Know Your Emergency Equipment

The engine of an ¥er-5 froze at 6000
feet. After letting down to 1000 feet,
the pilot decided he could make the
field. He put the wheel lever in the
DOWN position, noting that the wheels
started down. As his hydraulic pres-
sure was zero, he put the hydraulic se-
lector on ¥raps and pumped the flaps
down. He made an excellent approach,
but since his wheels were in TRAIL posi-
tion, he made a belly landing.

The local Safety Board commented
as follows on this accident: “This pilot
did a swell job in bringing his plane
back on a (feud engine. However, it
should be pointed out that, if time and
circumstances permitted, damage to the
plane could have been eliminated en-
tirely had the pilot made use of the
auxiliary air supply in his ‘dump bottles’
to lower and lock the landing gear.”

PB4Y Hatch Blows Open

Reports indicate that the emergency
hatch on peay airplanes, located in the
top of the fuselage immediately aft of
the pilot's compartment rear bulkhead,
sometimes blows open in flight. In one

case the navigator was knocked uncon-
scious when this hatch blew open and
struck him,

It is considered that although wear
may be a contributing factor, these
hatches usually come open because they
were not locked securely before take-
off, or because personnel hang onto the
release handle while talking with the
l)ilot or copilot. It is believed that the
ratch will remain closed during flight
if care is taken to secure it pmlierly be-
fore take-off, and if personnel refrain

from using handle as a hand-hold.

PV Ditching

The following is quoted from an ac-
tion summary submitted by a patrol
bomber squadron: .

There has been a lot written about PV
ditching. We have had three ditchings in
which no one was more than scratched.

The first was a single-engine ditching,
nine minutes after take-off, Here full pow-
er on one engine, full flap and full stall-
ing was the method used. Power was cut
as soon as the tail touched. The plane sank
in from eight to twelve seconds,

The second was a dusk landing because
of lack of gasoline. Again full flap, full
low pitch with 20" manifold pressure and
full stalling were used. The plane sank in
about twenty-five seconds.

The third was a dead-stick, no-flap wa-
ter landing. Again the plane was stalled.
No injuries resulted.

In each of these cases the plane split
on the center line just abaft the bomb-bay
step. Emergency equipment was obtainable
in all cases except the single engine ditch-
ing. Here the crew was in the water for
about two hours with only life jackets, dye
markers and one .38 revolver with tracer
ammunition. They were picked up by a
PBM. It is thought that the plane sank so
rapidly because of the gross weight and
full gas tanks.

The escape hatch failed to work on the
single-engine ditching. Three men left
through the cockpit side windows with no
trouble. It should be pointed out that
checking the escape hatch does not insure
that it will work the next time. It is doc-

trine to block open the main access door
with a back pad or ladder. Emeggency
equipment was checked each sixty hours.

This squadron believes that the PV is
an easy plane to ditch without danger of
personnel injury or fatality.
p Comment—It is of interest to note the
general change in attitude that has oc-
curred as regards ditching the PV. It got
away to a rather poor start and soon had
a bad ditching reputation. This has all
been changed, however, and the plane
now has an excellent ditching record—
and reputation. This is due, not to the
plane being any easier to ditch but mainly
to flight crews having been thoroughly
indoctrinated and instructed in proper
ditching procedure.

Don’t relax! Detailed procedure for
ditching the PV is contained in Flight
Safety Bulletin 11-44.

. Excessive Tab Causes Failure

Recovering from a rocket firing run
with the aid of elevator tab, an F4u
pilot naticed a slight buffeting, but ap-
parently paid little attention to it. He
then executed another run. Buffeting
increased and during the recovery, the
elevator completely failed. According
to the pilot, the engine pulled the plane
out nfl the dive. With full miﬂtary
power, he managed to maintain flight at
a critically low altitude. By making flat,
rudder turns and by using flaps for in-
creased lift, he managed to avoid hills
in his flight path until he came to a
valley which give him 500 feet above
the terrain, at which time he made a
safe jump.

Grampaw Pettibone says:

This pilot coolly handled a tough
emergency. Had he become the least bit
panicky at such low altitude, death prob-
ably would have resulted.

However, the pilot created his own
emergency! Excessive or jerky use of the
tab undoubtedly caused the elevator fail-
ure. Par. 4 of Technical Note No. 72-44
says: “The use of elevator tabs as a means
of primary control in pull-outs from high
speed dives is not recommended except in
emergencies such as may arise under com-
pressibility conditions. When tab is used to
lighten stick forces in pull-outs, caution
should be exercised to insure continuous
and smooth control of the resulting ac-
celerations.”

ABOARD SHIP the pilot learns to de-
pend on the hand signals given him
by the deck crew. These trained men
are responsible for getting the equip-
ment moved speedily, safely, so other
planes may land on carrier’s flight deck.
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Costly Delay

Material damage due to accidental re-
traction of landing gear instead of Haps
in yru-sxB aircraft atter landing, is esti-
mated to have cost the Navy over $40 -
H00 in March alone. JuB-sNs Aireraft
Service Change No. 25 apparently had
not been completed on any of the
planes involved.

Attention is invited to the fact that
this change, dated 20 January, affected
the “safey of Hight™ and was directed to
be accomplished “as soon as practi able,
compatible with the immediate military
situation.” Due to the considerable loss
of money and flving time being experi-
enced by this type accident, it would
appear that further dels ay in accom-
plishing this change is lmlustlﬁml par-
ticularly sinece it requires only eight
man-hours: of work per l]]ame, using
miaterial available in local stock.

Help Yourself

Too many aireraft aceident re-
ports are received in which mate-
rial troubles are reported merely as
“landing gear failure,” “hydraulic
system failure,” “seat failure,” “pow-
er pluul failure,” “radio  failure,”
“life jacket failed to inflate,” ete.
This sort of reporting s of little
value to the personnel charged with
design and manunfacture of aireraft
and formulation of maintenance pro-
cedures, To be able to initiate cor-
rective action, they must know the
exact part that f&li[vd, how it failed,
why it failed—and all other perti-
nent information involved.

Attention is invited to aArTICLE 27-
302 in the new BuArr Manual which
requires  that  “Material  failures
which result in aircraft accidents,
shall be reported both by wupa and
aan.” These reports are the main
source of information From operat-
ing units. A particular aceident in
one squadron may not indicate an
Iln]_‘ulrl:mt l)]’l]l_‘ll(’lll‘ Lyuat l'c'uull}l ol a
number of similar reports from other
units frequently will disclose signi-
ficant deficiencies in operating tech-
niques or material,

When in(-()mph’iu or inaccurate
reports are received, corrective ac-
tion is rlt:lal_\*ﬂl: thus acecidents con-
tinue, with unnecessary waste of ma-
terial and loss of life.

But Not the Kitchen Sink!

THIS Evic comes from the South Pacific.
It concerns the heroie efforts of a Catalina

pilot and his crew to stay in the air
against terrific odds.

The sqll;lclrml wils moving to a new
base and the plane was heavily loaded,
illc]udit'lg the entire persm'nd |}(:|{mg-
ings of every one aboard.

A little beyond the half-way mark,
things began to happen when one of
the engines conked out. The pilot and
flight engineer tried everything twice,
but nothing helped. The bomber be-
gan to lose .tllllud{, fast.

Previous ditching indoctrination now
paid off—fak suits, guns, ammunition
and all loose weights were quickly jetti-
soned. The plane was still dropping,
however, so the pilot told the men to
heave out all personal baggage. “What
about your leather hand |mg_‘ , the
plane captain asked. With a start, the
pilot rc;lHiZ{-:d he had aboard his two
prin 'l cameras and some other expen-
sive equipment. That little bag repre-
sented close to $900 of his he lt’(‘I to-save
edrnmg’s. A lltllt‘l\ lnok at the altitmeter,
however, convinced him of the Heeting
worth of all earthly goods.

“Dump it!” he wll(-:l back.

The mad Hl}_.ht went on, but they
still weren’t doing too well. The men
unbolted and unscrewed all the excess
parts in the plane and dropped them
overboard. Then they took off their
shoes and tossed them out. When. at
last, they came in sight of their destina-
tion, the pilot ordered the life raft
equipment jettisoned. This did the
trick. The plane held its altitude and

. they staggered in for the landing,.

The bomber was no more than an
empty shell when it stopped rolling and
the men had nothing to their names but
what they were wearing. They felt very
lucky to be there at all, however,—ui-
til the 'y hopped out of the plane,

When the pilot climbed out, he found
the erew standing around in their stock-
ing feet and treating him to a barrage
of dirty looks. He couldn't figure it out
—theoretically. they should be thinking
prettv well of him. Then he looked at
the plane. There, nestling under the
wings. were o I()f)()-purmrf bombs he
had forgotten all about,

Abandoning the ‘Chute
On a routine ferry flight between
Central Pacific bases, an ss2c pilot
entered a severe storm at approximate-
ly 2,000 feet, went immediately on
instruments. and started climbing,
6,000 feet. the plane entered a right
spin, which the pilot was unable to
control. Both he and the mechanic suc-
cessfully abandoned the aircraft,
The pilot was last seen by the
mech making a normal descent; in
fact the aviator shouted to his passen-
ger as they Hoated down. After land-
ing in the water the mechanic saw the
pilot’s parachute and seat-type life
raft, but the pilot was not in sight.
The enlisted man was picked up “the
next day; the pilot could not be found.,
The air group commander reported
that the probable cause for the pilot's
l:li«inppe:u'un(:e was either I. his fall-
ing out of the ‘chute after unbuckling
it in preparation for a water landing
or 2. his misjudging the altitude and
leaving the parachute too early.
b Comment—Both the dangers listed above
must be avoided during parachute jumps.
If time permits, it is desirable to un-
buckle the 'chute harness during descent.
Before doing so, however, be sure to sit
well back in the sling. Also do not remove
your arms from the shoulder straps. After
your ‘chute is unbuckled, reach up and
hold on to the risers until contact.
Experience has shown that there is con-
siderable danger of misjudging the height
above water during descent. For this rea-
son, do not slip out of your "chute until
contact with the water is made. The dan-
ger of leaving the 'chute too high far out-
weighs the possibility that the parachute
canopy will fall on top of you.

Review “"Parachute Sense”!

GRAMPAW’S § /
SAFETY QUIZ

ALl aviators should know the an-
swers to these questions. In the air,
the permhy for not knowing maif
prove fatal. If you wmiss an answer on
the ground, penalize yourself by
looking up the reference.

1. When is it necessary to file an
arrival message?

2. Do regulations make the wearing
of shoulder harness mandatory?

3. What is the proper procedure
for fitring a life vest?

4. After fitting your life vest and
checking for rips, what three
other checks should you always
make?

5. During flight, hew can you de-
termine whether your artificial
horizon is functioning and indi-
cating correctly?

Answers on Page 48.
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