“Who’s On First?"”

During landing rollout an his sixth
day of carrier-arrested landings. the A-7
Corsair pilot inadvertently retarded
the throttle back past idle to the en-
gine cut-off position. Hearing the en-
gine unwind, he realized his mistake
and immediately returned the throttle
to the idle position. He quickly at-
tempted to transmit to the tower that
he had shut the engine down but the
generator had dropped off the line, so
his transmission was not heard. Anoth-
er aircraft was rturning at full power
on the catapult, so he did not realize
that his engine had not stopped but, in
fact, had returned to idle REM, (He
failed to note the RPM gauge which is
the only engine instrument that oper-
ates without generator power.) Think-
ing the engine had quit, the pilot now
believed that with the throttle at idle
position he was dumping raw fuel into
the windmilling engine; so he again
pulled the throttle to engine cutoff po-
sition. Again he detected the engine
unwind, but this time a check of the
RPM gauge confirmed that the engine
was, in fact, running at idle, so he
quickly returned the throttle to idle
position. He then reset the generator,
restored electrical power and notified
the tower of his status, He was finally
taxied from the landing area and
parked abeam the island structure to
realign the IMS prior to launching to
the beach.

After a coarse IMS a]ignmcnt, the
pilot determined his aircraft’s approx-
imate magnetic ht.'ading by adding his
aircraft’s relative heading on deck to
that of the ship’s heading which he re-
membered during lunding, He dialed
240 degrees into the HSI course win-
dow and slowed the IMS to that head-
ing, He was unaware that the ship had
altered its basic recovery course by 45
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degrees to port since he had landed.

The pilot then informed the tow-
er that he was ready for launch but
did not report his fuel state (1,900
pounds). The A-7 bingo fuel require-
ment reported by the tower was 1,600
pounds. He did not request, nor was
he given, the ship's new heading (190
degrees). He taxied to the catapult,
checked 240-degree Ileading on his
HSI, and was given a steer of 015 de-
grees, 75 nm to home plate.

After launch, he executed a nor
mal Case | departure and reported
level at 7,500 feet. He acquired a
tacan lock-on to home-plate bearing

015 degrées and executed a right turn
to proceed directly to the station,
His tacan dismucc—uwusuring equip-
ment was inoperative. He attempted
contact with GCI control for inbound
flight following but, after his third try,
was told by another pilot to stand by
as GCI was busy.”™ Proceeding on,
with five minutes into the flight. the
pilot was startled to see the “low fuel”
and “master caution” lights illuminate.
The main fuel needle indicated 1.700
pounds with 1,400 pounds showing
on the digital totalizer. The pilot re-
duced throttle to establish maximum
range profile. Up to this point, he
had been proceeding 015 degrees on
his HSI, at 7,500 feet and 330 KIAS.
He declared emergency fuel state but
still had no direct contact with GCI.
']'lzruugiluut the remainder of the
flight, all communications between the
A7 and GCl were relayed by other
aircraft.

GCl interrogated his mode 11 IFF
squawk, and informed the low-fuel
A-7 pilot that he was “radar contact.”
This was in crror, however, as the
radar contact was a second A-7 (#2)
who had launched 10 minutes later
and was proceeding inbound on the
195 radial. Both aircraft had been as
signed the same mode 11l squawk, as
they had been in the same flight to
the ship. A third A-7 (#3) had alse
been launched and was tracking in-
bound, approximately 15 miles behind
#2. GCI vectored aircraft #3 roward
#2, thinking that #2 was the low fuel
not knowing that A-7 #|
was proceeding northwest on a course
of 330 degrees, some 40 miles west of
#2 and #3.

The pilot of aircraft #1, hearing all
the airborne transmissions, assumed
that he was in radar contact, and that

aircraft

aircraft #2 was proceeding to join on
him from behind. At this point, the
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pilot noticed that he was steering 015
degrees magnetic on his HS1 but head-
ing 330 degrees on his standby com-
pass, and transmitted that his gyro had
failed. He was advised by another air-
craft to disregard his gyro and steer
015 on the standby compass. He im-
mediately executed a 50-degree turn
to starboard.

For the next five minutes, GCI con-
tinued to vector #3 to join on #2,
After join-up, the pilots of #2 and #3
realized the mistake and reported their
position as 195 degrees/25 nm NPA.
The GCl controller correlated this
position with the aircraft they had
thought to be #1.

Overhearing these transmissions, the
#1 A-7 pilot checked his divert chart,
and reported that he was now in
sight of some islands southwest of Mo-
bile Bay (some 60 miles west of Pen-
sacola). He realized that he did not
have sufficient fuel (900 pounds) to
reach Pensacola. Twenty minutes had
now elapsed since his low fuel light il-
luminated. He switched to “emergen-
cy” IFF and climbed to 19.000 feet
to seck a suitable landing field.

The GCl controller expanded his
radar range scale and located the air-
craft via his emergency IFF squawk at
260 degrees, 50 nm from Pensacola.
With the assistance of an alert Pensa-
cola uppmuc]l controller and the pilot
of A7 #3, the low-tuel Corsair was
directed to Brookley Field in the
northwest corner of Mobile Bay where
he performed an idle, maximum-rate
descent from 19.000 feet at 15 nm
southeast of the field. Transition to
landing configuration was accam-
plished at 1.5 short of touchdown,
crossing the runway threshold at 160-
170 KIAS. The pilot felt he would not
be able to stop the aircraft safely with
that speed and executed a go-around,
effecting a very tight pattern to a safe
landing.

The engine was secured with 300
pounds of fuel indicated on the main
needle and zero on the digital total-
izer.
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7 Grampaw Pettibone says:
s Holy bungled birdfarm bingo!
This is just too close for comfort, And
the fact that there have been two sim-
ilar A-7 bingo incidents within fwo
months is just too much! The first
incident resulted in the loss of an
A-7E when the engine flamed out .9
nm short of the runway. It is sad to
see that the important lessons which
should have been learned in the first
mishap were not.

Specifically, the inexperienced pilot
failed miserably in making proper use
of available aircraft equipment and
facilities and procedures. Additionally,
carqual supervisory personnel failed to
adequately monitor the CQ evaluation,
particularly after viewing this young
lad’s idle-wild demonstration in the ar-
resting gear.

The mishap board was directed to
investigate this near-mishap just as
though a class “A” mishap had oc-
curred — as it dang near did. The dif-

ference in this case is that all pertinent
materials (aireraft, pilot. Supervisors,
statements, etc.) were available to
analyze lessons learned (of which there
was a bunch). Now, let’s make some
use Df thl.'ln-

Ge“[s. cach Ycﬂr we s thrcf.‘ to
four CQ bingo calamities make head-
lines and most of them are copies of
cach other. You can rest assured that
there are many other close calls that
didn’t make the press and are passed
off with an “all's well that ends well.”

In view of the frequency of these
CQ fiascos, Old Gramps thinks it's
time we fall back a step or two and
take stock of our procedures, and treat
bingos like the bonafide, unplanned,
unprogrammed emergencies that most
of them turn out ro be.

How sad it would have been had
this lad flamed out on the go-around
after finally finding a ficld. He landed
with tanks so dry that the first 50 gal-
lons soaked into pores of the tanks
when refueled.



