Pre-Flight Checks

On coming in to land, an e pilot
was able to extend only one wheel, due
to a leak in the hydranlic svstem, When
he attempted to use the emergency co,
system, he discovered that the handle
Wis Inissing.

This necessitated a one-wheel land-
ing during which the airplane sus-
tained considerable damage.

Grampaw Pettibone says:

Sure this could be put on the
pilot’s check-off list. So could a thousand
other similar things, but then the pilot
would never get in the air.

This is one of the many points on which
the pilot has got to depend on main-
tenance personnel. Steps MUST be taken
to insure their inspections include these
items.

Whispered advice to pilots: Since your
neck is at stake, always personally check
as much of this stuff as you have time for.
And don’t forget to raise a big stink
whenever you find anything wrong,

Reversal of Perception

OF course, we all know that the hori-
zon indicator in a gyro horizon remains
in a fixed position with respect to the
actual horizon and the little plane on
the instrument which represents our
plane, revolves around it as shown in
fig. 1.

Occasionally a pilot who has stared
intently at the imstrument panel for a
long period during  an instrument
flight, becomes the vietim of a reversal
of perception. He perceives the horizon
bar tilting rather than himsell tilting
with respect to the horizon, For in-
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stance. when he makes a left turn, he
sees the horizon bar tipped to the
right, as shown in fig. 2, and he endeav-
ors to level it by lowering his left wing.
This inereases his angle of bank to the
left and, as his nose drops. a graveyard
spiral may result.

The chances of this mistaken con-
ception occurring are increased i the
pilot has bean under strain for a long
time and is fatigued. Preventive action

lies in being aware of this dunger and
in eontinually reminding voursell that
vou can always bring the wing up to
the horizon but can never hring the
horizon down to the wing,

F8F Landing Gear Pointers:

Evidence indicates that some pilots
do not have the “word” on the proper
emergency procedure for Tower ing and
locking the ¥sr landing gear.

In the first place, before operating
the linding gear control, be sure 1as is
sufficiently reduced. TO 72-45 savs the
maximum speed for lowering the land-
ing gear is 175 knots. If the gear does
not lower after (z])['f;ll.iug the control
lever:

. Check vour hvdraulic pressure.

a. If pressure is below 1250 psi with se-
lector on SYSTEM, one of two
things is probably at fault; either
there is a leak in one of the svstems,
or the engine driven hydraulic pump
is mallunctioning.  Your procedure
should be as follows:

1. First, test for a leak. Place the
selector on ”[".tmlillg Geir” and
work the hand hydraulic pomp.
If there is no leak, hydraulic
pressure should he built up in
about 10 double strokes. Repeat
test for other 2 systems. After lo-
viling leak, do not use damaged
system. { Also, do nat turn selec-
tor o SYSTEM ). If leak is de-
tevmined, it then will he neces-
sary to supply pressure to good
system (or svstems ) by hand
pump.

2. 1f there is no leak in any system,
the engine driven pump appar-
ently is malfunetioning. In this
case, turn selector to “Landing
Gear” and employ hand pump
while flving at minimum safe fly-
ing speed.

2. 1If the hvdraulic system is ok or the

&ll}ll\l' }}r”('f-‘ﬁ[ﬂrl'.‘ﬁ }.I'II Lty Ill\\"l’r iLIl(I lll{.'l\
the Iul'n]in;_l gear, the following  steps
Slll}'lllf.l IJ(" ti].kl.‘.'ll:
. Place landing gear contral in “Down™
pnsiti'm.
b. Slow flying speed to 120 knots or nn-
lIt‘r.
e. While imposing one negative “g” on
airplanc, pul] emergeney  landing
gear release (“T7) handle.
Rock the airplane in order to lock
the wheels in “DOWN" position.
The red “T" handle control releases
the landing gear and landing gear
door uplocks (main wheels) in the
sume operation, and opens the domp
valve which empties the hvdraulic
eylinders of fluid, thereby allowing
the wheels to drop into the down
pusition.
See Pilot's
planation.
Grampaw Pettibone says:
% Suggest you F8F guvs make a
copy of this and keep it handy in the
plane. You may need it in a hurry some
day.

The Penalty

A pilot with sis hours took an FeF
out for an engine test flight at an ad-
vanced base. When Le returned to the
field. he pu]lml up into a climbing tum
ab a speed of upprf}ximutcly 180 knots.
then attempted a barrel roll at zo0 feel
altitude, The nose dropped while in
the inverted position, and at the end of
the roll the plane was headed for the
water just offshore from the airstrip.
The pilot attempted to pll” out, but
due to his low altitude, he was still in
a 20 degree dive when he hit.

As the squadron commander said.
“This accident exemplifies the penalty
exacted for violating fHight satety rules.
All pilots in this unit are constantly re-
minded and admonished not to violate
estublished rules of safety and have
done admirably well. It s impossible
to dream up a reason for this liyw-
altitude maneuver; a dead man puts
out no information. However, it is be-
lieved and sincerely hoped that this
aceident will impress upon all pilots
what poor judgment might lead to”
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Hundbook for further ex-

While Hirohito's emissaries signed  sur- .
render documents on the deck of the

U.S.S. Missouri in Tokyo Bay, Third Fleet
carrier planes droned overhead symboliz-
ing the might that bronght Japan to her
knees. Crew members muster under the
yawning muzzles of the Missouri’s ritles.
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Belly Floppers

Reports of wheels-up landings dur-
ing familiarization Hights and  night
foLp are received at the rate of ap-
Pl'{]xi“‘liltl.'ll\-" one i dd_\‘.

These accidents seldom oceur the
first time around, but rather on subse-
quent passes. This indicates that some
pilots get progressively more careless
during touch-and-go landings or fol-

lowing a wave-ofl. They either fail to
go through the check-off list each time
or neglect to check the indicators to
insure that the wheels are locked.

It is noted that the preventive action
being taken by an increasing number
ol squadrons and training units is to
require pilots to leave their wheels
down for all bounce drills and during
night rere, It is the consensus among
former squadron commanders and com-
bat-experienced pilots, however. that
this procedure is all wrong, Thev admit
it may reduce the wheels-up landings
in the units concerned, but they con-
tend it is faunlty training and merely
projects these accidents ont into the
Fleet with attendant serions effect on
Fleet operations. Thev insist that the
check-off list must not be violated,
pointing out that the sooner in his ca-
reer it is learned that a pilot is incom-
petent, the better for all concerned.

One other reason for not leaving the
wheels down is that few planes will
stand much of this without over-heat-
mng,

During davtime. a signalman at the
incoming end of the landing rmunway,
to give a wave-off when wheels are not
down, has pr(‘\-'entlrd many & belly
landing. The signalman, however, can-
not tell whether the wheels are fully
locked—this still remains the pilot’s
responsibility.

At night, a variation of this system
has proved to be very effective and is
recommended for trial. For best re-
sults, three signalmen are required.
The senior one is stationed at the ex-
treme incoming end of the runway,
preferably on the right side. The other
two sigmlhm-n are stationed approxi-
mately 200 yards and 350 yards, re-
spectively, farther down the runway.
Each signalman has a Very's pistol and
the senior signalman also has an Aldis
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Lamp and a second Very's pistol for
use in case of misfire.

The man at the end of the runway
waits until the incoming plane comes
abeam, so as not to blind the pilot, then
carefully cliecks the wheels with his
Aldis L;lmp. If wheels are not down,
he fires his Very's pistu], which signal
is repeated by the other two signalmen
up the runway. The pilot may not see
the signal of the man at the end of the
runway, but the signals from the other
two men should be directly in his line

of sight.
“Do Unto Others . .."”

A ppy pilol was flying at 5500 feet on
instruments  through heavy, swelling
cumulus clouds. Suddenly, terrific air
currents threw the plane on its side.
After losing 2500 feet altitude and reach-
ing a spee{'l of 200 knots, the pilot finally
recovered with a split-S.

Believe it or not, when the pilot filled
out the “Yellow Sheet” on this flight,
he didn’t say a word about the: plane
having been snl)jccled to such strain or
ol |1:1¢ing exceeded the maximum al-
lowed airspeed or of having to pull the
plane out with such force.

The plane was scheduled for an
afternoon flight.  Immediately after
tuke-off, the new pﬂnt noticed some-
thing was radically wrong, but since he
was heading over land, he had to gain
altitude before he could turn around.
He landed as soon as possible, taxied
hack to base and rﬁpnl't(-.(l the plane to
be seriously out of balance.

iuspt-ctifm showed that the plane
had been severely strained on the

GRAMPAW’S § /
SAFETY QUIZ

Art aviatons should know the an-
swers to these questions. In the
air, the penalty for not knowing
may prove fatal. If you miss an

answer on the ground, penalize
yourself by looking up the reference.

1. In case of structural or control
damage in flight as the result of
a failure or collision, what pilot-
ing procedure should be fol-
lowed?

2. What is the proper procedure for
fitting a life vest?

3..What is the difference between
normal rated power and take-off
power?

4. What is the minimum angle for
crossing a civil airway during in-
strument flight?

5. Do regulations forbid diving on
wild fowl or frightening them in
any way?

(Answers on page 32)

previous flight. It was estimated it
would take Emr weeks to put it back in
flyable condition.
Grampaw Pettibone Says:
My Gawd! Does a wing have to
fall off before some pilots will report it?

This pilot certainly didn’t give his fellow
fliers much consideration, I wonder what
he would have done if he had been sched-
uled to take the same plane up again with-
out having it checked. I certainly hope
he would have had more sense than that,
but it looks doubtful.

The Yellow Sheet is the pilot’s “insur-
ance.” It insures that Maintenance and
Engineering will fix up planes between
flights or, if they are not immediately
fixable, that they are grounded. The only
way this system will work, however, is on
a mutual basis—you write the othe: fel-
low’s “insurance” on the Yellow Sheet,
and he writes vours. Remember the Golden
Rule!

Corsair Warning

During an Immelman torm an Fo-1a
entered an inverted spin,  The pilot
( inexlu-‘rit'nu’cl in this model) was un-
able to recover and bailed out.

The investigating board was ol the
opinion that the pilot’s main difficulty
was  his unfamiliarity with  this  air-
plane. Slow speed at entry and abrupt
manipulation of the controls during the
muaneuver undoubtedly were the prin-
cipal factors causing the spin. Failure
to recognize the inverted spin until it
had progressed sufficiently to develop
high control forces, accounted for re-
covery not being effected.

The paragraph on acrobatics in the
FG Pilot's Handbook says: “Inexperi-
enced |)i1<)ts shall not enter loops or
Immelmans at less than 280 knots indi-
cated air speed. This speed may be
lessened as more experience is gained
in these mancuvers.”

The prohibited maneuvers and fight
restrictions on  this uirp];uw are Ccon-
tained specifically in Technical Order
Na. 67-45.

Landing Procedure

Several air stations have p];lt.‘c(l the
following operating procedure in effect
to reduce needless landing accidents:

When entering the base leg of the
traffic pattern, the pilot is required to
call the tower, identify his plane and
report, “Turning on base leg, wheels
down and locked.”

If this signal is not received or it
two-way radio contact cannot be main-
tained, the pilot automatically is re-
quired to make a low approach over
the control lower at an altitude of not
less than soo feet. If the landing gear
appears to be down and in p!zwu.'thc
tower then grants appropriate landing
clearance by radio or light gun signal.



