radiation by absorption
and reflection,

Precipitation tends to decrease the lapse rate. The
lapse rate within a cloud is usually less than in clear
air, except that immediately above sheet clouds there is
often a %temperature ianversion.

For more detailed information regarding the effects
of these and other factors bearing on the tempesrature
lapse rate reference should be made to a good textbook on
meteorology.
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' The determination of the size of cloud droplets from
ground observations is Aifficult®. An inciplient rain con-
dition is a fairly certain indication of large droplets.
This may be indicated by the appearance of the clouds and
a8 knowledge of general weather conditions at surrounding
stations.

Some indication of the size of cloud droplets is af-
forded by the presence of a corona which, if very close to
the sun, or moon, signifies relatively large droplets,
whereas, when the corona 1s large, i.e., farther away fron
the sun, or moon, the droplets are correspondingly small-
er, This criterion, however, would probably be of little
practical value, since coronag are vislble only when the
clouds are thin and under such conditions the danger of
icing usually is not serious,

The presence of a halo indicates clouds composed of
ice splcules which, as previously stated, do not form any
appreciable ice dep031t

Low pressure areas usually are more favorable for ic-
ing conditions than high-~pressure areas, since the former
are generally attended by considerable cloudiness and pre-
cipltation. Favorabls ilcing conditions are likely to ob~
tain in regions to ths leeward of large bodies of water
where temperatures of freezing, or lower, frequently occur}
also over high terrain where flights at high elevabtions
are necessary.

In closing, it is desired to state that one of the
chief difficulties in a study of this kind is the frequent
impossibility for the pilot or observer to classify cor-
rectly the type of ice formation since it usunally is melt-
ed by the time the airplane reaches the ground, Since
meny of these flights were made before daylight this dif~
ficulty was especlally pronounced, Also, there is & cer-
tain amount of confuslon in the minds of many as to what
congtitutes rime and what clear ice. It ig hoped that -
the descriptions given here will make possible & more ac-
curate classification in this respect in future observa-
tions, It is believed, however, that so far as averages
are concerned, .the values found would not change apprecla-
bly with additienal observational data.

It is desired to acknowlsedge -the cooperaﬁion of the
National Air Tramsport, Inc., Chicago, Ill,, with the
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Weather Bureau in the procurement of a number of alrplane
observations during ice-forming conditions. During the
winters of 1928-29 and 1929-30, regular mail planes fly-
ing betwsen Chicago and New York and between Chicago and
Kansas City, were equipped with aero-metsorographs when
conditions appeared favorable for ice formation. Local
flights such as are now made daily at the Weather Bureau
sirport stations at Atlanta, €a., Chicago, Il1l., (Cleve-
land, Ohio, Dallas, Texas, and Omaha, Nebdbr., however, pro-
vide far more satisfactory data for a study of this kind
than do flights made over great horizontal distances.

I am indebted %o Mr. L. P. Harrison of the Aerologi-
cal Division, Weather Bureau, for many helpful suggestions
during the preparation of this paper.

Weather Buresu, .
Weshington, D. C., October 26, 1932,
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paper by W. Bleeker, entitled "Einige Bemerkungen fiber
Eisansatz an Flugzeugen,! Met. Zeit., Bd. 49, Heft 9,
1932, pp. 349-354, came to the attention of the author
after the completion of this paper. Bleéker emphasizes
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tional to the rsdius of the drop and thus a factor in
determining the amount of deposit. Applications of the
above, computations based thereon, and other topilcs are
also discussed. -
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Et, amd 4.-8t. 88} 1,140 |- 1] -3 98 100 1 [1/4 | Wings, wires and séruks Oleveland, Deo. 10, 1831
5,080 | 65,180 |15 | 23| & o4 1 -
A,-Bt, ynd pnow | 4,000 |4,B20(-7]-9| %0 80|53 1/3 |1/4 | Winge, wirem snd sirute Oleveland, Jsn. 21, 1932
A.-8t, rain mnd | 4,080 | 4,410 |~ 4] -8 90 8818 1/3 |1/% | Winga, wiren snd struta . . 14, 1931
alsot
A.-Bt, rin apd 3,430 | 4,800 |- 8] -1 | B4 9L - a Lesding odgos, strobe and all rigging “Toad s0 heawily had diffioulty
alsat olimbing, te beada of ica |Dallus, Dec. B,
A,-8t, aod gnoy | 3,880 (3,390 |~-6[-10] &0 93| 9 |1/4 | Winga, wires and s¥Tuhe Olavelant, Fab, 21,
a,-Bt, 3,670 | 3,350 |-2|-6| 9% 93| 24 |8/3 | Wings, wires and giruis Ios Tmeven on wires and struta,
- d ive vibzation Olaveland, Mar. 2,
Bt, 580 | 1,100 [-©0]|-13| 90 -1 1 [E/47 Wingu, wires and eizubn Oleveland, Mapr, B,
88, 810 (1,800 | =14 | ~19 | 100 98 S |3/9 | Winge, wises amd struts Whits frosty Oleveland, Mar, 10,
Bt 540 E80 |-10]{ -13 | B8 o] 2 [1/4 | wingn, wires amd struba Claveland, Nar. 11,
By, =0u, 1,800 (1,430 |- 4(-8]| 85 95/8 1/8 | 1/4 | Wisga, wires anmd stimts Olavoland, Mar. 19,
g, 430 (1,540 [-8|-10| ©0 23 5 [(1/8 | Wings, wires smd siruke Olevoland, Ner. 22,
B¢, Ou. 1,180 |1,8e0 |-7 | ~8]| ™ 85| & |1/8 | ¥ings, wires and siruts Qlaveland, Nar. 31,
A.-8%, and stow 2,480 | 3,580 |+ 1 0] o8 23 iﬂ 3 |1/4 | Wings, wires and struts Clavaland, Jan. 3%,
Bt,.-0u. 50 (1,180 [-4|~8] 97 | 1008 1/3 |1/3a | ¥ings, wires and strma Olaveland, dpr. 3,
Bt. aod anow 700 [1,430 |- 4 (-0 | 90 95| & |1/8 | Wings, wiros s ctrubs Olavaland, Apr. 15,
BY, and emow 930 (2,300 (-6 (-16| 98 90| 8 [1/¢ | Wings, wiros and stTuts Bough Olovelsnd, Apr. 18,
A.~8t. and rain 2,670 (4,950 |- 3| -14| 95 8| - . Iciolas Tormod shrnlght beok from tralling edge | =dbout one dozsn iciocles,
of wings ysllowish rima Olgvaland, Apr. 30,
A.~Da. 4300 |4,450 |11 23| 7O k) 8 |1/4 | Wings, wires and sirums Clevalaml, Apr, 34, 1943
Bt.-Ou. B850 1,430 (-3]-4| M4 ] 5 |3/8 | Wiegm, wires and etrute Clovzlmnd, Apr. 86, 1831
A.-tu, 8,350 2,650 |-3|-3]| 93 93
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. EE b - 3 TABLE I. (Cont) FLIONT OBSERVATIONS MADE DURING TSE FORMATION OF IOE ON THE ATRPLANE,
i g .5. 35 ‘Eh 3& o8 5'§ § OLASSTFIXD AOCORDING 70 TEE TYPE LND TETONECSS OF FOREATION
it | i el 1o 5212 191 | s
» -
as a o o 5 H‘ ﬂo a
uoa akal aksa| & - © 3 3 s B f airplans whars lco formed Hosarks Place and dats
ﬂg: E'Ea E 3 g '13 E"E E": E" E axte o of obasrvation
g #Bg) #28( 82 50| %es( 518 39
R EHEE R EAE RS
Mutors|Mstors o0 | % :::;5; min 4n. RIXE LEAS TEHAN 14 INCH
4.-0u, 3,510 5,87 |-3(~-4 | 95 | &5 1| 3/8 | wires Frosby, wntte Olsvaland, Fume B8, 103%
A.=8t, 4,43 (4,670 | -12(~14 | 7 | 83| 10 | 1/18 | Lesding edgen Whitieh Ohdosgo, Nxy 0, 138
-~ "37.3 n,;g iy w{e| ild :{.:-a‘-u and strus ALt . 01 1.&1.:'”12’1911
. - - =] [} ' e ¢ YR, %
[ 430 | Mo[-1]|-3| v¢ | o8] 3 {*race whield Omaha, Deo. 34, 1631
u. 890 /8,150 |~9|~& | %5 | 97 T Laading edges mg;fmm..l.:mmm“.mdn, - o u.'ma
1 «
o, 000 [L,1m |- 9 <20 | &= 7 1/8 | Wioge, wires and stowie Olevelsmd, Feb. 5,
b, g0 | sso| ol-1]| mE 9T 1| 1/18 | Laading ndged ) Gidoago, Teb., 3,
A=Du, 5,010 (5,150 |-18 [-30 | "B | @2 16 | Yery | Wings and struss Nelther airplans er inatrweest showsd awy
800 80 | ~10 | ~18 .23 as + Ly Btrut M:d i—?lh upon, extaring slouds end ) Jan. 28,
8t.-Cu, o - - . .
snow nalted 1-::3011 upon lsaying alowda Ohioage, Foy. 36,
8, and rain| 4,040 ;4,300 -3 ™ . 4 | 1/18 | baading edgce wings and atTuks Ioa dleappearyd on Jusoaxt at 3, mtbers oht ost. 15
B, and raln| 830 [L880 |3 L|=¢ | & | 85| B [ L/8 {tires and struta v Cleveiand, Cus, 30,
A.-Ou, s,2m0 57810 | 28 |20 | 200 (106 | ¥ | Thin| Leeding eages expossd parea Smooth, Dot Mtlosd wa¥ll wfier laoding ' Mar. B,
[y Wo (1,930 |-6 -8 o4 | BE |2 1.£l 1/8 | Winge, wirse acd struta Frosty, wiive Tlowe, Mar, 1,
At 3,490 [3,000 |15 )1y | o8 | o7 1/8 | Wings, wiras and struce Tloveland, Nar, 18,
8t.-0u. 1,250 {1,800 |~ 9 [=13 | B3 } 93 3 g1y Wires Ulavsland, Mar. 34,
8. 400 830 |-1|-= 95 | o8 Bg }En , wires and atruts OClovelpnd, Mar. 29,
8%.~0n, 5,740 4,780 | - 2 | 10 95 | 100 Ia migas axpossd parte Not nowloed dwring flight, sasn afier
.00 1,080 (4,180 | = T{ B[ 1/87| La odgns mad vmder side Of witgw Ohiongo ‘l::.“'
S (RS 88 1| MR | AR I e, amteg o Oudcage; by C,
b ' ' - (YY) ) Ngr, 38
|t vt LR R85l [nd | B U ol | Ham e e St B B
. . Y -] - . »
1.-0m. 5,15‘45, ¥ (=0 | &k By 1/8 | Wires White, frosty Tloveland, Oot, B3,
840w, ax 040 [+1|-3| 90 | 5L 2 | 3/18] Btruks, wires and lsading sdgns,mings Olevelpnd, Oct. 17,
#t.-0un., . 950 (1,20 ]|-9|-10 | 90 | ®4 |1 L/2 3][}% Wings, wires, stoiia Oleveland, Jen. 10,
£t.-0u. 8,280 (3,850 |~ 7 |- 8 90 20 |2 lgi wires, séruts Oloveland, Jen. B,
Bt ,.-0u. 0 | an -z .-: :: gg 3 :ﬁ :m :1!.:0! only mu@, J-.n. Bg,
- - 1] ros [1-%
::,2: ﬁ ,,,g!ig -7]-8] 90 | 5|2 1.{3 1/8 | Wing, wires oo Frowty white uumﬁn' . Doo. 25, 1951
84 .-0u, o | esoj-pl-20 | o0 | 98 1/8 | Wings, wires apd strota Olovalasd, Fob, 4,
Bt ~0n 1,380 (1,300 |~-81~-8| B | 98 L{B Tiﬁ Wiren Prouty white Ulevaland, Feb. 23,
8t.~0u. 410 M0 |-8|-6 9 : 3| Lno!m d:;;'nnly Plaky gﬁnm, -;n. 23.
8, ~0u, 50| e )-9|-11 | & L = cago, Jan. 24,
Ju, -4 = D 4 14 | Lending edges, struse snd wires Ohioago, Nov. 8
-l -0 - R ) I - B Lﬁlﬂ Leading edgas and wings | hieams o ok
g 0 :%g -g —.; g‘; 2‘; ls. : I.nd.;.g sdgoe ﬁup' )'oz' B:'
8% .~0u, 640 - - . r - &5
A-~B%, Blest
- - - 11 s and whrut Ulaveland, . 10
g 2;% g:ﬁ CETE ) 8= | 8ml 3 1ﬁa mbudln‘ edgns Hiruis and wings Guicage, = e s,
A,=0u. 4,110 (4,100 |- & |- 4 08 ) 5 [ 1/8 | Lawding sdges struis and winga Oilosgn, Ook, B3,
A.~Ou. 3,600 |5,810 | -11 | -1% | 100 | 100 T Tires, wings s leading edgea, siruss Iooj_g::ppuuaa an descant at 1,500 metors ala reb. 34
Eronmd as, . 24,
Ot a0 | a5 | o8 B 37| Wings, wirvem and Wiruse Qloveland, Feb. M8
o 2540 (399 Je(da( T | + thin Leading sdges Chiowgo, = Fob. I,
A, 4,550 14,400 | 19 |- | 90 | %0 5 | 1/18 | Wires Oround lights viaihla through olouds Clovulaud, Feb, 27,
2.8t 1,940 (2,140 |-10 |12 | o0 | %8 7 (Bmall | Wires and struse Oleveland, Peb, 1S,
. wmouat
A.-8t 4,400 |4,910 | =13 | =17 =] B8 71 1/8 | Lemding odgen Sofs, meds airplans hard to hwndls Omabe, Doe. 8,
A-ou. 3,040 |5, 70 et pe g|u—u:1:3: odges Gt rds ST !
BE.~0u. 4,850 |6,060 [ -1 | -1 P °1°"1'“’, '
amourt
Bt 4 [N 88 95 | 11 ) 1/33] Bsxnse, wirea and lasding sdges, wings Rough Omubg, Mny 23
oo, g:nmﬁ 4& -9 34| 72 | 0| 13|18 | Leading sdgss siruia and wiron | Ohlosgo, Apr. 81,
8t.Ou. 2,180 |2,780 |-1|-2 | 100 | ¥ 1| 1/a | Wlres amd wirvis Olaveland, May 11,
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TABLE X. {Oont}

FLIGET OPATRYATIONS NWADE DORIRG THE FORMATION OF IGR OF TEX ATHPLANE, OLASOIFIED AGOORDING TO TME YYPE AMD YTHIOKNSSS OF FORMATION

i
” F:
o3 |8 | BRI B 5, (B [ag(®
s | 5%, 30| 39/ 8515 |91 (512
Aw O noﬂ ga o -8 [ o ':H L1
-G H dha | op £ o 5& o
g g8%| gde) g E'g a2 | o8 |22 le Parts of alrplens where.los formsd Rowaris Plaoe and date
S T MR RTINS E.. e ‘ of obsarvatlon
sz¢ | BHg| ¥H3) 85| 25| Ez8|End| g2 B
LR B AR AN E P
aof " 1T HE MM :'E-p O 3.‘
WovoreMotors| o | o | PaEc | Perc} ginlia, OLTAR IOK, 'HICXYNSS OUNXXONN
Nisk aud
. N 3,800 |3,800 |- 1 |-10 0 80 12> Lesding odges and aszomstsorograph Bapll plobulas of olenr loe Omaha Teb, 35, 1828
A,-Bt. 2,380 (2,780 [BER] g1 ] 8|7 A1) ovar airplans Olanr drops, suoh moisturs on
nirplens bators ica formad (Chloage, Des. 30, 1851
Raln pod
B8t,-0u, 800 |1,060 0of(-12 1] 0 B|? Tirss and metal.parss, oot on wings Bmooth Omaka, Oot. ¥, 1831
& .-0u, 350 730 |- 3 |- 4 &4 LA Lesding sdges Roogh Chlomgo, Jan, 15, 1838
(Balow
A.-E%,) 4,880 |5,000 |= 3|7 | 95 o|r Wiras and lesding edges, wings end struta about $ho sizs of raindrops Dallas, Jen, 18, 1932
RIME, THIOELNXIS UNXEDYDN
':it_h;ul 5,180 (3,850 | O |- 86 | 100 80 | . 8| ¢ Laading edgon wings, siruis and wires Liky small raizdrops, white Dallas, Fob, 15, 1933
n
l'l.l_;: . -
“.Eun".iu 3,810 |4,440 |~ 3 |~ 7 | 200 o7 1317 Mngs, sirma, rigging and peromstsorograph White vosds Dallps, ¥ob, 18, 1038
and stoss| 8,400 {8,800 | 0|-3|200 | @ 8| 7 | Lesaing sdges, skrois and wings like fzomen raindrops, white |Dallas, Feb. 23, 1032
san | 3,800 (4,600 [-1]-8 v8 | 94 | a8)7 Btruts, wires ard ¥ralling adge of wings Wiiulsh, sbout sisa of ralz-
and sleak arcps, flattenad inmse flekas|Dallas, Jan, 28, 1938
-8, 4,050 |4,330 |- ¢ |-18 85 5 a|? Struts and bottom af wings Bmooth {dhioago, Deo, 31, 193
A.-3%.
raln and
alest 3,130 |4,640 |- B |~12 83 93 |7 Leading olges wings, atruts and Tigging wires fmoakh Dallas, Dao. 1, 1931
RINE, AXD CLEAR ICE IN BAME OBRSEAVATION
A4.-0u, 4,400 |4,700 |- 3 |-5 | B2 65 8 1/8|1y4] Wings, wires and sbruis Inner coes fromty, outer coas
alenr * Olaveland Cot. 24, loxl
8t .. 830 1,180 |- & |-10 BR 0 8|~ Lesaing sdges Saooth, olepr and mnlid, sxaapk
rough whitish airip conber of
forwerd edgs of wing,sdbaring
wary ¥ighily to alrplsne,
thiokest at oxmot canter of
and loading odge and diminish=
ing within poveral luobns of
1sading edpo 4] Rea. 8, 197
8t.-tun. | 1,820 |2,800 |- 7 as 95 41/2 (1/3| Wings, wires and skruts Semicleat los And mowhfrosty |Olavailand, Nov. 3, 1931
Bt.-Ouw. | 3,280 (4,540 {-1|-8 | 98 o8 20 Haavy| Leading sdgos, siruks, wings and wires Bnow froze first as whitish
snow and ios, than sleet froas, form—
slest ing ontar oot of olear loo lDullu.l, Nar., 80, 1933
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TABLE II.
Type | Thick- |Fo. of | Average |Aversge Averags [Average Average Average Average
hess cages | temper- |temper- relative |relative time height thickness
ature at |ature humidity |humidity during above of stratum
which interval | at waich |interval which ground in which
formaiion|in which | formation|in which formation | whers formation
occurred |formation | ococurred |formation . occurred | formation | occurred
occurred accurred. occurred
{+ indicates
higher -
nmidity at
end. -of for-
matlon than
at beginning;
vice versa.)
“9C “C Parcent | Percent min. meters meters
Clear | 1/4 in.
ice | or more| 19 -5.8 2.5 92 + 2 7.5 2,476 876
Clear | Less
ice | than .
1/4 in,| 19 | -5.9 2.4 90 +3 3.7 1,943 499
Clear | Un-
ice | kmown 5 |-3.1 3.8 86 +2 B.4 2,272 695
Clear
ice | ALl 43 ~5.5 3.1 20 +2 6.3 2,245 562
Rime |1/4 in.
or more| 50 ~6.3 3.3 92 + 3 6.6 2,161 b22
Rime | Less
than
1/4 in.| B2 | -B.6 2.7 89 +2 4.8 2,482 395
Rime | Un-
known 6 -5.2 5.3 93 -2 13.7 3,764 828
Rime | A1l 108 7.3 3.1 g1 + 2 6.1 2,399 A%9
Clear | A1 4 —6.6 4.8 a7 +10 9.5 2,89L 718
ice

and rime during sam¢ observation

*Of 930N 1IBOIUYDST "DV K
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¥.2.C.4. Technical Note No. 439
TABLE III.
Types Thickness Number of cases at

Chicago | Cleveland | Dallas | Omsha
Clear ice 1/4 in or more 10 6 0 3
Clear ice |Less than 1/4 in, 3 2 1 11
Clear ice |Unknown 2 0 1 2
Clear ice |All 15 8 2 16
Rime 1/4 in. or more 4 38 4 1
Rime Less than 1/4 in. 20 22 2 8
Rime Unknown 1 0 5 0
Rime A1l 25 80 11 9
Clear ice
and rime
during same
observation|All 1 2 1 0

TABLE 1V,

Average temper- ! Average temper- |Average Averags
ature during the | ature for Nov, amount of amount of
ice formations 1921 to April, low clouds. intermediate
as obteined from | 1932, incl., 8100 a.m. clouds, 8:C0
data in Table 1 for the E.S.T. for g.n., E.S.T,.,
for heights Nov., 193L for Nov. 193L

to April, to April,
1932, incl. 1932, incl.
L (Scale 0-1Q)| .(Scale 0-10C)
2,245 | 2,399
Clear ice| Rime meterst meters®*
Chicago -4.8 -8.1 -2.6 -3.3 4,3 - l.2
Cleveland | ~2.8 -5.8 ~2.8 ~3.4 5.0 2.0
Dallas -3.0 -7.1 6.5 4,9 4.4 C.6
Omaha, -7 4 -9.5 -0.5 -l.2 4.8 0.8
¥
i
* Average helght above ground at which clear ice formed.
%% Average height above ground at waich rime formed, (See Table II.)
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N.A.C.A. Technical Kote No.438 . Fig.l
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Fig.l Actual number of cases when clear ice and rime formed at various
temperatures, the latter representing the mean of the temperature
range through which each formation occurrcd.
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Tig.2 Percentage frequencies of clear ice and rime formations at vari-

ous temperatures, the latter representing the mean of the tem-

perature range through which each formation occurred
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Fig.3 Percentage frequéencies of clear ice and rime formation at the
temperatures at which the ice began to form.


http://www.abbottaerospace.com/technical-library
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Fig.4 Percentage frequencies of clear ice and rime formations at various
heights above the ground, the latter representing the mean of the
height interval in which the formatiens occurred.
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Fig.5 Percentage frequenciee of clear ice and rime formations for various cloud and weather conditions.
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