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Foreword

On October 5, 2013, while driving north of Dallas, Texas, | called my older brother, and
during our talk he made a reference to the airplane crash he was in 35 years before, on August
14, 1978. He said there was nothing on the Internet about it, and so when I arrived home |
decided to see what I could find. On the Internet | soon found Dan Arnes, one of the rescue
swimmers who arrived by helicopter. My brother sent me a passenger list, and using the Internet
I soon found others. | decided to write up what happened.

Wallace Green provided the most help, emailing me part of the official investigation, with
statements taken in 1978, plus write-ups by him and Jim Joseph. Dan Arnes identified the
location of NAS Agana on page 19, found the photo of NAS Agana on that page, provided the
photos of helicopters from that time on pages 20 and 52, the mishap board report on page 24, and
the 1979 Flight Manual excerpt on page 75, and shared his own recollections. Peter Washburne
provided photos of Ulithi, Yap, and the band members, and a recent account of his own. Ed
Estes, Joe Betancourt and Dave Rathbun corresponded about many details, and Joe also provided
the entertaining Van Cleve story. Some information and photos are from Internet sources, and
are assumed to be in the public domain. Peter Washburne also did the final edit, making more
than 240 edits and improvements.

Please note the following:

« This is written for non-military people, too, so dates use the format, “August 14, 1978,”
times use “a.m.” and “p.m.,” and port and starboard are often changed to left and right.

« To save space, titles are often dropped after their first mention, e.g. Director of the Office
of Territorial Affairs of the Department of the Interior Ruth G. VVan Cleve becomes
simply “Van Cleve;” Rear Admiral David S. Cruden becomes simply “Cruden.”

« The airplane is referred to by its call sign, 17152, or as the “C-117D.” The D model was
a very different plane than the original C-117.

« Most quotes are in yellow boxes, and some references to later years are in green boxes.

« The Part B Combined Account includes only small parts of others’ stories. Their
complete accounts in Part C provide vastly more details, and should be read in full.

« Some details differ from one account to another, and some of these differences are noted.

. This author’s comments inside others’ stories are marked off with square brackets: [ ].

It is hoped that this helps provide closure for those involved and information for their
relatives.

Sincerely,

P08
Seth P. Washburne

Dallas, Texas
November 20, 2013



i”i.q ]
()

i H




Bikini Atoll

A. Background S
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1. A Department of the Interior Mission North Pacific Ocean Rongerik Atoll
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In 1945, the U.S. Government wanted a site to test nuclear | CEESEE
weapons, and picked Bikini atoll, on the northwest side of the | <™ W T T
Marshall Islands, as shown at right. As shown above, Bikini tae B R by E;r Maloelap
consisted of 23 islands surrounding a deep lagoon. The atoll e _" o] e
would provide seven test sites: on the reef, on the sea, in the _ o s Amd
air, and underwater, for 23 detonations, starting in July 1946. Kwajalein Mwwapmquao_@", 'A;w
There was only one problem: 167 residents. e, o S
Kosrae \_
Prior to testing, the Bikinians accepted what they thought “mod | Kili
was a temporary resettlement at Rongerik Atoll, also mapped The Marshall Islands
at right, 125 miles east of Bikini, and they were relocated here

March 7, 1946. Rongerik could not produce enough food, though, and so two years later, in
March 1948, the Bikinians were relocated to Kwajalein for six months. In November 1948 they
chose to move to uninhabited Kili Island. Around 1956 some moved to nearby Jaluit Atoll.

In 1970 about 160 Bikinians returned to Bikini Atoll, after it was deemed safe. In 1975 they
sued the United States demanding a study be done of radiation levels. Scientists confirmed it
was still not safe, and the residents were to be evacuated again in September 1978.

Under Secretary Joseph: “The democratic process had seen an almost unanimous vote of the
Bikini elders [mostly on Kili] to return to Bikini Atoll. My job was to decide whether the Carter
Administration should agree to their request, or act as a guardian for the younger generation who
did not vote, but who by returning to Bikini would be sentenced to an early death.

“| decided to go to the Marshall Islands to learn more about what had informed the decision
of the elders. Had they fully understood the information provided? The Marshallese language
had no word for radiation and radioactivity or for strontium-90, or cobalt-60, terms new to me as
well. The translation in Marshallese was sickness or poison, but the Bikinians could see lush
growth everywhere. Some who had tasted the coconuts reported that they were larger and
sweeter than those on the island before the people were removed. 1 also wanted them to know
that the Carter Administration took its responsibility for the group of islands very seriously.”




i

%
C ¥ - = :‘d": )
The Trust Territory of the Pacific Islands @'—l"-ﬂ&;. Eﬂgﬁm | T
L, h Ll WSS

The year 1978 was a transitional time not just for the Bikinians, but for all of the people of
the Western Pacific islands, an area outlined in the map above. They were on the verge of, for
the first time in their histories, becoming self-governing countries.

Guam had been discovered in 1521 by Magellan, and claimed for Spain, that ruled it for al-
most 400 years. Following the Spanish-American War of 1898, Spain ceded Guam to the United
States, and sold the remainder of the Marianas and the Caroline Islands to Germany. At the end
of World War I, the Treaty of Versailles gave Japan the South Pacific Mandate to occupy the
former German colonies in Micronesia, except Guam, and during the 1930s, the Japanese Navy
built airfields, ports, and other projects, and moved residents to occupy the islands. During
World War Il, the territory of the South Pacific Mandate was taken by the United States.

After the islands had been under rule of Spain, Germany, Japan, and the U.S., in July 1947
the United Nations created the Trust Territory of the Pacific Islands, administered first by the
US Navy from Guam, and starting in 1951 by the U.S. Department of the Interior, from Saipan.

Starting in the 1950s the UN and U.S. wanted to move the territory toward autonomy. In
1965 the territory elected a congress. In 1975 the Northern Marianas voted to become a com-
monwealth of the U.S. (similar to Puerto Rico), and did in 1976. The remaining islands were
organized into six districts. In a vote in 1978, four districts (Yap, Truk, Ponape, and Kosrae)
voted to become the Federated States of Micronesia, while two voted to become independent
[forming the Republic of the Marshall Islands in 1979, and the Republic of Palau in 1981].

The Department of the Interior, and the Trust Territory representatives, played a vital role in
guiding the transitions in these countries, and letting them know their options.

Under Secretary Joseph: “This trip started out primarily as a visit to Kili and Bikini to
prepare for the relocation of Micronesians. But it was soon enlarged to include the major
District Centers and selected outer islands from the Micronesian group administered by the
Department of the Interior under a Trusteeship Agreement with the United Nations. | would be
the highest ranking U.S. Government official to visit the area. The Micronesian leaders were
part of a culture that was rather rank-conscious, and so were very excited about my coming.

“l wanted to observe firsthand the social and political conditions American policies have
created, in order to more properly assess the role of the United States Government in preparing
for the termination of the Trusteeship in 1981.”

Deputy Under Secretary Green: “There were two purposes for the trip, first, to meet with
residents of Kili and Bikini who were displaced. All [1970] residents of Bikini were about to be
relocated to Kili, because traces of radioactive contamination had been discovered. To assure
them of the danger and our concern, the Under Secretary felt it important to pay a personal visit.

“The second purpose was to make good on a previous commitment to local leaders that the
Under Secretary would visit each District [Yap, Truk, Ponape, Kosrae, the Marshall Islands
(Majuro), and Palau] in 1978.”
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Department of the Interior Itinerary August 1978

Joseph and Green left Washington, D.C., August 2, for Joseph to attend a Su Mo Tu We Th Fr Sa
Territorial Affairs meeting in Honolulu for two days, and Green to continue on to | 1 | 2 3 | 4 5
Majuro (#3 above) to prepare. Van Cleve on Friday the 4™ flew to Hawaii. 6 7 8 9 101112

13(14 |15 16 17 18 19
Saturday was a long one for Joseph and Van Cleve. They metat6:30 a.m. ™ | |

in Honolulu for an 8 a.m. flight on Continental Airlines subsidiary
Air Micronesia, “Air Mike,” on a Boeing 727, to Johnston Atoll.
As shown at right, there is little there other than the airport complex.

They continued on, and crossed the dateline, so it was Sunday.
They arrived at Majuro, pictured below for a UN visit also in 1978.
Van Cleve noted there was a large crowd, and “Many signs asking |
for a Secretarial order forthwith.” The sign for the visit below states: | = &3

Y PLEASE RELEASE US FROM
E  THE BONDAGE OF YOUR
S TRUSTEESHIP AGREEMENT

Reflecting their priority to see the Bikinians, on still the same day, after 3 hours in Majuro,
Joseph and Van Cleve, now joined by Green, boarded a boat around 3 p.m. for the 180-mile,
overnight trip to Kili island, below right, to where the Bikinians moved in 1948, and to where
more would be moved in September. Kili is 1 mile long and 0.36 miles wide, bottom right.

The group arrived in Kili at 10 a.m. Monday, and stayed until around 2 p.m. On the way
back they stopped at Jaluit at 5 p.m. to visit other Bikinians, then another overnight on the boat.
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Mid Corridor

Majuro — Kwajalein — Bikini

The overnight boat from Jaluit arrived back in Majuro Tuesday around noon. Joseph, Van
Cleve and Green met with local leaders the rest of the day and Wednesday morning. Later on
Wednesday they flew to Kwajalein Atoll, #4 on the map on page 3, with the airfield above,
arriving after noon. At 3 p.m. they took a boat to Ebeye to meet local leaders. They returned to
Kwajalein for the night. On Thursday they discussed the Mid Corridor Agreement —
compensation to those forced to move to Ebeye from the Kwajalein’s Mid-Atoll Corridor, inset
above, which became a U.S. missile range.

Friday they flew at last to Bikini Atoll, first to Eneu [alt Enyu], below, a coral runway, and
took another boat, this time about 7 miles, to the main habitation, Bikini Island. The residents
were welcoming, but there was tension in the air. The purpose was to convince them to move to
Kili. The people raised a
host of issues, and it was
agreed that Ruth Van Cleve
would draft a Memorandum | . Bikini Island
of Understanding. -

After several hours they
returned to Eneu, and de-
parted at 5 p.m. back to
Kwajalein, and from there to
Ponape.
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For their first six days (Sunday to Friday), Joseph, VVan Cleve, and Green were only in the
Marshall Islands, first to discuss what the U.S. could do for the displaced Bikinians, and second
to talk about the islands’ move to independence. After this, their focus shifted to only discussing
independence with the other soon-to-be island nations. With their landing at Ponape (mapped
above) Friday night, they were in what would the next year become the Federated States of Mic-
ronesia. Saturday they met local leaders in Ponape, and toured a hospital and cultural center.
Saturday afternoon they flew to Truk, spent the night, and Sunday afternoon flew to Guam.

Under Secretary Joseph: “Throughout my visits to small Micronesian islands | was told that
no one at my level in the Federal Government had ever visited many of the outer islands. But |
am pleased I did. | have a better perspective on the Government’s responsibilities, and a much
better feel for the needs, aspirations, and political future of the people of Micronesia.”

Deputy Under Secretary Green: “[One] quotation I shall never forget came during a meeting
with Bikinians on Bikini. A citizen stated:
“You have a need to meet with us, but we have an even greater need to meet with you.”

Department of Interior Visit: First Eight Days' Accomplishments
(Official business highlighted in this dark blue}

Date | Day | Activity
Washington, DC - Under Secretary Joseph and Deputy Under Secretary Green fly to Honolulu;
Joseph for a 2-day meeting, and Green to continue on to Majuro to confirm appointments.
Washington, DC - Van Cleve departs 8 a.m. for Chicago; Lvs 10:30 for Honolulu, arrives 2:15 p.m.,

(=8

8/2 We

gla | Fri | :
arrives Ala Moana Hotel 3:25 p.m. for a small reception.
o/s it Honolulu - Joseph and Van Cleve meet at 6:30 a.m., go to airport for an 8 a.m. "Air Mike" flight to
Majuro. The flight stopped at Johnston Atoll. They cross the dateline so it is now Sunday.
8/6 i Majuro - arrived 11:45 a.m. (same day) to huge welcome. Toured copra plant; and had discus-
sions with District Administrator. At 3 p.m. all took overnight boat to Kili, with cabins on board.
Kili - arrived by boat at 10 a.m., big welcome, then tour, until 12 p.m.. Then 2 hour meeting with
8/7 S local leaders, who requested improved housing, a dock and airport, and not to be forgotten.
Lunch, then harrowing return out to the ship. On way back to Majuro, stop at 5 p.m. at Jaluit - visit
boarding shool, whose Principal noted water and power source problems, back to ship, overnight.
Majuro - arrive back by boat at noon. Starting at 2 p.m. meet local leaders who request support
8/8 e for Phase Il capital improvements; and a revised Secretarial Order to accomplish separation.

Visited hospital and noted the deplorable conditions. Met with landowners whose property was
taken by the U.S. Government.

Majuro - met with disaffected landowners; then to airport for late morning flight to Kwajalein.
8/9 Wed |Arrive Kwajalein after noon. Toured military installation by car.
3 p.m. boat trip to Ebeye - met local leaders. Back late in the day by boat to Kwajalein.
8/10 | Thu | Kwajalein - discussed Mid Corridor Agreement, and financial contributions.

Left Kwajalein at 8 a.m. to Eneu, and then by boat to Bikini. Met with local leaders and citizens,
and expressed need for cooperation in move to Kili. Residents raised issues of payment for the

8/11 Fri [move, reimbursement for loss of farms on Bikini, request for two fishing boats, desire to stop-
over in Kwajalein during move, to shop, all to be put into a Memorandum of Understanding prior
to the move. Ruth Van Cleve drafted the MOU. Boat back to Eneu, departed at 5 p.m. for Ponape.
8/12 Sat | Ponape - breakfast meeting with local leaders, tour of hospital and cultural center.

Truk - breakfast with local leaders, toured school, hospital, courthouse, other sites. Met with
District Administrator re: Phase Il capital improvements, economic development of fishing and

8/13 Sun |copra, need for medical dispensaries in outer islands, educational and career development for
young people, funds for operation and maintenance of facilities. 5

Guam - dinner with the Governor; a document listing concerns was presented.




NAF Kadena C-117D 50804

o UNITED STATES

Joseph, Van Cleve, and Green travelled by commercial
airlines to Majuro and Kwajalein. For their subsequent flights
the Joint Chiefs of Staff authorized the use of military airplanes.

The U.S. Naval Air Facility (“NAF”) in the town of Kadena, Okinawa, had the C-117D,
pictured at right (four years earlier when at NAF Naha, Okinawa), and in early August 1978 it
flew to Guam. Rear Admiral David S. Cruden, Commander of the Naval Forces Marianas, took
this airplane with its crew, and his aides Betancourt, Roth, and Tedder, to Kwajalein. They flew
the officials Friday morning the 255 miles (1.5 hours) to Bikini Atoll, and back, and Friday
afternoon the 660 miles (4 hours) to Ponape. On Saturday afternoon they flew 437 miles (3
hours) to Truk, and Sunday afternoon 633 miles (4 hours) back to Guam. During the 14 hours
and 2,240 miles, the officials developed a fondness for the airplane crew, and Navy staff.

Above left are Cruden, Van Cleve, Green and Joseph on Kwajalein. Top right on Sunday,
August 13, after arriving in Guam, is Green being greeted by Guam Governor Ricky Bordallo.

Under Secretary Joseph: “It was on Kwajalein, after our return from Ebeye, that we first met
Rear Admiral David Cruden, the Commander of the Navy Forces in the Marianas. His staff and
members of the crew were to provide transportation for our visit to the remaining islands on our
schedule. The members of the crew, from the Admiral’s aide to the pilot, were very pleasant and
blended into the Interior party with ease.

“As we prepared for our flight from Kwajalein to Eneu, | granted an interview with a local
reporter whose photographer took a picture [above left] of us boarding the Navy C-117 plane.

“Governor and Mrs. Bordallo of Guam have always been superb hosts. This visit was no
exception. We had a delightful dinner in the drawing room Sunday night, toured the house and
returned to our rooms.”

Deputy Under Secretary Green: “We had dinner with the Governor, his wife, and members
of his staff at Government House. The Under Secretary, Mrs. Van Cleve and | were very well
attended to, and very much impressed with the luxurious surroundings.

“We got to bed at a reasonable hour following a delightful dinner, and looked forward to our
travel to Ulithi the next morning.”
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2. The Second Part of their Mission Interior Dept. Schedule August 14-16, 1978
. .. D Mautical Miles, Ti t 145 knot
The Department of the Interior officials, after visiting the Marsh- — BEINE A PR A
B Monday Guam to Ulithi 313 nm. 2.2 hours
all I:sl_ands, Ponape (but not Kosrae)_, and Tr_uk, had twg more islands UlithitoYap  108nm. 45 minutes
to visit to almost make good on their commitment to visit each of the |Tuesday |vaptopalau 260 nm. 1.8 hours
six districts of the Trust Territories in 1978: Yap and Palau, above. |wednesday | Palau to Guam 705 nm. 4.9 hours

Their planned first stop, Ulithi, is pictured below [in 2013]. (The runway is “27.”)

Under Secretary Joseph: “The purpose of our trip was very much the same as earlier visits to
Ponape and Truk, but for the first time we were accompanied by a Navy band. They had been
especially invited by local officials in Ulithi to join in ceremonies where we were to officially
dedicate a dispensary [in Ulithi] and participate in a ground breaking ceremony for a new dock
[in Yap]. Ruth had spoken highly of Ulithi, but she had ignited a special spark of anticipation in
describing the cultural traditions of the people of Yap.

“l was also looking forward to the Palau visit. | had testified before a Congressional Com-
mittee on the proposal for a super port in Palau, and was eager to see the beaches environmental-
ists were determined to protect. In addition, | had been repressing the temptation to buy a few
pieces of art for my office, waiting instead for Palau where | had been told that the colorful story
boards | saw in Kwajalein could be obtained for much less money.”




a. What They Might Have Experienced in Ulithi

The Navy band flew from Guam to Ulithi six months before, in
February 1978, on the same type of plane, a C-117D. Photos from this
trip by musician Peter Washburne show what the officials might have
experienced. Above right is the view when near, looking west.

At right is Washburne, first off of the airplane, getting a lei greeting.
This was at the time of a graduation ceremony, and so the signs below say
“Welcome to Outer Islands High School” and “Welcome Guests from
Guam.” “It seemed like the entire island came out to greet us.”




An Elder, Young Men, and Dancing Girls (photos by MU3 Peter Washburne)
The four girls below left are also below right, and in the bottom photo, at the far left.
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b. What They Might Have Experienced in Yap

Pictured above is the Navy Band on a trip to
Yap in 1979, under a sign “Welcome to Yap,

Land of Stone Money.” Above right are band
leader Berger and Washburne. Below are girls in
native dress, who enter the new facility, led by
their Chief, to perform a traditional dance.




A Traditional Dance on Yap

Musician Washburne: “All of us young guys were impressed by this traditional grass skirt
and bamboo stick dance performed by the young girls at the ceremony for the dedication of the
new facility [The sign above the facility says “Congratulations Yap State”].

“Wow! The grass skirts made a ‘sh-sh-sh’ sound in rhythm as they moved. Then there was a
really loud ‘crack’ or ‘bang’ when the girls all struck their bamboo sticks in unison.”




3. The Crew and Passengers

For this second part of their journey, the three Department of the Interior officials were
joined in Guam first by Adrian Winkel, Commissioner of the Trust Territory, who flew over
from Saipan. Rear Admiral Cruden and his three assistants still accompanied the officials, plus
now four Navy men involved in construction projects, for the groundbreaking ceremony on Yap
for a new dock. There was a new flight crew, and also 13 band members — 30 in all.

[Those listed in blue below have their stories included herein.]

agrwdE
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10.
11.
12.
13.

14.
15.
16.
17.

18.
19.
20.
21.
22.
23.
24,
25.
26.
27.
28.
29.
30.

12

Crew (5)
Captain Edward D. Estes — pilot, Commanding Officer of Naval Air Station Agana, Guam.

Lt. Robert C. Bell — co-pilot, sat in the right seat, but was the Pilot-in-Command.

AE2 (Aviation Electrician) Ronald H. Curtiss — the Crew Chief for the C-117D.

AD2 (Engine Mechanic) David F. Rathbun — a jet mechanic, getting on-the-job training.
ADR?2 (Engine Mechanic) James L. Broadbent — a mechanic, in training.

Government Dignitaries (4)

Under Secretary of the Interior James A. Joseph.

Director of the Office of Territorial Affairs, Dept. of the Interior, Ruth G. Van Cleve.
Deputy Under Secretary of the Interior Wallace O. Green.

High Commissioner of the Trust Territory of the Pacific Islands Adrian P. Winkel.

Navy Dignitaries and Assistants (8)
Rear Admiral David S. Cruden, Commander, Naval Forces Marianas.
Lt. Commander Patrick H. Roth — Cruden’s Liaison Officer with the Trust Territories.

Lt. Jose (Joe) L. Betancourt — Aide to Admiral Cruden.

PH-2 Robin L. Tedder — Photographer.

Rear Admiral Neal W. Clements — Commander of the Pacific Naval Facilities Engrg Com’d.
Captain Ralph A. Smith — Officer in Charge of Construction (OICC) in Guam.
Lt. Cdr. William F. Burke — Aide to Smith (estimated).

Lt. James R. Allen — Aide to Admiral Clements.

Band Members (13) Band Profile

Senior Chief Musician Frank P. Berger — band leader. 4 Saxophones

MU-3 Zosimo C. Ascano  — saxophone. 3 Trombones

MU-3 Ernesto M. Jimenez — cymbals. 2 Trumpets

MU-3 Bradley C. Johnson - saxophone. 1 Sousaphone

MU-3 Michael A. Jones — bass drum. 1 Bass Drum

MU-3 Vernon T. Lipscomb - trombone. 1 Cymbals

MU-3 Anthony J. Monjure — trumpet. 1 Leader

MU-3 Richard J. Sunier — trombone. 13 Total

MU-3 Scott Alan Smith — trombone.

MU-3 Peter G. Washburne - sousaphone.
MU-1 Charles R. Thompson — trumpet. o

MUSN Francis J. Winters  — saxophone. 13 Band Members 43.3%
13 Navy Crew/Others  43.3%

Crew and Passenger Summary
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Their Backgrounds

NAS Agana Commanding Officer Captain Ed Estes — Estes joined
the Navy in 1955, and became a Naval Aviator in 1957. By 1978 he had
4,500 flight hours, mostly in single-engine jet attack planes: the Douglas A-
4 Skyhawk and A-7 Corsair, pictured at right. His main propeller aircraft
experience was in his early days with the T-28 single-engine trainer, in
which he also had been a flight instructor. He served in Vietnam where he
was forced to eject from his A-4 Skyhawk on January 3, 1968, was taken
captive, and spent more than five years as a POW, until March 14, 1973
(from 34 to 39 years old). After freed, he worked on A-4 and A-7 special
projects from 1975-76, and attended the National War College in Washing-
ton, D.C., from August 1976 to June 1977. He was appointed Commanding
Officer of NAS Agana Guam in August 1977.

Under Secretary of the Interior James A. Joseph (born 1935; was 43) — graduated from
Southern University (Baton Rouge) and Yale. He was an officer in the Army Medical Service
Corps (when he frequently inspected hospitals and post dispensaries, so was well suited to do
this in the Trust Territory), and was a Vice President of Fortune 500 member Cummins Engine
Company from 1971-76. President Jimmy Carter appointed Joseph as Under Secretary of the
Interior in 1977 (Under Cecil Andrus, also appointed in 1977).

Director of the Office of Territorial Affairs (“DOTA”) Ruth G. Van Cleve — was a lawyer
from Minnesota, first serving as Director of Territories from April 1964 to March 1969, when
the Secretary of the Department of the Interior was Stuart Udall.

Deputy Under Secretary of the Interior Wallace O. Green (born 1948, in Washington,
D.C., was 30) — graduated from Morgan State University, and from Boston University with an
MS in 1971. He worked in public relations from 1971-73, then as an advertising executive from
73-74, and a staff director of the House District Subcommittee on Bicentennial Affairs 1975-77.
He joined the Interior Department in 1977 as Executive Assistant to the Under Secretary, and in
1978 was appointed a Deputy Under Secretary.

High Commissioner of the Trust Territory of the Pacific Islands Adrian P. Winkel (born
1915, so was 63) — graduated from Saint John’s (Minn.), worked in the Minnesota Commission
of Taxation, Saint Paul public works department, the U.S. Post Office, and as an administrative
assistant to Minnesota Congressman Eugene McCarthy. In 1977 Under Secretary Joseph
appointed Winkel the High Commissioner of the Trust Territory of the Pacific Islands, to work
out of Saipan.
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The Navy Band in Guam

The Navy Band in Guam consisted of world-class musicians, who
could perform traditional music, but also pop songs. They were part
of the commanding admiral’s staff, and played ceremonies, gave
concerts, and acted as United States representatives.

Pictured above are Vernon Lipscomb, Rick Sunier, Scott Smith,
and Dave Daniels all playing the trombone; Mike Jones behind them
on guitar, an unidentified trumpet player in back; then Bob Jones on
baritone saxophone, Walt Hendrix on trumpet in the back; Dave
Edwards on soprano sax, Bradley Johnson and Zosimo Ascano on
saxophone, and behind Ascano is Joseph Wessler on electric piano.
(On electric bass guitar, cut off the right, was Mike Woody.)

The band is pictured at right on a ship, and below at a sporting
event. Below right the band plays pop music.

o - . |

The Navy Band parades on Saipan, below, around December, 1977. In front is leader Berger.
On the left is Mike Jones with the bass drum, Sunier with a tuba, and Lipscomb with a trombone.




4. The Airplane
The DC-3

Douglas Aircraft produced 607 civilian DC-3s from 1935 until 1942. It was replaced with
the military version of the DC-3, called the C-47 (a cargo plane). Douglas built 10,048 C-47s,
including C-47A and C-47B models, and the Navy version, designated an R4D. After the war
many of these were converted to DC-3s, and so there was no need to build any more DC-3s.

The Super DC-3

After the war, Douglas in 1949 produced a larger, more powerful DC-3, named a Super DC-
3, but sold only five in the civilian market, due to the many regular DC-3s being available.

The R4D-8, a.k.a. the C-117D

During the 1950s, the U.S. Navy had 100 of their later model R4D-5s and R4D-6s converted
to Super DC-3s. This was a major modification, with a lengthened fuselage for greater cargo
carrying capacity, rear-facing passenger seats (when installed) to allow airborne meetings, a new
and narrower empennage (tail), new wings with a swept-back trailing edge, and extra fuel tanks
in the outer wings, increasing the range from 1200 miles to 1600 miles, more powerful engines
(Curtis Wright 1820s, but 1820-80s) for higher horsepower, redesigned landing gear, landing
gear doors, and a retractable tail wheel. After these major modifications, these new R4Ds would
have been as strong as new airplanes. These were initially designated as R4D-8s.

In 1962 the Navy renamed the R4D-8 the C-117D. There already existed a version of the
DC-3 called a C-117, but the C-117D was a Super DC-3.

In 1978, the Navy had at least six C-117Ds in the Pacific. NAF Atsugi (Tokyo) had #17270,
and #50801; NAS Kadena had #50804, which flew the officials 2,240 miles as described on page
6; NAS Cubi Point (Luzon) had #12435 and #39087, and NAS Agana (Guam) had #17152.




The C-117D Up-Close

Compared to the DC-3, and base model R4D, the C-117D, as shown on this page, has a more
squared off tail, is longer, the engine air inlet is below the engine vs. on top, the main landing
gear has covers, it has a crew chief window, and a red line shows where the propeller is.
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A door within the door, for paratroopers.

The C-117D for this Trip

Pictured above is the C-117D with Bureau Number (BuNo) 017152, and construction number
(c/n) 12342, that was built as an R4D-5 in January 1944, and converted to an R4D-8 with new c¢/n
43364, estimated before 1953 (based on similar ¢/n 43346 crashing in 12/53). This photo is from
May 1970 while assigned to NAF Naha (Okinawa). It is pictured below at NAS Agana in 1978
and at the bottom (by mechanic ADR3 Scott McNabb) on the morning of August 14, 1978. Two
crewmen underneath the airplane are doing the preflight inspection.
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5. The Departure Point: NAS Agana

The day after Pearl Harbor, the Japanese invaded Guam, meeting little

resistance. Around 1943 they built an airfield on Guam near the letter “A” - ,;f;_ﬂ_!e-d;a 'Y_F' 2
on the map at right. American forces captured Guam in 1944, and in - 4

i 5
e 'Mavéﬁ?‘"—

October 1944 the airfield was used by the U.S. Army Air Force (USAAF).
The USAAF built a larger base at the north end of Guam, Andersen AFB, %" ™ " guam -

and in 1947 turned over the prior field to the Navy, and it became Naval CEETE Lyl
Air Station (NAS) Agana. Civilian flights were allowed, but the air traffic | s g‘
controllers were always Navy. The airfield is pictured above in 2004. Yen F Tt
R
In 1978, the NAS Agana hangar was in the location noted above, on the Js 4

south side of the airfield, and west end of the ramp. This area is shown " st
again below [the photo below right is from 1994 from the AIMD Paraloft, a ...
parachute drying tower]. Y,

The view in the middle of the prior page is in the direction of arrow (a)
below left (of an unrelated plane). The view at the bottom of the prior page
is in the direction of arrow (b). Behind the plane is a mound of growth,
visible in the photo below right, and the ground rises up to the runway o
elevation. Everyone loaded in front of the operations building, below right, .
on the right.

[Base Realignment and Closure closed the Navy base in 1993.]

e

In 1978, this was the
3 NAS Agana hangar




B. Combined Accounts
6. What Happened

Naval Air Station Agana in August 1978 primarily operated the three UH-1N “Huey” helicop-
ters, and Grumman US-2B Tracker pictured above (Arnes Collection, in Guam from 1978). These
were used in Search and Rescue, “SAR,” a vital function on a Pacific island. The US-2B was ;-
not used very often, mostly for pilots to stay current with fixed-wing time. The US-2B
debuted in 1952, and was withdrawn from service, in the tracker role, in August 1976.

On May 15, 1978, the base re-
ceived from Midway Island a fifth
aircraft: C-117D #17152, at right.

NAS Agana was run by Captain Ed Estes, 44 years old. In the Navy ranking system captain
is just below rear admiral, and equivalent to a colonel in other service branches. Estes’ days as a
duty pilot (when his main job was to fly) ended in January 1968 when he ejected from an A-4
over Vietnam. After five years as a POW, he spent a year on special projects, attended War
College, and was made head of NAS Agana in August 1977. Most of his flight hours were in
single-engine jets, and he had limited multi-engine propeller time.

The main pilot who flew the C-117D was Navy Lieutenant Bob Bell, 27
years old. A Navy lieutenant is equivalent to a captain in other service
branches. Bell became a Naval Aviator in August 1973. His first tour was
flying the Grumman E-2 Hawkeye, similar to that at right, a multiengine prop
plane, but with turboprops. He flew off of aircraft carriers in the Mediterran-
ean and Western Pacific. After spending time on Midway, at the location
mapped below, on May 15, 1978, he was transferred to Guam with the C-
117D, helping to fly it over as a co-pilot, covering 2,636 miles.
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NATOPS Training and Qualification

Bell had about four months experience with the
C-117D. His first training in it was on Midway
Island around April of 1978, from a Commander
Hirth, but Bell noted “For my training we more or
less just sat down and talked philosophy, a little bit
about the airplane.” Bell did no landings of the
plane at Midway due to crosswinds. Then he and
Hirth flew the plane, serial number 17152, to Guam,
and Bell flew about 4 or 5 hours locally there.

After Bell and the C-117D arrived in Guam, Bell
was sent to NAS Cubi Point, on the Bataan Peninsula
in the Philippines, for C-117D formal training. Bell
in a sworn statement August 24, 1978, stated he had
about 175 hours C-117D time. He logged 57.2 on
Guam suggesting he logged 110 hours at Cubi Point.

After his training at Cubi Point, Bell was designa-
ted a NATOPS Transport Plane Commander, “TPC,”
in the C-117D, indicating proficiency with the Naval
Air Training Operational Procedures Standardization
(“NATOPS”) Flight Manual, pictured at right.

Capt. Estes went along on many C-117D flights with Bell, sat in the left seat, and did much
of the flying. Following accepted procedure (in the Air Force, too) he and Bell both logged the
flying time, even though one was the co-pilot. Estes recorded in his logbook the hours below.

Estes had four main times in the C-117D. First, there were two flights 2P Estes’ C-117D Time with Bell
on June 25 and 26 prior to a June 29, 9-hour flight to Taiwan, and 9.5 hours |Date (1978)| Hours | Comments

back on July 2. Regarding the return, Estes stated “I would say we were 17-May 7 Local
more heavily loaded than on the August trip. We brought a lot of furniture 25-Jun 0.3
back for the guys. We took out a lot of seats to fit it in.” Two weeks later 26-Jun 3.3
he got in 10.2 hours July 16-18. Six days he later got 1.9 more. After the ciim 3. | i
plane was down for a cylinder change July 27-August 8, Estes logged 4.1 2-Jul Shir WAL G
more hours, including flying two Red Cross people to Saipan on August 13. | 16-ul b
On at least one flight they feathered the left engine, and then the right. i;”: ":'
u
There was only one problem: some of these flights violated regulations. | 244! .
26-Jul 1 7 landings

The NATOPS manual, with parts extracted on Page 22, states that for 10-Aug L5 | 7landings

local training flights the co-pilot could be any “designated aviator,” but for 1:;:;3 3‘;‘23 SIpan

extended over-water flights, such as that to Taiwan, and carrying passengers
such as on August 13, the co-pilot had to be rated in this plane “T3P” or high-
er. Estes was not. Estes never passed a NATOPS evaluation in the C-117D.
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Crew Requirements

The 1971 C-117D NATOPS Flight Manual specifies on Page 2-1 and 2-2, as extracted below,
that for local training flights the copilot may be any designated aviator. Passenger / cargo flights,
as well as extended over-water flights, though, required a co-pilot rated “T3P” or higher. A T3P
pilot, as shown below right, must “(d) Demonstrate thorough knowledge [of the C-117D] through
oral and written exams,” and “(f) Satisfactorily complete a NATOPS evaluation in [the] model.”

=)
=)

MINIMUM CREW

LOCAL TRAINING FLIGHTS

Pilot = qualified aireraft commander

Copilot - a designated aviator

Crew Chief/Plané Captain - qualilied crewmember
able to set UHF channels on the AN/ARC-2T mas-

ter control located in the radio operators compart=-
menk,

PASSENGER/CARGD FLIGHTS

Same as for training flights with the exception
that the copilot will be a qualified T2P or higher.

EXTENDED OVER- WATER FLIGHTS

Same as for passenger/cargoe flights, as applicable,
In addition, a Flight Communications Operator and
|:. qualified navigator shall be part of the crew.

3. Plane Commander (TPC). To be qualified
as a Plane Commander, an individual must:

a. Have completed the requirements for and
possess to an advanced degree the knowledge, skill
and capabilities of a second pilot

b, Have a minimum of 100 hours pilet time
in clags and be NATOPS qualified in model

¢, Have a minimum of T00 hours total indi=
viduzl pilot time

d. Have completed a minimum of 10 night
landings in model

e, Have completed at least 10 precision and
10 non=precision instrument approaches in model
{. Possess a current instrument rating

g. Have accumulzted at least 50 hours of
total might time

h. Demonstrate positive ability to command
and train the officers and men of the flight crew
including enforeement of proper air discipline

Changed 15 Movember 1971

1. Third Pilot (T3P). To be qualified as a third
pilot, an individual must:

da. Have a minimum of 250 hours total indi-
vidual pilot time

b. Have at Ieast 10 hours of pilot time in
class and model, or more, as required by the
Commanding Officer or higher authority, and
demonstrate a satisfactory level of skill in the
following:

{1} Ground handling

(2) Flight technique in normal and emer-
gency procedures

(3) Radio navigation
¢. Have accumulated at least 10 landings of
which two must be night landings
d, Demonstrate thorough knowledge through
oral and written examinations on the following

gubjecls:

1) All ©-117 systems and eguipment
(NATOPS Flight Manual)

(2} Weight and balance
(3} Survival and first aid
{4} Applicable technical publications
(5) Search and rescue procedures
(8) Communications
(7} Unit mission
(8) MHavigation
(%) Flight planning
{10) Local and area flight rules
{11} Flight safety

¢. Popssess a current instrument rating

[, Batisfactorily complete a HATOPS evalua-
tion in model.

g. Be designated in writing by the Command-
ing Officer

2=2
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Qualified Crew Chief

The Navy’s Minimum Crew listed on Page 22 for the C-117D required not only a NATOPS-
qualified pilot, and a qualified co-pilot for all but local training flights, but also a qualified Crew
Chief for all flights. AE2 Curtiss trained at NAS Cubi Point, and was a designated NATOPS
Plane Captain /Crew Chief on the C-117D. Two other mechanics of NAS Agana, AD2 Rathbun
and ADR2 Broadbent, were not NATOPS designated crew members. Despite pilot Bell and
crew chief Curtiss once being certified in the C-117D, the investigation’s Findings of Fact #4 (on
page 158) state that as of August 14: “None of the flight crew had met all of the requirements.”
Not a single member of the crew was qualified to conduct this flight.

Pacific Fleet Commander-in-Chief Requested the Aircraft August 4

As described on page 6, the Joint Chiefs of Staff authorized the three public officials to travel
on military airplanes. The investigation’s Findings of Fact #10 on page 159 stated the Comman-
der-in-Chief of the Pacific Fleet (CINCPAC), Admiral Donald C. Davis, at headquarters at Pearl
Harbor Naval Base in Hawaii, presumably learning of this, and not knowing NAS Agana did not
have a qualified crew, on August 4 at 5:30 p.m. sent a message specifically requesting that the
officials be flown on C-117D 17152. Perhaps he was familiar with it from its time on Midway.
Rear Admiral Cruden, Commander of U.S. Naval Forces in the Marianas, on August 5 at 10:02
a.m. replied suggesting he accepted this as a directive. But no evidence was found Isfeta

Mafagaha, e .
directing NAS Agana to perform the mission, and normal procedures for scheduling = - a?r;-l;fi‘f,ﬁ,”
aircraft through the Naval Air Logistics Control Office (NALCO) were bypassed. 2 UTinian

T “Aguijan
Preparing for the Flight c;
After learning about this flight August 5, as shown in Estes’ logbook on page 21,
on Thursday, August 10, he and Bell took the C-117D out for 1.9 hours. They flew Rota
to Rota to do six touch-and-go’s, and returned to make a seventh landing at Agana.
Saipan had bad weather and flooding Friday, and on Sunday Bell gota call to = Asana J,?
fly a Red Cross representative and nurse to Saipan to evaluate the situation. Based _, Jf Guam
on the small load, he decided to take the S-2, and took off with Estes at 1:10 p.m., > W{U'S'Jm s
but had a warning light, so returned, and maintenance grounded the S-2. They e

took the C-117D, checked the yellow sheets, and departed at 3 p.m. for Saipan.

When flying #17152 over the north end of Saipan, pictured at right, at 800 feet
to inspect the flooding, heading south to land at the airport, Bell got a fire warning
light for the right engine. Crew chief Curtiss recalled that after the plane arrived £~
from Midway this happened, and was due to a faulty connection in the junction 4
box, and opened this up in-flight and fixed it, and the light went off. This
would need a new part, but not ground the airplane for the next day’s flight.
The Kadena C-117D had the same issue.

Bell and Estes dropped off the two Red Cross workers in Saipan. They
flew to Rota so Estes could shoot four touch-and-go’s on their 3,000’ run-
way, practicing for Ulithi, and got back to Guam by 5 p.m., logging 2.2 hrs.

Saipan Airport




Aircraft Status August 14, 1978

A review by the Aircraft Mishap Board of
airplane maintenance is shown at right (Arnes
Collection). “JCN” stands for “Job Control
Number.” It uses the Julian day number, and so
JCN 220-160 is the 220" day of the year, and the
160™ maintenance job written for the month. The
number of jobs per month is high because NAS
Agana maintained 3 UH-1Ns, one US-2B, and the
C-117D. The Board noted:

« Bureau Number 017152 entered service
with the Navy in February 1962, 23.5 yrs
before. With NAS Agana it flew 57.2 hrs
with no adverse trends. Numerous dis-
crepancies were discovered and corrected.

(6) MAINTENANCE/ZAIRCRAFT CONDITION, BUNO 17152 WAS ON 17S
TENTH SERVICE TOUR WITH.282 OPERATIONAL SERVICE MONTHS, THE AIRGRAFY
WAS TRANSFERRED To NAS AGANA, GUAM ON 15 MAY 1978, THE AIRCRAFT HAD
ACCUMULATED 57,2 HOURS SINCE ACCEFTANCE BY NAS AGANA WITH NO NOTICE=
ABLE ADVERSE MAINTENANCE TRENDS ALTHOUGH NUMEROUS DISCREPANCIES WERE
DISCOVERED AND CORRECTED, THE NINTH CALEMDAR ODD INSPECTION WAS COMe
PLETED ON 1@ JULY 1978, ALL MAJOR DISCR&EPANCIES WERE CORRECTED AND A
FUNCTIONAL CHECK FLIGHT WAS FLowN, THE AIRCRAFT 1S CONSIDERED 10
HAVE BEEN MATERIALLY A SAFE FLYAGLE ASSET FOR  THE ASSIGNED H{SSION,
A CHIP LIGHT DISCREPANCY ON THE STARBOARD ENGIME WAS D]SCOVERED ON
19 JuLy 1978, JCN 199-652 wAS 1SSUED AND THE DOCUMENTED CORRECTIVE
ACTTON WAS TOREMOVE PRESSURE “ANU-DRAIN PUMP<STRAINERS-AND [NSPECT
THE MAGNETIC CHIP PLUG FoR METAL PARTICLES, THE ENGINE WAS OPERATED
IN ACCORDANCE WITH GENERAL RECIPROCATING ENGINE BULLETIN (GREB) 163,
THE STRAINERS WERE REMOVED AND INSPECTED THREE TIMES WITH NO EVIDENGE
OF METAL: ON 27 JULY 1978, APPROXIMATELY NINE FLIGHT HOURS FOLLOWe
ING THE COMPLETION. OF JCN 199=652, THE NUMBER FOUR CYLINDER OF THE
STARBOARD ENGINE WAS FOUND To HAVE OIL BLOW=BY AND LoW COMPRiSSION,
JCN 208=792 WAS 1SSUED To CORRECT-THIS DISCREPANCY, DURING THE JCN
208-792 REPAIR CYCLE; AN INCORRECT NR 4 CYLINDER WAS RECEJVED FROM
SUPPLY AND INSTALLED PRIOR To ENGINE OPERATION, THE OVALITY ASSURe
ANCE REPRESENTATIVE (QAR) INSPECTED AND nIscoVERED THE MISTAKE,
THE CYLINDER WAS THEN REMOVED AND TWE CORRECT PART ORDERED, ON &
AUGUST, JCN 228+168 WAS [SSUED 7O INSTALL THE CORREGT CYLINDER, ALL
MAINTENANCE WAS COMPLETED AND A GROUND OPERATIONAL RUNUP OF THE EN=-
GINE WAS PERFORMED, THE GROUND QPERATION AND FUNCTJONAL CHECK
FLIGHT FLOWN ON & AUGUSYT ExCEEDED THE 1 HOUR OPERATION REQUIRED WHEN
A CYLINDER 15 REPLACED, UPON SERVICING THE AIRCRAFY AFTER A FLIGHT
ON 10 AUGUST, OIL WAS NOTED TO HAVE GUSHED FROM THE STARBOARD OIL
rILLen NECK WHEN THE FILLER cAP WAS REMOVED, NO OIL HWAS ADDED AND
LOSS- OF . THE OIL . WAS.ESTIMATED T0. BE.APPROXIMATELY ONE QUART,
ON 13 AUGUST: THE AIRCRAFT WAS FLOWN AND THE SAME SITUATION DESCRIBED
ABOVE OCCURRED. AS BEFORE, No olL WAS ADDED 7O THE STARBOARD ENGINE
AND AGAIN THE LOSS WAS ESTIMATED TO BE ONE QUART, ON 14 AUGUST, THE
AIRCRAFT WAS LOST AT SEA,

« AsofJuly 10, 1978, it was considered a safe, flyable asset — The ninth calendar ODD

inspection (vs. the even one, one more detailed) was completed on July 10, and all major
discrepancies were corrected, and a functional check flight was flown.

A starboard engine chip light discrepancy July 19 — the pressure and drain pump strainers
were removed, and the magnetic chip plug inspected for metal particles. The engine was
operated in accordance with General Reciprocating Bulletin (GREB) 165. The strainers
were removed and inspected three times with no evidence of metal.

A starboard engine cylinder change August 8 — On July 27, the #4 cylinder [of 9, at the 4
o’clock position when viewed from behind, so outboard and low] of the starboard engine
was found to have an excessive oil leak coming from the cylinder’s exhaust port, and to
have low compression. An incorrect No. 4 cylinder was received from supply and
installed, but the Quality Assurance Representative (QAR) inspected and discovered the
mistake, and the cylinder was removed and the correct part ordered August 8. This
required a penalty run and functional check flight, that were performed in accordance
with GREB 50 on August 9 (without Estes, because not in his logbook on page 21), and
this exceeded the 1 hour operation required when a cylinder is replaced.

A starboard engine oil gush from the tank cap August 10 — Upon servicing the aircraft
after a flight on August 10 about one quart of oil “was noted to have gushed from the
filler neck when the filler cap was removed.” No oil was added.

A starboard engine oil gush from the tank cap August 13 — the same as August 10.

The Aircraft Mishap Board Report concluded (in another section) that no maintenance
was considered to be a Cause Factor or even a Contributing Factor of the accident.



The Investigation’s Observations about Maintenance at NAS Agana
The investigation report also made the following observations:

. There were discrepancies in the maintenance practices and procedures at NAS Agana, in
that Maintenance Action Form (MAF) discrepancy write-ups, and signoffs were not
always complete, discrepancies listed as non-grounding were not verified prior to release
of the aircraft, and there was a failure to ensure compliance with Maximum Operating
Time (MOT) limits on components.

. The airplane manufacturer issued periodic Technical Directives to all operators of the
plane, and these had all been complied with, except one. Propeller Bulletin 4, Amend-
ment 1, required the replacement of the propeller chafing rings at 800 hours operating
time. Records showed that the chafing rings on the starboard propeller had accumulated
1023 hours since installation in 1975, and so were 28% beyond replacement time.

« The most recent discrepancy, on the copilots inertia reel [his shoulder harness not
buckling] was carried as an “up” (hon-grounding) discrepancy [this would be significant].

« The Aircraft Discrepancy Book, containing the yellow sheets (pilot squawks) and previous
aircraft discrepancy sheets, was taken with the aircraft, and so was not recovered. The
aircraft had not been released by maintenance personnel for flight on August 14, 1978.

. Captain Estes and Lt. Bell had made two flights on the day prior to the accident, both of
which involved emergency situations [the warning light in the S-2, which was an engine
fire warning due to the exhaust manifold being loose, directing hot exhaust gas onto the
warning element; and the starboard engine fire warning light in the C-117D over Saipan].

Airplane Not Signed For

TPC (Bell) did not sign Part A of the yellow sheet certifying that he had inspected past
discrepancy reports, insured proper filing of weight and balance data, and accepted the aircraft
for flight. Bell had gone to maintenance and looked through the book on the C-117D, but
because he was the only pilot for it, he was familiar with everything that was in the book.

Copilot Bell: “I pre-flighted the aircraft that morning out in front of Ops, but I did not sign
the yellow sheet. | saw the yellow sheet; it was in Petty Officer Curtiss’ briefcase, but we were
going to do that after we got airborne, even though that’s the incorrect way to do it. | know that,
but that’s the way we were going to do it that morning, because we were pushed for time and
there were so many other things happening [the book was then lost with the aircraft].

“Petty Officer Curtiss was the kind of guy that got everything done early. He did have the
aircraft ready for flight that morning — the proper amount of fuel and oil on board, and he had to
complete the daily MRC deck [a ringed deck of 4" x 6" cards used for preflight inspections].”

Arnes (SAR Rescue Swimmer, and C-117D QAR): “Maintenance Control should have
never let the Aircraft Discrepancy Book (ADB) out of their possession.”
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Monday Morning

Monday started out as a happy and exciting day for the passengers and crew.

Deputy Under Secretary Green: “Before breakfast on the morning of August 14, | packed
my clothing and other items and placed them at the front door at Government House. They were
to be picked up by Navy aides. Our plan was to depart at 9 a.m. Promptly at 8:30 a.m., the Navy
aides arrived to carry our luggage to the plane.

“Shortly after 9 a.m., Under Secretary Joseph and Mrs. Van Cleve left for the airport, running
slightly behind schedule. I was in a separate car behind them. En-route, we received a call on
the car radio indicating that a document had been left at Government House — a briefing book
prepared by the Office of Territorial Affairs in advance of the trip. The car in which I was riding
pulled to the side of the road, as did the car in which the Under Secretary and Mrs. Van Cleve
were passengers. | got into the lead car, and my driver went back to retrieve the document.

“Upon arriving at the airport, we were welcomed by various Navy officials. The flight crews
had changed, but members of the previous crew were standing nearby. | approached them to
thank them individually for the great service they had provided to the Under Secretary and to the
rest of us. | suggested to the Under Secretary that he also thank them, and to wish them luck in
the future. He did so, and from the smiles | saw as he shook their hands individually, they were
very much delighted that he had taken the time to extend his gratitude.”

Under Secretary Joseph: “I was surprised and disappointed to find out that the old crew
would no longer be with us. We had come to regard them as regular members of our official
group, and they had been visibly delighted to be a part of our mission.

“Upon boarding the plane, | realized for the first time that we not only had a new crew, but a
different aircraft as well.”

Rear Admiral Cruden: “The next morning our take off time was advertised as 0915. |
arrived about 0910. The Under Secretary and his party hadn’t arrived yet, but | could see the
band instruments had been loaded. While the aircraft was being loaded, the Under Secretary and
Mrs. Van Cleve [and Mr. Green] arrived. [Joseph’s briefing book] had been left at Government
House, and they wanted to wait for it, but we got on the aircraft.”

Director Van Cleve: “As earlier agreed, Jim, Wallace, and | arrive at the Naval Air Station in
Guam at about 9:10 a.m. on Monday, August 14, for our 9:15 a.m. departure. Trust Territory
High Commissioner Adrian Winkel is there. We are also joined by Rear Adm. Neal Clements,
Capt. Ralph Smith, the Officer in Charge of Construction in Guam, and several other Naval
officers who are along with Adm. Clements and Capt. Smith, engaged in constructing for us
(“us” being the department of the Interior and the Government of the Trust Territory) many
major capital improvements in the Trust Territory.

“l am particularly keen about the Ulithi visit (I was there in 1964), and have represented it to
Jim with special enthusiasm as the most exotic place 1’ve ever visited, and closer than any other |
know firsthand to some earlier age of mankind.

“Because the Ulithians are reported to be especially delighted by the Navy Band, and
because the dedication [of the dispensary] is of real moment to both the U.S. and Ulithi, 13 Navy
bandsmen from Guam are also on the flight. The event will be both exotic and gala.”
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Lt. Betancourt: “It was a bright sunny day, and | would say the temperatures probably were
in the 80s or 90 degrees. Our uniforms were all short-sleeved, of course, as were the uniforms
for all of the enlisted and officers who travelled on that flight with us.”

Musician Washburne: “The weather that morning was tropical: sunny, 80° and partly
cloudy. On or about 7:30 a.m. in the morning, about 15 to 24 band members of the
COMNAVMAR U.S. Navy Band, mustered at our band room near the Apra Heights on Guam.
We were all dressed in “Salt and Peppers,” that’s Navy lingo for white short-sleeved shirts, with
two button-down breast pockets, and black trousers. Many of us young guys were carrying
cameras on our shoulders and prepared with a small carry-on bag for the flight we were to make.
We were up in spirit and in a good mood - we were heading to an exotic island!

”We young guys had been told that on the islands we were to visit there would be topless
women — tribal, indigenous native women, who dress with grass skirts, and may appear in public
with paint on their faces, too. While all us band members were milling around in our band room
lobby, | observed an older married band member with a big telephoto lens camera strapped
around his neck, and | felt inmediately a strong negative sensation. | thought ‘He shouldn’t be
taking that to photograph the half-naked girls; he’s married.” &%

“At about 8:30 or so about 15 or 16 of us bandsmen v
hopped aboard into our transportation vehicle, an old
American school bus (pictured at right), which we usually
employed for island engagements. Some of the musicians,
like me, carried large musical instrument cases, which we
loaded in through the back door of the school bus. In
about 20 — 25 minutes we arrived at the Navy Air Field. -

“When we arrived at the airport, a Lt. Bell came on the bus and told us there would be a 20
pound maximum of gear per person we could take on the flight. We unloaded our musical
instruments from the bus.

“The crew loaded the plane, including big boxes about a foot and a half long by a foot wide,
and then peoples’ baggage. There was a lot of luggage along, with tennis racquets and scuba
diving equipment, too. None of our instruments or luggage were weighed. We got on the plane.

“When | boarded the plane, | wished to sit as near to the back of the plane and as near to any
emergency exit as | could, and this I tried to do.”

Copilot Bell: “[1] got up around 5 o’clock Monday morning, and got my bag that had already
been packed about a week before. [I] got ready and went to operations. | got there about 0615.

“Petty officer Curtiss had ordered coffee and doughnuts. He had done a lot of things that the
Captain [Estes] asked. He had the VIP covers on the seats for several days, and the inside of the
plane was very, very clean. It was old, and not a very good looking aircraft, but he had it clean
on the inside. He had all of the servicing done after we got back Sunday evening. Then he
double-checked it again the next morning when he came in, before he did the engine run-up.

“[Curtiss] was an air crewman with the helicopters. He had had some previous experience in
C-117s when he was assigned to NAS Bermuda. He had somewhere in the vicinity of 1,000
hours riding around in them as a plane captain, not as a crew chief. A plane captain is basically a
guy who rides in the back with the passengers, and does your plane captain functions,
maintenance-wise.”
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Weight and Balance

Estimated C-117D Weight and Balance

Bell got the weight and balance sheet out, and did the

weight and balance with round figures. The weight and bal- e k EE'_Ch Tl
ance was Enclosure 14 to the investigation, and has not been | Empty Weight Backed into | 22,662
seen by this author, so an estimate is at right. Fuel {gallons) 860 6 lbs| 5,177
Passengers 31|170 lbs| 5,270
For takeoff fuel Bell assumed 860 gallons. He assumed 31 Cargo:
passengers, at 170 lbs per passenger.
Instruments 13| 27 lbs 350
Bell stated he assumed 1,500 pounds for cargo, and that he Luggage 18| 20 lbs| 360
included 350 Ibs for the band instruments. He assumed 20 Ibs Luggage - band | 13| 20 lbs| 260
of baggage per person, what he told the band members on the Refreshments | 12| 45 |bs| 540
bus. T_he numbgr in the table at right of boxes of refreshments, Sub-total ("1,500 Ibs") 1,5
12, which must include the boxes of shovels and scuba gear, :
was backed into to get near his assumed 1,500 Ibs total cargo. il HMAH1

Bell calculated a total gross weight of 34,619 Ibs. Per the table, this implies this C-117D had
an empty weight of 22,662 Ibs. He determined the center of gravity would fall within limits.
This was an estimate, but the investigation opined that the aircraft was not loaded beyond the
allowable maximum gross weight, and that the center of gravity was within limits. A Captain
Patterson decided not to go, and only 30 went, so Bell over-estimated by 190 Ibs.

Copilot Lt. Bell: “I’d told [Curtiss] I’d wanted to top off the tanks after the run-up, and he
said, “Sir, are you sure you want to do that?” Because of the added load, and because we didn’t
need the gas, | said, “No, let’s not do that.””

Mechanic Rathbun: “The amount of fuel is correct — 860 gallons. That was the planned fuel
for the trip. 860 gallons was more than sufficient to perform the mission.

“We never topped off the C-117 because it was always in the hanger, unlike the S-2 which
always was parked on the apron, so we kept it topped off so the moisture would not accumulate
in the tanks due to the temperature changes and rain squalls.”

Kadena C-117D Warns about Temperature and Humidity

Copilot Lt. Bell: “[1] talked with Dave Ganger out in the passageway. He [the Kadena C-
117D] was backing us up that morning. We were talking about runway temperatures, and things
that normally we don’t talk too much about in the S-2 [other airplane]. All my experience in the
C-117, in Cubi anyway, we didn’t worry too much about runway temperature, specific humidity
or anything. But now | was calculating the runway | was going to need for takeoff at Ulithi.

“After talking with Dave | looked at the NATOPS Manual, and the take off chart, then I went
to weather and asked them for the specific humidity for Guam that day. They had to do a little
bit of checking and go back into a couple of books and find out how to calculate it, but they did
give me a figure of .021 I think it was. So I plugged that into the chart [on page 11-4 of the
Flight Manual, below, which shows a 7% loss in horsepower], and that did lengthen our take-off

roll by about a hundred feet at Ulithi, at our expected take-off e et ;:,‘/"?
weight with the whole crew when we took off out of there.” Pem;‘ 5: :
foss in :
28 bhp |
U 021 03

Specific Humidity




Loading and Pre-flight

As was standard procedure, Crew Chief AE2 Curtiss, who arrived early, and was qualified to
do so, performed a preflight inspection using a checklist. He started both engines, ran the power
up to check the oil pressure, checked the magnetos, raised and lowered the flaps, and made other
checks while it was still parked away. During the engine runup smoke came from the outboard
cowl flaps above the exhaust stacks of the left engine. A cluster clamp bolt on the port engine
exhaust stacks was tightened. He then shut down the engines. The adequacy of the preflight
inspection could not be determined. The aircraft was towed to in front of operations, facing left.

Musician Washburne: “[The band members arrived early enough to watch the pre-flight
runup, and] There was black smoke billowing out of one of the aircraft’s engines.”

Bell asked the LPO (Loading Petty Officer) of the line to start loading up around 8 a.m. The
band had been there waiting. A customs agent told Bell he had already checked the band
through customs, and so their instruments and personal baggage were loaded onboard, with the
instruments aft of the passenger seats on the right hand side.

Three days before, on Friday afternoon around 4:30 p.m., Bell had gotten a call from some-
one who worked for Captain Smith, the Officer In Charge of Construction (OICC), stating they
wanted to take along soft drinks, beer and scotch for the Yap dock ground breaking ceremony.
Bell estimated it would weigh 400 to 500 Ibs, and said he could accept the weight. He now on
Monday morning noticed the boxes of these refreshments in flight support. There were also
boxes filled with shovels and hardhats for the ground breaking ceremonies. He picked up each
box to get an idea of the weights. He already knew the drink boxes weighed about 45 Ibs. each.

The soft drinks and liquor were stored underneath the troop seats along the left wall. Alco-
holic beverages were supposed to be in a locked compartment, but none of the boxes were
marked, so this was ok. Everything was loaded and strapped down between 8:15 and 9 a.m.

First Attempt to Start the Right Engine

Captain Estes arrived around 7:30 a.m., but the first time Bell recalled seeing him was when
they boarded the plane just before 9 a.m. With takeoff set for 9:15 a.m., they thought they could
start the #2 engine, on the right, that would not blow on the officials boarding on the left, and
then start #1 after everyone was onboard.

At 9:10 a.m., after everyone was aboard except Joseph, Van Cleve, and Green, Estes attempt-
ed to start the right (#2) engine. He did not have a lot of experience starting the engines, and it
acted as if it wanted to start, and then it was either flooding, or the ignition exciter was not
working. Curtiss, standing between the pilots joked with Estes that he, Curtiss, had been able to
start #2 earlier that morning. Then they let it sit for about 5 minutes to cool the starter. They got
an electrical power cart out and plugged it in, and tried again to start #2, but it still didn’t work.

Then the VIPs arrived and boarded.
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28Estes | | 29 Bell |

Seating Chart Eare
| | 1| Smith Green Winkel | |
The seating chart was as estimated at right. 12| Winters 16 17 |1
3 |Thompson VIP Paliet
Mechanic Rathbun: “We installed the VIP E 4| Lipscomb Gov't Officials | 2|
pallet, which was four seats conference-style, and S aReadhant ccrawman|  conference-style || |
two behind it, on a pallet that we mounted to the 5] 6| 2nciing 18 19 3
floor. They were airline type of seats, more | e foseph || Van Cleve| |
spacious. It wasn’t anything we made; it all comes 21 8| 2Johnson foar Adricdls a
mounted. You had to open the main [aft] cargo 1 s 0 1
door to get those in.” [5|9| ?Brewer Cruden |Clements| 5|
2 Other Nawy
Rear Admiral Cruden: “Green was in #16, Win- ?13 ?F'.-':c?:isre 2; —— ;3 =
kel in #17 [both in aft-facing seats], Joseph in #18, it ]
Van Cleve in 19. | was in #20, Clements in #21, 1 Slerdder Roth FH
Roth behind me in #22. Band members were all in 313 RERIEE | Switcned™ s sy
jump seats, along with the photographer [Tedder]. | |14\Washburne| pr. to ditch|  Allen  Betancourd
“When everyone was in and seated, LCDR Roth 8 |15] Rathbun [<Crewman 26 27 |8
said we needed one more seat. Chief Berger named #~20-24 boxes of Berger | ?Burke
one musician who left the plane. Roth said the soda, beer, scotch Windows > | 3
district administrator wanted a ride [from Ulithi] to under band seats > Band Instruments,
Yap, and so he wanted to leave one seat open.” < Cargo Door luggage, Shovels.

Musician Washburne: “Musician Senior Chief Frank Berger asked
us musicians ‘Who wants to stay back?’ | immediately exclaimed ‘I will?’
“*We need a bass [sousaphone],” replied MUSC Berger.
“Then, after a trumpet player [at right] was chosen to stay behind, as he
walked past me, under his breath he muttered “The plane’s gonna crash.’
“I asked again if I could stay behind, but Berger said ‘No.””

Below left (with leader lines from the manual deleted), behind the
pilots was a narrow section for a crewman to sit, on the right side, by a window. This was the
ditching station for the crew chief, Ron Curtiss. According to Dan Arnes, this was a very small
space, and the left side was closed off at the aisle (not open as shown below), with only an outer
panel of circuit breakers visible to the crew chief. Below right is what the troop seats looked like




Second Attempt to Start the Right Engine

After Joseph, Van Cleve, and Green boarded, AD2 Rathbun removed the top cowling on the
right side, shook the induction vibrator, and signaled for Bell to start the engine while he sat on
top of the nacelle, about six feet aft of the blades, to visually look at the induction vibrator to see
if it was putting out a spark. Bell tried, and it started this time. Bell then shut it down so
Rathbun could put the top cowling piece back on. Then both engines were started.

Deputy Under Secretary Green: “I was looking out to my left on the wing and noticed a
Navy mechanic straddling the [right] engine. The mechanic was giving some type of signal to
the pilot which seemed to be directing him to raise the revolutions of the engine so that he (the
mechanic) might ensure that the problem was resolved. There was another individual standing
on the ground below the wing holding a large piece of metal which covered a portion of the
engine. | was concerned over what the mechanic was attempting to check, but once he got off of
the engine and the wing, | could only assume that the problem had been corrected.”

Pre-Flight Safety Briefing

As they taxied out, mechanic Rathbun gave a safety briefing.

Rear Admiral Cruden: “Rathbun gave us a briefing on emergency procedures, and | think he
used handwritten notes. It was a detailed brief.”

Under Secretary Joseph: “There were moments on this flight which now stand out as though
they were intended to warn us of our peculiar destiny. The first of these was the safety
demonstration. | have flown all around the world, in every conceivable type of aircraft, even
landing uphill on a grassy strip in Kenya, but at no time did the survival demonstration catch my
attention as intensely as it did on this flight.

“The Navy crewman going through the life jacket demonstration did not use the standard
word, ‘if,” when describing steps to be taken. He continued to say ‘when.””

Director Van Cleve: “A crewman provides the life jacket demonstration (I note that he has a
worried look, and decide that he is the sort who, with his face in repose, appears worried).

“Because the life jackets are not quite like those on commercial airplanes, we all watch
carefully. Boy Scout-type belt. Hooks easily. Arrange so that plastic envelope that is part of
belt is in front center. Inside envelope is an orange life jacket, requiring only to be unfolded and
put over head. Pulling the large blue plastic tab near waist releases yellow marking dye. Pulling
the red tab near waist (‘Don’t pull until out of the aircraft’) inflates the life vest. Inflation also
possible by blowing, after unscrewing small metal device at end of black hose. Light is at upper-
right, in case of need after darkness.

“The demonstration is over. Adrian observes, with a smile, that the difference between
commercial and military life vest demonstrations is that the military ‘sound as though they really
mean it.” We all smile. | observe that no reference has been made to shark repellent. (I
remember that in years past, a container of shark repellent came with military life jackets.)
Someone says, ‘We discovered it turned out to be a shark attractor instead of a repellent.’
Someone else calls it a placebo. Either way, a conversation-stopper, | decide.”
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Q 2. COBRS Intersection
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? 4. Ulithi

Flight Plan

' 5. Yap

Bell filed the flight plan at right, to depart “PGUM” at
“2315,” 9:15 a.m. local time, W24 to the CORRS intersec-
tion, and then to a point 10° 40" N, 140° 00' E, “Just a line of
longitude” according to Bell, and then direct to Ulithi.
These points are plotted above. W24 was not found, but
was likely the airway in a 240° direction from the Guam
VORTAC. Airway intersections are locations where lines
from two navigation aids cross, or at a certain distance along
an airway. The departure runway had a heading of 240°,
and so they would fly straight for 100 miles.
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They filed to fly at 6,000 feet and 180 knots, but Bell later stated “In cruise, our indicated
airspeed was 145 knots; that pretty well corresponds with what | thought we’d get on our flight
plan.” Landing at Ulithi, 421 miles away, was estimated in 2 1/3 hours, at 11:35 a.m., but a 34
minute delay in takeoff, the actual airspeed of 145 knots, and 15 knot headwind, would now
make this a 3 ¥z-hour flight, landing around 1 p.m.

In 2013 the CORRS intersection was not listed on the IFR route map for Guam, below left,
appearing to have been replaced by BUCAT. CORRS (12° 38' 14" N 143° 14' 36" E) would
have been 2.5 nautical miles north and 1.5 nmi. west of BUCAT (1 arc minute=1 nautical mile).

After CORRS they turned left 4° to a 234° heading. The next planned waypoint, below
right, was on the 140° E longitude line, at 40" above 10° N, by the “C” of DIKEC.
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Takeoff

Takeoff was delayed 34 minutes past the planned departure time due to the waiting for
Joseph’s briefing book, and problems starting the starboard engine. The aircraft took off from
NAS Agana at 9:49 a.m. AE2 Curtiss stood between the pilots, aft of the throttle quadrant.

Copilot Lt. Bell: “Capt. Estes and | discussed the day before that we’d like to check our
take-off roll there at Agana, when we got the aircraft loaded, to see how much runway it was
going to take us to get airborne. We did get airborne somewhere between 2700-2800 feet, but
[Estes] pulled it off a little bit prematurely. He pulled it off at about 94 knots indicated, and we
used a little bit extra nose up trim for takeoff. The aircraft accelerated very nicely to 120 knots,
which we use for climb-out speed, and we departed normally.”

Oil Leak on Top of the Right Engine Nacelle

Either 10 minutes or 1 hour after departure, oil was observed coming from the vicinity of the
oil filler cap on the starboard engine nacelle. The oil was attributed to overfilling, expansion and
venting, and was considered neither abnormal nor excessive. Subsequently the flow ceased.

Pilot Capt. Estes: “As | recall, the oil coming out the filler cap on #2 engine was very soon
after takeoff — before we had leveled off.” [They leveled off in about 7.5 minutes.]

Musician Washburne: “About 10-25 minutes after takeoff, Lt. Betancourt noticed oil leaking
from the right engine. He was seated behind the right engine.
“He yelled, ‘Hey, there’s something leaking from the right engine.””

Rear Admiral Cruden: “About 30 minutes into the flight | saw a crewman [Rathbun] looking
at the starboard engine. | looked out and could see traces of oil on the nacelle. | asked if it was a
problem — he didn’t think so. He thought maybe they serviced it last night with cold oil and
maybe its venting as it heats up. It didn’t look like a lot — less than a quart.

“I went up to the cockpit and the pilots thought it had been filled the night before, it was
expanding, venting, and that was normal. Their indications in the cockpit were normal.”

Lt. Betancourt: “After about one hour en route, | recall seeing about one-half to one quart of
oil coming out of an access cover on the top of the starboard engine. | was seated on the star-
board side, just forward of the trailing edge of the wing, and I could see very clearly the engine.

“Petty Officer Rathbun went forward to tell the pilot about it, and shortly thereafter the oil
stopped. About five minutes later, Capt. Estes came back and looked at the oil through my
window. | had to move aside for him. He did not say anything.

“When | spotted the oil, just out of instinct, | looked at the trailing edge of the wing. 1
thought that the exhaust that | saw was more than | had seen when flying the [Kadena] C-117 in
the days earlier. | asked Capt. Smith, sitting in front of me, who is a naval aviator, and he said
that it was just normal exhaust. It was whitish, not bluish, in color, and. very fine but definite.

“l thought that it was oil that had gotten on some hot engine part and was burning up. It was
very, very light, but | had not seen that before. It was well defined, but not even as heavy as
cigarette smoke.”
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Right Engine Oil Pressure Fluctuation

Forty-five minutes after departure, at 10:34 a.m., communications were established with
Andersen Airways, the primary air-to-ground station for aircraft using single sideband radio,
based at Andersen AFB at the north end of Guam. They assumed “communications guard” for
the aircraft. Sometime after this, indications of fluctuating oil pressure on the starboard engine
were noted. At an estimated 30 miles further, which would take 12 minutes to fly, so estimated
to be around 10:46 a.m., they decided to turn back.

Copilot Lt. Bell: “You normally lose contact with Guam Center roughly 100 miles out,
depending on your altitude. When I called Guam Center to report CORRS, | couldn’t get any
response, so | checked in with Andersen Airways. They accepted our primary guard frequency,
gave us a backup frequency, took our CORRS report, and our estimate for the next point.

“It was shortly after that | noticed the oil pressure give a jump. | watched it and it was pretty
steady. Both of them matched up. Then it jumped down on the #2 engine. | watched it for a
couple of jumps then | reached over and tapped the Captain on the arm and said, “Captain, it
looks like we’ve got an oil pressure problem on #2. | suggest we turn around and go back right
now.” He said ‘I concur with you,” and I turned left. As soon as | started turning, the Captain
unstrapped and went back to inform the Admiral what was going on.

“| called Andersen Airways and told them we were returning to Guam and that we had oil
pressure fluctuations on the #2 engine. | told them I was not declaring an emergency but that |
was returning to base. | estimated we were probably about 125-130 miles out of Guam. We
turned back and the Captain returned. He was only back there a short amount of time. As soon
as he got back, I asked him to take the aircraft, because | wanted to do a little bit of figuring.

”Manifold pressure was decreased on the starboard engine and both manifold pressure
and RPM were increased on the port engine during the turn back toward Guam. Indications
of decreasing oil pressure on the starboard engine, including the oil pressure warning light,

continued to be received in the cockpit.”

Normally [the oil pressure gauge] is up around 75 [at the top
of the green arc at right]. | watched it about two or three times.
I’ve never seen those oil pressure gages do anything but give
very steady indications, but now #2 was definitely dropping
down and coming back up. | probably watched it about three
times before | told the Captain. It was still indicating 75 or 80
PSI, but after we turned and started heading back, it continued
at about the same frequency to fluctuate. You could see it
wasn’t coming all the way back up to 80 PSI. It was dropping.

“I had Curtiss go back and check it. He said we were
definitely losing oil out of #2 and he could see it. He said it was
coming from under the wing. He said there was oil all over the
flap. When he said that, | wanted to ask him to correct what he

said, because the flaps were up and you can’t see the flaps.

“There were no abnormalities with the oil temperature up to when we feathered #2. The oil
temperature was within limits the entire time. It never went out of limits. That may have been
an abnormality itself [No — it wouldn’t heat up until all of the oil was gone]. Even up to the time
we started losing governability | didn’t notice any abnormalities with the oil temperature.”
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Van Cleve heard Bell reduce power to the right engine, o
and was informed about the turn back to Guam. She looked ?i"’
for evidence of the turn by the sun’s position. The sun SW of
CORRS intersection at 10:38 a.m. that day was in the direction of the yellow line above, with an
elevation of 62°. Bell made a 180° turn to the left, and so she would not see the sun until the
turn was almost completed. The engine shut down she refers to happened after the turn.

Director Van Cleve: “A bit before 11 a.m. | turn again from my book to the ocean (possibly
caused by a change in the engine sound?) and watch, transfixed, while the right engine propeller
slows and slows and then wholly stops. | call Jim’s attention to the fact that we are moving on
one engine. Jim wonders if we will turn around. Dave Cruden comes by and reports that we
will turn around and return to Guam. We all find this comforting, but we seem not to turn. |
will, I say, watch the horizon and report when the sun seems to be in the right place; soon it is.”

Deputy Under Secretary Green: “It was almost as if the pilot did not want us to know it. We
never so much as felt the wing tilt that normally signals a turning aircraft. Mrs. Van Cleve,
always alert, noticed that the sun had changed positions, and observed that we had indeed turned.

“After the plane had turned around, the pilot turned off the right engine.”

Engine Shut Down

Copilot Lt. Bell: We turned around, and we were heading back to Guam and | asked the
Captain to fly the aircraft. | had the NATOPS Manual and | was going over the basic first six
steps of the check list, because they are the memory items. | just wanted to reassure the Captain
what was going to happen if we had to shut the engine down.

“The oil pressure continued to drop. | told him when it dropped down in the 50 PSI region,
sufficient to get the light on and off. Then as it did drop below 50 PSI we had a constant oil
pressure light. I didn’t want to shut the engine down sooner than I had to, but I didn’t want to
damage the engine permanently either, so I told the Captain we’d use 30 PSI for our shutdown
point, and we’d shut the engine down when the gauge would not come back up to 30 PSI. Well,
we never got that far down, because we started losing control over the prop governor on the
engine, because it uses engine oil.

“We started losing governing control on #2, so | pointed to the RPM gauge and | said
‘Captain, we are getting ready to lose control over that engine. I’m going to shut down #2’. | sat
and watched it, and as the RPM passed through 3000 RPM, | took the mixture on #2 and asked
him to concur that it was #2 engine. The proper engine. He nodded his head, and | shut down #2
with the mixture control, and | immediately feathered #2.”

Emergency Declared

Bell declared an emergency between 11:00 and 11:04, at the time the engine was feathered,
and so the engine was feathered about 15 minutes after the turn around (estimated at 10:46). At
approximately 11:18 a.m., NAS Agana and the Joint Rescue Coordination Center (JRCC),
Guam, was notified.
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Failing to Maintain Altitude, and Slowing Down

To avoid head-on-collisions, pilots above 3,000 feet when flying west pick an altitude with
an even number of thousands of feet, e.g. 6,000. When flying east they pick an odd number, e.g.
5,000 feet (airplanes not talking to radar add 500 feet to these). Therefore Bell told Estes to fly
to Ulithi at 6,000 feet. After turning back east, Bell told Estes to purposely lose 1,000 feet, to get
to an odd number of thousands of feet, 5,000.

After giving up 1,000 feet to get to 5,000 feet, Estes could not maintain 115 knots while
maintaining altitude, and so Bell told Estes to pitch for the airspeed, and let the plane descend.
He thought (correctly) that the airplane would perform better lower, and advised Guam Center he
wanted to descend to 2,000 feet. Guam Center advised him “at pilot’s discretion” to descend to
2,300 feet, 1,000 feet above Mt. Lam Lam, pictured above, 1,332 feet, directly along their path.

Copilot Lt. Bell: “After we feathered the engine, pointing back toward Guam, our airspeed
then bled off from about 145 to 149 down to about 115 knots. | told the Captain 1’d like to
maintain no less than 115 knots if possible.

“I’d flown the airplane both simulated and actual single engine. Of course we never had a
big load on board like we had that day, but it had flown so well on one engine in my previous
experience that | really didn’t think that we would have any trouble flying the airplane back to
Guam. We finally got down to about 115 knots, so | told Captain Estes to go ahead and descend
to 5000 feet. It made sense to me because we had reversed our course so we should be at an odd
altitude coming back in.

“We got down there at 5000 feet and leveled off. We found out we were not able to maintain
our airspeed. It was continuing to decrease. | told the Captain to descend and | would notify
Center. We would just try to maintain an airspeed of 115, and continue a descent.

“We seemed to have a pretty consistent rate of descent of 100 feet per minute. Our airspeed
was somewhere between 100 and 110 knots. It would vary a little bit. Captain Estes was flying
the airplane. In fact, | had asked him, ‘Captain, do you think you can make it? Do you want to
try to make a single engine landing?’ He said that he didn’t think he’d have any problem doing
that. | don’t think that would have been a real good decision on my part to allow him to make
the landing as aircraft commander but he [Estes] was the one who was flying. He had been the
one who was going to make the landing at Ulithi.

“| felt at a lower altitude somewhere the aircraft would level off. | felt at 5000 feet possibly
the wings and the props weren’t as efficient as they would be at more or less 2000 feet. | didn’t
want to use much more power than what we had on it. We already had max continuous RPM.

“We told Center we were descending, that we could not maintain 5,000 feet. They said
‘Roger, at pilot’s discretion, descend and maintain 2300 feet and report the field in sight.’

“We could see Guam clearly from 70-80 miles out. They wanted us to maintain 2300 feet
until we were clear of the terrain on the southern end of the island. We continued to descend
down to 2300 feet, and maintained our 100 to 110 knots.

“When we got to 2300 feet we were probably 50-60 miles out. [We] went on up to max
continuous power, to 46 inches. We leveled off at 2300 feet, and the aircraft maintained that
altitude for a few minutes. The airspeed slowly backed down to 100 knots and even went a little
bit lower than 100 knots.
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Jettisoning Cargo

Jettisoning was from around 1,500 feet to 500 feet. The investigation found it had no benefit.

Copilot Lt. Bell: “At this time Petty Officer Curtiss was up forward and | said, ‘Curtiss, let’s
throw out all the booze and cargo.” | didn’t tell him any baggage, but booze and cargo was going
to go. He went back aft, and with the other two crew opened the emergency door and got rid of
all that stuff. A couple minutes later he came forward and said, “We’ve thrown it all out sir.”

“We were still in a descent and we were still slow. 1 said, ‘Captain, I’ll take the aircraft
back.” At this time we were down to about 1500-1600 feet, about 100 knots. Then I said, “OK,
Curtiss, let’s throw everything in back out. Petty Officer Curtiss went aft and started throwing
baggage over the side, band gear and basically everything that was left in the airplane.”

Musician Washburne: “There were packages under every seat along the left side. We had to
loosen the seats from the deck to get the packages out. The seats were lifted and we passed the
boxes — we formed sort of an assembly line — to the back of the plane, where a crewman
[Rathbun] would throw the package out. He would throw them straight down with a lot of force.
Twenty to 24 packages from the left side were thrown out. The next things to go were small
things, like brief cases, then a few musical instruments. We were about 1,000 feet above the
water. The seats [the lower attach brackets shown on page 30] were never secured back down.”

Mechanic Rathbun: “I was on the left side, in the last troop seat nearest the door; that was
my takeoff position and my crew seat. Prior to throwing the cargo out | made a makeshift safety
strap out of a cargo strap — there were no gunner’s belts, and | handed it to the chief musician
[Berger, in seat 26, near the door] and said ‘Wrap this around the arm of the seat, and don’t let
me fall out.” He was still holding the strap after we hit the water. We only jettisoned once. |
was the only one tossing things out. Curtiss and the others passed everything to me.

“The first thing to go was my 70 Ib. toolbox. It was either it or me. I still remember the bass
drum Kkind of getting stuck in the door as the wind grabbed it, until I gave it the boot.”

Rear Admiral Cruden: “I heard we were going to have to get rid of some baggage. | walked
up to the cockpit at that time. We were at about 1,400 feet. | asked the pilots, ‘Are we having
trouble holding altitude?’” They said “We’ve lost some altitude, but it seems to be holding pretty
good now. If we have some problems we’re going to jettison the baggage.” In about 5 minutes
after | sat down word came to crack the cargo door and start throwing things out.

“The musicians started removing cardboard boxes under their seats. They passed them back
and out they went. Then they threw some instruments out, and at least some baggage.”

Director Van Cleve: “At about 11:30, the flight attendant emerges in haste from the cockpit
and shouts, “No smoking! Fasten seat belts! Put on life vests!”

“We do all of these things. We are otherwise silent. We seem to be flying much lower.

“| feel considerable fright now. Dave Cruden, moving in the aisle, says to us, gently, that
some of the luggage may have to be thrown out. No one comments. We are all rather without
speech. But I do hope that it’s not mine. | do like that suitcase, and | especially like a lot of the
things in it. 1 won’t look. If | see my suitcase going out | might cry. Can’t do that.”
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Deputy Under Secretary Green: “A crew member went to the rear of the plane, opened the
rear door, and began throwing musical instruments, boxes wrapped in brown paper which were
under the bench upon which the band members were seated, and an assortment of luggage. | saw
my luggage and the Under Secretary’s attaché being thrown out. | was now very concerned.

“Members of the band were assisting in throwing out the brown bags by sliding them from
under their seats and down to the rear of the plane. This was classic. 1’ve seen this scene many
times on television.

“l wanted to tell the Under Secretary that his attaché had just been thrown out the door. |
didn’t. It sounded fatalistic.

“At one point the crew member [Curtiss] who had been throwing [helping throw] the items
out of the plane returned to the cockpit to converse with the pilot. As he left the cockpit, my
back was to him, but the Under Secretary looked up at him and noticed that his eyes were red.

“Shortly thereafter...the pilot shouted to the rear of the plane, *Close the door!”’

“I thought of my wife at home, expecting a baby that | would never see. | thought of my
loyal assistant and the general scene at the office. | pictured it in my mind. | prayed. | prayed in
a very personal way. Not a prayer, but a message. | was attempting to communicate through
God to all those who were passing through my mind, but I had no specific message.

“l cannot remember the prayers, but | can remember the attempt to communicate it some
way, something about my existence. 1 did conjure up slices of life which were prominent in my
mind, as if to register them permanently in some place so as not to forget them, as if somehow
they might otherwise be lost. | cannot at this point recall the scenes | pictured. Most were faces,
not events.”

Under Secretary Joseph: “It had by this time become obvious that we were losing altitude or
deliberately flying closer to the water. | no longer felt fright. Somehow, | had passed that stage
earlier. My emotions were all positive. No fear. No anger. | had offered a silent prayer and |
felt an inner calm.

“There was complete quiet, a silent discipline which reminded me of mock combat drills at
Ft. Devens in Massachusetts, where as a young company commander | had learned to repress my
own emotions in order to set an example for the men under my command.

“My mind was suddenly fixed on the terror in the eyes of the crewman who had instructed us
to put on our life jackets. I did not feel his fear, but | was touched by the tears visible in his
eyes.”

LCDR Roth: “The band members had to lift the seats from the floor to get the boxes out
from under them. | have the impression that the crewmember helped with the seats.

“Afterward | remember the crewmembers scurrying to try to refasten the seats. At that time
we were told to prepare to ditch.”

Lt. Betancourt: “About 1130 we were told to put on our life jackets, and everybody did it.
Then one of the crewmen was told to open the cargo door and start ditching cargo. The first
things that went were boxes under the seats where the band members were sitting. They were
sealed boxes, and | don’t know what was in them. They were passed back hand over hand and
thrown out. Then came the band instruments. Next he was told to shut the cargo door.”
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Descent from 1500

Pilot Capt. Estes: “Somewhere in a very shallow, very slow descent she’d seem to level off
ok and then just lose a couple, 300 feet, then hold it for awhile and lose a little more. This was at
normal rated power [i.e. they had not increased power to the good left engine].

“[After they jettisoned the extra cargo they] closed the jump door and it looked like we were
still going to have a little trouble maintaining altitude so it was about that time that Bob called
for full power and we were down around 110 knots at that point. We were getting a good 2800
RPM which is of course the prescribed RPM at military rated. The aircraft even at that full rated
power could not maintain altitude.

“We kept losing altitude, and airspeed started to decay down to the point where we were now
about 500 feet above the surface of the water, and airspeed was down around, as | recall,
between 95 and 90 knots.”

Mechanic Rathbun: “I was told to get the door back shut, so I did. | only had about 20
seconds between when I closed the door and sat down and when we hit.

“l did not have time to put a seat belt on. | had the cargo netting behind me, and so | grabbed
on to that and held on with all my might. Broadbent was forward by Green.”

Copilot Lt. Bell: “As they threw [the cargo and baggage] out, when the door opened it
increased drag. It caused the airplane to fly a lot more unstable. Our airspeed went down
somewhere between 90-95 knots and the aircraft started to buffet and shudder as if we were
doing approaches to stalls. | was flying the aircraft and I still could not maintain altitude. 1 was
trying to keep as little a rate of descent as possible without the airspeed falling off too much or
without the buffeting and the vibrations becoming too bad.

Curtiss and the rest of them were back in the back throwing baggage out. We continued that
descent down to about 500 feet, | think it was. It took about, | would say roughly, 10 minutes for
us to descend from 1500 feet, when I took the airplane, down to about 500 feet. We were still at
about 90 knots, 1’d say. The aircraft was buffeting quite a bit and uncontrollable.

“We went to full power on the engine at 500 feet. That seemed to help for a couple of
minutes because the aircraft seemed to maintain 500 feet and 90 knots for a couple of
minutes. | really felt like maybe we could fly this thing out now we are lightening the thing up.
As soon as we get the rest of the stuff out and the door closed, maybe we could get it back up to
1000 feet. We could get it back on in and land.

“All of a sudden there was a severe shudder that went through the airframe. | thought it was
about to stall out, or I wondered if something thrown out could have hit the tail or possibly there
was a problem with the #1 engine. | really don’t know but there was a severe shudder of the
airframe. | thought we were going to stall the airplane out, so | eased the nose over and we
started a more rapid descent toward the water.

“I turned to yell and to try to tell somebody that we were going to hit the water. | could see
that they had closed the door in the back. Curtiss was not between the seats and I couldn’t see
him in the back so I told Capt. Estes, ‘Captain, we are going to hit the water.’

“Then | concentrated on flying the airplane, and keeping the wings level, and just before
initial impact with the water, | reached over and feathered #1 engine.”
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Just Before Ditching

Pilot Capt. Estes: The last airspeed I recall seeing on the thing was 90 knots which is still
well above stall speed [83-89]. I still felt that shudder with the door closed that | felt early-on
when they started the second dumping evolution.

“We were kind of getting close to a touchdown when the left wing dropped. So | got on the
controls with Bob and kicked the hell out of the right rudder and the wing came right up.

“The sea was pretty calm, so was not a factor. We ditched in the direction back toward
Guam. There was not enough of a sea to worry about. We talked about it — that we would just
make a straight in with the heading we had, rather than try to make any final turns at a relatively
low altitude and perhaps get ourselves in a wing-down situation.”

Copilot Lt. Bell: “The wind was pretty much on our tail coming back in, about 220 at 15
knots at altitude. On the deck it was probably pretty much the same. On take-off it was right
down the runway, 240 at 15. We landed 180° out from what would have been recommended for
ditching. When we got down on the water the swells were moving in the same direction as we
were. We were following the swells. | can’t say for sure at what point on the swell we touched
down, whether we hit one on the back side or on the top. Basically, our ditching heading was the
one we were using to head for Guam. | don’t know exactly what it was; basically 060.

“On touchdown, the flaps were up. The setting recommended for ditching is half flaps. |
didn’t use flaps because we were already so slow that | just felt like it would have stalled us out.
We would just go flying into the water and probably break the back of the airplane.

“The main reason you want to use that configuration [with flaps] is because it gives you the
best attitude. [But] we thought we were so slow we would have probably landed like this
[anyway] rather than setting the area under the wings on the water.”

Deputy Under Secretary Green: “I gazed out the window looking at the ocean and the
waves, white capped, become more and more distinct. There were very clearly bubbles in the
water. We were getting closer to the ocean. Adrian and | were taking each other seriously. |
smiled nervously at the Under Secretary, saying in a strange kind of way “We’re not going to
make it.” | looked across from him at Mrs. Van Cleve. She seemed concerned. We all were.”

LCDR Roth: “The word was given shortly before we ditched to crack the windows. 1 think
Ralph Smith’s window exit [seat 23, next to Roth] was the only one cracked. 1’m not sure
anybody really knew what cracking a window exit was, except Ralph who was an aviator.”

Lt. Betancourt: “It was fairly quiet in the airplane prior to impact. No one was panicky or
causing a commotion. Someone told us that we were going to ditch. The crew prepared us well
by indicating that our seat belts had to be fastened, and we should assume crash positions, which
means putting your head to your knees, and bracing for what likely will be a shock. | bent over
with my hands covering the back of my head. | had moved from seat 25 to the aisle seat, 24.”

Musician Washburne: “We were instructed to fasten our seat belts as tight as possible. [But]
band members near me, seated on the jump seats, and | were not advised nor instructed by
anyone to put our heads between our legs for the crash, so we just continued to sit up normally.”

40



Impact: Hitting Tail — Getting Airborne — Nosing In

Pilot Capt. Estes: “We were both on the controls when we hit. First point of contact we had
a nose-up attitude. We hit tail first, and slapped down. First contact was moderate. This was
followed shortly by a second contact which was quite severe and quite loud. | was impressed by
the tremendous noise.

“] can remember being thrown violently against the straps [shoulder harness], and to the best
of my knowledge, it held. 1 felt myself hit something with my head. | have no idea what, and |
think I was unconscious for a short period of time and came to. | was under water still strapped
in the seat. | could not see anything but was very calm.

“The front of the aircraft...split from the top down; the top of the fuselage was totally open.

I think it split off on both sides evenly — meaning we landed wings-level.”

Copilot Lt. Bell: “We hit the water pretty solidly but the airplane seemed to get airborne
again, and continued to fly relatively controllably, but the next time we hit the water it was very,
very hard, very severe, and that was the last time | remember seeing the water. We may have
gotten airborne or hit it four times, but the second one was the last one that I could distinguish.

“I have a feeling that the first time we hit the water it was such that it slammed the nose
down on the second touch down, and that was what probably caused the failure in the fuselage in
back, slightly aft of the cabin.”

Under Secretary Joseph: “The plane touched down on the Pacific waters. | felt relief. It had
been much smoother than | had imagined. | even felt gratitude to the pilot.

“But as | started to unbuckle my seatbelt, there was a second impact; this one was incredible.
The sound was deafening. The plane was breaking apart. The ceiling directly in front of me had
caved in. Luggage or bodies (maybe even both — | could not be sure) were everywhere.”

Director Van Cleve: “A part of the plane touches the water. It does so so gently that I think
we will all walk off as though we are on a landing strip. (That touchdown, I later learned, was
the tail.) Within three, maybe five seconds, comes another impact, vastly more ferocious than
the most terrible sound | could ever imagine. The front of the plane has, clearly, struck the water
—and in turn been struck violently by it. | feel thrown upward and downward and forward all
more or less simultaneously. The awful crashing sounds persist. Everything is happening so fast
and with such ferocity. The cabin ceiling above me crashes downward, but I note with
satisfaction that it stops short of my head.”

Deputy Under Secretary Green: “The rear of the plane was the first to hit. The impact was
similar to what one might imagine to be the impact of being hit from behind in an automobile by
another at approximately 20 to 25 miles per hour. Shortly thereafter, seconds, the front of the
plane hit the water. It was the most jolting and physically traumatic experience | have ever had.

“As the front end smacked into the water, | was looking forward at the Under Secretary. Our
bodies were being thrown forward and back and around with the confines of our seat belts. At
one point as | was being thrown back. | recall looking up at the ceiling of the plane, and general-
ly wondering what portion of it would either crush me or pierce me, and kill me. | contemplated
death. | seemed to be waiting for something to hit me, or to crush me, but nothing did.”
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Rear Admiral Cruden: “When we hit the water tail low it was a glancing blow. We came
back up into the air and not much of a shock. The second time we came in quite hard. | was
seated upright and was thrown forward, but my safety belt held me tightly.

“l saw people on the jJump seats coming past and piling up in the forward part of the aircraft.
I don’t know if the seats or safety belts were letting loose. There was no panic.”

LCDR Roth: “We impacted once, and at least one more hell of a wham. There might have
been more. On impact, | had the impression that most of the people in the troop seats were going
forward, and seats, people and all were carried away.”

Mechanic Rathbun: “After the tail hit, we got airborne again, and it nosed in. The second
impact is when we came to a stop.”

Lt. Betancourt: “When we ditched, I only remember feeling one sharp jolt when we stopped.

“They told you to put your head down between your legs, and not to look up until you came
to rest. | distinctly remember after it impacted it bounced, and I lifted my head, and it hit again,
and my head hit my knees, and broke my nose.”

Musician Washburne: “I looked out — we were very close to the water. | expected a smooth
landing. The plane landed on its belly. | thought the pilot really did a good job, but about a
second later we hit again. The second time we hit, | think the front of the plane hit a swell very
hard. I was thrown into the air because the seat had not been secured. | was thrown forward.
We hit a third time — a violent jolt. The plane hit a fourth time and came to a stop.”

Ditching Location

The plane ditched at 13°12.8' N, 144°30.9' E, marked below. This was 20 miles along the
232° radial, the green line below right, from the NAS Agana (Nimitz) VORTAC, and 3 more
miles along the blue line to the field, 23 miles from NAS Agana. It was about 16 miles, the
yellow line, from Orote Point. It was 8 miles from the island at the south tip of Guam.




Pilots Escape from the Torn-Off Cockpit

Pilot Capt. Estes: “I think in retrospect I just had the thought of the Dilbert Dunker for some
reason or other. Having had several of those throughout my years of training, it was kind of the
same evolution. 1 just very calmly found my lap belt and undid it, and tried to kick out, and
couldn’t because my right foot was caught somewhere, on the rudder pedal. | was out of my
belt, and started to really act concerned because | couldn’t get my foot out and thought that this
could very well be it. | remember as the thing was sinking very clearly wondering ‘Is it better to
just swallow water and get this over with?” But | kept working with it and was calm throughout.
Maybe I still had plenty of air. At least I certainly hadn’t reached the panic point.

“Suddenly, my foot popped out and | wasn’t sure which way to go, because | was totally
disoriented. | had no idea which way was up, but just feeling around | remember pushing a box
or suitcase or something out of the way, and | believe that I came through the normal hatch or
doorway that leads from the passenger compartment into the cockpit. | believe that is how |
made my exit because it felt tight and close and that is a pretty tight cockpit, if you’ve been in it.

“As | floated to the service, the water was very clear, and | remember seeing the broken off
cockpit [underwater] through the clear water, sinking.

“It didn’t seem like | was underwater very long once | cleared the cockpit area until | popped
to the surface and found myself looking aft into the passenger compartment. | remember seeing
seats and they all looked intact and good. | don’t remember seeing anybody in there. It seemed
like I heard somebody yelling, but | was pretty dazed and I don’t know whether it was somebody
outside the aircraft or not. But | thought there was a large crack over my head when | looked up,
and it may have been just an open space, and the cockpit, somewhere aft of the radio compart-
ment, physically separated from the rest of the aircraft, was sinking. Actually there wasn’t really
anything there but space, because | remember going to where the aircraft fuselage was cracked
and crawling out on the wing and lying on the wing for several minutes.”

Copilot Lt. Bell: “The next thing the entire cockpit was full of water. It was black. 1
couldn’t see anything. | reached down and unstrapped my belt. | turned to the left to get out of
the right seat. That was the last direction | know for sure where | was going. | don’t know how I
got out of the cockpit — whether it was the overhead hatch, a hole ripped through the deck, or
whether it was straight back aft through the passageway. But I searched around and found a hole
I could pull myself through. 1 had a sensation of going from within an enclosed aircraft out into
the open water. Then | started getting my senses. | was buoyant, | was going up; there was a
sensation of floating up.

“When | came to the surface, the aircraft was behind me. When I turned | was in line with
the #2 [right] nacelle. The engine had been ripped completely off, and there was just the aft fire
wall. All I can remember noticing was the fuselage on the starboard side from about the wing
back. It looked like it was all still there and the aircraft was floating pretty nicely and there were
several people on the wing.

“I swam toward the nacelle. | looked out to my left, out in the water, and | could swear | saw
Capt. Estes there in the water, more or less parallel with me, swimming toward the leading edge
of the wing. There was blood on his face. He was more or less like he was in shock, and his
eyes were staring. | crawled up on the wing. The waves more or less just washed me up on the
wing. When | got washed up on top of the wing | realized | couldn’t walk. | was pretty much
unable to do much of anything other than swim.”
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Passengers Exit Main Door and Windows, and Enter Life Rafts

As diagrammed above, the main exit was the left rear door, but the C-117D also had four
windows that could be pushed out for passengers to exit. The windows on the left were blocked
by the troop seats. Windows 6 and 7 on the right, similar to those pictured below for an R4D-6,
were used. Window 6 opened onto the wing, and 7 onto the edge of the wing, mostly the water.

Rathbun (Mechanic): “The 20-man raft was strapped to the right-side of the aft bulkhead,
and was torn off by the second impact. It flew across the plane [left] and hit the aft cargo door
and knocked it open, and the raft fell out, and it floated there un-inflated. The aft cargo door was
then open, and the forward one, with the jump door was still closed. | threw out the 7-man raft.”

Under Secretary Joseph: “We had determined in an earlier conversation that Adrian and |
were the only two who could not swim. [So after impact] | was obsessed with one thought: get
to the door quickly. Once at the door, | stood for a moment to contemplate my predicament. |
could see nothing but water; | was standing at ocean level. To my left | could see a member of
the crew [Rathbun] inflating a raft. He appeared to be the only person ahead of me. | decided
that | could reach the raft even if my vest did not inflate, [but] I pulled the string, the jacket
inflated and | jumped into the water. The other person in the raft helped me aboard. Then we
helped other people. They kept coming. One of the members of the crew [Rathbun] had a radio
[a PRC-90, part of his survival vest] that he could not get to operate, but he kept trying anyway.”

Director Van Cleve: “The angle of the fallen ceiling is different on Adrian’s side. He has
been struck in the head. Adrian’s hands and feet are flailing. But of all the people on this plane,
am | not the least competent to help him? Many are trained as to what to do. | am not. My seat
belt unfastens nicely. My sole duty at this moment is to get myself out of this airplane as quickly
as possible, causing as little difficulty for others as possible. Move fast. | bump into someone in
the aisle. He seems to stand aside for me. I think it might be Wallace.

“To my immediate left appears an already opened emergency exit. | think it is full length
[not] on to the right wing. Just one man [Cruden] climbing out. He is moving slowly.

“Someone, passing swiftly, flips open another emergency exit immediately to the right of the
one with the slow mover in it [they would look as shown below left, with seats]. It’s hinged at
the top; perhaps 2 feet square; only a window but it’s all mine; no one else ahead of me. But
below there is no wing. Only ocean. Oh well. I’m not afraid of water. ...I dive, head first.”




Lt. Betancourt: “Mrs. Van Cleve was dressed to the nines, had her purse, her hair made up
real high. After | jumped into the water, Mrs. VVan Cleve took off her shoes, and put her purse in
one hand, and shoes in another, and jumped in. And you know what happens when you jump in
the water when wearing a dress — her dress came up.”

Deputy Under Secretary Green: “I got up, planning to leave by the rear exit. It was
crowded. Instead, | took one or two steps, turned left and went out the emergency exit and onto
the wing. | remained on the wing because | knew | would feel guilty if | jumped into the water
while there were people still in the plane, perhaps unable to escape. | did not go back into the
plane, as there were persons coming out and | felt that if anyone had been trapped, these
individuals had helped them. There were screams, someone was yelling from inside.

“As | stood on the wing, I noticed a window being pushed out. It was Mrs. Van Cleve. She
jumped out of the window directly into the ocean. | should say that she dove into the ocean with
characteristic propriety. We exchanged glances and her eyes and expression told me that she
was all right. 1 noticed that the young Navy photographer joined her. My concern for Mrs. Van
Cleve was satisfied knowing that there was assistance close by.

“Admiral Cruden was one of those coming out of the exit behind me. He [had] discovered
that Adrian Winkel was still in his seat unable to release the seat belt buckle.

“As the plane slowly went down, | jumped off and began to swim to a raft. | seemed to be
perhaps 30 yards from the plane and drifting away.

“Once inside the raft | was totally fatigued and seasick. Conversation and speculation
centered on who and how many persons had died. There were calls for *Scott,” but no answer.
Was he dead? Soon the answer: “Yes.””

Director Van Cleve: “Adrian could not move, his seat having gotten pushed back when the
ceiling above him came down. He was saved by Adm. Cruden. He extricated Adrian, and
Adrian then joined Jim and others in the raft that was beyond my vision.”

Rear Admiral Cruden: “The people in the port side [the band members] were scrambling to
their feet and heading aft. The Under Secretary and Mrs. VVan Cleve and Mr. Green were all past
me before | even stood up.

“I heard Mr. Winkel saying ‘Help me.” The overhead ahead of me, over those four seats, had
caved in. In the middle it came down quite low into the passageway, but not to the point where |
had to get in an uncomfortable position to get to Mr. Winkel. My view of him was unobstructed.
His whole chair seemed to have gone over backwards. | know there was water around him, but
I’m not sure how high it was. He was wedged in and I grabbed his arms and pulled.

“While I was helping him, I could hear some words, ‘Help me’ on the other side — | couldn’t
see over there. The overhead was down on us. Before I got [Winkel] loose, all that conversation
on the other side ceased.

“All of a sudden Mr. Winkel came loose. On the way out | looked over on the other side and
didn’t see anybody. It seemed like we were the last two out.

“There was no water in the aisle. All the water was forward.

“It seemed to me there were two openings on my left — the right hand side of the aircraft. |
went out there. There were some jagged edges there and my foot got caught and LCDR Roth,
who was standing on the wing, helped me through. My impression is that Mr. Winkel went out
the cargo door. (Continued)
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Cruden continued: “I spotted Captain Estes up on the wing, and no life jacket on. 1 yelled
for him to come down since | knew my life jacket would keep us both afloat. He said, ‘No, I’m
alright. 1 think the aircraft will float for awhile.”

“It is now my distinct impression that [Winkel] and | were not the last two off [the plane].

“LCDR Roth went in the airplane after | had come out to get a life vest, I think, for Captain
Estes. He got a life vest and threw it out on the wing and then he spied a couple of people up
forward with white shirts on. He went up there and was instrumental in getting them out. It
seems to me the man LCDR Roth was directly responsible for getting loose and up and out in the
water was probably MU1 Thompson. And Thompson, in turn, turned around and Winters was
behind him under some metal.

“| think LCDR Roth left the airplane to go around to see if he could get in from some other
way to help. | think Thompson was able to get Winters free and out. | think they were probably
the last two out. | must say LCDR Roth is a real hero in this case.

“l could see life rafts — one off the tail of the aircraft and one up in front. | couldn’t tell if
the raft ahead was inflated or not.

“l told Tedder to stay with Mrs. Van Cleve. They headed for the raft in front of the aircraft.
Because of the swell, | started heading for the other one. Someone helped me get in the raft.

“We had Bell, Betancourt, Lipscomb, Roth, Brewer, Allen and Winters. This was a big raft.”

“We married up with the raft up ahead and tied them together.”

LCDR Roth: “Someone [Estes] yelled for a life jacket — | reentered the aircraft. | found a
life jacket floating around the vicinity of the cargo door. | didn’t see anyone in that area, and
started back up the aisle. There were two band members trapped up forward. | threw the life
preserver out the window in the direction of someone in the water.

“The band member closest to me had his leg trapped in sheet metal. | think | moved the
sheet metal and he [Thompson] pulled himself out. It was all sort of a blur.

“The other band member [estimated to be Winters] was trapped in rubble up to his chest.
The first guy got loose, but | made the judgment that we could not pull the other guy out. | told
him I would go outside and try to come around. | re-exited, swam around the wing, and tried to
get in ahead of the wing. | couldn’t find a way in. | saw the other guy come out. | yelled at him,
‘Is everybody out?” | think he yelled “Yes.’

“Not knowing how long this thing was going to float, | went out to the edge of the wing,
dropped off and floated back to the life raft. | helped Bob Bell aboard. | attempted to get the
rafts together, and we did get two of them together. We got a body count.”

Lt. Betancourt: “Lt. Allen sitting next to me on my right opened the emergency exit. He got
out, and | followed him. It was very easy to get out. |1 swam away from the plane, and moved
toward the end of the wing, and was looking for the VIPs, especially Mrs. Van Cleve.

“I remember looking past Capt. Estes and seeing a jagged metal edge of the fuselage about
right next to the right [nacelle]. All I saw was jagged edges behind Capt. Estes.

“We had been in the water about 20 minutes when someone yelled at us that there were life
rafts on the port side of the aircraft. | looked and saw the life rafts on the port quarter of the
aircraft, and swam about thirty yards to the nearest one. It was not drifting as fast as | expected.
I did not see any rafts on the starboard side. There were only one or two people in the raft, so |
got in and helped others. Some of the people in the raft were LCDR Roth, Lt. Bell, Rear
Admiral Cruden, Lt. Allen, some bandsmen, and Mr. Green.”
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Musician Washburne: “I was, as a cause of the abrupt stop of the aircraft, slumped way
down on the jump seat, perhaps 1 foot to 2 feet lower than | had been sitting previously, and |
was at least 3 feet or maybe 4 feet closer to the front of the plane — [the nylon seats shown on
page 30 hanging on a rod] being pushed forward by the impact.

“I had some trouble unfastening my seat belt. 1 eventually got it.

“The inside of that plane looked like a shambles. | went to get out and | noticed my left leg
was caught between a metal bar and some part of the seat. | cut my thumb reaching back to grab
something. | was able to get my foot untangled in about 10 seconds.

“People were calmly making their way to the back of the plane. All the exit hatches were
open. People were walking out on the wings and jumping into the water. | didn’t see anyone
who needed help. | exited from the right side. | walked along the wing. | jumped into the water.
After | jumped I realized | hadn’t inflated my life vest yet. | could not find the tag to pull to
inflate it. A Lieutenant Junior Grade [estimated Allen] came over to me and inflated my vest.

“People were calm and helping each other. | looked at the front of the plane and couldn’t
believe what | saw. Where the cockpit should be, I couldn’t make heads or tails of what was
there. Maybe the cockpit was torn off — it was just all black. It cracked like an egg right behind
where the pilots sit, right at the red stripe [on page 17].

“As soon as | got in the water | noticed that all the life rafts were in the water. | later talked
to the man [Rathbun] who threw them out. He said as soon as the plane stopped he threw them
out immediately. He did a good job. There were three of them. Two [that floated to] the right
side, and one on the left. |1 remember going to a raft [the second 7-man, uninflated] on the right
side of the plane. | had to swim about 30 feet to get to it. Four or five people were struggling
with it — straightening it out and finding the pull tag.

“l found some instructions on it but couldn’t make heads or tails of them. It didn’t take us
long to inflate it. As it was being inflated | hopped onto one corner that wasn’t inflated because
with this life vest on it would be difficult to get into a raft. The corner inflated and | fell into the
raft itself. 1 think it was a 7-man raft. Next to this one was a 20-man raft. Some people had
activated their dye markers.”

Director Van Cleve: “Perhaps a dozen are swimming on this side of the plane. No sign of a
life raft. No sign of a boat. A few, including Wallace, are standing on the right wing. Wallace
is at the emergency exit. Up swims Joe Betancourt, Dave Cruden’s aide. What does Joe say?
‘Is there any way in which I could possibly be of assistance to you, Mrs. Van Cleve?’ | don’t
chuckle then, but instead say it’d be just marvelous if he could find the thing to pull that would
inflate my life vest. No sooner said than done, following which Joe swims off, doubtless to see
if he “‘could possibly be of assistance’ to someone else. Then I chuckle. Had we met at a
reception at Blair House, he could not possibly have been more correct.

“Up swims young Mr. Tedder. How glad | am to see him. He suggests, ever so politely, that
it might be wise if we tie ourselves together. A grand idea, | agree.

“Ahead of us, I’d have said from nowhere, after 1’d guess 10 to 15 minutes of swimming,
appears a most inviting sight: an orange life raft, with three or four of our plane mates already in
it. (It had taken some time to move it, with one other, from the far side of the plane to our side).

“We bob (sometimes so violently - the sea is not calm).

“I can see Guam. Two miles away, | think. (It was really 16.) How close we came to
making it back to Guam.”
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Copilot Lt. Bell: “I asked the people on the wing if they could check inside, and they said
they’d already checked and there was no one else in there. | could see through the windows and
out the cargo door or out the windows on the other side. | could see rafts on the other side of the
aircraft.

“| slid off the back edge of the wing and swam to the tail. The tail was floating and the
horizontal stabilizer was under the water. | swam over the stabilizers and around the tail. The
closest raft to me was the big raft, so | made my way to it and | got in the big raft.

“Most everybody | saw looked like they were in real good shape. In the big raft when I got
there, there were a couple of people with problems where they were just lying there. They didn’t
want to move around much.

Admiral Cruden and some others were taking charge of equalizing the load in the rafts and
getting the majority of the people in the large rafts.

“I do know the guys on the wings said they had checked and there was nobody left in the
airplane.”

Pilot Capt. Estes: “The #2 engine was gone, and | was holding on to where the nacelle had
been fastened to the wing until | got flotation gear and got myself oriented a bit. Everybody was
very calm.

“l saw some people in the water and rafts were out. It was about that time that | saw Lt.
Bell’s head in front of the leading edge of the starboard wing, and he was very bloody around his
head, but he looked to be good and | felt a great sense of relief at seeing him. He came up over
the wing next to the fuselage and went off the wing aft. | then made it to the raft.

“We had radio contact [before ditching], so the rescue helicopters were already on the way.”

Airplane Sinks

Musician Washburne: “After about five minutes, the plane rolled to its right, and with its
shiny silver left wing with the red, white, and blue military star affixed upon it, pointed straight
towards the sky, it all slowly sank into the sea, like a mammoth shiny metal statue, as if pulled
straight down to be swallowed by the ocean.

“Suddenly, there was no more aircraft there. It was an eerie feeling, observing the plane’s
wing disappear beneath the Pacific Ocean. Then I could view another life raft afloat.”

Raft Sequence

The raft sequence is estimated as shown on the next page.
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First 10 Minutes in the Water

1. Impact 11:41 a.m., heading is 52°, wind 240° at 15 knts.
2. The horizontal (tail) and part of wings below the water.
#1 (20-man) raft falls out, uninflated, drifts to right side.

#2 (7-man) tossed out uninflated, drifts to right side.

#3 (7-man) is tossed out, inflated on right side, filled.
Bell goes over right wing to #1. Estes, Green on wing.
Van Cleve says >12 on right; she and Tedder swim away.

oo I
&

Exit Window or Door, and Order
Confirmed are in bold

#| Right#o Cockpit Cargo Door
1 | 1-Smith Estes Rathbun

2 | 2-Green Bell loseph

3 | 3-Roth Right #7 Broadbent
4 ((~first time) | 1-Allen ?Monjure
5 | 4-Cruden 2-Betancour| | ?Jones

6 | TLipscomb | 3-Van Cleve|| ?Sunier

7 | ?Brewer Tedder ?lohnson
8 | ?Clements | "Berger *Thompson
9 | "Washburng ?Burke "Winters
10 ?limenez Winkel

11 TAscano

6 11:51 Sinks

Responders

B-52D

Kadena C-117D

SAR 240
SAR 248

>1&2
>3

POINT HARRIS >1&2

: TWRS

First 10 Minutes in the Water - Continued

Plane weathervanes to the left so #1 and #2 are back on
the left; Roth goes back in to free Thompson. Winkel
exits cargo door to #3. Rathbun helps Estes into #2.
Wind lifts the left wing before sinking. Green to #1.
Van Cleve and Tedder still in water, out of site of rafts.

3.

Estimated Raft Occupants and Order
Confirmed are in bold.

# Raft1 Raft2 Raft3
20-Man 7-Man 7-Man
1 | Cruden Clements Rathbun
2 | Betancourt | Smith (~in water)
3 | Lipscomb | YBerger Joseph
4 | Brewer ?Burke Broadbent
5 | Allen Washburne || "Monjure
6 | Winters PAscano Tlones
7 | Bell ?limenez TSunier
& | Roth Estes Tlohnson
9 | Green Van Cleve *Thompson
10 Tedder Winkel
Rescued by:
Helo 240 {4} Helo 243 {2)
POINT HARRIS (15) TWR-8(7)
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Responders: B-52 Arrives, Circles

At approximately 11:24 a.m., NAS Agana operations requested that Guam Center request the
assistance of an airborne B-52 to escort the C-117D back to Guam. At approximately 11:25 a.m.
Guam Center requested Slat 63, a B-52D from Andersen AFB, escort the C-117D back to Guam.

Crew E-06, led that day by Capt. Regner Rider, 60" Bombardment Squadron, was circling
Guam to use up fuel. Guam approach control vectored them to the C-117D. At 11:43 a.m. they
observed the airplane was in the water, and it remained afloat for 8 minutes. They saw one of
the life rafts come out. They descended from 2500 feet to 1,000 feet to get a better look.

Rear Admiral Cruden: “When | noticed a B-52 flying overhead, back and forth, it looked
very comforting to me. | knew then that people knew where we were.”

Copilot Bell: “The B-52 was overhead almost immediately. | remember looking up and
thinking it was strange, because he had his aft main gear down and the front gear was not down.”

Capt. “Reg” Rider (from email in November 2013): “We were flying a B-52D, and it had the
black and camouflage color scheme [similar to that here]. We had launched as part of a three-
ship formation, and experienced problems with raising our flaps immediately after takeoff. One
of our wing fuel tanks also developed a significant leak, draining most of its fuel, and
causing a center of gravity issue. Since the B-52 cannot jettison fuel, and we were
far above a safe landing weight, we were configured to operate at the highest thrust
setting for the engines that could be sustained over time to burn off fuel until
low enough for landing. Lowering the aft landing gear, the flaps, and spoilers
[as shown below] helped create drag to keep our speed down with the high
throttle setting.

“I believe that we left after the helicopters arrived at the scene. |
distinctly remember working with them, but not with the second C-117D.”




NAF Kadena C-117D Arrives

While Joseph, Van Cleve, and Green lay in the rafts, after enduring a terrible crash, wet,
bobbing in life rafts, their luggage jettisoned, with all of the notes from their prior meetings, and
this second C-117D now recently sunk below the waterline, in addition to seeing the B-52
overhead they had another airplane to look up to: the same C-117D they arrived in the night
before, pictured above. It took off at 11:52 a.m., and arrived 15-20 minutes after the B-52.

Pilot Estes: “I then made it to the raft and saw the B-52. Subsequently the C-117 from
Kadena came over, and not too long after that the first helo arrived on the scene.”

Copilot Bell: “We were in the water, in the rafts for about an hour. The B-52 was overhead.
We also had the Kadena 117, and after about 20 minutes the first of the two Hueys from Agana
were there.”

Lt. Betancourt: “When | was in the raft | saw a B-52 overhead and it stayed in the area.
Then it didn’t seem very long before a C-117 was overhead with its cargo door open.”

Mechanic Rathbun: “There was a [fourth] raft — the Kadena C-117 dropped a raft. The raft
was inflated when it hit the water. | swam over to it, and | was pushing it back toward the plane,
but the helo, the second one, hovered over us and they blew it closer to the other raft [#3]. It
went flying out of my hands. Then the helo picked me up. | think some of the people were able
to get in that raft.”
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Guam SAR Helos Launch and Arrive on the Scene

At 11:56 a.m., NAS Agana SAR helicopter 158240 was launched. It returned to NAS Agana
for a voltage regulator problem, but was airborne again at 12:05 p.m., and arrived at the site at
12:14 p.m. (covering the 22 miles in about 10 minutes, at 132 MPH - the Huey had a top speed
of 135 mph). At 12:20 p.m. SAR Helicopter 158248, “248” or “48,” pictured above (Arnes Col-
lection, on the ramp on page 19), launched, but returned at 12:23 to obtain a horse collar rescue
sling, and departed again at 12:27. The investigation said it arrived at the rescue site in 5 min-
utes, at 12:32 p.m., but the time may have been measured on a different watch.

As noted on page 49, #240 picked up Estes, Tedder, a lieutenant, and Washburne from rafts 1
and 2, and #248 picked up one person from raft #3, and Rathbun from the water near Raft 3.

Arnes (SAR Rescue Swimmer): “We had a helo at the scene within 25 minutes of ditching.
It took us a while to get word the plane went down, and then when we launched the helo it still
took a few minutes to get to the site. | learned later that a second helo launched but returned to
base with an electrical problem that was fixed, and then flew to the scene.

“l was in the first helo on scene [#240], and was the first one in the water. | jumped in the
water near the largest raft and sent four people up. We simply swam to whoever appeared to be
hurt or needing assistance first, then have them get out of the raft, wave the helo in overhead, and
they hoist them up. Usually the swimmer goes up with them, but in this case they didn’t need
assistance for hoisting, and we had too many survivors to pick up, so we stayed in the water to
get the next one ready. The helo took those to shore for medical attention, and | stayed in the
water with the survivors.”

Musician Washburne: “My life raft was tied to another. After we had been in the water
about five minutes | saw a B-52 flying circles around us. Twenty-five minutes later a helicopter
showed up. A scuba diver jumped out of the helicopter — maybe two. They asked how everyone
was, and who was hurt. Before long a second helicopter showed up. Within 10 minutes they
started to pick people up.

“[The helicopter] hovered closer to the life raft | was in; | remember how the force of the
wind from the helicopter’s propellers affected the surface of the ocean.

“Capt. Estes was one of the first people to go up. PH2 Tedder, a Lieutenant, and then
myself. A scuba man asked how I was. | was O.K., so I got out of the raft. He signaled with his
right hand for a helicopter to come over to us, and he helped me into the loop and signaled to let
me up. | was lifted up by a device which was pulled into the interior of the helicopter.”
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U.S. Coast Guard Ship POINT HARRIS 1

The POINT HARRIS, above, was an 82-foot long patrol boat, built in 1970, stationed in
Guam from 1978-1980, in Apra Harbor, above right. [It was in Hawaii 1981-1992, and decom-
missioned in 1992]. It had a speed of 22.9 knots. It was underway at 12:02 p.m., and arrived at
12:51 p.m., covering the roughly 20 nautical miles in 49 minutes.

Pictured below on a stretcher is Deputy Under Secretary Green onboard the POINT HARRIS.
The white pole in the foreground is the one at the arrow above (the motorboat is wrapped in a
blue tarp, above). The cutter picked up 15 persons from rafts 1 and 2, as listed on page 49.
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Rear Admiral Cruden: “After some passage of time, | could see the POINT HARRIS on the
horizon. The cutter came up within 50 yards, and it was decided that the smaller life raft would
be taken alongside first. [Injured] Captain Smith was moved to our [larger, 20-man] raft, so the
smaller one had all people in good shape so they could get up and on the POINT HARRIS
without any difficulty and as quickly as possible. When they had them all up on deck, they came
to us [20-man, with the more-injured], and they took the ambulatory first. 1 went up the Jacobs
ladder. Captain Smith was brought up by Stokes litter, then Winters, Lipscomb and LT Bell.”

Copilot Lt. Bell: “They used a Stokes litter, with a good heavy line on it, to get myself and
three others out of the big raft.”

Lt. Betancourt: “When | was taken on to the Coast Guard cutter, because of my physical
appearance, that | showed a blood stained shirt and blood flowing from my nose, the crew of that
ship thought I was hurt more seriously than I really was. | recall being taken to a berthing
compartment — it was not sick bay — where I would be observed.”

COMSUBRON 15’s Torpedo Weapons Retriever, TWR-8

Commander Submarine Squadron (COMSUBRON) 15 was based in Apra Harbor, Guam, and
operated Torpedo Weapons Retriever 8 (TWR-8, similar to that shown below). It was underway
at 12:30 p.m., arrived at 1:15 p.m., 24 minutes after the cutter. It picked up 7 people from raft 3.
Two tugs, including the USS Saco, inset below, came out to sweep the area for debris, but the
only identifiable piece was a seat belt. A Soviet spy ship reportedly watched the rescue operation.

Rear Admiral Cruden: “The torpedo retriever was on the scene shortly after POINT HARRIS.
It wasn’t easy for the torpedo retriever to take people on board. | don’t think they had a Jacobs
ladder. | think we picked up one or two from the last life raft. | know there were two tugs on the
scene. | remember the doctor coming on board. We got some medical supplies from a helo.”

The USS Saco Tug : Tspﬂlifjm
_ ; and # Pic Up

(Mamed on Page 49)

B-52

C-117D 50804
Helicopter 240 4
Helicopter 248 2
Point Harris 15
TWR-8 F
USS S5aco YTB 796
Second tugboat
Total 28




Other Raft Stories

Under Secretary Joseph: “Our raft [#3] was soon full, and then overcrowded. We were piled
on top of each other and there were still others clinging to the sides. | helped to pull Adrian into
the raft. He was struggling to get over the side, muttering quietly that he could not swim. 1
grabbed a leg, two other persons also pulled. He made it into the raft, but I still saw no sign of
Ruth and Wallace. | could see other people in the water, so | knew there was hope.

“Off in the distance | saw a bag that looked like mine. | wondered how long it would remain
afloat. After about ten minutes on the raft, right before our eyes, the plane sank. As it
disappeared from view | saw two welcome sights, a second raft off in the distance, and Wallace
in the water swimming toward a third. It looked like all thirty passengers had survived.

“[Soon] It was time to rearrange the raft. Two persons were lying across my legs. One of
them was in a state of shock. He kept saying that he couldn’t breathe. Several of the people
clinging on the sides were bleeding badly. But in rearranging people in the raft to make it a little
more comfortable, someone punctured it — so here we were in an overcrowded raft in one of the
deeper sections of the Pacific — crowded on top of each other, people clinging to the edges, a
broiling hot sun, and a puncture in the inner wall. With a member of the crew [Broadbent]
holding his hand over the hole, we seemed to be in reasonably good shape.

“We wondered aloud why it was taking so long for rescue vessels to arrive. Finally, a heli-
copter arrived. The helicopter [or the Kadena C-117D] dropped a relief raft which was now tied
to ours. [But] the man with his thumb on the puncture seemed to be doing a good job, and |
could see a boat on the distant horizon.

“The boat [POINT HARRIS] soon arrived, but it continued to another raft. Finally, a second
boat [TWR-8, as described on the opposite page] also appeared on the scene. It did not have a
ladder, so they threw out a rope which I placed under my arms while three men on the deck
pulled me up. Two hours after the crash, | was finally out of the water.”

Mechanic Rathbun: “Broadbent jumped from the plane into the raft, and punched a hole in
the raft, and used his thumb to plug the hole.”
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Back Ashore

Musician Washburne: “When the helicopter landed, | was loaded into an ambulance and
brought in 10 minutes or so to the emergency room, or at least to the First Aid station, inside the
U.S. Navy’s Guam Medical Facility [pictured above]. | was checked over, temperature taken,
blood pressure checked, my wound on my leg was disinfected and bandaged, other band-aids
were applied where needed, and | was questioned about my name, where | was, what day it was,
etc. | was shell-shocked, yes, but | was able to answer their questions correctly.

“I remember the Navy medical personnel were exceptionally helpful, friendly and
professional. | was released after an hour, possibly, along with some of my band colleagues.”

Lt. Betancourt: “We were brought into the Guam commercial port [closer to the hospital]
and taken from there to the Medical Center.”

“Of most concern for me was how my family would be notified, because we had been in an
airplane crash, and whether my wife knew that | was a survivor, as we tragically had had a loss
of life, of two of our shipmates. Unbeknownst to me, | was not listed initially as one of the
survivors. But my wife in Guam and two boys, both elementary school kids, were not informed
that | was not accounted for. My wife, along with the admiral’s wife, and all of the spouses of
the other crew members, were at the pier, as were the ambulances, to take us to hospitals.”

Under Secretary Joseph: “I made my way over to Governor and Mrs. Bordallo, and inquired
about Wallace and Ruth. They told me they were checking. | was taken to the Governor’s limo-
usine, where | waited for him to find out about survivors. He and Mrs. Bordallo soon arrived
and informed me that Ruth and Wallace were safe, but two other persons were still missing.”

Deputy Under Secretary Green: “After an overnight stay at the hospital, | was released. | spent
the night at the Governor’s house, and left for Washington as soon as possible the next day.”
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Summary of Injuries

Of the 28 survivors, an estimated 1/3 were unhurt, 1/3 slightly hurt, and 1/3 more so. All
survivors were seen by medical personnel, 9 hospitalized. Injuries for eleven were as follows:

Estes A broken leg, broken nose, and two compressed vertebrae.

Bell Right ankle broken, and hurt around his face.

Van Cleve Compression fractures of the vertebrae, five days in hospital on Guam,
five days at a hospital in Bethesda, in a brace for an estimated 3 months.

Green: An acute whiplash which later affected his back.

Betancourt A broken nose, and injured left arm, but not broken.

Smith A broken arm — could not sign his name to his statement.

Lipscomb His thumb nearly severed off, sewed on, but lost all nerves in his thumb.

Monjure Unspecified.

Washburne Six-inch slash on left leg above knee, bleeding, other cuts and bruises.

Thompson A fractured disc.

Winters Chest pain, he seemed to think he had punctured a lung.

Medal for Rear Admiral David S. Cruden

Rear Admiral Cruden was awarded the Navy and Marine Corp Medal [at right]
“for heroism at the risk of life not involving conflict with an armed enemy.” This was for
hearing Adrian Winkel, who was trapped, cry out “Help me,” and going over to pull him out
of his seat, which probably saved Winkel from going down with the plane and drowning.

Investigation

An investigating officer conducted an investigation, resulting in the Findings of Fact and
Opinions starting on page 154. The main points are included in this Part B.

Lt. Betancourt: “In the Navy they do two investigations, the first is public, with no blame
assigned, and the second one is judicial, to assign blame. | sat in on the hearings.”

The Mariana Trench

As shown at right, southeast of Guam the
ocean floor falls off at a steep angle, in what is
called the Mariana Trench. This is the deepest
ocean on the earth, almost 35,994 feet deep.
The plane sank northwest of this, at the red pin.
The Navy estimated the depth where it sank
was 970 fathoms, which at 6 feet per fathom is
5,820 feet.
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Summary Timetable: One Hour Out, One Hour Back

9:10 a.m.
9:15a.m.

9:49 a.m.:
~10:00a.m.:
10:34 a.m..
~10:46 a.m.:

10:59:50 — 11:04:30

~11:18 a.m.

11:23 a.m.
11:24 a.m.

11:25 a.m.
11:26:30 a.m.
11:29:10 a.m.

11:39 a.m.

11:39 a.m.

11:41 a.m.

11:43 a.m.
11:51 a.m.

11:52 a.m.
11:56 a.m.

l

12:30 p.m.
12:32 p.m.

12:51 p.m.
1:15 p.m.
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12:02 p.m.
12:14 p.m.
12:20 p.m.

Dignitaries arrived at Naval Air Station Agana.
Scheduled takeoff time, but waited for briefing book, and then trouble
starting engine #2- removed cowling and adjusted ignition exciter.

Took off from NAS Agana, Guam.

Oil leaked from the oil tank cap on right engine, and then stopped.
Communications established with Andersen Airways.

~30 miles SW of CORRS intersection,~130 miles SW of Guam, after
watching indications of fluctuating oil pressure on the starboard engine:
- Bell made a left turn to reverse course;

- he notified Andersen Airways that they were returning to NAS Agana.
- He had 50 radio transmissions in 15 min., mostly about the transponder;
Feathered the starboard engine, and declared an emergency.

[If feathered now, was 13 to 26 minutes after discovering the problem.]
NAS Agana and the Joint Rescue Coordination Center (JRCC), Guam,
were notified of the aircraft emergency.

Reach 2,000-2300 feet.

NAS Agana operations requested Guam Center request the assistance of
an airborne B-52 to escort the C-117D back to Guam.

Guam Center requested Slat 63 B-52 escort the C-117D back to Guam.
Altitude of 1800 feet — jettisoning starts.

Altitude of 1500 feet.

JRCC requested USCGC POINT HARRIS to get underway.

Reach 500 feet (“in about 10 minutes™), close to stall, so pitch forward.
The aircraft ditched.

The aircraft was observed in the water by the B-52.

The plane sank (“within 8 minutes of the time sighted by the B-52”).

The NAS Kadena C-117D departed NAS Agana for the ditching site.
NAS Agana SAR helicopter 240 was launched. It returned to NAS Agana
for a voltage regulator problem, and was airborne again at 12:05 p.m.
USCGC POINT HARRIS was underway.

SAR Helicopter 240 arrived at the rescue site.

NAS Agana SAR helicopter 248 departed, returned at 12:23 p.m. to load a
horse collar rescue sling, and departed again at 12:27 p.m.

Torpedo Weapons Retriever 8 (TWR-8) was underway.

SAR Helicopter 248 arrived on the scene.

POINT HARRIS arrived on the scene.
Torpedo Weapons Retriever 8 (TWR-8) arrived on scene.
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Oil tank filler cap

access panel.

ﬁC”atr;) %rélé Plenty of
M i expansion room.

7. Analysis
a. Why Did the Airplane Ditch?
Oil Leak, and Oil Pressure Drop

Pictured above left is a DC-3 rights-side oil tank, the same as in the R4D.
The tank sits under the nacelle, above right, behind the engine. The filler neck
is underneath the access panel, above right. The filler neck is shown at right. If
oil spills around the neck during filling, it will go out the drain pipe, which
connects to an extension, and out through the overflow drain above. The
following is of note, as shown in part above.

« There is plenty of room for expansion and foaming without it having to overflow -
The filler cap is on the side, and one can only fill the tank to the bottom of the neck.

. The cap area drain cannot hold more than about ¥ quart of oil, and would be a mess.

« Once the cap is closed, it is impossible for oil to leak out of the tank. Douglas did not
design the plane for oil to vent all down the wing every time it is overfilled and heats up.
As noted on page 24, on the prior two flights, August 10 and 13, oil gushed out, but only
after landing and the oil cap was unscrewed, not while in flight.

. The oil tank does not have a vent at the access panel or filler cap.

The investigation concluded that none of the following were significant factors:

« the oil initially observed coming from the top of the starboard nacelle - it was a normal
occurrence and not directly related to the subsequent problems;

« noncompliance with the Propeller Bulletin 4 with regard to the propeller chafing ring;

. the apparent malfunction of the starboard engine induction vibrator;

« the smoke observed emanating from the port engine during the preflight run-up;

. the maintenance performed on the port engine cluster clamp.

The investigation noted that the starboard engine developed an oil leak or other malfunction,
from an undetermined source, of such severity that it caused cockpit indications of low oil
pressure, illuminated the oil pressure warning light, and ultimately resulted in a propeller
overspeed. The relationship, if any, between the change of the No.4 cylinder on the starboard
engine and this accident could not be determined.
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NOTE

At gross welghts In excess of 31,000 pounds,
the aircraft does not comply with all the FAA
minimum airworthiness standards, During
preflight planning the aircraft commander
Sea-Level Single Engine Climb Performance shall adjust payload to ensure that a 50 fpm
rate of elimb can be established with one

. propeller windmilling (figure 11-16) at best
The NATOPS Manual on page 1-84, Weight and Bal- single-engine climb speed (figure 11-15).

ance, has the paragraph above right, stating the aircraft
commander, in this case Bell, will be sure the plane shall Sea Level Standard (59°) Day Performance
be able — at sea level after takeoff, at takeoff power of weEEE e EEEEEES “‘“‘” i
2800 RPM, with standard atmospheric conditions, e.g. a L3I IR
temperature of 59° F — to climb at 50 feet per minute, and
this with the shut down engine’s propeller windmilling.
In the graph at right, this configuration is curve A', and
this graph, for a 36,000 Ib plane, indicates 50 fpm can
indeed be achieved, at 110 knots [the red line].

8

RATE OF C1lIMB

Van Cleve and Cruden said they saw the prop come to L w 100 130 140
a stop, not windmilling, so the plane was in configuration Gl b
A, not A'. When they got near sea level, they would have been able to climb at 200 fpm [the
blue line] at 120 knots if on a standard day (59°F). Even when slowed to 90 knots they should
have achieved 100 fpm [the purple line], but continued to sink. Five possibilities are: i) they
weighed more than 36,000 Ibs, ii) the flaps were accidentally down creating more drag, iii) the
airspeed was lower than required, iv) the power was too Iow or v) the temperature was a factor

i. Aircraft Gross Weight

The actual takeoff gross weight may be
estimated by the aircraft’s takeoff distance at
Guam, which was around 2800 feet. Bell
indicated Estes rotated at 94 knots instead of 98
knots, so this may underestimate the weight.

EQUIVALENT DENSI

:
:

The C-117D 1971 NAVAIR Flight Manual on page
11-22 has the chart at right (with the left axis shifted R).
One starts at the bottom at 2800 feet, follows the curve to
the horizontal line for a 15 knot headwind, goes up until
they reach a specific humidity of .021, and follows that.

8 HUMIDITY

4 SPECIFIC

The temperature at takeoff was not recorded, but & .
historical data for Guam indicate for this day the low was 2000 230
77° (at 6 a.m.) and high 88°, and based on the interday GROUND ROLL DISTANCE (FEET)
patterns the temperature at the takeoff time of 9:49 a.m.
would have been 84°, 29° C. As shown later, the density altitude was 1800 feet. Following the
yellow line up to this, one reaches an implied curve (drawn in, also yellow) at about 37,200 Ibs.
Had he been at 34,619 Ibs., the green line shows he would have taken off in about 2,200 feet.

HEADWIND (KNOTS)

After two hours of flight, they would have burned 70 gph x (2+1) = 210 gallons x 6 Ibs/gal =
1260 Ibs, and so weigh 35,940, and be close to 36,000 Ibs. The graph at the top of this page was
for 36,000 Ibs, so the weight alone was not the problem.
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ii. Flap Position

Copilot Lt. Bell: “[Curtiss] said we were definitely losing oil out of #2, and he could see it.
He said it was coming from under the wing. He said there was oil all over the flap. | wanted to
ask him to correct what he said, because the flaps were up and you can’t see the flaps. Thinking
about the airplane not being able to fly out with all that gross weight, | was just wondering if in
the flailing around in the cockpit someone could have hit that flap lever and the flaps could come
down a little bit, and made more drag that we should have had. | think what he meant was it was
coming off the trailing end of the wing where the flaps are.”

Pictured above is the subject C-117D, #152, when operated by the
Marines, showing the flaps down. Bell’s quote above points out that WING FLAF CONTROL
one cannot see the flaps when they are up, and so for Curtiss to have
seen them, they must have been down. The flap handle is located as
shown at right. This is on a bulkhead behind the co-pilot, so the co-
pilot reaches with his left hand behind him to push this lever down.

LANDING GEAR

. . CONTROL LEVER
It is unlikely the flaps were lowered, though, because: ﬁ\ 3

« the handle is out of the way, so not easily bumped into;

« it requires some force to move this handle down;

. the plane would have descended even faster with any flaps down;
. the investigation concluded the flaps were up.

iii. Airspeed

Section 5 of the 1971 Flight Manual discusses emergency procedures. Every page has a
bright red stripe around it, to make it easy for pilots to find during an emergency. The section on
Engine Failure begins on page 5-3, as shown in part below. The manual states: “The single-
engine flight characteristics of the aircraft are excellent; [a] key factor [is] airspeed.”

When a pilot in-flight has an engine failure, reaches for the blue-covered NATOPS Flight
Manual, turns to the red-trimmed pages, finds page 5-3, S : 5 =
below, and turns the page, he will find on pages 5-4 to 5-7 ?ﬁ;ﬂ;ﬁu-};”“m’nﬂ“ PRESSURE DROP —
the subjects listed below right, with the fourth one for
“Engine Failure...Inflight.” This section, at right, consists
of only one sentence, to retract the gear and flaps, which In the event of engine failure inflight, retract the gear
was already done, and secure the bad engine, nothing more. ﬁ iDL S nte s0s roteo KA Rups
There is no reference here to a recommended airspeed.

Continued on next page.

ENGINE FAILURE Engine Failure . . 5-3
Safe Single- Engine Ctimbnut Airnpead i e A G4

Engine Malfunction and Engine Secure (:hecklh!t --------------------- 5-4

The single-engine flight performance characteristics Fuel Pressure Drop Inflight - Engine Operating Nnrm:lly ‘ fre s 5-4
of the afrerafl are excellent. Engine Failure/Fusl Pressure Drop - Inflight -+« - oo oo .3 g_g

FIPE .. csassnasnspranresssbassstadssiossbbddsssss o
Engine o i
5-6

Engine Becure CheckliBl . ... vvcvercnmcrarsrrranvsassrrrnnneny

Single-Engine Practice Maneuvers . . .

With proper understanding of the single-engine flight Single-Engine Failure on Takeoff B‘-e!nre G-lll'lﬂa SaLe 31%“ inguw

principles and a full mastery of single-engine proce- Alr : e 5.8
dures, the alrcraft can be flown and landed safely Single- Engln.l.- Fal.lu.rc on T:kmﬁ A.E'ter ﬁa.l:ajn:::, Sa.i& Sms{le T:.ngtl v

with only one engine operative. It should be noted Airspeed s e e 5.8
that the key factors in safe single-engine flight are Single- Engine ".I'urlll i N 5-6
airspeed and directional control; the unbalanced Elfect of Propeller Pitch on ':I‘rl.m _________ s : 5.7
engineRhrust, which has a tendency boyaw the aircraft Effect of ALrapeed on TEIM - « « o« =« e asussnsssss i 5.7
into the\dead engine, must be neutralized by holding Effest of Pewer Reduction on Tr1.m B e R R 5.7
. . 5-3 Single-Engine Approachto Blls . .. ......--..0. ey 1 g §-1T
“ .key factor [is] airspeed” Stmulated Single-Engine Landing . ..« oo vnvinsin e aa st 5.7
Elmulated Single- E:qxine B AP  oov vrosonbon b dh s g_;

Propeller Fallure | . . .



iii. Airspeed — continued: Recommended Airspeed for Maximum Range, at 5,000 Feet

The Flight Manual page 11-6 has a section “Range Performance” recommending airspeeds
for maximum range when fuel is limited. Fuel was not an issue in this case, so Bell would not
naturally turn to this page at this moment. But the charts referenced were surrounded with a red
border in the Emergency section of Chapter 11, and so he should have been familiar with them.

The Flight Manual’s chart for single-engine performance at 5,000 feet, its Figure 11-33, on
page 11-47, is shown in part below. On the left are miles per pound of gas remaining, and on the
right are curves for various gross weights, and power settings, in RPM and inches of Mercury.

At the 34,619 Ibs. Bell estimated for his weight, he should have imagined a line below the
34,000 line, as added here, and estimated where this crossed the Recommended Airspeed line,
and noted a recommended speed of about 135 knots. Estes said he was at 2500 RPM.

As quoted on page 36, at 5,000 feet Estes pitched for 115 knots, but slowed to 100-110.

Single Engine Nautical Miles per Gallon and Recommended Airspeed at 5,000 Feet

HAUTICAL MILES PER POU

Estes
Picked
100-110

At 5,000 feet, single-engine, weighing
34,600 Ibs, the recommended power
: setting is 2500 RPM and
LR the airspeed is 135 knots.

This is single-engine ~_ ko BASID OM: CALCULATED BATA

M7 a5

performance at 5,000 feet. <k

Figure 11-33. Single-Engine Specific Range — 5000 Feet
Changed 15 November 1971 11-47




iv. Power, and affect of Humidity

The Flight Manual’s chart for single engine performance at sea-level,
rather than 5,000 feet as on the prior page, its Figure 11-32 on page 11-46,
is shown in part below. The recommended airspeed is 140 knots, at 2500

RPM. They were at 2500 RPM, but pitched for 90 knots.

The Flight Manual’s sketch of a C-117D tachometer is at right.
The “Normal Range” is 1800 to 2150, and 2500 RPM. The maximum
allowable RPM is 2800 RPM, at which “Continuous operation for more

than 5 minutes shall be avoided” but is likely ok in an emergency. TACHOMETER
OO0 TO 2150 RPM AND 2500 RPM -
Bell states on page 39 that when near sea level at 500 feet he NORMAL RANGES FOR CONTINUOUS OPERATION

14040 T0 1800 RPM , 2150 TO 2500 RFM , AND

went to 2800 RPM, and achieved 90 knots. This would have been 2650 TO 2800 RPM - CONTINUOUS OPERATION

IN THESE RANGES SHALL BE AVOIDED

enough to, as shown in the table on page 60, achieve a 100 FPM mmm— 500 RPM TAKEOFF (NEVER EXCEED | -

climb on a standard day, but on this day it was not enough.

CONTINUOUS OPERATION FOR MORE THAN 5
MINUTES SHALL BE AVOIDED

Single Engine Nautical Miles per Gallon and Recommended Airspeed at Sea Level

M2 T S e o 2R F St R T e i

This is single-engine \ THUS AIIPID (KNOTS)
performance at sea level.

LI F == e B

At sea level, single-engine,
weighing 36,000 Ibs, the recom-
mended power setting is 2500 RPM,

and the airspeed is 140 knots.

BASED ON: I:M.EI.MTEI] PATA v

Figure 11-32. Single-Engine Specific Runge — Sea Level

11-46

Changed 15 November 1971

Power Reduction due to Humidity

Bell indicated at the bottom of page 28 that the Kadena
C-117D pilot cautioned him about the effect of humidity
and temperature, that he rarely took into account before.
The Flight Manual on Page 11-4 has the diagram at right.
At the .021 humidity that day, the red line shows the engine
horsepower would be reduced by about 7%. Therefore
when he went to max power at 46" Hg, it was equivalent to
only 42.8’ Hg, just normal power.

The affect of humidity on power output is shown on
the following plot:

T B
7.9 ,/'";g'r
I
i
4]
03

Percent
loss in

bhp
0%

Specific Humidity
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C-117D Single Englne
Service Ceiling
ona Standard Day

1
0 10 20 30 40 50 € 70 80 90
OUTSIDE AIR TEMPERATURE

- 1@@@@ B

HEHER R T ﬁﬂﬂﬁ*ﬁ o R
V. Temperature 4,000 moe 31 Bk 33.6k =smme 357 ke
GROSS WEIGHT [POUMDS)

Airplane performance charts are calculated for a “standard day,” defined with a specific
profile of pressure and temperature vs. altitude, including at sea level 29.92" Hg and 15° C (59°
F). Actual performance, though, depends on the density altitude that day, and so pilots must
correct for this. On August 14, 1978, the sea-level pressure at Agana was 29.81" Hg, so the
pressure altitude (compared to a standard day) was roughly 1,000 x (29.92-29.81) = 110 feet, e.g.
at sea-level one would assume the airplane is at 110 feet. The temperature was an estimated 29°
C (84° F) during the flight, so the density altitude (using a rough formula) was 110 feet + 120 x
(29-15) = 1,790 feet, which is confirmed by the graph above right. High humidity would
increase this. The investigation found that indeed “the temperature and humidity combined to
produce a density altitude in excess of 2000 feet at sea level.”

e ety
prizpiebiefvanides refiarie
i =n=1=1=

Bell was correct that airplanes perform better at lower altitude. The graph above right, from
the Flight Manual, page 11-29, shows the “service ceiling” at which a climb of 100 fpm can be
maintained with “normal power” operation (1800-2150 or 2500 RPM). As the altitude, on the
left, goes down, the weight of the airplane that can be supported, on the bottom axis, goes up.

The top line in the chart is for a standard day. A second line in red is added to adjust for the
density altitude on August 14, 1978. When Bell was at 5,000 feet, the green line shows a weight
of only 31,500 could be supported, so he sank. At the 34,619 Ib takeoff weight Bell estimated,
an estimated 33,600 when about to ditch, the blue line shows he should have had a ceiling of
3,000 feet. The maximum weight at which he could climb at 100 fpm at normal power is 35,700
Ibs. But the weight this author estimated (at the bottom of page 60) for when about to ditch of
36,000 Ibs. He might maintain altitude (not climb), though, and do better at max power Thus it
appears that temperature was a key factor. PRORp— —

._J

The Region of Reversed Command

RATE OF CLIMB

When a pilot raises the nose of an airplane, the
airplane slows, but usually has greater lift, and so goes
up. This is reflected in the graph at right (from page i . .
60), in the blue box. As airspeed, on the bottom axis, o e 1 1 v, Y L

decreases, the rate of climb, on the left axis, increases. s w0 100 120 140
IMCICATED AIRSPEED (MMOTS)

As the graph shows (arrows added), as the airspeed declines, the rate of climb eventually
levels off, and then starts to decrease. The area in the red box is called “the region of reversed
command,” because pitching up [a command] has a reversed affect: rather than increase lift, it
decreases lift. To maintain altitude, Estes continued to pitch up. If he lowered the nose a bit and
pitched up less, he would have had more lift, and more airspeed. The investigation determined
that Estes and Bell entered this region, and failed to recognize it. Estes recalled this mistake:

Pilot Capt. Estes [in 2013]: “In retrospect we may have been nose high was from the start. It
is what is called “getting behind the power curve,” and would have created more drag.”
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Ditched around here

STL T R e e T

Orote Airfield

At Orote Point, at right, was Orote Airfield. It closed in 1946, but
even in 2010, above, had two runways, usable in an emergency.

150 7,000
Flight Summary s T f ‘\ N 5,000
i 130 5,000 b
L 120 / f \\ \\ 4,000 &
Details from the timeline on page 58 and accounts are in- § 110 |- — e
put in the table below, which adjusts for a 15 knot headwind, & 1;’0“ | N :EEE
and then a tailwind. They ditched 23 miles from where they A I A
departed. Their altitude and airspeed are graphed at right. 5:45 10:00 10:15 10:30 10:45 11:00 11:15 11:30 11:45

Time of Day (a.m.)

The C-117D ditched because:

a) It was too heavy to maintain altitude at normal power, due to it being a hot and humid day.

b) When lower and lighter, max power was reduced by humidity, and it was too slow.

c) The range was decreased by entering the region of reversed command, where they had
less lift, and less airspeed. They descended for 1 hour and 3 minutes at an average 101
kts. If they averaged 14 knots more, 115 knots, they could have landed at Orote Airfield.
At 115 knots plus the 15 knot tail wind, they would have reached Orote in 7 minutes.

Flight Profile
For Subsequent Time Period

Time |Altitude | Event Inches Hg RPM Minutes| 1AS TAS Ground | Miles | Miles |Sink rate

{a.m.) Left Right| Left Right||Elapsed| knots | knots |Spd (MPH)| Flown | Out FPM
1 9:49 0 Takeoff 94 kts, climb 120 30 30 | 2800 2800 1.5 120.0 127 112 14 14 -500
2| 59:56 6,000 | Level off 30 30 (2100 2100 18.5 143.0 160 145 45 59 0
3| 10:15 6,000 | Oil leak from cap 30 30 (2100 2100 19.0 145.0 162 147 a7 105 0
4| 10:34 6,000 | Report CORRS. 35 20 | 2500 2100 12.0 145.0 162 147 29 135 o
5| 10:46 6,000 | Turn back, shut down #2 35 o 2300 0 10.0 115 128 143 24 111 100
6| 10:56 5,000 |Reach 5,000 feet(estim)|(|40-45 ©0 |2500 O 27.0 105 113 128 57 54 100
| 11:23 2,300 | Reach 2,300 feet (estim) 40 o 2500 0 3.5 100 104 119 Fi 47 143
B8 [11:26:30| 1,800 |Reach 1,800 feet 40 0 | 2500 O 2.7 100 103 118 3 42 113
9 |11:29:10( 1,500 | Jettisoning begins. 40 0 2500 0O 10.0 90 92 107 18 24 100
10 11:39:10( 500 Yelled going to hit water|| 46 0 | 2800 0 1.8 88 88 103 3 21 273
11| 11:41 0 Impact the water

Numbers in bold from Investigation; itafics are this author's estimates. 103
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DITCHING

DITCHING PROCEDURE

b. Why Did the Airplane Ditch Badly? Ditching drill must be practiced until each crewmem-

ber's actions become automatic, and effective.
Changed 15 November 1971

The C-117D 1971 Flight Manual “Emergency

Procedures” has a section on ditching, which starts _
with the note at right, and continues for three pages,

included on the next three pages herein. Notable points are below, with corresponding numbers

super-imposed on the manual’s pages.

ONOICIONC

00 O

66

(Above) states that the drill must be practiced until each crewman (including the
pilot), knows what to do. But Bell did not ditch correctly, as described below.

The commander shall ensure everyone knows their role — Rathbun did not know to tie
the raft to the plane after inflating it for easier boarding, as described on page 69.

The crew opens the escape hatches — instead Bell yelled for the passengers to do this.

Set the flaps to %2, and below it states for a heavy aircraft full flaps should be
used. Bell should have used full flaps, but ditched with no flaps.

“Fasten...shoulder harness” — Bell did not, because his would not latch, and he knew
this ahead of time.

“Do not mistake impact of the tail for the much greater shock which occurs subse-
quently when the nose strikes the water,” and “Serious casualties have occurred”
where people “relaxed before final impact.” Betancourt stated on page 42 that
someone [Rathbun] read this to everyone. The investigation stated this saved lives.

“Have the lowest possible forward speed” and “Under no circumstances should the
aircraft be stalled in, as this will result in severe impact and cause the aircraft to nose
into the water.” Below this it says to “Ditch at the lowest possible rate of descent.”
Bell had the highest possible ground speed, with a tail wind of 15 knots added to his
airspeed of 90 knots, for 105 knots, had a high rate of descent, and nearly stalled.

“Ditch approximately 5 degrees nose-high,” i.e. almost level — Bell hit with the nose
pitched up at least three times as much, at least 15°, as described later.

Ditch “parallel to the rows of the swells,” but in winds >30 knots ditch perpendicular,
into the wind, to lower the speed. Bell ditched perpendicular away from the wind.

“It must be remembered that [if one lands perpendicular] the possibility of ramming
nose into a wave is increased, as is the possibility of striking the tail on a wave crest
and nosing in” — Estes and Bell took this risk.

“Avoid nose striking a wave face.” *“Hold the nose up after first impact” — Bell was
thrown forward due to not having not having his shoulder harness fastened, pushing
the nose forward, and so did not hold the nose up after the first impact.



NAVAIR 01-40NEK-1

The pilot must decide whether to ditch or bailout.
Resort to bailout only If surface ships are on the spot
or if there s no chance of ditching successfully.
Ditching is preferred because more equipment would
be available for survival; several rafts would provide
a better chance of attracting rescuers.

Prior to any overwater flight, each item of emer-
gency survival equipment carried in the aircraft or
worn by crew and other personnel ghall be inspected.
Ditching bill placards will be prepared and posted in
the alreraflt by the operating units. It is the respon-
gibility of the aircraft commander to ensure that all
flight personnel are familiar with the contents of the
ditching hill, their assigned duties, and location of

emergency equipment.

PREPARATION FOR DITCHING

Use the following procedure in preparation for
ditching:

1. Alert crew and passengers.

2. Transmit distress signals — IFF/SIF SET TO
EMERGENCY

3. Escape hatches — OPEN {figures 5-1 and 5-2)

WARNING

The aft cargo door must not be released
while in flight.

4. Jettizon loose equipment
5. Crew/passengers — DITCHING STATIONS.

APPROACH AND CONTACT

1. Landing gear —UP

2. Flaps— 1/2.

DITCHING POSITIONS

After accomplishing assigned duties in preparation
for ditching, each crewmember will go to hisassigned
ditching station at once, reporting by interphone to
the pilot that his agsigned duties have been accomp-
lished. Unbuckle parachutes, but use for protection

Section V

and support if necessary. Fasten safety belt and
shoulder harness, but remove any other entangling
equipment which might delay exit. When impact
warning is given, -brace for impact and do not relax
until aircerait has come to rest. Do not mistake
impact of the tail for the much greater shock which
occurs subsequently as the nose strikes the water.

WARNING

Serious casualties have occurred in cases
where crewmembers have not taken proper
ditching stations, or have relaxed before
final impact.

HANDLING THE AIRCRAFT

NORMAL POWER ON DITCHING

Experience gained in ditching has shown that best
results are obtalned by the following:

I possible, use up most of the fuel supply to lighten
the aircraft and reduce stalling speed. Emply tanks
algo contribute to flotation.

Ditech while power is available. Power will allow the
pilot to choose the spot for ditching, to obtain the best
possible sea conditions, and to select the most favor-
able landing position and attitude.

At time of contact, have the lowest possible forward
speed consistent with safe control of the aireraft; this
will reduce the landing impact. Under no circum=-
stance should the aircraft be stalled in, as this will
result in severe impact and cause the aircraft to nose
into the water.

Ditch at the lowest possible rate of descent.

Ditch the aireraft approximately 5 degrees nose high.
This attitude gives best distribution of landing shock.

One halfl flap setting should be used in most cases;
however, with a very heavy aircraft, the stall speed
will be high and full flaps may be necessary.

In daylight, it is recommended that the aircraft be
ditched along the top of the swell, parallel to the rows
of the swells, il the wind does not exceed 30 knots.

In high winds, it is recommended that ditching be

5-11
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Section V NAVAIR 01-40NEK-1

P |

.a] E%‘ G008 80 F?} O

3t EXIT ON GROUND 2. EXIT INFLIGHT

KX1-57
Figure 5-1, Emergency Exits

The nose should
be pitched down,
but Estes and

Bell pitched up.

Jump door should
be jettisoned, but
Bell reinstalled it.

_ PREPARATION FOR DITCHING

5-2. Preparation for Ditching
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MNAVAIR D1-40NEK-1 Section ¥V

BOARDING LIFERAFTS

Figure 5-3.

conducted upwind to take advantage of lower forwird
gpeed,. However, it must be remembered that the
possibility of ramming nose on into a4 wave is
increased, as is the possibility of striking the tail-on
a wave crest and nosing in.

CROSSWIND DITCHING

The basic rules for ditching will apply in addition Lo
the following:
1. Land alreraft with as little driftas possible.

2. Lamd on downwind side of swell or wave.

UPWIND DITCHING
The basie rules for ditching will apply in addition to
the following:

1. Maintain a noseup attitude and avoid nose
striking a wave face.

2. ‘Touwch down immediately before the crest of a
rising wave.

3. Haold the nose upafter first impact.

ESCAPE ROPES

e 7| Raftshould be
il tied to plane
“\ [ during boarding,
of =N but was not.
N\ N
| : \
—— ~
= iiﬁf — PASSENGER LIFERAFTS
. "
EMERGENCY

XX1-59

Ditehime

NIGHT INTCHING

In ditching at night, the following procedure shoald be
followed:

1. Make-an instrument letdown, holding sirspeod
210 knots above stalling speed, and at lowest possible
ritte of descent.

2. Use landing flares and landing lights as
NECeS5ATY -

3. Landing attitude should be 5 degrees nose high,
with fall flaps.

ABANDONING THE AIRCBAFT (Figure 5-3)

Hold ditehing positions until the aireraft comes to
rest; then proceed as follows:

1. Abdndon the aireraft as quickly as possible. Do
not overlook necéssary equipment or assigned duties.

2, Crewmembers detailed to life raft removal
shall remove Tife rafts through matn cabin door and

Inflate them.

3. Each crewmember and other persconel exit
through assigned escape hateh and upon emerging,
inflate lifa jackets (figure 5-3).

5=13




Wing Stalls

6%, steady

flow
When an airplane stalls, it has nothing to do with the —> m
_—\\_:‘_ﬂ‘_—

engine, but rather the wing. Air flow in normal flight is
smooth across the entire upper side of the wing, but, as shown 157, stal point, maximun it evaration ool
paration point

at right, as the pilot pitches the airplane nose upward, the —> ’/\
airflow on top of the wing separates from the surface, and this . \
separation point gradually moves forward (a C-117D’s pitch = “

angle to create a stall will be different from those shown). ;

When separation nears the front of the wing, the wing “stalls,” re;?rt_:;e sagaralsd
meaning it produces zero lift, and the plane falls. flow
Stall Speed, and Ground Speed APPROXIMATE STALLING SPEEDS » KIAS
Gross Weight (Pounds Flaps Up
The airspeed at which the C-117D stalls is shown at = ] Yevel Elight - 2o Bk
right. They were close to 36,800 Ibs., had the flaps up, T e = o
the wings level, and power off (Bell feathered #1 before
impact), so the stall speed for level flight was 83 knots. e s i o
As they jettisoned items the stall speed was probably 89  *+** S 9 .
knots. With 45° flaps (not shown) the stall speed would ~ ***° aie i as
have been a much better 74 knots. Before hitting the i s & 5
water, they were at 90 knots, and with the 15 knot tail L 36,80 KNOTS s o |
wind had a ground speed of 105 knots, 120 MPH. 42,000 KNOTS 89 o8

Ditching Configuration

The computer image below of a C-117D, shows the smooth profile of the bottom of the plane
when the landing gear doors are closed. One would imagine if the water was smooth, as it
reportedly was if landing parallel to the swells (not across them) that one could come in even
completely level, 0° pitch up, and touch the landing gear doors first, skim along the water on
these “pontoons,” and let the tail gradually come down. They would first have to pitch down,
and build up airspeed, to be able to flare into a 0° pitch.

e —

KEFLAVIK -
17191



Ditching Angle

Below is the profile of a Super DC-3. When pitched up by the 5° specified for ditching in
the flight manual, #7 on page 67 herein, the tail will touch after the landing gear doors.

The second row shows the minimum angle to get the tail to hit at the same time as the
landing gear doors, and this is 10°. Everyone indicated the tail hit first, and this was several
seconds before the nose came down, so at the first impact the nose must have been up about 15°.

Pitch 0° The specified ditching angle, a pitch of 5

One needs 15° for the tail to hit first by seconds.

These angles are shown again below for the actual plane, C-117D #17152 (from a photo on
the ground). At 5° the gear housing would hit first; at 10° the gear and empennage. The only
way to get a 3-4 second delay after the tail hitting, and severe hit, would be with about 15°.

Pitch 0° / : The specified ditching angle, a pitch of 5°) /” :

~ 7 UNI
STATES N2 =

- 171
«a" = 41 =

Bell and Estes probably pitched up at 15°, three times the specified angle.
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Impact Sequence

The impact sequence is listed below, and shown on the opposite page. Recall that the ground
speed when they first hit was a very fast 120 MPH (their indicated airspeed of 90 knots, plus a 15
knot tailwind, x 1.15), and with a high sink rate — the worst possible scenario. They “nosed in,”
exactly as the Flight Manual herein by #9 on page 69 forewarned them not to do.

1. Pilots Pitched Up

Deputy Under Secretary Green: “It was a matter of minutes from the time the pilot yelled to
the crew to close the back door until the rear of the plane seemed to lower.”

Lt. Betancourt: “It was obvious that the aircraft was flying tail low.”
2. Tail Touched Down — Airplane Got Airborne Again — Arches Forward and Down

Rear Admiral Cruden: “As we got near the water we were flying tail-low. When we hit the
water tail low it was a glancing blow. We came back up into the air.”

Copilot Bell: “We hit the water pretty solidly, but the airplane seemed to get airborne again,
and continued to fly relatively controllably, but the next time we hit the water it was very, very
hard, very severe, and that was the last time | remember seeing the water. We may have gotten
airborne or hit it four times, but the second one was the last one that I could distinguish.

“l remember locking [my shoulder strap] and checking it. It didn’t hold. I felt the first time
we hit I’d been thrown against the yoke, forcing the nose for the second time we’d hit.”

3. Nose Hits Hard into the Water, and Airplane Yaws Right

Mechanic Rathbun: “After the tail hit, we got airborne again, and it nosed in.”

Musician Washburne: “The second time we hit, | think the front of the plane hit a swell very
hard. | was thrown into the air because the seat had not been secured. | was thrown forward.
We hit a third time — a violent jolt. The plane hit a fourth time and came to a stop.

Bell was likely thrown against the yoke the second time, too, pushing the nose into the water.

The 20-man raft hit hard against the left door indicating a strong left yaw. Estes and Bell
added right rudder before impact, and may have left their feet near the pedals, because both hurt
their right foot. The second impact likely pushed their right feet onto the right rudder pedals, and
made the airplane, still going more than 100 MPH yaw to the right.

4. Airplane Skin Failed near the Cabin Bulkhead

Director Van Cleve: “The cockpit section had been reduced to about one-third its original
length — a genuine accordion effect.”
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Aircraft Sequence
0. Pitches up 15° prior to impact. -1. 5° up, high descent rate, 105 knt gnd spd/' i |

UNITED STATES p
- —— _—

2. Airborne; yoke pushed forward, " 1. Tail hits water.
and so arches. / i

— ' - Arched trajectory after impact

4. Hits two more wave crests; water friction 3. Noses-in; yaws right, skin fails. -
drags the cockpit off completely/ 1= b ‘\q‘

171523 _1__1

17152
[ = unren STATES Nig 3 e
E_B N m = y : .

Cockpit Sequence

Below is the forward fuselage of a DC-3 with the paint stripped off, showing the structure, —a
which is the same as on a C-117D. The sequence for the cockpit detaching is estimated as:

1. Upon the second impact, accentuated by the airplane yawing right, the band members
slide forward against Smith, with a strong force against the cockpit bulkhead.

2. Water pushes the cockpit skin back, and it buckles forward of the cockpit bulkhead.

3. The tear continues up and around to the other side. The 3/32"-Al tears easily (right).
The terrible noise everyone heard was the metal being ripped apart.

4. The nose, pulled forward, pulls the ceiling down over the VIPs.

< 4. Ceiling pulled down over the VIPs.

Curtiss seated here, on the right. \

Cockpit bulkhead

1. Scott Smith, seated here, thrown
forward hard against the bulkhead.
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2. Water pushes the cockpit skin back,
causing the skin to buckle, and a tear.




C.

Other Observations

Other Things Wrong

There was a long list of things wrong on this flight, in addition to those just mentioned.
Some of these are listed below.
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It is noted on page 23 that the Commander-in-Chief of the Pacific Fleet, Admiral Donald
C. Davis, at headquarters at Pearl Harbor Naval Base in Hawaii, on August 4 at 5:30 p.m.
sent a message specifically requesting that the officials be flown on C-117D #17152, and
Rear Admiral Cruden responded accepting this assignment. According to one source it
was not their responsibility to be sure there was a qualified crew, and instead Captain
Estes, receiving the request, should have told Cruden he did not have a qualified crew.

The NATOPS Flight Manual on page 9-2 has the COCLPIT DISCIPLINE
paragraph at right stating that when the aircraft Decistons of ths siteralt oonunander ave Osal. Howe
commander is seated in the right seat he shall ever, to provide necessary training for upgrading and

-Di i i ifi to conform to the physical demands of the cockpit,
perform co-pilot duties (elsewhere identified as whit the AIvernil Commandr 16 .1 the TRAE s00t Do

including working the radios), and the left-seat pilot shall normaliy perform copilot cockpit duties. The

will be the main pilot. Bell should not have ceded "ﬂm me:pyir;g:ihe left seat shall normally perform
i e t it .

the roll of the pilot to Estes, who was not qualified. ™ o

Bell should have told Rathbun to leave the removable jump door (the door within the
cargo door) open, and to throw the door out, as shown on page 68. If the empennage was
collapsed, it may have been impossible to open any doors or windows for people to exit.

When the plane came to rest, Rathbun should have spread out the first life raft in the wa-
ter, tied it to the airplane, inflated it, and directed people to simply step into it, as shown
on page 69. After the first was filled, he should have set out the second one, tied it to the
plane, and perhaps tied it to the first raft, inflated and loaded it. Everyone could have
easily entered the rafts, and they would all be together. Instead:

. After the 20-man fell out the door, it appears Rathbun tossed out a 7-man uninflated,
and inflated the other 7-man, jumped in, then got out and pushed it back to the plane.

« When people in the water did find the two uninflated rafts, they had to figure out how
to inflate them, which was not obvious.

. People floated in the water for in some cases 10 minutes before noticing the rafts.

« People had to swim up to 30 yards to get to the rafts, and when people did reach the
rafts, had to get pulled aboard by those onboard, using up more energy.

« The rafts were not evenly loaded, with an estimated nine people in or clinging onto
the first 7-man raft, and only an estimated nine in the 20-man raft.



The speed of the aircraft at touchdown shall be the same
as normal touchdown speeds consistent with aircraft
weight and flap configuration. Ditch the aireraft with a
1/2 flap eonfiguration, 5 degrees nose up to provide for
hset distribution ol landing shock. With a very heavy
aireraft, the stall speed will be high and full flaps

may be necessary, Under no circumstanees should the
gircraft be stalled in, as this will result in severe

impact damage, cause the aircraft to nose in, and may
cause separation of the cockpif section.

Failure to Follow Procedures

y
#

Ultimately what happened was a failure to
follow procedures in the Flight Manual.

The Flight Manual was revised in 1979, with part of the ditching procedures shown above. It
still requires a 5° nose-up pitch for distribution of landing shock. The 1979 Flight Manual,
perhaps due to this accident, adds that stalling in *“may cause separation of the cockpit section.”

Cockpit Break Was Partly Because Bell Couldn’t Fasten his Shoulder Harness

Copilot Bell: “I didn’t fly with my shoulder straps on that much. | rarely do fly with them
on. This is something I guess I’ve picked up from the guys at Cubi, because in Cubi they rou-
tinely don’t use their inertia reel straps. The Captain and | both took off without our straps on.

“When CDR ROBERTS, the Operations Officer, arrived and he was in his first flights, he put
his straps on, and he noticed the inertia reel [shoulder harness] would not lock. He wrote a gripe
up on it, it was replaced — at least there were new straps in there — but it still did not lock.

“When we turned back, we both put our shoulder straps on, and I remember locking mine
and checking it. It didn’t hold. That was one thing I did check and it wasn’t working properly.

“| felt the first time we hit 1’d been thrown against the yoke forcing the nose for the second
time we’d hit. | have a feeling that the first time we hit the water it was such that it slammed the
nose down on the second touch down, and that was what probably caused the failure in the
fuselage in back slightly aft of the cabin.”

Causes of Death

Copilot Bell: “I turned to yell and to try to tell somebody that we were going to hit the water.
I could see that they had closed the [jump] door in the back. Curtiss was not between the seats
and | couldn’t see him in the back.’

In the cockpit diagram at right, a door from the passenger area to the
cockpit opened to the right, covering over the crew chief’s ditching station.
The quote above from Bell indicates this door was still open at
impact. WWII radio operators who sat in this same location,
worried they would be trapped if the plane crashed. Curtiss
may have taken this risk to help the pilots, and was then
trapped behind the door, or pinned by other metal, and
drowned.

Regarding Smith, the investigation found
that the improper configuration of one or
more troop seat belts resulted in failure of the
retention devices, that could have been a
factor in his death — that the other men all slid
forward against him, and Smith against the bulkhead.
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d. Conclusions

No one should think badly about the airplane itself. Most of the aluminum structure if
stripped of paint would look brand new, and the 1820 engines when maintained would work as if
brand new. This airplane was rebuilt in 1952, and so was 26 years old, but many DC-3s built in
1941 still fly as well as new in 2013, after 72 years. They go out of service due to human errors
or because not economical — but they are still mechanically 100% sound. This was human error.

What Happened — In Brief
At its simplest, it was not factoring the hot, humid day into performance, with a heavy plane.

The pilot may have underestimated the weight of the airplane by 2,000 Ibs.

They took off on a hot day, on which at their expected weight they may have been able to
maintain a low altitude on one engine, but at the actual weight the ceiling was below zero.

They had an opportunity to make it back, because this happened only about 130 miles out,
and they had a 15 knot tailwind.

Not realizing they would not be able to maintain altitude, they held the nose back to try and
maintain altitude, and the airspeed fell to 100 MPH, which not only made them slow, but made
them sink faster, because in the region of reversed command.

They waited until about 1,800 feet to jettison anything.

They waited until 500 feet to use max power, and at that point were too tail low and slow for
the airplane to speed up right away. At 90 knots and the plane shuddering as if about to stall,
they conceded, pitched up less, and before impact feathered the good engine.

Due to being close to a stall, because slow, they did not put in any flaps, and did not attempt
a turn, and so hit with a ground speed of 120 MPH, rather than have 25% less energy to dissipate
if parallel to the swells at 91 MPH, and 40% less if into the wind at 74 MPH.

During the first and second hits, while the tail was in the air, Bell was thrown against the
yoke due to his shoulder harness not latching, pitching the nose into the water at a high speed.

The second impact caused his and Estes’ right legs to put in right rudder yawing the plane.

The fuselage failed by the cabin bulkhead, and tore all the way around, causing the cockpit to
fall off, and two deaths perhaps by being trapped, and injuring at least a dozen others.

What Should Have Happened

Estes should have alerted someone when the assignment first came up that he did not have a
qualified crew, questioned Bell on the weight and balance, to be sure the plane was within limits,
and insisted Bell sit left seat. It was disrespectful for him to treat this as his training flight.

Bell should have refused this plane, because the copilot shoulder harness did not lock in,
kicked Estes out of the left seat immediately when they turned back to Guam, focused on flying
the plane, once in the left seat pitched for the 130 knots, jettisoned earlier, gone to max power on
the left engine at 1,500 feet, not 500; if going to ditch, added full flaps, turned parallel to the
swells, and pitched down, and then raised the nose up to only the specified 5°, still almost level.
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Assigning Responsibility

If the plane made a smooth landing on the water, with no one even bruised, everyone calmly
walked to the door and stepped into a raft, and floated there until the rescue ships arrived, then
this story would be about the loss of the plane, the suitcases, favorite clothes, rolls of film, the
officials’ notes from their prior visits, band instruments, and some loss of faith in airplanes. But
there was a second event: the way it ditched, that resulted in a human toll. So there were two
events that caused harm:

The plane ditched: A material impact — the loss of the plane, and personal items, some
with sentimental value;

It ditched badly: A human impact — the loss of two lives, and numerous injuries.

Every pilot knows that the Pilot in Command (PIC) bears 100% responsibility for the safe
operation of the airplane, and this is a good thing — it makes pilots to be take-charge, responsible
people. Therefore these two events were 100% the fault of Bob Bell, and no one else. Estes did
what Bell asked in pitching for 115 knots, may have justifiably deferred to Bell even if Estes was
NATOPS qualified if not PIC. But if one wanted to look beyond Bell it would go as follows.

The contributing factors to the plane ditching and the material costs were:

30%: For the return they got slow and with less lift (Bell 20%, Estes 10%).

20%: Not having a correct weight. (Bell 10%, Estes 10% - should have checked on Bell)
20%: Not factoring in the density altitude (Bell 10%, Cubi Point 5%, Estes 5%)

15%: They did not go to full power on the left engine until 500 feet (Bell 15%).

15%: They waited to jettison until 1,500 feet (Bell 15%).

100% Bell 70%, Estes 25%, Cubi Point 5%.

The contributing factors to the plane ditching badly and the human costs were:

40%: Risking landing perpendicular with a tailwind (Bell 25%, Estes 15%)
30% Bell having a non-latching shoulder harness (Bell 10%, Cubi Point 10%, Curtiss 10%)
30% Coming in steep, slow, at a high rate of descent, with no flaps (Bell 20%, Estes 10%)

100% Bell 55%0, Estes 25%, Curtiss 10%, and NAS Cubi Point 10%o.

Overall: Bell 62.5%, Estes 25%, Cubi Point 7.5%, Curtiss 5%
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C. Individual Accounts

The individual accounts have additional details, from many perspectives. Some recollections
differ from others, and these differences are sometimes noted. The accounts by the Department
of the Interior officials of pre-Guam visits in Part E are also worthwhile, especially that of Under
Secretary Joseph. Quote marks are left off of the beginnings and ends of the individual accounts.

8. Pilot Captain Edward D. Estes

Statement August 25, 1978

Training

My designation as a Naval Aviator was in June 1957 in Memphis, Tn. My flight experiences
have been in single engine prop or jet. Basic types in order would be: T-28 as a flight instructor
and AD-1s. Subsequent assignment was to a jet squadron, A-4s. Most of my experiences with
Attack Squadrons were A-7s. | have had some multi-engine experience on a random basis
throughout my years designated as an aviator, primarily at Washington D.C. This was in the
SNB and S-2. | have close to 4500 flight hours.

My C-117 training was all accomplished at Agana. 1’d never flown that airplane prior to
receiving it from Midway Island. | have somewhere between 40-50 hours in the C-117. | know
we had at least one mission where we did fly single-engine where #1 engine was secured, and
later on with #2 engine secured, so | have had some experience at it.

The Flight Request

As far as the tasking is concerned, there was some liaison between myself and COMNAV-
MARIANAS Operations Officer CAPT BACKMAN concerning this tasking, and it was
discussed on an informal basis that it would probably be coming.

The first official notification was a message, as | recall, from CINCPAC. It said that the
personnel being transported were authorized access to DOD aircraft, and that NAS Agana would
be tasked to fly the mission.

With regard to the alcohol we were transporting, | can’t remember exactly what it consisted
of, but it was somewhere around 20 cases of beer. Some of those cases consisted of soft drinks.
I think probably 3 or 4, | am not sure, because it was all wrapped. | believe there were perhaps 4
or 5 fifths of alcohol.

The request to carry this alcohol came rather late on Friday afternoon prior to the scheduled
mission, which was to go on Monday. On the preceding Friday at about 1600 we received a call
from CAPT Ralph SMITH, the Officer In Charge of Construction on Guam, stating that they
would like to take this in conjunction with a certain ground breaking ceremony that they had
planned in the Trust Territory. | said off the top of my head I didn’t see a problem, but | would
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have to have some of my people do some checking on it to make sure we were legal in doing so.
He subsequently checked with customs, OPNAV REGS. | think my OPS made a couple of
phone calls, and we ascertained that as long as the seals weren’t broken and we were keeping it
within the Trust Territories that it was perfectly legal from a governmental view point.

We found out about a change in the number of people to be transported rather late. As a
matter of fact, it was Sunday evening, after the group arrived, after the first part of their tours of
the Western Islands. I can’t recall, I think their last stop may have been Ponape [Truk] before
they came to Guam, but this was the Under Secretary and his party, and ADM CRUDEN and his
party. | met them at the aircraft.

This was Kadena’s C-117 that landed at NAS Agana, | think around 1830. | can’t remember
the exact time. It was on Sunday. After the official party departed, | was informed that RADM
CLEMENTS, who was to be onboard for the next day’s flight, was taking his aide. This was the
first notification that any of us at NAS had received. Also, there would need to be a seat for a
civilian who was associated with the Trust Territory, who, it was my understanding, was to be
picked up at Ulithi and would be flown to Yap. That was basically the only passenger change.

Sunday Flight to Saipan

For my Sunday activities, | came in to work, | think it was around 1000 or 1030, | can’t
remember the exact time, met my family at 1100 and went to church, and went home for lunch.
After lunch | came back to the operations building, because we had been requested to fly two
Red Cross personnel to Saipan. This was in conjunction with the extensive flooding that Saipan
has recently experienced due to excessive rainfall. We utilized the US-2B.

Unfortunately, we had to return right after take-off because of mechanical problems. Then
we had the 117 pre-flighted, turned, and launched that. We flew the two personnel to Saipan.
We flew over the island to give them a look at the flooding situation, then landed and discharged
passengers at Saipan, at the civilian terminal. We flew back to Rota, and stopped off at Rota and
shot 4 touch-and-go’s, mainly because they only have a 3000' runway and | wanted to get short
field approach practice. Then we proceeded back to NAS Agana for final landing. | changed
into the uniform of the day, and went back to operations, because ADM CRUDEN and his party
were coming in that evening.

I think their arrival time was around 1830. | met them, and spent a brief time there. They
departed in a few moments, and | went back to my quarters. | had dinner a little later, around
1930, and spent the rest of the evening watching TV. | retired about 2300.

There were no problems at all on the flight to Saipan. The only unusual occurrence was a
fire warning light on the #1 engine, as we were circling Saipan. We quickly discovered it was in
the junction box. The plane Captain suspected that it might be a loose connection. We could
shake the junction box and get the light. | understand it is not an uncommon problem. I’ve
talked to Kadena about this, and they said they experience the same thing. So we got that
repaired subsequent to our arrival back at NAS Agana.
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Monday, August 14

On the morning of the 14th of August, | arose about 0630, had breakfast, and arrived at the
administrative building about 0730. | ensured that the C-117 had been preflighted, turned and
had a brief discussion with TPC LT BELL — some kind of last minute final planning and
preparation for our flight that day.

It was my perception that all the crewmembers were looking forward to the flight. We were
disappointed in that we had been unable to meet the first half of the commitment, and this
commitment was to cover those islands basically to the East: Truk, Ponape, Bikini, etc. We
were looking forward to this mission which was a relatively short one.

We were scheduled to take off at 0915, | believe, for a flight direct to Ulithi, spend a few
hours at Ulithi for the ground breaking ceremony in conjunction with the Trust Territory
business, then proceed to Yap where we would RO1N [Remain Over 1 Night], depart the
following morning for Palau Islands, and spend the remainder of that day and another RO1N and
then return to Guam on the following day. We were scheduled to return to Guam on the 17",

We had, | felt, prepared ourselves well for the mission. Of course, the field at Ulithi,
although I know C-117s have been in there before, is relatively short, 3300 feet. Both of us had
been out and shot several full stop short field landings measuring our stopping distance, just to
make sure we can handle it without any difficulty whatsoever. | was quite satisfied in that
regard; we stopped at 2500'. We had already briefed on that mission, that if there was any
precipitation and the runway was wet that we would not land there because of the possibility of
poor braking.

We didn’t feel that any kind of a risk was warranted. We had already mentioned this to
ADM CRUDEN. He also made a very careful check of our weight and balance and I had
previously asked Bob to make sure that everything we put on was weighed [but Bell only
estimated] so we could ascertain our weight very accurately. The crew commenced loading.

The preparation seemed to be quite uneventful, at least from my observation. Everything
was loaded aboard, and the band members arrived. They were put on board about the time ADM
CRUDEN arrived. The official party and the civilians were a little bit late, as if they had some
transportation problems or something from the hotel. | can’t remember the exact arrival time.

We did experience a little difficulty starting the starboard engine, the #2 engine. We were
actually unable to get it started prior to boarding all the passengers as we wanted to do. That
would have saved a little more time. We attempted three starts on it without any success. The
mechanic felt it was the induction vibrator. So he removed the cowling and tapped the induction
vibrator. Incidentally, we did have a spare one on board just for this kind of a problem.

The induction vibrators are known to go out on occasion. But evidently the points were dirty
or some similar problem because the engine started immediately with no difficulty. So then we
shut it down and replaced the cowling, got him back aboard and got everything buttoned up and
it started without any problem at all.
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Takeoff

The aircraft had already been high-powered, mags checked, and everything of this nature, so
we went ahead and taxied out, received our clearance, and | made the take off. | was in the left
seat. As we were going out | was talking with LT BELL that | would really like to get an exact
look at our takeoff run to see how we came out with our estimated take off run. | can’t
remember the exact distance, but it was just under 3,000 feet.

We went through our check list and briefed our minimum one engine speed for the weight,
our prescribed takeoff speed and either he or I, whoever wasn’t making the takeoff, always wrote
these on the wind screens so we could have it for a ready reference. And, of course, all of our
landing weights: clean, quarter flap, half flap, three quarter, full, are all tabulated in the cockpit
on a placard, and these we always discussed prior to each landing regardless of how many we
made. We always went over it and wrote the speeds on our wind screen.

We got off at 2700 feet, which was a little better than advertised, which I was quite pleased
with in view of our weight, which was I think 46,000 Ibs [probably not]. That doesn’t sound
right, 43.6 1 guess [Bell estimated 34.6]. It was an uneventful takeoff, everything looked good,
checked out. It was an uneventful climb out and level off at 6,000 feet, and | adjusted the
manifold pressure, the props, made sure we went through our post climb check list, cruise check
list, got everything set up, leveled out, and proceeded on our way.

It wasn’t too long after we took off that one of the crewmembers, Petty Officer CURTISS,
reported we were getting a little bit of oil out of #2 engine at the filler cap, which is easily seen
from the cockpit. It’s at the top of the engine on the left hand side as you’re facing forward, and
he reported shortly thereafter that he was sure it was just from over-servicing. This is not
unusual at all.

Very shortly after he reported it, it stopped and it was dry, no problem.

Later on, when Bob was flying, | went back and looked at it myself, and it was clean. This
was some time after the crew member had reported it.

| believe LT BELL was flying when we passed our first check point, CORRS intersection,
and were proceeding about 240 degrees towards Ulithi.

Oil Surge, Turn Back, Engine Shutdown, Descent

We must have been out something over 100 miles, | really can’t recall exactly, when all of a
sudden we noticed a very sudden surge in the oil pressure gauge, with the corresponding warning
light which would flicker on and off. The surge was from between about 53 to 55 PSI down to
40 and it was just an even surge back and forth between those two figures, and that caused the
light to flicker on and off corresponding to the pressure. The light, I think, is supposed to come
on at 50 plus or minus 5. | know 50 is the minimum.
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Immediately, we made a 180°-turn, because we didn’t know what the hell the problem was,
but that is something you don’t experiment with. We contacted Andersen Airways and told them
what we were doing. We were out of range of the UHF [Guam Center] at this point in time.

Bob was flying the aircraft at this time. We were watching it very closely. We discussed it,
and we reviewed the emergency procedures immediately on it, and LT BELL said he felt we
ought to shut it down if it ever hit 30, and | concurred because we were somewhat worried about
the possibility of the thing perhaps freezing, running out of lubricant, and we might not be able
to feather it.

As | recall, Bob changed power at that point. We put on 2500 RPM on the good engine, and
I can’t remember the exact manifold pressure, it was somewhere between 30 and 40 inches of
manifold pressure. We reduced the manifold pressure on the #2 engine and as | recall left the
RPM where it was, at 2100. Normal cruise is about 2100 RPM at 30 inches manifold pressure.

We went ahead and called for 5,000 feet, since we were coming in and we were supposed to
be at an odd altitude for that direction of flight. Subsequently, we received clearance to do so, so
we were kind of in a gradual descent. | know Bob and | talked about maintaining air speeds and
no more than a minimum of 120 knots. We found out then that to level off at 5,000 we weren’t
going to be able to do it, so it was somewhere around that time frame that we came up with the
power to somewhere around 45 inches of manifold pressure.

Let me back up. After we had turned around and were heading back to Guam, approximately
a heading of 060°, the #2 engine RPM started to increase rather rapidly. We made the
assumption that she was running out of oil and we’d feather. So we went immediately to the
normal routine and Bob went ahead and secured the engine mixture, to idle cutoff, hit the feather
button, and cut off the fuel and oil supply at the firewall to the #2 engine. 1 think at that point we
were probably at about 5,000 feet. | can’t really recall for sure, and I think it was about that
point we started coming on with some more power and found we were having a hell of a hard
time maintaining altitude with normal rated power on the good engine.

The gauges and everything looked good [on #1]. The engine seemed to be putting out proper
performance from all the gauges, indications were good. | might mention that on the #2 engine,
also, we never saw any other abnormalities other than the fluctuating oil pressure gauge. The
temperature remained constant, the oil cooler flaps never came open, at least according to the
crew members, and they were in the automatic position. | had to ask them to be sure and watch
it so that if they did start coming open it would indicate we were getting an increase in
temperature. There was never a change in the temperature at all.

We were doing a lot of talking with Andersen, and about that time we started picking up the
Center [too], and there was a lot of confusion for a while. We were both very, very busy in there
with one of us talking to Andersen, trying to get them off the air so the Center could take over,
and at the same time talking to Center and get them briefed. We were also instructing the crew
members to re-brief everybody on flotation gear and ditching procedures, etc., and the crew did
this. But we just couldn’t maintain altitude.
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Somewhere, in a very shallow, very slow, descent, she’d seem to level off ok, and then just
lose a couple 300 feet, then hold it for awhile, and lose a little more. This was at normal rated
power [2500 RPM].

Finally, LT BELL issued the order to start dumping loose gear, and | can’t remember the
exact altitude, but it seems to me around 2,000 feet, but I just can’t be positive of that. But the
crew handled it very professionally. They opened up the jump door and jettisoned, I think, all
the gear aft. | know the first thing that went was the cases of beer and coke and alcoholic
beverages. | believe | was flying the aircraft at that point in time.

[I] didn’t notice a change in any feel of the aircraft at all when they opened the jump door
and started jettisoning. That was completed in a very short period of time, closed the jump door,
and it looked like we were still going to have a little trouble maintaining altitude. So it was
about that time that Bob called for full power, and we were down around 110 knots at that point.
Then we came up with full power on the engine, and of course we were both concerned about the
fact that normal limitation is 5 minutes, but in extremis | guess it is a secondary consideration.
We were getting a good 2800 RPM which is of course the prescribed RPM at military rated.
Manifold pressure was good, right at 54 1/2. Gauges all looked good, temperature was good.
The aircraft, even at that full rated power, could not maintain altitude. So it was at that point that
LT BELL issued the order to go ahead and start dumping the rest of the loose gear, that is, the
baggage, which was all that remained, and the crewmen did start doing that. | don’t know when
they opened the door, but shortly after they opened the door, I glanced back, Bob was flying. |
knew they were dumping gear out. It felt like the aircraft was kind of shuddering all of a sudden.

We had plenty of airspeed. We had over 100 knots at that point. It was not a stall. |
wondered to myself if maybe something could have hit the vertical stabilizer back there. | don’t
know. | was reminded of a similar 117 incident that happened in the MED some years ago,
where they had a problem and lost an engine and were dumping something, and something
wrapped around the port horizontal stabilizer back there and they just flat had it, and had to go
ahead and ditch. 1I’m familiar with that one because my brother-in-law happened to be the pilot
on the thing. But | have no way of knowing.

We kept losing altitude, and airspeed started to decay down to the point where we were now
about 500 feet above the surface of the water and airspeed was down around, as | recall, between
95 and 90 knots. No noticeable benefit from any ground effect whatsoever that | could ascertain
from the time we got to a relatively low altitude until we hit the water. | just never noticed it at
all.

Bob was doing most of the flying. At about that point, I yelled for them to close the hatch,
because the thing still felt like it was shuddering, and I thought maybe it might be because that
door was open. There were a couple or three suitcases up front yet to go. I’m not sure. But |
turned to the guy in front and said, “Secure that hatch and standby, it looks like we are going in,”
and they did get the hatch secured.

This aircraft did not have an alarm bell system. | remember talking to Center right up almost
- . They kept calling us and asking us questions, and | kept telling them to standby, standby, and
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that was the last transmission | got out. That was at about 300 feet as | recall. The last airspeed |
recall seeing on the thing was 90 knots which is still well above stall speed, and Bob was flying
the aircraft, doing a fine job.

We were kind of getting close to a touchdown when the left wing dropped. Incidentally, I
still felt that shudder with the door closed that | felt early-on when they started the second
dumping evolution. So I got on the controls with Bob and kicked the hell out of the right rudder
and the wing came right up, no problem, and we were both on the controls when we hit.

First point of contact we had a nose-up attitude. We were somewhere probably between 85-
90 knots at this point. Still above stall speed, but close [the stall speed shown in the table on
page 70 was 83-89 knots].

So just before we hit | gave a little forward [pressure — Estes, too, was on the controls when
they first hit], and we had a nice rate of descent going, and had a rather easy initial contact which
| felt may have been the midsection of the aircraft on top of a swell. The swells didn’t appear to
be significant from the air, there was very little wind, and I’ve got a lot of experience flying over
water. There weren’t any whitecaps, and the surface wind was low. So that’s why we talked
about it, and when we came to that point, we had already gone through our ditching procedures
in detail. That we would just make a straight in with the heading we had, rather than try to make
any final turns at a relatively low altitude and perhaps get ourselves in a wing down situation.

Impact

First contact was moderate. This was followed shortly by a second contact which was quite
severe, and quite loud. | was impressed by the tremendous noise. | can remember being thrown
violently against the straps, and to the best of my knowledge, it held. | felt myself hit something
with my head. | have no idea what, and I think | was unconscious for a short period of time and
came to. | was underwater, still strapped in the seat. | could not see anything but was very calm.

I think in retrospect | just had the thought of the Dilbert Dunker for some reason or other.
Having had several of those throughout my years of training, it was kind of the same evolution. |
just very calmly found my lap belt and undid it and tried to kick out, and couldn’t because my
right foot was caught on something. | could feel some boxes or something around me but that
cockpit was fairly tight, and | was feeling around.

I never felt LT BELL at all. 1 don’t know if he was still in the cockpit or not, but I just can’t
help feeling that if he was there, | would have, but | didn’t. | was out of my belt, and started to
really act concerned, because I couldn’t get my foot out and thought that this could very well be
it. But I kept working with it and was calm throughout. Maybe I still had plenty of air. At least
I certainly hadn’t reached the panic point.

Suddenly, my foot popped out and | wasn’t sure which way to go, because | was totally

disoriented. | had no idea which way was up, but just feeling around I remember pushing a box
or suitcase or something out of the way, and | believe that | came through the normal hatch or
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doorway that leads from the passenger compartment into the cockpit. | believe that is how I
made my exit because it felt tight and close, and that is a pretty tight cockpit if you’ve been in it.

It didn’t seem like | was underwater very long once | cleared the cockpit area until | popped
to the surface and found myself looking aft into the passenger compartment. | remember seeing
seats, and they all looked intact and good. I don’t remember seeing anybody in there. It seemed
like | heard somebody yelling, but | was pretty dazed and | don’t know whether it was somebody
outside the aircraft or not. But I thought there was a large crack over my head when | looked up,
and it may have been just an open space, and the cockpit, somewhere aft of the radio
compartment, physically separated from the rest of the aircraft, was sinking. Actually, there
wasn’t really anything there but space because | remember going to where the aircraft fuselage
was cracked and crawling out on the wing and lying on the wing for several minutes.

The #2 engine was gone, and | was holding on to where the nacelle [or engine?] had been
fastened to the wing until I got flotation gear and got myself oriented a bit.

Everybody was very calm. | saw some people in the water and rafts were out. | could see
two and later found out there were three. Didn’t see or hear any panic whatsoever. It was about
that time that | saw LT BELL’s head in front of the leading edge of the starboard wing, and he
was very bloody around his head, but he looked to be good and | felt a great sense of relief at
seeing him. He came up over the wing next to the fuselage and went off the wing aft.

I surveyed my damages. | knew my back was hurting, but everything else seemed to be
working fairly well, so I wasn’t too concerned about that. | got my flotation gear with the help
of, I believe, Admiral Clements’ aide. I’m just not sure, but he was a big help to me. Bob and |
just hadn’t had time to get flotation gear on. Quite frankly, we were just too damn busy.

I then made it to the raft and saw the B-52. Subsequently the C-117 from Kadena came over,
and not too long after that the first helo arrived on the scene. They dropped personnel in the
water at each raft to find out who was most severely injured and they took four of us on the
initial run back to Apra Harbor and put us in the ambulance.

My primary concern at that point was my nose. | could not get it to stop bleeding, and |
almost passed out. On the raft, because | had lost a lot of blood, | was spitting up a lot of blood,
because it was going down inside my throat, so the guys in there thought | had some pretty bad
internal injuries, which, fortunately, I didn’t. It was just from my nose.

I think our enlisted crewmen did a superb job, and I am very proud of them, and | am heart-
sick at the loss of Petty Officer CURTISS, because | think he probably did the best job of all. He
was a true professional. | think it was largely as a result of his efforts that 28 of us got out of it.

One of the SAR crewmen helped me out of the raft, and hoisted me aboard the helicopter,
and | think 2 or 3 others were hoisted aboard.

I remember arriving at the Naval Station and seeing the ambulances, and | remember being
out in an ambulance and then being in the X-ray room.
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Retold from the Start with Other Details

LT BELL briefed the crew members on briefing the passengers and the procedures to follow
there, and he and | briefed on a final briefing on the mission. Of course we had already talked
about this a lot in detail anyway: navigation, weather, that type of thing. He did the flight
planning, I did not assist in that flight planning evolution. 1 did not walk around the aircraft on
pre-flight. We talked about the minor maintenance that had been done on the aircraft. The entire
crew talked about it. | had gone down to check after the high-power runup. They said they were
getting a little blow-by [smoke]. I think it was the #1 engine, | can’t recall for sure. They
indicated that it was a very minor problem, that they could have it repaired in a few minutes.
They reported after the aircraft had been towed to the quarterdeck and the discrepancy repaired.

Other than that, the problem we had on the start with the induction vibrator was the only
maintenance malfunction | was aware of, or LT BELL. 1’m sure, because he was very, very,
meticulous about briefing me on any mechanical problems that came up. We did not do an
engine run-up. The aircraft had already been high-powered; all we did was run it up to 30 inches
on the runway, checked all the gauges, everything was good and we proceeded with our take off.
The flight engineer — I assume this is always his normal position — was in the cockpit with us to
operate the gear and anything else that might need to be done. | have to assume that is standard
practice. That is the way | was told they did it in Cubi. That is where both LT BELL and P.O.
CURTISS received their training.

We never raised the gear or powered or raised the flaps — that was always done by the crew
chief upon command of the pilot in control of the aircraft. As I recall, the oil coming out the
filler cap on #2 engine was very soon after takeoff — before we had leveled off. | can’t remember
exact time frame. It was reported, and shortly after that it had stopped. It must have been an
hour, well in advance of the oil pressure fluctuation.

I never had a chance to look at the oil [the second time] coming off the trailing edge of the
starboard wing, nor did LT BELL. I can’t remember at what point in time during the evolution it
occurred. It occurred after the engine was feathered, but I remember P.O. CURTISS coming up
and saying something. This is when we were getting to a fairly low altitude, and both pilots were
very busy. He said something about oil all over the flap or something on the starboard wing. At
that point, it was rather immaterial because we had already shut the engine down and the thing
was feathered. But I remember him reporting a very large quantity of oil, I think he said on the
flap. We just roger’d it, and pressed on.

We made the turn back to Guam just as soon as we started getting the fluctuation. LT BELL
made that decision, which I had to concur with as it was the only logical decision to make. The
first thing we ascertained was that that was the engine that was fluctuating on the gauge, and
again we checked the engine and couldn’t see anything wrong. At least nothing was reported as
being wrong with it. Temperatures were normal, and | found myself perhaps wishfully thinking
that maybe we got a gauge problem of some kind, because it was such an even fluctuation. |
never saw it drop below 40 PSI. It got to the point where she started surging, and we shut it
down.
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We broke out the NATOPS Manual and went over oil pressure loss procedures, which
doesn’t have much to say anyway in that regard. The main thing we were concerned about is a
timely feather in case this thing started going, so we could make damn sure it did get feathered
and did not freeze on us.

We notified Andersen Airways immediately. We said we are not declaring an emergency at
this time; however, we are returning because we have fluctuating oil pressure on the #2 engine.

I can’t recall how long we flew, it was several minutes before the RPM started increasing
rather rapidly, and we had already discussed the procedures and just exactly how we were going
to do it [feather the #2 engine]. LT BELL did the actual feathering of the engine. At that point
we did declare an emergency. | think we were probably somewhere between 120-130 miles out.
I really can’t say because I had been doing most of the initial flying and Bob was doing the
navigating and he had the check points written on his wind screen. | know we had already
reported our first check point though.

As | recall, we came on with some power on the port engine right after we made our 180°
turn, because manifold pressure was reduced on the #2 engine, to ease the load on it, so we
compensated for it by increasing the manifold pressure on the #1 engine and moving the RPM up
to 2500 RPM on the #1 engine. We talked about air speeds, and not letting it get below 120
knots. Bob was flying the aircraft at that time and | think we did a little descending in the turn as
a matter of fact. We were kind of talking this over here in the hospital and as | recall he said he
wanted to go to 5,000 because of the odd altitude requirement, so that was an intentional descent
to 5, I’m quite certain.

From all indications the #1 engine sounded good, and all the gauges indicated that it was
performing as it should be. The only malfunction | saw on any gauge whatsoever was the oil
pressure on the #2 engine. No other gauge at any time was ever out of limits that I’m aware of.
We never did attempt to start #2.

On the way back, the wind was light on our tail, I couldn’t see much swell from up there. It
was pretty calm, but I would say that swell direction was headed pretty much northeast. It really
was very light.

I have no idea where any of the crew were at the latter stages of flight. Bob reached up to
feather #1 just before we touched down.

* k% %
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Recollections by Pilot Ed Estes in 2013

Background

“The station aircraft [of Naval Air Station Agana] were:

3 - Huey UH-1N helicopters;

1 - US-2B, an anti-submarine aircraft, a 2-engine prop job, 2 radial engines, primarily for
maintaining flying currency. It could haul 2-3 passengers, and limited cargo, but not used
for this very often;

1- C-117D, it was relatively new to the station.

The maintenance on the aircraft was done by the Aircraft Intermediate Maintenance
Department (AIMD), which was part of the NAS, which was under my command.

We got the C-117 aircraft maybe in May of that year. Bob Bell had formal training in that
airplane at another base, and had taken the NATOPS exam, but I hadn’t. Still I would say we
were inexperienced flight-time-wise in the aircraft. My logbook shows that | flew 13 flights in
#17152 [totaling 38.6 hours] with Bob Bell as PIC (he may have had other flights, too):

1)
2)
3)
4)
5)

6)
7)
8)
9
10)

11)

12)
13)
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May 17 - the first flight that | flew was as a co-pilot, just local.

June 25 - we flew 0.3 hours.

June 26 - 3.3 hours.

June 29 - we flew to Taiwan 9.0 hours one way.

July 2 - 9.5 hours on the return trip; we had a little headwind coming back. | would say
we were more heavily loaded than on the August trip. We brought a lot of furniture back
for the guys; we took out a lot of seats to fit it in. This shows you the range of the
aircraft.

July 16 - we had a 1.5 flight.

July 17 - a 4.7 flight.

July 18 - a 4.0 flight.

July 24 - a 0.9 flight

July 26 - a 1.0 flight, and we shot 6 landings, and | know we went to one of the islands
north of Guam. We shot some touch-and-go’s, and then a final at NAS Agana.

August 10 - 1.9 hours, and we did seven landings that day,

August 13 —a 2.2 hour flight, to practice; it may have been to Rota or Tinian.

August 14 - the total time of 1.8 hours airborne was recorded.



August 14, 1978

We had a pretty good load, and had a heck of a time maintaining altitude. In retrospect, we
may have been nose-high from the start, it is what is called getting behind the power curve, and
the nose-high attitude would have create more drag; | am speculating.

| felt we were getting a little nose high. | do distinctly remember the left wing started to dip
just before impact, and 1 hit the right rudder and pushed the right yoke forward a little, and
turned a bit to the right, to bring the wing up. Technically I should have said something to Bob
first, but I automatically, without thinking, put the correction in.

We hit tail first, and the aircraft slapped down on the water, [and the second time] caused a
tremendous noise, like an explosion, and the front of the aircraft started to break off, if it didn’t
break off entirely. But I know that it split from the top down. | know that most of it, let’s put it
this way, the top of the fuselage was totally open. | think it split off on both sides evenly —
meaning we landed wings-level. That nose section went down. | do not remember the moment
when it cracked.

My right foot was caught somewhere, on the rudder pedal, and | remember as the thing was
sinking very clearly wondering “Is it better to just swallow water and get this over with?” But |
just kept pulling, and my foot got free, and | exited through the back where it was broken off. As
| floated to the service, the water was very clear, and | remember seeing the broken off cockpit
[underwater] through the clear water, separated [but held on by control cables under the floor].

I remember getting in a life raft. The only people I knew well on that flight were the crew
members, and Admiral Cruden, and Betancourt casually.

Ron Curtiss was a loadmaster. What | was told later was that he went to the back of the
aircraft, and then went forward. 1 didn’t see him, because | was looking forward, | wasn’t
looking back. It was his job to go back and tell everyone to put their seatbelts on. We had
plenty of advance notice.

We had radio contact, so the rescue helicopters were already on the way. | had a broken leg
and broken nose, and two compressed vertebrae. | was helo’d.

[Scott] The other young man I heard was in the forward-most seat, aft of the pilots’
compartment, so the slap-down was more pronounced.

I deeply regret that we lost those two men.
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Statement August 24, 1978 SIGNATURE

I was designated a Naval Aviator on 31 AUG 73 at Corpus Christi, TX. | went to NAS
North Island, San Diego, to RVAW 110, the E2 RAG, trained there, and then went to VAW 116.
It was an E-2 Squadron at the time, part of Carrier Air Wing NINE on the CONSTELLATION.

I spent my first tour as an E-2 flier, making a WESTPAC cruise on the CONSTELLATION.
Shortly after the WESTPAC cruise, the CONSTELLATION went into extensive rework in
Washington. | transferred to Air Wing EIGHT on the east coast aboard the NIMITZ, and | made
a Med cruise and a North Atlantic cruise. | came to Agana from a Med cruise.

The first C-117 training | got was probably on Midway Island from CDR HIRTH, who was
the Ops Officer at the time. He was their only aircraft commander for that airplane. For my
training we more or less just sat down and talked philosophy, a little bit about the airplane. He
was an experienced VP aviator. He did have a lot of time. | don’t know how much time he had
in the 117, but I felt he was very knowledgeable about the airplane. He talked to me, especially
when | questioned him about the crosswind characteristics of the aircraft. 1 didn’t have a chance
to do any landings in the aircraft while we were in Midway, because the crosswinds were so bad
at times when we were flying over the station.

After we’d flown the aircraft to Guam and transferred it, he and | flew about 4, maybe 5
hours in the aircraft locally here. Most of the flying was for the acceptance checks and some
bounce pattern work. 1 think possibly once we may have gone up and shut the engines down as
part of the acceptance check. Shortly after that CDR HIRTH went back to Hawaii.

After about a week and a half delay, | went to NAS Cubi Point for formal training with a
formal syllabus. The syllabus included both actually feathering an engine and simulated single-
engine flying. | estimate that | have about 175 hours in the C-117 by now. While I was assigned
to Cubi, I had a pretty good opportunity to see how mission tasking and assignment is done in
WESTPAC. NALCO is the primary logistics tasking point, with all the station support aircraft
and VRC-50 providing services. That’s basically where | felt all of our tasking should come
from. Of course, COMNAVMAR might modify it slightly. Basically NALCO would task us.

Changes to the Load

I was involved with the assignment of the alcoholic beverages aboard the aircraft. 1 got a call
from someone who worked for CAPT SMITH over in OICC. 1 think it was a commander, but |
don’t recall his name. | got a call from him right at quitting time on Friday afternoon, before |
was about to take off. They wanted to bring along the additional cargo of soft drinks, beer and
scotch. | was irritated, mainly because they waited so late to let us know that they wanted to take
this stuff along. They told me how much they had, and with just a tabulation | came up with a
figure of 400/500 Ibs and I said we could accept the weight. | didn’t know that restrictions might
be on beverages on the aircraft. | talked with the customs agent, BH1 EVERS, and he said as
long as there are no seals broken, no cans open, no customs regulation prohibited it. | think he
has already departed, he had orders to the states, but he was the inspector from customs. | didn’t
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know whether or not there might be some more regulations that might talk to this subject, but as
I said before, it was 1630 on Friday afternoon and | was a little bit irritated.

I was waiting on a ride from a neighbor, and | was just sitting there looking out a window in
my office. As soon as | [almost] finished talking with the commander, my ride showed up, so |
went ahead and told him that it looked like we could carry the weight. Customs said there were
no restrictions to taking it, but that I wanted him to check it through the Commanding Officer,
who would be on the flight. 1 hung up when my ride came, and I went home. As soon as | got
home | got a call from one of the other guys in flight support, concerning the same thing. | guess
basically the Captain had called them (called the OPS Officer) trying to cover the questions that I
had already covered. When | got home, it was a quarter till five, and | felt guilty because there
were other people who looked like they were doing my job over there in the office, and | needed
to go back to work or something. | called CAPT ESTES up and told him “Can’t understand why
their guys didn’t call us at 0730 Monday morning instead of 1630 Friday afternoon on this, and
to be honest with you, I’d just as soon say no to them. But I’m sure this ceremony that they’ve
got planned down there, it’d be nice to have some soft drinks and some beer or something.”

CAPT ESTES had already talked, | guess, with either CAPT SMITH or somebody above
him. | was rather irritated about the late change to the passenger load also. It seemed, I guess, it
was ADM CLEMENTS who wanted to bring along his aide, who was not on the original list.

As aircraft commander, | didn’t know about it until a couple hours before the flight. 1 got the
notification from the Duty Officer. | really wasn’t in a real good position to try to determine
what was to be done about it, because most of the people weren’t there. The people who
maintain the aircraft were ready to go. The Admirals and Captains were not there, but as it
turned out, CAPT PATTERSON didn’t want to go.

Sunday

Now, going back to my activities the previous 24 hours. We had a system of bad weather.
I’d been on call on the C-117 since about midday on Saturday. Saipan had been hit pretty hard
with flooding. The Red Cross and the Navy were standing by to take supplies to Saipan, so | had
been standing by, and Sunday | was in a standby status also. When | got up, about 0700/0730
Sunday morning, I got a call from the Duty Officer about the plane, saying I would be taking a
couple of people up to Saipan, a Red Cross representative from Guam, plus a Red Cross Nurse,
to evaluate how bad a situation they had. They had been cleared by CINCPAC, PACFLT, or a
higher level to ride as passengers on a Government aircraft. CAPT ESTES and | were going to
take the station S-2 up there. The crewmen had come in, preflighted, and got the S-2 ready and
we were going to take off at 1300 for Saipan last Sunday. We got off a little bit late, about 1310
or so. By the time we got the wheels in the well, we got a fire warning light on our #2 engine.
The weather was pretty bad, so we had to stay low, and made a VFR turn downwind behind an
aircraft. 1 felt the fire warning light was not a valid one, because of all the moisture, but as it
turned out it was valid. The exhaust manifold was loose. The hot exhaust gas was right on the
fire warning element, so we did have a potential problem. He landed the aircraft and spent about
a half hour trouble shooting because we didn’t know what the problem was.
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After about a half hour the maintenance people told us that the aircraft would be down, so we
decided to take the C-117. The crew chief of the C-117 was also the section leader that day. He
had been here doing some last minute work on the aircraft, flight support work, so the airplane
was ready for the pilot’s pre-flight. 1 filled out the paperwork on the S-2, checked the yellow
sheet on the C-117, did the pre-flight inspection on it. | taxied over, picked up the Captain and
two passengers, took off about 1500, and flew to Saipan. En-route we did a low level in Rota
and Tinian, and when we got to Saipan we did a low level around Saipan [mapped on page 23].

We had a little bit of a shock up there when we were at 800 feet at the North end of Saipan
heading south to land at the airport. We got another fire warning light in #2 engine in the C-117.
I immediately added power. | was going to climb up to 1300 feet and shut the engine down, but
the crew chief, Petty Officer CURTISS, was forward and he saw it. He knew that immediately
after we had gotten the aircraft at Midway it had a fire warning indicator discrepancy. We have
a junction box in the area of the cockpit for this fire warning system. We’ve had a problem with
the contacts in there closing early, or corrosion built up on the contacts where the light would
come on. So as soon as he saw the fire warning light, he immediately opened the box up, made
an adjustment, closed the box up and the light went off, and he told me what he did. He knew
what the problem was and he’d take care of it. He’d have to order a part, but we could probably
take this aircraft on the trip.

Finally, we went back down south, landed in Saipan, let the passengers out, took off, flew
back to Guam and landed. We got back about 5 o’clock and went in and filled out the yellow
sheets for the gripe on the fire warning light.

I got home about quarter till six, ate supper (hamburgers), did a little more final flight
planning, which 1’d been working on for quite some time. In fact, we had anticipated taking the
flight from the beginning, with the first leg [too], so | started almost a week earlier. | went to bed.

Monday Preparation

[T got up around 5 o’clock Monday morning, and got my bag that had already been packed
about a week before. All I needed to do was get my shaving kit and my other things. | got them
together with my NAVBAG that | had brought home with me. | got my wife and son up, had a
glass of juice, got ready and went to operations.

I got there about 0615. All I had for breakfast Monday was a glass of juice. | went to the
mission planning and got the ICAQO flight planning forms [shown on page 32], and filled them
out, one for each leg of the flight: to Ulithi, and from Ulithi to Yap. | got a weather briefing and
brought them back over and left them on my desk in flight support. | went to the Duty Officer
with a hand-written passenger manifest with everybody’s name who had appeared on message
traffic. The only people I still needed on my manifest were the 14 band members [later 13].

I left the manifest at the desk, and asked the Duty Officer to please have someone get all the
information on the band members as the band arrived, and put it on the manifest. Then | walked
over to maintenance to look at the yellow sheet, and to prepare the weight and balance sheet for
the flight.
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I had noticed that there were some boxes stacked in flight support. They were wrapped in
plain brown paper and each box or each container appeared to be two cases of soft drinks or
beer, wrapped with paper, and taped quite securely. Someone did a good job preparing them for
the flight. There were also a couple of boxes filled with shovels and hardhats for the ground
breaking ceremonies. | picked up each box just to get an idea of the weights. 1 just wanted to
have a good feel for what kind of weight we were carrying. They were alright. The only things
that were heavy were the soft drinks and beer. | already knew that they would weigh
approximately 45 Ibs per 2 cases.

Next | went over to maintenance and looked through the book on the C-117. Because I’'m
the only pilot for it, I’m pretty familiar with everything that’s in the book, so it doesn’t take me
very long to go through and note if maintenance has been completed on outstanding gripes, and
if they’ve been outstanding for awhile.

I got the weight and balance sheet out, and did the weight and balance with round figures. |
used 170 Ibs per passenger. | used 31 people, vice 30 people which we ended up taking. | used
20 Ibs of baggage per individual and | used 1500 pounds of baggage and cargo. In addition, 860
gallons of gasoline was used for take-off fuel. The 1500 pounds of baggage and cargo included
350 of band instruments. | worked up the weight and balance form, and went back over to oper-
ations and made copies of it, left the original with the Duty Officer, and kept a copy for myself.
Then I submitted my flight plans, checked with weather one more time, and talked with Dave
Ganger out in the passageway. He was backing us up that morning. We were talking about
runway temperatures and things that normally we don’t talk too much about in the S-2 [airplane].

All my experience in the C-117, in Cubi anyway, we didn’t worry too much about runway
temperature, specific humidity or anything. But now | was calculating the runway | was going to
need for takeoff at Ulithi. You can do it either by using, or not using, specific humidity. If you
know specific humidity, you can more or less fine tune it a little closer.

After talking with Dave, | looked at the NATOPS Manual, and the take off chart, then | went
to weather and asked them for the specific humidity for Guam that day. They had to do a little
bit of checking and go back into a couple of books and find out how to calculate it but they did
give me a figure of .021 I think it was. So I plugged that into the chart, and that did lengthen our
take-off roll by about a hundred feet at Ulithi, at our expected take-off weight, with the whole
crew when we took off out of there. Then we started loading the aircraft.

We don’t have a real organized air terminal here, like you might find at Cubi Point or Kadena
or Atsugi, because we haven’t been in that business. So it was about 0730 and we really hadn’t
started getting things loaded or the aircraft positioned.

The aircraft was towed in front of operations, and | asked the LPO of the line to start loading
up. | checked military customs to see if it would be alright to start loading the cargo that was in
flight support: the soft drinks, beer, scotch, the shovels and the hardhats. They said that would
be fine, so we started loading. Then | guess it must have been after 0800 by the time we had the
aircraft positioned and started loading.
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We got the gear loaded on board. The band had been there waiting. They had all their per-
sonal gear, so we loaded that on. The customs agent had told me they had already checked the
band through customs, and the personal baggage could be loaded on board. We wanted to get as
much of it on board as we could before any last minute people arrived with last minute loading to
do. So we did get everything pretty much loaded and strapped down between 0815 and 0900.

| pre-flighted the aircraft that morning out in front of Ops, but I did not sign the yellow sheet.
I saw the yellow sheet — it was in Petty Officer CURTISS’ briefcase, but we were going to do
that after we got airborne, even though that’s the incorrect way to do it. | know that, but that’s
the way we were going to do it that morning, because we were pushed for time, and there were
so many other things happening. Petty Officer CURTISS was the kind of guy that got
everything done early. He did have the aircraft ready for flight that morning — the proper amount
of fuel and oil on board and he had to complete the daily MRC deck.

CAPT ESTES had been around the general area, | guess, since 0730. He had been doing
some things up in his office and came down. 1’d seen him several times, but I think the first time
I’d seen him, actually out at the airplane, was to get on board for the flight. That was sometime
before 0900. We discussed what time we wanted to start engines, and since take-off was set for
0915 we thought that if we started #2 at 0910, then we could sit there and run till the last VIP’s
arrived and were on board [delay starting the left engine to not blow exhaust on the VIPs].

At 0910 we turned #2 for the first time, but we had trouble starting #2 that morning. We
tried to start it twice with no luck. CAPT ESTES was starting and he did not have a whole lot of
experience starting the engines. It would turn and a couple of times it fired. It acted as if it
wanted to start, and then it was either flooding out or as if the ignition exciter was not working.
We tried a couple starts on #2, and then we let it sit for approximately 5 minutes to cool the
starter. We were also talking about the possibility of starting #1, then starting #2, and then
shutting #1 down again to load the rest of the passengers, but we were afraid we’d be in the
middle of that when the VIPs arrived.

We were doing battery starts, but we got an electrical power cart out, plugged it in, and tried
one more time to start #2. It still didn’t work, so we popped the nacelle cover off. | think all that
one of the mechanics did, basically, was shake the induction vibrator. Then he signaled to me to
start the engine and he sat on top of the nacelle. | guess he wanted to visually look at the
induction vibrator to see if it was putting out a spark, so | started up #2 and it started this time.
He shut it down and buttoned the nacelle back up again.

By this time the rest of the VIPs had arrived, and we were delayed for a few minutes. Mr.
JOSEPH had left one of his bags [a briefing book] over at Government House, so we had to wait
for his bag to arrive.

We got the engine closed up, | started #2 again, and then Petty Officer CURTISS, | believe,

started the #1 engine. We taxied out. | had gotten our clearance earlier before we initially
started the engines, about 0900.
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Takeoff

Petty Officer CURTISS had already done an engine run-up earlier in the morning over on the
maintenance ramp. This is standard procedure, and so all we really needed to do was take off.
We did not do an engine run-up at the end of the runway.

CAPT ESTES and | had discussed the day before that we’d like to check our take-off roll
there at Agana, when we got the aircraft loaded, to see how much runway it was going to take us
to get airborne. When we took the runway we taxied up until our tail wheel was even with the
9000" marker. We completed the take-off checklist, went up to 30 inches as we usually do,
checked the gages and warning lights, and released the brakes. The Captain went on up to full
power almost instantaneously after releasing the brakes. Our lift-off speed at our take-off weight
was 98 knots, and | had told him I would give him thumbs up at 98 knots and we would try to get
airborne at 3,000 feet. We did get airborne somewhere between 2700/2800 feet, but he pulled it
off a little bit prematurely. He pulled it off at about 94 knots indicated, and we used a little bit
extra nose up trim for takeoff. The aircraft accelerated very nicely to 120 knots, which we use
for climb-out speed, and we departed normally.

He climbed out to 6000 feet. Our NAVAIDS seemed to be working well. The engines
seemed to be running very well. When we got out roughly 50 miles, | took the aircraft from the
Captain, and we turned off the seat belt and smoking lights.

Oil from the #2 Engine

Admiral CRUDEN came forward and said, “How is everything going?” | said, “Pretty good,
Admiral.” He said, “I was just noticing that it looks like there is a little oil coming off of the #2
engine. | just wanted to let you know about it.” I said, “Thank you. It’s not abnormal that we
have oil coming out of our engine, but we’ll check it out.”

So CURTISS went back, looked at it, and came forward and said it looked like it was a
normal amount of oil, and that he had full tanks that morning. It probably expanded, and a little
bit of oil had come out the breather and it was out there on the nacelle. He didn’t notice anything
unusual about it. But I think maybe the Admiral, sitting back there, had seen something coming
in a continuous amount streaming off the trailing edge of the wing. | don’t know, he didn’t
really tell us. He just said that there was oil. That was the first indication that morning that we
were having trouble with our #2 engine.

We got out about to our first reporting point, I was flying the aircraft, and we were routine in
that stage of the flight. | was trying to get a fairly accurate ground speed, and get good estimates
to reporting points. We were talking to Andersen Airways. You normally lose contact with
Guam Center roughly 100 miles out, depending on your altitude. When | called Guam Center to
report CORRS, which was 100 miles out and our first reporting point, | couldn’t get any
response, so | checked in with Andersen Airways. They accepted our primary guard frequency,
gave us a backup frequency, took our CORRS report, and our estimate for the next point. It was
a line of longitude.
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Oil Pressure Drop, Turning Around, Feathering the Prop

It was shortly after that I noticed the oil pressure give a jump. | watched it and it was pretty
steady. Both of them matched up. Then it jumped down on #2 engine. | watched it for a couple
of jumps, then | reached over and tapped the Captain on the arm and said, “Captain, it looks like
we’ve got an oil pressure problem on #2. 1 suggest we turn around and go back right now.” He
said “I concur with you,” and | turned left. As soon as | started turning the Captain unstrapped
and went back to inform the Admiral what was going on.

I called Andersen Airways and told them we were returning to Guam and that we had oil
pressure fluctuations on #2 engine. 1 told them | was not declaring an emergency but that | was
returning to base. | estimated we were probably about 125-130 miles out of Guam. We turned
back, and the Captain returned. He was only back there a very short amount of time. As soon as
he got back, | asked him to take the aircraft, because | wanted to do a little bit of figuring.

I wanted to get the NATOPS Manual out, because | felt that we may have to secure that
engine, and | wanted to make sure that we do everything by the book. The oil pressure warning
light had not come on yet. The light won’t come on till your oil pressure gets down to about 50
PSI. It didn’t fluctuate down to the 50 PSI for another couple of minutes anyway. Normally it is
up around 75. Initially it would fluctuate 10/12 PSI and then come back up.

I watched it about two or three times. 1’ve never seen those oil pressure gages do anything
but give very steady indications, but now #2 was definitely dropping down and coming back up.
I probably watched it about three times before | told the Captain. It was still indicating 75 or 80
PSI, but after we turned and started heading back, it continued at about the same frequency to
fluctuate. You could see it wasn’t coming all the way back up to 80 PSI. It was dropping. | had
CURTISS go back and check it. He said we were definitely losing oil out of #2, and he could
see it. He said it was coming from under the wing. He said there was oil all over the flap. When
he said that, | wanted to ask him to correct what he said, because the flaps were up and you can’t
see the flaps.

[The photo at right of airplane 17152 when with the
Marines shows the view (red line) from the crew chief g
window did not include the flaps, so Curtiss would
have seen this from an aft window, the blue line.]

After all was said and done, thinking about the airplane not being able to fly out with all that
gross weight, 1 was just wondering if in the flailing around in the cockpit someone could have hit
that flap lever and the flaps could come down a little bit, and made more drag that we should
have had. He may have seen oil on the flap. CURTISS, above anyone on the airplane other than
myself, would have known the flaps were not supposed to be down. | almost have to discount
that the flaps could have been down, but he said it. He said that there was oil all over the flaps,
and | think what he meant was it was coming off the trailing end of the wing where the flaps are.
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We turned around, and we were heading back to Guam and | asked the Captain to fly the
aircraft. 1 had the NATOPS Manual and I was going over the basic first six steps of the check
list, because they are the memory items.

I told the Captain there were basically only three things we had to do. One: shut the mixture
off. Two: feather the engine. Three: pull the cut off handle on the engine. The other three are:
alcohol pumps, cowl flaps — which were closed, and, unless we had a fire, we didn’t need to use
the fire extinguisher. | just wanted to reassure the Captain what was going to happen if we had
to shut the engine down.

The oil pressure continued to drop. | told him when it dropped down in the 50 PSI region,
sufficient to get the light on and off. Then, as it did drop below 50 PSI, we had a constant oil
pressure light. I didn’t want to shut the engine down sooner than | had to, but I didn’t want to
damage the engine permanently either, so I told the Captain we’d use 30 PSI for our shutdown
point, and we’d shut the engine down when the gauge would not come back up to 30 PSI. That’s
what we were looking for. Well, we never got that far down, because we started losing control
over the prop governor on the engine, because it uses engine oil. | guess we had lost so much
that the prop governor was starting to lose control.

In the turn toward Guam | pulled the power back on that engine to about 20 inches, and, as |
recall, we left the engine at 2100 RPM. But I heard a rising RPM, and, when | looked over at the
RPM gages, #2 was steadily rising up through 2200/2300/2400 RPM. CAPT ESTES was still
flying. Additionally, we had put #1 engine up to 2500 RPM and it was 35 inches. We reduced
power in #2 and increased power on #1. Precautionarily we turned back to Guam.

We started losing governing control on #2, so | pointed to the RPM gauge and 1 said
“Captain, we are getting ready to lose control over that engine. I’m going to shut down #2.” |
sat and watched it, and as the RPM passed through 3000 RPM, | took the mixture on #2 and
asked him to concur that it was #2 engine. The proper engine. He nodded his head, and | shut
down #2 with the mixture control, and | immediately feathered #2.

Petty Officer CURTISS was standing between the seats with us, and he pulled the fluid
cutoff handle on #2 engine. | looked out the window and observed that it did feather after about
10 to 15 seconds. | asked the Captain to continue to fly the airplane, and I immediately called
Andersen Airways and told them I was declaring an emergency and what my estimated position
was, souls on board, fuel on board. They asked me for an estimate and | had to tell them to stand
by, and CURTISS and | completed the remainder of the checklist after the first six items.

There were several things: Shutting the generator off, closing the fuel control, several things
on the engine secure check list. We completed these items on the checklist. | told the Captain
I’d like to maintain no less than 115 knots if possible. 1’d flown the airplane, like I said before,
both simulated and actual single engine. Shutting down one engine and leaving the other engine
at cruise power setting of 2100 RPM and 31 inches. We had pretty much always been able to
maintain about 120 knots. Of course we never had a big load on board like we had that day, but
it had flown so well on one engine in my previous experience that I really didn’t think that we
would have any trouble flying the airplane back to Guam.
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Descending from 6,000 to 5,000 feet

We were still at 6,000 feet, but we were starting to slow up now because we had feathered
the #2 engine, and the #1 engine was still at 2500 RPM and about 35 inches. We increased our
power on the good engine up to about 40 inches. Our airspeed continued to decrease. | think we
finally got down to about 115 knots, so | told CAPT ESTES to go ahead and descend to 5,000 ft,
and I’d advise Andersen Airways. It made sense to me because we had reversed our course so
we should be at an odd altitude coming back in. I called Andersen and told them we were going
to descend to 5,000 feet, and they said “Roger,” and asked us to contact Guam Center. We tried
to contact Guam Center a couple of times with no luck. We were finally able to get an answer
from Guam Center, and they asked us to squawk a certain code and ident, which we did.
Andersen Airways was also telling us that, passing it through Center, telling us to squawk. It
was 1100 and ident, and we were rogering them.

I told Andersen Airways we were in contact with Guam Center and we were maintaining
their frequency. After that time we still had a little trouble talking with Center, | guess because
of the distance we were out. We probably weren’t out more than 70-80 miles. We were in that
area where communications start to come in. We were at 5000 ft.

Descending from 5,000
We got down there at 5000 feet and leveled off. We found out we were not able to maintain

our airspeed. It was continuing to decrease. | told the Captain to descend and | would notify
Center. We would just try to maintain an airspeed of 115 [knots] and continue a descent.

We seemed to have a pretty consistent rate of descent of 100 feet per minute. Our airspeed
was somewhere between 100 and 110 knots. It would vary a little bit. CAPT ESTES was flying
the airplane and I think I took it from him a couple of times, but | was also talking with Guam
Center and Andersen Airways on the radios. Sometimes | would give the control of the aircraft
back to the Captain to make a calculation for the estimates back to Guam or to complete the
checklist. 1 had the Captain continue to fly the aircraft. The Captain was doing a good job flying
the aircraft, and there didn’t seem to be any reason that he should not fly it. In fact, | had asked
him, “Captain, do you think you can make it? Do you want to try to make a single engine
landing?” He said that he didn’t think he’d have any problem doing that. | don’t think that
would have been a real good decision on my part to allow him to make the landing as aircraft
commander but he was the one who was flying. He had been the one who was going to make the
landing at Ulithi.

Finally, we were in a position where we were not able to maintain altitude at 5000 feet, and
our airspeed was down to about 100/110 knots, so | still felt at a lower altitude somewhere the
aircraft would level off. We’d be able to get the aircraft to maintain a level altitude. | felt at
5000 feet possibly the wings and the props weren’t as efficient as they would be at more or less
2000 feet [he was correct about this], but we still had a margin of power left that | wanted to
keep in reserve. | didn’t want to task the #1 engine too much, so I didn’t want to use too much
more power than what we had on it. We already had max continuous RPM [2500, page 63].
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I wanted to keep something in the bag for when we got closer in because I didn’t know how
much of a strain on the engine flying back an hour at 2500 RPM would be. 46 inches MAP
[Manifold Absolute Pressure] is maximum continuous, but we had about 40 inches at this time.

Our descent continued. We told Center we were descending, that we could not maintain
5000 feet. They said “Roger, at pilot’s discretion, descend and maintain 2300 feet, and report the
field in sight.” We could see Guam clearly from 70-80 miles out. They wanted us to maintain
2300 feet until we were clear of the terrain on the southern end of the island. We continued to
descend down to 2300 feet, and maintained our 100 to 110 knots.

Descending from 2300 Feet

When we got to 2300 feet we were probably 50-60 miles out, and went on up to max
continuous power, to 46 inches. We completed the descent checklist so all we would have to do
on final would be to lower the gear and finish the checklist and land. After we added power and
leveled off at 2300 feet the aircraft maintained that altitude for a few minutes. The airspeed
slowly backed down to 100 knots and even went a little bit lower than 100 knots.

The Captain said, “I don’t think we are going to be able to maintain this altitude, Bob.” 1
said, “OK, Captain, go ahead and continue your descent.” Then we had max continuous power,
so | called Center and told them to be advised we couldn’t maintain 2300 feet. They said,
“Roger, report the field in sight.”

Jettisoning Cargo

At this time Petty Officer CURTISS was up forward and | said, “CURTISS, let’s throw out
all the booze and all the cargo.” | didn’t tell him any baggage, but booze and cargo was going to
go. He went back aft, and with the other two crew opened the emergency door and got rid of all
that stuff. A couple minutes later he came forward and said, “We’ve thrown it all out sir.”

We were still in a descent and we were still slow. | said, “Captain, I’ll take the aircraft
back.” At this time we were down to about 1500-1600 feet, about 100 knots. Then I said, “OK,
CURTISS, let’s throw everything in back out.”

Let me backtrack. As soon as we shut the engine down and completed the checklist, before |
thought of it, Petty Officer CURTISS said to me, “Sir, do you want me to go ahead and prepare
the cabin for ditching?” Like 1’d said, I’d flown this aircraft single engine before, and | just
didn’t think this airplane wasn’t going to fly back to Guam. After he had said that to me it kind
of startled me. | said, “Yes CURTISS.” So he went back and had everyone prepare for the
ditching as he had briefed them prior to take off; to put their LPP-1 on and go over their stations
and positions that they should be in for ditching. We were quite a ways out, about 100 miles out.

The crew was in the back and pretty much ready for ditching from that time on. | took the

aircraft back from the Captain, and Petty Officer CURTISS went aft and started throwing
baggage over the side, band gear, and basically everything that was left in the airplane.
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As they threw it out, when the door opened, it increased drag. It caused the airplane to fly a
lot more unstable. Our airspeed went down somewhere between 90-95 knots, and the aircraft
started to buffet and shudder as if we were doing approaches to stalls. | was flying the aircraft,
and I still could not maintain altitude. | was trying to keep as little a rate of descent as possible
without the airspeed falling off too much or without the buffeting and the vibrations becoming
too bad. CURTISS and the rest of them were back in the back throwing baggage out.

Descending from 500 Feet

We continued that descent down to about 500 feet, | think it was. It took about, | would say
roughly, 10 minutes for us to descend from 1500 feet, when | took the airplane, down to about
500 feet. We were still at about 90 knots, 1’d say. The aircraft was buffeting quite a bit and
uncontrollable. We went to full power on the engine at 500 feet. That seemed to help for a
couple of minutes because the aircraft seemed to maintain 500 feet and 90 knots for a couple of
minutes. | really felt like maybe we could fly this thing out, now we are lightening the thing up.
As soon as we get the rest of the stuff out and the door closed, maybe we could get it back up to
1000 feet. We could get it back on in and land.

All of a sudden there was a severe shudder that went through the airframe. | thought it was
about to stall out, or I wondered if something thrown out could have hit the tail or possibly there
was a problem with the #1 engine. | really don’t know, but there was a severe shudder of the
airframe. | thought we were going to stall the airplane out, so I eased the nose over and we
started a more rapid descent toward the water.

Impact

I turned to yell, and to try to tell somebody that we were going to hit the water. | could see
that they had closed the door in the back. CURTISS was not between the seats, and | couldn’t
see him in the back, so I told CAPT ESTES, “Captain, we are going to hit the water.” Then |
concentrated on flying the airplane, and keeping the wings level, and just before initial impact
with the water, | reached over and feathered #1 engine.

We hit the water pretty solidly, but the airplane seemed to get airborne again, and continued
to fly relatively controllably, but the next time we hit the water it was very, very hard, very
severe, and that was the last time | remember seeing the water. We may have gotten airborne or
hit it four times, but the second one was the last one that I could distinguish.

The next thing, the entire cockpit was full of water. It was black. I couldn’t see anything. |
reached down and unstrapped my belt. | turned to the left to get out of the right seat. That was
the last direction | know for sure where | was going. | don’t know how I got out of the cockpit —
whether it was the overhead hatch, a hole ripped through the deck, or whether it was straight
back aft through the passageway. But | searched around and found a hole I could pull myself
through. | had a sensation of going from within an enclosed aircraft out into the open water.
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To the Raft, Rescue

Then | started getting my senses. | was buoyant, | was going up; there was a sensation of
floating up.

When | came to the surface, I think | was facing away from the aircraft. The aircraft was
behind me. When | turned, | was in line with the #2 nacelle. The engine had been ripped
completely off, and there was just the aft fire wall. That was the only thing there. | don’t even
remember noticing the nose section of the airplane, whether it was there, whether it was gone or
what shape it was in. All I can remember noticing was the fuselage on the starboard side, from
about the wing back. It looked like it was all still there, and the aircraft was floating pretty
nicely and there were several people on the wing.

I swam toward the nacelle. There was some kind of line, electrical line, hydraulic line, or
fuel line, coming through the fire wall and hanging down in the water. | was going to hang on it
for support, and at that time | looked out to my left, out in the water, and I could swear | saw
CAPT ESTES there in the water, more or less parallel with me, swimming toward the leading
edge of the wing. There was blood on his face; he was more or less like he was in shock and his
eyes were staring. So | swam over to the nacelle and grabbed the line, and I held that line for a
few seconds until I could rest for a minute.

Then I began to realize that there was something the matter with my right leg. | was
swimming and everything, but it was restricting me, although it didn’t seem hurt. There wasn’t
any excruciating pain. | rested there for a second then I swam out in front of the nacelle. 1
crawled up on the wing. The waves more or less just washed me up on the wing. | was going to
try to get over and look inside the cabin and see what was in there, to see if there were any
bodies in there. When | got washed up on top of the wing | realized I couldn’t walk. | was
pretty much unable to do much of anything other than swim.

I asked the people on the wing if they could check inside, and they said they’d already
checked and there was no one else in there. On top of the wing I could see through the windows
and out the cargo door, or out the windows on the other side. | could see rafts on the other side
of the aircraft. | said, “Come on, let’s get in the rafts. They’ve got the rafts inflated. Let’s go
ahead and get over there and get in the rafts and keep everybody together.”

I slid off the back edge of the wing and swam to the tail. The tail was floating and the
horizontal stabilizer was under the water. It was floating but kind of under the water. | swam
over the stabilizers and around the tail. The closest raft to me was the big raft, so | made my way
to it and I got in the big raft, and that’s when | noticed what my leg looked like. | started seeing
what injuries | had as well as other people.

Most everybody | saw looked like they were in real good shape. There were a lot of people
helping others out, going back into the water, and helping people get up into the rafts, things of
this nature.
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In the big raft, when | got there, there were a couple of people with problems where they
were just lying there. They didn’t want to move around much. | didn’t notice anybody with any
real gross wounds or anything of that nature.

When I got in the raft, | asked somebody to make a head count. | was still a little bit unsure
if we had 30 or 31 people onboard at that time. He got a head count, an accurate 28 head count,
very early in the game after the crash.

The only one I was sure that didn’t make it out of the two or three that had not made it out
was Petty Officer CURTISS. I’m really not sure now why | felt that way, except that one of the
other crewmen had yelled something to me when we were out swimming in the water. | had a
distinct impression that CURTISS was one that was missing. | hadn’t seen him just before the
accident or just before impact, so I never knew for sure whether he went through the windshield
or anything of that nature. | had this feeling of knowledge that he was one of the two or three
that was missing. We tried to get the rafts together.

Actually, Admiral CRUDEN and some others were taking charge of equalizing the load in
the rafts and getting the majority of the people in the large rafts, then trying to figure out who
was there and who was missing. We never really substantiated that CURTISS and SMITH were
the two people that did not make it out of the aircraft, at that time anyway.

I don’t know when | noticed the B-52 first, whether I was still swimming in the water, or
after | got in the raft. The B-52 was overhead almost immediately. | remember looking up and
thinking it was strange, because he had his aft main gear down and the front main gear were not
down. The B-52 was there right away, and | was certain it was to Guam’s reward that they’d
have the cutter out pretty soon, and we wouldn’t be in the water very long. As it turned out, |
guess we were probably in the rafts about an hour before the Coast Guard cutter got there. They
did an excellent job of getting everybody out.

After | got in the raft, I noticed the airplane maybe once or twice, but | didn’t really notice
when it finally sank. | don’t know if anyone tried to go back inside and look for bodies for sure
but I do know the guys on the wings said they had checked and there was nobody left in the
airplane. | don’t know now who the people on the wings were.

We were in the water in the rafts for about an hour. The B-52 was overhead. We also had
the Kadena 117, and after about 20 minutes the first of the two Hueys from Agana were there.
They put swimmers in the water, as well as an SAR corpsman, and they also took a couple of the
people out. The majority of the people stayed in the rafts and went back in the Coast Guard
cutter. The cutter was there 1’d say within an hour. Everybody who could crawled up the side of
the cutter. They used a Stokes litter, with a good heavy line on it, to get myself and three others
out of the big raft, and | don’t know if they had to use the litter on the other rafts or not.

They got us all aboard. | was lying on the deck and it didn’t seem to take long at all to get
back into Proteus Point [Apra Harbor, just beyond Orote Point, nicknamed Proteus Point] where
they took us to get the ambulances to the hospital.
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Retold from the Start with Other Details

We did not have a specific crew briefing, other than Petty Officer CURTISSand myself
discussing how | had filled out the weight and balance. 1I’d put certain amount of weight in
certain sections, and | wanted to tell him what I had calculated, so if he had some way grossly
different that he wanted to configure the airplane, then I would know that there was a difference.
But there was no formal brief. CURTISS did not participate in the determinations of the weight
and balance.

None of the crewman mentioned to me any difficulties in the morning run-up. | had asked
CURTISS if he had a good run-up, and he had said everything checked out fine. In fact, when
we had trouble starting #2 he said, “It started just fine for me, Captain,” as if he was trying to kid
the Captain. They had a cluster clamp they had to tighten down, but I don’t recall which engine.
That cluster clamp is a fairly routine thing that either needs tightening or needs replacing on the
airplane. I wasn’t too concerned when | had heard they had to tighten down a cluster clamp.

CURTISS supervised the loading. By the NATOPS Manual, on takeoff, CURTISS has a seat
in the communicator’s position. For takeoff, he is normally standing in the aisle way aft and
between the two pilots so he can operate the gear and the gear safety latch lever. He is seated
there so he can operate the landing gear and landing gear latch lever. As soon as the aircraft is
safely airborne and the pilot wants him to, he also sets climb power, depending on the pilot.

My preference is as soon as we are airborne, the gear is up and we’ve reached climb speed, |
let go of the power and | allow him to set climb power. He sets and maintains the engines, so he
does need to be in that position. He’s not seated for take-off or for landing. That’s the way they
do it in Cubi. There were no abnormalities with the oil temperature up to when we feathered #2.
The oil temperature was within limits the entire time. It never went out of limits. That may have
been an abnormality itself. Even up to the time we started losing governability | didn’t notice
any abnormalities with the oil temperature. We discussed and concurred with which engine to
feather.

I notified, not Center initially, but Andersen Airways, that we were declaring an emergency,
as soon as we did the checklist. The proper way to do the checklist is for the co-pilot to read out
items to the pilot or the crew chief, depending on who was the appropriate guy to respond.
CAPT ESTES was flying the airplane. He did not have the experience to make the responses, so
I was calling out certain items, and | was responding to some items.

One thing I had thought about was the cowl flaps on the #2 engine. I’m certain if they
weren’t all the way closed, if we had just left them where they were for flight, that they wouldn’t
have created that much more drag. But | can’t be certain that we closed the cowl flaps all the
way. When | got to “COWL FLAPS” | think I answered “They are already closed.” | don’t
know if CURTISS had reached up and closed them, or whether we left them right where they
were for flight. That may have been something that could have increased our drag some minute
amount. | don’t know.
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We turned left when we turned back towards Guam. | think we were about 130 miles out
then. | don’t recall the exact time, but it must have been about 1045; about an hour into the
flight.

In cruise, our indicated airspeed was 145 knots. That pretty well corresponds with what |
thought we’d get on our flight plan. After we feathered the engine, pointing back toward Guam,
our airspeed then bled off from about 145 to 149 down to about 115 knots. After we feathered, |
think our power setting was about 25 to 35 inches MAP. We had reduced power on #2, and
increased power on #1, either in the turn or just out of the turn, and we left that power setting on
until we were unable to maintain altitude at 5000 feet.

At 5000 feet, when we got down to 115 knots and it wasn’t quite hacking it, we left the RPM
at 2500 and went on up to about 40 inches. Then we may have maintained 115 knots a minute or
two, but it couldn’t have been for any substantial amount of time. Our other engine at this point,
at 5000 feet and 100 miles out, seemed to be functioning normally. Pressures and temperatures
were about as expected. By this time we had 25 and 45 on, | think. The cowl flaps were closed.

I’d noticed my cylinder head temperature had gotten up a little higher than what we normally
see but it was well within the operating range. That was the only thing that increased, and that
was up around 210 degrees. Right up to the time we feathered, and before going in, | don’t recall
anything abnormal happening to the other engine. | didn’t declare the emergency with Andersen
Airways until we had to feather the engine, as soon as we completed the memory section of the
checklist. That’s why | had CAPT ESTES continue to fly the aircraft because there are so many
things to do. I feel that I probably didn’t get them done adequately anyway, but if | flew the
airplane in addition it would have made it more difficult to get the things done.

As soon as we finished the first six things on the checklist we declared an emergency and
gave all the critical data to Andersen Airways. Then we went back and finished the second part
of the checklist, which is not memory items, but challenge and reply. The cargo was jettisoned
out the parachute door. At that point, the airspeed got down between 90 and 95 knots. There
was a time before | felt the last severe shudder we were looking at an airspeed that was moving
around on the lower side of 90 knots. That was probably the lowest that we ever saw.

We never attempted to restart #2. | told the Captain, after the RPM ran away, that | didn’t
think it would be a good idea to try to restart the engine. | felt it would run away from us if he
did, but I wish I had tried to restart it.

To restart it below 3000 feet with all the drag out there, when we were already slow,

probably would have been crazy. But, knowing what | knew just before we hit the water, | wish
I’d tried to restart it. If it’d run away 1’d feather it.
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Ditching

The wind was pretty much on our tail coming back in, about 220 at 15 knots at altitude. On
the deck it was probably pretty much the same. On take-off it was right down the runway, 240 at
15.

We landed 180 out from what would have been recommended for ditching. When we got
down on the water, the swells were moving in the same direction as we were. We were
following the swells. 1 can’t say for sure at what point on the swell we touched down. Whether
we hit one on the back side or on the top. Basically, our ditching heading was the one we were
using to head for Guam. | don’t know exactly what it was, basically 060. | controlled the
aircraft at the ditching, but | can’t say for sure that CAPT ESTES didn’t assist me. | really can’t
imagine him just sitting over there, if he saw something that he didn’t like, that he would not
have an input on the yoke. There was no conflict in the control, whether he helped me or not, we
were pretty much in agreement with each other.

On touch down, the flaps were up. The setting recommended for ditching is half flaps. |
didn’t use flaps because we were already so slow that I just felt like it would have stalled us out.
We would just go flying into the water and probably break the back of the airplane. The main
reason you want to use that configuration is because it gives you the best attitude. We thought
we were so slow we would have probably landed like this rather than setting the area under the
wings on the water.

| didn’t notice anything untoward on the other engine until | feathered it. Incidentally, when
| feathered it, | just feathered it.

I locked my inertia reel [shoulder harness], but I also was checking it, and it wasn’t locking.
Even though | put the thing in the lock position it did not lock. We had a gripe on the inertia
reel. I didn’t fly with my shoulder straps on that much. 1 rarely do fly with them on. This is
something I guess 1’ve picked up from the guys at Cubi, because in Cubi they routinely don’t use
their inertia reel straps. When CDR ROBERTS, the Operations Officer, arrived and he was in
his first flights, he put his straps on, and he noticed the inertia reel would not lock. He wrote a
gripe up on it, it was replaced — at least there were new straps in there — but it still did not lock.

It did not appear to be locked when | put my straps on. The Captain and | both took off without
our straps on.

When we turned back, I can’t remember exactly when it was, whether it was before or after
we shut down the engine, we both put our shoulder straps on, and | remember locking mine and
checking it. It didn’t hold. 1 felt the first time we hit I’d been thrown against the yoke
forcing the nose for the second time we’d hit. That was one thing I did check and it wasn’t
working properly.

I have a feeling that the first time we hit the water it was such that it slammed the nose down
on the second touch down, and that was what probably caused the failure in the fuselage in back
slightly aft of the cabin. 1’d found out from other people that the front of the aircraft was either
ripped off, or it failed so that it just hung down on the aircraft [by the control cables].
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Curtiss

I don’t know what the flight engineer’s position was on landing, before we hit the water. He
was not between our seats. 1’d looked back and the door was closed [the jump door from which
the items were jettisoned]. | think he must have either been back aft by the door coming forward
or he was up forward but around the corner, possibly where I couldn’t see him. But I know he
wasn’t right there where he could be seen. He could have been in his ditching station, but | don’t
think he was. 1 think he was still back in the passenger compartment.

I was not wearing a life preserver. Neither the Captain nor | asked for one, and the thought
never entered my head. It was just a breakdown in my procedures. It was one thing I would
have gotten immediately when we had the rest of the passengers don their LPP-1s.

I’m not sure how I got out of the airplane. | know I turned left out of the seat, but whether |
went up or down, or to which side | went after that, I really don’t have any perspective.

Petty officer CURTISS was a top notch aircrewman. He was an aircrewman with the
helicopters. He had had some previous experience in C-117s when he was assigned to NAS
Bermuda. He had somewhere in the vicinity of 1000 hours riding around in them as a plane
captain, not as a crew chief. A plane captain is basically a guy who rides in the back with the
passengers, and does your plane captain functions, maintenance wise.

He didn’t seem particularly upset about this flight that | know of. He was a very confident,
self-assured person. He had ordered coffee and doughnuts. He had done a lot of things that the
Captain asked. He had done a lot the night before. He had the VIP covers on the seats for
several days and the inside of the plane was very, very clean. It was old and not a very good
looking aircraft, but he had it clean on the inside. He had all of the servicing done way ahead of
time. In fact, he did it after we got back Sunday evening. He did almost everything then, then he
double checked it again the next morning when he came in, before he did the engine run-up.

I’d told him I’d wanted to top off the tanks after the run-up, and he said, “Sir, are you sure
you want to do that?” Because of the added load and because we didn’t need the gas | said, “No,
let’s not do that.”

There’s really not enough superlatives. He’s very outstanding. The only problem was, like
the rest of us, his experience level with the plane. There was no alarm bell system in the aircraft.

* * *
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10. Mechanic David F. Rathbun
From emails and phone conversations in November 2013.

The Kadena aircraft was scheduled to go on the flight. Estes wanted that flight so bad. We
were supposed to be support, but he read the message that we were taking it, and so come hell or
high water, we were going. The other plane volunteered to take the cargo, but Estes said no, we
were taking it.

Bob Bell was a really good pilot. I think he didn’t want to go. He was a JO, junior officer,
and he had to do whatever the captain wanted him to do, and he was told to gear up for it.

We installed the VIP pallet, which was four seats conference style, and two behind it, on a
pallet that we mounted to the floor. They were airline type of seats, more spacious. It wasn’t any-
thing we made, it all comes mounted. You had to open the main [aft] cargo door to get those in.

I worked on the fixed-wing planes. It was myself, Bill Wood, Scott McNabb, and Viviano
Diaz. Ron was the crew chief. | was getting OJT [on the job training] by Ron.

The amount of fuel is correct, 860 gallons — that was the planned fuel for the trip. 860
gallons was more than sufficient to perform the mission. We never topped off the C-117,
because it was always in the hanger, unlike the S-2 which always was parked on the apron, so we
kept it topped off so the moisture would not accumulate in the tanks due to the temperature
changes and rain squalls.

I read in Mr. Joseph’s statement about my reading the emergency ditching brief! | wrote that
the night before and it came right out of the C-117 NATOPS manual, and the word ‘if” wasn’t in
the NATOPS; the word “when” was. | had to go to different sections of the manual. The
investigator said that briefing was one of the things that probably saved a lot of people.

Ron is the one who checked the oil that morning. The first oil leak looked like it was coming
out of the oil filler cap, but the panel covering this was closed; the airplane was buttoned up.

When they made the decision to shut the engine down, they called all of us crew up to the
cockpit, and they asked “What are your suggestions?” | said “Put the right engine to 20"
manifold pressure,” but Estes said “What happens if it doesn’t feather?” | said “There are 2.5
gallons in a standpipe for feather.” But he said “No, we’ll feather it, we’ll go back to Guam, and
then you can fix it and we’ll press on with the mission.” The prop definitely stopped, it was
feathered.

Jettisoning Cargo
The aisle seat nearest the cargo door was occupied by the chief musician. There were no
gunners’ belts on board the aircraft, so prior to throwing the cargo out | made a makeshift safety

strap out of a cargo strap. | handed one end to the chief musician, and said “‘Wrap this around the
arm of the seat and don’t let me fall out.” He was still holding the strap after we hit the water.
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I put on my SV2 vest, just prior to tossing out the cargo in case | did fall out of the plane. |
wanted to at least have somewhat of a chance of survival, however, being strapped in | more than
likely would have been crushed by the plane anyway [e.g. if dangling from the rope outside].

I threw everything out. The first thing to go was my 70 Ib. toolbox. It was either it or me. It
was all Navy stuff, but it was a toolbox that another guy and | put together to work on the plane.
We only jettisoned once. | wanted to start throwing stuff out at 6,000 feet, but they told me no.
Betancourt asked me to not chuck out the admiral’s briefcase, but I told him no. My stuff went,
too, my swim gear, my camera; | didn’t try to save my stuff. | never went up to the cockpit,
other than the oil discussion.

The passengers were very helpful. In getting me the cargo to throw out, they passed me
everything and got back in their seats and strapped back in. The instruments were the first things
to go. | still remember the bass drum kind of getting stuck in the door as the wind grabbed it,
until 1 gave it the boot. | think maybe that is what Bob [Bell] talked about when he said that he
thought something hit the tail. 1t may have been the bass drum.

I was told to get the door back shut, so I did. 1 only had about 20 seconds between when |
closed the door and sat down and when we hit. The strap was still attached to Berger’s chair,
and | must have undone the loop around me. 1 did not have time to put a seat belt on. | had the
cargo netting behind me, and so | grabbed on to that and held on with all my might. After the tail
hit, we got airborne again, and it nosed in. The second impact is when we came to a stop.

Raft Deployment

When we hit the water, | was on the left side on the last troop seat nearest the door — that was
my takeoff position and my crew seat. The 20-man raft was strapped to the right-side of the aft
bulkhead, and was torn off by the second impact. It flew across the plane [left — so the airplane
yawed right] and hit the aft cargo door and knocked it open, and the raft fell out, and it floated
there un-inflated. | saw a little bit of the 20-man outside, it was back by the elevator. The aft
cargo door was then wide open, and the forward one, with the jump door in it, was still closed, as
far as | remember.

The 20-man raft [un-inflated] ended up on the right side. That’s where the admiral and all
got in. Everyone on the right went into the big 20-man. | was never on the right side.

I could swear it was a 12-man raft, | threw out. | grabbed the inflation rope — one has to pull
about 8 or 10 feet of it. When that bottle fires off it goes pretty quick, about 4 to 10 seconds to
fully inflate. 1 was in the water and let go of the rope to the raft, and then saw it drifting a bit, so
jumped in the water and swam and pushed it back toward the plane.

There was a [fourth] raft — the Kadena C-117 dropped a raft. The raft was inflated when it
hit the water. | swam over to it, and | was pushing it, too, back toward the other raft, but the
helo, the second one, hovered over us and they blew it closer to the plane. It went flying out of
my hands. Then the helo picked me up. 1 think some of the people were able to get in that raft.
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I never got in a raft. 1 wore an SV2 —a Survival Vest, Modification 2. It had rations, a First
Aid kit, it weighed about 20 Ibs. Our parariggers screwed up the bottle, and so it had only one
bladder inflated, that made it harder to swim. This was different than what the passengers had.

No one panicked, screamed in terror or anything else. After we ditched everyone was
orderly and followed directions.

I believe that Ron went to his ditching station, which was the radio operator position behind
the pilots.

Broadbent was forward by Green. The statement | made about seeing Ron was incorrect; |
corrected that as it was Broadbent that was on the floor. He got his bell rung by not being strap-
ped in. Broadbent was not a crewman on any of the command aircraft. He was the Maintenance
Master Chief’s personal assistant, and we were told that he was going on the flight and we were
to begin training him to be a homegrown crewman. Broadbent should never have been wearing
a flight suit; he should have been in the working uniform as he was just a mechanic. He had no
swim qualifications, no flight physiology, no medical clearance, was not a Naval Air Crewman,
and he admitted that he didn’t know how to swim. He didn’t know anything as far as a
mechanic.

I helped Broadbent into the SV2 he checked out from the paraloft that morning, as he didn’t
know how to put it on, let alone how to inflate it. He jumped from the plane into the raft and
punched a hole in the raft, and used his thumb to plug the hole.

Estes - his nose was broken and bleeding pretty good. | used my socks to try and stop the
bleeding. | was in the water and got down low to help his feet get into the raft. This was on the
left side of the plane — | was never on the right side.

Back at NAS Agana

My wife Karen was on duty at ComNavMar when we ditched — she was on duty in the ‘hole’
relieving the Chief Petty Officer for lunch. NAS operations called ComNavMar to let them
know the Admiral was coming back as we had an emergency, and the Chief of Staff called and
asked her to find out what the estimated time of arrival was. She called NAS operations and
some Airman said “Oh they ditched.” Karen asked “You mean ditched as in crashed in the
water?” and he said “Yes.”

Karen called the Chief of Staff, and he came running down to the ‘hole’ and took over from
there. The Chief Petty Officer returned from lunch, and said something to the effect “You know
Robin Tedder is on that plane!” Karen said ‘So is my husband.” In true Navy fashion, the Chief
said “You get out of here, | don’t want some female crying around me.” Karen is pretty laid
back, but she told me later that she wanted to slug him. I had been through in-flight emergencies
before, and she knew I knew what | was doing, so she wasn’t panicking.

* X *
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11. Under Secretary of the Interior James A. Joseph
From “Celebration and Crisis in Micronesia,” August 1978, beginning on pagel78.

Governor and Mrs. Bordallo of Guam have always been superb hosts. This visit was no
exception. We had a delightful dinner in the drawing room Sunday night, toured the house and
returned to our rooms.

Mrs. Bordallo invited us to leave most of our luggage at Government House, since we were
coming back by way of Guam and intended to be in Yap and Palau for only a couple of days. |
packed with this in mind, putting the things | needed in my tennis bag and attaché case, but |
decided the next morning to take everything with me.

Monday August 14, 1978

After breakfast, we headed out to the airport for the next leg of our trip. Admiral Cruden was
waiting with another Admiral, a new crew and a small Navy band. | was surprised and
disappointed to find out that the old crew would no longer be with us. We had come to regard
them as regular members of our official group, and they had been visibly delighted to be a part of
our mission.

Watching the crew load the musical instruments and our luggage, | thought again about
leaving my large bag but dismissed the thought quickly and proceeded to my seat. Upon
boarding the plane, I realized for the first time that we not only had a new crew, but a different
aircraft as well. It appeared to be the same size and design, but there were more seats and a
different internal arrangement. Adrian Winkel, the High Commissioner of the Trust Territory,
had joined us in Guam, so he sat with us in the VIP seats especially arranged for us. Admiral
Cruden sat behind us with the new Admiral. | sat as usual in the aisle seat facing forward.
Wallace was in front of me with his back to the cockpit. Ruth was on my right next to the
window, with Adrian facing her. Members of the band were sitting combat-style on a long
bench running from the rear exit to the cockpit entrance.

Ulithi, our destination in the Yap District, was two and a half hours away. The purpose of
our trip was very much the same as earlier visits to Ponape and Truk, but for the first time we
were accompanied by a Navy band. They had been especially invited by local officials in Ulithi
to join in ceremonies where we were to officially dedicate a dispensary and partici