We Were Lost

Here's Grampaw's near aceident ol
the month as told by the co-pilot of
PBM on a routine terry flight from NAS
AvanmeEpa to NAS Wmmpsy Iscann.

“Shortly  after  take-off  the  Fluxgate
Compitss ll{‘].[;lll to fuctoate \:Iﬂll'lltlr\'—-;l”
attempts to remedy the situation proved
futile. Our initin]l mistake was now  ut
hand. The weather was clear and visibility
qund soowe elected to |‘lrm'|-1-c| Ly \\'hl'(“)_\
Ishind. We knew that conditions were not
good farther along the route, but assmmed
we could muke it throngh all right,

“For about three hours all was serene.
Clonds were beginming to appear and the
air was becoming o little turbulent, bt
we felt confident. After all, the gyro-
COMPUss  wasn't precessing oo :'.tpi:'{l_\u
the radio compuss was working fairly well
and the magnetic compass appeared to he
functioning properly. You may readily see
that these were all assuniptions and  we
made no ellort to check our instruments,
Mistuke number two.

“By the time another half-hour  had
passed, visibility wuas zero; however, no
e was very worried as we were riding a
sood clear radio beam, The radio CONPILSS
wus pointing out the way to our destina-
tion, the radar was showing coastlines,
mountains, ete., and all seemed o be
toing nicely. OF course we were hucking
ever inereasing headwinds that would de-
by our arrival until just before dark, pro-
viding that the winds didn’t get am
stronger. We thought they wouldn't. Mis-
take number three. '

“Things really started to pop when the
ridar went out. This was followed by one
ol our biggest mistakes. We were near
our alternate base, but decided to grope
on to. Whidby Island. After all, it only
neeessitated following the indicator of the
radio compass home.

“The radio compass, however, had other
ideas and  became extremely  uncooperi-
tive. It whirled madly abont, evidently a
victim of the same electrical short that
had surveved the radur,

“Rather than leave the beam we staved
with it by bracketing. Had we at this
time attempted to wander about hunting
our alternate base. 1 fear the results would
have been disastrous,

“"We at last reached Whidby, only te
discover a wind of 50 knots was \\'Ilipbitii_{
the water into o frenzy. To add to the
confusion, darkness was slowly engulfing
ns. Three landings were attempted but the
thrashing water hurled us skyward at all
sorts of precarious angles. Mistake num-
ber four. We circled for over an hour,
Lioping that the wind would abate. This
was to no avail as it increased in intensity
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and the circling tmf}' resulted in the loss
ol precious gasoline,

“Abandoning the circling idea, we start-
e for NAS Saxp Poinr. Everett radio
wis coming in L'Il:‘&ll'l}'. but in spite of this
we drifted away  from  the bheam. We
hunted in vain lhruugh the l'uil'l-swt‘pl
skies for our lost guide. As we turned this
way and that, listening intently for some
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SAFETY QUIZ

I. What does a flashing amber
light on the control tower in-
dicate?

2. If the phenomenon known as
“compressibility” s

encoun-
tered in a high speed dive,
should the power setting be

reduced to assist in the pull-
out?

3. When planning a long dis-
tance flight in the Northern
Hemisphere an area of ex-
tremely low pressure is predict-
ed to lie directly across your
intended track. Should you al-
ter your flight plan to the right
or to the left to avoid it?

4. When weather conditions be-
low basic contact flight mini-
muims are Encoun[el‘t‘d on oa
CFR flight plan what action
should the pilot take?

5. In reference to airport traffic
patterns, what is the correct
definition of “base leg"?

Answers on Page 40

sound other than the eclear dit dah, we
detected the reason for losing the beam,
The terrific impact of our attempted -
ings had rendered the gyro-compass in-
operative, The air was by far the roughest
I have ever been unfortunate enonch to
eaperience. It goes without saying  that
under these conditions the magnetic coni-
pass was completely useless,

“The unpleasunt  knowledge that we
were lost now conlronted us. 1 feel that
we made a wise move by immediately
notilving CAA of our plight. They in tur;
took the necessary steps in alerting the
air/sea rescue nebwork.

“The lights of a town were faintly vis-
ible and we set our course in their diree-
tion. We had absolutely no inkling as to
our position. We were sure of just one
thing; as long as we circled the city, we
wouldn't rub noses with any mountains,
Nothing milder than a tornade could have
torn us from those lights.

“Radio bearings were taken on us by
several stations and we were confronted
with startling news. The city we were cir-
cling was Victoria, British Columbia.

“Ships of the Royal Canadian Navy,
hased at Victoria, were qllir_'k o grasp our
desperate situation, They stationed  them-
selves at strategic points around the -
bor, plaving their searchlights on the Lud-
ing aren, rocks, high ohstroctions,
ather hazards to a safe landing. Due to
their excellent preparations o landing was
clfected and all hands aboard  breathed
casily for the fisst time in live loors
Those of us aboard the p],un- that night
owe the Canadiun Navy a debt of grati-
tude for the speedy and efficient munner
in which they hundled the entire situa-
tion.”

iy Grampaw Pettibone says:

Thanks for this hair-raising story
and for the honest account of the mistakes
made on this flight. I hope that your
nerve-wracking experience will serve as a
warning to other pilots who are tempted
to push on in the face of bad weather.
Almost every week [ receive reports of
tatal accidents which cccur because pilots
don’t turn back or land at alternate fields
when they encounter instrument weather
on CFR flights or bad terminal weather on
instruments flights. Unfortunately these
accounts are mostly guess-work as there
are no survivors to tell us what really hap-
pened—just a heap of tangled wreckage
against the side of a mountain.

No doubt some of you other pilots have
"True Experiences’” which need to be told
so that somebody else won’t make the same
mistake. If you've had a close call lately
and lived to tell about it, I'd like to hear
from you. Maybe you can save a life by
writing the details to Grampaw Pettibone,
Room 1801, Navy Department, Washing-
ton, D.C.
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Dilbert Shows Off For
The Home Town Folks!

The owner of a small civilian air-
port was aurprist.’d one afternoon to see
¢ number of cars pull up beside his
field, llt'\])llt’ the fact that light plane
flying had been secured because of
high surface winds.

He was informed by one of the spec-
tators that a Navy pilot wus going to
land an rer at his airport in u few
minutes. The sp{‘cl;ll(:l‘n" consisted ol
the pilot's wife, other members of his
tamily, and several friends.

Shortly afterwards the Helleat ap-
peared over the airport and made an
approach to a downwind landing. The
pilot overshot the 2200-foot grass str ip
and decided to go around again, On
his second :1|)pm'u('|1 he made contact
with the ground, but took another
wave-oll  because ol excessive slw('d,
On his third downwind attempt he
landed hall-way down the feld at an
estimated spm‘d ol 120 !!I,|l.]l. Unable
to stop the aircraft within the boun-
daries ol the field, he crossed the high-
way, tore down an electric pole, and
came to a stop in a plowed field. The
airerafl was o complete wreek, but the
pilot was uninjured because he had his
shoulder straps locked,

Investigation disclosed that this dur-
ing voung airman was an inactive re-
serve aviator on a local Lamiliarization
flight from a Navy lield some 40 miles
awav. e was not authorized to leave
the local area or to land at any other
airport except in an emergency.

Grampaw Pettibone savs:

There is no cure for congenital
idiocy! Downwind landings are hazardous
in light airs, but with high surface winds
any downwind landing spells "CRACK-
UP.” Wind socks, flags, smoke, wind
streaks on the water, and even washing on
the line have always served aviators by
indicating the direction and force of the
wind. Even though you are living in the
“Atomic Age” you need to know where
the wind is before you land. In this case
Dilbert was probably worrying so much
about his unauthorized landing, that he
forgot to observe which way the sock was
blowing.

The board of investigation held that
this accident was the result of the pilot’s
own misconduct and recommended that
he be disenrolled from the Naval Reserve.

Last Minute Tug Pays Off

After catching the number two wire
in a carrier landing, the entire tail hook
assembly of an rer-s puilul out after
approximately 35 feet of wire ran out,
As a result the plane went over the
port side of the ship and erashed into
the sea. The pilot says:

“On the way over the side | gave my
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shoulder straps an extra good pull, then |
pulled back on the stick to avoid hitting
the water at an extreme nose-down .III"'Il
This is the last T remomber until I came
to under water. The cockpit was full of
water and I was going down very fast.
This was no |)| e tor mel I loosened my
safety belt, grabhed the windsereen and
gave myself o jerk, really getting out fast.

II.'I(I ||I_\' ]}.Ir-lk'hllfl' (818 .IT.(] e .\i(ll' ll{
my life jacket inflated and T came to the
surface with great speed.”

This pilot was picked up by a de-
stroyer a few minutes later, in good
shape except for a few bruises. He con-
cludes his statement: “IT 1S THANKS
ACAIN TO THOSE SHOULDER
STRAPS for saving a life or a marred
face.”

It Can’t Happen To Me

The pilot had 2200 hours and was
fight officer of a training squadron.
Word comes to (lmmprm' that his stu-
dents and junim" mstruetors sometimes
thought him a mighty “hard-hearted”
man. IHere’s what happened to him
ene day when he dido't heed his own
advice,

On a 400-mile  cross-country  fight
in an SNJ with headwinds prevailing
over most of the route, the pilot re-
quested clearance by radio for the last
165 miles ol his trip. He did not land
and refuel. The weather was good so

e

F4U Take-Off Acc:dent

The p].nu- pictured above stalled imme-
diately after leaving the catapult—prob-
ably due to a short, quick pull on the
stick. Improper  taly setting is  another
possible cause.

CONMENT:

Before any take off —-CHECK YOUR
TAB SETTINGS. [Immediately after

tike off follow these precautions:

the pilot didn't bother to do much
navigating. When he thought that he
was near and slightly East of his des-
tination, he started Hying West looking
for the field. Somehow it wasn't there.
With 15 minutes of gasoline left he
turned on his radio and  determined
that he was in an "A” quadrant. Still
Lelieving himsell to be East of the
field, he continued to fly in a westerly
direction, Unfortunately he was in the
western A" 1|Illdl int, and the beam
soon began to fade out. He realized
lLis mistake, but by now his fuel was
exhausted, and he was forced to land
in a corn field. Checking his navigation
with a farmer. he found that he was
seventy miles due west of destination.

The plane was undamaged, but the
farmer filed a claim for $100 lor dam-
age to his property, and the Navy had
to send a truck and working party
nearly 250 miles to disassemble the
1‘.[;1“{: and returm it to base.

% Grampaw Pettibone says:

It can happen to you! This pilot
showed wvery poor judgment in not plan-
ning his flight to allow for a safe margin
of fuel upon arrival at his destination.
Had he paid closer atention to his navi-
gation during the last leg of his fight,
moreover, and kept a log of easily dis-
cernible check points, he would have rea-
lized his off-course position long before
he became lost and was up egainst it

A STEEP CLIMB

DON'T MAKE
DONT MAKE A STEEP TURN

Remember that spins and stalls are
the |{-';1(|i||f.{ cause of fatal aceidents in
the F4U. In the last nine months there
were twenty-six such accidents.  Pay
particular attention to avoiding stalls
when close to the water or ground.
Once you stall at low altitude there isn’t
much that vou can do abont the situa-
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